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PREFACE

The City of Calgary Planning Department is happy to present this
South Corridor Study which addresses the question of potential
land use changes around the seven station sites along the south
Light Rail Transit corridor.

The study has the dual objectives of optimizing development
opportunities around the station sites and protecting abutting
stable communities. Jointly funded by the Province of Alberta
and the City of Calgary, the study has been undertaken over the
past two and a half years with extensive public participation,
particularly with the directly affected communities along the
corridor.

One major thrust of the study relates to the identification of

a new, important opportunity around the station sites for people
to live, to work and to recreate. While the pros and cons of
this concept have provoked considerable controversy and public
debate during the planning process, the Planning Department
believes that such activities can co-exist and thrive in proxi-
mity to L.R.T. station sites.

The recommendations of the study consist of both broad policies
and site-specific guidelines. The broad policies, which will
find application in other L.R.T. corridors, together with the
site-specific guidelines, will allow for an effective implemen-
tation of the recommendations and provide a positive direction
to guide land use changes along the south corridor.
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A. EXECUTIVE SUMMARY

The L.R.T. South Corridor Land Use Study establishes land
use planning policies in the first of Calgary's Light Rail
Transit Corridors. The planning approaches and recommended
policies are important not only for the L.R.T. South
Corridor but also for the planning of future L.R.T.
Corridors in Calgary's proposed City-wide system. Effective
land use planning of the L.R.T. Corridors will contribute
substantially to the success of the L.R.T. System by
encouraging development of a type, density, and design
oriented to L.R.T. use which will also be compatible with
adjacent communities.

In the Calgary General Municipal Plan (1979), City Council
adopted policies encouraging employment and residential
opportunities along major transit corridors. This
decentralized corridor-oriented development is considered as
a desirable supplement to the low density suburban
development and to the highly centralized Downtown growth
primarily due to its more efficient use of existing
transportation and servicing systems. The key
recommendations in the L.R.T. South Corridor Land Use Study
reflect these policies by encouraging the creation of high
density, mixed use development nodes at the L.R.T.

Stations. These compact office and residential development
centres will generate high L.R.T. use as substantial
populations will be located adjacent to the Stations. The
combination of uses including office and residential uses
complemented by retail, service and entertainment functions,
will also add excitement and vitality to the Corridor. The
Station Area Plans for the seven South Corridor L.R.T.
Stations make detailed land use recommendations which affect
approximately 160 ha. The Plans recommend a maximum
development framework which, if totally realized, could
provide accommodation for 40,000 to 50,000 people as well as
commercial development roughly equivalent to that allowed by
the existing land use designations.

Within these mixed use nodes, residential development has
been recognized as a preferred land use. The apartments,
which would be built close to the L.R.T. Stations, would
have high L.R.T. ridership rates while producing
significantly fewer automobile trips than office
development, a prime consideration in the congested Macleod
Trail Corridor.

In the Station Areas, the highest development densities are
recommended for the sites closest to the Stations with the
densities diminishing further from the Stations. This
creates an activity centre close to the Station, providing
the necessarv focus for the development nodes and locating
the greatest population where L.P.T. usage is most likely.

Throughout the Studv, the vital importance of convenient,
safe and comprehensive pedestrian systems in the Station
Areas is emphasized. By providing these systems, the
different activities and developments in the Statjon Areas
will be linked together and access to the Stations
facilitated.

As the recommendations in the Land llse Studv range from
general policy considerations to site-specific land use
proposals, the implementatieon of the recommendations will
proceed on a number of levels. On July 29, 1980, City
Council approved tre Study policies as amended as well as
By-law 17P80 the related amendment to the Calaary General
Municipal PTan. Area Redevelopment Plans will be initiated
for Erlton and for the Chinook and 42nd Avenue Station Areas
coupled with Parkhill/Stanlev Park. Redesianation of
certain land parcels deemed critical to the achievement of
the Study obiectives, these being primarily redevelopable
land within 400 m of the Stations, will also be undertaken
bv the City. The Civic development review and approval
process will continue as the implementation tool on a site-
snecific basis.




In addition to the continuing trend for commercial
development along Macleod Trail, the Land Use Study
anticipates a growing market demand for housing in the
Station Areas. Experience in other cities and the market
demand study for Calgary (Appendix I) suggest that multi-
dwelling residential developments close to transit stations
will become more attractive.

Although the accessibility of the L.R.T. Station Areas
increases their attractiveness to development, the Land Use
Study has not assumed that development will occur at the
L.R.T. Stations simply because “development follows
transit". Other contributing factors such as surrounding
land uses and road access have been evaluated and their
influence considered. The development climate in Calgary
and the growing attractiveness of the Macleod Trail Corridor
for office development, even before the decision to build
the L.R.T. System, will contribute to the realization of the
unique development opportunities afforded by the L.R.T.
Station Areas. Development in these Station Areas will
continue well beyond the ten-year timeframe of the Land Use
Study.

Throughout the preparation of the Land Use Study, an
extensive public participation program was undertaken in
which nineteen communities were analyzed for L.R.T.-related
impacts; meetings were held in each Station Area; and two
series of public information centres were presented.
Further meetings were held at the request of some
communities to discuss the potential impact of the L.R.T.
System.

The report is presented in three major sections. Part I
includes the Executive Summary and the Summary of
Recommendations providing a brief outline of the Study

and its proposed recommendations. Part II is composed of
chapters addressing Station Area Development Policies,
Station Area Plans, Implementation and Impact Monitoring and
Management Strategies. Part III consists of the background
information and technical analyses related to the Study
recommendations, including the public participation
schedule, urban design performance standards, Station Area
planning considerations and community concerns. The general
impact analyses are also presented as well as the
transportation considerations and summaries of consultant
reports on market opportunities and Station Area parking and
traffic impacts. The approved Calgary General Municipal
Plan amendment, By-law 12P80, is incTuded as well as a
summary of the decisions of the Civic Approving Authorities

regarding the Study and a bibliography of related
literature.




B. SUMMARY OF RECOMMENDATIONS

1.  STATION AREA DEVELOPMENT POLICIES

a. BENEFIT FEATURES AND BONUS SYSTEM

i.

ii.

iii.

New development in the Station Areas
shall provide benefit features related
to the movement systems or to the
development itself. The relative
importance of the benefit features and
the site's proximity to the Station
shall determine whether the provision of
the feature is a mandatory reauirement
or optional.

The development policies and the bonus
system shall apply to the L.R.T. Station
Areas as generally defined by the 400 m
radius. However, they may be extended
to sites beyond this distance where
developments can successfully
demonstrate their connection and
contribution to the functioning and
quality of the Station Area.

A bonus system shall be implemented as a
method to support and encourage new
development with appropriate benefit
features. Subject to the policy
guidelines established in the Station
Area Plans and the Station Area
Development Policies, the bonus system
allows:

- higher density development
potential or parking relaxations
for certain movement-related
benefit features; or

iv.

- higher density development
potential for development-related
benefit features.

The "Bonus System" outlined in Part II,
Chapter C shall be adopted as a
framework outlining:

- mandatory benefit features required
without eligibility for bonuses;

- mandatory benefit features required
and eligible for bhonuses;

- elective benefit features eligible
for bhonuses; and

- the bonus ratio for each benefit
feature.

b. MOVEMENT-RELATED BENEFIT FEATURES

i.

In the Station Areas, the Primary
Pedestrian Circulation Corridors are
defined, which must be provided as a
mandatory condition of development.
Where the Primary Corridor crosses
private land, it shall be the mandatory
responsibility of the property owner to
provide the necessary pedestrian
connection. Where the Primary Corridor
crosses transportation rights-of-way, it
shall be a general principle that the
provision of this Tink shall require
contributions on a negotiated basis by
the adjacent private property owners who
benefit from the improvement.




ii.

On an elective basis, developers may
provide Secondary Pedestrian Circulation
Corridors across their private lands and
transportation rights-of-way. To be
elicible for consideration for
bonussing, the Secondary Corridor must
connect with the Primary Corridor.

The City ensure that the Primary
Pedestrian Circulation Corridor be
provided in the following ways:

- at the time of redevelopment by the
owner for both the on-site segments
and the share of the adjacent
crossing of transportation
rights-of-way;

- prior to redevelopment, the City
may provide the grade-separated
connection across transportation
rights-of-way as warranted and in
future recover the cost from and
offer the commensurate bonus to the
adjacent owner at the time of
redevelopment;

- from existing development:

0 negotiation based on the
development agreement
indicating a future 1ink to
the Station and/or grade-
separated crossing of a
right-of-way;

iv.

0 in the absence of a
development agreement
pertaining to the provision of
a pedestrian link, it may be
necessary for the City to
provide the grade-separated
crossings as warranted;

- as a capital improvement funded by
the City for the benefit of the
general public.

Pedestrian facilities conform with the
performance standards and guidelines
regarding dimensions and treatments set
forth in Part II, Chapter C, and Part
ITI, Appendix D.

The parking policy framework for Station
Areas be adopted to guide the
site-specific review of development by
the Planning and Transportation
Departments, incorporating the following
opportunities for relaxations of the
Calgary Land Use By-law standards:

- shared use of parking in mixed use
developments based on the review of
the parking requirements by the
component uses and their parking
occupancy rates throughout the day;

- shared use of L.R.T. parking by
adjacent uses with parking needs
during non-commuter hours, such as
hotels, entertainment, some
institutions and residential
visitors;




vi.

- range of relaxations from 0 to 20
percent both for residential uses
based on analyses of anticipated
car ownership rates and for
commercial office uses based on
analyses of anticipated modal split
to transit.

The quality of parking facilities
conform with current City standards and
the guidelines in Part II, Chapter C,
which includes requirements of a maximum
surface parking area of 20 percent of
the site and at least half of the
parking provided underground or in a
parking structure.

Cc. DEVELOPMENT-RELATED BENEFIT FEATURES

i.

The Calgary Land Use By-law establishes
minimum requirements for the provision
of amenities and landscaping for
residential and commercial development,
which are mandatory and not eligible for
bonus awards. It is recommended that
the provision of such benefit features
for Station Area development such as
additional open space, public facilities
and amenities above the By-law standards
be considered for bonuses of additional
development potential.

2.  SOUTH CORRIDOR STATION AREA PLANS

The recommended land uses and intensities as well
as the development guidelines set forth in the
Station Area Plans be adopted for the recommended
implementation processes.

3.

IMPLEMENTATION

a.

o8

D

City Council adopt by Resolution the L.R.T.
South Corridor Land Use Study which shall
serve to auide future land use changes and
development in the Study Area (approved as
amended on July 29, 1980).

The Calgary General Municipal Plan be amended
to incorporate the land use objectives,
development policies and other recommen-
dations set forth in the Study (aoproved as
amended By-law 12P80 on July 29, 1980).

Erlton be desianated as an area suitable for
an Area Redevelopment Plan (A.R.P.) and that
the A.R.P. nroaram he initiated in 1980. It
is further recommended that the Chinook and
42nd Avenue Station Areas, as well as
Parkhill/Stanley Park, be desianated as areas
suitable for A.R.P. programs as soon as
possible and that an A.R.P. be undertaken for
Parkhill/Stanley Park simultaneouslv with the
42nd Avenue Station Area program.

The Planninc Department be instructed to
initiate the land wvse amendment process to
amend the existing land use desicnations for
the land parcels within the Station Areas as
recommended in the Station Area Plans.
Redesinnation of other Statiecn Area lands,
for which a future chanae of land use is
recommended, mayv he urdertaken by the private
sector.

The appropriate land use districts of the
Calgary Land Use By-law, including the Direct

Control (D.C.) district, be utilized to




vi

respond to the requirements of the Station
Area. Also specialized new L.R.T. land use
districts be considered during the
Implementation Stage.

Within the present Civic circulation process
for land use amendments and development
permits, it is recommended that the
Transportation Department be directed to
review all major development proposals with
respect to potential traffic impact on the
existing road system and, if warranted, to
advise the Approvina Authority of the
improvements required to allow the proposed
development. It is further recommended that
the developer may be required to contribute
towards the necessary road access improvement
costs so as to service the proposed
development.

The Transportation Department be directed to
review the requirements for the roadway
improvements, as development proceeds
throughout the South Corridor.

The proposed capital expenditures for
improvements as detailed in the Station Area
Plans be approved in principle.

The policy of optimizing development
opportunities of City-owned land in transit
station areas be endorsed, and the
establishment of an inter-Departmental
committee co-ordinated by the Land Department
be explored as a means to implement this
policy.

An initial planning policy review be
undertaken for the L.R.T. South Corridor Land
Use Study in 1986 after the L.R.T. System has
been in operation for five years in light of
the availahle impact data, to be followed by
a complete review at the conclusion of the
planning period in 1991.

4.  IMPACT MONITORING AND MANAGEMENT STRATEGIES

a.

A monitoring system be established,
co-ordinated by the Planning Department and
involving the responsible Civic Departments,
to evaluate the L.R.T. System and associated
development in terms of its relevant
characteristics and impact within the South
Corridor. This monitoring system should
address both the individual development
proposals and the L.R.T. System facilities at
the specific local level and the broader
context of the South Corridor. This
information would be used for evaluation of
the existing policies and as input in the
planning of future transit corridors.

Effective management strategies be formulated
and implemented to deal with specific impacts
on local services and community facilities as
outlined in Part III, Appendix F.
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A.

INTRODUCTION

As evidenced in a number of North American cities with
rail transit systems, sound supportive land use
policies coupled with effective implementation programs
are critical to the total success of the transit
system. In early 1978, in response to City Council's
decision to develop the first leg of the Light Rail
Transit System (L.R.T.) from Downtown to the south
along the Macleod Trail Corridor, the Planning
Department commenced a Land Use Study to anticipate and
guide land use changes for the areas subject to
potential L.R.T. impact.

The Transportation Department is responsible for the
transportation planning and functional aspects of the
L.R.T. System. The Planning Department Study deals
with land use and development aspects of the overall
planning for the South Corridor, focussing on the
Station Areas. Through the co-ordination of land use
and transportation policies, transit usage from
existing neighbourhoods and development throughout
South Calgary would be encouraged to contribute to the
overall success of the L.R.T. System. A generalized
concept plan for a Station Area is illustrated in Part
III, Appendix B to provide an impression of how the
transit facilities and the future development nodes may
fit together with the existing communities and
development.

1. Planning Context

The Calgary General Municipal Plan, approved by
City Council 1in 1979, provides a general framework
for the development of the City. The following
are the major strategies contained in the Calgary
General Municipal Plan that set the context for
the L.R.T. South Corridor Land Use Study. These
include:

Residential Growth

The adopted Growth Strategy envisages an
increase of 32,000 people in the built-up
area. This additional population is to be
accommodated through development on land that
is either vacant or under-utilized. It is
also stressed that this additional
residential population be directed to areas
with spare servicing capacity and to areas
close to major transit corridors such as
Macleod Trail and Crowchild Trail.
(Paragraphs 2.3.43 and 2.3.44)

The density of residential development should
be increased adjacent to main transit
corridor routes. (Paragraphs 3.3.50, H.25;
and 3.4.22, T.10)

Employment Growth

The Downtown will continue to be the dominant
employment centre which will accommodate
approximately 40 percent of the City's total
projected increase in employment to 1996.

The bulk of the remainder will be
accommodated in major industrial areas in the
southeast and north, and along major transit
(L.R.T. and bus) corridors, particularly
along Macleod Trail in the south and
Crowchild Trail in the north. (Paragraph
2.1.16) As much new employment as possible
should be decentralized along transit
corridors in order to reduce traffic
congestion in the Downtown and Inner City.
(Paragraphs 3.2.12, EA.9 and 3.4.22, T.12)




c. Public Transit Usage

Land uses which would make maxirum use of the
public transit portion of the transportation
system should be emphasized along major
travel corridors. (Paragraph 3.4.22, T.13)

d. Development Guidelines

The design and layout of buildings should

take into account the need to minimize noise
from traffic and other sources. (Paragraphs
3.3.69, H.31; 3.4.22, T.18; and 3.4.5, E.18)

2. Objectives of Study

The objectives of the L.R.T. South Corridor Land
Use Study are:

a. to formulate policies regarding land use,
development intensity and circulation
patterns in order to optimize development
opportunities supporting the transit system
along the L.R.T. South Corridor, particularly
around Station sites, subject to the
consideration of servicing and transportation
constraints within the planning period to
1991,

b. to analyze the potential impacts of the
L.R.T. System and new development on the
adjacent residential communities in order
to protect abutting areas from adverse
impacts;

c. to design effective implementation techniques
for the recommended land use policies;

d. to ensure an adequate level of public
participation throughout the planning
process.

Study Area

As illustrated on the accompanying maps, the South
Corridor Land Use Study encompasses the Primary
Impact Area and the broader context of the
adjacent communities. The Primary Impact Area has
focussed on:

- the seven Station Areas of Stampede, Erlton,
42nd Avenue, Chinook, Heritage, Southland and
Anderson as defined by the 400 m distance
from each L.R.T. Station site, and

- the intervening areas adjacent to the L.R.T.
alignment and/or Macleod Trail.

These areas have been defined on the basis of
either anticipated potential development
opportunities or environmental impacts.

In the future, the L.R.T. System in South Calgary
may be changed by the addition of new Stations or
spur lines and extensions of the System. As these
changes occur, appropriate L.R.T.-related planning
policies shall be formulated.
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Planning Period

This Study is intended as a policy guide for land
use and development along the L.R.T. South
Corridor for a period of ten years of the System's
operation, that is, to 1991. It is recormended
that an initial review of the Study be carried out
after five years of operation (1986) in light of
available impact data to be followed by a complete
review at the conclusion of the planning period
(1991).

Planning Process

The Study has addressed issues at three different
spatial scales:

- a broad contextual survey of the entire South
Corridor including the immediately abuttina
communities. A serifs of Backaround

Information Packages* has been produced at
this staae;

- detailed examination of the Primary Impact
Area flanking the L.R.T. alignment along the
South Corridor;

- focus on the L.R.T. Station Areas as defined
by the 400 m radius for specific land use
recommendations and an implementation
programs,

Specifically, the evolution of land use policy
recommendations has gone through four major steps
as illustrated in the accompanying Figure 1:

- formulation of objectives,

Available from Planning Department Information Centre.

It is pointed out that except for the Cemetery Hill
section, the seven Station Area Plan areas when joined
together will cover the entire Primary Impact Area
along the South Corridor.

- generation of land use alternatives,
- evaluation of land use alternatives, and

- development of policy and land use
recommendations.

Technical inputs from consultants have included
the IBI Group for the traffic and parking impact
study and Urbanics Consultants Ltd. for the market
feasibility study as summarized in Appendices H
and I. Throughout the planning process of the
Land Use Study, analyses and evaluations have been
checked and tested with input from the affected
communities through the public participation
program which forms an integral part of the Study
program.

Public Participation Program

As shown in Fiqure 1, the Public Participation
Program consists of five stageg leading to the
Public Hearing of City Council®.

a. Stage I - Introduction

In this stage, an introductory meeting was
held with executives of the Community
Associations in the Study Area to explain the
purpose, objectives and proposed process of
the Land Use Study. Participants were
encouraged to disseminate the information to
their respective communities.

A more detailed summary of the program has been
included in Part 111, Appendix C, Chronology of Major
Events - Public Participation Program.
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b. Stage II - Discovery Meetings

Meetings were held for the Eriton and
Manchester communities during this stage.
These communities required special
consideration due to the active redevelopment
pressure and imminent dissolution of the
Community Association in Manchester and the
absence of a Community Association in

Erlton.

c. Stage IIl - Information Centres

Public information centres, held in South-
centre and Chinook Shopping Centre, provided
an opportunity to obtain the opinions and
concerns of a large number of residents and
property owners of the Study Area and the
City as a whole.

d. Stage IV - Public Workshops

At this stage of the program, public meetings
in the form of workshops were held in each of
the Station Areas. At the workshops,
interested citizens, including local
residents and property owners, were
encouraqed to discuss and comment on

alternate development scenarios nresented by
the Study Team. Specific community issues
such as potential parking overspill, traffic
infiltration, compatibility of future
development and overloading of community
facilities were discussed. Background
Information Packages, providing aeneral data
on the Station Areas and the adjacent
communities, were made available to the
public prior to the public workshops.

Stage V - Circulation of Draft Report and
Public Information Centres

The draft report of the Land Use Study was
made available to the public for review and
comment. The major draft recommendations
were presented to the general public at
Southcentre and Chinook Shopping Centre for
their information and comment. The Planning
Department has taken the input received from
the public into consideration in finalizing
the recommendations for submission to City
Council.

Public Hearing

The final phase of the Study and the Public
Participation Program was the Public Hearing
of City Council for the Land Use Study

on June 24, 1980. At the Public Hearing,
citizens had the opportunity to comment
directly to City Council on the
recommendations of the Land Use Study.

On July 29, 1980, City Council concluded this
statutory Public Hearing with the approval of
the Study and the related amendment of the
Calgary General Municipal Plan, hoth as

amended.
Ongoing Contact

Throughout the Study, the Study Team has had
numerous meetings and discussions with
interested citizens including local residents
and property owners who have contacted the
Planning Department. This process has proven
useful in promoting understanding and
exchange of ideas and viewpoints. It is
anticipated that this ongoing contact will
continue through to the implementation phase
of the Study.
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B. MAJOR PLANNING CONSIDERATIONS

The recommendations of the L.R.T. Sou*h Corridor Land Use
Study have resulted from the synthesis of the planning
analyses and evaluations of major factors and considerations
outlined in this Chapter.

1.

Achievement of Basic Study Objectives

It is the purpose of this Land Use Study to formulate
policies regarding land use, development intensity and
circulation patterns addressing the dual objectives for
optimum development with strong transit-orientation and
ridership potential and for the minimization of adverse
L.R.T.-related impacts on adjacent communities and
areas.

a.

Optimizing Transit Orientation and Ridership

Focussing medium and high density development
within an easy walking distance of the L.R.T.
Stations has been identified as an effective
method of significantly increasing transit use and
underlies many of the Study recommendations. The
modal split, the probability that a person will
use transit rather than a private vehicle, has
been predicted to increase greatly in the L.R.T.
Station Areas. Based on current Transportation
Department analyses, the shift towards transit has
been predicted to be high within 400 m of the
Station. For the Stations north of Chinook
Station, the peak hour ridership is predicted as
50 percent for residential uses and 40 percent for

office uses. The modal split to transit in the
suburban Station Areas is predicted to be
approximately 40 percent and 30 percent
respectively for residential and office
development. This increase in modal split to
transit from present levels is primarily due to
the decreased travel time to the Downtown made
possible by the L.R.T. System. The direct
relationship between increased modal split to
transit and greater proximity to the L.R.T.
Station supports the creation of high density
development nodes around the Stations.

The Land Use Study has laid the groundwork for the
development of such nodes through recommended
increases in building density, requirements for
extensive pedestrian systems and a bonus system
encouraging the provision of amenities and benefit
features which will create a more convenient and
pleasant environment in the Station Areas.
Residential development close to the Stations has
been emphasized both for its high modal split
characteristics and for its addition of vitality
and day-round activity to the Station Areas. To
further encourage varied activities and
interaction in the Station Areas, mixed use
developments are recommended combining office and
residential uses often with supporting retail,
service and entertainment facilities. The
different component uses would contribute to a
dynamic and varied development.

1



b. Minimizing Adverse Impacts on Adjacent Communities

The introduction of the L.R.T. System as well as
new development will have both positive and
negative implications for the existing residential
communities and non-residential areas. The Land
Use Study has identified and considered these
potential impacts and sought to avoid or to
mitigate adverse impacts on the adjacent areas.
The public participation program focussing on the
communities adjacent to the L.R.T. Stations and
alignment proved one way of identifying potential
community impacts and defining community
objectives and desires. Based on this extensive
formal and informal public input and other
planning considerations, a series of impact
monitoring and management strategies are
recommended to deal with the possibie adverse
effects stemming from the System itself and
potential development in the Station Areas.

2. Approved City Policies

As outlined in the Introduction, the Calgary General
Municipal Plan has established policies which are
relevant to the South Corridor and provide a general
framework for this Study's policy formulation. The
approved policies of the Inner City Plan: Revised
Draft Proposal (1979) affect the Tnner City communities
around the Stampede, Erlton and 42nd Avenue Stations.
Within the Inner City Plan policy framework, this Land
Use Study has deveToped more detailed recommendations,
reflecting the policies of conservation or increased
residential concentration in certain communities.

The approval of the L.R.T. System for the Macleod Trail
Corridor has superimposed a major new transportation
mode on an already heavily travelled, heavily used
commercial strip. The Study re-evaluated the planning
policies and land use designations under the City of
Calgary Land Use By-law #2P80 to determine their
relevance in the context of the L.R.T. Corridor.

12

Site-Specific Considerations

In addition to examining the Station Areas from the
broader perspective of policy objectives and impact
management strategies, each individual site was
analyzed with respect to a set of criteria to determine
its suitability for specific types and densities of
land uses. These criteria included: 1location, size,
orientation, access, surrounding and existing land
uses, environmental conditions and potential impact on
existing development, community facilities and
services.

The special characteristics of the individual Station
Areas have also been recognized. For example, in the
Anderson and Chinook Station Areas, the connections
between the Stations and the adjacent regional shopping
centres have provided a focus for area development.
The opportunity for 17th Avenue South to become a
stronger pedestrian-oriented commercial district near
the major attractions of the Stampede Grounds and the
L.R.T. Station has been fostered by the recommended
development policies in the Stampede Station Area
Plan.

Transportation System Characteristics

The characteristics of the transportation system
including the capacity of the existing road system and
the effects of possible improvements have provided an
important input to the formulation of the Study
recommendations regarding land use types and
intensities (Part III, Appendix G).

Macleod Trail is presently operating at near capacity
level and, as a primary route into the City from the
south, it seems destined to continue to carry high
traffic volumes. The future traffic demands on Macleod
Trail will have many sources including regional trips
to and through the Downtown, the highway commercial
businesses, new suburban office development, the

L.R.T. Stations and associated new development.



Recognizing that Macleod Trail has a limited capacity
beyond which major economic and environmental impacts
arise, it is clear that a coherent development stratecy
for the Corridor is reauired.

In the Land Use Study, the Planning and Transportation
Departments have adopted an approach to the combined
L.R.T. South Corridor and Macleod Trail based on
jncreasing the use of the L.R.T. System. The Study
recommends the creation of high density, pedestrian-
oriented development nodes at the L.R.T. Stations.
These nodal developments provide the opportunity for
increasina L.R.T. ridership through locating employment
and residential centres within an easy walk of the
Stations. This development generally contributes to a
more efficient, decentralized urban structure.

This approach recognizes that the feeder bus system
will be the key mode of access to the L.R.T. Stations
which can serve a large majority of the L.R.T. users.
The pedestrian walk-on volumes could be increased
through appropriate land use planning policies in
adjacent areas. Park 'n' Ride facilities will be
provided at the suburban L.R.T. facilities. In the
case of Anderson Station, the parking facilities will
be particularly important to capture the regional
commuters who are not well served by feeder bus systems
into the Stations.

The Station Area Plan recommendations seek to balance
the possible increase in transit ridership resulting
from nodal development with the possible increase in
traffic on the major roads resulting from this new
development. To achieve this balance, the Study has
recommended incorporation of a significant residential

component in the mixed use developments for the
achievement of the maximum density levels on many
Station Area sites. Residential development is
preferred over ccmmercial deve]opment for several
transportation-related reasons':

- high density residential development produces
significantly fewer total vehicle trips when
compared with an equivalent area in an office or
retail development. Retail development can
aenerate more than ten times the vehicular traffic
compared to a similarly sized residential
development, thus retail development potential is
limited in the Station Areas;

- the prime employment area, the Downtown, lies
directly on the L.R.T. System route so a high
proportion of Station Area residents will be ahle
to use the L.R.T. in peak hours for work trips;

- residential trips display a greater spread in
distrihution throughout the day with a lower
portion of the total trips occurring in the peak
hours compared with office-generated traffic.

Therefore, the recommendations for the introduction of
residential development potential in the Station Areas
have allowed higher overall development potential on
individual sites than would have been possible with
solely commercial uses by reducing the transportation
impacts.

rarsporezdtion E-gineers, Trip GereraTion
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It is anticipated that the proposed roadway
improvements in the Macleod Trail Corridor and the
construction of Deerfoot Trail will ease some of the
traffic pressure on the intersections and Station
access points along Macleod Trail. In several Station
Area sites, interchange construction should be phased
with major development. The timina of the road
improvements, such as the interchanges of Macleod Trail
at Anderson Road, Southland Drive and Heritage Drive,
will be reviewed and possibly changed as part of the
Transportation Improvement Priority Study program,
which considers the construction program on a ten-year
basis.

The Transportation Department impact analyses regarding
the South Corridor L.R.T. are summarized in Part III,
Appendix G. The development capacity in the South
Corridor Station Areas based gn these analyses would
total approximately 738,555 m¢ of commercial space and
nearly 20,000 residential units. Although the
recommended land use policies of this Study would allow
a significantly higher overall development potential,
the Planning Department does not anticipate that either
commercial or residential development in the Station
Areas will exceed this total of 738,555 m¢ or 20,000
units during the Study period to 1991, given a
combination of factors such as existing development,
market conditions and site constraints. In 1991, it is
recommended that the Study policies be thoroughly
reviewed.

Development within the South Corridor proceeds on a
project basis, requiring review by the Civic
Departments and Approving Authority. Therefore, the
Transportation Department will review each project with
respect to its acceptability in terms of impacts on the
roadway system. Individual developments in the Station
Area will proceed in incremental steps in balance with
the municipal systems, either as existing or in phase
with planned improvements.

Development Trends

The Maclecd Trail corridor, which traditionally has
been a car-oriented highway commercial strip, is adding
another facet to its character as higher density
offices are being developed. During the course of the
Study, several major comprehensive mixed use develop-
ments incorporating office and residential components,
consistent with the Study's recommendations, have been
approved by City Council.

The market potential along Macleod Trail which has
attracted development interest will contribute to the
realization of the Land Use Study recommendations.
Development occurring between Stations along Macleod
Trail, however, will 1ikely be extensively car-oriented
and not provide any benefit to the L.R.T. System. It
has been a principle of the Land Use Study to focus the
appropriate development activity in high density nodes
close to the Stations, while allowing Macleod Trail
highway commercial development to continue in the
intervening areas.

Continued development activity in the Station Areas has
been predicted by the market consultants as an input to
this Study (Part III, Appendix I). The development
types favoured by developers will likely be medium to
high density residential developments oriented to
adults and offices not requiring a Downtown location.
The experience of other cities with rail transit
systems supnort these predictions of extensive
development opportunities in the Station Areas.



FIGURE 2:

PATTERN OF DEVELOPMENT AT INTERSECTION

OF MACLEOD TRAIL AND ANDERSON ROAD
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Urban Design Considerations

As the major highway serving as the City's southern
gateway, Macleod Trail has evolved into a continuous
ribbon of commercial development served by numerous
road access points along its length. The Macleod Trail
highway commercial strip is characterized by a
distinctive building pattern based on its orientation
to car traffic. As illustrated by the maps of
development at the intersections of Macleod Trail with
Anderson Road (Figure 2) and Glenmore Trail (Figure 3),
large-scale commercial buildings are relatively

isolated from each other as a result of their car-
orientation.

Superimposed on this existing linear pattern of
development along Macleod Trail is the L.R.T. System,
which is also functionally a linear system, but which
only stops at Stations at prescribed intervals. Unlike
the frequent access and egress points serving the
commercial strip along Macleod Trail,the Stations serve
to focus passenger movement and provide an opportunity
for development concentrated into nodes. Within 400 m
of L.R.T. Stations, higher intensity nodal development
fostering pedestrian movement and transit usage shall
be encouraged. Therefore, concentrated development
opportunities in the Station Areas would be
superimposed over the existing Macleod Trail highway
commercial strip, solely oriented to cars.

Two key development approaches are necessary for
development in the Station Areas to achieve the Study
objectives for successful pedestrian orientation:

a. continuity of development and integrated
pedestrian spaces;

b. higher intensity of development focussed on the

L.R.T. Stations.

FIGURE 3:

PATTERN OF DEVELOPMENT AT INTERSECTION
OF MACLEOD TRAIL AND GLENMORE TRAIL
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FIGURE 4: BUILDING WALLS RELATED TO
PEDESTRIANS

a. Continuity of Development and Integrated

Pedestrian Spaces

Development should respond to the nature of
pedestrian movement which favours continuous
sheltering from the elements as well as
accommodating "stop and go" activities.

Features which support pedestrian movement
include:

i. building walls, fronting on streets which are
articulated to the scale of pedestrians
(Figure 4);

ii. buildings with public activities at grade
level, such as retail or other commercial
uses (Figure 5);

T

PUBLIC ACTIVITIES AT-GRADE

a1 -

FIGURE 5:



FIGURE 6: BUILDING WITH HIGH GROUND COVERAGE
PROVIDING SHELTERED PUBLIC SPACES

iv.

buildings with high ground coverage,
providing sheltered and enclosed spaces for
the public (Figure 6);

buildings with spaces of generous dimensions
adjacent to the commercial uses to allow
public activity on the sidewalk area (Figure
?)o

FIGURE 7: GENEROUS SIDEWALK AREA FOR PUBLIC
ACTIVITIES AND PEDESTRIAN MOVEMENT
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vi.

FIGURE 9:

development capable of maintaining pedestrian
continuity and public activities across major
transportation rights-of-way, such as roads,

which disrupt pedestrian movement (Figure 8);

development which provides for a direct link
into the Station mezzanine, (as in the
Eaton Centre mall, Figures 9 and 10).

EATON CENTRE MALL CONNECTED WITH
TRANSIT STATIOM FACILITIES

FIGURE 10: EATON CENTRE MIXED USE CONCOURSE
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Higher Intensity of Development Focussed on the
L.R.T. Station

The Study objective regardina the optimization of
transit ridership has led to recommendations for
higher intensity, mixed commercial and residential
development focussed on the Stations. To support
this nodal development oriented to pedestrians and
transit usage, the Study recommendations emphasize
special Station Area Development Policies
jncluding a bonus system for the provision of
benefit features and special parking policies
(Part II, Chapter C).

Mixed use developments combining commercial and
residential components present the potential for
development attuned to the special characteristics
of Station Areas. The mixed use development may
involve a single building with different uses
separated vertically on different levels or else
as several buildings, often connected at Tower
levels by a conmercial and/or recreational
complex.

Within these developments, uses and functions
should be complementary, combining an employment
centre with a residential environment and
associated services like retailing and enter-
tainment. Although the complex would not attain
total self-containment, it would allow easy
internal movement and access to services without
generating additional car traffic.

Mixed use projects located adjacent to L.R.T.
Stations mav expand the residential choices for
individuals who do not own cars or do not wish to
use them regularly for their journey to work and
other frequent trips. Similarly, the types of
commercial development attracted to these
complexes should not be directly oriented to car
traffic, such as the uses characterizing highway
commercial districts, but rather would tend toward
offices and other commercial uses drawing much of
their business from the complex or the adjacent
area.

The built form of mixed use complexes may be
infinitely variable in details; however, this
Study sets forth some basic guidelines. The
combination of residential uses close to
commercial uses dictates attention to their inter-
relationship, particularly in the Station Areas
which are affected by proximity to existing
industries and major roads and rail lines. The
residential component may require siting and
shielding from these less desirable effects.
Particular attention should be paid to residential
environmental quality in the L.R.T. Station Areas
throuagh the development review process.



The Village by the Grange project in Toronto
(Figure 11) illustrates a mixed use complex with
an approximate F.A.R. of 4.0. The exterior of the
project shields roads on either side creating a
quiet interior to the project. This interior
space is suited to a residential project and is
enhanced by landscaped public areas on the second
level. Retail and commercial uses are located on
the lower levels. A streetcar loop is located
on-site with the building stacked above this
transportation right-of-way.

Eaton Centre in Downtown Toronto (Figure 9)
combining retail and other commercial uses is
oriented to pedestrian movement internally. The
north and south ends of the mall are served by the
Dundas and Queen Street transit stations,
providing excellent pedestrian traffic through the
comnlex enhancing the viability of the mall
operations.

On certain sites, there are opportunities for an
"air rights" form of development to re-use land
presently used for surface parking and
transportation rights-of-way. These large surface
areas may create environmental blight and remove
public activities, making inefficient use of
valuable land resources. The "air rights"
development form may stack buildings above surface
parking or transportation facilities by a deck or
other means of vertical separation (as in the
Village by the Grange example). On some sites,
the development potential may be realized by
accommodating the parking requirements in a
parking structure rather than surface Tots,
thereby "freeing up" that area for develcpment.

The sensitive fit of new development in the
Station Areas with the adjacent Tow density
residential neighbourhoods would be addressed
through development guidelines for individual
projects. The environmental quality of adjacent
residential communities should also be ensured by
the review of the impact from new development in
the Station Areas. However, this Study's concerns
regarding the need for direct sunlight on public
pedestrian rights-of-way and existing low density
residences has led to performance standards

FIGURE 11: VILLAGE BY THE GRAMNGE MIXED USE
DEVELOPMENT INCORPORATING "AIR RIGHTS"
DEVELOPMENT OVER A STREETCAR LOOP
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FIGURE 12: EXAMPLE OF POTENTIAL SHADOWING BY
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detailed in Part III, Appendix D. The physical
impact created by shadows from new development
will be limited with the determination of a
"maximum shadow line", on the winter solstice
(December 21) at 10:00 a.m. or 2:00 p.m. as
i1lustrated in the example of Figure 12. The
southerly Station Areas of Anderson, Southland and
Heritage all have designated shadow line
boundaries to limit the shadowing of existing Tow
density housina.

In order to further enrich the vibrant highway
development spine of Macleod Trail, the mixed use
development nodes related to the L.R.T. Stations
will be superimposed. Both the intensity and type
of new development focussed on the Station Areas
and its built form and associated features shall
foster its orientation to pedestrians and

transit.
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C. STATION AREA DEVELOPMENT POLICIES

1. OVERVIEW

New development attracted to the L.R.T. Station Areas
requires special development policies regarding
pedestrian circulation, transit orientation and
environmental quality for users and residents. This
Chapter sets forth the recommended development policies
for the provision of benefit features in new
developments related to both a framework of basic
reauirements and a bonus system.

These development policies and the bonus system shall
primarily apply to the L.R.T. Station Areas as defined
by the 400 m radius. However, they may be extended to
sites beyond this radius distance when developments
demonstrate their successful connection and
contribution to the functioning and quality of the
Station Area without negatively affecting the
development potential or available transportation
system capacity of the central Station Area.

In the context of the Station Areas, new developments
may provide benefit features for either public or
private use which further the Study objectives of
facilitating L.R.T. System usage or enhancing the
environmental quality for residents and users. These
benefit features fit into two broad categories of
elements provided in development which are related to
the movement systems for pedestrians, vehicles and
transit or to the development itself.

The relative importance of the provision of these
benefit features depends on the development's location
and use. If a benefit feature is integral and
essential to the proper functioning of the L.R.T.
Station Area or the development itself, it is
considered a mandatory requirement for development.
The provision of other benefit features may proceed on
an optional basis where this feature constitutes an
improvement which enhances the development or area but
is not considered to be of critical importance.

In order to support and encourage new developments with
the characteristics and benefit features appropriate to
an L.R.T. Station Area, a bonus system is recommended
as a method of implementation. The bonus system would
allow the public sector to offer either higher
development potential or parking relaxations, subject
to the policy quidelines embodied in the more detailed
Station Area Development Policies and the Station Area
Plans.

Although some benefit features shall be mandatory
requirements for development without eligibility for
additional bonuses, the provision of other features
will be mandatory but will earn a commensurate bonus.
Some benefit features or improved treatments of
mandatory features would be provided at the developer's
option and bonuses could be awarded.

The quantitative relationship between the benefit
feature provided by the private developer and the bonus
offered by the City has been modelled on the existing
bonus system operating in the Downtown, with a series
of bonus ratios, as discussed in more detail regarding
each feature.

25
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2.

BENEFIT FEATURES

a.

Movement-Related Benefit Features

New development in the Station Areas will have
specialized requirements related to movement
regarding:

- Pedestrian Circulation;
- Parking;

- Transit Facilities Integrated with
Development.

Detailed policy guidelines are recommended
regarding pedestrian circulation and parking
provision. However, specialized forms of
development would be required to connect with and
integrate transit facilities like the Station
entrances and mezzanines or bus loops. No
generalized gquidelines are recommended but rather
the merits of each project would be evaluated
individually.

i. Pedestrian Circulation

Within the Station Areas, the circulation of
pedestrians shall be an important factor in
the achievement of the overall objectives for
successful, intensive development oriented to
transit use.

Policy Framework

Based on the precedent of the Downtown +15
System, the pedestrian circulation network
focussed on the Station is of critical
importance to the functioning of the Station
Area. Therefore, the essential basic routes

of the Primary Pedestrian Circulation
Corridors, as outlined in the Station Area
Plans, are considered mandatory requirements
to be provided by new development.
Additional connecting routes constitute
Secondary Pedestrian Circulation Corridors
which may be provided on an elective basis.
Administrative policies and procedures for
the Station Area pedestrian network would be
modelled on those adopted for the Downtown
+15 System.

As a general principle, the pedestrian
circulation system shall be provided by the
major parties deriving benefits from its
provision and improved accessibility. Where
the Primary Corridor crosses private
property, it shall be the owner's mandatory
responsibility to provide the necessary
on-site pedestrian facilities at the time of
development. Where the Primary Corridor
crosses a transportation right-of-way,
private owners whose property is directly on
or adjacent to the crossing shall be required
to contribute toward the provision of the
grade-separated connection. The level of
contribution required and the commensurate
share of potential bonus shall be determined
through the negotiation process between the




owner or owners and the City. Through this
negotiation process, the private sector may
bear the total cost of the link or a variable
share with the public sector dependent on the
particular connection and its benefits. For
certain crossings which benefit a general
community rather than specific development
sites, the City may bear the total cost of
the connection.

Private developers may wish to assume similar
responsibilities for the provision of the
Secondary Corridor across their private
property as well as the provision of
grade-separated crossings of transportation
rights-of-way. Secondary Corridors must be
linked into the Primary Corridors to ensure
the continuity of pedestrian movement with
development.

In Figure 13, the respective responsi-
bilities for the provision of the pedestrian
network are summarized.

Figure 13:

PROVISION OF STATIOM AREA PEDESTRIAN NETWORK

CROSSING OF

PRIMARY PEDESTRIAN
CIRCULATION NETWORK

SECONDARY PEDESTRIAN
CIRCULATION NETWORK

Private
Property

Provision Mandatory
rResponsibility of
Owner

Provision Optional
Responsibility of
Private Owner

Transpor-
tation
Rights-of-
way

Provision Mandatory
with Contributions
from Benefittina
Private Owner/Owners
and Potential Public
Sector Contributions

Provision Optional
with Contributions
from Renefitting
Private Owner/Owners
and Limited
Potential Public
Sector Contributions

The provision of the pedestrian circulation
network across private property shall proceed

at the time of major redevelopment.

In the

interim, the existing and recommended
expanded sidewalk orid in the public right-
of-way shall be used.
of the grade-separated segments of the
critical Pedestrian Circulation Corridors
across transportation rights-of-way may
proceed in the following ways:

However, the provision

a connection is provided concurrently
with redevelopment of an adjacent site -
this would occur through the process of
public and private sector negotiations
at the time of application and approval
of a land use amendment or development

permit;
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- a connection is provided by the City
prior to redevelopment on an adjacent
site - the City could provide the
grade-separated connection as warranted
and, in the future, charge back to the
owner the cost and the commensurate
bonus benefit at the time of
redevelopment;

- a connection is required but major
development has already occurred - in
some cases, the existing development
agreement included a statement or
concept plan indicating a future 1ink to
the L.R.T. Station, which may be used as
a basis for negotiation. In other
cases, the L.R.T.-related pedestrian
connection has not been included in the
development agreement and approval so it
may be necessary for the City to
undertake the provision of the
pedestrian connection, as warranted.

- a connection benefits a general
neighbourhood area - the City could
undertake the provision of the grade-
separated crossing, as warranted, as a
capital improvement for the general
public benefit.

Development Guidelines and Bonus Ratios

In Station Areas, the pedestrian circulation
network may incorporate segments in a wide
range of forms, being above-, below-, or
at-grade on either public or private land.
The pedestrian system must satisfy criteria
regarding safety, convenience, continuity and
positive environmental quality in the
accommodation of existing and new pedestrian
desire lines. The detailed standards for the
pedestrian systems are set forth in Part III,
Appendix D: "“Urban Design - Performance
Standards".

FIGURE 14: ARCADE AS PART OF DOWNTOWN PEDESTRIAN

At-Grade Pedestrian Right-of-Way

The provision of sidewalks in the public
right-of-way shall conform with the City
Engineerina Department requirements and
practice as a minimum requirement. However,
improved walkway treatments incorporating
wider widths and landscaping are recommended
as appropriate for provision by the adjacent
owners. This improved benefit feature would
be considered for bonussing at a rate of one
unit area of improved walkway for five units
of area of bonus. If the public right-of-way
could not accommodate the full improved
walkway, it could be located partially within
the adjacent private property, requiring a
public access easement. The at-grade
pedestrian system is also subject to the
guidelines regarding exposure to direct
sunlight in Part III, Appendix D.

SYSTEM




Arcades and Malls

New development may accommodate pedestrian
movement in arcades open to the exterior or
in enclosed temperature-controlled malls in
conformity with the standards outlined in
Part III, Appendix D. Their eligibility for
bonussing shall be based on their continuity
and location either on or directly connected
to the Primary Pedestrian Circulation
Corridor. Where this continuity cannot be
achieved at the outset, plans indicating
future connections should be submitted. To
ensure the vitality and security of malls and
arcades, at least 50 percent of the mall
frontage should accommodate activities open
to the public 1like retailing, personal
services, entertainment and recreational
facilities.

The bonus system shall accord a ratio of one
unit area of arcade space to ten units of
area of bonus while the temperature-
controlled mall may earn a ratio of one unit
area of mall space to 15 units of area of
bonus. Further bonussing may apply to
adjacent exterior areas when the mall-face
may be opened to the exterior by devices such
as sliding panels and doors.

Grade-Separated Crossings of Transportation
Rights-of-Way

To be eligible for bonussing consideration,
the grade-separated crossing must be
incorporated into a continuous pedestrian

movement system, which may include walkways,
arcades, malls and other bridges or elevated
streets. Where this continuity cannot be
achieved at the outset, plans indicating
future connections should be submitted.

FIGURE 15: INTERIOR MALL AS PART OF DOWNTOWH
PEDESTRIAN SYSTEM 29



FIGURE 16: SKETCH OF "AIR RIGHTS" DEVELOPMENT

Minimum Simple Bridge

Modelled on the Downtown +15 System with
similar requirements for widths,
enclosure and transparency, the simple
bridge should be modified to accommodate
the different heights required for road
and rail traffic or site variations.

The review of the connection's design
shall be based on the factors of safety,
locational and functional requirements
of roads and other services, structural
requirements, aesthetics and

legalities. All bridge connections,
even if integrated into development,
must provide direct links from the grade
level to the bridge connection. Similar
to the Downtown +15 System, a ratio of
one unit area of the benefit feature to
30 units of area of bonus would be
awarded.

INCORPORATING TRANSIT STATION AND
PEDESTRIAM SYSTEMS

Elevated Street

Beyond the basic requirements of the
simple bridge, there may be
opportunities for "air rights"
development in the form of an elevated
street. The system becomes a pedestrian
corridor with flanking leaseable space.
This arrangement would allow "air
rights" development above the public
right-of-way, which the public sector
could lease to the private sector. The
detailed design of this innovative "air
rights" development shall be reviewed by
the responsible Civic Departments to
satisfy their requirements.

Other Grade-Separated Crossings of
Transportation Rights-of-Way

Due to particular site conditions,
grade-separation between road/rail
traffic and pedestrians may be achieved




ii.

in a form other than the usual above-
grade method. These approaches, whether
at-grade or below-grade, would
necessitate site-specific review.

PARKING

Based on the experience of other munici-
palities with rail transit systems, it is
anticipated that development in the Station
Areas may require less parking than the
City-wide parking standards dictate. The
parking policy framework sets forth the type
of land uses and situations where parking
relaxations from the Calgary Land Use By-law
standards may be considered. For development
within the Station Areas to receive parking
relaxations, the Planning and Transportation
Departments will review projects on a site-
specific basis relative to their anticipated
travel and car ownership characteristics to
determine the allowable parking relaxation.
The maximum reduction in parking require-
ments determined through this process cannot
be exceeded in the application of the bonus
system. To assist in this review process,
the Transportation Department will undertake
a study of the parking requirements and
traffic generation characteristics of mixed
use development in transit corridors to
determine their optimum parking
requirements.

Shared Use of Parking in Mixed Use
Development

It is recommended that the potential for the
shared use of parking be recognized in the
review of mixed use developments based on the
composition of uses and their magnitude.
Different land uses exhibit needs for
different amounts of parking supply at
varying times of the day. For example,
theatres, hotels and other entertainment uses

require the most parking in the evenings,
while offices have greater requirements
during weekday business hours. If office and
entertainment uses were combined in one
complex, some of the parking supply could be
shared by the office users during the day and
the entertainment users during the evening.
Although the Calgary Land Use By-law has
recognized this potential, the application of
shared parking use standards in the interim
would require site-specific review by the
Planning and Transportation Departments
involving the steps of:

- calculating the parking requirements of
each component use under the Calgary
Land Use By-law;

- considering the pattern of parking
occupancy by time of day relative to
these component uses;

- determining the peak accumulation of
parking need by time of day and number
of stalls to ascertain the minimum
required parking provision level.

Shared Use of L.R.T. Parking Facilities

As a special case of the shared use approach,
it is recognized that the L.R.T. Park 'n’
Ride lots may potentially share their spare
parking capacity outside commuter hours with
uses like entertainment, hotels, certain
institutions and residential visitor parking
within nearby Station Area developments. The
on-site parking requirements for these uses
in adjacent development could be reduced by
sharing the unused parking capacity available
at the L.R.T. 1ot during non-commuter hours.
However, parking reductions in adjacent
developments would be limited and sufficient
parking accormodation would be ensured for
L.R.T. patrons in off-peak periods.
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Transit Station Area Parking Standards by Use

Residential

In residential development within the Station
Areas, it is anticipated that car ownership
rates may be lower than the area-wide
averages based on analyses of the factors of
comparative travel times between transit and
private vehicles*, the residential develop-
ment type, and the attraction of transit-
dependent persons as residents. The
potential relaxations of residential parking
requirements of the Calgary Land Use By-law
would range from 0 to 20 percent. The
determination of the degree of relaxation
should be based on the site-specific review
by the Planning and Transportation
Departments of the following factors:

- proximity of the site and the quality of
the pedestrian connection to the
Station;

- type of development in terms of its
composition and tenure;

- location within the South Corridor
relative to the Downtown.

Commercial

32

For commercial development, the potential for
parking relaxations would be related to the
anticipated rate of transit usage in the
Station Area.

1. In the IBI Group's "“Parking and Traffic Impact Study"
(Appendix H), travel times to all destinations were
weighted for their frequency and compared to transit
and car travel for individuals residing within 500 m of
the Station. Based on this analysis, a decline in car
ownership of between 0.05 to 0.1 cars per household was
predicted as possible within 500 m of the Station.

Retail and Hotel

No general relaxation in standards would be
possible except through the shared use of
parking in mixed use developments.

Office

For office development, the modal split to
transit may improve significantly in Station
Areas, allowing a parking relaxation from 0
to 20 percent based on an anticipated range
from the present rates of modal split to
transit up to the level of 50 percent in
certain locations. The determination of the
degree of relaxation should be based on a
site-specific review by the Planning and
Transportation Departments of the following
factors:

- proximity of the site to the Station and
quality of the pedestrian connection,

- type of commercial office activities,
and

- location within the South Corridor
relative to the Downtown.

Development Standards and Bonus System

In addition to satisfying the quantitative
parking standards, Station Area development
shall require attention to the qualitative
aspects of the appropriate siting, type and
treatment of parkina. The qualitative
principles and standards for parking
provision which are established in the
C.P.C.-endorsed Urban Design Guidelines:
Parking for Apartments should be respected by

new residential development in the Station
Areas.



Where applicable, the relevant requirements
of the Calgary Land Use By-law shall be met
with respect to standards such as stall
size. In addition, new development in the
Station Areas should not provide surface
parking in excess of 20 percent of the site
area to ensure appropriate at-grade site
treatment.

Since underground and structured parking have
lesser negative effects on the environment
and the total development potential of the
site, at least half of the parking required
in the development must be provided
underground and/or in a parking structure.

In recognition of the greater desirability of
underground parking provision, the bonus
system has included a ratio of five units of
underground parking floor area earning one
unit area of bonus.

b. Development-Related Benefit Features

i.

Policy Framework

More intensive development in the Station
Areas should provide benefit features to
enhance its environment and utility for users
and residents. The Calgary Land Use By-law
establishes minimum requirements for the
provision of private residential amenities
and landscaping which are mandatory for
development to proceed and would not be
considered for bonus awards. However, new
development may exceed these basic standards
in terms of the amount of area provided for
public use or private and communal amenities,
or of the quality of treatment such as paving
and landscaping materials, or of special

ii.

facilities like indoor and outdoor
recreational facilities. In some develop-
ments, the owners may opt to provide non-
commercial public services and facilities for
recreational, cultural, institutional and
entertainment activities. These additional
benefit features could be considered for the
awarding of bonuses of additional development
potential since it is recoanized that higher
densities require special attention to the
environment and service needs of residents
and users.

Development Guidelines and Bonus Ratios

A wide range of benefit features provided in
individual developments could be handled in a
variety of physical forms with different
treatments. Therefore, the Approving
Authority would be responsible for
determining whether the benefit features were
adequately designed on a discretionary basis,
with the assistance of the Calgary Land Use
By-law and the C.P.C.-endorsed Urban Design
GuideTines: Amenities for Apartments.

Due to the wide range of possible benefit
features, the bonus system has left the
relationship between the benefit feature area
provided and commensurate bonus open for
neqotiation at the approval stage. However,
the open space ratios are simplified from the

Downtown Bonus System to a standard of a
maximum of one unit of area of at-grade open
space to fifteen units of area of density
bonus, or a maximum one unit of area of
above-grade open space to ten units of bonus
area, both available only where the open
space is readily accessible and visible from
grade and/or the +15 System.
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BONUS SYSTEM

The bonus system serves as an implementation technique
to support and encourage new developments providing
benefit features appropriate to locations in proximity
to L.R.T. Stations. The public sector has two major
bonuses to offer the private sector in return for
certain benefit features, these being:

- additional development potential above the base
level to the maximum level recommended in the
Station Area Plan land use and intensity policies,
and

- parking relaxations from the general Calgary Land
Use By-Taw standards, subject to the lTimits
estabTished by the parking policy framework and
the site-specific review of the Planning and
Transportation Departments.

The bonus of additional development potential may be
awarded to benefit features related either to movement
or development. However, only benefit features related
to the improvement of the movement systems shall be
eligible for the awarding of parking relaxations, if
the land use composition of the development is deemed
eligible.

Figure 17: "Bonus System" outlines the benefit
features and their status as mandatory with or without
bonus eligibility or optional with bonus eligibility.
As indicated by the arrows between columns, the
provision of a particular benefit feature may be
mandatory but its treatment technique may vary, above
the basic minimum performance standards, on an elective
basis. For example, the link of the Primary Corridor
may be achieved from the most basic level of a simple
at-grade walkway to more sophisticated treatments like
arcades and malls with varying qualities of materials
including paving, glazing, art work and landscaping.

FIGURE 17:

BONUS SYSTEM

BENEFIT FEATURES

MANDATORY

ELECTIVE

NN BOMUS

WITH RONUS

WITH BONUS

RATIO OF UNIT
AREA OF BENEFIT
FEATURE TO BONUS

1.

Movement-Related

Pedestrian Circulation

- Primary Corridor

- Secondary Corridor
includina:

at-arade walkways
arcades

malls

bridaes

elevated streets and
other grade-separated
connections.

00000

Parking Provision
tInderground Structure

Integration with Transit
Facilities

- Comprehensive develop-
ment incorporatina
transit facilities
and operations

X

site

dependent on

X
dependent
on site

e
RSN Re,}
onmo

Negotiable

5:1

Negotiable

1.

Development-Related

Public Services and
Facilities

Including non-commercial
recreational, cultural,
institutional, services.

Public Open Space

- At-arade
- Above-arade

Ancillary On-Site
Amenities

- Private Amenities
- Communal Amenities

X

(Rasic By-law
Reouirement]

X
(Basic By-law
Requirement)

Negotiable

1:15
1:10*

Negotiable

The ratio of 1:10 for open space should be a maximum available only where the open
space is readily accessible and visible from grade and/or the +15 system.




Similar to the bonus system operative in the Downtown,
it has been necessary to consider the relationship
between the benefit accruing from the feature and the
benefit offered by the City for its provision. These
trade-offs between the public and private sectors would
take into account the value and quality of the benefit
feature in supporting pedestrian and transit use or
enhancing the development, as well as the potential
cost and the necessary degree of incentive for its
provision. As summarized in the final column of
Figure 17, the bonus system incorporates a numerical
ratio to quantify the relationship between a unit area
of the benefit feature and the corresponding unit area
of bonus.

To illustrate the operation of the bonus system, a
series of examples are provided in the accompanying
Figure 18. The calculation of the bonus ratio may be
directly translated into the additional development
potential accrued. For movement-related benefit
features, it may be converted into a potential parking
relaxation by dividing the bonus product by the average
area for one parking stall (32.5 mz). It must be noted
that these potential bonuses are still subject to
1imits imposed on the maximum parking relaxation by the
site-specific review of the Planning and Transportation
Departments within the parking policy framework as well
as the land use composition and density limits
established in the Station Area Plans. It would also
be essential that each increment of additional
development provide the corresponding increase in other
aspects like parking and amenities.

In conclusion, the application of the bonus system
yields a range of development potential for each site,
subject to the limits established by the Station Area
Plan and the Station Area Development Policies for
parking provision. Thus a site may achieve the basic
density as set forth in the Station Area Plan and be
subject to the general By-law parking standards.
However, many sites must also provide mandatory benefit
features 1ike the Primary Pedestrian Circulation

Corridor as a condition of development and, in turn,
may become eligible for the bonus awards of either
additional development intensity or parking
relaxations. On an elective basis, new developments
may incorporate additional benefit features or improved
treatments which may be awarded bonuses to allow the
site's realization of the maximum development intensity
and/or maximum parking relaxation. Therefore, the

bonus system offers a method to encourage development
in the Station Areas which fosters the achievement of
the Study objectives regarding transit and pedestrian
orientation and environmental quality.

FIGURE 18:

EXAMPLE 1: Provision of Primary Pedestrian Circulation
Corridor Across Adjacent Public Right-of-Way
in Simple Grade-Separated Connection

Benefit Feature: Bridge of 31 m in Jength by 4.6 m in
width producing area of 142.6 me

Ratio of Benefit Feature to Bonus: 1:30
Bonus Offered: Additignal Development Potential of
4273 m¢ or Potential Parking Relaxation
of 131 spaces (if allowed)
(4278 p? = 131.6 spaces)
§2.5m2

EXAMPLE 2: Provision of Underground Parking in
Development

Benefit Feature: 250 stall underground garage of 8125
mé in size

Ratio of Benefit Feature to Bonus: 5:1
Bonus Offered: Additigna1 Development Potential of
1625 m* or Potential Parking Relaxation
of 50 spaces (if allowed)
(1,62592 = 50 spaces)
32.5m

EXAMPLE 3: Provision of Plaza in Development

Benefit Feature: Open Space of 23 m by 15.25 m
producing an area of 350.75 m?

Ratio of Renefit Feature tn Bonus: 1:10

Ponus Offered: Additional Development Potential of
3507.5 w?
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SUBJECT TO CITY OF CALGARY LAND USE BYLAW

RM-4 Residential Medium Density Multi-Dwelling District
- building height - 9m.
- density 148 u.p.h.* (60 u.p.a.)**

RM-5 Residential Medium Density Multi-Dwelling District
- building height - 12m
- density 210 u.p.h.* (85 u.p.a.)**

RM-7 Residential High Density Multi-Dwelling District
- building height - 46m.
- density 395 u.p.h* (160 u.p.a.)**

C-3 General Commercial District

- building height - 46m
CM-2 Central Business Commercial District
1-2 General Light Industrial District

- building height - 12m.
A Agricultural and Open Space District
DC Direct Control District

* units per hectare

PE Public Park, Schoo! and Recreation District ** units per acre

[..RT. South Corridor Land Use Study

Existing Land Use
Designations

Map Stampede Station
 THE CITY OF CALCARY
PLANNING DEPARTMENT 3 October 1980




Stampede Station Area

The Stampede L.R.T. Station, located east of Macleod Trail
at 15th Avenue S.E., will be the first L.R.T. Station in the
South Corridor outside the Downtown. Service to the
Stampede Grounds will be one of the main functions of this
Station. A pedestrian bridge across Macleod Trail will
provide convenient and safe access from the Station to the
west side of Macleod Trail.

The Stampede Station Area includes parts of the Connaught/
West Victoria Park and Mission districts, as outlined in Map
4, for which Area Redevelopment Plans are scheduled in the
future. Policies for the sector of the Primary Impact Area
north of 12th Avenue S.E. are being considered currently
within the terms of reference of the Downtown Area
Redevelopment Plan.

The Inner City Plan outlined a broad policy framework within
which this Study makes more detailed recommendations
regarding development types and intensities for the Primary
Impact Area of the Stampede Station. Following the Study's
approval, these policy recommendations will be considered
for incorporation into the Connaught/West Victoria Park and
Mission Area Redevelopment Plans. The Council-approved
policies of the Victoria Park East Design Brief (March,
1977) have been respected.

Map4

Area Redevelopment Plans

N

X VICTORIA PARK EAST

NECENGN NN N

\\\N\i P AREA" \&\
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DEVELOPMENT CONCEPT

The thrust of the Stampede Station Area Plan is to
create an exciting shopping, entertainment, employment
and living centre immediately surrounding the Station
through two specialized districts.

One district involves a linear shopping and entertain-
ment district along 17th Avenue South with specialty
shops, boutiques, restaurants and other services. The
provision of pedestrian amenities along 17th Avenue
South such as sidewalk improvements, landscaping and
continuous arcading of retail frontages, would serve to
enhance this district. The Plan also recognizes the
potential for medium to high density mixed use
development to act as a buffer along Macleod Trail, 1lst
Street S.E. and 12th Avenue. Retail uses would be
encouraged at ground level where pedestrian circulation
will be predominant, while on other levels, commercial,
office and residential uses would complete the
complexes.

In the areas between the Macleod Trail couplet from
12th Avenue to 15th Avenue S.E., to the west of 1lst
Street S.E., along 18th Avenue S.E. and south to the
Elbow River, the Plan recommends the creation of medium
to high density residential districts.

Between the Macleod Trail couplet, improved pedestrian
circulation through the interior of the area would be
encouraged. Pedestrian bridges over the major roads
and "air rights” deve]opment would be encouraged to
ensure the system's continuity. A landscaped walkway
system along the riverbank is also recommended.

FIGURE 19: STAMPEDE STATION AREA DEVELOPMENT
CONCEPT




RECOMMENDED LAND USE AND DEVELOPMENT GUIDELINES

Higher intensity land uses are recommended for this
Station Area. However, limited capacity on the major
arterials and other regional transportation
constraints, as identified by the Transportation
Department, have greatly influenced the policy
recommendations regarding the type of land uses and the
intensity of development.

To accommodate comprehensive developments in the area,
minor flexibility in height, scale and form could be
considered within the Calaary Land Use By-Tlaw
designation and could be fine-tuned with special
guidelines in the Connaught/West Victoria Park Area
Redevelopment Plan. However, if substantially
different land use composition and density are
proposed, the onus would be on the developer to apply
for a Tand use amendment, illustrating the individual
merits of the project and its features which overcome
certain constraints to the satisfaction of the
Transportation and Planning Departments and/or City
Council.

i. High Density Mixed Use

The heavy traffic volumes and established
commercial character of development along the
Macleod Trail couplet are recognized through the
recormendation that these "edges" have the
potential for commercial or mixed use
development. For the existing C-3: General
Commercial District parcels along Macleod Trail
(Site 1), a commercial development potential to a
maximum F.A.R. of 3 is recommended. The
introduction of a significant residential
component in a mixed use project would allow an
overall maximum F.A.R. of 4 to be reached, if the
environmental problems were dealt with
satisfactorily. Similarly, commercial development
could proceed to a ceiling F.A.R. of 2 along 1lst
Street S.E. on Site 3 but an overall maximum
F.A.R. of 4 could be achieved with the
introduction of residential use.

For the blocks flanking 17th Avenue South (Site
3), a similar maximum commercial potential in the
order of an F.A.R. of 2 is recommended with a
potential overall maximum F.A.R. of 4 if a
significant residential component is introduced.
As set forth in the Inner City Plan, the unique
pedestrian character of 1/th Avenue South should
be fostered by design guidelines for:

- the continuity of retail frontage;
- the low building scale abutting the sidewalk;

- the bulk of the building being recessed and
located towards 15th and 18th Avenues S.E.
This feature would be important, especially
for the south side of 17th Avenue South to
minimize shading of the public pedestrian
right-of-way (Part III, Appendix D);

- adequate provision of attractive features
such as arcades, street furniture, small open
spaces and landscaping. ;

Development alona the south side of 12th Avenue
S.E. is influenced by its proximity to Downtown as
evidenced by its existing CM-2: Central Commercial
Business District designation. It is recommended
that development on Site 5 be allowed a commercial
ceiling of a maximum F.A.R. of 5 whether in a
single or mixed use complex. An overall maximum
F.A.R. of 8 could be achieved for mixed use
development with a significant residential
component.

With respect to mixed use development, City
Council has directed that the recommended minimum
proportion of residential use as a mandatory
requirement be made flexible to accommodate
individual projects. However, on Sites 1, 3, and
5, residential use would not be mandatory.
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ii. High Density Residential Use

The commercial or mixed use "edges" of the Macleod
Trail couplet, 12th Avenue S.E. and 17th Avenue
S.E. define interior precincts suitable for high
density residential development to an approximate
maximum F.A.R. of 4 or anproximately 321 to 395
units per hectare (130 to 1A0 units per acre),
corresponding with the RM-7: Residential High
Density Multi-Dwelling District densities.

The positive environmental features of the Elbow
River should be recognized by new development in
Site 2 through building layout and orientation.

To achieve a successful transition in scale, it is
recommended that the maximum building height along
the River be 12 m scaled up to a maximum of 46 m.
Future development along the River in Sites 1, 2
and 3 shall be subject to the 30 m setback zone
established in the Calgary General Municipal
Plan'. There would also be the potential for
redevelopment to provide for a riverbank walkway
and puhlic access from Park Road, satisfying the
regional and City-wide objective of a continuous
riverbank svstem for public use.

For the parcels north of 18th Avenue S.E. adjacent
to the 17th Avenue S.E. mixed use district, the
potential for comprehensive throuah-block
development is recognized and encouraged as long
as the project remains primarily residential in
character along 18th Avenue S.E. Within this

1. In accordance with the existing "Floodplain Management
Policy" (1974), new development or redevelopment, not
existing buildings, within the "floodplain”" must meet
certain structural requirements. Mo new permanent
structures are permitted in the "floodway" area. The
Planning Department's proposed "Calgary River Valleys
Plan" would deal with these floodplain management
policies and is tentatively scheduled to be presented
to City Council late in 1980.
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area, development should incorporate at-arade and
above-grade pedestrian connections to 1ink through
the blocks to 17th Avenue S.E. and the L.R.T.
Station.

Within the Macleod Trail couplet, the residential
precinct of Site 4 could be enhanced by attention
to the treatment of at-gqrade levels and +15
levels, allowing pedestrian-oriented commercial
uses on the first and second storeys.

The area between Centre Street and lst Street

S.E. (Site 4) is recommended for high density
residential development consistent with its
present RM-7 designation. Along the east side of
Centre Street S.E., the potential for a buffer of
commercial uses limited to the first and second
storeys is recognized and would be possible within
the RM-7 district.

Victoria Park East Neighbourhood

It is recommended that the area east of Macleod
Trail and the L.R.T. alianment between 12th and
14th Avenues S.E. (Site 6) remain in the existing
land use designations in conformity with the
Council-approved policies of the Victoria Park
East Desian Brief and the Inner City Plan.

Institutional Complex

The St. Mary's institutional complex, in the
southwest sector of the Station Area, provides
important services not only to the local community
of Mission but also the Inner City and the City as
a whole. Therefore, it is anticipated that this
complex will remain as a focal point in the area
and its character should be preserved and
protected.
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18 Ave. & 1 St. S.W.
18 Ave. & 1 St. S.W.
225 - 19 Avenue S.W.
1801 - 2 St. S.k.
436 - 13 Ave. S.E.
411 - 11 Ave. S.E.
1711 - 2 St. S.E.
231 - 15 Ave. S.E.

215 - 15 Ave. S.E.
117 - 15 Ave. S.E.
1833 Park Road S.E.
1411 Centre St. S,
116 - 14 Ave. S.E.
1324 - 1 St. S.W,
1201 - 2 St. S.E.
401 - 12 Ave. S.E.
229 - 11 Ave. S.E.

vi.

Stampede Grounds Expansion

The Calgary Stampede Board has planned an
expansion of the Stampede Grounds encompassing the
blocks between 17th and 14th Avenues S.E. from
Macleod Trail to the Elbow River. Since the
L.R.T. Station is located at the western edge of
this expansion area, it will be of critical
importance that good pedestrian connections are
fostered between the L.R.T. Station and the
facilities in the Stampede Grounds. A Trade
Centre, recently approved by City Council, will be
located to the northwest of the Stampede Corral
and will connect these facilities directly to the
Station. A 30 m buffer strip on the south side of
14th Avenue will act as a border to the expansion
of the Stampede Grounds. This buffer strip will
be landscaped and provide needed open space for
area residents.

Heritage Potential

The Provincial Government has designated the 01d
No. 2 Police Station/Firehall on Macleod Trail
S.E. as a Registered Historic Resource. The old
CNR Station west of Centre Street should also be
actively considered for designation and re-use,
possibly associated with Lindsay Park. Also, as
illustrated on Map 5, there are a number of sites
of historical interest which should be examined to
determine their potential for registration as
heritage sites. Upon such registration, new
development around these sites should be built in
a manner which is sensitive to their scale and
character.
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FIGIURE 20

SUMMARY OF RECOMMENDED LAND USE, INTENSITY AND DEVELOPMENT GUIDELINES?

EXISTING

SITE LAND 'SE

NFSIGNATION

DMK
D.C.

oM-7

n.r.

cM-2

SRR S

@Focidential

“@Comercial Ceilinad

Pinch‘nn land lse Designations

RECOMMENDED LAND 1SE

W ommercial Ceilina’
PHixed lse with Sianificant Residential
Component®

@residontiald

W ommercial Ceilingd
WAT) Pesidential
@Mixed lise with Significant Residential
Component®

WA Residential
BMixed lise with Significant Residential
Component®

e e

BASED
DENSITY
MAXIMUM WHEN
RONUS SYSTEM IS
NOT APPLICABLE
{IN THE ORDE® OF)

210 u n’i:;/rhrecitra re
(85 units/acre)

il
» >
o™
N

{R5 unitssacre)

Existin’g 'Land U;n
Designatiens

210 units/hectare

MAX TMUM
DENSITY
WITH BONLS
(IN THE

ORDER OF )

F.A.
F.A

1301 -30757 urm'itisr 7

/hectare
(130-160
units/acre)

‘hectare

{130-160
units/acre!

MAX TMUMC
HEIGHT

N

SPECIAL
CONSIDERATIONS

12 m along River
Scaled to Maximum
46 m,

12 m along River
Scaled to Maximum
46 m

12 m along River
Scaled to Maximum
46 m. Subject to
Performance
Standards for
Direct Suniight
and Shadowing on
17th Avenue S.E.
Pedestrian Right-
of -Way.

74(; m

Lxisting Land tse
Designatinns

—

Subject to flood-
plain policies
near River.
Subject to flood-
plain policies
near River.

Partions of Site
3 extend approxi-
mately 46 m on
both sides of ist
Street S.E.
Subject to flood-
plain policies
near River.
Potential through-
block development
of parcels north
of 1Rth Avenue
S.L. to 17th
Avenue S.E.

incorporation of
pedestrian
connections
through blocks
between River and
17th Avenue S.E.
Potential improved
at-arade and +15
level pedestrian
treatments allow-
ing pedestrian-
oriented
commercial uses
between the
Macleod Trail
couplet and along
Centre Street.

Potential improved
at-arade and +15
lTevel pedestrian
treatments.
Consistent with
nolicies of
Victoria Park

East Tesy

N/A

It is recommended that the City undertake redesignation procedures for the screened areas after Council's approval of the Study in order to meet

the obiectivee of the Station Area Flan.

worked out durina the implementation stage of the land use amendment process.

Details reaarding exact Yard use district boundaries and development guidelines for parcels will be

Certain land use districts in the Calgary Land Use By-law do not use floer area ratios or units per hectare to regulate the density, including

-6 and I1-7.
restrictionrs.

The exact density of these districts shall be subject to the provisions of the district in the By-law, e.g. yard and height

Mavimum heiahts shall be reviewed on a site-specific basis, subject #o the performance standards reaarding direct sunlight and other development

gquidelines.

Cormmercial ceiling is used to limit the density of commercial use both in all commercial developments, where residential use is not mandatory,
and the inten<ity of mixed use developments where a residential component is mandatory.

Council has directed that the recommended minimum proportion of residential use as a mandatory requirement of mixed use development be made

flexible to accommodate individual projects. It should be noted that residential use is not a mandatory requirement of development on Sites 1,

2, and 5.

Not Applicanle
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c. CIRCULATION SYSTEMS
i. L.R.T. Station and Related Facilities

The Stampede L.R.T. Station will be located to the
east of Macleod Trail between 14th Avenue S.E. and
17th Avenue S.E. 1Its prime function will be to
serve the Stampede Grounds and for this purpose,
the Station will be designed to allow an overhead
pedestrian connection from the Station to the
recently approved Trade Centre and the Big 4
Building. The closure of 17th Avenue S.E. east of
Macleod Trail and the removal of the Stampede
Express Bus drop-off will significantly improve
the Stampede Grounds entrance.

The entrance to the Station platform will be from
the fare processing area on the elevated
pedestrian bridge, approximately mid-way along the
platform. The platform may be completely covered
and will contain heated pedestrian shelters.
During the Stampede and other special events, as
many as 5,000 people per hour may use the

Station. A third track may be constructed in the
future to allow an extra L.R.T. train to be parked
awaiting crowds leavina the Stampede Grounds. The
Station will not provide Park 'n' Ride or Kiss 'n'
Ride facilities.

ii. Bus Service

Calaary Transit is currently planning the
integration of the bus and L.R.T. Systems in
consultation with the affected communities. It is
anticipated that a route similar to the present
#10 - Capitol Hill/Manchester will likely be
continued in order to serve the areas between
L.R.T. Stations.

48

iii.

Vehicular Circulation and Improvements

North of the Elbow River, the L.R.T. track will
run along the east side of Macleod Trail. Between
the River and 17th Avenue S.E., Macleod Trail will
be relocated 4.6 m to the west to compensate for
the lane required for the L.R.T. alignment on the
east side of the road. The sidewalk beside the
Big 4 Building will be removed and pedestrians
will have to use the sidewalk on the west side of
Macleod Trail. The realignment will move Macleod
Trail closer to the 01d No. 2 Police Station/
Firehall, but will not otherwise affect this
historic resource.

The Transportation Department will undertake a
functional stndy to consider the realignment of
the 11th/12th Avenues South couplet, including an
alternative for 11th and 12th Avenues to jioin as
one street at some point east of Macleod Trail
rather than in the present couplet arrangement.
The roadway arrangements would be evaluated for
their imnact on the Victoria Park community. The
Transnortation Department is also considering the
widening of 17th Avenue S.E. between Centre Street
and Macleod Trail.

In June 1979, City Council approved the use of 4th
Street S.E. as the northern entrance to the
Stampede Grounds following the closure of 17th
Avenue S.E. east of Macleod Trail. The City is
upgrading 4th Street S.E. as well as building new
sidewalks and planting trees in the boulevard.
Traffic signals will be installed at 12th Avenue
S.E. and 4th Street S.E.
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iv.

Pedestrian Circulation and Improvements

The Station is designed to allow an overhead
pedestrian connection from the Station to the
proposed Trade Centre and the Big 4 Building. The
connection from the Station to the commercial and
residential districts west of Macleod Trail will
be by a pedestrian overpass crossing Macleod Trail
at 15th Avenue S.E. This link will allow
pedestrians to avoid crossing Macleod Trail
at-grade and provide a safe entrance into the
Stampede Grounds.

The closures of 13th Avenue S.E. and 14th Avenue
S.E. to the east of Macleod Trail will reduce
traffic on these streets, improving the
environment for the residents of the area. The
L.R.T right-of-way will be fenced as it runs
parallel to Macleod Trail, but an at-grade
pedestrian crossing will be provided at the
present 14th Avenue S.E. intersection with Macleod
Trail. In order to serve the Victoria Park
community, a pedestrian walkway will be provided
to the east of the L.R.T. trackage parallel to
Macleod Trail between 12th Avenue S.E. and the
Station.

The Plan proposes an integrated pedestrian
circulation network to the west of Macleod Trail
which is considered a vital element for the
functioning of the Station Area. Since the
Primary Pedestrian Circulation Corridors leading
towards the Station would follow 15th and 17th
Avenues S.E. and Park Road, it is recommended that
sidewalks on both sides of these streets be
widened, improved and landscaped through adjacent
redevelopment. Along 17th Avenue S.E., these

improvements should be enhanced by arcades and
activity spaces integrated into the abutting
development to create a pleasant and lively
pedestrian environment. In the blocks adjacent to
Macleod Trail, new developments should also foster
movement from 15th and 18th Avenues S.E. to 17th
Avenue S.E. and the Station.

As Secondary Pedestrian Circulation Corridors,
there would be the potential for improved walkway
treatments along the major roads of Macleod Trail,
1st Street S.E., Centre Street and 12th Avenue
S.E. as well as the other avenues in the grid
system. The potential for integrated development
with through-block connections in the area between
the Macleod Trail couplet and grade-separated
pedestrian connections over lst Street S.E., 17th
Avenue S.E. and 12th Avenue S.E. should be
recognized.

In recognition of the opportunity to provide
pedestrian access along the Elbow River in
conformity with Civic policies, it is recommended
that a landscaped walkway system be developed
along the riverbank as redevelopment occurs.
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SUBJECT TO CITY OF CALGARY LAND USE BYLAW

R-1 Residential Single - Detached District
- building height - 10m

R-2 Residential Low - Density District
- building height - 10m

RM-4 Residential Medium Density Multi-Dwelling District
- building height - 9m
- density 148 u.p.h.* (60 u.p.a.)**

RM-5 Residential Medium Density Mutlti-Dwelling District
- building height - 12m.
- density 210 u.p.h.* (85 u.p.a.)*

RM-7 Residential High Density Multi-Dwelling District
- building height - 46m.
- density 395 u.p.h.* (160 u.p.a.)**

C-1 Local Commercial District
- building height - 10m

C-3 General Commercial District
- building height - 46m.

I-2 General Light Industrial District
- building height - 12m.
A Agricultural and Open Space District
DC Direct Control District
PE Public Park, School and Recreation District

* units per hectare
** units per acre

L.RT. South Corridor Land Use Study

Existing Land Use
Designations

. Map Erlton Station
ﬁ} THE CITY OF CALGARY

PLANNING DEPARTMENT 9 October 1980




ELBOW RIVER

FIGURE 21:
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2. Erlton Station Area

The Erlton Station Study Area, less than 2 km from the heart
of Downtown, includes the Inner City residential community
of Erlton as well as part of the Mission District and the
North Manchester Industrial Area. Located at 24th Avenue
S.E. directly east of Macleod Trail, Erlton Station will
provide convenient service to Erlton and some Mission
residents.

Approximately two-thirds of the area within the boundaries
of the Erlton Community Association falls within a distance
of 400 m from the Station site. The existing land uses in
this Primary Impact Area are mainly low density housing and
1ight industry.

In accordance with the City Council directions upon the
adoption of the Inner City Plan, a "Special Study" has been
undertaken for the ErTton area within the context of the
L.R.T. South Corridor Land Use Study. The Study effort has
been closely co-ordinated with the Erlton Community
Association Executive Committee and other area
representatives who have provided valuable inout towards the
development of the policies for the Land Use Plan.

Following the approval of the L.R.T. South Corridor Land Use
Study policies, it is recommended that the "Special Study"
for the Erlton area be completed by the preparation of an
Area Redevelopment Plan (A.R.P.) as one of the
implementation strategies of the Study.

a. DEVELOPMENT CONCEPT

The Plan for Erlton recognizes the opportunity to
emphasize the community identity and to use the Station
as a focus for the area. The thrust of the Plan js to
create a pleasant and exciting 1iving environment with
a variety of housing types, community facilities and
services complemented by shopping, entertainment,
businesses and professional services immediately
surrounding the Station. The Plan also recommends

55




56

policies for the conservation of the established low
density residential neighbourhood south of 25th Avenue
S.E. Through the community planning process,
neighbourhood improvements to support the conservation
policy have been identified for further detailed study
during the recommended Area Redevelopment Plan
process.

Mixed use development is recommended close to the
L.R.T. Station combining residential uses with
commercial uses including retailing, services and
offices. Comprehensive mixed use development should
provide malls on the first and second storeys, so that
the second level could connect with an enclosed
pedestrian bridge across Macleod Trail linked to the
Station.

The Plan recommends a landscaped walkway system along
the banks of the Elbow River and medium density family
residential accommodation is recommended for the area
between the River and 1A Street S.E. north of 25th
Avenue. The development form should recognize the
positive environmental factors as well as achieve a
successful transition in scale from the adjacent low
density housing south of 25th Avenue S.E. and the high
density mixed use development east of 1A Street S.E.

LAND USE AND DEVELOPMENT GUIDELINES
i. "Conservation Area"

Low Density Residential Use

In accordance with the community objectives and
the Council-approved Inner City Plan policy, the
area south of 25th Avenue S.E. (Site 1) shall
remain as a "Conservation Area". The existing
designation of R-2: Residential Low Density
District shall be retained. Infill housing
compatible with the existing neighbourhood
character and streetscape shall be encouraged in a
variety of forms including single family detached

structures on narrow lots (minimum 7.5 m lot
width), zero Tot line development, duo-style and
other attached housing forms. The rehabilitation
and renovation of the existing older housing stock
shall be encouraged. It is also recommended that
the area be considered for inclusion in the
Residential Rehabilitation Assistance Program.
Where redevelopment takes place adjacent to the
Elbow River, the acquisition of setback land for
public use should be encouraged.

Non-Residential Uses

Within this general "Conservation Area", a number
of non-residential uses are located including a
service station, Cable TV facility, cemeteries and
a school.

The existing designation of the Erlton Public
School (Site 3) as PE: Public Park, School and
Recreation District is appropriate. If, in the
future, the land and school building are no Tonger
required by the Calgary Public School Board for
school purposes, it is recommended that the City
be given the first right to negotiate for the
purchase of the land in accordance with the
Calgary General Municipal Plan policy (Paragraph
3.6.16). The existing building could serve a
variety of community and social service functions
in addition to its educational programs.

The Erlton community has expressed serious
concerns about the expansion of the non-
residential uses threatening the neighourhood's
viability. It is recommended that no further
expansion of the commercial developments and the
cemeteries be allowed into the residential
“Conservation Area".



ii.

Medium Nensity Residential Use

The area north of 25th Avenue S.E. between the
Elbow River and 1A Street S.E. (Site 5) provides
an attractive opportunity for medium density
residential development with an average intensity
in the order of F.A.R. 1.5, ranging from a base
level of 1.3 F.A.R. to a maximum F.A.R. of 1.8, or
approximately 148 to 210 units ner hectare (60 to
&5 units per acre).

New residential development should be suitable for
family accommodation with a variety of unit sizes
and satisfactory private and public at-grade
space, particularly close to the Elbow River. The
form, scale and massina of development should
serve to create a gradual transitional area
abutting the "Conservation Area" to the south and
hiaher intensity mixed use development to the
east. Since the City is a major landholder in
this sector, social housing programs for senior
citizens and families could be explored during the
A.R.P. process.

To accommodate comprehensive development,
flexibility in height, scale and form could be
considered and fine-tuned with special guidelines
in the Erlton Area Redevelopment Plan. However,
if substantially different land use composition
and density are proposed, the developer could
apply for a land use amendment which would be
reviewed on its individual merits.

The Calagary Municipal General Plan has established
a 30 m setback zone for any new development or
redevg]opment along the banks of the Elbow

Rivert, This setback zone offers an opportunity
for a continuous public walkway along the River as
well as a positive feature for adjacent
residential development. Where redevelopment
takes place adjacent to the Elbow River, the
acquisition of setback land for public use should
be encouraged by the following reans:

a. comprehensive development which would enable
application of density transfers and bonuses
with a height limitation of 10 to 12 m
adjacent to the River with increased height
allowances to the east;

b. closure and transfer of public road rights-
of-way in exchange for river setback land.

2. In accordance with the existing "Floodplain Managerent

Policy" (1974), new development or redevelopment, not
existing buildings, within the "floodplain" must meet
certain structural requirements. No new permanent
structures are permitted in the "floodway" area. The
Planning Department's proposed “Calgary River Valleys
Plan" would deal with these floodplain maragement
policies and is tentatively scheduled to be presented
to City Council late in 1980.
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FIGURE 22 SUMMARY OF RECOMMENDED LAND USE, INTENSITY AND DEVELOPMENT GUIDELINES3

BASED
EYISTING DENSITY MAXIMUM
SITE LAMD USE RECOMMENDED LAND USE MAXIMUM WHEN DENSITY MAX IMUMC SPECIAL
DESIGNATINN BONUS SYSTEM IS WITH BONUS HEIGHT CONSIDERATIONS
NOT APPLICABLE (IN THE
(IN THE ORDER OF} ORDER OF)
1 R-2 @Pesidential Subject to R-2: N/A 10m The building style
Residential Low and design shall
Density District be compatible in
Requirements character with
the streetscape,
containing such
features as
front entrances,
elevated front
porches, verandas,
bay windows,
sloped roofs and/
or details. The
building materials,
exterior finishes
and colours should
be in harmony with
the adjacent
houses on the
street. Where
redevelopment takes
place adjacent to
the Elbow River,
the acquisition of
setback land for
public use should
be encouraged.
2 n.c. BCemetery N/A N/A N/A N/A
3 PE Erlton Public School/Community Facility N/A N/A N/A N/A
4 £-1 Local Commercial Existina C-1 N/A 10m N/A
R-2 residential F.AR. 1.3 F.A.R. 1.8 12m A minimum of 50
or approximately or approxi- percent of the
148 units/hectare | mately 210 units shall
(60 units/acre) units/hectare contain two or
(85 units/ more bedrooms and
acre) have direct access

to private out-
door amenity
space.

Improved treatment
of sidewalks along
25th Avenue S.E.
shall be encouraged
as part of the
Primary Pedestrian
Circulation
Corridor.

Where redevelopment
takes place
adjacent to the
Elbow River, the
acquisition of
setback land for
public use should
be encouraged.
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BASEP

EXISTING DENSITY MAX IMUM
SITE LAND USE RECOMMENDED LAND USE MAXIMUM WHEN DENSITY MAX TMUMC SPECIAL
DESIGNATION BONUS SYSTEM IS WITH BONUS HEIGHT CONSIDERATIONS
NOT APPLICABLE (IN THE

{IN THE ORDER OF) ORDER OF)

: PM-4 loMixed Commercial and Residential Use F.A.R. 3 F.A.R. 4 The maximum height| Along 25th Street
1-2 {With Approximately Half Residential)d should be scaled S.E., emphasis
down from 46 m should be given to
along Macleod a continuous and

Trail to a maximum| active pedestrian
of 24 m along 1A environment, taking
Street. the form of an
arcaded area for
retail facilities
together with
improved sidewalks,
lighting and
landscaping.

Residential compo-
nent of the devel-
opment shall be
oriented towards
the western
portion of the
site and shall be
designed to be
compatible with
adjacent medium
and lower density
housing n scale
and massing.

Internal malls in
development
between Maclteod
Trail and lst
Street S.E. shall
be provided to
link with the
required grade-
separated
pedestrian
connection above
Macleod Trail to
the Station.

1-2 PFuture Coliseum and ancillary facilities. N/A N/A N/A The design of the

Coliseum facilities
incorporate the
special development
guidelines approved
by Council {(May

1980).
8 1-2 ark and Recreational Facilities N/A N/A N/A The Parks/
PE Recreation Depart-

ment prepare a
comprehensive park
ptan for Lindsay
Park incorporating
the special
development guide-
lines regarding
the Aquatic Centre
and Mipi-Field-
house approved by
Council {May 1980)}.

It is recommended that the City undertake redesignation procedures in conjunction with the Area Redevelopment Plan process for the screened areas
after Council's approval of the Study in order to meet the objectives of the Station Area Plan. Details regarding exact land use district
boundaries and development auidelines for parcels will be worked out during the implementation stage of the land use amendment process.

b. Certain land use districts in the Calgary Land Use By-law do not use floor area ratios or units per hectare to regulate the density, inciuding C-6
and I-2. The exact density of these districts shall be subject to the provisions of the district in the By-law, e.q. yard and height
restrictions.

Cc. Maximum heights shall be reviewed on a site-specific basis, subject to the performance standards regarding direct sunlight and other development
auidelines.

d. Council has directed that the recommended minimum proportion of residential use as a mandatory requirement of mixed use development be made
flexible to accommodate individual projects.
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iii.

iv.

High Density Mixed Use

These blocks flankinag Macleod Trail (Site 6) have
the stronag potential for orientation to the
Station. New development shall provide a grade-
separated pedestrian connection over Macleod Trail
as well as internal pedestrian mall systems
oriented through the development to the Station
connection. It is recommended that this mixed use
development site be allowed to achieve a maximum
F.A.R. of 4 with a mandatory residential component
of approximately half the floor area, subject to
Council's direction that the minimum proportion of
the mandatory residential use be made flexible to
accommodate individual projects. To accommodate
comprehensive development, flexibility in height,
scale and form could be considered and fine-tuned
with special guidelines in the Erlton Area
Redevelopment Plan. However, if substantially
different land use composition and density are
proposed, the developer could apply for a land use
amendment which would be reviewed on its
individual merits.

North Manchester Industrial District

The existing designations of the industries and
the cemeteries in the North Manchester Industrial
District are to be retained, except for the
Station site area (Site 7).

Public Parks and Community Facilities

Because of its unique location and the heavily
built-up surrounding residential areas, it is
recommended that Lindsay Park be designated for
parks, recreational and cultural uses from the
existing land use designation of I-2: General
Light Industrial District. It is further
recommended that the City Parks/Recreation
Department develop a comprehensive parks plan for
Lindsay Park.

The future use of this area has been considered by
the Sports Facilities Advisory Committee, which
reported to City Council through the Commissioners
at the special Public Hearing on May 27, 1980.
City Council approved both the Aquatic Centre and
the Mini-Fieldhouse as a composite facility to be
lTocated in Lindsay Park and directed that a
consultant be engaged to produce detailed

designs. As a further condition of this approval,
Council approved:

“That the Planning Department's Recommendation

No. 2 be approved and the Department be instructed
to work closely with the consultant to ensure the
incorporation into his detailed report of the
various factors of Recommendation No. 2."

This Recommendation 2 from Appendix "B" of the
Commissioners' Report to Council states:

"It is recommended that the City Parks/Recreation
Department develop a comprehensive park plan for
Lindsay Park. It is further emphasized that
district and regional open space functions of
Lindsay Park in the context of Inner City and
Downtown need to be recognized. Therefore, it is
further recommended that future development of
Lindsay Park must properly relate to the needs of
the adjoining communities, roads, transit and
river banks system. It is recommended that the
feasibility of construction of an Aquatic Centre
and a Mini-Fieldhouse on Lindsay Park be
considered under the following guidelines:

- Ptlanning for any major recreational
facilities must consider possible
environmental impacts including the adverse
effects of traffic and parking on the
surrounding areas, particularly Eriton. 1In
consideration of this impact, access to
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Lindsay Park shall be directly from the
Macleod Trail couplet rather than from the
Erlton area.

- Building orientation should provide the
appropriate setback zone and river edge which
allows continuous pedestrian movements and
which positively uses the river bank area.

- Building orientation and scale should
minimize any adverse impacts of these sports
facilities on the abutting residential
district of Erlton.

- Direct pedestrian access and connections from
the surrounding residential districts of
Mission, Beltline, West Victoria and Erlton
should be facilitated (for example, old
C.N.R. bridge as a pedestrian bridge,
pedestrian bridge over Elbow River close by
the Holy Cross Hospital).

- Direct pedestrian connections between the
sports facilities on Lindsay Park, develop-
ment on the west side of Macleod Trail, the
L.R.T. Station and the Coliseum to the east
should be emphasized and adhered to.

- Adequate measures should be taken to reduce
the impact of parking and car access in the
residential district of Erlton.

- Dependency upon L.R.T. and pedestrian
movement should be maximized with complete
physical integration with potential
development on the west side of Macleod Trail
and elevated pedestrian connection directly
to the L.R.T. Station."”

In the design of Lindsay Park and through the
A.R.P. process, it shall be important to protect
the intearity of the Lindsay Park area as a park.
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The Erlton Community should be invited to
participate in the planning of Lindsay Park,
particularly the park's open space component.

The amount of parking for the Lindsay Park
facilities should be minimized and considered
carefully in the facilities' design and A.R.P.
processes due to its potential environmental and
community impacts as well as its economic cost.
As in other Station Areas, parking relaxations
could be warranted due to the facilities' close
location to the L.R.T. Station and the bus transit
system as well as the availability of existing
narking on the Stampede Grounds. The amount of
parking associated with the sports facilities as
well as consideration of the retention of the
existing C.N.R. berm will be investigated in the
design of Lindsay Park.

The construction of the Olympic Coliseum on the
ErTton L.R.T. Station site, as recommended by the
Sports Facilities Advisory Committee, was also
approved by Council on May 27, 1980. For the
purposes of accommodating the future Coliseum, the
L.R.T. Station and potential development
facilities around the Station, it is recommended
that the existing land use desianation of Site 7
as I-2: General Light Industrial District bhe
changed to reflect Council's special development
guidelines, based on the approved recommendations
of the Commissioners' Report on the Sports
Facilities Advisory Committee Report (May 27,
1980) including Recommendation 1 of Appendix B as
follows:

"Building orientation should provide the
appropriate setback zone and river edge which
allows continuous pedestrian movement and
which positively uses the river edge of the
Coliseum.



- Direct pedestrian connections between the
Coliseum, the L.R.T. Station, development on
the west side of Macleod Trail and the
facilities in Lindsay Park should be
emphasized and adhered to.

- Adequate measures should be taken to reduce
the impact of parking of cars and car access
in the residential district of Erlton.

- Dependency upon L.R.T. and pedestrian
movement should be maximized with complete
physical integration of L.R.T. and Coliseum
entrances and exits.

- Parking, if any, should be structured to
economize on land.

- Parkina relaxations are warranted due to
L.R.T. and the availability of existing
parking in Stampede Grounds.

- Consideration should be given to an
alternative alignment for the 26th Avenue
Connector with an at-qrade connection to tie
directly into the signalled intersection of
Macleod Trail and 25th Avenue S.E., thereby
improving pedestrian movement and releasing
land for a better flexibility in siting the
Coliseum as well as ancillary transit
facilities and service vehicles."

During the A.R.P. process, potential negative
impacts of the future major recreational
facilities in the area, including the Coliseum on
the Erlton L.R.T. Station site and the Aquatic
Centre and Mini-Fieldhouse in Lindsay Park, should
be considered and measures formulated and
implemented to enhance the positive features as
well as minimize the potential adverse impacts.

vi.

Mission Residential Area

It is unlikely that new development related to the
L.R.T. will be attracted to the Mission area
although residents on the eastern periphery of
Mission will be within easy walking distance of
the Erlton L.R.T. Station, via the 25th Avenue
bridae. The whole Mission neighbourhood is
designated for the preparation of a comprehensive
Area Redevelopment Plan.

Community Facilities and Services

The needs of the Erlton community for a community
facility associated with local open space, as well
as social service and parks and recreation
programs, will be examined throuah the recommended
Area Redevelopment Plan process.

Through this detailed planning process, various
alternatives for the provision of a community hall
will be evaluated, including:

- a new freestanding Community Association
hall;

- the re-use of a portion of the Erlton School
building if that facility were to become
available;

- the renovation of an existing City-owned
house on the riverbank;

- the provision of community space in future
large-scale developments close to the L.R.T.
Station.
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The community is also in need of local open space
and children's play areas with the following
possible alternatives:

- the construction of a tot lot on Erlton
School arounds;

- the provision of a tot lot in the 30 m
setback area along the Elbow River
concurrently with future housing and
riverbank parkway development;

- the incorporation of a tot lot in a
comprehensive plan for Lindsay Park.

A variety of Civic programs for social services
and parks and recreation would also be considered
relative to the identified community needs.

c. CIRCULATION SYSTEMS
i. L.R.T. Station and Related Facilities

The Erlton L.R.T. Station will be constructed on
the City-owned site located on the east side of
Macleod Trail north of 25th Avenue S.E. The
existing CNR overpass will be dismantled at the
time of the widening of Macleod Trail. The
Station will normally handie an estimated 500
trips per day. During Stampede Week and other
special events held at Stampede Park, it is
projected that up to 15,000 to 20,000 trips per
day are possible through the Erlton Station. The
centre-loading platform will be constructed with
pedestrians gaining entry via 25th Avenue and 2A
Street S.E. Park 'n' Ride facilities are not
planned for this L.R.T. Station since it is close
to Downtown.
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ii.

Most transit riders will likely walk to the

L.R.T. Station so convenient access to the Station
from Erlton is important. It is recommended that
the Erlton Station platform accommodate a second
entrance towards the south end to facilitate
successful integration of new development west of
Macleod Trail with the Station via a pedestrian
bridge.

Bus Service

In 1ight of a decision to locate the future
Coliseum on the Eriton Station site, the Calgary
Transit bus station which is planned to be the
terminal for Stampede Express service providing
access from all parts of the City to the southern
entrance of the Stampede Grounds, will be located
east of the Coliseum facility. This bus station
will replace the Stampede bus facility on 17th
Avenue S.E. and operate during Stampede Week and
special events only. During special events at the
Stampede Grounds, large numbers of pedestrians
will 1ikely use the eastern entrance of the Erlton
Station and the Stampede's southern gate.

Calgary Transit is currently planning the
integration of the bus and L.R.T. Systems in
consultation with the affected communities. It is
anticipated that a route similar to the present
#10 Capitol Hill/Manchester bus will likely be
continued in order to serve the areas between
L.R.T. Stations.

Vehicular Circulation and Improvements

A new four-lane bridge crossing the Elbow River
will serve as the main southern entrance to the
Stampede Grounds. This bridge will be closed to
vehicular circulation during Stampede Week in
order to serve as a major pedestrian access to the
Stampede Grounds.
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Macleod Trail will be widened to three traffic
lanes in each direction from the Elbow River to
34th Avenue S.E. Access to Macleod Trail would be
permitted from 25th, 27th, 28th, 31lst and 34th
Avenues S.E. The closures of 29th and 30th
Avenues S.E. at Macleod Trail indicate that access
to properties fronting on these Avenues will be
via Mission Road, 34th Avenue and lst Street S.E.
from the south or 25th Avenue and lst Street S.E.
from the north. Vehicular circultation will also
be allowed on 24th Avenue S.E. The 26th Avenue
Connector is proposed to provide access to the
Station Area and Macleod Trail for vehicles
travelling westbound from Blackfoot Trail.

In conformity with Council's previous decision
regarding the 26th Avenue Connector and its
approval of the Olympic Coliseum in the Erlton
area, it is recommended that the functional study
of the 26th Avenue Connector in conjunction with
the South Downtown Bypass (as directed by Council
on December 3, 1979) show the need and alignment
alternatives as well as addressing the concerns
raised regarding environmental and community
impacts in consultation with the adjacent
community. Concurrently, it is recommended that
the Erlton A.R.P. process be undertaken and
consider the roadway design alternatives and their
impacts, including the determination of the
facility's elevation (below-grade, at-grade, or
above-grade). The major recreational facilities
and their impacts on the community should also be
addressed during the A.R.P. process in
consultation with the affected community.

It is recommended that a detailed traffic plan be
undertaken for Erlton during the Area
Redevelopment Plan process to address identified
community concerns. It is anticipated that, due
to the limited capacity of 25th Avenue S.E.,
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iv.

people may try to avoid traffic congestion and use
27th, 28th and 31st Avenues S.E. as other access
points to the neighbourhood. Therefore, the
closure of 27th, 28th and 31st Avenues S.E. should
be seriously considered in the traffic plan.

The noise and air pollution associated with the
traffic on Macleod Trail has been jdentified as a
serious community concern, particularly for t@e ]
flanking residential properties. Therefore, 1t 1is
recommended that, during the Area Redevelopment
Plan process, effective techniques be formulated
for implementation to improve the environmental
conditions along Macleod Trail. Therefore, the
concerns regarding sound attenuation along Macleod
Trail and necessary road closures on the avenues
intersecting Macleod Trail would be addressed in
the preparation of the Area Redevelopment Plan.

Pedestrian Circulation and Improvements

The Plan proposes an integrated pedestrian
circulation network to the west of Macleod Trail.
This is considered to be a vital element for the
functioning of the Station Area. The Primary
Pedestrian Circulation Corridor shall encompass
segments of 1A Street S.E., lst Street S.E. and
25th Avenue S.E. leading towards the Station.

It is recommended that concurrent with
redevelopment, appropriate sidewalk widths and
treatments be encouraged on the north side of 25th
Avenue S.E. to ensure a pleasant route for
pedestrians and L.R.T. patrons and to serve as a
buffer strip between the "Conservation Area" to
the south and the medium density residential
district and the high density area to the north.
Erlton is fortunate to have several tree-lined
streets. Sidewalks on both sides of 1st Street
S.E. and 25th Avenue S.E. should be improved and
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landscaped where needed as part of the Primary
Pedestrian Circulation Corridor. As a Secondary
Pedestrian Circulation Corridor, the potential for
the improved treatment of sidewalks along the
other local streets and avenues should be
considered to complement the overall pedestrian
network.

In recognition of the opportunity to provide
pedestrian access along the Elbow River, it is
recommended that a landscaped walkway system be
developed along the riverbank when and if
redevelopment occurs. Future developments in the
blocks to the north of 25th Avenue S.E. west of 1A
Street should facilitate continuous pedestrian
movement to the riverbank, Lindsay Park and the
Station.

A grade-separated, climate-controlled pedestrian
connection over Macleod Trail to the north of 25th
Avenue S.E. is recommended as an important access
to the Eriton Station and shall be required as a
condition of future development immediately to the
west of Macleod Trail. To facilitate safe
pedestrian circulation and to serve transit
patrons, a second above-grade pedestrian crossing
will be provided over Macleod Trail close to the
bus stop at the intersection of 31st Avenue S.E.
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SUBJECT TO CITY OF CALGARY LAND USE BYLAW

R-1 Residential Single - Detached District
- building height - 10m

R-2 Residential Low - Density District
- building height - 10m

RM-4 Residential Medium Density Muiti-Dwelling District
-building height - 9m.
- density 148 u.p.h.* (60 u.p.a.)**

RM-7 Residential High Density Multi-Dwelling District
- building height - 46m.
- density 393 uop ho* (160 u.p.a**

C-3 General Commercial District
- buitding height - 46m.

[-2 General Light Industrial District
- building height - 12m

DC Direct Control District
PE Public Park, School and Recreation District
A Agricultural and Open Space District

* units per hectare
** units per acre

L.RT. South Corridor Land Use Study

Existing Land Use
Designations
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3. 42nd Avenue Station Area

The 42nd Avenue L.R.T. Station lies less than 3.5 km from
Downtown Calgary. In the Station Area, Macleod Trail
separates two major types of land use: to the west lies the
established residential community of Parkhill/Stanley Park,
composed mainly of low and medium density housing and the
regional Stanley Park; to the east lie industrial lands.
Macleod Trail is bordered by existing Tow and medium density
commercial uses oriented to car traffic. The recent
applications for land use amendments and development permits
for medium density residential development to the west and
commercial development in the industrial area to the east
are indications of the current development pressures as a
result of the area's favourable location relative to
Downtown and general commercial growth along Macleod Trail.

With the approval of the Inner City Plan, City Council
designated Parkhill/Stanley Park as a "Conservation Area"
and as a community within the Area Redevelopment Plan
(A.R.P.) program, with scheduling as time and staff
permits. It is further recommended that the Study policies
be implemented as soon as possible by the preparation of
Area Redevelopment Plans for both the 42nd Avenue Station
Area and Parkhill/Stanley Park, to proceed simultaneously
due to their related nature.

a. DEVELOPMENT CONCEPT

This Station Area Plan will focus development pressures
on the L.R.T. Station and conserve the residential
community of Parkhill/Stanley Park. New development
east of Macleod Trail will be carefully directed
through density ceilings, development form rules, land
use composition and movement features to ensure that
the form and type of development is working in unison
with the needs of the L.R.T. System, with special
emphasis on the pedestrian environment and mode of
movement.
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The area east of Macleod Trail presents opportunities
for comprehensive L.R.T.-oriented projects through the
consolidation of the currently low density industrial
parcels. Comprehensive mixed use projects with the
potential for both commercial and residential
components are recommended for the sites east of
Macleod Trail. Development is anticipated to be of a
commercial nature initially and gradually include more
residential components as the general environment
improves, with the addition of benefit features such as
open space and specialized spaces for public use.

ENUE
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The commercial lands along the west side of Macleod
Trail have special development guidelines to
accommodate the commercial and residential edges. A
set of development guidelines is recommended for
specific areas west of Macleod Trail in the
Parkhill/Stanley Park community.

The preparation of an Area Redevelopment Plan (A.R.P.)
is recommended as an implementation technique for the
Station Area east of Macleod Trail. The extent of
changes recommended in this area from industrial to
mixed use; the need to implement specific land use
composition, intensity and development controls for
L.R.T.-oriented development; and the need for
transportation policies optimizing transit use warrant
an A.R.P. process following the Study. Through the
A.R.P. process, a system of redevelopment levies on all
new development may be established to assist in the
acquisition of the necessary public open space in this
area.

b. RECOMMENDED LAND USE AND DEVELOPMENT GUIDELINES
i. Mixed Use

The intent of mixed use development policies is to
recognize the opportunities resulting from both
the road system and the superimposed L.R.T.
System. Mixed use development combining
residential and commercial components is
recommended with the greatest potential intensity
focussed on the Station. This L.R.T.-related
development can achieve higher densities than
could solely car-oriented development because of
jts support from pedestrians and transit users
combining to overcome the significant roadway
constraints affecting this area. In conjunction
with the recommended A.R.P. process, the Planning
and Transportation Departments will jointly study
the strateqy of a ceiling on parking provision by
commercial uses.
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Although development may proceed to its commercial
density ceiling as a single use throughout the
Station Area, there are density incentives for the
introduction of residential development. The
density ceilings are permissive in the sense that
mixed use development may reach the recommended
commercial ceiling alone, or in combination with a
residential component, it can reach the overall
maximum density. For example, on Site 1, the
project may proceed to its commercial ceiling of
an F.A.R. of 3 and then, in combination with a
residential component of an F.A.R. of 2, achieve
the maximum overall F.A.R. of 5 as a mixed use
project. This system will also allow
predominantly residential development up to a
maximum F.A.R. in the order of 5. Although
residential use would not be mandatory on any
potential mixed use sites in this Station Area, it
should be noted that Council has directed that the
recommended minimum proportion of residential use
as a mandatory requirement in a mixed use
development would be made flexible to accommodate
individual projects.

The grade-level treatment of both predominantly
commercial and residential developments is
expected to relate to public activities including
retailing, commercial services, entertainment and
recreational uses. Projects will also be
encouraged to incorporate such activities on
another level, either above- or below-grade.
Projects may be developed with buildings covering
a relatively high proportion of the site in order
to provide pedestrian-related activities and
spaces.

Due to the present industrial character of the
area east of Macleod Trail, the residential
component of any mixed use project will be
carefully studied to ensure the proper treatment
and orientation of its residential elements,



relative to existing industrial development. Once
residential development commences, it is
anticipated that the initial residential projects
will be shielded and oriented to the site's
positive features and amenities such as interior
courtyards.

Commercial densities are highest at the Station
and along Macleod Trail in recognition of its
traditional commercial character. Due to
transportation constraints, only commercial uses
with Tow car traffic generation characteristics
would be acceptable to locate in the Station

Area. Development along Macleod Trail will be
required to provide an at-grade pedestrian
right-of-way as well as at least one other feature
such as an arcade, mall or extended walkway.

To the east of Macteod Trail, development may
proceed to medium and high density commercial
ceilings to an F.A.R. in the order of 2.5 on Site
2 northeast of the Station, with a maximum
commercial F.A.R. of 3.0 allocated immediately
around the Station on Site 1 and on Site 3 on
Macleod Trail. The introduction of a significant
residential component in mixed use development
shall allow greater potential intensities, ranging
from an F.A.R. in the order of 4.5 on Sites 2 and
3 to an F.A.R. of 5 on Site 1.

Further from the Station east of Macleod Trail,
the recommended land use composition remains
basically the same but the potential intensities
decrease. South of 42nd Avenue, the commercial
potential of Site 9A would reach a maximum F.A.R.
of 2.0 but the potential for a residential
component in a mixed use development would allow a
maximum overall F.A.R. of 3.5. MNorth of 38A
Avenue, Site 6A would retain a commercial
potential to a maximum F.A.R. of 1.5 with a mixed
use potential to a maximum F.A.R. of 3.5.
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To the west of Macleod Trail within the Station
Area, the recommended commercial development
potential reaches a maximum F.A.R. of 3 on Sites
10 and 11. For Sites 10 and 11, mixed use
development with a significant residential
component could achieve an overall F.A.R. of 4 and
an F.A.R. of 3.5 respectively. However, this
existing C-3 General Commercial district west of
Macleod Trail would be suhject to development
guidelines, 1imiting the maximum height to 30.5 m
and requiring terracing on the west face of the
building to ensure a satisfactory transition from
the existing Tow and medium density residential
districts. Between 41st and 43rd Avenues, the
sensitive treatment of this residential/commercial
interface is particularly critical in the absence
of an escarpment. For Sites 12A, 12B and 15, the
existing Macleod Trail commercial potential would
continue with no residential density bonus offered
although the residential potential does exist
within the existing C-3 desianation.
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FIGURE 25

SUMMARY OF RECOMMENDED LAND

USE, INTENSITY AND DEVELOPMENT GUIDELINES2

SITE

EXISTING
LAND USE
DESIGNATION

RECOMMENDED LAND USE

BASE DENSITYD

MAXIMUM WHEN
BONUS SYSTEM IS
NOT APPLICABLE
(IN THE ORDER OF)

MAXIMUM
DENSITY
WITH BONUS
{IN THE
ORDER OF)

MAXIMUMC
HEIGHT

SPECIAL
CONSIDERATIONS

Commercial Cei1ingd

Mixed Use (Residential

and Commercial)®

F.A.R. 2.5
F.A.R. 4.0

.
>
= x
oW
oo

46 m

Potential develop-
ment integration
with Station and
Primary Pedestrian
Circulation
Corridor.

Commercial Cei]ingd

Mixed Use (Residential

and Commercial)®

m ™M
>
X
w N
no

==

bl
o o
ENINY
5.8

46 m

Improved
pedestrian treat-
ment by develop-
ment along
segments of

the Primary
Pedestrian Circu-
lation Corridor

Commercial Ceilingd

Mixed Use (Residential

and Commercial)®

-
> >
o X

o

bl
= >
oW

= o

46 m

Improved
pedestrian treat-
ment by develop-
ment along Macleod
Trail and other
segments of the
Primary Pedestrian
Circulation
Corridor

leCommercial Ceiling? or

Mixed Use®

F.A.R. 2.5

F.A.R. 3.0

46 m

Improved
pedestrian treat-
ment by develop-
ment along Macleod
Trail and along
other segments of
the Primary
Pedestrian Circu-
lation Corridor

Subject to Satisfactory Relocation of
Civic Facilities, Future Park Space and
Consideration for Other Uses

To Be Determined

To Be
Determined

To Be Determined

Following satis-
factory relocation
of Civic
facilities and new
development levels
warrant park
space, responsible
Civic Department
would undertake
detailed planning
for site.

Commercial Ceilingd

Mixed Use (Residential and Commercial)®

o x

> x=
W =
oo

46 m

Improved
pedestrian treat-
ment by develop-
ment along
segments of the
Primary Pedestrian
Circulation
Corridor.
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SITE

EXISTING
LAND USE
DESIGNATION

RECOMMENDED LAND USE

BASE DENSITYD
MAXIMUM WHEN
BONUS SYSTEM IS
NOT APPLICABLE
(IN THE ORDER OF)

MAXIMUM
DENSITY
WITH BONUS
{IN THE
ORDER OF)

MAXIMUMC
HEIGHT

SPECIAL
CONSIDERATIONS

6B

1-2

leLight Industrial (Transitional)

N/A

N/A

12m

Future consider-
ation of more
intensive develop-
ment as conditions
change.

Light Industrial

N/A

N/A

12 m

Light Industrial (Transitional)

N/A

N/A

12 m

Future consider-
ation of more
intensive develop-
ment as conditions
change.

9A

Commercial Ceilingd
Mixed Use (Residential and Commercial)®
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46 m

Improved
pedestrian treat-
ment by develop-
ment along
segments of the
Primary Pedestrian
Circulation
Corridor.
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1-2

l@Light Industrial (Transitional)

N/A

N/A

12 m

Future consider-
ation of mixed
use development
demonstrating
successful
continuity of
pedestrian move-
ment and develop-
ment form to
Station Area.

C-3

Cormercial Ceilingd
Mixed Use (Residential and Commercial)®
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30.5 m west of
Macleod Trail, 46
m east of Macleod
Trail.

Terracing of west
building elevation
on sites west of
Macleod Trail and
improved pedestri-
an treatment along
Macleod Trail
segments of the
Primary Pedestrian
Circulation
Corridor.

c-3

Commercial Ceilingd
ixed Use {Residential and Commercial)®

o x
"o

30.5m

Terracing of west
building elevation
and improved
pedestrian treat-
ment along Macleodf
Trail segments of
the Primary Pedes-
trian Circulation
Corridor.




BASE DENSITYD MAXIMUM
S— K
SITE LAND USE RE USE BON YSTEM N 7 5 5 1
D e N B ot T (N o sat1§factor11y relocated, this site shou]d be
(IN THE ORDER OF) |  ORDER OF) considered for open space and recreational
purposes in order to improve the environmental
12A c-3 Cormercial Ceilingd or Mixed Use® F.A.R. 2.5 F.A.R. 3.0 30.5m Terracing of west qua’] -ity Of the Station Area pY‘OViding a bUfer'
building elevation N > ¥ .
and_inproved from the rail tracks and heavier industry to the
Rentalong Macieod east. In conjunction with the recommended Area
Trail segments of Redevelopment Plan process, the Planning and
e Primary Pedes- .
trian Circulation Parks/Recreation Departments shall study the
Corridor- amount of park space necessary as major
128 c-3 Commercial Ceilingd or Mixed Use® F.A.R. 2.5 F.A.R. 3.0 46 m Y‘edEVE]Opment occurs. If all of Site 5 iS not
warranted for parks purposes, the A.R.P. process
would determine the alternate use of the land,
13 R-1 Residential "Conservation Area" Existing N/A Existing Limits | Guidelines re -inc1ud1'ng its potent‘ia] for mixed use
R-2 Designations siting/subdivision,
RM-4 on blocks between development. Through the Area Redevelopment Plan
roeh o 38A process, the imposition of a redevelopment levy
” = Tt Tndustria Eristing m - will be explored as a method to offset some of the
Designations park acquisition costs.
15 c-3 Commercial F.A.R. 3 N/A 46 m . .
ifi. Industrial Use

It is recommended that the City undertake redesignation procedures in conjunction with the Area Redevelopment Plan for the screened areas after
Council's approval of the Study in order to meet the objectives of the Station Area Plan. Details regarding exact land use district boundaries
and development guidelines for parcels will be worked out during the implementation stage of the land use amendment process.

The trend in the existing industrial area is for
the replacement of industrial uses with small-
scale commercial projects on a random basis. This
Plan recommends redesignation of most industrial
lands within 400 m of the Station to commercial,
residential and mixed uses consistent with the
Study objectives relative to L.R.T. System usage
and environmental quality.

Certain land use districts in the Calgary Land Use By-law do not use floor area ratios or units per hectare to regulate the density, including
C-6 and I-2. The exact density of these districts shall be subject to the provisions of the district in the By-Taw, e.g. yard and height
restrictions. -

c. Maximum heights shall be reviewed on a site-specific basis, subject to the performance standards regarding direct sunlight and other development
guidelines.

d. Commercial ceiling is used to 1imit the intensity of commercial use both in all commercial developments where residential use is not mandatory
and in mixed use developments.

e. Council has directed that the recommended minimum proportion of residential use as a mandatory requirement of mixed use development be made
flexible to accommodate individual projects. However, it should be noted that none of the potential mixed use development sites in this Station
Area have a mandatory residential component.

For some of the industrial areas beyond the 400 m
radius (Sites 7 and 14), it is recommended that
the existing light industrial district be retained
until the general transformation of the Station
Area warrants a policy review. However, new light
industrial development should be of a high
environmental standard given the proximity of

these sites to the Station Area development.

N/A  Not Applicable

ii. Public Open Space

The creation of a node of higher intensity mixed

use development shall necessitate the provision of

public services and amenities like open space and

recreational facilities. The City holds Site 5, a iv.
large property which is presently used for the

impoundment of vehicles and animals. These

Industrial/Commercial Transition

At the periphery of the 400 m radius from the

facilities would not enhance the Station Area
development node and their relocation should be
investigated. When these facilities are

Station site, there are intermediate sites which
constitute a transitional zone where the existing
1iaght industrial district may be considered for
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medium to high density commercial development in
the future. This evolution to commercial
development would require continuous and improved
pedestrian circulation to the Station and
jntearated compatible development demonstrated
either at the time of application or by future
plans.

This transitional zone affects Site 9B which shall
initially retain its industrial designation;
however in the future it may be considered for
higher density mixed use development. Similarly,
Sites 6B and 8 could be considered for a change
from their present industrial designation in the
future, dependent on neighbouring development and
site-specific review hy the Planning and
Transportation Departments. In the future, the
highway-oriented commercial and industrial
character of Site 4 may evolve to a mixed use type
of development, subject to similar conditions.

Established Communities

The established community of Parkhill/Stanley Park
to the west of Macleod Trail has been designated
as a "Conservation Area" in the Inner City Plan.
It is recommended that the existina Tow to medium
density residential land use districts be retained
prior to the comprehensive Area Redevelopment Plan
process.

During the planning process, the community has
raised land use concerns regarding the
relationship between the Macleod Trail commercial
district and the low to medium density residential
uses along Stanley Road. Special development
guidelines for commercial development on Sites 10,
11, and 12A are recommended.

Within the community area, a set of development
quidelines have been formulated to encourage the
medium density residential block between 38th and
38A Avenue to unify the residential areas to its
north and south. At present, 38th Avenue is used
mainly as a car parking area while 38A Avenue
serves mainly as a pedestrian street for
residential units. It is intended that there be a
pedestrian-oriented streetscape on both 38th and
38A Avenues, preventing 38th Avenue from becoming
a parking lot only. The guidelines illustrated in

Figure 26 would allow the subdivision of the
existing lots (15.2 m by 45.7 m) into two Tots
(15.2 m by 22.8 m), subject to the approval of the
Subdivision Officer. The effect of this
subdivision would be to allow residential units to
front on both 38 and 38A Avenues. An alternate
guideline would be the use of building modules of
7.6 m in width without the subdivision of the
lots. These building modules could be built
through the depth of a 45.7 m Tot and permit
pedestrian access from both 38 and 38A Avenues.

FIGURE 26: DEVELOPMENT ALTERNATIVES FOR BLOCKS

BETWEEN 38TH AND 38A AVENUES S.W.




iii.

c. CIRCULATION SYSTEMS

i.

ii.

L.R.T. Station

The L.R.T. Station consists of two side-loading iv.
platforms with the entrance area located south of

39th Avenue. The opportunity exists within the

Station to 1ink with potential connections from

surrounding private development, allowing

comprehensive development in the Station Area to

incorporate the platforms into their design.

Bus Service

There is a need to develop an intensive east/west
feeder bus network which will serve this Station
since feeder buses generally deliver the vast
majority of passengers to transit stations thereby
reducing car traffic and its impact on adjacent
communities. Current bus routes which travel
through this area will be revised to connect with
the L.R.T. Station. The bus routes will be
finalized after discussions between the City
Transportation Department and citizens in the
district.

Vehicular Circulation and Road Improvements

The road system in this area has undergone
modification as a result of the surface alignment
of the L.R.T. System from 34th Avenue to 42nd
Avenue. The area is served by peripheral roads
which form a loop around new development
associated with the L.R.T. Station; that is,
Macleod Trail and Blackfoot Trail constitute major
north/south arteries and 42nd Avenue serves as the
major east/west connector. To the north of this
area, 34th Avenue is not affected by L.R.T.
construction and continues to serve developments
in the northern part of the Station Area. The
Transportation Department indicates that there are
1imits on road capacity at the signalized
intersections within the Station Area.

Pedestrian Network

East of Macleod Trail will be a number of
mandatory Primary Pedestrian Circulation
Corridors, as illustrated in Map 16. New
development east of Macleod Trail must accommodate
these Primary Pedestrian Circulation Corridors
with the inclusion of special development features
such as arcades, malls, pedestrian rights-of-way
or elevated streets.

These Primary Pedestrian Corridors generally
follow the edges of the existing block pattern
while the Secondary Corridors could include
mid-block circulation routes. It is the intent of
this range of pedestrian systems throughout the
Station Area to focus movement within development
on the L.R.T. Station, to foster pedestrian
movement by appropriate building form and design
and to provide alternatives to reduce the need for
car movement in the Station Area.
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SUBJECT TO CITY OF CALGARY LAND USE BYLAW

RR-1 Restricted Residential Single - Detached District
- building height - 10m

R-1 Residential Single-Detached District
- building height -10m.

R-2 Residential Low-Density District
- building height - 10m.

RM-4 Residential Medium Density Multi-Dwelling District
- building height - 9m
- density 148 u.p.h.* (60 u.p.a.)**

RM-5 Residential Medium Density Multi-Dwelling District
- building height - 9m
- density 210 u.p.h.* (85 u.p.a.)**

C-1 {.ocal Commercial District
- building height - 10m.

C-3 General Commercial District
-building height - 46m.

C-6 Highway Commercial District
- building height - 12m.

I-2 General Light Industrial District
- building height - 12m.
DC Direct Contro! District
* units per hectare
PE Public Park, school and Recreation District ** units per acre

L.RT. South Corridor Land Use Study

Existing Land Use
Designations

Map Chinook Station
9. THE CITY OF CALGARY

5/ PLANNING DEPARTMENT 17 October 1980
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4. Chinook Station Area

The Chinook Station is located approximately 5.5 km south of
Downtown. The Station's Primary Impact Area includes land
parcels located within the 400 m radius of the Station and
the Manchester community to the north which lies outside the
400 m radius of the Station.

The Primary Impact Area is characterized by large under-
utilized parcels with industrial uses abutting the railway
tracks, and highway-oriented uses and automobile-related
activity along Macleod Trail. In recent years, the whole
area has experienced substantial development activities with
the approval of new office buildings with ground floor
retail space throughout the area. Office and industrial
developments have significantly eroded the residential
character of Manchester. In 1978, a large mixed use project
with a s1gn1f1cant residential component was approved by
City Council in the existing industrial district within a
five minute walking distance of the Station.

It is anticipated that the Chinook Station Area will emerge
as the prime site for future development activities,
particularly for mixed use projects, based on market
analyses and factors such as proximity to major employment
centres and major thoroughfares as well as the availability
of large Tand parcels (Part III, Appendix I). However, it
must be noted that the existing environmental quality
presents concerns to future development, particularly for
projects with a residential component. These environmental
concerns include the industrial image of the area, noise
from the adjacent major thoroughfares, additional traffic
from new developments, particularly from commercial uses and
lack of open space. Comprehensive development on large
parcels may be necessary to overcome these negative
environmental factors by providing superior design solutions

a.

DEVELOPMENT CONCEPT

i.

The planning goal is to foster the development of
a "multi-purpose regional subcentre" that would be
visually and functionally integrated with its
surrounding land uses. The Chinook Shopping
Centre will continue to be the dominant shopping
and recreational focus. It will, together with
the Station facilities, act as a node for
additional concentrations of commercial,
residential, cultural and other social activities
based on the accessihility provided by public
transit and the major thoroughfares.

and adequate amenities to overcome the negative
environmental concerns in this area.

FIGURE 27: CHINOOK STATION AREA DEVELOPMENT g %\\\
CONCEPT s Ve -
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ii.

The Chinook Station Area shall act as an important
"suybcentre" in providing additional employment
opportunities to the region. The recommended land
use policies, guided by the decentralization
policy of the Growth Strategy in the Calgary
General Municipal Plan, shall encourage the Area's

restructuring to form a regional employment
"subcentre". Similarly, the introduction of a
significant residential component shall foster the
achievement of the Calgary General Municipal Plan
policies for residential concentration on major
transit lines.

Mot only is the provision of a “subcentre"
incorporating a diverse range of activities
important but also the functional integration of
these uses through movement linkages is critical.
The introduction of an integrated pedestrian
circulation network within the mixed use district
has been strongly recommended and emphasized as
part of the Station Area Plan strategy. The
recommended movement system will consider the
pedestrian linkages, roadway and access
improvements and other related policies.

b.  RECOMMENDED LAND USE AND DEVELOPMENT GUIDELINES

i.

High Density Mixed Use ii.

The location and mix of commercial uses in the
Chinook Station have been influenced by the
constraints of available road network capacity and
site access as outlined by the Transportation
Department (Part III, Appendix G).

High density mixed use development is recommended
adjacent to the Station and along the 61st Avenue
pedestrian spine (Site 1). In order to optimize
the L.R.T. ridership potential, to ensure housing
opportunities and to provide vitality in the
Station Area, approximately half of the floor area

in new development must be in residential use,
subject to Council's direction that the
recommended minimum proportion of residential use
as a mandatory requirement of mixed use
development be made flexible to accommodate
individual projects. Wherever possible, provision
of senior citizens' housinag adjacent to the
Station shall be explored.

Due to the pedestrian-oriented nature of the
Station Area and the roadway access and capacity
constraints, the commercial uses should not be
oriented to heavy traffic exposure and volumes
like regional shopping centres and car-oriented
services. In general, retail uses should be
limited to the first or second level and be
located along major pedestrian spines. Commercial
activity should be primarily office uses with some
opportunities for hotel and entertainment uses
integrated into comprehensive developments.

On Site 5, at the corner of Glenmore Trail and
Centre Street in the existing industrial area, a
mixed use project with a significant residential
component to an overall F.A.R. of 3.49 was
approved by City Council in 1978.

Medium Density Mixed Use

For the areas abutting the high density mixed use
district (Sites 2 and 4), it is recommended that
commercial uses, primarily offices, be permitted
to a maximum ceiling of an F.A.R. of 2. Although
not mandatory, the introduction of a residential
component in a mixed use development is encouraged
through a density bonus of an overall maximum
F.A.R. of 3, if approximately one-third or more of
the floor area is residential. A similar
commercial ceiling of an F.A.R. of 2 is
recommended for the presently industrial site
south of Glenmore Trail east of the tracks (Site



iv.

8), with the overall mixed use development
potential of an F.A.R. of 3 if one-third of the
floor area is residential. A maximum commercial
F.A.R. of 1.5 is recommended for the Manchester
area in Site 11. However, mixed use development
to a maximum F.A.R. of 3 would be permitted if
projects included approximately one-third
residential space.

High Density Commercial Use

Adjacent to Macleod Trail within the Station Area
(Site 3), high density commercial uses from a base
level of an F.A.R. 2 to a maximum F.A.R. of 3 are
recommended. This segment of the Macleod Trail
commercial strip should benefit from its exposure
to the major thoroughfare and to the transit and
pedestrian-oriented development node around the
Station.

Medium Density Commercial Use

The area east of the rail tracks south of 58th
Avenue (Site 6) is recommended for a medium
density commercial ceiling of an F.A.R. of 2.

Regional Shopping Centre and Highway-Oriented
Commercial Use

It is recommended that all highway-oriented
commercial uses be directed away from the Station
and be located along the major thoroughfares.
Therefore, the Chinook Shopping Centre and Macleod
Trail highway commercial strip, both north of 58th
Avenue and south of Glenmore Trail (Sites 10 and
12) should retain their present land use
desianations and type of development.

vi.

viii.

Industrial Uses

High quality industrial uses which are visually
attractive and environmentally compatible with the
Station and adjacent uses are recommended east of
Centre Street and adjacent to the C.P.R. tracks
outside the 400 m radius of the Station. Labour-
intensive industrial activities which would not
require extensive outdoor display and storage
areas and are compatible with adjoining uses shall
be supported in the industrial areas of Sites 7,
9, 13 and 14.

Within 400 m of the Station, the existing low
density and/or heavy industrial uses shall be
encouraged to relocate by the land use
recommendations for higher density development.

Established Communities of Windsor Park and
Meadowlark Park

No land use changes in the established residential
communities of Windsor Park and Meadowlark Park
are recommended as a result of this L.R.T. Land
Use Study.

Open Space and Community Facilities

The Manchester Public School site (1.24 ha) was
the community's only school until 1973 when it was
closed due to low enrolment. It is currently used
as one of the Public School Board's area offices.
A City-owned open space (0.16 ha) occupied by the
Community Hall has not been in active use due to
the dissolution of the Manchester Community
Association, which was caused by a rapid decline
in area population.
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FIGURE 28 SUMMARY OF RECOMMENDED LAND USE, INTENSITY AND DEVELOPMENT GUIDELINES®
BASED MAX IMUM
EXISTING DENSITY DENSITY MAX IMUMC
SITE LAND USE RECOMMENDED LAND USE MAXIMUM WHEN WITH BONUS HEIGHT SPECIAL
DESIGNATION BONUS SYSTEM IS (IN THE CONSIDERATIONS
NOT APPLICABLE ORDER OF )
(IN THE ORDER OF)
1-2 ixed Use (With Approximately Half F.A.R. 4 F.A.R. & 46 m Development should
Residential)d, be related to the
major Pedestrian
Corridors.
Retail use should
be limited to the
ground level and
along major above-
grade pedestrian
corridors.
Park 'n' Ride site
may potentially
include a "Leisure
Centre".
-2 ommercial Ceiling® F.A.R. 2 N/A 46 m Design techniques
c-3 A1l Residential F.A.R. 2 F.A.R. 3 ta overcome
D.C. ixed Use (With Approximate1y One-third existing negative
R-2 Residentiatl) F.A.R. 2 F.A.R. 3 environmental
conditions.
C-6 l@Commercial Ceiling® or Mixed Used F.A.R. 2 F.A.R. 3 46 m Orientation
c-3 to Macleod Trail
D.C and pedestrian
systems of Station
Area.
1-2 A1l Commercial® F.A.R. 2 N/A 46 m Design techniques
A11 Residential F.A.R. 2 F.A.R. 3 to overcome
fixed Use (With Approximately One-Third existing negative
Residential)® F.A.R. 2 F.A.R. 3 environmental
conditions.
n.C. Mixed Use (With a Major Residential F.A.R. 3.49 N/A 46 m As approved by
Component of a Minimum of 260 dwelling City Council in
Units) 1978.
1-2 Commercial Ceiling® F.A.R. 2 N/A 46 nm
7 1-2 [®Light Industrial N/A N/A 12 m
8 1-2 Commercial Ceiling® F.A.R. 2 N/A 46 m Design techniques
A1 Residential F.A.R. 3 to overcome
Mixed Use (With Approximately One-Third existing negative
Residential) F.A.R. 3 N/A environmental
condi tions.
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BASED MAXIMUM

EXISTING DENSITY DENSITY MAX IMUMC
SITE LAND USE RECOMMENDED LAND USE MAXIMUM WHEN WITH BONUS HEIGHT SPECIAL
DESIGNATION BONUS SYSTEM IS (IN THE CONSIDERATIONS
NOT APPLICABLE ORDER OF)

(IN THE ORDER OF)

9 1-2 Light Industrial N/A N/A 12 m
10 c-6 Commercial N/A N/A 12 m
11 R-2 Commercial Ceiling® F.A.R. 1.5 N/A 46 m Attention to
PE A1l Residential F.A.R. 3 design of inter-
1-2 Mixed Use {With Approximately One-Third face with
D.C. Residential)d F.A.R. 3 N/A commercial and
industriatl
development.
12 c-3 Commercial Ceiling® F.A.R. 3 N/A 46 m
R-2
C-6
D.C.
13 1-2 Light Industrial N/A N/A 12m
14 1.2 Light Industrial N/A N/A 12 m

It is recommended that the City undertake redesignation procedures in conjunction with the Area Redevelopment Plan process for the screened areas
after Council's approval of the Study in order to meet the objectives of the Station Area Plan. Details regarding exact land use district
boundaries and development guidelines for parcels will be worked out during the implementation stage of the land use amendment process.

b. Certain land use districts in the Calgary Land Use By-law do not use floor area ratios or units per hectare to regulate the density, including
C-6 and 1-2. The exact density of these districts shall be subject to the provisions of the district in the By-law, e.g. yard and height
restrictions.

c. Maximum heights shall he reviewed on a site-specific basis, subject to the performance standards regarding direct sunlight and other development
guidetines.

d. Council has directed that the recommended minimum proportion of residential use as a mandatory requirement of mixed use development be made
flexible to accommndate individual projects. Residential use is a mandatory component of development only on Site 1 in this Station Area.

e. Commercial ceiling is used to 1imit the intensity of commercial use both in all commercial developments where residential use is not mandatory
and in mixed use developments.

N/A  Not Applicable




Based on the land use recommendations, future
population and employment are expected to
increase. Since this future population is
expected to be adult-oriented, the planned open
space requirements should offer a place for
informal physical activity. It is, therefore,
proposed that a mini-park (0.4 to 0.6 ha) be
provided north of 58th Avenue in the vicinity of
the school site. The existing open space should
not be disposed of until an alternate site has
been established. Another mini-park of similar
size should also be provided in the high density
mixed use district south of 58th Avenue in the
vicinity of the Station.

Preliminary discussions with the Parks/Recreation
Department indicate that while the Department does
not currently have plans for the construction of a
"leisure centre", the Chinook Station Area would
be examined a possible location. The "leisure
centre" could include a variety of recreational
and cultural activities catering to the future
population of the Station Area and adjoining
communities. The "centre" could be integrated
with future redevelopment occurring over the Park
'n' Ride site so a feasibility study for the
inclusion of a "leisure centre" facility should be
considered for any future development on this
site.

c. CIRCULATION SYSTEMS

1'.

L.R.T. Station and its Related Facilities

The Chinook L.R.T. Station site is bounded by 61st
Avenue to the north, 1A Street to the west, and
the C.P.R. tracks to the east, occupying an area
of approximately 1.92 ha. The Station will

provide bus and passenger drop-off facilities.
The Park 'n' Ride 1nt will accommodate
approximately 350 parking stalls. The Station
will be an end-loading platform with access by an
escalator from the north end of the Station.

The Station has been designed to take into account
the redevelopment potential of the site. The Park
'n' Ride and other related facilities may be
inteqrated into future new developments adjacent
to the site or relocated within the adjacent
industrial area, thus releasing that part of the
site for possible future redevelopment. It is
recommended that the Land Department, in
consultation with other Civic Departments,
actively explore the opportunities to acquire
additional parking sites east of the tracks in the
industrial area.

Vehicular access would be primarily via Macleod
Trail, 61lst Avenue and Glenmore Trail from the
west and south, and via Centre Street and 61st
Avenue from the east, with the major entrance to
the Station from 1A Street. Initially, pedestrian
access would be predominantly from 61st Avenue via
an at-grade crossing of the C.P.R. and L.R.T.
tracks. Future connections over the tracks could
be provided when redevelopment occurs on the east
side of the tracks. The at-grade pedestrian route
will ultimately be supplemented by an interior
upper level pedestrian link continuing along the
alignment of the existing overhead bridge, as an
inteagral part of comprehensive redevelopment of
the blocks between the Station and Macleod Trail.
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ii.

iii.

92

Bus Service

The bus and L.R.T. System shall be integrated to
facilitate and encourage the use of public
transit. The existing bus routes shall be
re-examined to feed into the Chinook Station. The
planned changes in Calgary Transit routes shall be
discussed with the affected communities prior to
the formulation of the final plans. The need to
provide shuttle bus service linking the Chinook
Station and Chinook Shopping Centre with the
adioining residential neighbourhoods and
industrial sites should be examined to co-ordinate
with the operation of the L.R.T. System.

Vehicular Circulation and Network Improvements

Macleod Trail and Blackfoot Trail will remain the
most significant north-south arterial roads to
Downtown through the Chinook Primary Impact Area.
East-west service is provided by Glenmore Trail
and 58th Avenue South.

The Transportation Department has indicated that
the existing traffic volumes along Macleod Trail
would pose severe limitations if a significant
portion of the Station Area were to be redeveloped
to its maximum ultimate development potential.

The major problem is the limited capacity of
Macleod Trail, particularly at its critical
intersections with 6l1st and 58th Avenues and
Glenmore Trail. In peak hours, the road is
already operating at almost full capacity at some
intersections. The approved and planned network
improvements will augment the capacity of the
system to some extent to allow additional trips to
be accommodated in this Station Area. It must be

stressed that the programs for transportation
improvements would have to be co-ordinated with
future redevelopment, particularly for those uses
that rely heavily on Macleod Trail for primary
access. It is anticipated that, with the approved
and proposed road improvements, the transit-
oriented development gquidelines and other
appropriate access modifications, the recommended
development potential would be allowed,
particularly for parcels adjacent to the Station.
The key roadway improvements evaluated in the
Chinook Station Primary Impact Area include

(Part III, Appendix G):

- interchange at Glenmore Trail and Fairmount
Drive (under construction);

- grade-separation of Glenmore Trail and the
C.P.R./L.R.T. tracks (under construction);

- interchange at Glenmore Trail and 5th Street
S.W. (proposed for the period 1987 - 1996);

- widening of Centre Street (in conjunction
with the interchange construction at Glenmore
Trail and Fairmount Drive) and widening of
61st Avenue South; and

- geometric improvements at 61st Avenue and
Macleod Trail as well as at 50th Avenue and
Macleod Trail.

Deterioration of existing streets is prevalent in
the Primary Impact Area so improvements should be
undertaken to bring them up to normal City
standards.




sosasdiBBssess | R.T. ALIGNMENT & STATION R
7/ ,
0, L.R.T. STATION FACILITIES
%

@ PROPOSED INTERCHANGE

& WIDENING OF 61 AVE. S. AS PROPOSED BY
TRANSPORTATION DEPARTMENT

MAJOR THOROUGHFARE

eeecccsscccees  APPROVED STREET WIDENING

@ APPROVED INTERCHANGE IMPROVEMENTS

————=———  BUS ROUTES*
@ PARK & RIDE FACILITY

.c.o..n....o_.‘.d
ootoo'o.lolo(‘o..

IR 5 S D . FREEWAY R.O.W. (PROTECTED)

esmesmmammesnes POSSIBLE FUTURE 71ST AVE. EXTENSION

# BUS ROUTES TO BE FINALIZED FOLLOWING
PUBLIC PARTICIPATION PROGRAM WITH AFFECTED COMMUNITIES.

L.RT. South Corridor Land Use Study
Vehicular Circulation

&

Improvements

- Map Chinook Station
o THE CITY OF CALGARY

PLANNING DEPARTMENT 19 October 1980

¥

V-7

-

93




94

iv.

Pedestrian Circulation and Improvements

The future of the Station Area shall be
increasingly directed towards activities oriented
to pedestrians and riders of public transit. In
the development concept, connectivity and
integration of the various facilities through the
Station Area have been given the greatest
emphasis. The Plan proposes to foster the
creation of a safe, convenient and pleasant
pedestrian network connecting the major facilities
through a system of pedestrian linkages both
at-grade and above-grade as shown in Map 20.

The Primary Pedestrian Circulation Corridor would
follow 61st Avenue which should be enhanced by
improved at-grade widths and landscaping as
adjacent redevelopment proceeds. This would be
supplemented by an interior upper level pedestrian
1ink south of 61st Avenue as redevelopment occurs
such that this Primary Pedestrian Circulation
Corridor is provided. The above-grade public
pedestrian connection should have an easement of a
minimum width of 4.9 m to 1ink the Station with
the existing overhead footbridge over Macleod
Trail at the mid-point of the blocks. Future
redevelopment should accommodate and enhance the
recommended and existing pedestrian system in the
Station Area. The detailed plans for grade-
separated crossings of Macleod Trail shall be
determined during the recormended Area
Redevelopment Plan process.

The City, in consultation with the Chinook
Shopping Centre management, should examine the
feasibility of:

- constructing another overhead pedestrian
bridge over Macleod Trail in the vicinity of
the Sears department store to facilitate
pedestrian movement generated from areas
lying north of 6lst Avenue; and

- improvina the pedestrian environment from the
existing pedestrian overpass to the nearest
entrance of the Chinook Shopping Centre.
Provision of a pleasant and sheltered walkway
through the existing parkino lots could be
one solution.

Standard sidewalks should be constructed
throughout the Station Area under the Local
Improvement Ry-law. Also, any deteriorated
sidewalks should be repaired or replaced.
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SUBJECT TO CITY OF CALGARY LAND USE BYLAW

R-1 Residential single - Detached District
- building height - 10m

R-2 Residential Low Density District
- building height - 10m

RM-4 Residential Medium Density Multi-Dwelling District
- building height - 9m
- density 148 u.p.h.* (60 u.p.a.)**

RM-5 Residential Medium Density Muliti-Dwelling District
- building height - 12m
- density 395 u.p.h.* (160 u.p.a.)**

C-1 Local Commercial District
- building height - 10m.

C-3 General Commercial District
- building height - 46m

C-6 Highway Commercial District

- building height - 12m.
I-2 General Light Industrial District

- building height - 12m.
UR Urban Reserve District
DC Direct Control District

* units per hectare

PE Public Park, School and Recreation District ** units per acre

L.RT. South Corridor Land Use Study

Existing Land Use
Designations

Map Heritage Station
THE CITY OF CALCARY
PLANNING DEPARTMENT 21 October 1980




5. Heritage Station Area

The Heritage L.R.T. Station, 7.2 km south of the Downtown,
introduces a new transportation mode to the surrounding
suburban residential neighbourhoods of Haysboro, Kingsland,
Fairview and Acadia, the Macleod Trail highway commercial
district and the Haysboro Industrial Park. Due to the
improved accessibility, the existing low density and vacant
parcels adjacent to Macleod Trail and the Station Area are
coming under increased pressure for change.

a. DEVELOPMENT CONCEPT

The Heritage Station Area presents a significant
opportunity for a node of higher intensity development
straddiing Macleod Trail and linked to the L.R.T.
Station. Mixed use development would be encouraged to

provide a range of commercial and residential uses to e , &N
contribute to the vitality of the Station Area. To /ST NG
foster the proper functioning of the Station Area, the /// /Q?&WNWWW””W "
pedestrian network should be integrated with the new 725

comprehensive developments on both sides of Macleod /

Trail, ensuring a convenient linkage to the Station , /

from the west. The design of new development must
overcome the negative environmental conditions
attributable to the proximity to both Macleod Trail and
the rail lines. Also new development must be sensitive ~
to the transition in scale and character from the FIGURE 29: HERITAGE STATION AREA DEVELOPMEN
adjacent stable, low density residential communities. CONCEPT
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b.

RECOMMENDED LAND USE AND DEVELOPMENT GUIDELINES

i.

High Density Mixed Use

The prime sites alona Macleod Trail east of the

rail tracks can realize their potential for ii.
commercial and residential develonment through

their recommended designation for high density

mixed use. -

On Sites 1 and ?B located between Macleod Trail

and the rail lines, it is recommended that

commercial development may proceed to a ceiling of

an F.A.R. of 2, in a totally commercial comnlex

or, optionally, in combination with residential

use to a3 maximum mixed use F.A.R. in the order of iii.
4. In February of 1980, City Council aporoved a

land use amendment on the site at the southeast

corner of Hull Avenue and Horton Road (Site 2A)

for a hiagh density residential complex of an

approximate F.A.R. of 4. In September of 1980,

City Council also approved a land use amendment on

Site 2B to the south for a major mixed use complex

incorporating residential, retail, hotel and jv.
office components to an overall F.A.R. of 3.

For the City-owned Site 3 east of Macleod Trail,
comprehensive mixed use development is recommended
with a major residential component in combination
with commercial office uses. There would be some
flexibility in the recommended minimum proportion
of residential use as a mandatory requirement of V.
this mixed use development to accommodate an
individual project. In conjunction with the new
office development to the south, there is the
potential for this complex to provide a retail
mall connecting with the Macleod Trail pedestrian
overpass. In the future, the comprehensive
development of this site should also recoanize the
potential for integration with the Police District
C Office to be located on the southwest corner of
Bonaventure Drive and Heritage Drive.

Medium to High Density Residential Use

Medium to high density residential development on
Site 4, integrated with the new Heritage Square
office-entertainment complex on Macleod Trail,
would contribute to the mixed use character of the
Station Area as well as providing an appropriate
scale and type of development with respect to the
adjacent townhouses in Acadia.

Established Residential Communities

The suburban residential character of the stable
communities of Haysboro, Kingsland, Fairview and
Acadia should be respected through the retention
of their existing lTow to medium density
residential designations.

Macleod Trail Highway Commercial Use

The hiahway commercial district along Macleod
Trail serves a vital function so the existing land

use designations should remain beyond the 400 m
radius.

Low Density Industrial Use

In the older Haysboro and Fairview Industrial
Parks, the existing 1ight industrial designation
of I-2 should continue outside the 400 m radius.
The Haysboro Industrial Park is undergoing a
gradual transition to Tow and medium density
commercial office uses which are more appropriate
in the area intervening between the Heritage and
Southtand Station Area nodes and would provide a
better interface with the new development types.
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FIGURE 30 SUMMARY OF RECOMMENDED LAND

USE, INTENSITY AND DEVELOPMENT GUIDELINES?

(Minimum of Approximatetly Half
Residential)®

scaled down to 12m
along Bonaventure
Drive, subject to
standards regard-
ing direct sun-
light on Acadia
residential
district.

BASED MAX IMUM
EXISTING DENSITY DENSITY MAXIMUMC
SITE LAND USE RECOMMENDED LAND USE MAXIMUM WHEN WITH BONUS HEIGHT SPECIAL
DESIGNATION BONUS SYSTEM IS (IN THE CONSIDERATIONS
NOT APPLICABLE ORDER OF)
{IN THE ORDER OF)
c-6 ommercial Ceilingd F.AR. 2 N/A 46 m Development must
EIC\H Residential F.A.R. 2 F.A.R. 4 integrate east/
Mixed Commercial and Residential® F.A.R. 2 F.A.R. & west and north/
south Primary
Pedestrian
Circulation
Corridors.
Building form
should allow
penetration of
views from sites
east of Macleod
Trail.
0.c. (R-5)F [@Residential Use {Approved by City Council F.A.R. 3.79 N/A 46 m Development guide-
in February 1980) or lines as approved
450 units per including
hectare pedestrian
(180 units connections.
per acre)
28 p.C. hoMixed Commercial and Residential (Approved F.A.R. 3 N/A 46 m Development must
by City Council in September 1980) Subject to stand- | integrate north/
ards regarding south Pedestrian
direct sunlight on| Circulation
Haysboro Corridor.
residential
district. Building form
should allow
penetration of
views from sites
east of Macieod
Trail.
C-6 ixed Commercial and Residential Use F.A.R. 2 F.A.R. &4 Maximum of 46 m Potential

integration of
development with
Police District
0ffice and mal)
continuing Macleod
Trail pedestrian
overpass.




BASED MAX IMUM
EXISTING DENSITY DENSITY MAX IMUMC
SITE LAND USE RECOMMENDED LAND USE MAXIMUM WHEN WITH BONUS HEIGHT SPECIAL
DESIGNATION BONUS SYSTEM IS (IN THE CONSIDERATIONS
NOT APPLICABLE ORDER OF )
(IN THE ORDER OF)
RM-5 ®Residential 210 units/hectare {321 units/ Maximum of 30.5 m | Proper interface
(85 units/acre) hectare| at distance of 46 | with commercial
(130 units/ m west of Bona- phase.
acre) venture Drive
scaled down to 12
m along Bona-
venture Drive,
subject to
standards regard-
ing direct sun-
light on Acadia
residential
district.
1-2 Municipal Uses including L.R.T. Facilities N/A N/A N/A --
Clinic and Playground
6 R-1, R-2, RM-4, Haysboro, Kingsland, Fairview, Acadia Existing N/A Existing Limits --
RM-5 Residential Designations
7 I-2 ‘.Light Industrial Existing 1-2 N/A Existing 12 m Review of projects
regarding treat-
ment along L.R.T.
alignment and
relationship with
adjacent new
Station Area
development.
8 C-6 10Commercia1 Existing C-6 and N/A Existing limits Review of projects
C-3 -

considering
potential
connection to
pedestrian network
focussed on
Station.

:the ohjectives of the Station Area Plan.
‘worked out during the implementation stage of the land use amendment process.

It is recommended that the City undertake redesignation procedures for the screened areas after Council's approval of the Study in order to meet
Details regarding exact land use district boundaries and development guidelines for parcels will be

b. Certain land use districts in the Calgary Land Use By-law do not use floor area ratios or units per hectare to regulate the density, including

C-6 and I-2.
restrictions.

The exact density of these districts shall be subject to the provisions of the district in the By-law, e.g. yard and height

C. Maximum heights shall he reviewed on a site-specific basis, subject to the performance standards regarding direct sunlight and other development
aquidelines.

d.  Commercial ceiling is used to limit the intensity of commercial use both in all commercial developments where residential use is not mandatory
and in mixed use developments.

e. Council has directed that the recommended minimum proportion of residential use as a mandatory requirement of mixed use development be made

flexible to accommodate individua) projects.
development.

f. Some D.C. guidelines remain based on districts from Development Control By-law #8600.

N/A

Not Applicable

On Sites 2A and 2B, Council has approved specific land use amendments requiring residential
Residential use would be a mandatory component of mixed use development on Site 3, being optional on Site 1.
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vi.

L.R.T. Station and Facilities iii.

The Heritage L.R.T. System facilities are located
on Reserve land, designated prior to the Planning
Act (1963), which has allowed its use for
municipal purposes. Therefore, it is recommended
that Site 5 be redesignated to reflect its
municipal uses for the L.R.T. facilities, the
Health and Dental Clinic and the public
playground.

CIRCULATION SYSTEMS

i.

ii.

L.R.T. Station and Facilities

The Heritage Station is comprised of a centre-
loading platform with access from west of the
trackage by means of escalators near the mid-point
of the platform. Half of the platform is enclosed
as is the fare processing area. Associated with
the Station will be the bus loop, the Kiss 'n'
Ride stalls, and the Park 'n' Ride lot
accommodating 330 vehicles. The principal
vehicular access shall be from Haddon Road,
similar to the present Blue Arrow arrangement. In
the future, the operation of the L.R.T. facilities
should be monitored to ascertain whether
additional facilities would be necessary.

Bus Service

Calgary Transit is planning to integrate its bus

and L.R.T. services, requiring the re-orientation

of some bus routes to provide feeder service

focussed on the Heritage Station. Preliminary

plans for these chanaes are presently being iv.
formulated by the Transportation Department, which

will lead to an extensive public participation

prograin with the affected communities prior to

route changes.

Vehicular Circulation and Network Improvements

In the Heritage Station Area, the grade-separation
of Macleod Trail above the combined rail
alignments is scheduled for completion by the
commencement of the L.R.T. System's operation in
1981. Interchanges of Macleod Trail at both
Southland Drive and Heritage Drive are planned but
are not included in the next ten year program of
the Transportation Improvement Priority Study -
Update (May, 1979). However, if the recommended
Tevel of development in the Station Area proceeds,
it will be necessary to re-evaluate the priority
of these interchanges.

Based on the present analyses of the Transpor-
tation Department, the design of the future
interchange of Macleod Trail and Heritage Drive
should allow Horton Road to remain open. Horton
Road and Bonaventure Drive will serve the
development sites since the interchange will
disallow direct access from Macleod Trail to sites
between Heritage Drive and Hull Avenue/86th
Avenue.

Road closures may be necessary to consolidate two
sites including:

- the unused right-of-way of Hull Avenue/84th
Avenue (Site 1), and

- the road connecting Heritage Drive and
Macleod Trail north of the rail alignment
(Rose Kohn Arena Complex).

Pedestrian Circulation
The pedestrian circulation system, as outlined in

Map 24, shall be a vital element in the
functioning of the Station Area.
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Primary Pedestrian Circulation Corridor:

The Primary Pedestrian Circulation Corridor, a
mandatory benefit feature, shall include the
following grade-separated links above the
transportation rights-of-way:

East/West - from the Station above the rail
right-of-way and Horton Road; and above Macleod
Trail at the approximate alignment of 84th Avenue
South;

Morth/South - above Hull Avenue.

The development on Sites 1, 2A, 2B, 3 and 4 as
well as the Heritage Square complex would provide
the appropriate integrated pedestrian connections
to complete the important Primary Pedestrian
Circulation Corridors.

Future Public Pedestrian Improvements:

A pedestrian crossina of Heritage Drive between
the Station and the Rose Kohn Memorial Arena
Complex should be provided in the future design of
the grade-separation of Heritage Drive above the
rail alignment. The existing sidewalks along
Heritage Drive and Macleod Trail also should be
provided in the future interchange design.

Sidewalks:

The pedestrian sidewalk grid in the public
rights-of-way should be completed throughout the
Station Area, including an extension into the
Haysboro Industrial Park. This network could be
enhanced by individual developers undertaking
better sidewalk and landscaping treatments, to be
considered for bonusing.
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SUBJECT TO CITY OF CALGARY LAND USE BYLAW

R-1 Residential Single-Detached District
- building height - 10m

R-2 - Residential Low-Density District
- building height - 10m.

RM-4 - Residential Medium Density Multi-Dwelling District
- building height - 9m.
- Density 148 u.p.h.* (60 u.p.a.)**

C-1 Local Commercial District
- building height - 10m.

C-2 General Commercial District
- building height -23m.

C-6 Highway Commercial District
- building height - 12m.

I-2 General Light Industrial District
- building height - 12m
UR Urban Reserve District
DC Direct Control District
* units per hectare
PE Public Park, School and Recreation District

** units per acre

L.RT, South Corridor Land Use Study

Existing Land Use
Designations

@i Map Southland Station
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FIGURE 31: SOUTHLAND STATION AREA DEVELOPMENT
CONCEPT
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6. Southland Station Area

The Southland L.R.T. Station is located south of Southland
Drive approximately 9 km from Downtown. The Station Area,
defined by a 400 m radius, encompasses sectors of the four
suburban residential communities of Southwood, Haysboro,
Acadia and Willow-Ridge. East of the tracks, the Station
Area is characterized by large tracts of privately owned
land between the CPR right-of-way and Macleod Trail,
including the new office business park development of which
approximately 50 percent remains undeveloped and an existing
industrial area north of the Station. Considerable
development pressure has been experienced recently in the
immediate vicinity of the L.R.T. Station as evidenced by the
continuing development of the Southwood Business Park and
the recent City Council approval of a land use amendment
permitting a high density mixed use development north of

Southland Drive.
a. DEVELOPMENT CONCEPT

The Station Area development concept recommends a
general increase in density, primarily within 400 m of
the Station. The existing land use designations have
provided a base density level for development
intensity. For the major developable parcels, mixed
use development is recommended, with the introduction
of a residential component allowing the achievement of
higher bonus densities. This Plan also recommends that
the portion of the Haysboro Industrial Park within 400
m of the Station ultimately be redeveloped to more
L.R.T.-related uses. Comprehensive development for the
entire area is encouraged to provide pedestrian
linkages between new developments and the L.R.T.

Station.

For the abutting residential communities of Haysboro,
Southwood, Acadia and Willow-Ridge, the Southland
Station Area Plan confirms the established low to
medium density residential uses and recommends no
change in land use.

imn




b.

12

RECOMMENDED LAND USE AND DEVELOPMENT GUIDELINES

i.

ii.

High Density Mixed Use

The major developable sites along Macleod Trail tit.
and Southland Drive are recommended for high

density mixed use development supportive of the

L.R.T. System. The City Transportation Department

has indicated that the planned transportation

system could not accommodate the full "ultimate"

commercial development potential of all the

developable land parcels under their existing land

use designations. Related to these transportation

constraints, a residential potential has been

introduced through the bonus system for an overall iv.
F.A.R. in the order of 3.5 where approximately

half of the floor area would be residential for

Site 6A and the remaining undeveloped quadrant of

Site 5. For both of these sites, residential use

is not mandatory if the bonus density is not

employed. Council directed that the recommended

minimum proportion of residential use as a

mandatory requirement of mixed use development be V.
made flexihle to accormodate individual projects.

For Site 4, City Council approved a land use

amendment for a high density mixed use

development, consistent with the Study

objectives. On Site 5, another commercial

building was recently approved for the northeast

auadrant of the site.

High Density Commercial Use vi.
It is recommended that the existing land use

designation (D.C. with C-~2 and C-HWY-2

guidelines®), continues to be operative for Site

6B which is outside the 400 m radius.

These desianations from the previous Development

Control By-law #8600 would be roughly equivalent to a4,

D.T. with T-3and T-6 guidelines under the present
Calgary Land Use By-law.

Medium Density Commercial Use

It is recommended that the portion of the existing
Haysboro Industrial area within the 400 m radius
of the L.R.T. Station (Site 3) be redesignated to
a maximum commercial F.A.R. in the order of 2.0,
or mixed use with a maximum F.A.R. in the order of
3.5 if residential uses constitute approximately
half of the floor area.

Low Density Multi-Dwelling Residential Use

For Site 8 on Southland Drive, a low density
multi-dwelling residential 1and use is
recommended since it will integrate well with the
single family residencei to the east and the
townhouses to the south™,

Highway Commercial Use

Macleod Trail serves as an important hiahway-
oriented commercial strip. Therefore, outside the
400 m radius both to the north of the Station and
on the east side of Macleod Trail, highway
commercial land uses are recommended as
appropriate alona Macleod Trail.

Light Industrial Use

It is recommended that the existing Haysboro
Industrial Park north of the 400 m radius (Site 9)
retain its existing land use desianation as a
general liaht industrial district.

In October of 1980, City Council approved a land use
amendment on Site 8 to the C-2: General Commercial
District to allow a hotel/motel use.



vii.

viii.

Civic Facilities

It is recommended that the Civic facilities on
Site 1 be redesignated to reflect their public
service function as well as the future potential
for ancillary commercial uses. This ancillary
commercial use miaht take the form of retail
stores primarily for the convenience of transit
patrons, being permitted only after the site
conditions were monitored and deemed suitable for
this type of development.

The City Engineering Department does not presently
plan to vacate its maintenance depot site at
Southland Drive and Haddon Road. However, should
the depot be relocated, it is recommended that
this site be re-examined and appropriate land use
recommendations be formulated in consultation with
the adjacent communities.

Public Open Space
The existing public park space south of the

L.R.T. facitities should be retained for community
use. On July 29, 1980, City Council directed that

iXe

the vacant parcel of City-owned land east of
Sacramento Drive north of Sierra Crescent (Site
10) become park space following the proper
redesignation procedures.

On June 23, 1980, Council approved the
Commissioners' Report to Operations and
Development Committee (June 2, 1980) regarding the
"Southwood Community Concerns" and instructed the
Transportation Department to investigate the need
for pedestrian crossings and/or corridors across
Sacramento Drive to gain access to the community
playground/tot lot. The Parks/Recreation
Department was also instructed to implement
suitable measures for fencing or otherwise
protecting the community playground/tot lot from
traffic on Sacramento Drive and to complete this
work prior to the opening of the South L.R.T.
Leg.

Established Residential Communities

No changes in the present land use designations in
the existing residential communities of Haysboro,
Southwood, Acadia and Willow-Ridge within or
adiacent to the Primary Impact Area are
recommended in order to preserve their stable low
to medium density residential character.
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FIGURE 32

SUMMARY OF RECOMMENDED LAND USE, INTENSITY AND DEVELOPMENT GUIDELINES?

Applicable only to undeveloped southwest
quadrant.

BASED MAX IMUM
EXISTING DENSITY DENSITY MAXIMUMC
SITE LAND USE RECOMMENDED LAND USE MAXIMUM WHEN WITH BONUS HEIGHT SPECIAL
DESIGNATION BONUS SYSTEM IS (IN THE CONSIDERATIONS
NOT APPLICABLE ORDER OF }
(IN THE ORDER OF)

R-2 [®Public Service and Ancillary Commercial N/A N/A 10m Development to be

(as per Section 6.b.vii) located along
north edge of
site, integrating
pedestrian net-
work into L.R.T.
Station.

R-1 \@Appropriate future land use to be N/A N/A N/A Future consider-
determined if Engineering Department ation of alterna-
operatigns are relocated. tives in consulta-

tion with adjacent
communities.

1-2 Commercial Ceﬂ’ingd F.A.R. 2 N/A 46 m If residential
Mixed Use (With Approximately Half development,

Residential)® F.A.R. 2 F.A.R. 3.5 Scaled down on attention to
western edge interface with
subject to stand- | existing
ards regarding industrial uses.
direct sunlight on
Haysboro residen-
tial district.

D.C. Mixed Commercial and Residential Use as per Existing D.C. N/A Existing D.C. Existing D.C.
Land Use Amendment approved by City Council Guidelines of Guidelines of 76 Guidelines
on March 14, 1980. F.A.R. 3.79 m along Macleod including Primary

Trail and 46 m Pedestrian
along Horton Road.| Circulation
Corridor above
Southland Drive.
D.C./C-HWY-2 ommercial Ceih‘ngd F.A.R. 2.8 N/A 46 m High density
and c-2f Mixed Use (With Approximately Half residential to be
Residential) F.A.R. 2.8 F.A.R. 3.5 located nearest

to L.R.T. Station.

Provision of
Primary Pedestrian
Circulation
Corridor with
pedestrian over-
passes at L.R.T./
C.P.R. right-of-
way and at South-
land Drive.
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BASED MAXTMUM
EXISTING DENSITY DENSITY MAXIMUMC
SITE LAND USE RECOMMENDED LAND USE MAXIMUM WHEN WITH BONUS HEIGHT SPECIAL
DESIGNATION BONUS SYSTEM IS (IN THE CONSIDERATIONS
NOT APPLICABLE ORDER 0F)
(IN THE ORDER OF)
n.C./C-HWY-2 Commercial Ceilingd F.A.R. 2.8 N/A 46 m Development will
and c-2f ixed Use (With Approximately Half integrate Primary
Residential)€ F.A.R. 2.8 F.A.R. 3.5 Pedestrian
Corridor. High
density residential
development to be
sited nearest to
L.R.T. Station.
D.C./C-HWY-2 @General Commercial and Hiaghway Commercial Existing D.C./ N/A 46 m Development will
and c-2% C-HWY-2 and C-2 focus future
Guidelines pedestrian system
in a north/south
orientation
connecting into
Primary Pedestrian
system shown for
Site 6A.
7 Cc-6 Highway Commercial Existing C-6 - 12m -
8 c-2 eneral Commercial (As approved by City F.A.R. 2 N/A 23 m -
Council in October of 1980)
9 1-2 rGenerﬂ Light tndustrial Existing 1-2 -- 12 m --
10 R-1 I‘Open Space PE N/A N/A N/A
11 R-1 Established Residential Neighbourhoods Existing Land Use N/A Existing Land Use --
R-2 Designations Designations
RM-4

N/A
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It is recommended that the City undertake redesignation procedures for the screened areas after Council's approval of the Study in order to meet

the objectives of the Station Area Plan.

worked out during the implementation stage of the land use amendment process.

Details regarding exact land use district boundaries and development guidelines for parcels will be

Certain land use districts in the Calgary Land Use By-law do not use floor area ratios or units per hectare to regulate the density, including

C-6 and 1-2.
restrictions.

The exact density of These districts shall be subject to the provisions of the district in the By-law, e.g. yard and height

Maximum heights shall be reviewed on a site-specific basis, subject to the performance standards regarding direct sunlight and other development

quidelines.

Commercial ceiling is used to limit the intensity of commercial use both in all commercial developments where residential use is not mandatory

and in mixed use developments.

Council has directed that the recommended minimum proportion of residential use as a mandat
However, it should be noted that mixed use wi

flexible to accommodate individual proiects.
mandatory on Sites 3, 5, and 6A.

D.C. Guidelines are based on districts from Development Control By-law #8600.

Not Applicable

ory requirement of mixed use developments be made
th a residential component is optional rather than



ii.

c. CIRCULATION SYSTEMS

i.

L.R.T. Station and Facilities

The Southland L.R.T Station will be constructed on
the existing Blue Arrow bus site south of
Southland Drive. Vehicular access to the site
will be via Sacramento Drive. The Station site
will provide a drop-off area for Kiss 'n' Ride and
bus passengers as well as parking for
approximately 400 vehicles.

The platform design will be centre-loading. This
means passengers will have access to northbound
trains on one side of the platform and southbound
trains on the other side. Access to the platform
for users will be from the north end via stairs
and escalators. The platform area will be
partially enclosed and contain heated shelters, as
will the processing area.

Bus Service

Preliminary plans by Calgary Transit propose to
re-route local bus routes as feeders into the
Southland L.R.T. Station. It is anticipated that
two bus routes to the Downtown will continue along
Elbow Drive and Fairmount Drive/Macleod Trail but
these will not connect with the Southland L.R.T.
Station. Prior to route finalization, there will
be a public participation proaram with the
affected communities.

Road System and Improvements

The Southland L.R.T. Station Area will be affected
by a future major road improvement. A
arade-separated interchange for Macleod Trail and
Southland Drive is proposed by the Transportation
Department. This is not scheduled in the
Transportation Improvement Priority Studv - Update

to be constructed within the next ten year

period. However, the timing of the interchange
construction could be revised depending on the
intensity and rate at which new development occurs
in the Southland Station Area.

To accommodate significant new commercial
development north of Southland Drive, the widening
of Horton Road and further detailed road analyses
by the City Transportation Department may be
necessary. Improvements to Southport Road may
also be required to handle further commercial
traffic.
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iv.

Pedestrian Circulation

Since the development concept for the Station Area
is one which strongly encourages a balance of
transportation modes, the pedestrian circulation
system constitutes a major element in the overall
circulation system for the area.

Primary Pedestrian Circulation Corridor

The pedestrian network should focus on the L.R.T.
Station through the mandatory Primary Pedestrian
Circulation Corridors eligible for bonuses. These
Corridors are located as indicated on Map 28:

- from the north end of Site 4 to the enclosed
pedestrian overpass crossing Southland Drive
(as recently approved in a land use amendment
for this Site);

- from the south property line of Site 6A to
the north property line of Site 6A;

- from the north property line of Site 5, at
the enclosed pedestrian overpass crossing
Southland Drive, to the grade-separated
pedestrian connection into the Station also
from the south property line of Site 5 into
this critical connection to the Station.

Secondary Pedestrian Circulation Corridor

In order to facilitate pedestrian access into the
L.R.T. Station Area, new developments will be
encouraged to incorporate these Secondary
Corridors into their designs to link into the
Primary Pedestrian Corridors in the Station Area.

Sidewalks

Sidewalks should be completed throughout the
Station Area, including the Haysboro Industrial
Park.
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SUBJECT TO CITY OF CALGARY LAND USE BYLAW

R-1 Residential Single - Detached District
- building height - 10m

R-2 Residential Low - Density District
- building height - 10m

RM-4 Residential Medium Density Multi-Dwelling District
- building height - 9m
- density 148 u.p.h.* (60 u.p.a.)**

C-3 General Commercial District
-building height - 46m.

C-6 Highway Commercial District
- building height - 12m.

A Agricultural and open space District

UR Urban Reserve District

DC Direct Control District

PE Public Park, School and Recreation District

* units per hectare
** units per acre

L.RT. South Corridor Land Use Study

Existing Land Use
Designations

» Map Anderson Station
:i¢.Y THE CITY OF CALGARY
™/ PLANNING DEPARTMENT 29 October 1980
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Anderson Station Area

Anderson Station, the terminal of the first stage of the
south leg of the L.R.T. System, is located approximately
12.4 km from the Downtown near the intersection of Macleod
Trail and Anderson Road. The L.R.T. Station will make this
area more accessible to Downtown and will attract commuters
from the surrounding communities south of the City.

In this Station Area, there are relatively large properties
adjacent to Macleod Trail in single ownerships, rather than
the typical fragmented commercial strip development further
north. Several of these properties are undeveloped or
developed to a very low intensity, allowing greater
development potential in the area in the future. It is
Tikely that the existing development pattern in the Station
Area will change significantly as new development is
attracted by the area's improved accessibility.

a. DEVELOPMENT CONCEPT

As the terminal L.R.T. Station, major facilities are
required at the Anderson Station to accommodate
travellers changing transportation modes. The Anderson
Station is expected to serve the greatest number of
people of the South Corridor Stations and,
consequently, will have the largest Park '

n' Ride and bus drop-off facilities.

n' Ride, Kiss

There are two major obstacles to the development of a
coherent integrated urban node in the Anderson Station
Area which must be addressed in the Plan. The first
would be the major roads of Macleod Trail and Anderson
Road, which effectively divide the Station Area. The
second is the Park 'n' Ride site which, as presently
planned, isolates the L.R.T. Station from the south,
east and north by 6 ha of parking lots and circulation
roads.
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FIGURE 33: ANDERSON STATION AREA DEVELOPMENT N \
CONCEPT \
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The Plan makes recommendations to overcome these
constraints and to facilitate the creation of active
pedestrian-oriented as well as vehicle-oriented
development supporting the L.R.T. System. Optimum
development in the Station Area shall entail the
comprehensive redevelonment of the Park 'n' Ride site
for commercial and residential uses plus L.R.T.
parkina, intearated with an extensive pedestrian
network including bridges spanning Anderson Road and
Macleod Trail. The present vehicle-oriented nature of
the area will be changed as medium and high density
office and residential developments occur on the sites
and as they are linked into the L.R.T. Station through
the pedestrian system. Changes in the road system will
occur primarily to improve access to existing and
future development sites on each side of Macleod
Trail.

RECOMMENDED LAND USE AND DEVELOPMENT GUIDELINES
i. High Density Mixed Use

Mixed commercial and residential development to
maximum F.A.R.'s in the order of 3.5 and 4 are
recommended for the development sites within 400 m
of the Anderson L.R.T. Station (Sites 2, 3, 4 and
5). To achieve these densities, developers will
have to utilize the bonus system allowing density
increases from a base F.A.R. of 2 to the maximum
allowable density through the appropriate mix of
uses as well as the provision of benefit

features.

Development on Sites 2 and 3 is recommended to
include a residential component of approximately
half of the floor area, subject to Council's
direction that there would be flexibility
regarding the minimum proportion of residential
use as a mandatory requirement of mixed use
development to accommodate individual projects.
The present, highly constrained traffic situation
along Macleod Trail in this area will be relieved
to some extent by the extension of Deerfoot Trail
to Anderson Road. This improvement will be
necessary prior to major development on Site 2.
The extension of the L.R.T. System to Midnapore by
1988, as recommended in the Transportation
Improvement Priority Study - Update, may reduce

traffic volumes at Anderson Station and allow
higher development densities on Site 2.
Significant development of this site should occur
after the L.R.T. System has gone into operation.

For the developable sites east of Macleod Trail
(Sites 4 and 5), the potential would exist for
mixed use development to an F.A.R. in the order of
3.5 through bonussing with the introduction of a
residential component. Otherwise commercial
development may proceed to the Tevel allowed by
the existing designations.




ii.

iv.

Amy Lorne-Chateau Estates Mobile Home Parks
(A.C.E.)

On July 29, 1980, City Council directed that the

mobile home parks (Site 8) should be redesignated V.
from the present UR: Urban Reserve designation to

the RMH: Mobile Home Park designation to maintain

the area in this use. This site would not be a

prime site for higher intensity, L.R.T.-related

development because of its distance from the

Station and its possible impact on the roadway

system, jeopardizing development on sites closer

to the Station.

Southcentre

The Southcentre shopping mall (Site 6) contributes
sianificantly to the attractiveness and vitality
of the Anderson Station Area. Further expansion
of retail facilities and the possible inclusion of
an office or residential comnonent could be
considered for the shopping centre complex
although any major expansion of retail facilities
would increase the traffic generation and could
require improved access from Macleod Trail.

Medium Density Residential Use

The northeast corner of the Southcentre property
(Site 7) is recommended for adult-oriented, medium
density residential development at a maximum
density of 148 units per hectare (60 units per
acre).

Established Residential Communities

One major objective of the Anderson Station Area
Plan has been to minimize the impact of the

L.R.T. System and new development on the
residential communities of Lake Bonavista, Canyon
Meadows, Southwood and Willow-Ridge. The land use
designations in the four surrounding communities
are recommended to remain unchanged.
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FIGURE 34

SUMMARY OF RECOMMENDED LAND USES, INTENSITY AND DEVELOPMENT GUIDELINES2

BASED MAX IMUM
EXISTING DENSITY DENSITY MAX IMUME
SITE LAND USE RECOMMENDED LAND USE MAXIMUM WHEN WITH BONUS HEIGHT SPECIAL
DESIGNATION BONUS SYSTEM IS (IN THE CONSIDERATIONS
NOT APPLICABLE ORDER OF)
(IN THE ORDER OF)
A ®Pubtic Service - L.R.T. Yards and Shop N/A N/A N/A
Complex
UR @Mixed Commercial and Residential Use (With F.A.R. 3 F.A.R. 4 46 m Development design
Minimum of Approximately Half should allow for
Residential) integration with
development on
Site 3 to the
north.
D.C. Mixed Commercial and Residential Use (With F.AR. 2 F.A.R. 3.5 46 m Development design
(C-HWY-2)¢ Minimum of Approximately Half should allow for
Residential)d integration with
development on
Site 2 to the
south.
i®Commercial Ceilingf F.A.R. 3 N/A 46 m Integration of
Al1 Residential F.A.R. 3 F.A.R. 3.5 Subject to direct higher intensity
Mixed Use (Commercial and Residential)d F.A.R. 3 F.A.R. 3.5 sunlight standards| development with
relative to Willow| the existing
Ridge residences. retail comnrlex.
Commercial Ceilingf F.A.R. 3 N/A 46 m Attention to
A1l Residential F.A.R. 3 F.A.R. 3.5 interface with
Mixed Use (Commercial and Residential)d F.AR. 3 F.A.R. 3.5 shopping centre.

.Retai{ Shopping Centre

Existing D.C.
Guidelines

Existing D.C.
Guidelines

Existing D.C.
Guidelines

Attention to
interface with
new development.

S ——

D.C.
(c-2)¢
0.C. .Residéntia]
(c-2)¢
8 | W | Mobile Home Park

persons/hectare
(22 p.p.a.)

148 units/ N/A 12m Attention to fit
hectare with shopping
(60 units/acre) centre complex.
- Approximately 54 N/A N/A

It is recommended that the Citv undertake redesignation procedures for the screened areas after Council's approval of the
the objectives of the Station Area Plan.

worked out during the implementation staage of the land use amendment process.

Study in order to meet
Details regarding exact land use district boundaries and development guidelines for parcels will be

Certain land use districts in the Calgary Land Use By-law do not use floor area ratios or units per hectare to regulate the density, including

C-6 and I-2.
restrictions.

The exact density of these districts shall be subject to the provisions of the district in the By-law, e.g. vard and height

Maximum heights shall be reviewed on a site-specific basis, subject to the performance standards regarding direct sunlight and other development

quidelines.

Council has directed that the recommended minimum proportion of residential use as a mandatory requirement of mixed use development be made

flexible to accommodate individual projects.

D.C. Guidelines are based on districts from Development Control By-law #8600.

Only on mixed use Sites 2 and 3 would residential use be mandatory.

Commercial ceiling is used to limit the intensity of commercial use both in all commercial developments where residential use is not mandatory
and in mixed use developments.

Not Applicable




c. CIRCULATION SYSTEMS
i. L.R.T. Station and Facilities

The Anderson L.R.T. Station is comprised of a
centre-loading platform with access by escalator
from the south end. The platform will be covered
for approximately one-half of its length and
heated enclosures will be provided. Presently
under construction are the Kiss 'n' Ride, bus
drop-off and Park 'n' Ride facilities, the largest
in the L.R.T. System.

In the short-term, access into the Park ‘'n' Ride
site will be from Macleod Trail at a signaltized
intersection south of Willow Park Drive and by a
right-turn-in/right-turn-out point. Feeder buses
will use the same Station entrances as the
automobile traffic.

When development occurs on the Park 'n' Ride site
or if the parking facility is expanded
substantially, an access ramp into the Park 'n'
Ride site is nroposed by the Transportation
Department. This ramp would allow traffic
northbound on Macleod Trail to enter the Park 'n
Ride 1ot and Station Area traffic to exit
northbound onto Macleod Trail without making left
hand turns across Macleod Trail. To ensure good
access to the Anderson Park 'n' Ride site and to
avoid conoestion on Macleod Trail, a right-of-way
should be protected on Site 3 for the purpose of a
future road connection to Willow Park Drive.

Southwest nf the Station is the large single
storey Anderson Yard and Shop Complex designed for
fabrication, storage, repair and maintenance of
the Liaht Rail Vehicles and storage and
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ii.

iii.

maintenance of buses. This is a permanent
facility and will not be relocated if the L.R.T.
System is extended south to Midnapore as proposed
for 1988 in the Transportation Improvement
Priority Study - Update.

Bus Service

The majority of the bus routes in the Anderson
Study Area are being revised to feed into the
Anderson Station. Transit service will continue
on Elbow Drive and Fairmount Drive/Macleod Trail
to the Downtown but will not provide service into
the Anderson Station. Calgary Transit will be
conducting public meetings in the affected
communities during 1980 to gain public input prior
to finalizing the route changes.

Road System and Improvements

Macleod Trail and Anderson Road provide the major
access to the Station Area. The heavy traffic
volumes on Macleod Trail have constrained the
development potential of certain Station Area
sites due to intersection capacities, turning
restrictions and peak hour volumes between
Anderson Road and Southland Drive. For maximum
development to be feasible on Sites 2 and 3 on the
west side of Macleod Trail, an access ramp will
1ikely be necessary to avoid left hand turns
across Macleod Trail traffic. The ramp will also
provide access into Southcentre, compensating for
the loss of two road entrances due to the proposed
construction of the Maclieod Trail/Anderson Road
interchange in 1985/1986 as recommended in the
Transportation Improvement Priority Study -
Update.
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The interchange will also require the closure of
Lake Aspen Road, the existing entrance to the
A.C.E. mobile home site. In the future, Anderson
Road will be upgraded to freeway standards with
grade-separation at all intersections. The
Anderson Freeway will connect the proposed Sarcee
Trail to the west with Deerfoot Trail to the
east.

iv. Pedestrian Circulation

Primary Pedestrian Circulation Corridor

The pedestrian circulation system is important to
the optimal functioning of the Anderson Station
Area to link together the Station, the new
development sites and the existing communities.
The Primary Pedestrian Circulation Corridor
elements identified are:

- the connection from the Anderson Station
across the Park 'n' Ride site to Site 3 to
the north;

- the enclosed pedestrian overpass across
Macleod Trail from the Park 'n' Ride site to
Southcentre, either as part of the access
ramp proposed by the Transportation
Department as a possible future major
entrance to the L.R.T. site or as a separate
bridge with facilities for pedestrians and
bicycles;

- the link to the Anderson Station from the
western end of the connection over Macleod
Trail;
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- the connections from the east end of the
Macleod Trail overpass to the developments on
Sites 4 and 5, as well as to Southcentre
mall;

- the enclosed pedestrian bridge above Anderson
Road Tinking the mobile home park to the
Southcentre site;

- the connection from the north end of the
Anderson Road pedestrian bridge from Site 8
into the Southcentre mall and/or to the
Macleod Trail overpass;

- the enclosed pedestrian bridge from Canyon
Meadows to the City property west of the Yard
and Shop Complex and a walkway to the L.R.T.
Station.

Secondary Pedestrian Circulation Corridor

Secondary Pedestrian Circulation Corridors, which
may be eligible for bonuses, can be built in the
Station Area at the developer's option to link
into the Primary Corridors for the improvement of
pedestrian travel.

Sidewalks

The sidewalk system should be completed in the
Station Area, including sidewalks along Macleod
Trail. This network could be enhanced by private
developers wishing to improve their developments,
with walkway improvements being considered for
bonussing.
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E.

1.

IMPLEMENTATION

The implementation of the L.R.T. South Corridor Land
Use Study shall involve statutory plans as well as
technical review and programming within the Civic
Administration.

ADOPTION OF THE L.R.T. SOUTH CORRIDOR LAND USE STUDY BY
RESOLUTION

The Study sets out the planning framework to guide
future development and land use changes in the Station
Areas and the South Corridor. This policy document
shall be used as the basis for the preparation and
review of land use amendments and development
applications. In addition, it shall be employed as the
basis for the preparation of any future Area
Pedevelopment Plans in the Study Area. This Study

also makes recommendations for improvements by the
various City Departments and by private developers to
achieve the Study objectives. It is therefore
recommended that City Council adopt by resolution the
L.R.T. South Corridor Land Use Study as a policy report
which sets out the context to guide future development
and land use changes in the L.R.T. South Corridor-,

AMENDMENTS TO THE CALGARY GENERAL MUNICIPAL PLAN
RESULTING FROM THE L.R.T. SOUTH CORRIDOR LAND USE STUDY

Under the provisions of The Planning Act 1977, City
Council can amend the Calgary General Municipal Plan by
by-law to incorporate the Tand use policies contained
in the L.R.T. South Corridor Land Use Study. It is
necessary to amend the Calgary General Municipal Plan
in order to make the provisions of the policy report
part of a legal statutory plan. The recommended
amendments shall include the following policies:

On July 29,.1980, City Council approved the L.R.T.
South Corridor Land Use Study and By-law 12P80 to amend
the Calgary General Municipal Plan, both as amended.

The approved L.R.T. South Corridor Land Use Study
policy recommendations shall be used as the basis
for future land use changes and also for the
preparation of Area Redevelopment Plans in the
South Corridor.

The seven L.R.T. Station Areas shall be designated
as "multi-purpose" centres suitahle for the
decentralization of employment opportunities and
high density residential developments.

Wherever appropriate, high density residential
development shall be supported in Station Areas in
accordance with the recommended development
guidelines in order to optimize the potential for
L.R.T. ridership.

Integrated mixed commercial and residential
development which promotes greater efficiency of
urban land utilization, convenience for users and
vitality shall be encouraged in Station Areas.

The L.R.T.-related Station Area Development
Policies regarding benefit features and the bonus
system should provide auidance for all new
developments located within the Station Areas.

The Erlton, 42nd Avenue and Chinook Station Areas
shall be designated as areas suitable for the
preparation of Area Redevelopment Plans.

The land use designations of the Calgary Land Use
By-law, including the Direct Control District
(D.C.Y, shall be used in order to achieve the land
use policy objectives of the L.R.T. Station Area
Plans.
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PREPARATION OF AREA REDEVELOPMENT PLANS

Within the L.R.T. South Corridor Study Area, Connaught/
West Victoria Park, Mission and Parkhill/Stanley Park
have been designated by City Council as areas suitable
for the prenaration of Area Redevelooment Plans. It is
further recommended that, within the Study's policy
framework, Area Pedevelopment Plans be prepared for the
Ertton Special Study Area immediately following the
Study's apnroval, as well as the 42nd Avenue and
Chinook Station Areas as soon as possible. As the most
efficient and consistent approach to organizing land
uses and development gquidelines, the two A.R.P.'s for
Parkhill/Stanley Park and the 42nd Avenue Station Areas
should be nrepared and proceed simultaneously due to
their related nature.

The Area Redevelopment Plan process will provide
detailed planning at the community level, allowing
opportunities for public input regarding detailed
issues which could not be adequately addressed at this
Study level. Snecific policies, guidelines and
implementation techniques can be determined at this
stage of plan preparation. In addition, a
redevelopment levy may be established and imposed on
new developments in accordance with the by-law adopting
an Area Redevelopment Plan for the Station Area. The
funds collected can be used towards the cost of open
space acquisition.

LAND USE REDESIGNATIONS UNDER THE CALGARY LAND USE
BY-LAW

In order to implement the recommended land uses and
development guidelines in the Study Area, it is
necessary to redesignate or amend the existing land use
designations which are in conflict with the land use
proposals. It is recommended that the Planning
Department initiate, immediately after the approval of
the Land Use Study policies, redesignation procedures

for the development parcéls generally located within
the 400 m radius of a Station as indicated in the
various individual Station Plans. Immediate
legislative action is necessary for these parcels in
view of their strategic location in relation to the
L.R.T. Stations. Appropriate land use districts are
critical for the success of the L.R.T. System. When
land use amendment and development applications are
submitted for approval, the policy gquidelines should
provide a basis for review.

It is recognized that some property owners may request
the approval of interim types or levels of development
rather than the Study's recommended intensity and

uses. The review of these applications shall consider
whether the proposal is an acceptable extension of the
existing use or a new use which does not jeopardize the
site's longer-term redevelopment potential or the
Station Area's functioning.

On March 3, 1980, the Calgary Land Use By-law was
adopted by City Council and came into effect on March
31, 1980. This By-law is considered to be one of the
most effective legal tools in regulating uses and
development in the Study Area. It is therefore
recommended that the appropriate land use districts
from the By-law be utilized wherever possible to
respond to the requirements of a particular land parcel
in the Station Area. However, if available districts
are found to be insufficient to meet the needs of the
Station Area land use policies, the "Direct Control
District" may then be employed. It is also recommended
that during the implementation stage, the
Administration explore the need to establish new
L.R.T.-related 1and use districts or an L.R.T. overlay
district to be incorporated into the Calgary Land Use
By-law as a means of controlling the use of land
adjacent to transit station areas.




DEVELOPMENT REVIEW

Within this recommended policy framework, actual
development proceeds on a project by project basis
requiring Civic approval of land use amendments,
development permits and building permits. Therefore,
development within the Corridor will be reviewed by the
Civic Departments relative to the capacity of existing
or planned infrastructure as well as concerns regarding
its quality and conformity with the Study's planning
objectives. It shall be the policy of the Calgary
Planning Commission with Council's concurrence on July
29, 1980, that all development applications submitted
for lands in the Primary Impact Areas of all the

L.R.T. Stations be required to include information
which shows how the development proposed:

- contributes to the effectiveness of the L.R.T.
Systenm;

- what features the development will contain that
will attract people to the L.R.T. Station Areas;
and

- how it is designed such that it will not adversely
affect the accessibility of the adjacent
communities to the L.R.T.

One of the major development constraints identified in
the Station Areas is related to the limited road
capacities and access along Macleod Trail and at some
of its major intersections. In order to assure that
the necessary road facilities are available to
accommodate the level of development proposed in the
Station Plans, it is recommended that:

- all future development proposals be reviewed by

the Transportation Department regarding trip
generation characteristics and potential traffic
impact on the road system to assess the
appropriate scale of development;

- the planned road and access improvements be
co-ordinated with the level of development
activities in each Station Area;

- based on these analyses, the Transportation
Department make recommendations to the Approving
Authority with regard to the improvements or
restrictions considered necessary to maintain the
traffic flow at a reasonahle level of service in
the vicinity of the transit stations;

- the developer may be required to contribute
towards the necessary road improvement costs
so as to meet the road and access requirements of
the proposed development.

TRANSPORTATION REQUIREMENTS

The following major road improvements have been
identified by the Transportation Department as key
elements in the successful implementation of new
developments along the L.X.T. Corridor (Part III,
Appendix G):

Stampede - South Downtown By-pass (City Council-
approved);

Erlton - 26th Avenue Connector;
- Macleod Trail Widening to 6 lanes (City
Council-approved);

42nd Avenue
and Chinook - 50th Avenue Freeway (ultimate);
- &th Street S.W./Glenmore Trail
Interchange;
- Fairmount Drive/Glenmore Trail
Interchange (City Council-approved);

Heritage
and Southland - Grade-separation of Heritage Drive and
Southland Drive along Macleod Trail
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FIGURE 35: SUMMARY OF CITY EXPENDITURES RELATED TO L.R.T. STATION AREA PLANS

RECOMMENDED PROJECTS* APPROXIMATE TOTAL COST TO CITY COMMENTS RESPONSIBLE
FOR STATION AREAS DEPARTMENT
Pedestrian Overpasses $3,000,000 The cost estimates assume fully enclosed, grade- Engineering

separated bridges; however, some of these links
may be integrated into the interchange designs
and costs. As set forth in Part II, Chapter C,
the City could secure or recover a large portion
of these costs at the time of redevelopment.

Sidewalk Construction and Improvement $ 500,000 Through Local Improvement By-laws, the majority Engineering
of sidewalk costs are charged back to adjacent
owners. However, it is anticipated that the
City would likely absorb approximately 25
percent of the costs for the recommended
sidewalks program. Sidewalks could also be
provided by owners at the time of development
or redevelopment.

Land Acaquisition $1,000,000 Estimates based on acquisition of school sites Parks/Recreation
in Erlton and Manchester (.4 ha) and a further
area {.7 ha) close to Chinook Station for open
space and recreational purposes. In future,
parkland acquisition costs could be offset by
the imposition of a redevelopment levy, through
the Area Redevelopment Plan (A.R.P.) by-law.

Satisfactory relocation of the City Maintenance
Depot in the Southland Station Area and the
Pounds in the 42nd Avenue Station Area could
require further expenditures in the future.
Tree Planting/Landscaping/Beautifi- $1,000,000 Through the planned A.R.P. process, landscaping | Engineering/Parks

cation programs may be established in the Stampede,
Erlton and 42nd Avenue Station Areas. In other
Station Areas, the landscaping program will be
developed directly with the responsible
Departments.

TOTAL $5,500,000

* The Station Area Plans set forth the more detailed information and location of the recommended expenditures.
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Anderson - Deerfoot Trail connection to Anderson Road;
- Anderson Road/Macleod Trail Interchange
(City Council-approved);
- Access Bridge between Southcentre and the
L.R.T. Station site;

These proposed roadway improvements shall he evaluated
in detail in the context of the Area Redevelopment Plan
processes as well as other comprehensive planning
studies. Some of these major road improvements are not
identified in the ten year priority list of the
Transportation Improvement Priority Study - Update. It
is recommended that requirements for these improvements
be reviewed as development proceeds throuahout the
Corridor. The recommended monitoring program reaarding
the transportation characteristics should be undertaken
when the L.R.T. System becomes operational and as
development proceeds in order that the development
potential and road improvement programs may be fine-
tuned over the implementation period and that the
potential impacts be assessed adequately by the
appropriate Civic Departments.

FINANCING IMPROVEMENTS IN STATION AREAS

The Station Area Plans have recommended improvements
for the purpose of improving the general environment
and accessibility. The cost of these recommended
improvements may be borne in several ways.

- The expenditures for programs such as park
development and open space acquisition, as well as
construction of roadways and some pedestrian
improvements are generally included in the annual
Capital Budget of the responsible Civic
Departments.

It is recommended that the improvements outlined
in the Station Area Plans be incorporated into the
annual budget review of the responsible Civic
Departments and, as warranted, the appropriate
Department's Capital Improvement Program would
accommodate the Station Area requirements. The
estimated costs for the major municipal
improvements in the Station Area Plans are
summarized in Figure 35.

Through the adoption of the recommended Area
Redevelopment Plans in designated Station Areas,
redevelopment levies may be established and
imposed on new development to offset open space
acquisition expenditures.

The costs for sidewalks and other features may be
borne by the adjacent owners through Local
Improvement By-law charges.

As recommended in the Station Area Development
Policies (Part II, Chapter C), the cost of the
Primary and Secondary Pedestrian Circulation
Corridors shall be borne aenerally by the adjacent
owners benefitting from the improvements. The
pedestrian network will be negotiated during the
development review process based on the
recommended bonus system and policy requirements.
However, some connections benefitting general
neighbourhoods may require funding from the Civic
capital budget.
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PARTICIPATION IN DEVELOPMENT OPPORTUNITIES OF
CITY-OWNED LAND IN STATION AREAS

Active participation by transit authorities to promote
and participate in development activities around
Station sites has been undertaken by many cities,
including Montreal, Toronto and Washington, D.C. These
cities have established policies to "capture" a portion
of the financial, environmental and social benefits
from the transit system through various management
strategies. Lands which are exclusively transpor-
tation-oriented may be better utilized for the benefit
of both the public and private sectors. Development 9.
opportunities on the City-owned sites at/or in close
proximity to the L.R.T. Station have been analyzed in
the Station Area Plans. It is recommended that the
City:

a. adopt a positive development-oriented policy for
City-owned lands in and around the L.R.T. Station
Areas, and promote the development opportunities
of such parcels to:

i. realize the maximum benefit for the private
and public sectors;

ii. serve the needs of the City and the adjacent
communities; and

ijii. optimize transit ridership opportunities;

b. in order to achieve these objectives, it is
recommended that an Inter-Departmental Committee
co-ordinated by the Land Department be established
to promote, procure, co-ordinate and participate
in development opportunities in Station Areas;

¢c. that H.U.D.A.C. and U.D.I. be consulted in
conjunction with the planning process for future
development on City-owned sites in the Station
Areas.

IMPACT MANAGEMENT AND MONITORING PROGRAMS

The L.R.T. System has great potential to act as an
important force in restructuring urban activities in
Calgary. A program can be developed to determine how
and to what extent the South Leg of the L.R.T. System
has influenced the transportation system and the
spatial arrangement of population and land use
activities within the City. The environmental effects
of the L.R.T. Syvstem's operation on the adjacent areas
should also be included in this program. The findings
should be evaluated with regard to the implications for
planning and transportation policies in Calgary. The
findings could also be used by decision-makers to
establish future policies to enhance the benefits or to
reduce the neqative impacts of the future extensions of
the L.R.T. System.

It is, therefore, recommended that an impact and
monitoring program for the L.R.T. South Corridor be
established after the approval of the Study to examine
the economic, social and environmental impacts at both
the micro-scale of the adjacent lands and the macro-
scale of the communities and City as a whole. The
impact monitoring system and management strategies
should be oriented towards "problem-" and “issue-
solving", so that appropriate action can be undertaken
quickly and effectively. The formulation of the
detailed program will involve the Civic Departments
responsible for dealing with the impacts.



Chapter F

Impact Monitoring And
Management Strategies
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IMPACT MONITORING AND MANAGEMENT
STRATEGIES

Within the terms of reference of the Land Use Study, a
comprehensive impact analysis has been undertaken in
response to the introduction of a major new mode of
transportation into Downtown and South Calgary. The
impacts of the L.R.T. System itself and the potential
new development attracted to the South Corridor have
been analyzed in the context of the abutting
communities, then focussing on the immediate Primary
Impact Area.

1. Process

The impact analysis, as outlined in Figure 1 of
the "Planning Process” Part II, Chapter A, has
involved the stages of:

- description of existing or "baseline"
conditions relative to various factors;

- identification of potential issues and
impacts;

- recommendation of monitoring and/or
management techniques to deal with the
impacts.

In Part III, Appendix F, the detailed findinas of
the impact analysis are summarized relative to
these stages.

The impact analysis has incorporated the
evaluation and assessment of existing
neighbourhood conditions, past and projected
trends, community concerns and the findings of
consultants' studiesl regarding traffic and
parking impacts, the market feasibility of
development in the South Corridor, and L.R.T.

System noise and vibration effects. This analysis
has been undertaken in advance of the availability
of any detailed information on the impact of the
new L.R.T. Svstem and associated development
specifically related to the Calgary situation,
although experience can be drawn from other
municipalities with rail transit systems.

The impact analysis has led to recommendations
identifying the need for monitoring systems and
management strategies to deal with impacts. In
combination, the possible impacts from potential
new development on factors like community
facilities have been used in the evaluation of
planning recommendations for the Station Area
Plans and the Station Area Development Policies.

As the South Leg of the L.R.T. System commences
operation, it is important that the recommended
impact monitoring processes be undertaken relative
to both the site-specific level of individual
projects and the cumulative effects at the
Corridor-wide level. This monitoring process is
necessary to provide the essential information not
only to identify the level of impacts and to lead
to the necessary actions for controls and
improvements but also to provide basic information
on the L.R.T. System's impact for application in
the planning and policy formulation for future
extensions of the System. In conjunction with the
monitoring processes, effective impact management
strategies shall be formulated and implemented.

1. 181 Group, "L.R.T. South Corridor Traffic and Parking
Study" (October, 1978) summarized in Part III,
Appendix H; Urbanics Consultants Ltd., "A Study of the
Market Development Opportunities in the Light Rail
Transit South Corridor Land Use Study Area” (February,
1979) summarized in Part 111, Appendix I; Bolt Beranek
and Newman Inc., "Noise and Vibration Assessment Study"
{December, 1979); prepared for the City of Calgary
Transportation Department.
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2.

Recommended Impact Monitoring and Management Strategies

used as a basis for evaluating the effectiveness
of the existina policies and refining them as well

a. It is recommended that a monitoring system be as for formulating programs, policies and
established, co-ordinated by the Planning development guidelines in future transit
Department and involving the responsible Civic corridors.
Departments, to evaluate the L.R.T. System and
associated development in terms of its relevant b. It is recommended that effective management
characteristics and impacts within the South strategies be formulated to deal with specific
Corridor. This monitoring system should address impacts with respect to local services and
both the individual development proposals and the environmental conditions.
L.R.T. System facilities at the specific local
level and in the broader context of the South c. These two general recommendations lead to a series
Corridor, where cumulative effects may become of more specific recommendations which are
evident. This systematic information would be outlined in more detail in Figure 36.
FIGURE 36: RECOMMENDED IMPACT MONITORING AND MANAGEMENT STRATEGIES
DEPARTMENT FACTOR MONITORING MANAGEMENT STRATEGY
PLANNING Land Use It is recommended that the pattern of land use change be The Civic development review and approval process sha]l
Compatibility and monitored in the context of the Calgary General Municipal evaluate the appropriateness of the new developments in
Change Plan Review. terms of their uses and design. The introduction of mixed
) commercial and residential developments into the Station
Areas, which are presently in highway-oriented commercial or
industrial uses shall be carefully reviewed.
PLANNING Community Character The Civic development review process shall review proposals Land use policies to maintain the stability of adjacent
and Stability relative to their effect on abutting stable communities. residential communities are recommended in the Station Area
Plans.
PLANNING Environmental

Conditions Related
to Direct Sunlight
and Shadowing

It is recommended that the heights, siting and form of new
developments within the Station Areas conform with the
recommended Urban Design Performance Standards regarding
direct sunlight requirements for pedestrian rights-of-way
and abutting existing low density residential development
(Part III, Appendix D).
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FIGURE 36:

PARKS/RECREATION Environmental
PLANNING AND Conditions Related
TRANSPORTATION to Views to and from
the Transit Station
TRANSPORTATION L.R.T.-Related
Parking
TRANSPORTATION Development-Related

AND PLANNING Parking

RECOMMENDED IMPACT MONITORING AND MANAGEMENT STRATEGIES

It is recommended that the Transportation Department monitor
parking patterns, in terms of demand and supply, within a
400 m distance of the Station sites to identify problems and
to formulate appropriate control measures in consultation
with the affected conmunities. Based on the findings of the
IBI Group (Part III, Appendix H), this monitoring program
should concentrate on the communities close to the suburban
Stations, particularly Southwood and Haysboro, as well as
existing commercial streets and business parking lots near
the Chinook, Heritage, Southland and Anderson Stations. The
community planning process has identified similar concerns
in Erlton and Parkhill/Stanley Park relative to their
proximity to Stations.

It is recommended that the Transportation Department monitor
the travel and parking characteristics of new Station Area
development and its potential impact on adjacent areas. If
problems are identified, the Station Area parking policy
framework and its application should be re-evaluated by the
Transportation and Planning Departments.

It is recommended that, where possible, a buffer strip at
least 6 m in width be provided along both sides of the
L.R.T. alignment. The buffer strip should be landscaped, as
part of new development wherever possible and as an ongoing
Civic program. This buffer may potentially incorporate a
public walkway or bicycle path where continuity is possible
and advisable from a recreational and transportational point
of view. This buffer would serve to enhance the privacy of
abutting residences as well as screening the transit riders
from some unattractive views of industrial storage, parking
or vehicular movement. Where comprehensive development wil)
be integrated with the Station, possibly through "air
rights" development, this buffer would be unnecessary in
light of appropriate building design and at-grade
treatments.

In consultation with the affected communities, the
Transportation Department will formulate and undertake
management techniques to control potential overspill parking
problems including: residential parking permit programs,
parking bans or time 1imits during commuter hours, enlarged
public parking facilities or leasing agreements with
adjacent private owners to accommodate overspill parking.

On June 23, 1980, City Council approved the recommendations
of the Operations and Development Committee (June 2, 1980)
instructing the Transportation Department to install two
hour parking zones one month prior to the opening of the
L.R.T. line on those residential streets adjacent to the
Southland and Anderson Stations which are likely to
experience overspill parking of non-local vehicles. There
was a further instruction to the Transportation Department
to carry out a study, in consultation with the Southwood
Community Association, of the possibility of leasing and/or
acquiring land on the east side of the L.R.T. tracks,
adjacent to Southland Station for a future L.R.T. Park 'n’
Ride site. On July 29, 1980, Council also directed the
Administration to prepare a report on the feasibility, need,
costs, location, timing and land use implications of an
extension of the L.R.T. System to Midnapore.

The recommended Station Area parking policies and their
application through the site-specific review process by the
Planning and Transportation Departments have been formulated
to provide sufficient parking in new developments close to
the Stations. However, if parking problems arise
attributable to new development, on-street parking. control
measures may be considered.
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FIGURE 36:

TRANSPORTATION L.R.T.-Related
Traffic

TRANSPORTATION Development-Related
Traffic

TRANSPORTATION Noise and Vibration

RECOMMENDED IMPACT MONITORING AND MANAGEMENT STRATEGIES

It is recommended that the Transportation Department monitor
traffic conditions in the communities abutting the Station
sites to identify problems and formulate effective control
measures in consultation with the affected communities.
Based on the findings of the IBI Group Study (Part III,
Appendix H), this monitoring should focus on Southwood
(Sacramento Drive) and Haysboro (Healy Drive and Haddon
Road). Based on the community concerns raised during the
public participation process, the traffic monitoring should
also include Parkhill/Stanley Park and Erlton.

As an ongoing program, the Transportation Department
monitors traffic on critical roadways such as Macleod Trail,
Heritage Drive, Southland Drive, Anderson Road and Glenmore
Trail to serve as a basis for their long-term planning.

This process may be intensified to focus on the Station
Areas due to development and roadway improvement needs.

The Transportation Department is planning a monitoring
program regarding the potential noise and vibration effects
attributable to the L.R.T. System to identify problem areas
and to design the necessary measures to mitigate any
negative effects.

Similarly, the Transportation Department is formulating
noise policies related to transportation noise, particularly
roadways. Therefore, the traffic noise related to Macleod
Trail and other major thoroughfares in the Station Areas
should be monitored for identification of problems and the
need for attenuation techniques.

If local traffic problems arise related to the L.R.T.
Stations, it is recommended that appropriate control
measures like turn restrictions, road closures, redesign of
critical intersections, parking bans and other techniques be
undertaken, as warranted, in consultation with the affected
communities. Comprehensive community traffic plans may be
undertaken as required or in conjunction with the Area
Redevelopment Plan processes.

On June 23, 1980, City Council instructed the Transportation
Department to carry out a study in consultation with the
Southwood Community Association, on the need for controls to
restrict L.R.T.-oriented and other traffic from short-
cutting in Southwood. On July 29, 1980, Council also
directed the Administration to prepare a report on the
feasibility, need, costs, location, timing and land use
implications of an extension of the L.R.T. line to
Midnapore.

The ongoing process of determining roadway improvement
priorities will incorporate the needs of new Station Area
development for interchanges and road widenings, as
discussed in the Station Area Plans and Part III, Appendix
G. The review and assignment of priority for the
construction of road improvements should be balanced and
phased with the development needs. The process of
development review also incorporates the Transportation
Department's evaluation of servicing capabilities and
impacts.

The Transportation Department is studying noise impacts of
the L.R.T. System and will design and construct mitigating
structures such as noise barriers and special rail building
techniques, as warranted. It is further recommended that
buffering techniques be explored for critical segments of
major roadways where noise problems are identified.




FIGURE 36: RECOMMENDED IMPACT MONITORING AND MANAGEMENT STRATEGIES

PARKS/RECREATION Open Space and
Recreational

Services

SOCIAL SERVICES Community Services

FIRE DEPARTMENT Co-ordination of
Services in Event of
Rail Disaster
Involving Hazardous

Materials

New high density residential development is required to
provide amenities in conformity with the standards of the
Calgary Land Use By-law. However, the changing community
recreational needs near the Stations would be monitored by
the Parks/Recreation Department to identify the need for
additional facilities or services.

The introduction of new residential populations around the
Stations would be included in the Social Services
Department's ongoing study and programming of needs for
daycare, counselling and other services.

As identified in the Erlton Station Area Plan, it is
recommended that the Parks/Recreation Department undertake a
comprehensive parks plan for Lindsay Park to address the
open space and recreational needs of the surrounding
residential areas including Eriton as well as the new major
recreational facilities. The recommended land use changes
in the Erlton, 42nd Avenue, and Chinook Station Areas
include future park spaces to serve the future development
nodes. In Southwood, additional park space has been
approved as well as a direction to consider measures to
improve the safety of the existing park space east of
Sacramento Drive, in consultation with the Community
Association.

In conformity with the policies of the Calgary General
Municipal Plan, it is recommended that the City negotiate
with the School Boards for the acquisition of certain school
lands and buildings, as they become available as surplus to
Board needs, for community parks and recreational purposes
to support the development and population levels recommended
in the Station Area Plans, particularly in Erliton and
Chinook.

It is recommended that, where necessary, new community
service facilities be located close to L.R.T. Stations due
to their better general accessibility.

It is recommended that the responsible Civic Departments
re-evaluate the existing emergency plans for the L.R.T.
System and new development along rail lines within the City,
including the South Corridor.
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DEFINITION OF TERMS

Area Redevelopment Plan (A.R.P.) and Redevelopment Levy

Under the Planning Act, 1977, an Area Redevelopment
Plan for a defined area will detail proposals and
policies related to land use distribution and types,
circulation systems, public utilities and services,
location of open space and reserve lands, schools,
community facilities and others. It will be adopted by
by-law and will form the legal planning document for
that area. Section 64 of the Act also authorizes a
development officer to perform the function with
respect to the imposition and collection of a
redevelopment levy in accordance with the by-law
adopting the Area Redevelopment Plan. Pursuant to
Section 73 of the Act, the redevelopment levy collected
will be used to provide:

- land for a park or land for school buildings
designed for the instruction or accommodation of
students, or

- land for new or expanded recreational facilities,
or both.

Air Rights Development

Air Rights Development refers to the right to use and
control specified parcels of air space. Such rights
may be purchased or leased. Many cities today have
recognized that underdeveloped space exists over,
under, or across railway tracks, highways, city
streets, parking lots, transit facilities, and other
public or private properties. This "air space" offers
great potential for urban growth. The construction of
New York City's Grand Central Terminal and the Park
Avenue project over underground tracks of MNew York
Central Railroad in the early 1900's constitutes the
first air space development in the United States.

Structures that have been built over or under public
rights-of-way in Calgary range from more common
pedestrian bridges to complex developments such as
multi-use buildings (Gulf Canada Square and Palliser
Square) in the Downtown.

Bonus

An increase in density given to a developer over and
above what is defined as base level in a Station Area
Plan or a relaxation of certain By-law requirements.
It is usually granted in exchange for benefit features
such as public open spaces, pedestrian walkways,
pedestrian bridaes and other amenities which the
developer provides. Bonus density is also aranted to
encourage residential development in the Station Area
Plans. (Part II, Section C)

The Calgary General Municipal Plan

The Planning Act, 1977 authorizes the Council of a
municipality to adopt a general municipal plan by
by-law, which sets out the land use proposed for the
municipality, and the manner of and the proposals for
future development in the municipality. The Calgary
General Municipal Plan was adopted by City Council on
March, 1979,

The Calgary Land Use By-law (2P/80)

The Planning Act, 1977 provides for the land use
controls in a municipality through a land use by-law
which may prohibit or requlate and control the use and
development of land and buildings within a
municipality. On March 3, 1980, City Council adopted
the Calgary Land Use By-law (2P/80). This By-law,
which replaced the Development Control By-law 8600,
came into effect as of March 3T, 1980.

A1



A2

Commercial

It shall mean retail, personal services, hotel,
entertainment and/or office use. Residential use is
not normally included.

Conservation Area

The intent within the areas designated as
"conservation" is to retain the existing character and
quality of the area. The existing land use
designations and approved Council policies, if
applicable, shall be retained and respected.

Density, Intensity

The degree to which the land is utilized for uses such
as residential, commercial, industrial, recreational
and others. The intensity or density of a particular
1and parcel can be controlled or measured by the number
of persons or dwelling units per hectare (or acre),
floor area ratio, building bulk, or a combination of
these techniques.

Floor Area Ratio (F.A.R.)

The floor area ratio means the quotient of the gross
floor area of a building divided by the site area of
the building. A floor area ratio of 2 means a total
gross floor area of 2 times the site-area.
Land Use By-law expresses density for commercial uses

in terms of floor area. For example, in the General
Commercial District (C-3) the maximum allowable floor
area is three times the site area, and for the General
Commercial District (C-4) the maximum density is
equivalent to four times the site area. For
residential density, the density is expressed in number
of dwelling units per hectare or acre. For example, in

The Calgary

10.

the Pesidential Medium Density Multi-Dwelling District
(RM-4), the maximum allowable density is 148 units per
hectare (60 units per acre), which gives an approximate
F.A.R. of 1.5. The Residential High Density
Multi-Dwelling District (RM-7) allows a density of 321
- 395 units per hectare {130 - 160 units per acre)
which gives an approximate 3 - 4 F.A.R. For purposes
of this Study, the density is mainly expressed in terms
of the amount of floor area space permitted in a
particular land parcel.

Local Improvement By-law

Pursuant to Sections 145 and 166 of the Municipal
Taxation Act, the City may pass a Local Improvement
By-Taw which allows a development charge to be imposed
on properties abutting a local improvement. Local
improvements may include the construction, repair, and
maintenance of a street, lane, sidewalk or other public
place. The charge is usually assessed on a frontage
rate basis.




11.

Mixed Use Development, Mixed Use District

Land use controls such as zoning have traditionally
separated land uses in different districts. Improved
techniques regarding land use performance standards and
shifting social values have led to comprehensive
development permitting appropriate mixtures of various
activities within a building or a aroup of buildings in
a district. A mixed use development or district is to
allow a diversity of land uses in close proximity
within a limited area so as to promote a balance of
land uses; to facilitate integrated physical design; to
encourage interaction among activities within a
development or district, and to facilitate development
proposals responsive to current and future market
conditions. A mixed use development or district,
except as explicitly prohibited by a Station Area Plan,
should provide more than one use such as office,
retail, personal services, residential, hotel or motel,
entertainment and recreational, or institutional.

12.

13.

14,

Within a district, there is no restriction on combining
different categories of uses within the same building
or project, other than those imposed by a Station Area
Plan. For instance, residential may be a mandatory
requirement and the proportion of the various types of
uses within a project may also be regulated. It should
be noted that the residential component has been
emphasized as an important use component in most mixed
use districts that are located within the 400 m radius
of a Station.

Modal Split

Percentaaes of trips made by various transportation
modes, including private vehicles, transit and
pedestrians.

Pedestrian Corridor, Pedestrian Links

A defined path or walkway primarily intended for use by
people on foot.

Road Capacity
Maximum number of vehicles accommodated on a section of

roadway under varying operating conditions or level of
service.
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B. GENERAL L.R.T. STATION AREA CONCEPT

The L.R.T. Stations in the South Corridor are envisaged to
become new focal points for the surrounding areas once the
L.R.T. System commences operation. The L.R.T. Stations will
serve the existing communities and new developments
anticipated in the Station Areas.

1. Movement Systems

People will travel to the L.R.T. Stations by various
means.

a. Feeder BRuses

It is projected that the majority of people will
transfer to the L.R.T. System from feeder buses
arriving from outlying areas. New feeder bus
routes will be formulated, in consultation with
affected communities. Except for the Stampede
Station, all L.R.T. Stations will have bus
drop-off facilities.

b. Private Automobiles

The four southern L.R.T. Stations (Chinook,
Heritage, Southland and Anderson) will provide
parking facilities for those people who choose to
drive to the Station and leave their cars at the
Park 'n' Ride; Kiss 'n' Ride facilities are also
available where people are driven to the Station

and let off.
c. Walk-on

Some people who 1ive or work close to a Station
will walk to an L.R.T. Station. It is anticipated
that more people will walk to the L.R.T. Stations
as new developments are completed in the Station
Areas.

A4

Pedestrian
Pedestrian movement would be encouraged further

when the pedestrian systems are completed to link
Stations with existing communities.

Use

Land Use

L.R.T.-Oriented Uses

This Study is recommending L.R.T.-oriented land
uses for properties close to each L.R.T. Station,
primarily within a 400 m radius distance. High
density mixed use development, combining
residential, office and some retail uses, is
generally proposed for each L.R.T. Station.

Existing Communities

Except for the recommendations for high density
around each L.R.T. Station, the Study is generally
recommending that the existing land use
designations continue to be applicable for
communities adjacent to L.R.T. Stations, some
neighbourhoods that are subject to detailed review
will receive A.R.P. programs.

Highway Commercial Along Macleod Trail

It is intended that the L.R.T. Station Areas will
eventually function as transit-oriented high
density nodes. Between the L.R.T. Stations, the
intervening low density hiahway commercial uses
along Macleod Trail will continue in their present
form.,
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C. CHRONOLOGY OF MAJOR EVENTS - PUBLIC
PARTICIPATION PROGRAM

June 29, 1978

July 26-29, 1978

August 9-12, 1978

September 20, 1978

September 21, 1978

A6

City Planning Department met with
representatives of Community
Associations within the Study

Area to introduce the Study and its
objectives.

Public Information Centre - Chinook
Centre. City Planning Staff
disseminated information to and
received initial concerns from the
public.

Public Information Centre -
Southcentre.

"Discovery Meeting" was held by
City Planning Staff with interested
residents and landowners of the
Manchester area which lacked an
active Community Association. The
meeting was held to introduce the
Study to citizens and gain an
impression of their concerns and
viewpoints.

“Discovery Meeting" was held by
City Planning Staff with interested
residents and landowners of the
Erlton Area which lacked a
Community Association,

October 5, 1978

January 30, 1979

February 8, 1979

A Public Meeting was held for the
Erlton residents and landowners.
Local residents organized
themselves to form a Community
Association to work with the
Planning Department in providing
input to the L.R.T. South Corridor
Land Use Study.

A public workshop was held,
attended by interested citizens
from Southwood, Willow-Ridge, Lake
Bonavista, Canyon Meadows and the
A.C.E. Mobile Home Park. Input
regarding the discussion paper
which outlined a preliminary set of
land use alternatives for the
Anderson Station Area was recorded
for assessment during the plan
preparation process.

The Southland Station Area Public
Workshop was held and attended by
interested citizens from the
Haysboro, Southwood, Acadia, and
Willow-Ridge Community
Associations. Planning Department
Staff received input regarding the
discussion paper which outlined
preliminary land use alternatives.




March 28, 1979

April 21, 1979

April 30, 1979

September 5, 1979

Planning Department Staff met with
interested citizens from Haysboro,
Acadia, Fairview, Kelvin Grove,
Chinook Park and Kingsland at a
public workshop for the Heritage
Station Area. Preliminary land use
alternatives were presented by
Planning Staff.

City Planning Staff acted as
"resource people" at an Erlton
Community-sponsored "draw-in",
Residents/landowners in the Erlton
Area proceeded through a community
planning exercise under the
guidance of an architect who
volunteered his services to the
community.

The Chinook Station Area Public
Workshop was held. Residents/
landowners from Windsor Park,
Meadowlark Park and
Mayfair/Bel-Aire provided feedback
regarding preliminary land use
alternatives outlined in the
discussion paper.

A Public Workshop was held in the
Erlton Community. Preliminary land
use alternatives were presented by
Planning Staff.

September 17, 1979

September 18, 1979

February 4 -
March 7, 1980

February 15-16, 1980

February 22-23, 1980

City Planning Staff held the 42nd
Avenue Station Public Workshop
attended by interested citizens
from the 42nd Avenue area and the
neiahbouring communities of
Parkhill/Stanley Park. Preliminary
land use alternatives were
presented for the Station Area.

A Public Workshop was held by
Planning Staff to present
preliminary land use alternatives
to the East and West Victoria Park
Communities in the Stampede Station
Area.

Official circulation of the draft
L.R.T. South Corridor Land Use
Study to various Civic Departments
and the general public for input
and comments prior to finalization
of the Study for submission to City
Council.

Public Information Centre -
Southcentre. City Staff were
present to discuss the proposed
recommendations of the Study and to
receive public input.

Public Information Centre - Chinook
Centre.
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February 25, 1980

February 27, 1980

February 28, 1980

February 28, 1980

February 29 -
March 1, 1980

March 3, 1980
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At the invitation of the Parkhill/
Stanley Park Community Association,
City Staff attended a meeting to
present the proposed Study
recommendations to the Community.

City Staff met with members of
H.U.D.A.C. and U.D.I. to gain input
from the development industry
regarding the Draft Report. A
follow-up meeting was held on March
12, 1980, to further discuss the
Study recommendations.

At the invitation of the Victoria
Park Community Association, City
Staff attended a meeting to present
the proposed Study recommendations
to the Community.

At the invitation of the Haysboro
Community Association, City Staff
attended a meeting to present
proposed Study recommendations to
the community.

Public Information Centre - Erlton
School.

At the invitation of the Southwood
Community Association, City Staff
attended a meeting to present
proposed land use recommendations
for the area.

March 5, 1980

March 5, 1980

March 6, 1980

April 10, 1980

June 24, 1980

July 29, 1980

At the invitation of the Amy Lorne-
Chateau Estates Mobile Home Park
community, Planning Department
staff attended a meeting to present
the proposed land use
recormendations for the site.

At the invitation of a group of
Erlton residents, City Staff
presented the proposed land use
recommendations of the Study.

The Lake Bonavista Community
Association held a meeting attended
by City Staff to discuss the
proposed land use recommendations
for the area.

Planning Staff attended a public
forum held in the Haysboro
Community to discuss land use
concerns and transportation
jmplications resulting from the
Study recommendations.

Special Hearing of City Council:
Public Hearing on L.R.T. South
Corridor Land Use Study.

At a Special Meeting, City Council
approved the L.R.T. South Corridor
Land Use Study and By-law 12P80,
the amendment to the Calgary
General Municipal Plan.




D. URBAN DESIGN PERFORMANCE STANDARDS

The following performance standards set minimum dimensions
and details for pedestrian-oriented development. In order
for a development to he eligible for the bonus system, the

benefit features provided must conform to these minimum
standards.

1. Wall Plane Maximums

The at-grade pedestrian routes are expected to receive
a minimum level of direct sunlight, and have a wall
plane profile which graduates the impact of future
development. The 38Y angle 1imit for wall planes
applies to a right-of-way of 15.2 m or less in width.
The 450 angle 1imit for wall planes applies to a
right-of-way greater than 15.2 m in width. For all
development within a 61 m radius of the Station
development, wall planes may exceed both 389 and 450

angles.
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At-Grade Pedestrian Right-of-Way

The at-grade pedestrian right-of-way may be constructed
in increments. The first stage of construction may
involve sidewalk details conforming to minimum City
standards while makinag provision for the ultimate
design potential of these sidewalks with ‘knock-out'
panels in the initial sidewalk design for future tree
planting and boulevards. Tree planting is expected to
conform to the locations noted.

IMPERIAL METRIC
3 .914 m

4’ 1.219 m

9! 2.743 m
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Arcades

A range of arcade designs are possible, each design
being more generous in the perimeter exposure it offers
to the public street. Design alternative C is the most
desirable as it offers the maximum building surface to
the street. Alternative C has the greatest bonus
potential relative to A and B as C has the most floor
area with its three levels.

FIGURE 3
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FIGURE 5

IMPERIAL METRIC
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‘ELEVAVED STREET' PHASE 2 - 'ELEVATED STREET'

Pedestrian Overpasses or "Elevated Streets"

The elevated street is a form of pedestrian concourse
or mall situated above the public right-of-way. The
requirements of the simple and expanded elevated
street refer to the minimum widths of the public
circulation areas and the maximum exterior dimensions
of the entire structure. Before any pedestrian
structure or mall is constructed, it must gain approval
from all concerned City Departments. Details
concerning items such as sidewall and roof transparency
will be finalized at the development permit stage of
approval.
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*  I1lustrations are diagrammatic and not to scale.
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FIGURE 6
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THE POTENTIAL OF ELEVATED STREET
< CONNECTIONS TO DEVELOPMENT ON
O EITHER SIDE OF PUBLIC RIGHTS-OF-WAY
< ‘(,‘o

The complete elevated street, as seen in "The Potential
— - ) of Elevated Street Connections to Developments on

' Either Side of Public Rights-of-Way", represents the
maximum development potential for the retail/commerciail
mall built above the public right-of-way. Permission

must be obtained from appropriate City Departments

ELEVATED STREET before columns may be placed within public
rights-of-way.

*  [1lustrations are diagrammatic and not to scale.
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Maximum Shadow Line (Direct Sunlight)

A "Maximum Shadow Line" has been established to protect
suburban, low density residential districts which would
be most affected by the shadow impact of future
development. The line indicated on the accompanying
site map illustrates the permissible 1imit for shadows
from new development, i.e. shadows may not exceed this
line to the west for the communities of Southwood and
Haysboro, and shadows may not exceed this line to the
east for the communities of Acadia and Willow-Ridge. .
The standard set in calculating the measurement time ' [} Eiiij}
for the shadow Tine to the west of Macleod Trail is [::::::3
10:00 a.m., December 21st. The set time for |ru ST 2N A

development to the east of Macleod Trail is 2:00 p.m.,
December 21st. AR MAXIMUMS SHADOW LINE
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E. STATION AREA PLANNING CONSIDERATIONS
AND REVIEW OF CITIZEN CONCERNS

1. STAMPEDE STATION AREA™
a. STATINON AREA PLANNING CONSINERATIONS

i.  The major City Council policies which affect
the planning of the Station Area include:

- policies relating to the "River Valley
System and Other Natural Areas" of the
Calgary General Municinal Plan which
specify that sethack zones of 30 m be
established for new development or
redevelopment alonqg the banks of the
Elbow River, and that the river valleys
be developed as a parkland system;

- The Downtown Plan: Revised Draft
Proposal and the Inner City PTlan:
Revised Draft Proposal, identify this
area as a '"core Transition Area" and
designate various sectors of the area as
commercial and residential service
districts suitable for medium to high
density commercial and residential uses
subject to development guidelines
arrived at through the development of a
conceptual plan for the area. At the
time of approval of the Inner City Plan,
Connaught/West Victoria Park, and
Mission were designated for the
preparation of Area Redevelopment
Plans.

* Refer to Map 6 for location of specific site parcels.

ii.

iv.

Policies in the Victoria Park East
Desian Brief which specify the uparading
and rehabiTitatien of the neighbourhood
with the assistance of the Meighbourhood
Improvement Proaram. In accordance with
the policies contained in the approved
Design Brief, the Victoria Park East
area lying between 11th and 14th Avenues
S.E. to the east of Macleod Trail, with
the excention of the C-3 area, has been
redesignated as RM-4: Residential
Medium Density Multi-dwelling district.

The area between the Macleod Trail couplet
has undergone a gradual transformation from
low density to a high density use. Most of
the single family structures have been
converted to rooming houses or rental
multi-dwelling units. Limited redevelopment
has occurred mostly in the form of commercial
and office buildinags.

The area to the west of 1st Street S.E. is
undergoing a change to hiah density
residential development in conformity with
its present land use designation of RM-7.
Redevelopment in this area has been
influenced by its location relative to
Downtown and the L.R.T. Station.

The Transportation Department has identified
that the traffic capacity in the Stampede
Station Area is quite limited. Due to the
constraints posed hy the rcadway capacity of
1st Street S.E., Macleod Trail and 17th
Avenne South, the Transportation Department
has indicated that overloading of the major
streets in the area would occir if the area
is fully redeveloped to the present land use
desionations which include RM-7, C-3 and
CM-2.
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vi.
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Hew development around the Station should be
planned for the uses that could ontimize the
hbenefit of a transit station, while
minimizina the adverse environmental impacts
resulting from adiacent vehicular traffic
narticularly along 12th and 17th Avenues
South, 1st Street S.E. and Macleod Trail.
There is a need to encourage the development
of appropriate residential, commercial and
nffice uses which would provide a rleasant
1iving environment in the Station Area. On
the hasis of the above-cited planning
considerations and in view of the constraints
jdentified hy *he Transportation Department,
the intensity of land use both for commercial
and residential development in the area needs
to be redistribhuted and limited to a medium
to hiah intensitv rance and to enccuraqge
commercial and/or mixed use along the major
roads and residential use in the interior
blocks of the areal.

The environmental factors considered are:

- the attractive setting on the banks of
the Elhow River;

- the noise and air pollution associated
with traffic on the Macleod Trail
couplet;

However, in view of the recent traffic systems
analysis, the Transportation Department suggests that
commercial development in the Primary Impact Area north
of 18th Avenue (in Sites 1, 3, 4, and 5) should be
limited to medium to Tow intensity range and that
emphasis on residential use would be the preferred
alternative.

vii.

viii.

- parking infiltration, noise and dust
problems during Stampede Week
activities;

- scattered retail activity and the
poor sidewalk environment along 17th
Avenue South.

A number of the land owners in the Victoria
Fast Communitv consider Victoria East as an
attractive area for potential redevelopment
due to its proximity to the L.R.T. Station
and Downtown.

The area has ready access to Lindsay Park and
a few small local parks. Lindsay Park,
currentlv vacant, 1is directly related to the
inner city communities of Connaught/West
Victoria Park, Mission and East Victoria
Park, where there is a hioh concentration of
residential population and a general lack of
open space. The introduction of more people
through redevelorment in the surrounding
residential areas would also require a
concomitant increase in the provision of open
space and recreational facilities. Lindsay
Park, together with Council-approved Aquatic
Centre and Mini-Fieldhouse (May 27, 1980),
could serve well the open space and
recreational needs of the Inner City
community.
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- Redevelopment pressure due to proximity to the Station
and downtown
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- Through traffic
- Potential parking overspill from Station

- Excessive on-street parking during Stampede and other
Stampede Ground activities.

Environmental Concerns

- Increases in traffic result in increased noise and
pollutien.

- Major arterial roads present significant barriers to
pedestrians.

- Deterioration of housing stock in parts of the
community.

Potential L.R.T. Impacts
- Proximity of L.R.T. alignment to existing housing.

Potential commuter parking overspill from Station.
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- Redevelopment potential is limited by existing road
capacity and access along Macleod Trail and lst Street
S.E.

Heritage Potential

- 01d #2 Firehall

~ . Increases in traffic along the major arterials (e.g.
17th Avenue South, Macleod Trail, lst Street S.E.)

- Lack of adequate grade-separated pedestrian crossings

- Lack of an adequate pedestrian network to link up the
major activities in the neighbourhoods

L.RT. South Corridor Land Use Study

Planning
Considerations

Major Approved Planning Policies

- Victoria Park East Design Brief, 1977
- Downtown Plan, 1979

- N ~ - Inner City Plan Revised Draft Proposal, 1979
. Stampede Station ST S Hiver Corridors T 1979 7 Setback Zone
THe Ty oF cacary | Fig. 1 :
PLANNING DEPARTMENT October ]980 ‘\;‘\ <

Y
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b.

CITIZEN CONCERNS*

ISSUE AREA RESPONSE

1. Victoria Park Community is extremely concerned Victoria Park| The recently approved planning policies, i.e. the
that the Station located adjacent to the Victoria Park East Design Brief (1977) and the Inner
community would further add to the redevelopment Tity PTan (1979), will be used to guide future
pressure currently experienced in the community. deveTopment in the Victoria Park East community.
Some property owners want the existing policies Citizens should approach the City for another
reviewed. planning review when warranted.

2. Possible construction of the 11th and 12th Victoria Park| The Transportation Department has not estahlished the
Avenues South couplets has created significant priority for the construction of the couplet.
instability in the community. However, the right-of-way is protected. The

Transportation Department will consult the residents
through a public participation program prior to the
finalization of the roadway.

3. The 30 m setback from the riverbank may affect Alonag the The existing riverbank setback policy is incorporatedy
the development potential in the area. banks of the | in the Calaary General Municipal Plan. A master

Elbow River plan for the two major river corridors in the City
is currently beina prepared. This study will
recommend the appropriate policies regarding
development adjacent to riverbanks.

4, Deterioration of housing stock is aoparent in Victoria Park| Maintenance of existing housing quality is difficult
some areas due to anticipation of redevelopment. to control. The existing Minimum Maintenance By-law

regarding housing conditions could be utilized by thej
City.

5. Cormmercial development would be more appropriate [17th Avenue SE| Commercial uses are recommended along the block
when located along the noisy arterial routes. Macleod Trail frontages of major roadways and residential uses in

1st Street SE | the interior of the blocks.

6. Development of comprehensive mixed use projects 17th Avenue The Plan encourages mixed use development in the
would he appropriate for 17th Avenue. Station Area and special treatment along 17th Avenue

to encourage pedestrian activities.

7. Noise and on-street parkina problems generated Macleod Trail| Future housing projects should conform to the
from traffic infiltration and heavy traffic 17th Avenue C.M.H.C. standards recarding noise. The City
along the major thoroughfares (Macleod Trail, 1st Street SE| Transportation Department is conducting a study on
17th Avenne South, lst Street S.E.) should be noise policies. Sensitive site planning techniques
addressed. would overcome some of these problems.

8. High density residential development mav require | Victoria Park| The Plan recommends that adequate amenities and open
additional open space and recreational space be provided by all new projects in
facilities. accordance with the By-law requirements and those

recommended by the Plan.

The major recreational facilities of the Aquatic
Centre and Mini-Fieldhouse located in Lindsay Park
have been approved by City Council on May 27, 1980.
A comprehensive plan for Lindsay Park will
incorporate these facilities.

9. Potential noise from the L.R.T. is a concern. Victoria Park| Should noise from the L.R.T. become a problem, the

Transportation Department would initiate appropriate
measures to minimize it.

*  The issues were identified by the communities and interested citizens in the various workshops, public meetings and
discussion sessions held during the course of the Study. The Study seeks to address these issues as indicated in the
"Response"” column.
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2. ERLTON STATION AREA *

a. STATION AREA PLANNING CONSIDERATIONS

i.

ii.

Existing City Council Policies include:

- policies relating to the "River Valleys
System and other Natural Areas" of the
Calgary General Municipal Plan, which specify
that setback zones of 30 m be established for
any new development or redevelopment along
the banks of the Elbow River, and that the
river valleys be developed as a parkland
system;

- the Inner City Plan: Revised Draft Proposal,
which identifies this area as comprising two
residential districts different in character
from each other. The area to the south of
25th Avenue S.E. is designated for
"conservation" which functions as a stable
residential neighbourhood. The area to the
north of 25th Avenue S.E. is designated for
high density residential use to accommodate a
variety of unit types. The preparation of a
“Special Study" for Erlton prior to the
implementation of the Inner City Plan
policies was supported by City Council.

As identified by the Erlton Community, the
ultimate coal in maintaining a “"conservation"
policy for this area would be to respect the
existina street scale which-consists of srall
two-storey houses on 7.6 m lots. The community
wishes to avoid further develooment of the typical
R-2 type semi-detached structures on 15 m lots
which may detract from the existing scale and
character of the neighbourhood. However, the
recently formed Erlton Concerned Taxpayers Group
has suggested that consideration be given to allow
higher densities in this "Conservation Area" in
order to meet the housing needs in the Inner City
area and to optimize the use of land within the
400 m radius of the Station.

Refer to Map 10 for location of specific site parcels.

iv.

It has also been indicated by members of the
community that, they would not be against
semi-detached structures per se, and would support
R-2 type developments subject to special
guidelines which would enhance the neighbourhood
and respect the existina neighbourhood character.

Although the area north of 25th Avenue S.E.
presently retains a low density character, it has
undergone a gradual transformation. Some of the
single family structures have been converted to
multi-family residential use and rooming houses.
Limited redevelopment has occurred in the form of
new semi-detached structures and duplexes. Recent
surveys indicate that some of the existing older
housing in the area may require substantial
repairs in order to bring them up to minimum
standards. Redevelopment pressure is being felt
in this area.

This area is well suited for family accommodation
hecause of its proximity to a school, lecal open
space, and its lack of through traffic. New
development around the Station could be planned to
take maximum advantage of public transit.

It is considered important that new development
intensity in the general area should be planned so
as to achieve a gradual transition in building
scale and massing relative to the stable low
density residential area south of 25th Avenue.

Environmental factors considered include:

- the view potential of Downtown skyline and
natural feature provided by the escarpment
rising 40 m abcve the Elbow River;
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vi.

vii.

- the Elbow River and its banks which provide
an attractive park-like setting for the
area. At present, a pedestrian pathway
follows the riverhank along most of its
Tenath except at Lindsay Park;

- the noise and air pollution associated with
traffic on Macleod Trail. Potential

environmental impact of the proposed 26th 1X.
Avenue Connector on.the area also needs to be
considered.

The road capacity of Macleod Trail is limited, and

maximum development potential in this area would

be contingent upon capacities of the adjacent

major routes, plus other local streets which have X.

a right-in and right-out access to Macleod Trail.

Although the triangular parcel to the east of
Macleod Trail will he used for the transit
facilities of the L.R.T. Station and Stampede bus
terminal, there is the opportunity for future
development oriented to these transit facilities.
The development votential may be affected by the
proposed 2fth Avenue ronnector which mav fraoment
the parcel and curtail the development of a
residential component.

The City Commissioners' Report adopted hy City
Council, on Decemher 3, 1979, includes the
followino recommendation: "That further decisions
on the ultimate 2Ath Avenue Connector be deferred
pending completion of the Study to determine the
location of the South Downtown Bypass."

Public land holdings in this area are extensive
and the maiority of properties between Macleod
Trail and 2A Street S.E. have been acquired for
the L.R.T. facilities. Together with other large
private holdings around the Station, joint
venture projects hetween the City and the private
sector could be considered.

viii.

A second southern entrance to the Station needs to
be considered in order to provide a convenient
access for the Erlton and Mission residents.

The location of the Station entrance and platform
should ensure the integration of future
develnpment on the west side of Macleod Trail.

The Erlton Cormunity is in need of additional
community facilities and services. The area is
served by one of the smallest schools in the
Public School System, which has been recommended
for closure by the School Program Consolidation
Report.

In addition to a small 0.2 ha park located
adiacent to the Elbow River, the community has
ready access to Lindsay Park which is located less
than one km from the city centre. It consists of
12 ha of vacant land which is essentially an
integral part of the Elbow River valley system.
The entire portion of the land is within the
15,000 cubic feet/second (50 year frequency)
floodplain area. The introduction of more people
through redevelopment in adiacent Inner City
communities and in Erlton would reauire a

concomitant increase in the provision of open
space and recreational facilities. Lindsay Park
could serve well as the focal point for this
purpose.

Recent acquisition of the remaininag 8.2 ha of
Lindsay Park by the City of Calgary from the
Canadian National Railway, includes the condition
which specifies that the land shall be used for
municipnal purposes only, excluding the use for
public or other forms of housing. On May 27,
1980, City Council approved Lindsay Park as the
location for the major recreational facilities of
the Aquatic Centre and Mini-Fieldhouse, which will
be incorporated into the comprehensive plan for
Lindsay Park.



Natural and Man-made Amenities

Proximity to river
Proximity of Lindsay Park (future open space and
recreational complex)
Escarpment

Downtown vista

Erlton Community Concerns
Redevelopment Pressure

Need for an A.R.P. for the conservation of existing
community character.

Scale and massing of future redevelopment.
Declining population, need for additional family

accommodation.
Possible future of Erlton Schocl.

Lack of recreational facilities.
Communiyy Hall for community activities.
Potential traffic infiltration from Station.

Lack of convenient pedestrian crossing to Station
Lack of noise buffer along Macleod Trail.

Potential 26th Avenue Connector.

L.RT. South Corridor Land Use Study

Planning
Considerations

<

. Erlton Station
THE CITy of cAGary | Fig.2
October 1980

PLANNING DEPARTMENT

Elbow

Siront

o Union\ Cemetery

Stampede Grounds

L.R.T. Station
Station separated from existing community by major
thoroughfare

- Redevelopment potential of Statfon limited by road
capacity and future 26th Avenue Connector

Circulation

Limited spare road capacity on Macleod Trail.

Disjointed pedestrian network.

Lack of safe and convenient crossing over Macleod

Trail.

Environmental Concerns

Noise and pollution from increasing traffic along

1ot

Macleod Trail.

Macead
,
co

%,

Major Approved Planning Policies
Inner City Plan - Revised Draft Proposal, 1979

Calgary General Municipal Plan, 1979 (Riverbank Setback

Policles)
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b.

CITIZEN CONCERNS*

1SSUE AREA RESPONSE

1. Members of the community are concerned that 15 m |"Conservation | The community has expressed mixed feelings concerning
Tot development will alter the character of the Area" development and actual development controls for the
community. They would encouraae development on "Conservation" area. This development issue is
individual 7.6 m lots in order to enhance the affecting such a substantial portion of the community
neighbourhood character and to ensure more family- that, at present, the problem is only noted with the
oriented housing units in the community. encouragement that new development respect the

existing streetscape and character of the Erlton
On the other hand, memhers of the "Erlton neighbourhood. Further discussion and resolution of
Concerned Taxpavers Group" have expressed their these issues must be examined in detail in the A.R.P.
dissatisfaction with these suggestions. They do process of this Study.
not aaree with the R-2 land use designation and
suagest that consideration be aiven to allow
higher densities to allow for more effective use
of land within the 400 m radius of Erlton Station.

2. The scale and densitv of future development in Area to the The density and development auidelines have been
the proposed medium to high density residential north of 25th| established in the Plan to ensure compatibility of
district should respect the natural amenities of Avenue S.E. future projects with the existing community.
the area, e.g. riverbank and escarpment. Building
heiaht should be more compatible with the
neighbourhood character south of 25th Avenue.

3. Existing hiah traffic along Macleod Trail and the { "Conservation| The Plan recommends that appropriate buffering
resulting negative environmental impact on the Area"” techniques be initiated during the A.R.P. process
community should be addressed. Noise attenuation which would mitigate traffic noise from adjacent
techniques should he included during the upgrading roadways.
of Macleond Trail.

4. Commercial uses along Macleod Trail were Area to the The Plan proposes limited commercial activities along
suggested as a noise buffer for residential use, | north of 25th| Macleod Trail. Residential use will be the
which should be developed away from maior Avenue S.E. predominant use due to the existing transportation
traffic roadways. Residential components should constraints and policies established in the Inner
be the predominant use in future mixed use City Plan. -
projects.

5. The need for a pedestrian overpass linkina the Area to the Provision of a continuous pedestrian network
Station directly with the community has been north of 25th| integrating the Station and the existing neighbour-
jdentified. This would not only facilitate the Avenue S.E. hood facilities with the communities has been
safe and convenient crossing of pedestrians from included in the Station Area Plan.

Erlton to the Station, but would also encourage
residents from Mission to use the Station.
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ISSUE AREA RESPONSE
6. Future 26th Avenue Connector is a concern to the Erlton The 26th Avenue Connector will be subject to a
community. Community special study by the Transportation Department as
well as consideration during the A.R.P. process.
7. The need for additional recreational open space Erlton The Plan recommends that Lindsay Park be used for
and recreational facilities has been identified. | Community open space and recreational purposes and that a
The development of Lindsay Park should take into master plan for this site should take into account
consideration the needs of the Inner City the concerns of the Inner City communities. On
communities. Reaional facilities (e.g. coliseum) May 27, 1980, City Council approved Lindsay Park as
which would attract significant regional traffic the location for the Aguatic Centre and Mini-Field-
should not be favoured. house. Also, Council approved the Tocation of the
future coliseum to the east of the Erlton Station
site. The potential impacts of these facilities
will be considered in the Area Redevelopment Plan
process.
8. Continuous riverhank open space creates concerns | Properties This recommendation is in keeping with the policies
to property owners abutting the river. Fronting on established by the Calgary General Municipal Plan
the River which takes into account regional and City-wide need
for a continuous riverbank system for use of the
public at large. The acquisition of setback lands
on the riverbanks for public use is encouraged at
the time of redevelopment on an opportunity basis.
9. Senior Citizen housing should be included as nart| Erlton This may be negotiated between the Planning Depart-
of the housing component. Community ment and developers as new projects come forward.
10,  The use of City-owned land for public housing is Erlton It is recommended that the Planning Department
desirable. Community investigate the feasibility of this suggestion.
11. Prohihit through traffic hy closures of 27th and | Area to the It is recommended that the Transportation Department
2Rth Avenues at Macleod Trail. south of 25th| examine these proposals during the A.R.P. process.
Avenue
12. Expansion of Community Antenna Television and Erlton Specific land use recommendations are made for areas
Cemetery within the community. Communi ty surrounding Community Antenna Television and the
Cemetery.
13. Opposed to coliseum or similar use that increases| Erlton The Study has recommended specific guidelines for
parking demand and noise levels in area. Community future use of this site to deal with these issues.

*

The issues were identified by the communities and interested citizens in the various workshops, public meetings and

discussion sessions held during the course of the Study.

"Response” column.

The Study seeks to address these issues as indicated in the
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3.

a.

42ND AVENUE STATION AREA *

iii.

STATION AREA PLANMING CONSIDERATIONS

i.

ii.

*

The 42nd Avenue Station lies approximately 3.5 km

from Downtown. The Station currently surrounded

by low density commercial and industrial uses, is

located on the east side of Macleod Trail. The

existing community of Parkhill/Stanley Park with

the "conservation" designation is situated on the

west of Macleod Trail. The Station Area Plan

proposes to orient and redirect most future

development to the east of Macleod Trail, thereby

channelling develooment activities to the areas it .
can benefit most: the areas around the L.R.T. 1v.
Station.

The area east of Macleod Trail must undergo
environmental improvement before it mav be
considered as a positive residential area. Public
and private means, including the provision of ooen
space and recreational facilities, will help to
improve the general environment and auality in
this area.

Refer to Map 14 for location of specific site parcels.

The modal split of movement around the L.R.T.
Station is divided among pedestrians, feeder

buses and cars. Feeder bus systems and
vedestrians would create minimal negative
environmental impact to the area and should
therefore he used to supplement car movement to
the maximum degree possible. Properly designed
pedestrian routes can facilitate the movement of a
significant number of users of L.R.T. and
develooment. Such pedestrian areas and routes
will be implemented within the 400 m radius of the
Station.

Potential overspill parking and shortcutting
throuah the existing communities have been
reviewed. The Transportation Department will
monitor the potential overspill parkinag from new
developments after the operation of the L.R.T.
Svstem. Traffic re-routing measures to minimize
the impact of traffic short-cutting in the
existing communities west of Macleod Trail are
currently heinq developed bv the Transportation
Department.



bonuses for residential development and
pedestrian related developwent form.
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- STATION

Commercial and mixed use frontage.

L.RT. South Corridor Land Use Study

Planning
Considerations
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42nd Avenue Station
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b. CITIZEM CONCERNS*

ISSHE AREA RESPONSF.
1. Lack of amenities for development east of Nevelopment Shoutld the existing facilities currently accommodated
Macleod Trail. east of in the City-owned land he relocated in the future,

Macleod Trail| consideration of this site for open space and mixed
use development is recommended. In addition to this,
new development will be expected to provide amenity
areas, continuous open and enclosed public spaces
which will serve as circulation areas for pedestrian
movement to the L.R.T.

Through the A.R.P. process for this area, the
imposition of redevelopment levies will be
investiaated as a method to provide funds for the
acquisition of open space.

The Calgary Land Use By-law will specify the minimum
open space requirements related to a specific

project.
2. Increase in traffic volume and motential Parkhill/ The Transportation Department is currently examining
overspill parking from the L.R.T. Station. Stanley Park | traffic re-routing measures which will lessen

potential overloading of streets within Parkhill/
Stanley Park, (i.e., 1A Street).

The Study recommends the monitoring and management
strategies (Part 11, Chapter F and Part III, Appendix
F) to minimize potential parking overspill from new
development.

A revised feeder bus system in this area may also
reduce the need for car transportation to this

Station.

3. Potentia) overshadowing effect of development Parkhitll/ Developrment guidelines restricting the height and

along the C-3 edage on the community. Stanley Park | confinurations of the western elevations of potential
Macleod Trail development (C-3} have been
recommended.

4. To encourage a positive form of development This issue Pronosed development guidelines address this problem
between 38 and 38A Avenues which will help affects lots | of discontinuity of the residential portion in this
reunite the rommunity north and south of this hetween 38 & | area. Although final approval must be sought through
block in Parkhill/Stanley Park. 38A Avenues |.the subdivision application process, a number of

west of development approaches are suggested in the Station
Macleod Area Plan.
Trail.

5. 15 m ot development with duplex construction This issue The community has expressed mixed feelings concerning

will alter the form of the communitv. affects all the application of actual development controls which
R-2 lands forbid duplex development on 15 m lots.

in Parkhill/
Stanley Park | This development issue affects such a substantial
portion of the community that, at present, the
problem is only noted with the encouragement that new
development respect the existing streetscape and
character of the Parkbill/Stanley Park community.

Further discussion and resolution of these issues
must he examined in detail in the future A.R.P.

6. The immediate conversion of former R-3 land This affects | The community feels the density ceiling of 60 upa
uses to RM-4 in the Calgary Land Use By-law. all former with RM-4 is unwarranted and seek to have RM-3 as the
- R-3 lands proper translation of former R-3 for their area.

in Parkhill/ | This conflict may not be resolved until the A.R.P. is
Stanlev Park | in nrogress. The community will have to appeal
individual projects in the interim.

*  The issues were identified hy the communities and interested citizens in the various workshops, public meetings and
discussion sessions held durina the course of the Study. The Study seeks to address these issues in the "Response”
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4. CHINOOK STATION AREA *

a. STATION AREA PLANNING CONSIDERATIONS

i.

ii.

The existing transportation svstem has limited
capacity to serve new development in this area.
The major problem is the Timited capacity of
Macleod Trail particularly at its critical
intersections of 6lst and 58th Avenues. In peak
hours, the road is already operatina at almost
full capacity. The planned imnrovements will
augment the capacity of the system sufficiently to
allow additional trips to be accommodated in this
Station Area. Future redevelopment, however,
would have to be co-ordinated with the
transportation improvement programs, particularly
those uses that rely heavily on Macleod Trail for
primary access. Automobile trip generation from
the various uses should he carefully analyzed, so
as not to unduly overload the existing road
capacity. Residential use and other uses which
tend to maximize the public transit system would
he favoured in this Station Area.

The pedestrian circulation system, particularly in
the Station Area, is disjointed. Sidewalks are
non-existent in many areas. Provision of an
integrated pedestrian network to link new
developments to the Station and the shonpinag
complex would be vital to the successful
functioning of this regional sub-centre. New
developments in this area should, therefore,
maximize the opportunity of linking the Station
and its surrounding activities through the concept
established in the Station Area Plan. Wherever
feasible, pedestrian barriers presented by major
roadways, e.g. Glenmore Trail and Macleod Trail,
should be overcome by the provision of grade-
separated pedestrian crossings.

* Refer to Map 18 for location of specific site parcels.

iv.

It is essential for new developments to recognize
the environmental quality presented by the
existing low density industrial and
semi-commercial nature of the district. Special
interface treatment should be provided
particule~ly along the L.R.T. and C.P.R. tracks.
In additiun, noise and vibration generated from
traffic, aiong Macleod T»ail, Glenmore Trail and
the C.P.R. tracks could -ase significant
constraints to residential development. Noise and
vibration abatement techniques should be
undertaken for residential uses. It is,
therefore, essential for fulure development to
recognize these environmental constraints in their
building layout and desian considerations.
Comprehensive development, possible on large
parcels, would be encouraged since it tends to
provide creater flexihility in incorporating
superior desian solutions to overcome negative
environmental concerns.

Residential development should also take into
account the lack of community open space and
public recreational facilities in this general
area. All new residential development should
therefore provide adeouate amenity areas and
recreational facilities to meet the needs of their
users.
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Windsor Park Community Concerns -

Possible overspill of parking from Chinook Centre and
L.R.T. Station

Potential increase in L.R.T. related traffic

' CHINOOK

Roadway and Access Constraints

jn B

I( - Existing roadways present great barriers to pedestrians
[ e

_ (o Ere—

Limited road capacity along Macleod Trail to serve
new development

Access limitation at 58th Avenue and 6lst Avenue South

Manchester Community

Significant land use instability

Land use uncertainty due to significant number of
reclassification applications

Active redevelopment pressure and land speculation
Invasion of commercial and industrial uses
Declining population and housing stock

Poor housing stock

Closing of the School and Community Hall

Broken sidewalks and roads

Manchester Industrial District

Lack of adequate landscaping
Extensive outdoor storage not adequately screened

Heavy industrial uses

Environmental Concerns

Potential noise from L.R.T.

Train noise from passing C.P.R. trains

Negative visual quality from existing industrial uses
Industrial truck traffic

Lack of open space, landscaping and community facilities

Noise from major thoroughfares

s
Station Area

Auto-related uses occupled a significant portion of the
Station Area

Extensive outdoor storage area

Inaporopriate Yand use desianation (e.a. I-7, T1-3)
Disjointed pedestrian network

Lack of pleasant pedestrian environment

lack of proper sidewalks

Lack of adequate landscaping

Development pressure and potential commuter parking
within 5 minutes walking distance of the Station

Walking distance between the Station and Chinook Centre
is a concern

No grade-separated pedestrian crossing north of 61 st
Avenue South

L.RT. South Corridor Land Use Study

Planning
Considerations

Chinook Station
October 1980

$ THE CITY OF CALGARY
PLANNING DEPARTMENT

Fig.4




b. CITIZEN CONCERNS*

1SSUE

AREA

RESPONSE

Walking distance between the Station and the
adjacent communities is considered too far by
the residents.

Meadowlark
Park

Windsor Park

Manchester

The Transportation Department will review the
existing bus routes. The feasibility of providing
shuttle bus service to link up the communities, major
developments and the Station could be undertaken
after the operation of the L.R.T. System. Pedestrian
circulation will be improved through the upgrading

of sidewalks, provision of grade-separated pedestrian
crossings over or under major roadways, and provision
of internal walkway systems by major developments.

Walking distance between the Station and the
Chinook Shopping complex is too far. The walking
environment is also very unattractive
particularly during the winter months.

General
Comments
from the
Public

The Plan recommends upgrading of 61lst Avenue as the
major at-arade pedestrian spine, which will be
supplemented by alternate above-grade internal
pedestrian corridors when redevelopment occurs.
Shuttle bus service may be another solution to tie
these two centres together. This would be examined
after operation of the L.R.T. System.

Parking overspill from the L.R.T. Station and its
related developments.

Meadowlark
Park
Windsor Park

The Plan recommends that the traffic and parking
situation be monitored. Should parking overspil}
becomes a problem, the Transportation Department will
initiate appropriate measures to resolve this issue.

Parking relaxation for new development is not
favoured. Excessive on-street parking in
existing communities is a concern.

Meadowlark
Park
Southern
portion of
Windsor Park
and
Manchester

Parking relaxation is granted when development is
located within a reasonable walking distance of the
Station and that its design can be integrated with
the recommended pedestrian circulation system.
Policies as stated in Part II, Chapter C of the
document will safeguard excessive on-street parking
resulting from inadequate provision of parking stalls
by new developments, as all development applications
will be reviewed in detail by the Planning and
Transportation Departments to see if the specific
development merits any relaxation.

The number of redevelopment and redesignation
applications create significant land use
instability and speculation in the area.

Manchester
Windsor Park

Redevelopment pressure has been quite active prior
to the approval of the L.R.T. System. Manchester
and the southern portion of Windsor Park have been
undergoing a land use transformation in the past
decade. Approval of this policy document might
assist in reducing the amount of land speculation
in these neighbourhoods.

Low density residential use is inappropriate. Manchester The Plan recommends the existing low density housing
The existing housing stock is old and quite be replaced by mixed use development. Residential
deteriorated. Maintaining the existing housing development would be encouraged through the “bonus
stock would not be feasible. system".

The Manchester and Chinook Station Areas offer Manchester For sites adjacent to the Station, residential

great opportunities for housing additional
population. The existing shopping facilities,
proximity to Downtown and employment centres are
the major attractions. High density residential
development should be accommodated in the Station
and Manchester area. Accommodation of medium to
high density residential units in the Station
Area might reduce the redevelopment pressure
currently experienced in Windsor Park.

Windsor Park

development is a mandatory use component in a mixed
use project. Outside this area, bonus density is
given to encourage the provision of additional
residential units in the medium density mixed use
districts.

*

The issues were identified by the communities and interested citizens in the various workshops, public meetings and

discussion sessions held during the course of the Study.

"Response" column,

The Study seeks to address these issues as indicated in the
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5. HERITAGE STATION AREA *
a. STATION AREA PLANNING CONSIDERATIONS

i. For Site 1, new development on this sloping site
sandwiched between Macleod Trail and Horton Road
shall play an important role in ensuring the
continuity of pedestrian movement and inteqrated
development essential to the successful
functioning of the Station Area. Therefore, the
present commercial potential of the C-5: Highway
Commercial District in Site 1 shall be respected
by the recommended commercial ceiling of an
F.A.R. of 2. Completely commercial development to
this ceilina would be recommended on this site.
It is also recommended that the potential for
mixed use development combining commercial and
residential uses or totally residential
development to a maximum F.A.R. of 4 on this site
be allowed. The Transportation Department has
indicated that this prime site west of Macleod
Trail could be sianificantly limited to a
commercial development potential of an F.A.R. of 1
hecause of poor road access and road capacity
constraints.

Since this site is well separated from the
comiunities to the west by the road, rail and
transit facilities, development mav reach a
maximum height of 46 m subject to the shadowing
auidelines on Haysboro. 1In order to allow views
from the sites east of Macleod Trail to the
mountains, the building form should not create a
continuous wall but rather should allow some view
penetration.

if. In February nf 1980, City Council approved a land
use amendment for the parcel on the southeast
corner of Hull Avenue and Horton Road to a D.C.
district allowina a high density residential
develorment. to a maximum F.A.R. of approximately
4, Similar to Site 1, development on this site

*Refer to Map 22 for location of specific site parcels.
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iv.

may attain a maximum height of 46 m but the built
form should allow views from sites to the east.
On the large site to the south (Site 2B). City
Council approved a land use amendment for a D.C.
district allowing a high density mixed use
development to a maximum F.A.R. of 3 in September
of 1980,

The City-owned site (Site 3) east of Macleod Trail
has the potential for mixed commercial and
residential development. Although access to the
site would be 1imited to Ronaventure Drive,
commercial development would enjoy exposure to
both Macleod Trail and Heritage Drive while acting
as a buffer for residential uses towards
Bonaventure Drive. To ensure compatibility of new
development with the adjacent walk-up apartments,
development should be scaled in height from 12 m
along Bonaventure Drive to a maximum of 46 m,
subiect to the shadowina guidelines relative to
Acadia. The desian of future comprehensive
development should foster a strong connection with
the pedestrian overpass of Macleod Trail by the
creation of a retail mall connecting with the
office/entertainment complex to the south. In the
future, a proportion of the parking reauirements
of the new Police District C Office to be located
a* the southwest corner of Bonaventure Drive and
Heritace Drive may be accommodated in the larger
complex to ensure inteaqration and optimum use of
at-arade areas.

In combination with the Heritage Square office/
entertainment comrlex, future residential
development on Site 4 shall contribhute to the
mixed use character of the area as well as
providing a transition in scale and development
relative to the adjacent medium densitv housing in
Acadia. The Transportation Department would not
support the introduction of additional commercial
development to this area based on the potential
traffic impact on Bonaventure Drive and certain
other critical intersections in this area.
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oadway Improvements and Effects
Grade-separation of Macleod Trail above rail tracks

under construction
- Future interchange of Macleod Trail and Heritage Drive
including grade~separation above rail tracks

- Not presently scheduled within next decade

- Effect of limiting direct access along Macleod
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b. CITIZEN CONCERNS*
ISSUES AREAS RESPONSE
1. Overloading of community facilities by high -_AAHaysboro The Plan recommends that new residential

density residential development. (Sites 1 & 2) | development conform with the amenity standards of the
Calgary Land Use By-law and Urban Design Guidelines -
Kmenities for Apartments. In addition, the

Acadia application of the bonusing system would also
(Sites 3 & 4) | encourage development to provide on-site amenities

and recreational facilities which would overcome the
isolation of sites and preclude overloading of local
facilities.

2. Social impact resulting from high density Haysboro The Plan recommends that residential use be

residential development. (Sites 1 & 2) | optional, and not mandatory, so maximum residential
potential will likely not be realized in the area
west of Macleod Trail. Significant impact on
community facitities is not anticipated.

3. Aesthetic impact of high density development east Haysboro Planning recommendation proposes that buildings

of tracks on low density neighbourhood. be reviewed for shadow effect on existing housing
and for appropriate architectural treatment.

4. Parking overspill - L.R.T.-related Haysboro The Study recommends that parking from the L.R.T.
System be monitored and, if necessary, solutions be
implemented by the Transportation Department in
consultation with the affected communities.

- development-related Acadia Planning recommendation recognizes the need for
adequate provision of on-site parking in new develop-
ment through policy guidelines.

5. Noise - L.R.T.-related Haysboro Transportation Department will monitor noise levels
and determine the need for noise buffers along the
trackage.

- traffic on major roads Haysboro Development guidelines with respect to road and rail
Acadia noise in conformity with C.M.H.C. guidelines are
Kingsland recommended for interim use prior to approval of City
Fairview noise policy proposals currently under preparation.

6. Traffic - L.R.T.-related Haysboro The Transportation Department will monitor traffic
on local streets in Haysboro as the L.R.T. System
operates, and implement necessary solutions in
consultation with affected communities.

- development-related Acadia Potential development would gain access primarily
from major and collector roadways rather than local
roads.

7. School closures Haysboro No specific recommendations are proposed due to the

Acadia present status of the Calgary School Board report.
8. Noxious effects and unsightly views of industrial Haysboro In conjunction with the L.R.T. opening, the
areas. Transportation Department could consider a program to
encourage industrial "clean-up" along the trackage.

* The issues were identified by the communities and interested citizens in the various workshops, public meetings and
A34 discussion sessions held during the course of the Study. The Study seeks to address these issues as indicated in the
"Response” column.



6.  SOUTHLAND STATION AREA

a. STATIOM AREA PLANNING COMSIDERATIONS

1‘.

ii.

iii.

iv.

*

The ultimate potential of Area 3 is constrained by
the capacity of Horton Road. However, since this
area will supnort existina industrial enterprises
and the land parcels are currently under numerous
separate ownerchips, it is not anticipated that
this area will experience redevelopment as quickly
as other larae land parcels in the vicinity. Any
major new development will reguire the uparading
of Horton Road hy the private sector and detailed
road analysis by the Transportation Department.

For Site 4, City Council recently approved a land
use amendment which con;ists of 4.8 ha, permitting
approximately 186,000 m% of mixed use development
(residential, office, retail, hotel, cinema and
health club) with a development intensity of 3.79
F.A.R. The develnper has agreed to provide a
climate-controlled pedestrian overpass crossing
Southland Drive and to uprrade Horton Rrad along
the lenagth of the property.

A Development Permit has recertly bheen issued for
the construction of an office building on the
northeast corner of Site 5. The land owner has
aareed in principle to incorporate residential use
into the fourth and final phases of development
for the site.

In October of 1980, City Council approved a land

use amendment on Site 8 to the C-2: General
Commercial District to allow a hotel/motel use.

Refer to Map 26 for location of specific site parcels. A35
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b.

CITIZEN CONCERNS*

ISSUE

AREA

RESPONSE

1.

Overspill parking from L.R.T. facilities.

Southwood

The Planning Department recognizes that the potential
exists for commuter parking demand to exceed the

400 parking stalls at Southland Station. Because

of the difficulty in projecting the magnitude

of overflow parking, it is recommended that the
Transportation Department be instructed to monitor
the parking situation and implement solutions in
consultation with the affected communities.

On June 23, 1980, City Council approved the
recommendations of the "Commissioners' Report

Re: Southwood Community Concerns Re: Potential
Impacts of L.R.T." to the Operations and Development
Committee (June 2, 1980), including the directions:

"That the Transportation Department be instructed

to install two hour parking zones one month prior to
the opening of the L.R.T. line on those residential
streets adjacent to the Southland and Anderson
Stations which are likely to experience overspill
parkina of non-local vehicles. Furthermore, that the
designation of these streets be done in consultation
with the affected community."

The Transportation Department has also been
instructed to study the possibility of leasing and/or
acquiring land on the east side of the L.R.T. tracks,
adjacent to Southland Station, for a future L.R.T.
Park 'n' Ride site.

2.

"Short-cutting" traffic through the community
to L.R.T. facilities.

Southwood

The possibility exists for vehicular traffic to
attempt to short-cut through the Southwood Community
to the L.R.T. Station via: Sacramentoc Drive, Seattle
Drive, Sabrina Road and 104th ‘Avenue. It is
recommended that the Transportation Department be
requested to monitor vehicular traffic on the above-
mentioned roads after the openina of the L.R.T. and
to implement solutions in consultation with the
affected communities.

On June 23, 1980, City Council approved the following
recommendations of the Commissioners' Report to
Operations and Development Committee:

"That the Transportation Department be instructed to
carry out a study in conjunction with the Southwood
Community Association, addressing the following:

- the need for controls to restrict L.?.T.-
oriented and other traffic from shortcutting
through Southwood ..."

Use of L.R.T. Park 'n' Ride facilities by office
workers in adjacent offices.

Southwood

New offices, as well as any other developments,

will be required to provide adequate on-site parking
for employees and visitors, as required by City
policies.

A37
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b.

CITIZEN CONCERNS*

ISSUE

AREA

RESPONSE

4. Open space standards in the community.

Southwood

In 1978, the population in Southwood was 7,625. The
community has about 63 acres of open space, which
exceeds the City standard of 5.5 acres per 1,000
people. New residential developments on the east
side of the tracks will be required to provide
adequate on-site amenities. As part of the Study
recommendations, the community's open space needs
will be closely monitored to ensure an acceptable
level of open space in the community.

On July 29, 1980, City Council approved additional
park space in Southwood by instructing the
Administration to redesignate to the park district
the vacant, City-owned parcel south of the
existing park east of Sacramento Drive.

5. Maijor recreational facilities lackina in
community.

Southwood

The new Palliser regional recreational complex has
been approved for 19th Street and Southland Drive.
This is intended to also serve the Southwood area.
Recreational facilities such as racquet clubs and
theatres may become available to the community as
development occurs east of the tracks. The
additional population resulting from such
development in Southwood may justify the need to
expand the existing public recreational facilities
in the area.

6. Safety of Park alona Sacramento Drive.

Southwood

Because of increased traffic volumes along Sacramento
Drive generated by L.R.T. Stations at Southland Drive
and Anderson Road, it is recommended that the
provision of crosswalks crossing Sacramento Drive

and design measures such as fencing, berming or
landscaping be investigated by the City's
Transportation and Parks/Recreation Departments to
ensure the safety of park users.

On June 23, 1980, City Council approved the following
recommendations:

That the Transportation Department be instructed to
carry out a study in conjunction with the Southwood
Community Association regarding "the need for
pedestrian crossings and/or corridors across
Sacramento Drive to gain access to the community
playground/tot lot;" and "that the Parks and
Recreation Department be instructed to implement
suitable measures for fencing or otherwise protect-
ing the community playground/tot lot from traffic on
Sacramento Drive and to complete this work prior to
the opening of the South L.R.T. line."




b. CITIZEN CONCERNS*

7. Location of City Engineering depot between Haysboro It is recommended that if and when the existing City
Haddon Road and L.R.T./C.P.R. right-of-way. Engineering Depot is reTocated to a suitable
alternate site, appropriate land use recommendations
would be made at that time in consultation with
affected communities.
8. Shadow effects of tall buildinas on private Haysboro The building height of new developments in the
residences {Hutton Place). Haysboro Industrial strip will not significantly
interfere with the availability of morning sunlight
for residences to the west of the Haysboro Industrial
Area. A1l future new development will be subject to
the guidelines regarding shadow effects established
in Part II, Chapter B and Part III, Appendix D.
9. Residents opposed to draft recommendation for Southwood On July 29, 1980, City Council directed that this

low density multi-dwelling use of the publicly site be redesignated as park space.

owned site on Sacramento Drive north of Sierra

Crescent.

10. Residents opposed to the draft recommendation for{ Southwood Residential use is not a mandatory land use in the
any high density multi-dwelling use in Southland Haysboro Southland Station Area Plan. Only when developers
Station Area. elect to use the honussing system does residential

become a mandatory component. Residential use is
necessary in the Station Area since few cars are
generated (in comparison with office or commercial
use) and residential use generates greater L.R.T.
ridership. It also satisfies the planning objective
of encouraging mixed use development in Station Areas
and adding vitality to the area.

11. Increased traffic through community, particularly| Southwood It is recommended that the Transportation Department

along Sacramento Drive. monitor traffic in the community and implement

solutions when warranted.

* The issues were identified by the communities and interested citizens in the various workshops, public meetings and

discussion sessions held during the course of the Study. The Study seeks to address these issues as indicated in the
"Response" column.
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7.

a.

ANDERSON STATION AREA *

STATION AREA PLANNING CONSIDERATIONS

i.

ii.

The City-owned Park 'n' Ride site (Site 2) at the
Anderson Station holds considerable promise for
developments which are supportive of the L.R.T.
Svstem due to its location and municipal
ownershin. Numerous examples in other cities
attest to the value recapture possibilities which
can be realized throuch the leasinrg of
publicly-owned property close to rapid transit
stations for development by nrivate interests.

In the development agreement with the private
developer, the City can specify that certain basic
conditions be met in the proiject such as the
provision of pedestrian circulation routes and
amenities beyond those required in the Calgary
Land Use By-law as well as ensuring that the
operation of the L.R.T. System is not impaired.

It will also be important that development on this
site presents an acceptable interface. to the
adjacent community, overcomina the overshadowing
effects. Sensitive design treatment is also
considered to be an important element.

Future major development will only be possible
subseauent to road improvement in the Station Area
and the completion of the Deerfoot Trail/Anderson
Road interchange.

Convenient access from Site 3, to the L.R.T.
Station will be provided by a pedestrian system
which will connect the Park 'n' Ride site. As
with the Park 'n' Ride site, the western edge of
development on Site 3 will have to be sensitive to

the adjacent community.

Refer to Map 30 for location of specific site parcels.

iv.

vi.

vii.

Most of the present Willow Park Village Shopping
complex (Site 4) is within a 400 m radius of the
L.P.T. Station and will have convenient pedestrian
access to the Station via the proposed pedestrian
hridge over Macleod Trail. As with the other
Station Area sites, the interface between new
development on the site and the existing community
will have to be carefully handled to avoid
negative impacts on privacy and sunlight.

Site 5 includes the existing Executive Office
Tower and a portion of the west parking lot area
of Southcentre. The potential bridge and ramp
into the Park 'n' Ride site will directly Tink up
with Site 5.

The Studv envisages that Southcentre (Site 6) will
remain as a regional shopping centre with a
possible retail expansion. Other land uses could
he considered for this site but would require
detailed analvsis of their impact on the adjacent
neighbourhoods and the road network in the area.

Site 7, presently vacant, is recommended for

more adult-oriented multi-dwelling development or
senior citizen housing. Its proximity to major
roadwavs, Southcentre and the various community
facilities makes residential use attractive in
this location.

The A.C.E. Mobile Home Park (Site 8) presently
accommodates approximately 1400 people. City
Council has directed that this site be
redesignated as a Mobile Home Park at an
approximate density of 22 persons per acre.
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2.

CITIZEN CONCERNS*

1SSUE AREA RESPONSE

1. Relocation of residents of mobile home parks Amy Lorne- Currently, there are no City-approved policies to

should the sites be redeveloped. Chateau relocate residents in privately-owned mobile home
Estates parks. The Anderson Station Area Plan, as amended
Mobile Home and as approved by City Council on July 29, 1980, has
Parks included the policy that Site 8 be redesignated as
(A.C.E.) mobile home park use.

2. Traffic infiltration and increased traffic Lake Transportation Department advises that the increase
volumes on Tlocal and collector roads. Possible Bonavista in traffic on road system in the Lake Bonavista area
spillover parking from L.R.T. and new develop- will be relatively minor.
ments.

Southwood Transportation Department will monitor traffic
conditions on streets in Southwood subsequent to
the operation of the L.R.T. System and will implement
corrective techniques, upon consultation with the
community, should problems develop as discussed in
detail in the Southland Station Area.

3. Compatibilitv of possible future development on | Lake As amended and approved by City Council on July 29,
A.C.E. site with existing community. Ronavista 1980, Site B shall be subject to redesignation as a

mobile home park use.

4. Overloading of facilities in existing communities| Lake Mew residential development must conform with amenity
by residents of proposed development. Bonavista standards of the Calgary Land Use Ry-law and Urban

Southwood Design Guidelines - Amenities for Apartments and
must provide sufficient on-site faciTities to
minimize the additional load on existing facilities
of neighbouring communities.

5. Desire to avoid hiah-rise development close to Southwood The Plan recommends that high-rise developments should
existina communities. Willow Ridge | not be Tocated directly adjacent to an existing

community. In situations where medium-rise develop-
ment is permitted, a series of gquidelines addressing
issues such as overshadowing, setbacks, use of
community facilities and parking will be recommended
2“ the redesignation stage to reduce or remove the
impact on the community.

6. Reauest for pedestrian bridges across Anderson A.C.E. This has heen recommended as part of the pedestrian
Road. Canyon circulation system in the Primary Circulation Corridor

Meadows of the Station Area Plan.

7. Concern over revision of bus routes. General Changes in bus routes will be discussed in public

Comments meetings in affected communities during 1980.

8. Inclusion of church, daycare facilities on Park Comments from| The overall development plan of this site will
'n' Ride site. general take into consideration the inclusion of

public and institutional facilities such as church, uaycare and

local others.

residents.

9. Concern about possible hotel development on Site | Willow Ridge | The Plan recommends the designation of this site for

. medium density residential use.
10. Need for a cinema in this area. General Theatre facilities would be permitted on Southcentre
Public or the Park 'n' Ride development sites.

The issues were identified by the communities and interested citizens in the various workshops, public meetings and

discussion sessions held during the course of the Study.

"Pesponse” column.

The Study seeks to address these issues as indicated in the




F. GENERAL IMPACT ANALYSIS

Factors/Existing Conditions

lssues/PotentiaI Impacts

Recommended Impact
Management Techniques

1. Population and Facilities

a. Population and Age Structure

The population and age structure in the
L.R.T. South Corridor indicate a varied
pattern. The older northern
neighbourhoods reflect a population
decline with a mature family structure, a
higher proportion of teenagers and young
adults, and a lower ratio of children
especially in the Inner City communities.
The population decline is characteristic
of Inner City and inner suburban
communities over the past decade due to a
combination of factors. These include: a
decline in interest shown by families with
children to live in the Inner City areas,
demolition of dwelling units and their
replacement by non-residential uses,
natural aging processes of the population,
and a generally lower birth rate. The
newer southern districts reflect
population increases and age structure
characteristics closely resembling the
overall City pattern. The population
increases are anticipated to level off as
the subdivisions are fully developed.

The numbher of dwelling units are expected
to increase due to high density
residential development within the Station
Areas. This will contribute to an
increase in the total population living in
the Corridor. The majority of these
residents will likely be singles, young
couples, and perhaps senior c1t1zens
unlike the existing communities adJacent
to the Corridor. Future populations,
therefore, will have different needs
relating to community and recreational
facilities and services.

New developments will provide on-site
facilities, as required by the Calgary
Land Use By-law. The utilization of the

bonus system by developments may avoid
over-taxing the facilities in neighbouring
communities. The appropriate Civic
Departments will also closely monitor the
requirements of future residents 1living in
the Station Areas. The need to provide
senior citizen housina and/or public
housing in the vicinity of the Station
could be examined during the processes of
deve1opment approvals or the preparat1on
of A.R.P.'s.
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Factors/Existing Conditions

Issues/Potent ial Impacts

Recommended Impact
Management Techniques

b. Regional and Local Facilities
i. Schools

Some of the communities in the L.R.T.
South Corridor are experiencing a decline
in school enrollment, particularly at the
elementary level. This trend seems
characteristic of many Inner City and
suburban communities. These
neighbourhoods have reached a "mature"
stage with fewer families with young
children. However, the neighbourhood
cycle may reverse, with families with
young children moving back into these
communities.

It was noted that except for the Lake
Bonavista and Canyon Meadows areas, there
are excess school capacities. Children
have been bused from other areas to these
schools.

ii. Parks and Recreation Facilities

There are a range of recreational
facilities and park spaces for use by
residents of the neighbourhoods located in
the L.R.T. South Corridor.

Open space ratios for the majority of the
communities in the L.R.T. Corridor meet,
and in many instances, exceed the present
City policy guideline of 5.5 acres per
1,000 population for new areas.

As with most of the Inner City
communities, there is a deficiency of
local open space and recreational
facilities in the Eriton and Stampede
Station Areas. However, both of the
Station Areas have ready access to Lindsay
Park, which was recently acquired from
Canadian National Railways by the City of
Calgary for municipal purposes.

The Schocl/Program Consolidation Report,
prepared by the Calgary Public School
Board, included several area schools
{Victoria, Erlton, Haddon Road, Hayshoro,
and Windsor Park) in the list of potential
school closures. However, no decision has
been made to close these schools or any
others in these communities.

Consultations with both School Boards
indicate that the introduction of
additional population in this sector of
the City will not affect the school system
in any of the communities, as children
from new developments can either be
accommodated in existing schools or be
hused to other schools until new
facilities are warranted within the
community.

The anticipated population increase in the
Study Area will create additional demands
on local and regional resources.

On the basis of the anticipated increase
in population resulting from the Study
recommendations, additional open space
provision in some communities may be
required in the future.

The Study recommendations emphasize the
conservation of low density, stable
neighbourhoods. This would support family
accommodation in neighbourhoods such as
Parkhill/Stanley Park, Southwood,
Haysboro, Acadia, Fairview and parts of
Erlton. It may also serve well to
stablilize such neighbourhoods and bring
back school age children to justify local
area schools.

As stated in the Calgary General Municipal
Plan, if, in the Tuture, certain lands and
buildings owned by the School Boards are
no longer required for educational
purposes, the City should be given the
first option for the purchase of these
tands for parks and neighbourhood
recreation purposes in support of the
increased densities anticipated in
communities. .

Provision of adequate on-site private and
public amenity space in new residential
projects, as required by the Calgary Land
Use By-law, will improve the genera
environment for each project, as well as
relieve additional demands on the existing
parks and recreational facilities.

Recommendations such as dedication of land
for park use, acquisition of additional
open space, and provision of additional
recreational facilities have been included
in some Station Plans, e.q. 42nd Avenue
and the Chinook Station Areas.




Factors/Existing Conditions

Issues/PotentiaI Impacts

Recommended Impact
Management Techniques

As approved by City Council on May 27,
1980, the major recreational facilities of
the Aquatic Centre and a Mini-Fieldhouse
will be located on Lindsay Park, to be
incorporated into a comprehensive park
plan. The Aauatic Centre is planned to
include two 50 m pools, food services,
fitness areas, meeting rooms, dressing
rooms, media facilities and seating for
approximately 1,200 people. In
combination, the Mini-Fieldhouse and
Aquatic Centre provide an opportunity to
provide a comprehensive field and water
sports facility, with the potential for
capital cost savings through the
integration of design and eneragy
conservation measures, to be considered in
the detailed planning and design
processes. As recommended by the Sports
Facilities Advisory Committee and approved
by City Council on May 27, 1980, a
Coliseum will be located to the east of
the Erlton L.R.T. Station. The coliseum
is planned to have a minimum seating
capacity of 18,000 people to accommodate
jce sport events and public functions such
as concerts, entertainment and featured
speakers. This type of facility would be
needed to host the 1988 Winter Olympics.

The Stampede Grounds serve as a city-wide
recreational facility during Stampede Week
and other special events.

A major recreational complex is being
planned by the Acadia Community
Association for the site adjacent to Lord
Beaverbrook High School. Adjacent to
Heritage Station, a node of recreational
facilities has developed, including Rose
Kohn Memorial Arena, the future twin
arena, and the Kingsland Athletic fields.
The south branch of the YMCA has recently
added an indoor racquet court at Heritage
Drive and Haddon Road.
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Factors/Exisxing Conditions

lssues/Potem ial Impacts

Recommended Impact
Management Techniques

The Parks and Recreation Department is
developing multi-functional leisure
centres including the Palliser Centre to
meet the regional recreational
requirements.

jii. Community Services

A range of community services including a
health centre, dental clinic and other
facilities, is available in the general
area of the L.R.T. South Corridor. The
Haysboro and Southcentre Health and Dental
Clinics are located in the Heritage and
Anderson Station Areas respectively.

Library services are presently available
at the Southwood branch on Southland Drive
near Elbow Drive and at the Macleod Trail
branch in Willow-Ridge.

The communities in the L.R.T. South
Corridor receive Fire and Police Services
from district stations in the area. A
fire station is located in Haysboro on
Macleod Trail near Southland Drive. The
new District "C" Police Office is being
planned for the southwest corner of
Heritage Drive and Bonaventure Drive in
Acadia.

Increases in population resulting from new
development. in Station Areas and the
continued growth south of the Corridor
will increase the demand for additional
community services.

The proposed Palliser Leisure Centre, to
be located at Southland Drive and 19th
Street S.W., is intended to be a major
reqgional recreational facility primarily
servicing the communities west of Macleod
Trail between Heritage Drive and Fish
Creek. This leisure centre will serve a
population of 80,000 - 100,000 people.

Major social service facilities developed
in the future will likely be of a multi-
service nature similar to the Thornhill
Tri-Service Centre which incorporates
social services (juvenile probation,
daycare, family counselling), a public
health unit and a library. These are seen
as the preferred community service model
because of land and financial constraints
and the potential for a more integrated
service system that is afforded by
multi-service centres.

Locating these centres close to L.R.T.
Stations could promote increased
accessibility and utilization of the
services offered.

Most community services are provided in
response to the actual needs of a
population. Accordingly, the Social

Services Department will monitor the needs
of existing and future population in the
South Corridor for programming of
additional services.

Various social service agencies may
consider leasing or purchasing space
within new developments to provide on-site
service to new population in the Station
Areas.
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iv. Utility Services

Due to the increasing demands of the
City's southern reaion, the City
Electrical Systems Department is seeking a
site for an electrical substation in the
general Corridor area, with the
possibility of sharing the
transportation/utility right-of-way.

V. Shopping and Entertainment

The regional shopping facilities in the
L.R.T. South Corridor include:

- highway-related commercial uses along
Macleod Trail such as vehicle and
tire sales, fast food outlets,
furniture stores, hotels and motels,
etc.;

- shopping centres along Macleod Trail:
Southcentre, Chinook Centre, Macleod
Mall, Macleod Plaza, Co-op;

- local commercial and neighbourhood
shopping facilities such as
retailing, medical, insurance and
real estate services and other
services, on Elbow, Fairmount,
Acadia, Southland and Heritage
Drives;

- entertainment facilities such as
Chinook Theatre, Studio 82 and some
of the Tounges in the larger hotels
provide evening entertainment.

Potential new developments as recommended

for Station Areas will result in increased
demand on water, storm and sanitary trunk

systems.

The anticinated population in Station
Areas will require additional shopping and
entertainment facilities.

Various existing communities surrounding
the L.R.T. Station sites have expressed a
need for additional entertainment
facilities such as theatres, cinemas,
nightclubs, etc. which have been
identified in the individual Station Area
Plans.

The water, storm and sanitary trunk
svstems are of sufficient size to handle
the proposed development in the Station
Areas. However, in order to meet the
demands of individual developments,
extensive modifications to local systems
will be required, including the new
construction and/or the relocation and
upgrading of existing systems. Under the
present City policy, works of this nature
are funded by the developer.

Macleod Trail already contains a variety
of shopping and entertainment facilities.
As mixed uses are encouraged and bonused
in accordance with the proposals of this
Study, new projects could include a
variety of support facilities within the
development. The clustering of various
land uses will also promote pedestrian
movement to these facilities.
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2. Community Character and Stability

Impact analysis in this category examines
the physical structures of the communities
in terms of their residential, commercial,
and industrial land use comporents, land
use changes, density trends and how the
1and use recommendations will affect the
community character and stability.

a. Residential Uses

Towards the south, the neighbourhoods in
the Station Areas generally consist of
owner-occupied, sound single-family
dwellings and multi-dwelling units
scattered throughout many areas.
Nevelopment of the majority of these
neighbourhoods has occurred within the
last two decades, and is still continuing
in some areas.

The older housing stock in the inner
suburban neighbourhoods is low density
semi-detached and single-family dwellings
in fair to good condition, with scattered
infill redevelopment in the apartment
districts. Towards the Inner City, the
ace of older housing stock dates back to
the 1900's and ranges from good, fair to
poor condition.

Some neighbourhoods have undergone drastic
changes. For instance, Manchester, one of
the oldest neighbourhoods in Calgary, has
already undergone a radical land use
change due to the infiltration of
industrial as well as commercial uses in
the area.

Some of the neighbourhoods are
experiencing redevelopment pressures
associated with the introduction of
L.R.T. in the South Corridor. Redevelop-
ment pressures are contributing to the
uncertainty about the future of some of
these neiahbourhoods. This uncertainty
may contribute to the cause of
deterioration of housing conditions in
some areas.

It is anticipated that some parts of a
neighbourhood may come under pressure for
change to higher intensity residential
uses. Displacement of existing residents
in these areas could be an issue to he
considered.

The scale of development adjacent to
existina low density neighbourhoods may be
of special concern, due to its potential
negative interface treatment.

Station Area Plan recommendations
re-affirm the existing low density
residential land use designations in
stable neighbourhoods to ensure the
stability of these communities and the
retention of good housing stock.
Parkhill/Stanley Park and part of the
Eriton Community are recoonized as having
neighbourhood forms which are stable and
viahle. These neiohbourhoords will have
"Conservation Area" status applied to
them. Private applications to redesignate
Tand use to higher intensities in these
existing neighbourhoods will be examined
critically during the application approval
stage or at the Area Redevelopment Plan
pracess.

Recommendations for selective
redesignation to higher intensities of
residential and mixed uses will maximize
the development potential of vacant lands
and/or will permit future redevelopment of
deteriorated residential areas around
Station sites.

A11 proposed projects will be reviewed in
light of the development guidelines stated
in this report, to encourage a scale and
form of development which would be
compatible with abutting communities.
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In the Erlton area, more than 50 percent
of the housing stock to the south of 25th
Avenue S.E. is owner-occupied. To the
north of 25th Avenue, the majority of
older housina stock is in poor condition
and has been converted to multi-dwelling
rental units and rooming houses. In the
Victoria Park West area, owner-occupancy
rates are below 5 percent.

There is some deterioration of homes in
some neighbourhoods which have been
influenced by the existing higher land use
designations and redevelopment pressures
to higher intensity uses.

b. Commercial Uses

Most of Macleod Trail and the area between
Macleod Trail and the CPR tracks reflect
uses related to auto-oriented highway
commercial activities such as hotels,
restaurants, low to medium density
offices, retail and wholesale outlets,
auto-related sales, regional shopping
centres such as Southcentre, Chinook and
Macleod Mall as well as other types of
commercial and industrial enterprises.

Other neighbourhood commercial enterprises
are located on major arteries intersecting
Macleod Trail as well as on Elbow,
Fairmount, Acadia and Bonaventure Drives.

In the north end of the L.R.T. Corridor,
17th Avenue South is identified as a
regional pedestrian-oriented commercial
strip with specialty shops, boutiques,
restaurants and other services reflecting
the uniqueness of the shopping street,

The existing widesnread C-6 land use
designations and the highway commercial
activities along Macleod Trail promote the
automobile-oriented mode of transportation
and conseauently add to the vehicular
traffic on Macleod Trail. Lack of
amenities for pedestrians also encourages
the use of automobiles.

Recent proposals in the Corridor have

included a few mixed use developments

which are in conformity with the Study
objectives.

The special shopping character of the 17th
Avenue South commercial strip may be
difficult to preserve if auidelines are
not enforced in accordance with the
recormendations contained in the Inner
City Plan.

Station Area Plans recommend changes in
land use designations to permit L.R.T. and
pedestrian-oriented commercial,
residential and mixed land uses in Station
Areas.

Station Area Plans also recognize the
importance of compatibility of commercial
use in terms of its building form, traffic
generation and orientation with abutting
residential neighbourhoods. Therefore,
Station Area Plans have specified the
necessary commercial activities and public
amenities to be provided especially along
the Primary Pedestrian Circulation
Corridors. Activity nodes in Station
Areas have been emphasized by encouraging
the provision of cultural, entertainment,
personal services and recreational
facilities.
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c. Industrial Uses

There are significant tracts of land
presently classified as 1-2 for light
industrial uses along the L.R.T. Corridor
in the Erlton, 42nd Avenue, Chinook,
Heritage and Southland Stations.

Some of these older, unattractive
industrial uses generate considerable
truck traffic, noise and dust problems
which detract from the concept of a
pedestrian-oriented L.R.T. Station Area.

The majority of the industrial uses are of
a low density nature requiring large lots,
which does not support L.R.T. patronage.

In the Station Areas, some of the lands
designated for industrial use are located
within close proximity to low density
residential areas creating a change in
tand use.

Land utilization and environmental
problems associated with industrial uses
are generally incompatible with
residential or mixed use developments in
Station Area Plans.

The impact of the selective redesignation
of industrial lands to other uses will
Tikely result in relocation of certain Tow
density industrial uses to other parts of
the Citv as lands close to L.R.T. Stations
are redeveloped to more intensive uses.

A significant amount of I-2 land is
recommended for redesignation in the
Primary Impact Areas of Erlton, 42nd
Avenue, Chinook, Heritage and Southland
Station Areas.

Application of the recommended parking
policies (Part 11, Chapter C) will
encourage pedestrian circulation and the
opportunities for shared use of parking
facilities in Station Areas.

Recommendations contained in the Stampede
Station Area Plan set forth detailed
development guidelines for new
developments to recognize the special
character of the 17th Avenue commercial
strip and to enhance the pedestrian
environment.

Outside the 400 m radius of Station sites,
it is generally recommended that the
existing C-6 highway commercial type of
land use designation be retained along
Macleod Trail and that mixed use
developments be encouraged within the 400
m radius.

Station Area Plans recommend the land use
redesignation of significant parcels in
existing I-2 industrial uses to permit
L.R.T. and pedestrian-oriented higher
density residential, commercial office and
retail land uses in Erlton, 42nd Avenue,
Chinook, Heritage and Southland Station
Areas.

The application of the Calgary Land Use
By-law requirements will ensure a higher
quality of environment for new
developments. The development review
process guided by the development
guidelines outlined in Station Area Plans
will ensure an appropriate interface
treatment between the industrial uses and
new mixed commercial and residential uses.

It is recommended that certain areas
remain in the existing industrial use
designation and that no redesignation be
undertaken by the City at this time, but
that the development review process be
aware of the potential relationship
between the Station nodes and continuing
industrial operations.
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2. Environmental Concerns

a. Noise and Vibration

Existina airborne noise sources along the
L.R.T. alignment are primarily from the
road and rail traffic. Traffic from
Macleod Trail is one of the major noise
sources in the Corridos.

Between 42nd Avenue and Anderson Road, the
L.R.T. alianment runs parallel to the
existing CPR rail tracks. Significant
noise along this section of the Corridor
orginates from freight train movement
which generally consists of six train
passages per day; two in the morning, two
during the afternoon; and two during the
night. These trains are usually in the
order of 100 cars in length and operate at
speeds of 25 to 50 kmph.

Other noise sources along the CPR section
of the alignment include local street
traffic, industrial operations, and bus
traffic in the vicinity of Heritage,
Chinook and Southland Stations.

Residential areas to the east and west of
Macleod Trail and south of Heritage Drive
are buffered to a certain extent from the
airborne noise by the highway commercial
development along Macleod Trail.

Similar to the noise environment, the
existing vibration environment along the
L.R.T. South Corridor is dominated by road
and rail traffic.

The existing noise and vibration
environment along Macleod Trail, the
L.R.T. alignment, and other major arteries
would require special desian
considerations when residential uses are
included in future projects along the
Corridor.

The Study recommendations will encourage
the provision of open spaces, plazas,
mini-parks as well as ensure the provision
of adeqguate on-site amenities by the
private sector at the time of development
to better the environment of the Station
Areas. Within the context of the General
Plan review process, the ecoromic impact,
particularly locational patterns of
industrial uses including relocation of
individual businesses in the South
Corridor area, could be examined.

It is recommended that as an interim
guideline, applications for development
close to the L.R.T. alignment and major
roadways be required to incorporate siting
and design techniques in accordance with
the C.M.H.C. guidelines regarding rail and
road setbacks in order to ameliorate
surrounding noise conditions, until
specific policies regarding noise control
are formulated by the City's Planning and
Transportation Departments.

The L.R.T. Division will be monitoring the
noise conditions associated with the
L.R.T. System as it begins operation, to
assess the need for mitigation techniques
and will then design control devices if
required.
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h. Views and Orientation

The higher sites along Macleod Trail offer
nleasant long views to the Rocky Mountains
and the skyline of Downtown.

In many of the Station Areas, the
topography is such that the eastward and
westward slopes would provide views
towards the Station sites.

Towards the southern half of Erlton an
escarpment rises almost 40 m above the
Elbow River. This escarpment provides
excellent views to the river and skyline
of Downtown.

c. Sunlight

The existing residences along the
alianment currently are not affected by
overshadowing effects from adjacent
buildings.

Potential development and/or redevelop-
ments along the L.R.T. alignment may be
the source of uninvited views and loss of
privacv for neighbouring residential
areas.

High-rise developments may affect the loss
of uninterrupted views in certain areas
{e.g. the mountains).

The existing environmental quality in
certain industrial and commercial areas

of some Station Areas, such as Chinook and
42nd Avenue, presents a negative impact
for potential new mixed use development
especially those with a residential
component.

New high rise developments may block
suntight, casting shadows on existing
residences.

The development guidelines contained in
some of the Station Area Plans encourage
the maximization of pleasant views and
minimization of negative impacts relative
to direct views into neighbouring
residences. Development guidelines also
specify height restrictions in certain
areas which require the form and scale of
development to respect the existing
residential communities.

New development located in close proximity
to industrial uses should optimize the
more pleasant views and minimize the
negative visual environment of surrounding
industrial uses. Where appropriate,
building design and layout should take
advantage of western orientation and
distant views to the mountains and
downtown. View potential of other sites
should be respected.

Development quidelines pertaining to the
provision of landscaping and amenities
have been included to improve local
conditions.

As detailed in Part II, Chapter B, and
Part II1, Appendix D, new developments
will conform to the "Maximum Shadow Line"
guidelines thereby minimizing the over-
shadowing effect on adjacent properties.
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4. Circulation Patterns

a. Pedestrian Circulation

The highway commercial uses alonag Macleod
Trail promote the automobile-oriented mode
of transportation and are not conducive to
pedestrian circulation. Defined
convenient walkways integrating major open
spaces or activity centres are often
lacking.

In certain industrial areas, convenient
pedestrian circulation systems are often
poor or non-existent. In most cases,
pedestrians are required to cross major
roadways such as Macleod Trail through
signalized major intersections with the
exception of the Chinook Shopping Centre
where an elevated pedestrian walkway is
provided.

The Macleod Trail couplet passes through
the Victoria Park neighbourhood which
makes it inconvenient for residents to
walk to local community facilities,
services, and/or schools located on either
side of the couplet.

The lack of a grade-separated pedestrian
circulation system, over major roads, may
cause inconvenience to pedestrians when
crossing major roads with high traffic
volume.

Pedestrian precincts will be established
in the Station Areas by development of a
Primary Pedestrian Circulation System
primarily within the 400 m radius of
Station sites. These may incorporate
elevated streets, arcades, malls, improved
sidewalks and walkways accompanied hy
associated activity-oriented land uses on
abutting lands in order to provide safe
and convenient pedestrian routes to the
Stations.

The recommended pedestrian circulation
system will help to create a continuous,
safe and convenient pedestrian linkage to
Station Areas, which would integrate the
surrounding local and regional open spaces
and recreational facilities.

It is recommended that the necessary and
vital pedestrian Tinkages be provided
nrior to and/or during the early phase of
L.R.T. operation. Provision of those
Tinkages will involve both the private and
public sectors based on policies
estahlished in Station Area Plans. Other
provisions to improve and enhance the
Primary System will be encouraged by the
use of a bonus system in terms of
additional density and/or relaxations in
parking requirements.
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b. Automobile Circulation
i. Traffic

There is presently only one
arade-separated interchange along Macleod
Trail at Glenmore Trail. Except for this
grade-separation, the major at-qrade
crossings of Macleod Trail are at Anderson
Road, Southland and Heritage Drives, 34th
and 42nd Avenues South, and the CPR rail
line.

The grade-separation of the CPR crossing
Macleod Trail at-grade immediately to the
north of Heritage Drive is presently under
construction.

Many Station Areas with significant
developable land parcels are located close
to the intersection of two major roads.

Macleod Trail will be widened to three
lanes in each direction between the Elbow
River and 34th Avenue South.

The planned improvement of Macleod Trail
will place certain constraints on the
devalopment potential of sites located
close to major intersections. These
constraints are necessary to prevent
adverse effects on major roadway
capacities.

Without proper control, major new
developments in Station Areas could
potentially result in severe congestion of
existing roadways.

For the prime development sites, the
access will be primarily from major
roadways. Therefore, local residential
streets would not he adversely affected.
However, the potential increase of traffic
through local residential streets may
occur as people try to short-cut through a
comunity to avoid traffic congestion on
the major roadways.

Because the L.R.T. System is a new mode of
transportation in the City, precise
estimates of potential vehicular
generation cannot be determined.
Therefore, it is recommended that the
traffic operations and L.R.T. ridership in
the South Corridor be monitored by the
Transportation Department.

After new data is obtained, this
information may be used to determine if
roadway improvements are necessary in the
L.R.T. Station Areas.

Traffic movements near Station Areas will
also be monitored, and if warranted,
traffic measures will be implemented to
minimize adverse effects of through
traffic on local residential streets.

In the development review process for
Station Area sites, the Transportation
Department will review the proposed
development uses and intensities in light
of access and roadway capacities. The
maximum allowable densities will only be
permitted based on transportation and
other planning considerations as stated in
the Study.

It is anticipated that some major
redevelopment projects may be required to
undertake certain roadway improvements to
increase site accessibility.

Transportation constraints identified by
the City Transportation Department have
also influenced the policy consider-
ations. Attempts have been made to relate
the potential types of land use and
intensity of development to road
capacities.
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ii. Parking

With the introduction of L.R.T., Park 'n'
Ride facilities will be provided at
Anderson, Southland, Heritaae and Chinook
Stations.

No commuter parking facilities will be
provided at 42nd Avenue, Erlton, and
Stampede Station Areas.

It is anticipated that potential parking
overspill on local streets within 400 m of
the suburban stations may arise due to a
possible undersupply of Park 'n' Ride
spaces by 1991. The Heritage and Southland
Stations could have the most critical
problems as identified by the IBI Group
Consultant Study (Part III, Appendix H).
These potential problems are also
considered in Part II, Chapter F and

Part III, Appendix G.

It is recommended that the Transportation
Department undertake detailed traffic
studies to identify and resolve the
traffic problems. Appropriate control
measures such as turn restrictions, road
closures, redesign of control inter-
sections, parking bans or other measures,
will be undertaken, as warranted in
consultation with affected communities.
This process could also be initiated as a
transportation plan or in the context of
future Area Redevelopment Plans. In City
Council's approval of the Study on July
29, 1980, the Administration has been
directed that the A.R.P. processes should
address traffic issues, notably in the
Eriton area. Through Council's approval
of the Commissioner's Report to the
Operations and Development Committee {(June
2, 1980) on June 23, 1980, the
Transportation Department has been
instructed to undertake studies in
conjunction with the Southwood Comnunity
Association regarding the need for
controls to restrict L.R.T.-oriented and
other traffic from short-cutting through
Southwood, as well as addressing the need
for pedestrian crossing of Sacramento
Drive.

It is recommended that the petential
parking overspill problems that may
develon at the suburban Stations be
recognized based on IBI Group findings;
and that the Transportation Department be
directed to review the potential impact
zones and to consider the solutions in
anticipation of critical problem areas, in
consultation with local residents through
a public participation process.

It has been recognized that the nature of
development focussed on an L.R.T. Station
may offer opportunities for relaxations of
the Citv-wide parking standards due to
anticipated different car ownership rates
and modal split characteristics.
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C. Bus Routes

A bus terminal will be located at Erlton
Station to provide convenient service for
L.R.T. and transit patrons during Stampede
Week and other special events held on the
Stampede Grounds.

The entire bus route system in the South
Corridor is being redesigned to reinforce
the efficient use of the L.R.T. System.

The changes in bus routes may cause some
inconvenience to a number of residents.
However, the combined feeder hus/L.R.T.
transit system will provide significant
time savings for the majority of people.

New developments in the Station Areas will
be required to provide adequate parking
facilities and the amount of surface
parking will also be controlled.
Structured or underground parking will be
encouraged.

It is recommended that the parking
characteristics of new developments be
monitored on a regular basis by the
Transportation Department to ensure that
the relaxation of parking standards fit
the needs of the new Station Area
developments as the L.R.T. System operates
and expands.

Through Council's approval of the
Commissioners' Report to the Operations
and Development Committee (June 2, 1980
and June 23, 1980), the Transportation
Department has heen instructed to install
two hour parking zones one month prior to
the opening of the L.R.T. line on those
residential streets adjacent to the
Southland and Anderson Stations which are
likely to experience overspill parking of
non-local vehicles. There was a further
instruction to the Transportation

Department to carry out a study on the
nossibility of leasing and/or acquiring
1and on tne east side of the L.R.T.
tracks, adjacent to Southland Station, for
a future L.R.T. Park 'n' Ride Site.

Calgary Transit will be conducting public
meetings in the communities affected by
bus route changes. These meetings will
likely commence in 1980 and will be
advertised in City newspapers.In general,
Calgary Transit's policy is to provide
service within a 460 m walk of each
residence.




Factors/Existing Conditions

Issues/Potent ial Impacts

Recommended Impact
Management Techniques

d. Cycle Route

The "Cycle Route" report prepared by the
Transportation Department identifies the
existing and planned cycle routes. Some
existing roadways within the boundaries of
the Land Use Study are designated cycle
routes.

e. L.R.T. Route

Large sections of the land along the
L.R.T. route are occupied by industrial
uses.

In the suburban areas, the route passes in
close proximity to single family
residences.

Cycle routes offer an alternate mode of
transportation and would facilitate safe
bike travel from surrounding areas to
L.R.T. Stations.

The development of a bikeway System around
L.R.T. Stations would require the
involvement of the private and public
sectors. Provisions may be made by the
private sector on private land for the
continuity of the bikeway system throuah
the use of the bonus system.

Along the alignment, the visual quality of
industrial areas with unattractive outdoor
operations and storage requires
consideration. The potential loss of
privacy by residents adiacent to the
L.R.T. alignment would also have to be
considered.

The formulation of appropriate bikeway
policies for application in the Station
Areas should be pursued jointly by the
Planning and Transportation Departments.
These policies should ensure the
continuity of bikeway systems in Station
Areas and linkage with the City-wide
system. Bicycle storage facilities will
be provided at Park 'n' Ride Sites.

It is recommended that, where possible, a
buffer strip of a minimum width of 6 m be
provided along both sides of and adjacent
to the L.R.T. route. Part of this buffer
strip (a minimum width of 3 m) should be
landscaped with trees as part of new
private development or on City-owned
land. A pedestrian walkway and/or a cycle
route could also be incorporated in the
buffer strip where appropriate. A
landscaped strip is recommended:

a. to provide a visual buffer and to
maximize the privacy of residents
close to the alignment;

b. to provide visual enhancement for the
hbenefit of L.R.T. passengers.

This recommendation is not applicable to
development which will be integrated with
the Station and/or the air rights of the
Station and/or the rail lines.

To minimize the negative impacts of
industrial uses along the L.R.T. route, it
is recommended that unattractive outdoor
storage and operations be discouraged
wherever possible.
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5. Economic Implications of Future Land
Use in Station Areas

Many existing land parcels close to the
Station sites have already been subject to
land speculation.

The presence of a transit station may have
contributed to an increase in land
values.

Property owners may have high expectations
in terms of the development potential that
a Station Area may offer.

There has been uncertainty about future
use of land in certain Station Areas.
Real estate activities have been quite
active in some neighbourhoods.

Several major developments in the Corridor
have been approved by City Council in
recent vears.

There are numerous factors affecting land
value which make it difficult to
accurately predict the actual impact of
L.R.T. on land values. In general,

the potential for higher density
development increases with improved site
accessibility as provided by L.R.T.
particutarly at Station locations. Thus,
lands classified for medium to high
density development within close proximity
tn L.R.T. Stations may be expected to
appreciate in value.

In communities such as Victoria Park,
because of their special population and
social structure, a relatively small
change in the cost of accommodation could
have a significant effect on a large
number of individuals. New development
presently occurring in Victoria Park will
affect the social structure of the
community as some people are displaced by
the demolition of older housing while
others are moved into newly constructed
apartments.

This new mode of transportation may
influence the redistribution of economic
activities in the Study Area and the City
as a whole. This is in keeping with the
City objectives:

a. to optimize development potential in
close proximity to Station sites in
order to encourage L.R.T. ridership;
and

b. to decentralize employment along
transit corridors in order to reduce
traffic congestion in Downtown and
Inner City.

The recently approved major projects and
future new developments in the Station
Areas will likely provide substantial
employment opportunities in the clerical,
professional, managerial and service
sectors.

Land use recommendations will assist in
restructuring the land use patterns,
intensities of use and activities in
Station Areas. This is in conformity with

the Calgary General Municipal Plan
policies relating to the decentralization
of employment and the growth strategy.
Sufficient amounts of land have been
recommended in the Study to accommodate
the various economic activities.

In general, the land use recommendations
put forth by this Study should assist in
stabilizing the land uses and reducing the
uncertainty in certain Station Areas.

It is proposed that the Citv monitor the
various land use activities to determine
the extent of economic impacts, including
relocation by individual businesses.

It is also recommended that the Planning
and Transportation Departments be directed
to establish a monitoring program to
identify the physical, social and economic
impacts, if any. This process should
assist in identifying areas for special
action and provide a data base for future
L.R.T. Tand use studies in the Calgary
region.




TRANSPORTATION IMPACTS OF
REDEVELOPMENT ALONG MACLEOD TRAIL

INTRODUCTION

The Transportation Department of the City of Calgary
has reviewed a number of land use alternatives proposed
for each L.R.T. Station Area in the South Corridor with
the view of determining density limits for
redevelopment based upon site access, roadway capacity;
and for providing the optimum mix of development (i.e.
residential, commercial) that would be supportive of
L.R.T. The specific tasks which were undertaken when
reviewing Station Area Plans are listed below:

0 analysis of arterial capacity and protected
traffic flows comprising horizon year (2001) and
new development traffic volumes around L.R.T.
Stations as well as L.R.T. traffic (Park 'n' Ride,
Kiss 'n' Ride) where applicable. Major road
improvements are recommended to allow higher

intensity development to occur around certain

Stations;

0 review of local access constraints specific to
developable sites and local road improvements
required;

0 design of a traffic circulation system around

L.R.T. Stations to accommodate increased
development volumes and appropriate treatments
(i.e. right turns in/out);

0 assessment of alternative land use proposals by
the Planning Department at each Station, based
upon trip generation characteristics, anticipated
modal split to L.R.T. and site-specific access
constraints;

This section was prepared by the Transportation
Department of the City of Calgary.

0 a corridor-wide analysis (usina the Transportation
Department's model) to review the overall impact
of development along Macleod Trail on future
traffic projections and arterial capacity.

The following sections hriefly outline an evaluation of
the land use plans proposed in each of the seven

L.R.T. Station Areas based upon the above criteria and
possibilities for improving the road system to allow
for increased development density.

STATION AREA TRAFFIC ANALYSES

Stampede L.R.T. Station Area

Major redevelopment around this Station is proposed
west of Macleod Trail to Centre Street, north from the
Elbow River to 12th Avenue, encompassing an area of
approximately 20 acres. Four primary sites which might
redevelop have been identified, as shown in Exhibit 1,
with recommended mixed use development of medium to
high density and high density residential (Bonus

F.A.R. of 3.0 to 4.0).

Heavy traffic volumes are projected along the major
roads which abut the developable sites, particularly
11th and 12th Avenues, Macleod Trail, 1lst Street S.E.,
and 17th Avenue S.E. For example, 2001 background
traffic projections on the South Downtown Bypass roads
(11th and 12th Avenues) approximate 2800 vph in the
peak rush hour while lst Street S.E. carries 2500 vph
immediately north of 17th Avenue. Traffic along 17th
Avenue is heavy, as well just west of 1lst Street S.E.,
in the order of 2400 vph (two-way). A capacity
analysis shows restrictions at the intersections of
11th, 12th and 17th Avenues along 1lst Street S.E. and
also at Centre Street and 17th Avenue. These
constrictions at key intersections would hamper access
to the south from both the South Downtown Bypass and
Macleod Trail Couplet.
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In reviewing the proposed land uses in this Station
Area, in light of the restricted road access, it is
recommended that redevelopment of intensive commercial
uses be discouraged between 12th Avenue and 17th Avenue
for the following reasons:

) comercial uses generate far more vehicle trips
during peak rush hours than high density
residential;

o Sites 1, 3, and 5 are bounded by the Macleod Trail
and South Downtown Bypass couplets with Tittle
capahility of accommodating more traffic;

0 local avenues, used for accessing parking
facilities, could not handle heavy traffic
volumes and direct access off Macleod Trail should
be discouraged.

In Site 3, along 17th Avenue where commercial
development is proposed, density limits must be set
(F.A.R. 2.0) since the focal point for access (17th
Avenue and 1st Street S.E.) is highly congested witnh
1ittle opportunity for major improvements. Widening of
17th Avenue between Centre Street and Macleod Trail is
necessary to provide adequate laning (four through
lanes) and turning bays from this two-way major road.

North of 17th Avenue, a major residential component is
recommended to winimize traffic impacts because of good
accessibility to the L.R.T. Station. The residential
uses would be oriented more towards the interior of the
blocks with low density commercial uses bordering on
Macleod Trail and 1lst Street S.E. MNo major road
improvements are possible here.

West of 1st Street S.E. over to Centre Street intensive
commercial development cannot be accommodated because
of projected background traffic on all major access
roads and the impossibilities for road improvements.
High density residential development is a reasonable
alternative in this parcel of land with low density
commercial located along the major roads (12th Avenue,
1st Street S.E.). It is questionable if high density
commercial uses will be L.R.T. or transit-oriented
because of the long walking distance to the Stations
and the availability of parking.

The following table lists an upper density limit for
commercial and residential uses in the Stampede Station
Area and local road improvements which will be

required.

Commercial Residential Road Improvements
900,000 +3300 D.U. Widening of 17th
sa. ft. (apartments) Avenue between

Centre Street and
Macleod Trail

Erlton L.R.T. Station Area

Redevelopment around the Erlton L.R.T. Station has been
proposed north of 25th Avenue along both sides of
Macleod Trail. Medium density residential development
in Site 5 and high density mixed uses in Site 6 (see
Exhibit 1) may be easily accommodated by the major road
system particularly with the widening of Macleod Trail
to six lanes which will improve the capacity of the
25th Avenue/Macleod Trail intersection.




Site 7, the land parcel east of Macleod Trail, could
possibly be reduced in size by the proposed alignment
of the 26th Avenue Connector (see Map 1) and the
private land holdings of Poole Construction. The
traffic analysis for Site 7 shows that direct access
from the 26th Avenue Connector from the north is
available (via a signalized intersection at 25th Avenue
and the access road into Stampede Park) and good access
to the south from Macleod Trail and Blackfoot Traitl.
With these connections, higher intensity commercial
development could proceed (approximately 500,000 square
feet - F.A.R. 3.0) while without them, development in
Site 7 would be restricted significantly.

In addition, a corridor analysis of Macleod Trail with
a limited development scenario, indicates that the 26th
Avenue Connector would siphon off a significant number
of daily trips from Macleod Trail and consequently
reduce the traffic volumes on this roadway all the way
south to Glenmore Trail. Insofar as the traffic
restricted development at Erlton, 42nd Avenue and
Chinook Stations inherently assumes reduced background
traffic along Macleod Trail, it follows that future
development at these Stations requires a connection to
Blackfoot Trail to significantly lower through traffic
volumes on Macleod Trail.

In summary, the following table lists the recommended
development densities at the Erlton Station based upon
local traffic constraints.

Commercial Residential Road Improvements
900,000 1000 D.U. 26th Avenue
sg. ft.* Connector

*

Limit set if 26th Avenue connection to Blackfoot Trail
is provided for accessing Site 7.

42nd Avenue L.R.T. Station Area

Redevelopment in the 42nd Avenue L.R.T. Station Area is
proposed primarily along the east side of Macleod Trail
between 36th Avenue and 42nd Avenue. The highest
intensity occurs in the vicinity of the Station itself
where commercial uses mayv be developed to an F.A.R. of
3.5 and, with residential, is allowed a bonus F.A.R. of
5.0.

Analysis of traffic generation associated with
redevelopment inside the Primary Impact Area raises
some concern for intensive commercial development at
42nd Avenue. From the standpoint of road access and
arterial capacity the following points are noteworthy:

0 the distribution of development traffic at 42nd
Avenue is north/south oriented, that is, Macleod
Trail and Blackfoot Trail provide the sole access
routes;

0 the intersections of 42nd Avenue at Macleod Trail
and Plackfoot Trail are critical in terms of
accommodating incremental development traffic
volumes;

0 anv commercial development north of 39th Avenue
would lack proper road access because of the
limited capacity of roads such as 39th Avenue and
Manchester Road;

o access to individual development parcels in the
proximity of the Station focusses on 39th Avenue
with the exception of frontage on Macleod Trail
and 42nd Avenue. Recause of the heavy turning
movements and restricted capacity of 3Sth Avenue
and Manchester Road, commercial development rust
be strictly limited in intensity and types to
minimize auto traffic.
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The rationale for limiting the commercial development

in this Station is essentially two-fold.
density commercial uses would generate significant auto

trips during peak rush hours and tax the two critical

intersections along 42nd Avenue.

For example, heavy

left turn movements (PM peak) from 42nd Avenue to

Macleod Trail south cannot exceed 600 vehicles/hour (PM
peak), otherwise, traffic will shortcut over to Stanley
Drive to avoid the congestion.
Avenue should accommodate less than 10,000 trips/day so

In addition, 39th

as not to hamper access around the L.R.T. Station for
vehicular, pedestrian and bus traffic.

Secondly, traffic generated by new development would
predominantly use Macleod Trail south to Glenmore Trail
and as such affect the carrying capacity of roads in
the vicinity of the Chinook L.R.T. Station.

Based upon the recognized transportation constraints
for redevelopment in the 42nd Avenue Station Area, the
following mix of land uses is recommended:

Firstly, high

Site Commercial Residential Road Improvements
10 & 11| 300,000 150 D.U.
west of| sq. ft.
Macleod
Trail
1 600,000 Geometric imnrove-

east of| sq. ft. — ments to the
Macleod intersection at
Trail- 39th Avenue and
L.R.T. 42nd Avenue (all
Station turns)

Parcel 3,000 D.U.

2&5 Limited due 39th Avenue and
east of| to poor local Macleod Trail
Macleod| access. (right turns in/
Trail & out only)

north

of 39th .

Avenue
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Chinook L.R.T. Station Area

The focus of attention for redevelopment in the Chinook
Station area lies entirely in blocks east of Macleod
Trail extending from south of Glenmore Trail to 50th
Avenue. Within the 400 m Primary Impact Area, medium
to high density mixed uses are proposed (F.A.R. of 5.0)
with an emphasis on residential close to the Station.
Sites beyond the 400 m radius area of influence
predominantly are north of 58th Avenue and in the
vicinity of the Fairview Industrial Park.

Four areas were keyed upon when conducting the
transportation analysis at Chinook Station as
illustrated in Exhibit 1.

Site 1 has the best potential for higher density
commercial/residential development due to its proximity
to the L.R.T. Station and available road access.
Primary access points which would accommodate the
heaviest directional movements include the following
intersections:

o} Macleod Trail and 58th Avenue;
0 Macleod Trail and 61st Avenue;
0 Centre Street and 58th Avenue;
o Fairmount Drive/Centre Street and Glenmore Trail.

The new interchange currently under construction at
Fairmount Drive and Glenmore Trail provides access only
to east Glenmore Trail and projected turning movements
oriented west could not be solely handled by the
Macleod Trail/Glenmore Trail intersection. Therefore,
a key intersection in this Station is 58th Avenue and
Macleod Trail which provides an essential link to 5th
Street and Glenmore Trail for westerly access.



Development east of the L.R.T./C.P.R. tracks (Site 2)
shares the same transportation constraints as Site 1,
in that Centre Street and 58th Avenue must accommodate
any new development traffic.

In considering the
projected daily volumes to be carried by major roads in

the vicinity of Sites 1 and 2, the following table
lists the road improvements required to accommodate an
acceptable level of development.

Site 4, as well, is removed from the Chinook
Station but development here could easily impact
northerly roads such as Centre Street and 58th
Avenue because of the restricted westerly access

to and from Glenmore Trail.

A possible connection

of 71st Avenue from Macleod Trail to Fairmount
Drive is under consideration to improve the access
from this area to Macleod Trail and points west.
Location of an L.R.T. Station in this area is
currently under review.

In summary, the following mix and density of new
development is recommended and road improvements
necessary to accommodate projected traffic volumes.

(Macleod Trail
to Centre
Street)

Average Week- [Estimated| Improvement
Road Section day Traffic Section Required
(2-Way in 2001)|Capacity
Centre Street 14,000 vpd 22,000 |[Full channel-
(61st Avenue jzation at
to 58th Intersections
Avenue)
Centre Street 14,000 vpd 18,000 |Full channel-
(61st Avenue ization at
to Glenmore Intersections
Trail)
58th Avenue 20,000 vpd 18,000 None
(Centre Street
to Macleod
Trail)
61lst Avenue 32,000 vpd 30,000 {Six lanes and

turn bays

It is easily seen that very little capacity is
available on just the access roads to meet the

pressure of redevelopment.

Site 3 is far removed from the Primary Impact
Area, yet could certainly affect (development

traffic) the available road capacity closer to the

Station. As such, 1imits on commercial

development are recommended to provide a good
balance of land uses throughout the Chinook
Station Area.

Site Commercial Residential Road Improvements

Site 1 650,000 1650 D.U. Major

L.R.T. sq. ft. 5th Street S.W.

Station and Glenmore

Area Trail interchange

Site 2 300,000 1200 D.U. Local

East of sqg. ft. Channelization at

L.R.T. key intersection

Tracks along Centre
Street, 6l1lst
Avenue and 58th
Avenue

Site 3 350,000 1550 D.U. Widening 61st

North sq. ft. Avenue to 6 lanes

of 58th

Avenue

Site 4 550,000 1100 D.uU. 71st Avenue

South sq. ft. connection from

of Fairmount Drive

Glen- to Macleod Trail

more

Trail
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Heritaae L.R.T. Station Area

Development in this Station Area has been proposed in
parcels of vacant land located south of Heritage Drive
along the east and west sides of Macleod Trail.

The four key sites shown in Exhibit 1 encompass
approximately 24 acres with mixed use density proposed
in the order of an F.A.R. of 4.0.

Primary access to Sites 1 and 2 would be provided via
Horton Road with right turns in/out allowed from
Macleod Trail at a realigned Hull Avenue. In addition,
it is recommended that Horton Road access to Heritage
Drive (right turns in/out) be retained giving allowance
for northward movements to Macleod Trail.
Unfortunately, access to the west cannot be
accommodated, thereby restricting commercial density in
Sites 1 and 2 because of its traffic generation
characteristics. The bonus F.A.R. of 4.0 is
satisfactory if residential uses are a prime

component.

In Sites 3 and 4, along the east side of Macleod Trail,
good access to Bonaventure Drive and Heritage Drive
(sianalized) allows the sites to develop to the
proposed densities and composition. Mixed use
development (commercial/residential) is recommended
particularly because a commercial venture of 300,000
square feet north of 86th Avenue is now under
construction and medium density commercial development
on both Sites 3 and 4 could not be handled by the road
system. Access to Macleod Trail at 86th Avenue will
allow for right turn movements only.

In evaluating the combined impact of traffic generated
by full development of all four sites in the Heritage
Station, it is anparent that grade-separation of the
Macleod Trail/Heritage Drive intersection is required.
This conclusion is drawn from the proiected heavy
turning movements to/from Macleod Trail during the peak
rush hours and the observation that this intersection
is the focal point for access to all developable sites
and the L.R.T. Station as well (Park 'n' PRide, Kiss 'n
Ride traffic). Although not included in the T.I.P.S.
Update ten-year road improvements program, the

requirements tor this interchange will be re-evaluated

as development proceeds.

A functional design of the

proposed Heritace Jrive/Macleod Trail interchange may
be fourd in Map 2-A.
lTane section on Macleod Trail from Heritaage Drive to
Southland Drive is recommended to accommodate richt
turns in and out from private property while not to
interfere with through traffic.

It should be noted that an eight

The following development quidelines are recommended to
satisfy transportation capacity and access
constraints.

Site Commercial Residential Road Improvements

Sites 1 350,000 1,250 D.U. Major

and 2 sq. ft. Grade-separate

West Macleod Trail at

Side of Heritage Drive

Macleod

Trail Local
Channelize Horton
Road at Heritage
Drive (Right
turns in and out
only)
Access to Macleod
Trail (Hull
Avenue - right
turns only)

Sites 3 400,000 700 D.U. Upgrade Bona-

and 4 sq. ft. venture Drive/

East {+300,000 Heritaae Drive

Side of{ sq. ft. intersection.

Macleod| committed)

Trail Access to Macleod

Trail (86th
Avenue - right
turns only)




Southland L.R.T. Station Area

The Southland Drive L.R.T. Station Area is bounded on
the east by four large sites which are prime for
development. These are specifically:

0 Richfield Properties - southwest corner of
Southland Drive and Macleod Trail (15 acres, Site
5);

0 United Management land holdings - south of the
Richfield site (25 acres, Site 6);

0 Haysboro Industrial Park - north of Southland
Drive between the C.P.R. tracks and Horton Road (8
acres, Site 3);

) MBS l1and holdinas (Keith site) - northwest corner
of Southland Drive and Macleod Trail intersection
(12 acres, Site 4).

Presently, an office comnlex of 285,000 square feet is

situated on the Richfield site and 100,000 square feet

commercial development on United Management's land.

The proposal for land reclassification in the Southland
Station Area focusses upon mixed use development with a
bonus density F.A.R. of 3.5 if a residential component

is included.

Access to sites west of Macleod Trail is essentially
restricted to Horton Road on the north side of
Southland Drive and Southport Drive, to the south,
which weaves through the Richfield/United Management
properties. As was the case with Heritage Station, the
major intersection, Southland Drive and Macleod Trail,
is the focal point for distribution of development
traffic.

In the northwest quadrant (Sites 3 and 4) road access
to developable parcels is oriented to Horton Road which
requires upgradina to four lanes with full
channelization at the intersection of Southland Drive.
It should be noted that Southland Drive west of Horton
Road is restricted to four lanes (through) across the
railway overpass with a left turn bay at the Heorton
Road intersection.

South of Southland Drive (Sites 5 and 6) the
transportation constraints of poor road access,
capacity of Southport Drive and size of the developable
land parcels require that Timitations be set on the
intensity of any new commercial developments. Access
to Macleod Trail (right turns in/out) is provided from
Southport Drive at 99th Avenue. Southport Drive also
connects with Southland Drive at a future signalized
intersection. Widenina Southport Drive to four lanes
and intersection channelization will be reauired to
handle the anticipated traffic volumes.

In summary, inadequate road access to the four
developable sites and capacity limitations at the
intersections of:

0 Horton Road/Southport Drive and Southland Drive,
and

0 tacleod Trail and Southland Orive,

disallows commercial development from proceeding
unabated in this Station Area. Poor vehicle access
within the large land parcels necessitates placing
1imits on commercial development and setting guidelines
for a minimum residential component to reduce traffic
generation.
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Examination of the key intersection of Macleod Trail
and Southland Drive indicates the need for grade-
separation to accommodate the heavy turning mcvements
during peak hours in 1ight of expnected redevelopment.
Similar to the recommendations for Heritage Drive, the
requirements for both interchanges will be re-evaluated
as part of the T.I.P.S. ten-year road improvements
program. The interchange design at Southland Drive is
shown in Map 2-B along with the road right-of-way.

The following land use schedule is recommended to meet
transportation requirements.

Site Commercial Residential Road Improvements
Sites 1,200,000 1,500 D.U. Major

North sq. ft. Grade-separate
of Southland Drive/
South- Macleod Trail
land

Drive Local

Upgrade Horton
Road and South-
port Drive to
four lanes with
intersection
channelization.

Sites 550,000 1,500 D.U.
South sa. ft.

of (+470,000

South- sq. ft.

land existing

Drive development)

g. Anderson L.R.T. Station Area

Development around the Anderson Station has been
proposed generally within the 400 m Impact Area of the
Station and in a parcel of land lying south of Anderson
Road. Mixed use development is favoured with allowable
bonus density F.A.R. of 4.0 if certain criteria are
met.
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Sites 2 and 3 (see Exhibit 1) are closest to the
L.R.T. Station on the west side of Macleod Trail with
present access provided at the signalized intersection
of Macleod Trail and the entrance to Southcentre.

Further to the north at Willow Park Drive, right turns
in/out are allowed into Site 3 from Macleod Trail,
however, there is no access road which directly
connects both sites together.

Upon opening of the L.R.T. line (1981), almost all of
Site 2 will be consumed by Park 'n' Ride surface
parking (1,100 spaces), Kiss 'n' Ride and bus loop
facilities. Heavy peak hour vehicular movements are
expected particularly during the morning rush when all
traffic (bus and auto) must converge into the

signalized intersection.

Analysis of the projected vehicular and bus flows in
this intersection shows minor delays encountered if
good access to Bonaventure Drive can be maintained.
Access from Macleod Trail south would allow for dual
left turns at the signals to accommodate the expected
heavy left turn movements into the Park 'n' Ride site.
Bonaventure Drive access is key to the operation here
for reducing the buildup of traffic along Macleod
Trail. To ensure satisfactory operation of the Park
'n' Ride facility at Anderson Road, it is recommended
that the northerly access route (via Willow Park Drive)
be immediately approved and arrangements made to
acquire the road right-of-way in Site 3.

With potential for redevelopment of Sites 2 to 5, an
entirely new road access scheme was conceived in order
to accommodate development traffic. The road system is
highlighted in Map 3 which shows the future grade-
separation of Anderson Road and Macleod Trail and an
access ramp crossing Macleod Trail further to the
north. Given the intensity of development proposed
around the Station and a requirement to provide access
into Southcentre off Macleod Trail, a bridge connection
between Site 2 and Southcentre as well as the local
circulation roads are recommended. This road scheme
would replace the existing signalized (all turns)



intersection into Southcentre with right turns in/out
only. All left turn movements across Macleod Trail
would thereby be eliminated, improving the operation of
this roadway. The development proposed in Sites 2 and
3 would generate significant traffic volumes and along

with heavy Park 'n' Ride traffic warrant construction
of this bridge. Development may therefore only proceed
upon approval of this road scheme. The right-of-way
requirements are shown in Map 4.

Sites 4 and 5, east of Macleod Trail, are proposed to
develop either commercial or mixed uses up to an
F.A.R. of 3.5. These sites derive access from Macleod
Trail via the proposed road system or from Bonaventure
Drive as an alternate route to Anderson Road.
Development may proceed here without the Macleod Trail
bridae connection in place, although access to
Southcentre would be re-oriented with construcion of
the Anderson Road/Macleod Trail interchange (T.I.P.S. -
1985/1986). The proposed road system affords good
access into Southcentre from Macleod Trail by
eliminating left turn movements.

Development in the vicinity of the Anderson L.R.T.
Station hinges upon the following transportation
requirements:

0 Deerfoot Trail connection to Anderson Road is made
prior to full development;

0 L.R.T. traffic demand (Park 'n' Ride) plus full
development in Sites 2 and 3 require the bridge
connection across Macleod TRail and road
infrastructure seen in Map 3;

o) future extension of L.R.T. to Midnapore will
reduce L.R.T.-related traffic allowing further
development of Sites 2 and 3.

Site 8 has recently undergone detailed review by both
the Transportation and Planning Departments in liaht of
interest shown by the owners of the mobile home park
for high density residential development. The site

presently houses approximately 440 mobile units and the
proposal would change the composition to around 3800
apartment units.

To accommodate the transportation reauirements of high
density residential development, a flyover ramp off
Macleod Trail into the site has been proposed as well
as direct access onto Macleod Trail via Lake Willow
Road and Lake Fraser Road. In addition, closures of
Lake Aspen Road and Lake Willow Road along the eastern
houndary of Site 8 was seen tc be necessary to avoid
heavy traffic infiltration into the Bonavista
community.

Residential development in Site 8 is recommended,
however, lower density would reduce any likelihood of
heavy traffic filtering over to Bonaventure Drive with
the congestion anticipated at key access points on
Macleod Trail and within the Macleod Trail/Anderson
Road interchange.

The following mix and density of land uses are
recommended in the Anderson L.R.T. Station Area.

Site Commercial Residential Road Improvements
Sites 2 500,000 1,500 D.U. Bridae across
and 3 sg. ft. Macleod Trail,
(West and local access
side of roads seen in
Macleod Map 3.

Trail)

Sites 4 400,000 450 D.U. Anderson Road/
and 5 sq. ft. Macleod Trail
(East (+130,000 Interchange
side of| existing

Macleod| development)

Trail)
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3. SOUTH CORRIDOR ROAD CAPACITY ANALYSIS

In the previous section, each Station Area was analyzed
individually as to its development potential with
respect to the capacity of local intersections and
roads to accommodate incremental traffic volumes. On a
broader scale, a traffic analysis was conducted to
assess the impact of L.R.T. Station Area development on
the major roads in South Calgary. A transportation
model projected traffic volumes to the year 2001 with
the associated land use base and road network*. The
new land uses around the seven L.R.T. Stations were
added to the 2001 base - resembling those which are
recommended in Section 2 as a development ceiling. A
capacity analysis of the major southerly routes showed
certain deficiencies in future planned road
improvements.

Morth of Glenmore Trail, both Macleod Trail and
Blackfoot Trail would operate at their practical
capacity limits although some spare capacity is
available on Deerfoot Trail. Traffic volumes on

Macleod Trail in the vicinity of the Erlton Station are
exceptionally low because of the South Downtown Bypass
and 26th Avenue Connector siphoning traffic away from
Macleod Trail in its northerly section. In the
vicinity of Chinook Station, however, Macleod Trail is
congested with no capacity available. Turning
movements are excessively bheavy and cross-streets such
as 58th Avenue and 61st Avenue are not capable of
accommodatina the traffic being generated from this
regional employment centre. An alternative route such
as the 50th Avenue freeway section identified in By-law
#8500 may be used to alleviate the pressure created
around Chinook Station.

South of Glenmore Trail, capacity restrictions along

Macleod Trail at Heritage Drive and Southland Drive are
evident without grade-separation of these

* City of Calgary By-law #8500 - Transportation System.
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intersections. Interchanges at these locations are
required to allow proper access into developable
parcels of land. Full grade-separation of Heritage and
Southland Drives as well as Anderson Road (slated for
198571986 in T.I.P.S.) will not entirely provide free
flow conditions south of Glenmore Trail because of
minor signalized intersections along Macleod Trail and
direct access allowed onto this major road. An eight
lane section is recommended between Heritage Drive and
Southland Drive to reduce conflicts between through
traffic on Macleod Trail and development access. The
connection of Deerfoot Trail to Anderson Road is a
critical 1link for reducing traffic volumes on Macleod
Trail and allowing more intensive development to
proceed around the L.R.T. Stations.

The following major road improvements are necessary for

successful implementation of the land use strategy
outlined in this document.

Statior Major Road Irprovemert

Starrede - South Downtown [ypass
{approved by City Council in
the Cowntown Plan}

Eriton - 26th Avenue Connector
Widening of Macleod Trail (six
lanes annroved ty Uity
Council)

42nd Avenye and 50th Avenue Freewry (ultimate)
Chinook - 5th Street S.W./%leamore Trail
Interchanze
Fairmount Drive/Glenmore Trail
Interchange (approved by City
Council)

Heritane and - Grade-separation of Heritane
Southiand Orive ard Sou*hland Drive
along Macleod Trail
Widenina Macteod Trail to
eight lanes

Anderson - Deerfoot Trail connectior to
Anderson Road
Anderson Road/lacleod Trail
Interchange (approved in
T.I.P.S. update)
Access bringe between
Southcentre and L.R.T. Statien
site



CONCERNS RAISED AS TO TRAFFIC IMPACTS IN THE LAND USE
STUDY

Public input into the South Corridor L.R.T. Land Use
Study revealed some concern with traffic impacts around
L.R.T. Staticns. The following section summarizes

these concerns with the Transportation Department's
comments.

AREA

COMCERNS

RESPONSE

1.

Ertton L.R.T.

Station Area

The 26th Avenue Connector will be a detriment
to the community and to potential development
east of Macleod Trail. An alternate solution
should be found.

A corridor analysis for Macleod Trail shows that
the 26th Avenue Connector is an essential link
in the system as a bypass route for through
traffic from Macleod Trail north. As such,
redevelopment around north L.R.T. Stations such
as Erlton and 42nd Avenue may proceed because of
lTower traffic volumes on Macleod Trail and
surplus road capacity. In Erlton, the 26th
Avenue Connector provides improved access to

the parcel of land east of Macleod Trail and
consequently allows more density. A functional
study will soon be undertaken to consider
alternate alignments for the connection to
Blackfoot Trail.

Buffering the community from Macleod should be
more specific as to sound attenuation techniaues
used to minimize the impact of Macleod Trail's
increased capacity. Walls of sufficient height
should be considered as well as restricting
truck traffic to business hours only.

Sound attenuation walls along the west side of
Macleod Trail cannot be accommodated within the
road right-of-way after Macleod Trail is widened
to six lanes. To adequately reduce the existing
noise level (60 dBa), a 14' to 18' high wall
would be required and its desirability is
questionable. An earth herm is preferred,
however, land acquisition costs would be
substantial.

With widening Macleod Trail from 34th Avenue to
the Elbow River, traffic volumes are not
expected to increase dramatically contrary to
public opinion. There are 'bottlenecks’ on
Macteod Trail south of here (e.g. at Glenmore
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Eriton
{(continued)

Trail) which constrain through traffic along th
entire length of the route. If traffic volumes
do increase, they would likely be more locally
oriented.

Truck traffic, a major contributor to noise, is
not significantly heavy in this area as compare
with other major truck routes in the City. The
26th Avenue Connector with access to Blackfoot
Trail would likely reduce truck volumes on
Macleod Trail near Eriton.

2. 42nd Avenue
L.R.T. Station
Area

The need for a comprehensive feeder bus service
to serve neighbouring communities such as
Parkhill/Stanley Park & Elboya.

Design of the feeder bus routes throughout the
L.R.T. corridor has begun and Community
Associations will be asked for their input
throughout this summer.

Parking and traffic impacts due to the L.R.T.
System as well as present traffic problems.

Mo Park 'n' Ride facilities are planned at the
42nd Avenue L.R.T. Station because of its
proximity to Downtown. It is not desirable to
attract suburban Park 'n' Ride patrons to this
Station since they would add to the current
traffic congestion problem along Macleod Trail.
Feeder bus service will be the primary mode of
access to L.R.T. for local residents in order
to minimize auto traffic generation.

3. Heritage L.R.T.
Station Area

The proposed 330 car parking lot at Heritage
Station is inadequate and additional cars will
park on neighbouring streets. The following
solutions are appropriate:

a. develop overflow areas such as City parks
land or Studio 82;

b. joint use of development parking facilities
in sites east of the Station;

c. construction of a parking garage over the
proposed lot.

Traffic levels are too high already and L.R.T.
traffic would make things worse.

The IBI report (Appendix H) has identified
certain typical characteristics of the Park 'n'
Ride user. Park 'n’' Ride users generally live
a fair distance from a mass transit station
(i.e. 4 km), travel on uncongested roads to
reach the Station, and would drive all the way
to work rather than take a lengthy feeder bus
trip. Observations of past operations at the
Heritage and Southland Park 'n' Ride lots show
that Heritage Station has been used to a much
greater degree due to its higher level of bus
service {Blue Arrow).

The present combined travel time of auto Park
'n' Ride and Blue Arrow express will be improved
in 1981 when feeder bus service to the L.R.T.
1ine goes into operation. Consequently, Tocal
residents will be more inclined to travel by

bus to the Heritage Station rather than drive.

The demand for Park 'n' Ride space at Heritage
Station has been estimated by IBI for the year
1991 and was found to far exceed the planned
supply (850 - 1400 demanded vs 350 provided).
More recent estimates for the opening of L.R.T.
are much lower, in the range of 300 spaces
demanded, which reflects the smaller catchment
area that the Heritage lot would serve. To
provide additional Park 'n' Ride space to meet
the expectations of a future uncertain demand
would run the risk of creating new traffic
problems and influencing travel behaviour. The
following points should be considered:
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(continued)

a. providing substantially more parking (e.g. a
garage) in the vicinity of the Station would
increase traffic volumes in rush hours on
Haddon Road and likely affect bus movements.
The IBI Report acknowledges that Haddon
Road would be an attractive access route
particularly with the future congestion
levels on Heritage Drive. Means to control
this would be difficult. Furthermore, by
attracting more residents to Park 'n' Ride,
feeder hus service would suffer {(because of
more traffic delays experienced around the
Station);

b. Jjoint use of development parking facilities
(along the east side of the tracks) would
minimize traffic impacts in the community;
however, the schedule of development here
is uncertain. Use of existing facilities
in the area could be investigated but the
traffic impacts, such as on Haddon Road
would remain.

In summary, increasing the supply of Park 'n'
Ride space at Heritage Station is not
recommended. To ensure that possible Park 'n'
Ride overspi'l is contained, a two hour on-
street parking restriction is recommended for
all streets in the immediate vicinity of the
L.R.T. Station. Residents would be issued

24 hour parking stickers.

Traffic problems at Macleod Trail and Hg}itage
Drive will worsen with increased density of
office and residential uses along Horton Road.

Mixed use development of lower intensity
commercial use is proposed to minimize traffic
generation from new developments along Horton
Road. Road improvements are recommended to
accommodate any increased traffic.

The priority of interchanges at Macleod Trail/
Heritage Drive and Macleod Trail/Southland Drive
must he increased and included in the next
T.I.P.S. program.

A grade-separation of the Macleod Trail/Heritage
Drive intersection is recommended with
redevelopment occurring around the L.R.T.
Station. It will be re-evaluated in the next
T.I.P.S. update.

Office/retail land use is more appropriate than
residential since traffic peaks during rush
hours only.

O0ffice and retail uses generate far more total
daily vehicle trips than residential and, in
addition, affect the transportation system most
dramatically during rush hours.

4.

Southland L.R.T.
Station Area

Traffic congestion will occur throughout the
community because of the proximity to the L.R.T.
Station. Shortcutting through the community
may arise and solutions are requested prior to
L.R.T. start-up.

Access to the Southland Park 'n' Ride site (400
spaces) is provided from Sacramento Drive and
the possibility exists of using this road from
the south to bypass Southland Drive. Southland
Drive presently carries heavy volumes during
rush hours and nearby major intersections (Elbow
Drive, Macleod Trail) are congested. Some
shortcutting on Sacramento Drive is presently
observed, primarily during peak periods, and
means to discourage this practice will be
reviewed by the Transportation Department and
discussed with the Southwood Community
Association.
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Southland Spillover parking would create a problem on The IBI Report has indicated a future (1991)
(continued) local streets in the area of the Park 'n' Ride shortage of Park 'n' Ride space at Southland

site.

Station though not as severe as at Heritage
Station.

Although frequent feeder bus service should
reduce the demand by local residents to Park
'n' Ride at Southland Station, it is recognized
that a potential problem may arise with on-
street parking. Therefore, it is recommended
that a two hour on-street parking restriction
be enforced on local streets near the Park 'n'
Ride site to discourage all day parking.
Residents in the area would be issued parking
permits.

Construction of the Southland Drive/Macleod
Trail interchange is required in the near future
considering that it is now severely congested.

Congestion at the Southtand Drive/Macleod Trail
intersection during peak hours is directly a
result of the heavy turning movements. Many
intersections along Macleod Trail south of
Glenmore Trail experience congestion and with
the opening of Deerfoot Trail to Anderson Road
some of this pressure will be alleviated.

Redevelopment in the Southland Station area
requires the grade-separation of Macleod Trail
at Southland Drive in the future. The priority
for this interchange will be determined in the
next T.I.P.S. update.

Park 'n' Ride facilities should be expanded.

Feeder bus service to the Southland L.R.T.
Station is by far the most efficient access
mode .

Attracting local residents to feeder buses is a
priority and should not take second place to the
provision of unlimited Park 'n' Ride facilities.
For start-up operations of L.R.T., the planned
supply of space is considered adequate.

5.

Anderson Station
Area

The proposed interchanae at Anderson Road/
Macleod Trail does not allow for direct access
{a flyover) into the L.R.T. Station site. This
situation would force all bus traffic and
commuters wishing to use the 1,100 car parkina
1ot into the interchange and onto Macleod Trail
competing with through traffic. To make L.R.T.
viable, it is imperative that feeder buses will
be able to move in and out of the station
quickly.

The current interchange design at Macleod Trail/
Anderson Road shows an elevated Anderson Road
over Macleod Trail and this configuration
disallows any possibility (geometrics and
grades} of providing direct access into the
L.R.T. site from Anderson Road.

Concerns were raised with the difficulty in
gaining access into the Park 'n' Ride site
{because of left turn maneuvers). A
distribution analysis of potential Park 'n' Ride
users shows approximately 35% of all trips
accessing from Anderson Road west. The majority
approach via Macleod Trail and Anderson Road
east.
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Anderson
(continued)

Approximately 60 buses would serve the L.R.T.
Station in peak hours with most approaching from
Anderson Road east. Access into the L.R.T.
Station is provided at the signalized inter-
section of Macleod Trail and a private road

into Southcentre. Traffic from Macleod Trail
south and Anderson Road west would turn left at
this signal to access Park 'n' Ride facilities
and bus turnaround. Dual left turns would be
allowed to increase turning capacity in the

intersection. Traffic from Anderson Road east
could use Bonaventure Drive and Southcentre
access to Macleod Trail thereby distributing
traffic at the signals to avoid congestion. A
traffic analysis shows this intersection capable
of accommodating the high volume traffic move-
ments anticipated in peak rush hours.

Summarizing, direct access into the Anderson
L.R.T. Station off Anderson Road west would only
accommodate a small portion of L.R.T.-related
traffic (and in one direction only) and is not
recommended by the Transportation Department.
Plans for access into the L.R.T. Station will
provide adequate road capacity to handle the
projected volumes of bus and vehicular traffic.

The road bridge over Macleod Trail to access the
L.R.T. Station site and construction of a road
behind the existing car dealership should be
addressed by the Transportation Department for
improving road access in the Anderson L.R.T.
Station Area.

The Transportation Department has proposed a
road system plan which would improve access in
the L.R.T. Station area and direct traffic into
Southcentre off Macleod Trail. This long range
scheme is proposed in concert with construction
of the Anderson Road/Macleod Trail interchange
and upgrading of Anderson Road to freeway
status. The plan centres around a bridge
crossing Macleod Trail north of Anderson Road to
connect the L.R.T. Station site and Southcentre
eliminating left turns to and from Macleod Trail
proper. Grade and right-of-way constrajots have
dictated feasible designs. Development proposed
by the Planning Department around the L.R.T.
Station has been the impetus for such road
improvements not Park 'n' Ride traffic demand
alone.

To ensure good road access into the Park 'n'
Ride site in the near future, a second
connection from Willow Park Drive is proposed.
A roadway joining Willow Park Drive (and
Bonaventure Drive) would provide alternate
access to Park 'n' Ride facilities - this road
requires a dedicated 60 foot right-of-way east
of the C.P.R. property along the Tower Chrysler
site and one lot further to the north. The
Transportation Department recommends protection
of this property for the future road connection
to Willow Park Drive.
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Anderson
(continued)

Parking and access on and off Macleod Trail is
limited and added development will worsen the
situation.

A road access scheme is proposed which would
1imit access into developable parcels and
segregate through and turning traffic on Macleod
Trail. This plan is essential to provide safe
operations on Macleod Trail once development
proceeds in the area of the Station.

A.C.E. Mobile Home Park Site - proposed high
density residential development.

Redevelopment to a higner residential density
might be highly supportive of L.R.T. with
improved pedestrian facilities. The site is
approximately 3000 feet walking distance from
the Anderson Road L.R.T. Station and research
has shown that at that distance over 30 percent
of the work and school trips will be made on
rapid transit.

Analysis of Macleod Trail traffic capacity as

it restricts A.C.E. redevelopment - high density
residential development will be satisfied else-
where if not in the A.C.E. site where the
absence of L.R.T. will provoke traffic problems.

The sheer magnitude of the project would
generate substantially more L.R.T. trips than
the present mobile home development. Research
conducted for the Transportation Department does
not show such a liberal modal split to transit
when residents are confronted with walking
distances in excess of 1200' - 1500'. It is
recognized that the majority of trips made from
this site would be vehicle oriented.

The L.R.T. South Corridor Land Use Study
proposes substantial residential development
along the L.R.T. line to minimize traffic im-
pacts. This residential development is located
within an easy walking distance of the L.R.T.
Stations, often adjacent to the Stations.

The need to preserve vehicle capacity on Macleod
Trail is partially because of L.R.T.-related
development, particularly commercial uses. The
Transportation Department analysis of traffic
constraints are based on commercial development
which far exceeds the findings of a market
analysis.

The Transportation Department has indicated in
this Appendix an upper development ceiling
throughout the Macteod Trail corridor based

upon capacity constraints of local access roads
and major arterials. The overall limit (7
million square feet of commercial uses) is much
closer to the market study findings than the
ultimate development potential of all
reclassified land parcels. Capacity constraints
at Anderson Station are partially due to
redevelopment proposed here and related traffic,
but in addition:

a. L.R.T. Park 'n' Ride traffic;

b. proximity to a major regional shopping
centre;

c. background or through traffic on Macleod
Trail (future time-frame 2001).
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SUMMARY OF “L.R.T. SOUTH CORRIDOR
TRAFFIC AND PARKING STUDY”’, IBI GROUP,
OCTOBER 1978

STUDY TERMS OF REFERENCE

The IBI Group, a planning and architectural consulting
firm, was commissioned by the Planning Department to
undertake this study as an input to the preparation of
the L.R.T. South Corridor Land Use Study. The "Terms
of Reference" were to study:

a. The parking needs of various types of Tand uses
and mixed use developments near the L.R.T.
Stations and the potential for shared use of
L.R.T. parking facilities with adiacent
development.

b. The impact of the L.R.T. and its related
facilities on local parking and circulation in
adjacent communities and the evaluation of various
methods to minimize the potential adverse
effects.

SUMMARY OF FINDINGS AND RECOMMEMDATIOMS

a. Parking Requirement Guidelines for the L.R.T.
South Corridor

Based on the analyses of the Calgary
Transportation Study (C.A.L.T.S.) transportation
models, the chanae in travel patterns due to the
introduction of the L.R.T. System in the South
Corridor has been predicted in order to assess
possible chanaes to parking requirements in this
area. While changes to parking reauirements in
the Development Control By-law 8600 should be
based on data drawn frcm a statistically valid
sample of each land use class, until such data is
available, the following cuidelines may be used
for approximate parking requirements in the South
Corridor:

i. 2.6 spaces per 100 sq. m (2.4 spaces per
1,000 sq. ft.) of office net floor area;

ii. a mininum of 2.5 spaces per 100 sq. m (2.3

spaces per 1,000 sq. ft.) of net floor area
for any type of retail establishment; higher
requirements where warranted (e.g. shopping
centres);

iii. 1.2 spaces per dwelling unit (Page II-17).

Therefore, based on the analysis of modal split
characteristics for "superzones" throughout the
South Corridor, general parking relaxations have
not been supported. However, for residential
uses, the analysis has been based on the change in
travel time ratios weighted by freaquency tc all
destinations with respect to the area within 50C m
of the Stations. It has been found that a
decrease in car ownership rates of 0.05 to 0.10
cars per household would be possible, but that
this would not be "significant enouah to warrant
creation of special zones with reduced (parking)
requirements, hut miaht be used to consider
allowance of reductions on an ad hoc basis" (Paqe
11-9).

The application of these guidelines should aim for
an overall balance of supply and demand, including
both available curb parkina and parking supplied
as part of the new development (Page II-17).

There is also some potential for shared use of
parking in the Corridor, particularly between
L.R.T. comnuter parking and restaurants, hotels,
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and cinemas and within new developments,
particularly among offices, hotels, restaurants,
cinemas and shopping centre uses. The shared use
of parking would be based on an analysis of the
number of spaces reauired under the By-law parking
standards for each ccmponent use and their varying
occupancy rates throughout the day. Then by
applying the estimated percentage parking
requirements by time of day for each land use
class, the need for the maximum or peak
accommodation in total would be determined (Page
I1-11).

Traffic and Parking Impact at L.R.T. Stations

i. Traffic

The potential problems of traffic related to
the L.R.T. facilities have been studied bhased
on the factors of the anticipated modes of
access *to the Stations and their different
characteristics and impacts*.

Althouah the present City transportation
models do not incorporate explicitly Station
access traffic, the analysis has been based
on assumptions that by 1991, the four
southernmost Stations will have:

- 40 percent feeder bus access;

- Station parking supply as planned for
the 1981 opening;

- re-distribution of some auto-related car
access from Heritace to Southland and
Chinook;

- diversion of 25 percent of Park 'n' Ride
access demand to feeder bus, 25 percent
to Kiss 'n' Ride and 50 percent to auto
drive (Page III-S).

* The statistics on access modes to L.R.T. (percentages)
assumed by the consultants are now considered to be
out-?f-date by the Transportation Department (March,
1980).

For each Station, potential traffic impact
and possible solutions are summarized as
follows:

Anderson

The present designated access to the L.R.T.
facilities will be a signalized intersection
at Macleod Trail, which could experience
significant congestion affecting both Station
traffic and through travel by 1991. One or
more additional right-turn-only ramps on or
off Macleod Trail could probably accommodate
the future traffic volumes. West of the
L.R.T. Station, use of local streets in
Southwood would Tikely be limited to Kiss 'n'
Ride users since major parking access is from
Macleod Trail (Page III-10).

Southland

Since the L.R.T. facilities will qain access
from Sacramento Drive, the intersection of
Southland Drive and Sacramento Drive will be
used more heavily with the potential for some
delays but not serious congestion. At peak
hours, there could be more traffic seeking to
travel via Sacramento Drive, Sabrina Road and
104th Avenue from Elbow Drive and the local
area to reach the Station.

Possible control measures include:

- one-way westbound operation on Sabrina
Road and 104th Avenue;

- prohibition of right turns from

Sacramento Drive into the Park 'n' Ride
lot;

- development of improved separate access
to/from Southland Drive (Page III-11).



Heritage

Since the road access to the Station will be
by the existing entrances on Haddon Road,
anticipated heavy traffic loads on the
Heritage Drive/Haddon Road intersection could
cause extra congestion at Heritage Drive,
making Haddon Road, 96th and 89th Avenues
attractive access routes.

Measures to control infiltration on 96th and
89th Avenues riay be developed but problems on
Haddon Road may be difficult to resolve
because of the capacity limitations at
Heritage Drive. A range of alternatives
might be considered including:

- prohibition of right turns from Haddon
Road into the Station and left turns
from the Station to Haddon Road in peak
hours (recognizing the consequent
enforcement problems);

- accepting higher volumes on Haddon Road
and eliminating curb parking to
accommodate it;

- seekina a second Station access point
off Heritage Drive or Horton Road (Page
I11-12).

Chinook

Access would be primarily from Macleod Trail
and 61st and 63rd Avenues from the south and
west, and via Centre Street and 61lst Avenue
from the east. It is anticipated that
L.R.T.-related traffic could be accommodated
by the existing system. However, curb
parking bans might have to be extended beyond
61st Avenue (Page III-12).

- 42nd Avenue

It is anticipated that any traffic attracted
to the Station would be limited to light Kiss

n' Ride traffic only.
- Erlton ard Stampede

It is anticipated that auto traffic attracted
to the Stations will be very 1imited.

If serious congestion problems develop at Station
access points as a result of increasing the
parking supply in the future, possible solutions
include one or more exclusive Station access
roadways directly to and from adjacent major
arterials. These facilities could be either
at-grade or grade-separated (Page I1I-19).

ii.  Station Parking Impact

Based on the aralysis of parking demand and
supply, it is anticipated that by 1991 there
will be a general undersupply of long-term
parking at L.R.T. Stations which will expose
an area within 400 to 500 m walking distance
of each Station to the risk of becoming an
informal or overflow parking area for that
Station. This overflow would, in turn,
restrict the supply of curb and off-street
parkina available to residents and other
establishments in the neighbourhood (Pages
[11-12-13).

Generally, leng-term parking could be
discouraged by the creation of a special
parking zone under the Traffic By-law (No.
145/75, Section 12) which would restrict
parking to one or two hours during business
hours with residents issued permits for
parking. Where necessary, agreements could
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be made between the City and owners of
adjacent parking lots which have spare

capacity during commuter hours. In addition

to these possible solutions to potential
parking problems, the following stategies

should be investicated to provide additional

parking:

- as part of developments being introduced
within 500 m of the Station;

- in multi-level structures on existing
sites;

- at Midnapore Station on an extended
L.R.T. route (Page III-18).

Kiss 'n' Ride traffic is more difficult to
control since it is often local residents and
"no stopping" zones are difficult to

enforce.

Anderson

With the largest parking lot, it is
anticipated that overflow parking would be
1imited, perhaps involving the western edge
of the Southcentre parking lot and some local
Southwood streets (Pages 11I-13,14).

Southland

There would be the potential overspill of
parking into local Southwood streets and
possibly the adjacent Southwood Business Park
parking lots (Page III-14).

Heri tage

There could be potential overspill parking
into the Haysboro community and adjacent
service facilities like the Y.M.C.A. and Rose
Kohn Meworial Arena parking lots. The
adjacent commercial uses of Studio 82 and
Fairway Furniture could also attract
overspill parking (Page I11-15).

Chinook

Potential parking overspill would likely use
the available curb-side parking throughout
the area (Page III-16).

Stampede, Erlton and 42nd Avenue

Significant commuter parking demand is not
anticipated (Page III-16).
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SUMMARY OF “A STUDY OF THE MARKET
DEVELOPMENT OPPORTUNITIES IN THE L.R.T.
SOUTH CORRIDOR LAND USE STUDY”,
URBANICS CONSULTANTS LTD. FEBRUARY, 1979

INTRODUCTION & TERMS OF REFERENCE

The Urbanics Consultants Limited, a land economics and
marketing consulting firm was commissioned by the
Planning Department to undertake a study to assess the
potential market demands of transit-related land uses
in the vicinity of the Light Rail Transit Corridor.
The principal focus of this study is on high density
office and residential land uses with secondary
consideration being given to retail and hotel uses.
The purpose of this study is to obtain information on
developer intentions and market opportunities that are
reauired in the analysis and evaluation of various land
use options arising from the L.R.T. Land Use Study.
Specifically, the terms of reference of the study are:

a. To determine the market potential of high density
residential, office, retail/commercial and hotel
uses in the City of Calgary to 1991 based on
factors such as historical trends, population,
employment and provincial growth rates.

b. To determine the market share of the various land
uses in the Macleod Trail L.R.T. Land Use Study
Area on the basis of factors such as historical
trends, existing and proposed developments, public
policies and information provided by questionnaire
surveys.

c. To determine the 1ikely market share amongst the
propnsed nine L.R.T. Station Areas. Allocation of
market share should reflect an explicit rankina of
each station impact area in terms of its relative
suitability and attractiveness of the sites for
various developments.

To examine the necessitv, if any, and nrobable
effectiveness of stimilating the market for
L.R.T.-oriented uses. Recommendations will he
made as to changes in land use types, intensity of
use and/or nrevision of incentives where
discrepancies exist hetween potential market
demans and oxistirg levels of classifications.

METHCDOLOGY

The methodoloay emploved in the analysis consists:

Establishing the "macro" growth framework for the
City of Calgary

Projections of the overall growth framework have
heen derived from an assumption about the
continued econonic health of the Province. The
averaqge annual real arowth rates assumed in this
study are 4.5%,5% and 5.5% for low, medium and
high estimates respectively. Employment
nrojections have been derived utilizing a defined
relationship with economic growth. Population
projections have been calculated utilizing City of
Calgary's popultation projection model with
assumptions about fertility rates and net
immigraticn which reflect the latest available
evidence.

Establishing the overall demands for the various
types of land uses

i. Office space demands are calculated from
emplovment based eauations.

ii. Housing demand and its distribution by type
of dwellina are derived from population
projections usina trends in household size,
composition and propensities to occupy a
given dwelling type.
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jid. Petail space demands are calculated by using
population nrojection and income growth
assumptions.

iv. Hotel room demands are derived fron
employment based equaticns.

Allocation of demand to the Study Area

In assessing the probahble allncation of the
various land use demands to the L.R.T. South
Corridor Land Use Study Area within the context of
the total city, the following considerations were
undertaken to assume a more realistic approach in
allocatina distributions:

i. A random sample of existing decwntown office
users was utilized to determine their
locational requirements and flexibility of
location relative to the L.R.T.

ii. A field survey of office tenants in the
purpose-built offices currently located in
the Macleod Trail Corridor was conducted.

The objective of this survey was to determine
the characteristics, composition, space
requirement, and rent paying abilities of
office users.

jii. Historical growth of residential development
in the various geographical parts of the
City, coupled with existing city policies
(e.g. the approved Growth Strategy) were
utilized in allocating residential demands.

iv. Records of experience from San Franciscoe and
Toronto were utilized to assess potential
transit impact on development.

Allocation of pontential demands to individual
station impact areas

For office use and hich density residential
allocations, the methodology employed is based on
a weighted ranking procedure which takes into
account all of the factors considered to have some
influence on the demand of that particular type of
use. Each of the factors was assigned with an
anpropriate weight depending on its relative
importance in the market for that particular type
of use. Each station was then ranked individually
against each factor, and then a composite ranking
score for each station was derived. This was
further used as a quide to approximate the space
dermand for individual station areas.

A number of leading developers and companies in
the commercial and residential field had been
interviewed to determine their attitudes and
intentions regarding development alona the L.R.T.
Transit Corridor and the importance of

incentives. Developers who currently have their
development intentiors in the Studv Area were also
interviewed in order to assess their rationale.

The consultants emphasized that a study of this
nature necessitates the making of a large number
of assumptions and jiudgements. However these
assumptions and judgerments were based on the
evidence available at the time of the study and
the awareness of emeraing social and economic
trends. The consultants also pointed out that
each new level of forecast introduces increasing
uncertainty; they could be fairly certain about
the City of Calgary projections, less certain
about the Study Area projections, and even less
certain about the station area projections. The
actual space demands are very much subject to



individual decisions, decisions which, if altered,
could fundamentally change the apparent demand in
a given area, even though a locational decision
would not alter the overall demand within the city

as a whole. The macro-to-micro approach does
ensure, however, that all forecast demands for the
various land uses are reasonable within the
context of the total city.

MAJOR FINDINGS AND CONCLUSIONS
a. MACRO GROWTH AND ANALYSIS (MEDIUM GROWTH SCENARIO)
i. Employment

Calgary's share of the Alberta Employment is
estimated to increase from 26.61% in 1277 to
29.12% 1in 1991. By 1991, Calgary's employment
projected will total 375,000 compared to
227,000 in 1977, for an average increase of
3.65%. (Projected sector share and employees
of total employment are shown in Tables 5 and
6 of the report.)

ii. Population

The population of Calgary is expected to
increase from 508,718 in 1978 to 774,000 by
1997, assuming a 1.75 fertility level and a
level of 12,000 net immioration per annum.

iii. Housing Demand

Projected total requirements for housing
units by type for the low, medium and high
scenario have heen calculated. Under the
medium growth scenario, apartment housing
demand will average 2,750 units per annum
durina 1978 - 1981, 2,450 during 1981 - 198a
and 2,200 units during 1986 - 1991.

iv.

vi.

Nffice Space Demand

The office space demand is expected to
average 869,000 sq.ft. per annum. Using the
actual 1977 figure (12,307,000 sq.ft.) as a
base, the "medium" projection forecasts a
total demand of office space of 24,475,000
sa.ft., by 1991, which represents 2.0 times
the amount of office space existing at the
end of 1977. This forecast is particularly
sensitive to changes in the growth rate of
the provincial economy: for example, a 0.5%
increase or decrease in the aross provincial
product arowth rate will increase or decrease
the annual absorption rate of office space by
about 100,000 sq.ft.

Retail Space Demmand

Additional warranted space will reach 2.53
million sq.ft. of gross leaseable area for
department store space, 2.52 million sq.ft.
for non-department store space and 813,000
sa.ft. for food store space by 1991,

hotels
An additional 4,447 of hotel rooms will be

required for the next 13 years to meet the
demand.

CORRIDOR DEMAMDS (MEDIUM GROWTH SCEMARIQ)

i.

Office Demand (Purpose - Built Office
Buildings Only)

The concentration of office huildings will
renain in the Downtown area. However, the
decentralization of a certain amount of
office space outside the Core may be expected
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to continue. It is estimated that by 1991,
total suburban office space will have
increased from the existing 8.4% to 15%.

This means that a total of 3,670,000 sq.ft.
out of a total of 24,475,000 sq.ft. in
Calgary may be expected to be located outside
the Core area.

The Macleod Trail office share of the City
total will increase from 5.75% in 1978 to
9.75% of the city total by 1991.

It is also estimated that 65% of the ii.

non-downtown office space will be located
within the Macleod Trail Study Area by 1991.

Total office demand in the Study Area over
the next 13 years is projected to averadge
120,000 sq.ft. per annum which represents an
addition of 1,560,000 sq. ft. over the next
13 years. An estimate of the likely
"divertible" office space from Downtown to
Macleod Trail as a result of the L.R.T.
construction was based on the results of a
sample survey of downtown office users. The
proportion of positive responses was used as
an indication of interest. The results show

that the L.R.T. is not a significant factor

in influencing relocation of downtown offices iit.

(only 1.75% of the total responses were
interested). The results were also applied
to the suburban areas.

The consultants concur with a number of
developers that thev foresee an over supply
of office in the Macleod Trail by 1980 with
development proposals coming to the City at
their current levels.

The consultants also feel that L.R.T. will be
a significant factor in reinforcing and
consolidating the Downtown area as a focus of
commercial - office activity. The total
projected office demand in the Study Area
will generate approximately 6,200 office
employees. It would therefore appear that
the policy of decentralization as specified
in the Calgary Plan would be substantially
aided if the Land Use Plan can recognize the
potential projected market demand in the
corridor as identified by the study.

Hiah Density Apartment Demand

An addition of some 10,600 units is expected
to be reauired by 1991. In computing the
projected demands, an allowance for the
attractiveness of the L.R.T. was added.
Historical data from selected areas of the
Toronto subway system was utilized as

indicators of possible L.R.T. influence.

Provision of the market demand level of
apartments seem to be in 1ine with City
policies (Calgary Plan) regarding infill and
selective residential densification.

Retail Space Demand

Most of the additional space identified in
the reaional context will be developed in
planned shopping centres. Population
specified in the adopted Growth Strategy of
the Calaary Plan was utilized to project the
various retail space demands in the South
Corridor. Because the area of influence
(trade area) extends beyond the L.R.T. Study




iv.

Area, the demand projection was then extended
to cover also areas adiacent to the Study
Area including areas designated for
annexation in the southeast. Additional
warranted space is expected to reach 718,000
sq.ft. for department store type space,
809,000 sa.ft. for non-department store and
230,000 sq.ft. for food store space for the
next 13 years. A regional shopping centre
(between 35 to 45 acres) would be warranted
in the Midnapore area.

Hotels

During the 1967 - 1977 period, just over
one-third (35.6%) cof the total hotel room
supplies occurred in Downtown with
Trans-Canada and Macleod Trail clusters
accounting for another 35% and 17.3%
respectively. No significant short-term
change is anticipated in the relative
attractiveness of the Study Area. It is
anticipated that an additional 860 rooms
could be absorbed in the Study Area during
the forecast period.

Mixed Land Uses

Within the planning period, most of the
development in the Macleod Trail area will
1ikely include two significant land uses,
ji.e. office with ground floor retail, but
will lack the scale and functional diversity
as conventionally required in a true mixed
use development. The most viable Tocation
for an integrated mixed development is
Downtown.

Within the planning period, Chinook Station
Area is identified as the only location with
the highest potential for a true large-scale
mixed use development outside the Core
because of the existing infrastructure of
development activities, transportation
network and urbanized environment.

The factor of market synergism created by
large mixed use development could be utilized
to capture a greater share of the market
potential for the varicus land uses as
determined by the report. However, the
consultants regard that the number of such
large scale developmerts in the Macleod Trail
area will 1ikely be constrained by the total
development in the City as a whole and the
highly attractive locatieon of Downtown.

c. INCENTIVES

i.

ii.

The results from a survey of developers
regarding responses on the variety of
incentive programs, suqgest that the levels
of market demand as identified for the Study
Area during the next 13 years are unlikely to
be sianificantly enhanced by the introduction
of such incentive programs.

Some developers thought that depending on the
exact areas rezoned, "upzoning" might
increase their interest to develop. The
consultants suagest that rezoning could be
utilized by the City to achieve policy goals
and facilitate development in station areas.
However, rezoning will not be able to change
the total space demand in the City but will
only modify the locations of the space being
developed.
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ijii. The only incentive required, if any, is the
provision of appropriate land use
classificaticns. A form of comprehensive
development district such as “D-C" coupled
with a specific development plan indicating
design, land use types and densities, while
allowing individual developers to formulate
their own ideas within this framework was
regarded as being important by developers.

iv. Some interest was expressed in the bonusing
concept (e.g. by permitting a higher density)
if some conditions are met such as provision
of connections to transit stations.

v. The value of providing infrastructure or
beautification by the City around station
areas is not significant to induce
development.

vi. Possibility of using governmental rental
space as an impetus to stimulate development
should be investigated.

vii.  The consultants regard that it is essential
that City policies to control development in
the L.R.T. stations be decided upon as soon
as possible, such policies should be
translated into physical plans, so that
anyone interested is dealing with a known
quantity. This in itself would remove one of
the attendant risks of real estate
development.

STATION AREA ANALYSIS AND RECOMMENDATIONS

Based on the review of existing physical and other
planning considerations in the Study Area, there
appears to be no general supply based constraints
such as lack of developable 1and that would
prevent the projected market demand from being
accommodated.

1‘1‘.

Stampede Station

darket Demand for Offices - 96,000 to
114,000 sqg.ft.

Market Demand for Apartments - 1,190
units to 1,280 units

Food - 3,000 sq.ft.

Non-Department Store - 15,000 - 25,000
sq.ft.

Services - 20,000 - 30,00C sq.ft.

Hotels - 268 rooms - {gravitate to the
proposed Convention Centre and Stampede
expansion proposals)

No incentives or changes appeared
necessary for office development.

R-5 and CM-2 classifications are both
appropriate and adequate to permit
market demand.

Eriton Station

O0ffice Demand - 109,000 to 130,000
sq.ft.

Apartment Demand - 1,430 to 1,550
units. Attractive location for
residential development.

Food - 0 - 3,000 sq.ft.
Non-Department Store - 5,000 - 15,000
sa.ft.

Services - 10,000 - 20,000 sa.ft.

Residential development in M-2 zoning is
inappropriate. M-2, R-2, R-3 should be
rezoned for apartments to satisfy the
market.

NDistricts under Development Control By-law #8600.




iii.

iv.

42nd Avenue Station

Office Demand - 130,000 to 150,000
sa.ft.

Apartment Demand - 760 units to 820
units.

Food - 0 - 2,000 sa. ft.
Non-Department Store - 5,000 - 10,000
sq.ft.

Services - 5,000 - 15,000 sq.ft.

Present classification along Macleod
Trail, that is, C-3, could satisfy the
office demand. However, rezoning
certain industrial sites close to the
station impact area to permit office
development would be heneficial and
could change the "industrial" image of
the area.

The triangular area formed by the
L.R.T. station would be a valuable
commercial site.

In the Parkhill/Parkview area, there is
great potential for apartment
development from the market viewpoint.
Reclassification of R-2 and R-3 to R-4
could provide the necessary impetus.

Chinook Station

Office Demand - 302,000 to 360,000
sq.ft.

Apartment Demand - 1,530 to 1,650 units.

Food - 5,000 - 10,000 sqg.ft.
Non-Department Store - 40,000 - 50,000
sq.ft.

Services - 25,000 - 35,000 sq.ft.

The station area has emerged as the

prime site for development in the Study
Area.

Potential for "tie-in" with Chinook
shopping complex.

Petential sites for integrated mixed use
develoment.

"Mall" type of retail development
viable.

"Hich class" auto retailing in enclosed
showrooms to be located in the lower
floors of office towers would be viable.

Key to the success of the development
concept is "connectivity", e.qg.
provision of an intearated pedestrian
network.

Reclassification of M-2, M-3 and C-HWY-2
to "D.C." to permit promulgation of an
integrated nodal concept.

Heritage Station

Office Demand - 246,000 to 293,000
sq.ft.

Apartment Demand - 1,150 to 1,240 units
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vi.

- Feod - 0 - 2,000 sq.ft.
Yon-Departrent Store - 5,000 - 15,000
sqg.ft.

Services - 10,000 - 20,000 sq.ft.

- 'ixed development viable close to

station area. Reclassification of
niahwav cormercial uses to "D.C."
classification is anpropriate.

- Residential potential exists for the
Park'n'Ride site. lowever, design
problems and pelitical iwplication may

act as deterrents to developnent.

Southlard Station

- Office Demand - 291,000 to 344,000
sqg.ft. (great potential for office
develooment in this location).

- Apartment Demand - 730 to 790 units.
Land availability constraints in the
station area may divert the demand to
other sites in the general vicinity
where there is sufficient flexibility.

- Food - 0 - 2,000 sqg.ft.
Hen-Department Store - 5,000 - 15,000
sq.ft.

Services - 10,000 - 20,000 sq.ft.

- No problem to accommodate the market
demand of office developments.

- Reclassification of part of the station
area and the city owned vacant parcel to
R-4 is appropriate. Residential area
development might be feasible to the
north of Southland Drive.

Anderson Road Station

O0ffice Demand - 256,0C0 to 307,000
sq.ft.

Apartment Demand - 1,310 to 1,410
units. Attractive location for
residential development.

Retail Demand:

Department Store - 100,000 - 125,000
sg.ft.

Non-Department Store - 45,000 - 55,000
sqg.ft.

Services - 25,000 - 35,000 sq.ft.

Food - 35,000 - 40,000 sq.ft.

Planning consideration should be given
to the concept of creatinag an
interesting corridor from the station to
Macleod Trail, and to be "tied-in" with
Southcentre.

Potential to provide residential and
office spaces in the Park'n'Ride site is
available. "A-R" should be rezoned to
"D.C." with accompanying City policies.

The existing mobile home site offers
great potential for apartment
development.




J. By-Law Number 12P/80

Being a By-law of the City of Calgary
Amending the City of Calgary General
Municipal Plan

(General Municipal Plan Amendment No. 6)

* k k k *x k k k k k k k*k k k k*k kxk k kx k %k

WHEREAS the Council of the City of Calgary did, on
the 12th day of March, 1979, enact By-law 143/78 to adopt a
general municipal plan;

AND WHEREAS The Planning Act, 1977 authorizes the
Council of a municipality to amend a by-Taw adopting a general
municipal plan;

AND WHEREAS it is deemed desirable that the City of
Calgary General Municipal Plan be amended to reflect policies
adopted by Council as the Light Rail Transit South Corridor
Land Use Study;

NOW THEREFORE THE COUNCIL OF THE CITY OF CALGARY
ENACTS AS FOLLOWS:

1. This By-law may be cited as "The City of Calgary
General Municipal Plan Amendment No. 6 By-law".

2. By-law 143/78 is hereby amended by making the
substitutions and additions to the Calgary General Municipal
Plan set forth in Schedule "A" attached to and forming part of
this By-law.

3. This By-law comes into force upon being given third

reading.
READ A FIRST TIME THIS 29th DAY OF July, 1980 A.D.
READ A SECOND TIME THIS 29th DAY OF July, 1980 A.D.

READ A THIRD TIME THIS 29th DAY OF July, 1980 A.D.

MAYOR

CITY CLERK
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AMENDMENTS TO THE GENERAL PLAN - BY-LAW NO. 12P/80

SCHEDULE "A"

CHAPTER 2
LAMD USE IN THE L.R.T. SOUTH CORRIDOR

INTRODUCTION

4.2.1

This chapter of the Plan is concerned with
the land use planning policies for the first
leg of the City's Light Rail Transit system
which runs from Downtown to the south along
the Macleod Trail Corridor for a distance of
approximately 12.5 kilometres. The policies
in it are based on the findings and
recommendations of the L.R.T. South Corridor
Land Use Study, which was completed by the
City Planning Department in 1980.

BACKGROUND

4.2.2

A92

Planning for a new form of transportation
mode--that is, rapid transit--began in the
mid-sixties. The growing aopreciation of the
role that public transit would have to play
in the future led to the appointment in 1966
of Simpson and Curtin Ltd. as consultants to
the City. Their studies, which were reported
to Council between 1967 and 1971, provided
the basis for the adoption of By-law 8500 by
Council in 1972 and allowed for the
protection of a rapid transit corridor in the
south and northwest areas of the city.

4.2.3

LOCATION

4.2.4

In 1975, the Transportation Department
carried out a study to update the transit
plans in the light of changing conditions.
The Light Pail Transit (L.R.T.) concept was
subsequently recommended to and adopted by
City Council in May 1976. In May 1977, City
Council decided to proceed with the
implementation of the L.R.T. alignment as
shown in the consultant's report entitled
"South Corridor Light Rail Project -
Predesian Report". Recognizing that a rail
transit system would have a significant
impact on land use and development, and that
supportive land use policies would contribute
significantly to the success of the system,
City Council also instructed the
Administration to "explore with the senior
levels of government, the funding for
preparation of a report on land use adjacent
to the south corridor”. With funding from
Alberta Transportation, the City Planning
Department initiated a comparative land use
study in order to maximize the opportunities
afforded by the L.R.T. System and to minimize
the potential negative effects along this
alignment.

As illustrated on the accompanying map,
Figure 4.2.1, the study focussed on the
Primary Impact Areas of the seven Station
Areas, as defined by the 400-metre radius of
each L.R.T. station, and on the areas between
them. This focus was selected on the basis
of anticipated potential development
opportunities and environmental impacts.




PLANNING CONTEXT

4.2.5

The policies contained in the Calgary General
Municipal Plan set the context for the

L.R.T. South Corridor Land Use Study. They
include:

(i) The adopted growth strategy which
envisages an increase of population in
the built-up area. The additional
population is to be accommodated through
development on land that is either
vacant or under-utilized. It is
stressed that the additional residential
population should he located in areas
with spare servicing capacity and in
areas close to major transit corridors,
such as Macleod Trail and Crowchild
Trail.

(i) The density of residential development
should be increased adjacent to main
transit corridor routes(Policies H.25
and T.10).

(iii) Downtown will continue to be the
dominant employment centre of the city.
The bulk of the remaining employment
growth will be accommodated in major
industrial areas in the southeast and
north and along major transit (L.R.T.
and bus) corridors, particularly along
Macleod Trail in the south and Crowchild
Trail in the north.

(iv) As much new development as possible

should be decentralized along transit
corridors in order to reduce traffic
congestion in the Downtown and Inner
City (Policies EA.9 and T.12).

{v) Land uses which would make maximum use
of the public transit portion of the
transportation system should be
emphasized along major travel corridors
(Policy T.13).

THE L.R.T. SOUTH CORRIDOR LAND USE STUDY

4.2.6

4.2.7

With this background, a special study was
undertaken of the land use policies for the
corridor. The purpose of the Study was to
establish the planning framework to guide
future development and land use change in the
Station Areas and the South Corridor
generally. The resulting document will be
used as a basis for the preparation and
review of land use amendments and development
applications. It will also be used as the
basis for the preparation of any future Area
Redevelopment Plans in the Study Area. The
Study also recommended that certain
improvement projects should be undertaken by
the various civic departments.

In detail, the objectives of the L.R.T. South
Corridor Land Use Study were:

(i) to formulate policies regarding land
use, development intensity, and
circulation patterns in order to
optimize development opportunities which
would support the transit system;
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THE POLICIES

LAND USE
4.2.8
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(ii) to analvse the potential impact of the
L.R.T. system and new development on
adjacent residential communities and to
jdentify means of minimizing the adverse
impacts; and

(iii) to design effective implementation
techniques for the recommended land use
policies.

Sound supportive land use policies coupled
with effective implementation programs and
strategies are critical in ensuring the
success of a rail transit system. Therefore,
the following policies have been developed:

(i) The L.R.T. Station Areas shall be
designated as "multi-purpose" centres
suitable for high density residential
development and decentralization of
employment opportunities in accordance
with the General Plan's directives
(Policies H.25, T.10, EA.9, T.12).

(ii) Wherever appropriate, integrated
mixed-use commercial and residential
development in Station Areas will be
encouraged in order to promote greater
efficiency of urban land utilization,
convenience for users and the general
vitality of those areas.

(iii) High density residential development
shall be supported in Station Areas in
order to add to their vitality and to
maximize the potential L.R.T.
ridership. However, decisions as to the

(iv)

(iv)

nature and extent of high density
development shall take into
consideration the impact of such
development on adjacent communities.

The recommended land use types,
intensities and development guidelines
set forth in the L.R.T. South Corridor
Land Use Study, as adopted by City
Council, shall provide cuidance for all
future new development and land use
changes within the Study Area. They
should also be used as the basis for the
preparation of any future Area
Redevelopment Plans located within the
Study Area.

The established residential character of
the communities adjacent to the L.R.T.
alignment (for example, Southwood,
Haysboro and others as identified by the
Study) shall be respected by the
retention of existing land use
designations except where such
designations conflict with the Station
Plan proposals for the area within a
400-metre radius of each Station.
Comprehensive land use planning reviews,
for example, through the process of
preparing Area Redevelopment Plans,
shall be undertaken prior to other land
use changes within a community.

The bonus system as recommended in the
Study shall be used as a means to
encourage the provision of residential
units and benefit features in accordance
with the Station Plan recommendations.



DEVELOPMENT FORM

4.2.9

Development in the L.R.T. Station Areas will
require special development guidelines,
particularly in relation to pedestrian
circulation, transit orientation and
environmental quality. The general principle
to be adhered to is that development shoutld
hbe oriented to the stations themselves.
Higher intensity uses and mixed-use
developments should be Tocated as close to
the stations as possible, in order to
encourage areater use of the L.R.T. system,
but there also needs to be a cohesive,
integrated approach to the design and
development of the Station Areas as a whole.
Pedestrianized circulation systems will play
an important part, as will such features and
facilities as walkways, malls, arcades,
recreation facilities and open space. "Air
Rights" development, which can help to
maximize the surface parking area and
transportation right-of-way, is also to be
supported in Station Areas.

COMPATIBILITY WITH ADJACENT USES

4.2.10

Every effort will be made to ensure that new
development in the Station Areas is
compatible with the existing adjacent
communities. Particular attention will be
given to such problems as parking overspill,
traffic generation, short-cutting and shadow
effects. The performance standards and
impact monitoring and management strategies
recommended in the L.R.T. South Corridor Land
Study will be used in reviewing development
applications.

CIRCULATION SYSTEMS

4.2.11

Recognizing that Macleod Trail has a limited
capacity, beyond which major negative
economic and environmental impacts would

4.2.12

4.2.13

arise, it is clear that a coherent
development strateqy for the L.R.T. South
Corridor is required. The Land Use Study has
adopted a development strategy which will
promote and rely significantly on increased
usage of the L.R.T. system and other forms of
public transit. The nodal development around
Station Areas will encourage greater L.R.T.
ridership by locating employment and
residential centres within an easy walking
distance of the stations. The encouragement
of high density residential development in
preference to intensive commercial uses in
many Station Areas will have a similar
effect.

It is anticipated that a comprehensive feeder
bus system which can serve a large number of
L.R.T. users will be the key mode of access
to the L.R.T. stations. Park 'n' Ride
facilities will be provided at the suburban
L.P.T. stations to capture the regional
commuters who are not well served by the
feeder bus systems. The pedestrian walk-on
traffic will be increased through the
provision of improved pedestrian facilities
in station areas.

In order to ensure that the necessary
transportation facilities are available to
accommodate the level of development proposed
in the Station Areas, the Study has
jdentified the necessary road improvements
that will be required to accommodate the
maximum development notential. It is
anticipated that the proposed roadway and
access improvements in the Macleod Trail
Corridor and the completion of the regional
road network, with facilities such as
Deerfoot Trail, will ease some of the traffic
pressure on the intersections and station
access points along Macleod Trail. The
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PARKING
4,2.15

IMPLEMENTATION
4.2.16
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planned road and access improvements should
be coordinated with the level of development
in each Station Area. The timing of road
improvements such as the interchanges of
Macleod Trail at Arnderson Road, Southland
Drive and Heritage Drive will be reviewed and
revised as part of the Transportation
Improvement Priority Study program which
considers the capital road improvement
programs on a ten year basis.

As development within the South Corridor
proceeds on a proeject by project basis, the
Transportation Department will review each
project in terms of its impact on the road
system. If warranted, it will advise the
Approving Authority with regard to the
improvements considered necessary to maintain
the traffic flow at a reasonable level of
service.

Based on the experience of other cities with
rail transit systems, it is anticipated that
development in the Station Areas may require
less parking than the citv-wide parking
standards would allow. The parking policy
frame-work sets forth the types of land uses
and conditions for which parking relaxation
from the Calgary Land Use By-law standards
may be considered for developments located
within the 400 metre radius of a Station.
The Planning and Transportation Departments
will review each project on a site specific
basis, taking account of the anticipated
travel and car ownership characteristics, in
order to determine the allowable parking
relaxation.

The implementation of these and other
policies developed through the L.R.T. South
Corridor Land Use Study will involve the

preparation of statutory plans as well as
technical review and programming by the
various civic departments. The major
implementation techniques will include:

(i) Preparation, of Area Redevelopment Plans:
Within the L.R.T. South Corridor Land
Use Study Area, it is recommended that
Area Redevelopment Plans be prepared for
the Erlton Special Study Area and for
the 42 Avenue and Chinook Station
Areas. The Area Redevelopment Plan
process will provide detailed planning
at the community level, allowing
onportunities for public input regarding
issues which could not be adequately
addressed by the corridor study.
Specific policies, guidelines and
implementation techniques can be
determined at the stage of plan
preparation. In addition, the
imposition of a redevelopment levy for
open space aquisition may be explored.

(ii) Land Use Designations Under the Calgary
Land Use By-law: In order to implement
the recommended land use and development
guidelines in the Study Area, it is
necessary to redesignate or amend those
existing tand use designations which are
in conflict with the study proposals.
Appropriate land use districts,
particularly for the land parcels
located within the Primary Impact Area
of a station, are critical for the total
success of the L.R.T. system. The
Planning Department will initiate land
use amendment procedures for the land
parcels generally located within the
400-metre radius of the station in
accordance with the proposals of the
Station Area Plans. Appropriate land
use districts from the Calgary Land Use
By-law should be utilized whenever
possible to respond to the reguirements



(i)

(iv)

(v)

of a particular land parcel in the
Station Area. However, if available
districts are found to be insufficient
to meet the needs of the Station Area
policies, the "Direct Control District"
or new land use districts should be used
as a means of controlling the use of
land adjacent to transit station areas.

Development Review: As development
proceeds on a project by project basis,
it will be reviewed by the appropriate
civic departments in relation to the
capacity of existing or planned
infrastructure, as well as in relation
to its quality and conformity with the
Study's objectives.

Financing Improvements in Station Areas:
Projects to improve the general
environment around and accessibility to
the Station Areas should be undertaken.
The projected cost of park development
and open space acquisition, the
construction of grade-separated
pedestrian crossings and roadway
improvements should be included in the
annual capital budget reviews of the
responsible civic departments.

Taking Advantage of Development
Opportunities on City-owned Land in
Station Areas: Transit authorities have
promoted and taken advantage of
development opportunities around station
sites in many cities, including
Montreal, Toronto and Washington D.C.
These cities have established policies
to "capture" a portion of the financial,
environmental and social benefits from

the transit system through various
management strategies. Lands which are
exclusively transportation-oriented may
also be utilized for the benefit of both
the public and private sectors. The
policy to promote and maximize
development opportunities on city-owned
land in transit station areas should be
supported, and the estahlishment of an
inter-departmental committee to be
co-ordinated by the Land Department
should be explored as a means to
implement this policy.

IMPACT MANAGEMENT AND MONITORING PROGRAMS

4.2.17

The L.R.T. system has great potential to act
as a force to restructure urban form and
function in Calgary. A program will be
developed to determine how and to what extent
the South Leg of the L.R.T. system has
influenced the transportation system and the
spatial arrangement of population and land
use within the city. The environmental
effects of the L.R.T. system and its related
development on adjacent areas will also be
included in this program. The impact
monitoring and management strategies will he
formulated and oriented towards "problem
solving”, so that appropriate action can be
undertaken guickly and effectively to deal
with specific impacts on local services or
community facilities. The findings will also
be evaluated with regard to the implications
for plannina and transportation policies
generally in Calgary. The findinas could be
used by decision-makers to establish future
policies to enhance the benefits or reduce
the negative effects of future expansion of
the L.R.T. system.
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K. Summary of Decisions by Approving Authorities

The "L.R.T. South Corridor Land Use Study" and the related

Calgary General Municipal Plan amendment (By-law 12P80) were

approved as amended by City Council on July 29, 1980. The
Study has been revised to reflect Council's decisions,
however, this Appendix has been included to draw together
the relevant decisions of the Approving Authorities. On

June 4, 1980, the Calgary Planning Commission considered the

Study and By-law and made recommendations to City Council.
City Council held a Statutory Public Hearing regarding the
Study and Caloary General Municipal Plan amendment on June
24, 1980. As a result of the concerns raised through
submissions and presentations of the members of the public
as well as the Council Members, the Planning Department
prepared a report regarding the concerns. This report and
the Commissioners' Report E.80-22 of July 22, 1980 were
considered by City Council at the meeting of July 29, 1980
and Council approved both the Study and the By-law as
amended.

1. CALGARY PLANNING COMMISSION DECISION OF JUNE 4, 1980

A. The Commission RECOMMENDED APPROVAL to City
Council of the recommendations contained within
the L.R.T. South Corridor Land Use Study and
recommended that the Study be used as a guide for
the planning period up to 1991 in accordance with
the Planning Recommendation subject to the
following amendments:

“That all isometrics be amended to show the north
directional figure and the street/avenue names,
subsequent to Council approval of the report."

(Moved by L. Ward - Carried)
Page 461
"That Map 6 be amended to indicate the open space
setback of 30 m (100 feet) along the Elbow River."
(Moved by F. McHenry - Carried)

1. A1l page references in this Appendix related to the
revised report "L.R.T. South Corridor Land Use Study",
published in May 1980.

Page 58

“That Map 10 be amended to show the entire open
snace stretch along the Elhow River escarpment to

be obtained on redevelopment or on an opportunity
basis."

(Moved by F. McHenry - Carried)

Page 59 - Erlton Station, Addition of the
Following Directional Note:

“That the Planning Department take the following
into consideration in the preparation of the Area
Redevelopment Plan:

Where redevelopment takes place adjacent to the

Elbow River, the acquisition of setback land for
public use should be encouraged by the following
means:

a. comprehensive development which would enable
application of density transfers and bonuses
with height limitations of 10 or 12 m
adjacent to the river with increased height
allowances to the east;

b. closure and transfer of public road rights-
of-way in exchange for river setback land."

(Moved by F. McHenry - Carried)

That a statement be added to the report to read as
follows:

“Approval of this plan in no way agproves the
concept of redevelopment levies."

(Moved by M.T. Morjarity - Carried)
(Opposed by F. McHenry, G. Steber, Jr., and
G. Husband)

2. As indicated in the following Section 3, City Council
did not concur in this statement but rather adopted the
Study recommendation that redevelopment levies be
investigated as an implementation technique through the
Area Redevelopment Plan processes.
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Page 35 - Note to be added to Figure 17

"That the ratio 1:10 be a maximum to be available
only where the open space is readily accessible
and visihle from grade and/or the +15 system.

(Moved by F. McHenry - Carried)

RECOMMENDATIONS FROM THE COMMISSION b.

what features the development will contain
that will attract people to the L.R.T.

"That whereas the concerns that the Commission has Station Areas; and

regarding the impact on suburban stations and

access thereto from the surroundino communities c. how it is designed such that it will not
could be alleviated by extension of the L.R.T. adverselv affect the accessibility of the
into Midnapore, the Commission recommends that adjacent communities to the L.R.T."

City Council instruct the Administration to
prepare, at an early date, a report on the
feasibility, costs and the land use implications
of an extension of the L.R.T. line to Midnapore."

(Moved by P. Donnelly - Carried)
(G. Husband - Absent)

(Moved by P. Donnelly - Carried)

(G. Husband - Absent) B. The Commission RECOMMENDED APPROVAL to City

Counril of the amendments to the Calgary General
Municipal Plan resulting from the L.R.T. South
Corridor Land Use Study as contained in By-law
12PR0 in accordance with the Pianning

RECOMMENDATION FROM THE COMMISSION

"That Calgary Planning Commission requests that
City Council concur in the Commission's policy

that all Development Applications submitted for
land in all Primary Impact Areas of the Herijtaaqe,
Southland and Anderson Stations include
information which shows how the Development
proposed:

a. contributes to the effectiveness of the
L.R.T. System;

Recommendation subject to the deletion of the
first sentence from "Circulation Systems" 4.2.11
that reads:

"As a primary route into the City from the south,
Macleod Trail is already operating at near
capacity level, and traffic on Macleod Trail will
increase in future with the projected growth of
population in the City."

3. City Council concurred in this policy and extended it

to the Primarv Impact Areas of all L.R.T. Stations (MAIN MOTION MOVED BY G. STEBER’ JR. - CARRIED)
(July 29, 10373, (C.G. Smith and G. Husband - Absent)
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PUBLIC HEARING OF COUNCIL, JUNE 24, 1980

Presentations by:

Mr. D. Thom, IBI Group on behalf of Co-Operators Joint
Venture Group

Mrs. I. Bruzga, on behalf of 33 Victoria Park East
property owners

Mr. A. Barrett, Barrett and Johnson

Mr. L. Parke, on behalf of United Management

Mr. M. Rogers, 202 - 29th Avenue S.E.

Mr. R. Lajeunesse, Lake Bonavista Community Association

Mrs. M. King, Parkhill/Stanley Park Community
Association

Mr. J. E. L. Phillippe, representing the A.C.E.
Communi ty

Mr. A. Bell, H.U.D.A.C.

Mr. T. Symmonds, Pendergast, Peter and Symmonds,
Architects of behalf of T & A Holdings

Mr. J. MacDonald, Southwood Community Action Group

Mr. G. Dixon

Mr. P. Hailey

Mr. J. Salmon

Mr. D. C. Hicks, Damas and Smith Ltd.

Mr. M. Poole

Mr. E. Patton, Erlton Community Association
Mr. B. Campbell

Mr. N. Wuotila

Submissions by:

33 Property Owners in Victoria Park East

Mr. E. A. Patton, Erlton Community Association

Mr. M. Poole, Erlton Concerned Taxpayers Group

Mr. R. B. Klippenstein, Genstar and Mr. W. Richards

Mrs. M. King, Parkhill/Stanley Park Community
Association

Southwood Community Action Group

Mr. D. C. Hicks, Damas and Smith Ltd.

Mr. J. E. L. Phillippe, representing A.C.E. community

Mr. M. J. Webb, Walsh Young on behalf of Comfort
Investments Co.

3. COUNCIL MEETING, JULY 29, 1980

SUMMARY OF AMENDMENTS APPROVED#

A-1 Environmental Quality of New Residential Development
and the Impact of New Development on Existing
Communities

Part II, Chapter B, Section 6.b on "Urban Design
Considerations" (paces 20 - 21) be amended as follows:

Particular attention should be paid to residential
environmental quality in the L.R.T. Station Areas
through the development review process. The
environmental aquality of adiacent residential
communities should also be ensured by the review of the
impact from new development in the Station Areas.

A-2 Transit-Related Land Use Planning Experience From Other
Cities

Part III include a bibliography of literature surveyed
in the course of the Study as an additional appendix.

A-3 Implementation: Development on City-Owned Sites

Part II, Chapter E, Section 8 (pages 137 - 138) be
amended to read as follows:

C. that H.U.D.A.C. and U.D.I. be consulted in
conjunction with the planning process for future
development on City-owned sites in the Station
Areas.

4. The section numbers refer to the headings
used in the Commissioners' Report E.80-22 of
July 22, 1980.
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A-4

A-5

B-1

B-2
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Eriton Station Area Plan: Transportation Impacts

Part 11, Chapter D.2, Section c.iii (page 64) be
amended as follows:

The sound attenuation along Macleod Trail and necessary
road closures on avenues intersecting Macleod Trail be
a part of the planning exercise and that these concerns
be addressed in the preparation of the Area
Redevelopment Plan.

42nd Avenue Station Area: Recommended Area

Redevelopment Plan

Part II, Chapter E, Section 3 (page 134) be amended as
follows:

The A.R.P. processes for Parkhill/Stanley Park and the
42nd Avenue Station Area should proceed simultaneously
as two Plans due to their related nature.

Station Area Development Policies: Parking Standards

Part 1I, Chapter C, Section 2.a.ii (paae 31) be amended
as follows:

That the Transportation Department be directed to
undertake a study of the parking requirements and
traffic generation characteristics of major mixed use
development in transit corridors to determine their
optimum parking requirements.

Environmental Impact: Contingency Plan Related to the
Transport of Hazardous Materials on the CPR Line

Part II, Chapter F, Figure 36 (pages 142 - 144) be
amended with the addition of:

B-3

Under "Department" - Fire Department

Under "Factor" - Co-ordination of Services in Event of
Rail Disaster involving Hazardous Materials

Under "Management Strategy" - That the responsible
Civic Departments re-evaluate the existing emeraency
plans for the L.R.T. System and new development along
rail lines within the City, including the South
Corridor.

Transportation Impact of L.R.T. System - Southwood
Community Concerns

Part II, Chapter F, Figure 36 (pages 142 - 144) be
amended to include the recommendations of the
Commissioners' Report to Operations and Development
Committee regarding traffic and parking control
measures in Southwood which were approved by City
Council on June 23, 1980.

Transportation Impacts of the L.R.T. System Extension
to Midnapore

City Council concurred with the Calgary Planning
Commission recommendation:

That whereas the concerns that the Commission has
regarding the impact on the suburban stations and
access thereto from the surrounding communities could
be alleviated by the extension of the L.R.T. into
Midnapore, the Commission recommends that City Council
instruct the Administration to prepare, at an early
date, a report on the feasibility, costs and land use
implications of an extension of the L.R.T. line to
Midnapore.




B-6

The functional study should also address the need,
location and timing of the extension.

Transportation Operation: Access to Anderson Park 'n'
Ride Site

Part II, Chapter D.7, Section c.i (page 126) be amended
as follows:

To ensure good access to the Anderson Park 'n' Ride
site and to avoid congestion on Macleod Trail, a
right-of-way should be protected on Site 3 for the
purpose of a future road connection to Willow Park
Drive.

Stampede Station Area: Land Use Recommendations on
Sites 1 and 4

Part II, Chapter D.1, Section b.i (page 43) be amended
as follows:

To accommodate comprehensive developments in the area,
minor flexibility in height, scale and form could be
considered within the Calgary Land Use By-law
designation and could be fine-tuned with special
guidelines in the Connaught/West Victoria Park Area
Redevelopment Plan. However, if substantially
different land use composition and density are
proposed, the onus would be on the developer to apply
for a land use amendment, illustrating the individual
merits of the project and its features which overcome
certain constraints to the satisfaction of the
Transportation and Planning Departments and/or City
Council.

B-7 Erlton Station Area Plan: Effect of 26th Avenue

B-8

Connector

Part II, Chapter D.2, Section b.iii (page 64) be
amended as follows:

In conformity with Council's previous decision
regarding the 26th Avenue Connector and its approval of
the Olympic Coliseum in the Erlton area, it is
recommended that the functional study of the 26th
Avenue Connector in conjunction with the South Downtown
Bypass (as directed by Council on December 3, 1979)
show the need and alignment alternatives as well as
addressing the concerns raised regarding environmental
and community impacts in consultation with the adjacent
community. Concurrently, it is recommended that the
Erlton A.R.P. process be undertaken and consider the
roadway design alternatives and their impacts,
including the determination of the facility's elevation
(below-grade, at-grade, or .above-grade). The major
recreational facilities and their impacts on the
community should also be addressed during the A.R.P.
process in consultation with the affected community.

Erlton Station Area Plan: Lindsay Park and the
Coliseum

Part 11, Chapter D.2, Section h.v (pages 57 and 61) be
amended to add Council's decision regarding the Aquatic
Centre and the Mini-Fieldhouse and Recommendation 2.

Recommendation 2 from Appendix "B" of the

Commissioners' Report to Council regarding the Sports
Facilities Advisory Committee Report states:
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"It is recommended that the City Parks/Recreation
Department develop a comprehensive park plan for

Lindsay Park.

It is further emphasized that district f.

and regional open space functions of Lindsay Park in
the context of Inner City and Downtown need to be

recognized.

Therefore, it is further recommended that

future develonment of Lindsay Park must properly relate
to the needs of the adjoining communities, roads,

transit and river banks system.

It is recommended that

the feasibility of construction of an Aquatic Centre
and a Mini-Fieldhouse on Lindsay Park be considered
under the following guidelines:

a.

e.

Planning for any major recreational facilities
must consider possible environmental impacts
including the adverse effects of traffic and
parking on the surrounding areas, particularly
Eriton. In consideration of this impact, access
to Lindsay Park shall be directly from the Macleod
Trail couplet rather than from the Erlton area.

Building orientation should provide the
appropriate setback zone and river edge which
allows continuous pedestrian movements and which
positively uses the river bank area.

Building orientation and scale should minimize any
adverse impacts of these sports facilities on the
abutting residential district of Erlton.

Direct pedestrian access and connections from the

surrounding residential districts of Mission,

Beltline, West Victoria and Erlton should be

facilitated (for example, old CNR bridge as a b.
pedestrian bridge, pedestrian bridge over Elbow

River close to the Holy Cross Hospital).

Adequate measures should be taken to reduce the
impact of parking and car access in the
residential district of Erlton.

Dependency upon L.R.T. and pedestrian movement
should be maximized with complete physical
integration with potential development on the west
side of Macleod Trail and elevated pedestrian
connection directly to the L.R.T. Station."

Also it should be added that:

In the design of Lindsay Park and through the A.R.P.
process, it shall be important to protect the integrity
of the Lindsay Park area as a park. The Erlton
Community should be invited to participate in the
planning of Lindsay Park, particularly the park's open
space component.

The amount of parking for the Lindsay Park facilities
should be minimized and considered carefully in the
design and A.R.P. processes due to its potential
environmental and community impacts as well as its
economic cost. As in other Station Areas, parking
relaxations could be warranted due to the facilites
close location to the L.R.T. Station and the bus
transit system as well as the availability of existing
parking on the Stampede Grounds.

A further amendment was added: That the amount of
parking associated with the sports facilities as well
as consideration that the existing CNR berm be retained
he investigated in the design of Lindsay Park.

Part II, Chapter D.2, Section b.iv (page 57),
references to Site 7 be deleted and Part II, Chapter
D.2, Section b.v (pages 57 and 61) be amended with the
addition of Council's decisions regarding the Olympic
Coliseum located on the Erlton L.R.T. Station site,
including the guidelines known as Recommendation 1, as
follows:




The construction of the O0lympic Coliseum on the Erlton
L.R.T. Station site, as recommended by the Sports
Facilities Advisory Committee, has been approved by
Council. For the purposes of accommodating the future
Coliseum, the L.R.T. Station and potential development
and facilities around the Station, it is recommended
that the existing land use designation of Site 7 as
[-2: General Light Industrial District, be changed to
reflect Council's special development guidelines, hased
on the approved recommendations of the Commissioners' C.
Report on the Sports Facilities Advisory Committee
Report (May 27, 1980) including Recommendation 1 of
Appendix B as follows:

i. Building orientation should provide the
appropriate setback zone and river edge which
allows continuous pedestrian movement and which
positively uses the river edge of the Coliseum.

ii. Direct pedestrian connections between the
Coliseum, the L.R.T. Station, development on the
west side of Macleod Trail and the facilities in
Lindsay Park should be emphasized and adhered to.
jii.  Adequate measures should be taken to reduce the
impact of parking of cars and car access in the
residential district of Erlton.

B-9

iv. Dependency upon L.R.T. and pedestrian movement
should be maximized with complete physical
integration of L.R.T. and Coliseum entrances and

exits.

V. Parking, if any, should be structured to economize
on land.
vi. Parking relaxations are warranted due to L.R.T.
and the availability of existing parking in
Stampede Grounds.

vii.

Consideration should be given to an alternative
alignment for the 26th Avenue Connector with an
at-grade connection directly to tie into the
signalled intersection of Macleod Trail and 25th
Avenue S.E., thereby improving pedestrian movement
and releasing land for a better flexibility in
sitina the Coliseum as well as ancillary transit
facilities and service vehicles.

Part II, Chapter D.2, Section b.v (pages 57 and 61)
include the statement that:

During the A.R.P. process, potential negative impacts
of the future major recreational facilities in the
area, including the Coliseum on the Erlton L.R.T.
Station site and the Aquatic Centre and Mini-Fieldhouse
in Lindsay Park, should be considered and measures
formulated and implemented to enhance the positive
features as well as minimize the potential adverse
impacts.

Erlton Station Area Plan: Land Use Policy
Recommendations for Area North of 25th Avenue S.E.

Part 11, Chapter D.2, Section b.iii - High Density
Mixed Use (page 57) be amended as follows:

To accommodate comprehensive development in Sites 5 and
6, flexibility in height, scale and form can be
considered and fine-tuned with special guidelines in
the Erlton Area Redevelopment Plan. However, if
substantially different land use composition and
density are proposed, the developer could apply for a
land use amendment which could be reviewed on its
individual merits.
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Part I1, fhapter D.3, Section b.i (pages 70 - 71) be
amended as follows:

That a ceiling on parking provision by commercial uses
be studied jointly by the Planning and Transportation
Departments in conjunction with the recommended A.R.P.
process.

B-11 Suburban Station Area Plans: Special Study for the
Year Following the L.R.T. System Openina

City Council concurred with C.P.C.'s general policy,
extendinag its application to the Primary Impact Areas
of all the L.R.T. Stations, as follows:

That all Development Applications submitted for land in
all Primary Impact Areas of all the Stations include
information which shows how the Development proposed:

a. contributes to the effectiveness of the L.R.T.
System;

b. what features the development will contain that
will attract people to the L.R.T. Station Areas;
and

c. how it is designed such that it will not adversely
affect the accessibility of the adjacent
communities to the L.R.T.

C-4 Land Use Recommendations Regarding Mixed Use
Development

A1l relevant sections of Part II, Chapter D: Station
Area Plans be amended as follows:

The recommended minimum proportion of residential use
as a mandatory requirement of mixed use development be
made flexible to accommodate individual projects.

C-7 Transportation Operations: Transit Service Changes
That Alderman Blouagh's motion re Dial-a-Bus be tabled

to Administration for a report to come back to Council
A106

in conjunction with the report on feeder bus systems to
the L.R.T. stations.

C-14 Southland Station Area Plan: Safety of Park Space East
of Sacramento Drive

That this item be referred to the Standing Policy
Committee on Operations and Development to be
considered when the report requested from the
Transportation Department in OP80-56 re crosswalk or
pedestrian corridor on Sacramento Drive comes forward.

C-15 Southland Station Area Plan: Designation of Park Space
East of Sacramento Drive

Part 11, Chapter D.6, Figure 32 and Map 26 (pages 113
and 112) and any other references to the vacant City-
owned parcel east of Sacramento Drive be amended as
follows:

That this site be designated as park space.

C-17 Anderson Station Area Plan: Recommended Future Land
Use For Mobile Home Park Sites (Site 8)

Part II, Chapter D.7, Figure 34 (page 125) and Section
b.ii {page 123) regarding Site &, the Mobile Home
Parks, be amended as follows:

That the Administration be instructed to initiate the
land use redesignation to RMH for Site & in conjunction
with the other land use redesignations in the L.R.T.
South Corridor, and further, that the Land Use Study
reference to and recommendation of specific density and
heiaht limitations on future redevelopment of Site 8 in
the Anderson Station Area Plan (The Amy Lorne-Chateau
Estates Mohile Home Parks) be deleted, and "in the
order of 22 p.p.a." be substituted therefor.

On July 29, 1980, City Council approved the Study as amended
above, the C.P.C. recommendations (except as noted above) as
well as aiving three readings and approval to By-law 12P80,
the amendment to the Calgary General Municipal Plan, as
amended above.
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AMENDMENT

On February 22, 1982 City Council approved the following
recommendation: to the following L.R.T. South Corridor
Land Use Plan:

RECOMMENDATION:

1.

That redesignation of selected key land parcels within
the 400 m radius of the South Corridor L.R.T. Station
Areas as identified in the L.R.T. South Corridor Land
Use Study be undertaken by the land owners at their
own initiative rather than by the City as originally
recommended.

That the Planning Department be instructed to prepare
Public Area Improvement Plans for the 42nd Avenue and
Chinook Station Areas instead of Area Redevelopment
Plans.

That the L.R.T. South Corridor Land Use Study and the
Calcarvy General Municipal Plan be amended to reflect

these policies.
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