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This chapter provides a strategic plan that organizes the vision into achievable
and actionable steps that can be undertaken over time. The plan includes both
policy and implementation framework to maintain the vision momentum and
provide accountability over time for the outcomes recommended in the plan.

Implementation & Strategy
Implementing the Vision

A

vision is a community’s process for determining where it wants to be in the
future. Implementing that vision is done through a strategic action plan that
organizes the vision into achievable and actionable steps that can be undertaken
over time. The Partnership for Prosperity Master Plan outlined both a farreaching vision and a specific Master Plan for the Charleston Neck area based
on a foundation of prior plans and community input. Implementing that vision and
Master Plan will take a coordinated effort among many local, regional and state
entities over the coming years. Figure 8.1 illustrates the project time horizons.

Partnership for Prosperity plan is the first true intergovernmental and interagency
plan to focus on the human and physical resources of the whole Neck area. The
Partnership for Prosperity plan not only establishes a unifying vision for the future
of the Neck area, it identifies a wide array of potential actions and projects
to implement that vision over time. Realizing the vision and implementing this
array of projects will take concerted and coordinated action through long term
partnerships among many groups and entities.
The most important factor in successful
“…. the Partnership for
implementation of long range plans
Prosperity plan is the first
is to have a central alliance or entity
that is accountable for the ultimate
true intergovernmental and
outcome of the plan. Formation of a
interagency plan to focus
central entity responsible for Master
on the human and physical
Plan implementation will provide
resources of the whole Neck
the framework or organizing all
area.”
of the Master Plan implementation
activities in the Neck area, not just economic development and revitalization but
educational and community improvement as well as physical improvements such
as transportation infrastructure. For continuity purposes, it is recommended that
this entity continue the name of the Partnership for Prosperity (the Partnership for
short) and remain under the umbrella of the BCDCOG in order to provide an
overarching level of accountability.
The first step is to determine its membership and organization, including naming
principals and stakeholders and establishing a structure for regular interaction.
A Memorandum of Understanding or similar document should be signed by all
principals to define the mission and goals of the organization and establish
commonly agreed-upon commitments, responsibilities, staffing, and funding.
Principal members would be expected to be the cities of Charleston and North
Charleston, Charleston County, Chambers of Commerce, the South Carolina
Department of Transportation, and the SC Ports Authority. Other local and regional
stakeholders, service providers, institutions, and individuals would be invited as
part of a broader stakeholder group to interact regularly with the Partnership
with a goal of attracting a broad range of expertise and representation within
relevant issue areas.

Figure 8.1 Project Time Horizons

Implementation Framework
Through the Partnership for Prosperity planning process, the Neck area has
emerged with a new focus and new impetus for improvement among a diverse
array of local and regional stakeholders. While the cities of North Charleston
and Charleston and groups like LAMC have been establishing a policy and
implementation framework for portions of the Neck over several years, the

Figure 8.2 shows how the key partners could interact with a standing entity like
the Partnership. It shows a feedback loop with the Partnership regularly reporting
on progress achieved toward the implementation priorities.

Regular Communication
Critical to the effective work of the Partnership in implementing the vision for the
Neck will be establishing protocols and agreements for regular communication
and meetings. It is recommended that the current Steering Committee for
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in light of their different areas of emphasis and agency missions, the BCDCOG
is in a better position to facilitate the continued function of the Partnership to
advance strategies and coordinated planning within the Neck area.
In addition to providing support staffing, an agreement will have to be established
for the timing and frequency of regular meetings among the partners and
stakeholders to review progress among the implementation priorities. Potentially,
regular communications could be set up at three levels:
•

Partners – the Partners would be
the standing representatives from
the cities, county, SCDOT and Port,
as in the composition of the current
Steering Committee.
Partners
could meet semi-annually at the
COG or each partner could host
the meeting on a rotating basis.

•

Mayors – the mayors of each city
and the County Administrator could Communication is a key to long-term
meet on a semi-annual basis. One success. of the Neck Master Plan.
meeting should be for big picture
coordination and to maintain the
level of mutual political commitment to the implementation of the Master Plan,
and the other should be in an annual forum including Partnership, leadership,
stakeholders and residents.

•

Stakeholders – a larger group of stakeholder participants that would include
community, private, governmental and industry representatives could meet on
the most frequent basis with the Partnership staff member(s) to coordinate
specific implementation roles and priorities.

Figure 8.2 Project Information Loop
this project be the basis for the establishment of a long term and standing
implementation entity – i.e. to continue the Steering Committee structure as the
long term “Partnership.” While other options may also be considered, the most
obvious coordinating agency to steward the Partnership for the long term is the
BCDCOG. The Partnership will need dedicated staffing to ensure coordination
of meetings, preparing progress reports and helping catalyze and integrate
individual implementation actions and projects. Two possible staffing approaches
for the Partnership that share the responsibility among the key partner entities
are the following:
Partnership for Prosperity – Potential Support Staffing
Option One
Dedicated COG staff member(s) – may need funding support
		from Partners
Option Two

Rotating staff members from each City (annual rotation basis)

Option One is recommended given the BCDCOG’s role as a convener of
stakeholders around regional issues, including recognition of its role staffing the
CHATS MPO for the urbanized area. A rotation among staff members might make
sense if all the partners were equally responsible for plan implementation and had
similar missions (e.g., if all were MPOs working within a similar region); however,
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This structure would allow for communication to flow at multiple levels and be
guided by a common commitment to the Master Plan, vision and a specific plan
of action. In addition, it is important to have a quarterly convocation of all three
of these groups at a “Partnership Forum.” This combined meeting would help
reinforce solidarity among key partners, stakeholders and elected officials in
the implementation of the plan, including pursuit of regional, state or federal
funding sources. It could also be a forum for updating all on the progress of
the implementation actions through a “sharing of stories” that highlight successful
completion of actions by individual stakeholders. In addition, the Forum would be
an opportunity for the Partnership to recognize particular key accomplishments
since the prior Forum with awards or a recognition program.
Figure 8.3 summarizes the three levels of communication flow as well as the
annual or semi-annual Forum that integrates all the levels.
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Figure 8.3 Partnership for Prosperity Communication Flow
Success of the Action Plan will ensure the longevity of the Neck area.
The Action Plan is intended to be a living document and it will be the most subject
to change as the plan is tested against assumptions among the partners and
stakeholders. It will be critical at all times to keep momentum and a focus on the
Action Plan to capitalize on unforeseen opportunities that may arise if they are
consistent with the overall vision and Master Plan.
The Action Plan is presented on the following pages in the form of a matrix
that lays out projects and actions by category and identifies the key responsible
agents and time frames for completion. Each project is described along with
the entity responsible for the effort, and where possible, the estimated cost, and
potential funding sources for the effort. The projects are organized into a number
of categories with a corresponding color and are generally arranged with the
most far reaching and general projects first, followed by more specific projects
and actions.
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Figure 8.4 Action Plan

180

Partnership for Prosperity

Dr aft

Implementation & Str ategy

The Action Plan
The second most important factor in successful implementation of a long range
plan, after the establishment of an accountable coordinating entity, is to have a
detailed Action Plan that becomes the blueprint for implementation of short, mid
and long term priorities and actions.
The Action Plan (see Figure 8.4) cites recommendations for the specific projects
identified in the planning process. It sets forth specific objectives, tasks, priorities
and time frames for getting the plan done. In many ways, the Action Plan is the
most critical component of the Master Plan. More than the Master Plan itself, the

Economic Development and Revitalization Strategies
The starting point of an effective strategy for economic development and
revitalization is the physical plan that lays out a framework for development in
the Neck area. Besides establishing a rational plan for land use, transportation,
and environmental sustainability, the plan also presents a compelling vision for
the Neck area’s future that will guide investment. The developers, investors,
companies, institutions, and other stakeholders that will be participating in the
area’s revitalization will be looking for guidance and inspiration in conceiving and
executing projects that will advance the vision. The plan components described
earlier in this document provide a framework of catalyst area developments,
transportation system improvements, land use and urban design principles, and
details related to community structure, environmental issues, and goods movement
that establishes the “road map” for long-term redevelopment and revitalization
of the Neck area. With this map available, participants will be more confident in
taking actions that advance their own interests and collectively contribute to the
realization of the Master Plan vision.

many forms, but essentially represents the basic units of real estate development
and economic activity: land, homes, stores, work spaces, etc. It is through new
development product that the Neck area can attract new residents, new businesses
and jobs, and new consumer spending by residents and nonresidents alike. The
strategies listed below are intended to encourage and facilitate the creation of
development product across a variety of key types.

Developable Land
The availability of suitable land is the starting point for all new development.
In a built-up place like the Neck area, land acquisition is often very challenging
for developers due to cost, environmental conditions, demolition or infrastructure
needs, and/or the need to assemble multiple small properties in order to obtain
a parcel of sufficient size. There are several strategies that can help developers
find the sites they need.
•

Address brownfields. Brownfields are contaminated sites that usually
present significant challenges to redevelopment. A comprehensive inventory
of brownfields in the Neck area should be maintained that includes as
much information as available about their past uses, current conditions,
and remediation needs. Simply tracking such parcels can facilitate their
redevelopment, and key parcels can be prioritized for attention. A local fund
could be established that provides financial assistance for the initial assessment
and/or cleanup of eligible sites. Local staff can seek similar assistance from
state and federal brownfield programs, which are often competitive grants.
Given the complexity of brownfield redevelopment, expedited plan review
and approvals, reduced development fees, and other incentives can help
developers bring projects to fruition. It should also be noted that the LAMC
plan recommended Phase 1 Environmental Site Assessments (ESAs) of a series
of candidate sites within the LAMC study area. In addition, the City of North
Charleston has recently received EPA brownfields grant funds that will allow
for Phase I and Phase II ESAs to be completed for various properties within the
City to determine sites where no remediation actions would be necessary or
to help further refine the cleanup priority list. The Neck Master Plan presents
another opportunity to bring these efforts into congruence and develop a
consolidated brownfields assessment and remediation approach to the entire
area.

•

Monitor the local land market. Local staff should monitor the land market in
the Neck area on a regular basis in order to stay current on the ownership
of large and important parcels, track any new land assemblage activity, and
build relationships with major landowners and key real estate brokers. This
knowledge base will help with planning and implementation activities, but it
also can be provided to developers interested in the Neck area to encourage
and facilitate land acquisition.

•

Help maintain a healthy land market. Public policies and local actions can
help discourage excessive land speculation that drives up prices and can

With the physical plan setting the context and providing the vision of what the future
Neck area may look like and how it may function, the economic development and
revitalization strategies focus on creating economic opportunities, channeling their
impacts to increase local prosperity, and managing the process effectively. This
approach is organized into three elements: development product, programs, and
organizing to implement revitalization
over time.
In a built-up place like the

Development Product
In order to capture new investment and
attract new residents and businesses,
the Neck area must be able to offer
a supply of development “product”
that is competitive in multiple market
sectors at the regional, state, and even
national levels. This product comes in

Neck area land acquisition
is often very challenging
for developers due to cost,
environmental conditions,
demolition or infrastructure
needs, and/or the need to
assemble multiple small
properties in order to obtain a
parcel of sufficient size.
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Local staff should stay “in the know” about the local land market for potential
planning and implementation activities as well as to help facilitate land acquisition.
produce negative impacts on neighborhoods that also hinder redevelopment.
Code enforcement should be robust to require adequate maintenance by
owners. Tax delinquencies, code violations, and other indicators of potential
property abandonment should be tracked in order to identify sites where
public intervention may be desirable or necessary.
•

•
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Explore land banking. Land banks are legal entities that are set up by
jurisdictions or nonprofit community development organizations to buy and
hold land for future redevelopment; typically vacant, abandoned, or taxdelinquent properties that may be a hindrance or discouragement to private
investment. The key benefit of land banks is that they can acquire properties
before they are ripe for development when prices are lower, and make those
properties available to developers later on. Informal land banking has been
exercised in the Neck area already, mainly consisting of strategic properties
being acquired by the locality and then resold to private developers in order
to further community development goals. However, new state legislation
would be required in South Carolina to allow municipal land banks that
systematically acquire, manage, and dispose of a large number of properties
for community revitalization purposes, or a nonprofit entity could potentially
be created. Technical resources are available to assist in the financial and
legal structuring of land banks.
Consider strategic land acquisitions. Even without a land bank, municipalities
and community development organizations can acquire properties to further
redevelopment objectives when opportunities arise. Such decisions are not
to be made lightly given the costs and risks involved, but these should be
balanced against the strategic value of the land in question. In general,
such acquisitions should be made with a defined ownership time frame and
disposition strategy in mind.
Partnership for Prosperity
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•

Align zoning with the Master Plan. Inappropriate zoning can be as much
of a barrier to redevelopment as physical constraints or environmental
contamination, because it creates additional costs and risks for a developer
seeking to change its designation. As illustrated in Chapter 3, Setting Context,
both Charleston and North Charleston utilize conventional zoning codes, which
generally separate residential, commercial and industrial uses, creating the
requirement for increased travel time and distance from one area to another.

•

Existing zoning in the Neck area should be evaluated to identify possible
conflicts with the Master Plan, and revisions or clarifications made as necessary.
In particular, rezoning strategies should be explored for each catalyst site
area to determine the best zoning framework that would spur redevelopment
according to the Master Plan. This
may include PUD or mixed use
Strategies that facilitate
zoning designations aimed at
the development of mixedfostering TOD development and
use centers are necessary to
a mixing of uses, both horizontal
create urban development
and vertical, as well as formbased codes. Design Guidelines
products in sufficient
can be created as supplemental
quantities to create new
materials to provide additional
places and spark change in
illustration and clarity about what
is expected of developers in
the Neck area.
specific locations, providing them
greater certainty when initiating projects. Design Guidelines are included
as Appendix F in this report as guidance in designing and executing projects
that will advance the Partnership for Prosperity vision.

Mixed-Use Centers around Transit
The Master Plan is centered on a series of catalyst areas where development
is generally concentrated around future transit stations and reflects a mix of
uses that puts more activities within
walking and bicycling distance. While
this is a traditional approach to urban
development, it is currently not as
prevalent for new development in much
of the Charleston region, including
the Neck area, where auto-oriented
suburban patterns predominate
•
Create interim and final
zoning
for
transit-oriented
Incentives, such as density/intensity
development. High quality transit
bonuses for projects adjacent to transit
service is not yet present in the catalyst
stations, may help new projects begin.
areas, but their potential for Transit
Oriented Development (TOD) must be preserved until transit is available and
market demand for walkable, higher density development exists. Given the
time frame involved, it may be necessary to create interim zoning for future
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transit station areas to ensure that new development of inappropriate land
uses and low densities does not occur. This interim zoning would be set to
transition to final zoning that is aligned with TOD principles.
•

Outreach to developers and lenders. TOD and mixed-use development are
still fairly new in most regions, and Charleston is no exception. It will likely
be necessary to promote these concepts with local developers and lenders
to educate them on the opportunities they represent and the differences with
traditional suburban development practices. Experienced developers may
need to be actively recruited in order to communicate what the Neck area
has to offer. Case study examples of successful mixed-use projects in the
region or South Carolina may be useful in telling the story of development
opportunity.

•

Development incentives. New projects in the catalyst areas may need
assistance through incentives to be feasible, especially in the early years
of redevelopment in the area. Such incentives may include expedited plan
review and approval, as well as reduced development fees for projects that
align with the Master Plan objectives. Projects in key locations, particularly
those adjacent to transit stations, could be worthy of density/intensity bonuses
that can enhance developer profitability while maximizing activity levels near
the station.

•

may contain requirements that
unintentionally present barriers to
the development of new housing,
particularly higher density multifamily
units that may not have been commonly
seen before. One of the most
common is excessive minimum parking
requirements, especially where transit
service is available, that increase
costs
considerably.
Horizon Village is a successful example of construction
Others
may
be
excessive
setbacks,
a mixed-income housing development.
height requirements, or restrictions
on construction methods or materials. Existing codes should be reviewed
to identify and address any requirements that may pose an unreasonable
barrier to economically feasible new housing development.
•

Encourage new mixed-income and affordable housing. Zoning can also be
used as an incentive to facilitate the development of mixed-income housing,
where market rate and affordable units are combined in the same project.
Inclusionary zoning requirements can set the targets for affordable housing
provisions, and density bonuses can address the issue of generating sufficient
profitability
for
developers
The Neck area’s central
when providing affordable units.
Expedited plan review and
location and regional
approval, reduced development
accessibility make it an
fees, and other regulatory
attractive employment
relief can be used to assist all
location, and the
affordable housing projects, both
mixed-income
developments
improvements proposed in
and those with only affordable
the Master Plan will only
units such as Low Income Housing
enhance its appeal.
Tax Credit projects and other
subsidized projects. Affordable
housing development typically works on very tight profit margins, so any
public sector actions that can reduce development costs will make such projects
more financially feasible. An important public financing tool for affordable
housing is the federal HOME investment Partnership Program, which allocates
money through the South Carolina State Housing Finance & Development
Authority to local jurisdictions and other grantees. HOME funding can be
used to provide home purchase or rehabilitation financing assistance, build
or rehabilitate rental or ownership housing, or for other related expanses
such as site acquisition, demolition, and payment of relocation expenses.
Affordable housing development often needs multiple fundning sources, so
HOME finds can be used in conjunction with other federal and state housing
programs as well as with private lenders. The South Carolina Housing Trust is
the primary state-level source of affordable housing financing.

•

Facilitate the restarting or repositioning of existing proposed projects.
As was common across the country, a number of development projects in

Infrastructure financing. Successfully redeveloping the catalyst areas around
transit will require significant enhancements to the pedestrian environment and
other infrastructure improvements to promote connectivity and transportation
access. Funding those improvements will probably require one or more
defined revenue sources to supplement what may be available from other
public sources. Creating tax increment financing (TIF) districts around the
future transit stations would be a natural use of a common redevelopment
tool. Special tax and/or assessment districts also are methods where
infrastructure projects could be essentially self-financed by the development
that uses them. More broadly, a mobility fee for the entire Neck area could
be used to fund transportation infrastructure that facilitates TOD. Mobility
fees differ from conventional road impact fees in that they enable funding for
non-roadway improvement projects and are scaled to account for different
trip characteristics by geographic location. State enabling legislation would
likely be needed to support a shift toward this type of funding program.

More and Diverse Housing
Strategies for increasing the production of new housing will be an important
component of revitalization in a Neck area that has seen its population decrease
over the past two decades. If its population is to grow, the Neck area needs not
only more housing overall but also housing of a variety of types and price levels
that meet the demands of a changing residential market and an increasingly
affluent region. This emphasis on new production would be supplemented by
programs addressing the improvement and maintenance of the existing housing
stock (discussed later in this chapter).
•

Reduce barriers to development. Existing zoning and building codes
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the Neck area were put on hold after the financial crisis and real estate
market downturn disrupted economic conditions. Magnolia and Ashley River
Center are two prominent examples of major mixed-use projects that have
residential components and could be the sources of significant amounts of
new housing product in the Neck area. Given the time elapsed and shifts
in the market, some projects may need to be revised and/or repositioned
in order to move forward, and some of these necessary changes might be
encouraged or facilitated by local governments – site plan changes, zoning
adjustments, ownership transitions, etc. Projects in key locations with viable
concept plans should be monitored to see if there are appropriate ways that
local jurisdictions can help restart them.
•

Protect existing residential neighborhoods. New housing development can
be problematic for existing neighborhoods if it is not carefully planned for,
especially when higher densities and multifamily products are envisioned. For
this reason, the Master Plan focuses on the catalyst areas around future transit
stations as the primary locations of new housing development. These areas
will connect with existing neighborhoods, but would have different characters
that are compatible with significant redevelopment. Neighborhood housing
development would be characterized primarily by small-scale infill and
rehabilitation of single-family dwellings. Strong design guidelines and careful

Having a supply of appropriate work spaces such as high-tech and creative firms,
conventional corporate and professional office space, and flexible spaces, will allow
the Neck area to capture new investment and help stimulate the local economy.
review of all housing developments in the Neck area should be established to
ensure neighborhood compatibility and housing quality.

Work Spaces
The Neck area is and will continue to be a major employment center. But to
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maintain its competitive position and provide new employment opportunities for
local residents it will need to add more work spaces tailored toward shifts in the
economy. While manufacturing and freight movement should remain strengths,
a greater emphasis on spaces for high-tech and creative firms, conventional
corporate and professional office space, and flexible spaces that can serve new
and growing businesses will be necessary. Having a supply of appropriate work
spaces will allow the Neck area to capture new investment and attract companies
and employees that can stimulate the local economy.
Recognizing the importance of new jobs and investment to revitalization efforts,
LAMC has advanced a number of possible actions aimed at increasing the
supply of competitive work spaces in its neighborhoods. Several of the strategies
described below are taken from LAMC’s Revitalization Plan.
•

Establish and capitalize upon business/technology incubators. Facilities
that offer low-cost space, training programs, and other assistance to small,
entrepreneurial companies can help grow the market for work spaces in the
Neck area. These incubators can focus on technology firms, creative enterprises,
or even local professional and business services or they can be more broadbased. The City of Charleston already has incubator programs and facilities
focused on technology firms (the Digital Corridor) and life sciences operating
within the southern end of the Neck area. A similar approach could be
applied elsewhere in the area. Incubator tenants periodically “graduate”
from their initial homes as they grow larger and need more space, and these
companies would be prime candidates for work spaces in the Neck area.

•

Implement a business retention, expansion, and recruitment program.
Such a program would focus on office-using sectors and target all sizes of
businesses from major regional employers to small local-serving service
firms. The LAMC Revitalization Plan noted the importance of creating a
professional services cluster, where medical, dental, legal, accounting, and
similar occupations that grow with the local population and capitalize on
proximity to major employment centers can thrive while serving local needs.
When pursuing large, region-serving employers, close coordination with the
Charleston Regional Development Authority (CRDA) and sometimes even
the South Carolina Research Authority (SCRA) will be important to tailor
strategies and identify potential sites that best meet the requirements of
prospective companies.

•

Target government tenants as anchors/catalysts. Government facilities
are stable occupants and often less selective in their location decisions than
private businesses. They can therefore be important early tenants in places
that are still emerging as centers of office development. Landing a major
anchor tenant early can often mean the difference between success and
failure of a development project. Government agencies (at any level) can
help jump-start development in parts of the Neck area that currently are not
viable for market-driven investment.
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Establish an office building renovation fund. Existing buildings in the
Neck area may be candidates for rehabilitation into modern work spaces,
particularly smaller low-cost spaces that would be attractive to new and
entrepreneurial businesses. Renovation funding could be made available to
building owners as matching grants or low/no-interest loans. Alternatively,
funding could be awarded directly to tenants for space build-outs as
incentives for locating in the Neck area. Either way, the renovation fund would
help to improve buildings and lower tenant occupancy costs. The funding
could be widely available or targeted toward specific locations and/or types
of tenant companies.

•

Strategic building acquisition and disposition. As redevelopment occurs in
the Neck area, there could be a danger of losing buildings that offer lowcost work spaces, interesting architectural features and historical character,
and other elements that could be attractive to companies looking for unique
work environments. Selected buildings could be candidates for public
acquisition in order to preserve them until a viable use is found. They could
then be renovated through other revitalization strategies or sold directly to
developers or end users.

•

Explore and promote available project financing tools. Two of the most
commonly used place-based project financing tools that could help deliver
new work spaces are Historic Tax Credits and New Markets Tax Credits.
Buildings must be certified as historic structures in order to receive Historic Tax
Credits, but this tool provides valuable assistance in funding the restoration
and adaptive reuse of buildings that shape the character of established
neighborhoods. Eligibility for New Markets Tax Credits is based on location
within a qualifying census tract that generally has a low income or otherwise
disadvantaged population. Nearly all of the Neck area is eligible for these
tax credits. Both of these financing tools are intended for commercial, incomeproducing projects and are often used to finance the development of work
spaces. Local staff should be conversant in both programs, familiar with
properties that may be eligible or good prospects for development, and
able to assist developers in learning more about the programs and applying
for financing.

•

Encourage
work
space
Adding more retail and
development in key locations
local services will help keep
and/or for targeted industries.
more spending within the
Similar to housing development,
public sector actions can create
local community rather
private sector incentives for work
than having it captured by
space development activity.
other locations.
Expedited plan review and
approval, reduced development
fees, and other regulatory relief can be used to assist projects that deliver
office space, research and development facilities, business incubators, and
other work spaces. The incentives can be tailored to particular locations and/
or industries to meet public goals and objectives.

•

Facilitate the restarting or repositioning of existing proposed projects.
Major on-hold development projects in the Neck area such as Magnolia and
Ashley River Center also have office components that could deliver new work
spaces in the Neck area. As was described in the housing strategies section,
these projects should be monitored
to see if there are appropriate
ways that local jurisdictions can
help restart or reposition them.

Retail and Local Services
Residents and employees both need
places to shop, so new spaces for retail
and local services will be needed in
greater amounts as redevelopment
and revitalization of the Neck area
occurs. The area is positioned in Plan for walkable retail spaces to be built
in key catalyst sites in the Neck area.
between two major existing retail
clusters (the Rivers Avenue/airport corridor and Downtown Charleston), and
it seems unlikely that a new region-serving retail center could be developed.
However, an influx of new residents and workers will drive demand for more
shopping, dining, and services, and existing residents who have been underserved
in these areas in the past will contribute their spending power.
•

Walkability improvements in key commercial districts. Shoppers are
increasingly gravitating to places where they can walk comfortably and find
a wide range of goods, services, and experiences. While the auto-oriented
strip mall is not dead yet, places where people can park once and shop
extensively, or arrive by transit or bicycle, are performing well for retailers.
With the Neck Master Plan oriented around walkable, transit-oriented catalyst
areas, it will be important to make sure that areas designated for commercial
development are conducive to non-automobile modes of travel. Narrower
streets, wider sidewalks, bike lanes, streetscaping, wayfinding signage, street
lighting, and similar improvements that are part of a “complete streets” design
approach have all been shown to revitalize retail districts. “Authenticity” is
an increasingly important draw for retail and residential markets, and much
of the Neck area has established residential and non-residential areas that
reflect the area’s history, urban character and diversity. With the right capital
investments and support programs focusing on safety and accessibility, those
traits can provide positive economic benefits without all of the development
constraints of the Charleston Historic District.

•

Identify, preserve, and manage key retail sites. The success of retail
businesses is highly dependent on location, visibility, and customer access.
As the Neck area redevelops and revitalizes over a long term time frame,
it will be important to identify the key sites where retail is likely to be most
successful within the Master Plan framework and work to preserve them, since
some sites may not become viable until years later. These key sites should be
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managed through zoning and design guidelines to ensure that elements such
as walkability, parking, loading, signage, and other details that affect retail
operations are implemented effectively and the retail development blends
well with other uses and fits appropriately into the neighborhood fabric. A
good example of this is the master revitalization plan for Shipwatch Square.
In addition to continuing the local assistance for new businesses within the
shopping center, the City should look to tie the Shipwatch Square planning
into the overall Neck Master Plan vision for that catalyst area specifically.
•

•

•

•

Evaluate the current supply of land zoned for retail. Much of the land along
major arterial roads is typically zoned for retail and related uses, without
regard for how much land is actually needed to satisfy local demand. An
oversupply of retail land can lead to excess building space and high vacancy
rates that hurt landlords and make an area less attractive for investment. In
particular, the Urban Land Institute recommends reframing the zoning along
stale retail corridors by creating “pulses” of higher density mixed use zoning
at key nodes or intersections and revising the strip commercial zoning between
these nodes to encourage more high density housing. Local staff should seek
to optimize the amount of retail zoned land in the Neck area through market
analysis and prioritization of key retail centers while reducing the supply in
marginal locations through rezoning.
Establish a retail renovation fund. As with office buildings, there may be
retail buildings in the Neck area that with assistance could be renovated to
become more competitive business locations. Renovation funding could be
made available to building owners as matching grants or low/no-interest
loans to perform façade and/or interior rehabilitation. Funding also could
be awarded directly to tenants for space build-outs in either existing or
new buildings as incentives for locating in the Neck area. Tenant assistance
could be restricted to local and independent retailers who have fewer
financial resources but add valuable diversity to the retail mix. Specific retail
categories with strategic or community value also could be targeted, such as
grocery stores or restaurants.
Explore and promote available project financing tools. The two financing
tools mentioned above, Historic Tax Credits and New Markets Tax Credits
can also be used for retail projects. Local staff should be aware of any
opportunities to make use of these tools and able to communicate them to
prospective developers.
Create a retail recruitment and technical assistance office. The LAMC
Revitalization Plan identified a need for commercial district management
program focused on retail revitalization in the area. Such an office would
focus on providing incentive funding, technical assistance, and organization
of local businesses. With a broader focus on the entire Neck area, it would
be the logical implementer and manager of many of the strategies described
in this section.

Programs
Achieving and sustaining local prosperity in the Neck area will call for long
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term efforts to connect existing residents and businesses with the benefits and
opportunities generated by the development that is taking place around them.
New development product will create economic activity, but many residents will
need tools, training, and assistance to take advantage of the opportunities that
emerge. Programs that address long-standing needs in the Neck area such as
education, job training, and housing can equip residents to compete effectively
in a revitalized local economy and succeed in one of the key economic centers of
the region.

Education Improvement
Education is the fundamental basis
for a competitive workforce and
educational attainment is tightly linked
with personal income. Good schools will
be an important part of a revitalized
Neck area, and more and better
education will help residents share in
Good schools providing better educations the benefits of future development,
are key components of the Neck area especially job opportunities with new
companies that locate there. The LAMC
plan.
Revitalization Plan directly addressed
the need for education improvement in the Neck area, and described a number
of strategies for tackling the issue. The Master Plan should support this approach.
•

Develop a more robust parental education program in Neck area schools.

•

Reform Neck area School Improvement Councils.

•

Build partnerships to lobby for increased resources for early childhood
education.

•

Build community awareness of existing early childhood development
programs.

•

Develop and strengthen the partnership between Charleston County
Community Education and Wings for Kids.

•

Develop a publicity campaign on early childhood development resources.

•

Integrate design principles into new school planning processes to emphasize
community schools.

•

Develop a parental education program modeled after the Harlem Children
Zone’s Baby College.

•

Enhance high school curricula, including maritime industries training, career
academies, and other cooperative linkages with area employers and
industries.

•

Expand and promote magnet schools and partial-magnet schools.

•

Assist organizations exploring the establishment of charter schools.
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Job and Skills Training
Only a small percentage of Neck area residents currently work at companies
located in the area. To increase this percentage significantly, residents will need
access to job and skills training that prepares them for the higher value positions
in manufacturing, technology, and logistics that the Neck area is well positioned
to attract. The redevelopment of the Neck area itself also will generate job
opportunities that require advanced
skills in construction, engineering, and
Building a skilled
other technical subjects. Building a
workforce in the Neck area skilled workforce in the Neck area will
will benefit both companies benefit both companies and residents
and residents by increasing by increasing productivity and quality
of life through minimizing commuting
productivity and quality
time. Even if residents do not end up
of life through minimizing working in the Neck area, access to
training can help them secure better
commuting time
paying jobs throughout the region.
The following items should be pursued by various stakeholders as ways to broaden
the level of participation in local economic opportunities by Neck area residents:

•

Coordinate with opportunities created at or spun off from the Clemson
University Restoration Institute (CURI) research park located in the Navy Yard.

•

Coordinate with Metanoia and any other non-profit, faith-based or community
initiatives that are working with residents and businesses, and ensure that
local efforts share information and success stories.

•

Negotiate community benefit agreements (CBAs) for major development
projects to obtain local hiring and wage commitments.

Housing
Increasing housing opportunities in
the Neck area will require more than
producing new development product.
While new product will be important
to attract new residents to the area,
programs also are needed to increase
the availability of affordable,
quality housing to current residents
and maintain that availability to low
and moderate income households as
As new housing is built in the Neck redevelopment occurs, neighborhoods
area, it will be important to maintain the improve, and housing costs rise. LAMC
availability of low and moderate income has made affordable housing a
centerpiece of its Revitalization Plan
housing.
with the Model Blocks program, and
the Master Plan should support this approach and other neighborhood-oriented
programs that can make housing more attainable, such as:

•

Develop a Maritime Training Institute as described in the LAMC Revitalization
Plan

•

Coordinate with LAMC initiatives like the Local Vendor/Contractor program

•

Work with the Trident One Stop Career Center to improve their visibility and
availability within the community

•

Apprenticeship Carolina is a program of the South Carolina Technical College
System that helps create and manage employer-sponsored training programs.
For no charge, companies can set up demand-driven customized programs for
growing their workforces by taking on apprentices screened and registered
by Apprenticeship Carolina. The apprentices gain practical on-the-job
training and contribute to companies as they learn. Coordination with this
program can help register local job-seekers as apprentices and encourage
local businesses to create apprenticeship programs. Apprenticeship programs
in the Neck area can be aligned with state, regional, and local economic
development strategies by emphasizing key industries:

•

Support LAMC’s Model Blocks program, which develops owner-occupied
single-family homes on vacant and underutilized lots, and preserves longterm affordability through a Community Land Trust.

•

Explore land banking of troubled single-family properties to build a lot
pipeline for future development and assist nonprofit developers with holding
costs.

•

Work with owners of existing affordable multifamily rental properties to
preserve affordability through tax abatements, renovation and energy
efficiency grants or low-interest loans, or even acquisition.

ºº South Carolina high-demand industries: advanced manufacturing,
construction trades, energy, health care, and transportation/logistics

•

Provide homeownership training and financing assistance to current residents,
particularly those who are renting but wish to purchase a home.

•

Use code enforcement and financial incentives to encourage home
rehabilitation by owners (both owner-occupants and investor-owners).

•

Create a funding pool for Deferred Payment Loans to finance home
rehabilitation by current owners.

•

Create a marketing program to promote housing opportunities to middle
income buyers.

ºº Charleston region industry targets: advanced security and IT, aerospace,
biomedical, and wind energy
ºº Neck area redevelopment industries: construction, engineering,
environmental remediation, etc.
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•

Work with major area employers to establish employer-assisted housing
(EAH) programs that can provide homeownership counseling and financial
assistance to help employees live closer to work.

Implementing Revitalization over Time
Effective organization will be important to keeping the redevelopment of the
Neck area on track over the long term. Clear responsibilities for plan and
program implementation should be established. For economic development
and revitalization, these responsibilities should be undertaken primarily by one
convening, organizing, and implementing entity to ensure close coordination
between related initiatives and opportunities for leveraging resources across
multiple activities. As discussed above, a standing partnership of the cities, port,
SCDOT and other stakeholders should be established as the Partnership for
Prosperity that has overall accountability for implementing the vision and Master
Plan for the Neck. Under this umbrella entity, a number of new implementing
initiatives may need to be established. The exact structure, mission and composition
of such initiatives will need to be carefully developed and agreed to by all in
the partnership.
LAMC occupies an important place in
“There will be a wide
the core of the Neck area and with
the creation of some new entities it
range of issues on the
can focus on specific revitalization
Partnership for Prosperity’s
programs that will advance its own
agenda, but one of the
Revitalization Plan as well as the
most important means of
Master Plan. Other new entities can
address specific areas and issues.
helping Neck area residents
LAMC is working to implement its
share in the benefits of
Revitalization Plan and one of its
redevelopment will be an
recommended
capacity-building
actions is the creation of two new
emphasis on improving
entities focused on revitalization
education and access to job
and housing development. One is a
training.”
Community Development Corporation
(CDC), which serves as the lead
developer on neighborhood projects, coordinates programs, and seeks and
receives funding from various sources. The CDC is the lead agent for LAMC’s
redevelopment and revitalization activities. The second entity is a Community
Land Trust (CLT), which receives and holds land in LAMC neighborhoods for the
purposes of maintaining the long-term affordability of housing, either existing
homes or new homes developed by the CLT/CDC or others. The CLT works in
tandem with the CDC within a defined organizational relationship; the LAMC
Revitalization Plan lists five possible approaches to structuring their interaction. If
LAMC is willing, its CLT could expand its area of activity to encompass the entire
Neck area. Otherwise, it may be desirable to establish another CLT to address
affordable housing needs in the non-LAMC portions of the Neck area.
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In order to preserve key sites for future redevelopment and manage the
availability of suitable land in the Neck area over a long-term time frame,
it may be necessary to create one or more land banks to acquire, prepare,
hold, and dispose of properties. The land banking mission can focus on both
housing and commercial/industrial uses, since there will be a need for both over
the course of the Neck area’s redevelopment. A land bank holds and conveys
land for redevelopment, but is not the permanent owner. The exact nature and
organization of the land bank(s) in the Neck area will depend on legal and
strategic details. Municipally operated land banks exist elsewhere in the U.S., but
would require enabling legislation in South Carolina. Creating a nonprofit land
bank that covers the entire Neck area also is an option. The land bank(s) could be
organized under the auspices of the Partnership for Prosperity, and would work
closely with LAMC’s redevelopment and housing entities.
There will be a wide range of issues on the Partnership for Prosperity’s agenda,
but one of the most important means of helping Neck area residents share in the
benefits of redevelopment will be an emphasis on improving education and access
to job training. To demonstrate the importance of this subject, an Education and
Job Training Committee should be established that has a clear mission, role, and
activities within the larger entity. The committee would work with key stakeholder
organizations, service providers, and institutions such as LAMC, Trident Technical
College, Charleston County Schools, Apprenticeship Carolina, and CURI. It would
also perform an important liaison function with area employers, identifying the
sorts of skills and employees they need and communicating those needs to the
education and training providers.

Implementing Transportation Projects
The BCDCOG has the authority
under state and federal law to
perform the transportation planning
and programming functions of the
Charleston Area Transportation Study
(CHATS), the metropolitan planning
organization (MPO) for the Charleston
Urbanized Area. BCDCOG carries out
those responsibilities in cooperation
with the South Carolina Department of
Transportation (SCDOT), the Federal
Highway Administration (FHWA) and
the Federal Transit Administration
(FTA).
CHATS serves 800 square miles comprised of the Tri-County region’s Charleston–
North Charleston–Summerville Urbanized Area. Generally, the study area
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contains of all the land expected to be urbanized within the next 20 years. It now
consists of portions of all three counties in the BCD Region. CHATS is governed
by a 47-member board representing governmental and transportation-related
organizations from throughout its coverage area.
As the MPO, the CHATS committee structure provides the forum for cooperative
decision making in developing regional transportation plans and programs to meet
changing needs. It is composed of elected and appointed officials representing
local, state, and federal governments or agencies having interest or responsibility
in comprehensive transportation planning.
Transportation projects identified in the Partnership for Prosperity Master Plan
must be included in the CHATS adopted Transportation Plan to be eligible to
receive federal transportation funding. The current CHATS 2035 Long Range Plan
sets priorities for highway, transit, bicycle, pedestrian and related transportation
projects throughout the region. A new updated plan will need to be developed
and adopted by 2015, but the plan may be amended at any time to add or
modify projects. Furthermore, CHATS programs fund transportation projects from
federal, state and local revenue sources through its five-year Transportation
Improvement Program (TIP), which may include money allocated for various
project phases from planning and feasibility studies to engineering, right-of-way
acquisition, final design and construction.

Impacts of MAP-21
Recent changes in transportation policies and funding programs at the federal
level will have a substantive impact on CHATS and SCDOT’s process of planning
and setting priorities for funding of regional transportation projects. The new law,
known as MAP-21 (Moving Ahead for Progress in the 21st Century), merges the
number of transportation funding programs, introduces new planning responsibilities
and eligibility requirements, raises the importance of freight planning, increases
funding for safety, and streamlines the transportation development process.
Those actions have the effect of raising the level of accountability for states
and metropolitan areas, and increasing competition for project funding within
MPOs like CHATS. While additional policy guidance and Congressional funding
authorizations will influence how the new law is ultimately carried out in coming
years, MAP-21 mandates that CHATS develop and apply a performance-driven,
outcome-based transportation planning process that has significant implications
for the next update of its adopted Long Range Plan and other aspects of its
continuing transportation planning process.
Essentially, MAP-21 eliminates most discretionary funding programs and merges
set-aside funding for popular programs like Enhancements and Safe Routes to
Schools into a new formula program called Transportation Alternatives with
greater flexibility. Similarly for transit projects, MAP-21 eliminates set-aside
funding for the Small Starts program (for projects below $250 million), meaning

that smaller Bus Rapid Transit and similar projects must now compete within the
larger pool regions seeking funding through the New Starts program. Most
notably for CHATS, MAP-21 mandates a performance driven, outcome-based
planning process that requires MPOs to work in partnership with the state and
transit providers such as CARTA to establish a vision, agree upon performance
measures that align with national goals, statewide measures and transit system
performance measures, and define performance targets to achieve desired
outcomes for the region. Most notably, MAP-21 also increases federal funding
for safety and freight mobility projects, and expands the scope and funding of
the Transportation Infrastructure Finance and Innovation Act (TIFIA), a program
that applies federal credit assistance to eligible transportation projects. TIFIA
offers more favorable terms for projects in rural areas.
The federal funding priority for freight mobility projects is a significant opportunity
for the Neck area. MAP-21 incentivise improvements in freight mobility by
increasing the federal share of funding up to 95 percent if a project is included as
part of SCDOT’s statewide freight plan, which is under development. Many of the
freight-related projects identified in the Master Plan would be eligible, including
those that help reduce or eliminate freight impacts in residential neighborhoods.
They first must be included in the statewide freight plan.
In essence, MAP-21 reflects fiscal constraints at the federal and state levels and
results in a transportation law that reflects a demand for a more competitive,
performance-based process for project selection and funding, and a desire for
greater flexibility among stakeholder agencies. The changes highlight a need for
aligning broad-based coalitions and resources to respond to the shifting roles and
relationships at the federal, regional, state and local levels. MAP-21 gradually,
but clearly, raises the bar for regional and local organizations to advance projects
in this more competitive, fiscally challenged environment. To succeed, CHATS and
its partner organizations must develop a stronger case for transportation projects
and tell a more effective story about their value and benefits toward meeting
desired regional outcomes and national goals.
Economic development and freight mobility will need to be linked with development
of the 2040 RMP’s regional framework vision and long range transportation
plan. The process will need to engage freight operators and include identification
of economic catalyst areas and the supporting transportation and development
activities that will help diversify and sustain the region’s economic vitality over the
long term. It will be essential to examine the use of rail corridors that link air and
seaports, as well as trucking intermodal facilities. MAP-21 provides increased
federal funding for freight mobility projects that support economic vitality,
including safety and mobility improvements.
There are significant funding challenges for transportation in the nation and South
Carolina as declining gas tax revenues from improved fuel efficiency, decreased
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travel in recent years due to the economic recession, and lack of indexing to
inflation fail to keep pace with an ever-growing and changing backlog of
funding needs. Declining state revenues and reduced purchasing power of the
Transportation Trust Fund due to inflation results in a growing gap of MPO funding
shortfalls.

Transportation Planning, the Environment and Economic
Development
As articulated in the Partnership for Prosperity Master Plan, it is important to talk
about economic development and environmental or livable community goals as
part of the vision for transportation so that it is reflected in criteria for setting
project priorities and project selection for funding. It is essential for CHATS to
coordinate and have a dialogue with the land use planners from each government
agency to avoid disconnecting transportation, livable communities and economic
development. This needs to be reflected in agreed-upon measures, benchmarks
and targets that are used by SCDOT, CARTA, local agencies and CHATS.
Land use change follows transportation investments. Freight and economic
vitality are critical from a regional standpoint, and the Neck Area Master Plan
articulates a clear vision and shared plan for strategic economic assets like the
Port, intermodal facilities, catalyst areas and existing employment, commercial
and tourism centers. An example of how this might work is creating a database
for trucking and intermodal facilities, enabling CHATS, state and local partners
to have the ability to identify and plan for the best available sites for freight and
how transportation serves them.

Agency Coordination
Process

and

Integration

in the

Regional Planning

Even with MAP-21 there remains the issue of who determines the design of
transportation projects and how to reach agreements on that design when
substantial local money is involved for a project on the state highway system.
There is a need for agencies and their leadership to be involved in the early
stages of project conceptual planning to flesh out the possibilities and potential
conflicts. MAP-21 makes it increasingly clear that both vertical and horizontal
alignment of plans and policies is increasingly important for project design and
funding agreements. For any agency, early communication leads to assistance
with funding for projects rather than missed opportunities.

A Sustainable Neck
The concept of a sustainable community today has become a reality that is
increasingly seen as a competitive advantage in attracting high quality businesses
to a community and in protecting the long term quality of life for the residents.
Sustainable communities operate compatibly with the environment, using resources
that can be regenerated where possible. These communities reduce harmful
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waste, either re-using materials or discharging them safely back into the natural
environment. Sustainable communities create environmental, economic, and social
conditions that support the ability of future generations to meet their needs and
make plans and decisions that balance the three elements of the “triple bottom
line:” economic prosperity, environmental quality, and community quality of life.
With the goal of making the Neck
area a place and a destination in
its own right, there is an opportunity
to also make it a newly sustainable
and healthy place by cleaning up the
existing built environment and restoring
- City of North Charleston Mayor
and reestablishing the natural systems
Keith Summey
and processes that underlie the built
environment. Furthermore, there is an
opportunity to leverage existing environmental and sustainability initiatives in the
area and extend them into the implementation of the Partnership for Prosperity
plan.

“Sustainability is not a
trend, but a way of life that
we embrace to help preserve
our future.”

The City of Charleston is undertaking a “Charleston Green Initiative” to set
goals for the City of Charleston to reduce CO2 emissions by seven percent
below the 1990 levels. The city’s “Staff Green Team” and the “Charleston
Green Committee” have been tasked with greening the city. In addition, North
Charleston has moved towards greater sustainability with several green initiatives
through the Charleston Area Convention Center, numerous green businesses and
environmental improvements. Further, the LAMC plan implemented a number
of targeted environmental initiatives, such as a $1.2 million grant from the
National Institute of Environmental Health Sciences in order to conduct a four
year environmental monitoring program specifically targeting the seven LAMC
neighborhoods.
Sustainability should be a core consideration in the implementation of the Neck
area Partnership for Prosperity plan. In particular, the long time horizon for
this type of plan for a large and diverse area argues for special attention to
sustainability because of the need for showing long term benefits that accrue to all
stakeholders over a very long time frame. Figure 8.5 shows four key dimensions
of sustainability that should be considered in assessing implementation actions
for this Master Plan. They are the “lenses” through which proposed projects and
actions should be viewed to ensure a long term and sustainable approach to the
implementation plan:
Specific projects and implementation actions that address sustainability are listed
in more detail in the Implementation Matrix in this report.
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Figure 8.5 Sustainability Actions

Accessibility Analysis
As a way to assess the viability and value of the proposed Master Plan for the
Neck, an analysis of the improvements to accessibility in the study area provides
the ability to identify measures and targets for monitoring progress toward
achieving some of the key desired outcomes for the Neck’s future physical form.
From the community and the stakeholder input throughout the project, improving
accessibility was one of the major and recurring themes. Figure 8.6 details how
accessibility is interconnected to values of the Neck area. Accessibility entails
various aspects that the public and stakeholders defined in community forums to
guide development of the Master Plan, including:
•

Improving overall neighborhood accessibility

•

Improving access to transit, walking, biking and other non-automobile travel
modes

•

Improving accessibility to employment, education and recreation

•

Improving overall connectivity of the street network

Figure 8.6 Diagram from the Vision Process for the Master Plan
examined for the larger project context; then, the same analysis is applied to
one-mile circles around each of the premium transit (light rail, BRT or commuter
rail) station areas identified in the study. The value of this more detailed scale
accessibility analysis – in addition to corresponding closely with the original
catalyst areas proposed – is that it will inform future transit market studies that
will be looking at the ultimate viability of premium transit in the Neck. Portions
of this accessibility analysis will show potential buildout of employment and
population in the station areas as well as the improved access to the stations
by walk and bike modes. This information can be useful to the BCDCOG and
its agency partners to identify targets for jobs, households and transportation
accessibility improvements, and measure progress toward achieving them over
time.

Accessibility

To assess those aspects of accessibility that can be quantified, the following
Accessibility Analysis was conducted on the project area as it is today and as
it could be in the future if the improvements and target growth areas defined
in Master Plan occur as planned. This analysis builds on the work completed to
establish a baseline set of accessibility measures in the first phase of the study
and uses the same methodology to look at accessibility in the study area at
buildout of the plan.
In addition, this analysis looks at two scales. First, the study area as a whole is

How Accessibility was Defined
Most definitions of accessibility in current transportation planning have to do with
the density of destinations or activities in a given area. Figure 8.7 shows the area
used for testing accessibility in this study. When looked at this way, accessibility
is a necessary complement to mobility because mobility looks exclusively at the
ability to move from place to place, without looking at the destinations or activities
that are being connected. Mobility measures, as a result, have tended to focus
on a network and on the relationships between the capacity of the network and
the volume of trips on that network. Very common measures of mobility are such
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MOBILITY AND ACCESSIBILITY
Accessibility (or just Access) is the ability to reach
desired goods, services, activities and destinations
(together called opportunities). Accessibility reflects
the generalized costs (time, money, discomfort and
risk) needed to reach activities.

Figure 8.7 Map of the geography used for testing Accessibility - the study area as a
whole as well as potential high capacity transit station areas
things as the ratio of volume to capacity or the ratio of travel times in a congested
condition to travel times in a totally unconstrained condition.
Accessibility, on the other hand, has traditionally been viewed independently of
the network – as simply the density of destinations or activities regardless of the
network that is available to serve those activities. When defined in this narrow
sense, accessibility is not so much a performance measure of the transportation
network but of the surrounding land uses that are served by the network. Since
the purpose of this analysis was to enable evaluations of the improvements in the
transportation system as well as land use with the eventual buildout of the Master
Plan, the traditional measure of accessibility as solely focused on land use will not
work. Therefore, a definition of accessibility has been used for the purposes of
this project that looks at both activities (land use) and network.

Accessibility Measures Used
The measures were calculated for general activity density/intensity as well as for
diversity of uses and design features. While measures by specific mode were
limited by the availability of data, measures for bicycle and transit accessibility
were developed from available data. The following section outlines the final
methodology used and the formula for each measure, as well as the data sources
used. A primary consideration in assembling data was choosing measures that
could be tested using datasets that are available at a project scale, and that
could be obtained relatively easily either via a local government agency or other
public source. After review, and consideration of known data source options, the
following data sources and accessibility measures were identified.
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Activity Density in
Potential Station
Areas

The first part of the
analysis looked at the
density of population
and employment within
Mobility refers to physical movement, including travel
by walking, cycling, public transit, taxi, private
the 12 proposed future
automobile and other motorized modes. In general,
station areas.
Basic
increased mobility increases access. All else being
activity
measures
equal, the more you can travel the more destinations
used
were
population
you can reach. Mobility is evaluated based on travel
and
employment.
distance and speed.
A
combination
of
Cities and other major activity centers tend to have
population
plus
relatively poor vehicle mobility (due to congestion),
employment
represents
but are economically successful due to excellent
an activity unit (person
accessibility (activities that are clustered together and
or job), sometimes
many travel options). This indicates that in the game
of economic competitiveness, accessibility trumps
identified as the 24mobility. Thus, the location and types of land use
hour population of
play an important role in how a community addresses
an area. These three
its transportation problems and solutions. The Neck’s
simple general activity
future economic growth and quality of life for
measures –population,
residents depends on both good mobility and good
employment,
and
accessibility. The redevelopment objectives focus on
fostering a variety of more accessible destinations in
activity units (people
close proximity to residents. Its transportation
+ jobs) — measure
network can help support those objectives.
the relative intensity
of activities in a place.
Intensity is especially
important when considering investment strategies to improve accessibility and
when considering an area’s support for transit investments. These activity measures
allow the relative intensity of places to be assessed and compared. In addition to
intensity of activity, these general measures further illustrate a location’s primary
residential or employment emphasis.

Data Used:
Existing Population & Employment: 2008 Socioeconomic data from the CHATS
Travel Demand Model.
Future Population & Employment: Renaissance calculations based on the Catalyst
Area site plans from this report.

Land Use Diversity in Potential Station Areas
Land Use diversity is an important consideration for both transportation and
community design assessments. Areas with greater diversity of land uses typically
make for vibrant, active community contexts as well as reducing the number of
vehicle trips necessary. Having housing, employment and shopping opportunities
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in close proximity to each other allows some vehicle trips to be replaced by
walking or biking, and also creates more support for local transit in a community.
Land use diversity in this project was measured by calculating the number of
different general land use types within ¼ mile of each station area for each of
the 12 potential future station areas.

Bicycle Accessibility in Potential Station Areas

Existing Land Use data: GIS dataset of parcel land use from Charleston County

As a further measure of the road network, an analysis was conducted of the
potential of the network to support bicycle accessibility within the 12 future station
areas. While not a true measure of the actual bicycle suitability of the network
(which would take detailed field work and user surveys), this measure looked at
low speed roadways in the study area as being the ones that would most likely
support bicycle access. It was calculated as the length of 20 & 25 MPH posted
speed roadways within ½ mile of each of the 12 future station areas.

Future Land Use: Renaissance calculations based on the catalyst area site plans
from this report.

Data Used:

Street Connectivity in Potential Station Areas

Existing Bicycle Accessibility: GIS dataset of road centerlines from Charleston
County.

Data Used:

Street connectivity is a key measure of accessibility from the perspective of
multiple travel modes. A well connected and dense network of streets is critical
to supporting a walkable and bikable community – especially when the majority
of streets have low speed and low traffic volume. Connected street networks also
distribute vehicular traffic more effectively and can carry more capacity than a
non-connected street network for a given number of total lane miles. Connected
street networks also provide capacity and support for emergency responder
access and emergency evacuation. In the public input process for this project,
street connectivity was identified as a critical issue that needed to be addressed.
One of the key goals in the design of the catalyst areas in this project has
been to improve street connectivity in each neighborhood. The Master Plan
for each catalyst area shows extensive improvements to the local street grid
with new neighborhoods developed around a system of small walkable blocks
and neighborhood streets. The measures analyzed show improvements in street
connectivity at project buildout, particularly at the scale of each catalyst area.
Street Connectivity was calculated by using the road centerline file to look at all
intersections. All intersections were assigned a value of 1 and all dead ends or
cul-de-sacs were assigned a value of -1. To obtain the value for connectivity, the
intersection values were summed within ½ mile of each station area for each of
the 12 potential future station areas.

Data Used:
Existing Street Connectivity: GIS dataset of road centerlines from Charleston
County.
Future Street Connectivity: Renaissance calculations based on the catalyst area
site plans from this report.

Future Bicycle Accessibility: Renaissance calculations based on the proposed
bicycle network from this report.

Bicycle Accessibility in the Whole Study Area
In addition to the calculations of
bicycle accessibility within potential
station areas, a separate analysis was
conducted that looked at system-wide
improvements in bike accessibility in
the study area as a whole. For this
analysis, the total miles of bicycle
facilities as a whole (off-road shared
use paths plus bike lanes and other
bicycle accommodations like shared
lane markings) were summed within
Increasing bicycle accessibility to potential
the study area – both existing and
station areas will increase ridership.
in the future. In addition to the total
linear miles of bicycle facilities, an analysis was also conducted of the total
population and employment within ¼ mile of the bicycle facilities – both existing
and in the future. For the future population and employment, the COG travel
demand model projections for 2035 were used outside the station areas and the
Master Plan buildout projections were used within the station areas. While it is
recognized that even relatively inexperienced bicyclists will travel farther than ¼
mile to access a bicycle network, keeping the geographic unit of measure constant
adds more value to the accessibility analysis as an indicator of how the Neck
area is improving over time.

Data Used:
Existing Bicycle Accessibility: GIS dataset of road centerlines from Charleston
County.
Future Bicycle Accessibility: Renaissance calculations based on the proposed
bicycle network from the Master Plan
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Existing Population & Employment: 2008 Socioeconomic data from the CHATS
Travel Demand Model.
Future Population & Employment: For Station Areas - Renaissance calculations
based on the Catalyst Area site plans from this report. For areas outside Station
Areas – 2035 Socioeconomic data from the CHATS Travel Demand Model.

Street Wall Proximity in Potential Station Areas
This is an urban design measure of the relative sense and scale of enclosure of
the “street wall” – the distance between front building facades – on a roadway.
Street enclosure is a key component of traditional neighborhoods and is generally
found as a prominent feature in the older neighborhoods of Charleston and North
Charleston. The Catalyst Area plans in particular were intended to reinforce the
sense of street enclosure and continue the traditional pattern of urban streets
in the study area. It was calculated for this analysis by buffering the street
centerline file and intersecting it with a building footprint layer. The total area of
building footprints was calculated that fell within the buffer within ½ mile of each
of the 12 potential future station areas. The following formula was used for the
amount of buffer based on the number of lanes in each roadway:

Data Used:
Existing Building footprints: County & North Charleston Building Foot Print layers
of their GIS data.
Existing Roadways: GIS dataset of road centerlines from Charleston County.
Future Buildings and Roadways: Renaissance calculations based on the Catalyst
Area site plans from this report.

Transit Accessibility in Potential Station Areas
A key performance measure for this project is the transit accessibility of the
area. Although there were limitations due to data availability, an analysis was
conducted that looked at the general density of transit stops and service in a
given area. For the ½ mile buffers around each potential future Station Area,
transit accessibility was calculated by dividing the number of transit stops within
the buffer multiplied by the number of times per week that a bus passed each
stop. As there was no data available for stop locations, these locations were
approximated by taking the number of stops on a route divided by the route’s
length in miles and then allocating these stops equally along the length of each
route at roughly quarter mile intervals.
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In addition, this project looked at potential alignments and station locations for
future premium transit (commuter rail, light rail or bus rapid transit), as well as new
circulator and enhanced bus routes in the study area. To show the enhanced transit
accessibility for the area at buildout (assuming the buildout of the premium transit
lines and enhanced bus service), a factor was added to the transit accessibility
score to account for the potential future transit accessibility. This was calculated
as a “Premium Transit Score” as follows: 1point if within 1/4 mile of a Commuter/
Light rail/ BRT station; 0.5 Point if within 1/2 mile of a Commuter/ Light rail/ BRT
station; and 0.5 point if within 1/4 mile of enhanced bus route or circulator. The
final table of transit accessibility shows the existing transit score and the future
premium transit score for each of the 12 potential future station areas.

Data Used:
Existing transit service: CARTA mapping of bus routes and on-line route schedules
Future transit service: Potential future transit service as proposed in the Master
Plan.

Transit Accessibility in the Whole Study Area
In addition to the calculations of transit accessibility within potential future
station areas, a separate analysis was conducted that looked at system-wide
improvements in transit accessibility in the study area as a whole. For this analysis,
the total miles of transit facilities as a whole were summed within the study area
– both currently existing and at future buildout according to the Master Plan
(including future commuter rail, light rail, BRT or enhanced bus service). In addition
to the total linear miles of transit facilities, an analysis was also conducted of the
total population and employment that was within ¼ mile of the transit lines – both
existing and in the future. For the future population and employment, the COG
travel demand model projections for 2035 were used outside the station areas
and the Master Plan buildout projections were used within the station areas.

Data Used:
Existing transit service: CARTA mapping of bus routes and on-line route schedules
Future transit service: Potential future transit service as proposed in the Master
Plan
Existing Population & Employment: 2008 Socioeconomic data from the CHATS
Travel Demand Model.
Future Population & Employment: For Station Areas - Renaissance calculations
based on the Catalyst Area site plans from this report. For areas outside Station
Areas – 2035 Socioeconomic data from the CHATS Travel Demand Model.

Accessibility Analysis Results
The following sections provide the results of the accessibility testing. While the
tables, figures and discussions of the results lend themselves to comparisons across
locations, the primary purpose of these comparisons is to indicate the degree
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Figure 8.8 Activity Density

Figure 8.9 Accessibility Analysis
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of potential improvement in accessibility if the Master Plan is developed as
proposed. The purpose of developing the accessibility measures as a means of
performance measurement is not intended to compare individual locations in the
study area to each other, but rather to be able to compare the same locations
over time to determine if accessibility could be improved by the buildout of the
Master Plan.
The table below contains the summary values for the general accessibility
measures. The discussion in the section above summarizes how each measure was
developed and the data used for measurement.

Activity Density by Potential Station Areas
As shown in Figure 8.8, the Master Plan Buildout represents a significant increase
in population and employment in each of the potential Station Areas that were
analyzed, ranging from a 14 percent to 260 percent increase in total activity
density in a Station Area. It should be noted that this comparison is made between
the 2008 base year statistics and the plan at full buildout, which may take many
decades to occur. The comparison does show, however, at least the potential for
growth in each of the future Station Areas represented by the Master Plan.

Accessibility Analysis by Potential Station Areas
Figure 8.9 shows a significant improvement in accessibility that could result from
the full buildout of the Master Plan. The values vary from Station Area to Station
Area and by measure, but they show improvements in composite accessibility
ranging from 11 percent to 80 percent in station areas and an overall study area
improvement of two percent. While the overall study area improvement is not
significant, this result should be taken with caution since it looks only at the sum of
Station Areas rather than a true analysis of the study area as a whole at buildout.
If it were possible to project the values for the whole study area at buildout,
it would undoubtedly show a considerably greater improvement in accessibility
than two percent because the whole area would be denser in terms of activities,
land uses, road connections and transit access. As noted above, this accessibility
comparison at least shows the potential for accessibility improvement in each of
the future Station Areas if improvements as represented by the Master Plan were
carried out.
Figures 8.10 and 8.11 graphically represent the existing and proposed Average
Combined Accessibility scores from Figure 8.9, with different colors indicating
high, medium, and low overall accessibility. Areas with high accessibility will
generally be the best suited for catalyst site improvements.

Transit and Bicycle Accessibility Analysis for the Whole Study Area
As noted above, the transit and bicycle accessibility analysis was also performed
for the study area as a whole. Figure 8.12 and Figure 8.13 show the result

196

Partnership for Prosperity

Figure 8.10 Average Combined Score (Existing)
of this analysis using the methodology described in the section above. It
shows considerable improvement in the study area for both bicycle and transit
accessibility, using the measures of total length of facilities as well as population
and employment within ¼ mile of the facilities.

Conclusion
The story of successful redevelopment and revitalization in the Neck will be an
evolving, iterative process involving many players acting in a coordinated and
unified fashion. The key to success will rest in a diverse network of people working
together toward the shared goals expressed in the Partnership for Prosperity vision
and Master Plan. Long term realization of the vision for the Neck area will not
be based on investments from only one major source, be it local, federal or state
government or a large private entity. However, a network of partners focused on
a clear mission can effectively leverage resources and coordinate investments. If
resources are limited for a particular project or momentum flags in one sector, the
true value of a partnership emerges through partners working simultaneously on
multiple initiatives so that there is always progress in some sectors. For example,
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Figure 8.13 Transit Accessibility
nonprofit foundation grants can be matched by governmental funds, leveraging
the value of both. Private companies can contribute toward public transportation,
education or health care projects that benefit their employees or their market.

Figure 8.11 Average Combined Score (At Buildout)

Figure 8.12 Bicycle Accessibility

The Partnership for Prosperity process has been an important catalyst in nurturing
such a multi-faceted coalition for the long term implementation of the vision. A
first step in implementing the vision will be to develop a coalition of partners
that signs on to a Memorandum of Understanding, and to communicate with all
community members and key stakeholders about this agreement. This agreement
should form the framework for a consistent approach and plan of action for the
gradual implementation of the Master Plan over time. The establishment of an
ongoing and permanent Partnership for Prosperity that is staffed, funded and
with an agreed upon action plan and communication strategy will be the ultimate
platform for the realization of a new vision for prosperity in the Neck in the
decades to come.

The establishment of an
ongoing and permanent
Partnership for Prosperity
that is staffed, funded and
with an agreed upon action
plan and communication
strategy will be the
ultimate platform for the
realization of a new vision
for prosperity in the Neck
in the decades to come.
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