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Expanded Economic Impact Analysis

EXECUTIVE SUMMARY
Two economic analyses previously commissioned by the Tahoe Transportation District (TTD), one
in 2013 and an update in 2018, evaluated and estimated potential economic impacts in the
project area, which that includes the Heavenly Village area. The City of South Lake Tahoe
requested an independent analysis of an expanded economic impact of the proposed US 50
bypass and the South Shore Community Revitalization Project (US 50 SSCRP), which is the subject
of this study.
This expanded economic impact analysis more fully considers project impacts on the entire
community and the construction impacts beyond the Heavenly Village area. The analysis follows
study parameters provided by the City and includes projections of economic impacts within the
City limits of South Lake Tahoe, specific construction-period impacts, and the estimated
economic impact on the City if the project is not constructed. Other study components requested
by the City address potential mitigation strategies for any negative impacts, potential impacts on
the Lake Tahoe Unified School District (LTUSD) from displacement of housing from the project,
and other community infrastructure projects that the City could promote to generate positive
economic impact.
The timing of this study is critical given that the new economic analysis parallels efforts to
complete the Main Street Management Plan, and that additional details regarding formal
development agreements for planned new affordable housing units will be known. This collective
information, among other pertinent data associated with the US 50 SSCRP, may provide more
clarity for the City Council to consider placing an advisory ballot measure before voters in the
near future to determine public sentiment about the US 50 SSCRP.
Information for the expanded economic analysis was obtained through stakeholder interviews,
literature review of highway bypass studies, city tax data, and real estate market information
provided through an independent research service. An industry economic impact model was
applied to project citywide economic impact as a result of project construction. Also, a survey
was developed and administered to capture input from businesses along US 50; however, the
onset of the coronavirus pandemic and subsequent impact on local business limited the
collection of the surveys during the time period of the study.
A summary of findings is below:
1. The area’s economy will be enhanced by taking advantage of the recreational assets –
mountains and the lake.
Expansion and improvements in the ancillary amenities such as hospitality services, local
recreation opportunities, access, and connectivity—everything that enhances the area as
a “destination”—will lead to increased competitiveness. The US 50 SSCRP highway bypass
and the streetscape improvements, although they may support these economy-driving
amenities, in themselves do not generate additional long-term economic output.
2. The US 50 SSCRP is not expected to translate significant long-term economic benefit to
other areas of the City.
By historic measure, localized economic benefit from prior redevelopment in the
Heavenly Village area is visible, yet there is no compelling evidence that this economic
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benefit has noticeably spread to other commercial areas along US 50 to the Y area. An
analysis of the market post-redevelopment of Heavenly Village indicates that while the
redevelopment was successful in revitalizing and stimulating the micro economy of the
Heavenly Village area over at least the past 10 years, it did not stimulate wide-ranging
revitalization and improved economic activity in the other commercial areas of the City.
For one measure in the study, historical analysis of the net absorption (which accounts
for changes in occupancy of available floor area) for six commercial areas along US 50
within the City shows that nearly all of the positive absorption occurred in the Heavenly
Village area while most other areas have had milder to negative absorption. Another
industry measure using commercial building ratings indicates that the most attractive
businesses are located in Heavenly Village while buildings in the other areas are rated
much lower. The measures used in this study, while not intended to represent all
economic impact indicators, suggest the economic disparity between redeveloped areas
and remaining sites. In following historical data and absent stimulus such as economic
investment in remaining areas along US 50, it is unlikely the US 50 SSCRP in itself would
translate significantly higher economic activity over the long term to these other areas.
3. Limited economic activity in other areas of the City might be redirected to the area
directly adjacent to the US 50 SSCRP (Heavenly Village).
Any redirection of economic activity that might occur will be marginal because the
redirection would have already occurred due to prior redevelopment of the Heavenly
Village area. The proposed mixed-use development could redirect some economic activity
although it replaces existing land use. The Heavenly Village area is primarily tourist
serving. Additional economic activity enhanced by the project may come from the
opportunity to close the new Main Street to vehicles and use the new street space to
conduct promotions or hold street fairs and art exhibits. New longer-term economic
activity from the project is projected by the 150 new households proposed in the mixeduse development above the replacement housing, which creates new economic demand
for the City as a whole.
4. Survey respondents indicated opinions that the project would cause motorists traveling
northbound from Meyers to divert to Pioneer Trail, thereby bypassing the section of US
50 going through the Y.
Although no traffic analysis could be found that indicates such a diversion currently takes
place, there is a likelihood that traffic volume on Pioneer Trail partially consists of
through-traffic on the way to Stateline and beyond. There is also a certain unquantified
likelihood that the project will divert more traffic. Intersection volume data from the US
50/South Shore Community Revitalization Project Draft Environmental Impact Report
(DEIR) Traffic Operation Analysis Update was used to estimate an increase in US 50 traffic
that may be diverted to Pioneer Trail. However, without similar intersection volume data
for Pioneer Trail at US 50/89 near Meyers, it cannot be stated with certainty whether the
project will divert additional traffic from US 50 onto Pioneer Trail. If the City desires to
prevent any diversion, options could include the design of the new US 50/Pioneer Trail
intersection—e.g., eliminating the sweeping right turn—or measures that increase the
overall travel time on Pioneer Trail.
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5. Businesses in the existing US 50 corridor (i.e., the new “Main Street” area) will not
experience negative impacts as a result of bypassing through traffic around the
Heavenly Village commercial area.
Heavenly Village and other Main Street businesses are not dependent on pass-through
traffic. Rather, this area is a destination location that is impacted by current congestion
and lack of parking. The project will provide better access than currently exists. Bypass
studies of similar sized cities indicate highway bypasses primarily affect drive-by and
convenience serving businesses.
6. The actual experience in other California communities and communities of similar size
to South Lake Tahoe around the country generally concluded that a highway bypass did
not result in significant negative economic impacts.
A consistent finding was that the businesses serving through traffic along the bypassed
route suffered some degree of negative impact. Whatever losses to the overall economy
of the bypassed town due to closure or relocation of through traffic-serving business was
largely offset by an increase in local-serving business.
The studies reviewed did not discuss whether revitalization plans similar in scope to the
US 50 SSCRP was implemented in the bypassed towns. However, Carson City did
undertake a revitalization plan in anticipation of the opening of the I-580 bypass of US 50
(Lincoln Highway/Carson Street). Carson City’s Downtown Complete Streets Project
through downtown was completed in 2016, the year before the bypass was opened.
Although not statistically conclusive due to the small sample size, city retail sales reported
by the City Planning Department show a significant year-on-year increase, perhaps
showing the project may have warded off a decline or flattening out of sales in the
downtown area. Note that retail sales spike in odd-numbered years when the Nevada
State legislature is in session.
7. Construction of the project results in overall output (sales gain) in the short term as the
multiplier effect enhances economic activity.
Total economic output attributed to the construction of the US 50 SSCRP transportation
improvements is $77.3 million and $42.3 million from the proposed mixed-use
development. However, when taking into account the negative impact from expected
business closures on US 50 in the path of the bypass, the project will incur a short-term
minor negative impact on City tax revenues due to the loss of hotel taxes that will offset
relatively minor increases in construction-related sales. Given the scale of the South Lake
Tahoe economy in terms of the cycling of the revenues, the indirect and induced sales
gains from construction will be limited in the City.
8. Not constructing the US 50 SSCRP would result in a loss of estimated indirect and
induced economic output.
The loss of indirect and induced output includes $2.8 and $1.3 million from the
transportation improvements and mixed-use development, respectively. These are onetime losses of economic output during construction if the project is not built. There would
also be a long-term loss of economic output, estimated at $521,000 annually, from
expenditures by the new households occupying the proposed housing in mixed-use
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development sites. Perhaps more importantly, these new affordable housing units would
provide local workforce housing that supports economic competitiveness of the City.
9. Access to existing residential and commercial properties can be expected to experience
significant impacts during the construction of the project.
To reduce these impacts and preserve the positive benefits of the construction of the US
50 SSCRP, the DEIR specifies that a Transportation Management Plan will be developed
in accordance with California Department of Transportation requirements in coordination
with TTD, Tahoe Regional Planning Agency (TRPA), Nevada Department of Transportation,
the City of South Lake Tahoe, and Douglas County to allow as much access as reasonably
possible to homes and businesses. In the Mitigation Strategies section of this study, a
phased traffic management plan is suggested that will minimize disruption impacts,
allowing all businesses to remain open and residences to be accessible throughout the
construction process.
10. There is some likelihood that families with school-age children will be displaced from
existing housing in the path of the new US 50 alignment relocation.
Although replacement housing will be constructed and available for occupancy before the
displacement occurs, there is some percentage of these families that will move out of the
school district and result in a financial impact to the LTUSD. This translates to the potential
loss of school-aged children and loss of funding of between $40,000 and $115,000, or
between approximately 0.09 percent and 0.26 percent of the LTUSD’s current annual
revenues. The mixed-use development for replacement housing and additional new
housing could include an influx of new school-aged children, which is not factored into
this scenario.
11. The City of South Tahoe is considering several initiatives and public investment projects
that are designed to enhance community-wide economic activity.
Either capitalizing on the US 50 SSCRP or to be undertaken separately, a few projects have
been discussed in recent planning efforts that could be implemented in the short term.
One area of need consistently mentioned by the survey respondents is parking. While
large parking lots serve the commercial centers at the Y and Bijou, these lots are
unavailable, not suitably located, or disconnected from other areas.
The Tourist Core Area Plan proposed parking standards that would support the concept
where visitors to the area “park once” in joint use/shared parking areas and patronize
multiple businesses in a single trip facilitated by pedestrian and transit connections
between commercial nodes and along major commercial corridors. The Community
Investment Projects section of this study discusses projects that could be implemented to
achieve the overall objective of encouraging both residents and visitors to spend more
time in the areas beyond the Tourist Core.
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PROJECT BACKGROUND
The US 50 South Shore Community Revitalization Project (US 50 SSCRP, aka the “Loop Road” by
many locals) is a bi-state project sponsored by the Tahoe Transportation District (TTD), a regional
transportation agency serving the Lake Tahoe basin. The US 50 SSCRP involves the construction
of a new US 50 alignment around and on the mountain side of Heavenly Village and the Stateline
casino core area, generally between Pioneer Trail in California and a point southwest of Kingsbury
Grade in Nevada. The project involves the reconstruction and improvement of the existing US 50
corridor through Heavenly Village and the Stateline casino core area as a local “main street”–
type environment, with a new pedestrian-friendly, multimodal, experience-oriented, and
attractive streetscape and public gathering area. The project also involves the construction of
replacement affordable housing units to mitigate the loss of 78 existing residential units and
approximately 36,000 square feet of commercial floor area within the footprint of the new US 50
alignment (see Figure 1). As a supportive planning effort to the US 50 SSCRP, the City, Tahoe
Regional Planning Agency (TRPA) and TTD in partnership with community stakeholders are
developing the Main Street Management Plan, which will identify Main Street improvements,
the construction of neighborhood improvements in the impacted Rocky Point neighborhood, and
the development of improved parking management, wayfinding, and public transit strategies to
serve this area.
Two economic analyses were commissioned by the TTD, one in 2013 and an update in 2018, that
evaluated and estimated potential economic impacts, such as on room revenues and retail sales
in the project area, which includes the Tourist Core. The TTD estimated that the project could
stimulate economic benefit of potentially $1 billion in adjacent property improvements and a
projected $16 to $25 million in retail sales increase. Some comments were also made as to the
economic impacts on the entire community.
The City of South Lake Tahoe requested an independent analysis of the expanded economic
impact of the proposed US 50 SSCRP, which is the subject of this study. This expanded economic
impact analysis more fully considers project impacts on the entire community and the
construction impacts beyond the Heavenly Village area. The analysis provides projections of
economic impacts within the City limits of South Lake Tahoe, specific construction-period
impacts, and the estimated economic impact on the City if the project is not constructed. Other
questions posed by the City and addressed in this study include potential mitigation strategies
for any negative impacts, potential impacts on the Lake Tahoe Unified School District from
displacement of housing from the project, and other community infrastructure projects that the
City could promote to generate positive economic impact.
The expanded economic impact analysis considers project impacts on the entire community and
the construction impacts beyond the Heavenly Village and Stateline areas. Specifically, while the
Heavenly Village area is included as part of the overall scope of the study, the analysis focuses on
significant commercial nodes in other areas along US 50 beyond the Heavenly Village area. The
other commercial nodes include the Ski Run area, Bijou area, Harrison Avenue area, Tahoe Sierra
(Sierra Tract) commercial area, and The Y (intersection of US 50 and CA 89). Figure 2 shows the
general location of each commercial area.
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Figure 1
Alternative B Triangle
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Figure 2
Commercial Nodes in Expanded Economic Impact Area

The timing of this study is critical given that the new economic analysis would likely be completed
about the same time that the Main Street Management Plan is completed, and that additional
details regarding formal development agreements for planned new affordable housing units will
be known. This collective information, among other pertinent data associated with the US 50
SSCRP, may provide more clarity for the City Council to consider placing an advisory ballot
measure before voters in the near future to determine public sentiment about the US 50 SSCRP.

US 50 BYPASS IMPACTS METHODOLOGY
Information for the expanded economic analysis was obtained through stakeholder interviews,
literature review of highway bypass studies, city tax data, and CoStar Group real estate research
services. An industry economic impact model was applied to project citywide economic impact
as a result of project construction. The tax and real estate data were used to analyze historical
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and recent commercial business activity along US 50 within the City. Also, a survey was developed
and administered to capture input from businesses along US 50; however, the onset of the
coronavirus pandemic and subsequent impact on local business limited the collection of the
surveys during the time period of the study.

REVIEW OF US 50 SSCRP ECONOMIC STUDIES AND HIGHWAY BYPASS STUDIES
The two economic studies previously done for the project, in 2013 and the update in 2018,
present different analyses. The 2018 updated study is not directly comparable to the one in 2013
since the geographic area for the estimate of baseline retail spending was expanded to include
the overall South Shore project area, defined in the 2018 study as “consisting of the City of South
Lake Tahoe and those portions of unincorporated El Dorado County, California, and Douglas
County, Nevada, which are located within the Tahoe Basin.”1 Additionally, the 2013 study focused
on growth in retail spending, while the 2018 study focuses on the growth in tax revenue from
retail spending, as well as taxes from hotel room revenue growth.
The studies cover various economic-related elements for the methodology, including context and
profile of South Shore activity and planning, assessment of tourism and retail, case studies and
surveys, and project impacts. Findings were summarized for visitation and spending impacts
including to other retail node impacts, roadway construction period impacts, tax revenue
impacts, one-time and ongoing economic impacts from the project, and housing impacts.
Of particular interest in the 2018 study were the findings on the spending impacts on other retail
nodes beyond the tourist core extending along US 50 to the Y area. The area referred to in the
2018 study is similar in extent to the area under review for the expanded economic analysis. The
EPS findings indicate that “the community-serving nature of retail along this stretch is not
expected to change with the increased activity in the Tourist Core.” However, the EPS study also
states that “increased overall visitor spending would translate into higher convenience-oriented
purchases from visitors along this stretch, as the same relative proportion of visitor spending
dollars ‘captured’ from pass-through travelers would remain similar to current levels.” Further,
the study states, “The increase in potential convenience-oriented sales and resulting sales taxes
along the remainder of US 50 to the ‘Y’ have not been calculated due to limitations of available
data.”
While this latter statement indicates an analysis was not conducted by EPS, anecdotal evidence
may suggest such results given the community-serving and convenience-oriented markets in the
Y area and along US 50 compared to the tourist core if visitor spending were to increase. The
expanded economic analysis did not find any evidence that an increase in visitor traffic and
spending would occur due to the US 50 SSCRP.
Also, in several instances, the 2018 study references parking which, according to survey
respondents, remains the primary issue negatively affecting sales. This was heard during the 2013
interviews and during follow-up interviews in the 2018 update, according to the EPS studies. For

1

EPS (2018), Economic Analysis Update US 50/South Shore Community Revitalization Plan, page 1.
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the expanded economic analysis, parking was also cited as a major economic barrier during
interviews and surveys conducted.
For determination of tax revenue growth and economic impact for the larger project area, the
2018 study offers three spending scenarios: conservative (10%), moderate (20%), and optimized
(30%) increase in spending. The moderate and optimized scenarios are scaled up (2 and 3 times)
from the conservative scenario. These scenarios are dependent upon anticipated market and
jurisdictional responses to the project; however, there did not appear to be analysis or indication
of the market and jurisdictional response required to enable these scenarios, and whether the
jurisdictional responses are attainable. For example, the jurisdictional response may require a
variety of options such as additional city investment, change in land use regulation, or tax
revenue dedication to the project area or along the remainder of US 50 to realize one or more of
the spending scenarios. The study acknowledges the optimized scenario (30% increase in
spending) is testing hypothetical impact. These spending growth percentages set the parameters
for the revenue growth projections and economic impact in the 2018 study.
The economic methods used in the previous studies follow industry practice for conducting retail
sales analysis, fiscal impact analysis, and economic impact analysis. Hypothetical growth
scenarios were employed to conduct tax revenue analysis and economic impact analysis for the
larger project area due in part to data limitations and uncertain market and jurisdiction response.
The expanded economic analysis addresses the data gap for the remainder of US 50 to the Y and
makes determination of economic impact to the other significant commercial nodes from the
project.

BYPASS STUDIES
This section provides a synopsis of highway bypass studies reviewed. A fuller description of
findings of individual studies reviewed is contained in the appendix. The synopsis represents a
very small sample of the large volume of case studies, literature reviews, and reports completed
over the last three decades on the subject of the economic impacts of highway bypasses on the
towns and cities that were bypassed—where a major highway route through the town was
replaced by a new section of the highway that went along the outskirts of the town. In all study
cases the bypass skirted the entire town, or at least the populated area. In contrast, the US 50
bypass in the City of Lake South Tahoe intersects at Pioneer Trail and US 50 and connects to the
remainder of US 50 in the City, which is included in the expanded economic impact study.
While an overall generalization may be that these studies concluded that the highway bypass
projects did not result in significant economic impacts—changes in retail sales and property
values in the bypassed towns and cities—the studies were careful to note that the towns’
individual businesses were affected in varying degrees. The studies cite notable differences
among the towns relative to size, distance from a larger, regional urban center, and the type of
businesses established along the bypassed route. Several studies categorized the type of business
into local versus through traffic-serving businesses. A consistent finding was that the businesses
serving through traffic along the bypassed route suffered some degree of negative impact.
Service stations, fast-food restaurants, motels, and convenience stores were among the types of
businesses categorized as through traffic-serving. Tourist-serving business would be another
business type affected by a bypass. One study in Massachusetts pertained to a bypass in a tourist
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or destination area; this study did not cite any impacts on the tourist economy, but rather found
that the local-serving businesses prospered from the reduced congestion since residents were
more willing to travel on the bypassed route. One predominant conclusion to be reached from
the bypass studies is that whatever losses to the overall economy of the bypassed town due to
closure or relocation of through traffic-serving businesses were largely offset by an increase in
local-serving business.
The bypass studies did not attempt to describe or quantify the economic impacts of activities
conducted by the bypassed towns designed to capitalize on the ancillary benefits of the
bypasses—the reduction in traffic volume and congestion, improved pedestrian safety, and
access to shops along the bypassed corridor. One community that did undertake a revitalization
plan similar in scope to South Lake Tahoe is Carson City. Carson City’s Downtown Complete Street
Project was completed in 2016, the year before the opening of the I-580 bypass of US 50 (Lincoln
Highway/Carson Street) through downtown Carson City. The Downtown Complete Street
Project—0.6 miles between 5th Street and William Street—reduced traffic lanes, added
sidewalks, landscaping, and monument signage, and enhanced pedestrian crosswalks. The
Carson City Planning Department has been collecting retail sales data in the downtown area and
citywide since 2014. Although the data are not statistically conclusive one way or another, due
to the small sample size and the fact that retail sales spike in odd-numbered years when the state
legislature is in session, they do indicate what could be a significant year-on-year increase in the
even years (2016 compared to 2014 and 2018 compared to 2016), perhaps showing the project
may have warded off a decline or flattening out of sales in the downtown area. Sales data from
2019 are expected to provide a clearer picture of the impact, but won’t be available until mid2020.

ECONOMIC IMPACTS ON THE CITY OF SOUTH LAKE TAHOE
SURVEY OF BUSINESSES
As part of the analysis in determining economic impacts, the research effort included conducting
a survey of businesses in the City. However, given the COVID-19 pandemic and local quarantine
orders, many businesses were not successfully engaged due to closures or limited hours of
operation. Only a small proportion of surveys were completed relative to the full survey effort.
Therefore, the results are treated as anecdotal input to the study and remain useful as a form of
primary data collection for the study. A description of the survey methodology is contained in
the appendix.
Meetings with leadership of both the South Tahoe Chamber of Commerce and the Lake Tahoe
South Shore Chamber of Commerce were conducted as an early step in the development of the
survey instrument and survey collection process. As representatives of the business interests in
South Lake Tahoe, these individuals are not only the “voice” of major stakeholders in the process
but are a valuable resource in the collection of data that would be the foundation of the analysis.
During these meetings, the consultants conducted a fluid discussion about the study and its
objectives.
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Completed surveys were collected from different business types including hotels, restaurants,
massage and body work therapy studios, cleaning services, and automotive supplies. Findings
from the limited surveys (about 25 percent response rate) show that the predominant customer
base is composed of tourists, averaging between 85 to 90 percent of total customers. Most of
the businesses are accessed by personal automobile. Of the businesses surveyed, a majority were
aware of the proposed US 50 SSCRP and were of the opinion that the project would result in a
decrease in business, at least in the short term, ranging from a low of 10 percent to a high of 90
percent. The business that cited a 90 percent reduction in business during construction is a hotel
located near the intersection of Lake Tahoe Boulevard and Pioneer Trail. The business operator
expressed concern that the ingress and egress into the hotel parking lot would be severely
impacted during construction.
Survey respondents were split on the benefit that the project would have on the community of
South Lake Tahoe. The business areas identified that would benefit the most from the US 50
SSCRP would be Heavenly Village and Stateline, because of the existing traffic generators in the
form of the casinos and parking infrastructure.
When queried about the disruption in travel routes during construction, responses ranged from
a 10 percent to a 40 percent decrease in business activity.
The number one issue identified to improve the commercial business area and local economy
was the lack of ample parking facilities large enough to accommodate the influx of visitors.
Another need cited was better traffic flow. One respondent even suggested the adoption of a
local mitigation fee that would address the impacts on the local infrastructure from the influx of
visitors into the Tahoe Basin.

SECONDARY DATA
With the inability to complete the full survey effort to obtain direct data from local businesses,
the expanded economic study also uses secondary data in the form of tax information from the
City, as well as demographic and real estate market information to make estimates of long-term
economic impact from the project.

FORECAST OF LONG-TERM ECONOMIC IMPACTS
One method to determine if an action or a development would have an economic impact is by
case study. For South Lake Tahoe, redevelopment of the Heavenly Village area in the early 2000s
provides a local case study where the economy of the City can be examined over a specific time
period and whether this significant redevelopment project had a noticeable economic impact
outside of the project area.
In terms of general sales growth since the Great Recession, the economy of South Lake Tahoe
has grown at about the same rate as the rest of the state. Table 1 indicates that for the most
part, except for greater annual fluctuation, sales in general have not grown appreciably relative
to growth rates experienced statewide over the last 10 years. The sales data is a type of lagging
indicator that suggests lack of a strong catalyst for greater economic activity for the entire City
beyond normal cyclical economic growth.
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Table 1
Growth in Taxable Sales
Percent Change

2009-2010
2010-2011
2011-2012
2012-2013
2013-2014
2014-2015
2015-2016
2016-2017
2017-2018
2018-2019
Average 2009-2019

South Lake
Tahoe
2.2%
5.1%
5.7%
8.1%
3.6%
4.2%
7.2%
5.5%
3.6%
2.5%
4.8%

Statewide
4.4%
8.8%
6.6%
5.3%
5.1%
4.2%
2.6%
3.6%
4.2%
3.1%
4.8%

Source: California Department of Tax and Fee Administration

The variation of the local economy relative to the state is depicted graphically in Figure 3. With
the exception of three time periods, growth in sales in the City has lagged behind the state from
a percentage standpoint. Unsustainable spikes in sales growth can be attributed to many factors
in the tourist-driven economy, including weather and short-term events.
Figure 3
Annual Percentage Taxable Sales Growth
10.0%
9.0%
8.0%
7.0%
6.0%
5.0%
4.0%
3.0%
2.0%
1.0%
0.0%

South Lake
Tahoe
Statewide

Source: Michael Baker International

While citywide sales growth offers a picture of the local economy, a narrower evaluation is
needed to better test whether earlier investment in the Heavenly Village area has translated into
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economic benefits to other commercial areas. Measurements for the analysis include the CoStar
rating system and absorption of commercial square footage.
The CoStar rating system evaluates buildings for prospective buyers. The ratings are based on
analyzing a series of components: location, tenants, architecture/landscaping, site access/site
design, and certifications. For this analysis, the rating system is used to indicate the value of the
building stock in an area. The higher the number assigned by the rating system, the more
attractive the building and command of higher rents. Based on data obtained from CoStar Group
and as shown in Table 2, three-fourths of the four star-rated commercial/retail buildings are
concentrated in the Heavenly Village area. This is to be expected as this area has benefited from
redevelopment. The remaining four star-rated buildings are evenly split in the Ski Run and Bijou
areas, which are the next closest commercial areas to Heavenly Village and have also benefited
from redevelopment. This could suggest some influence on investment in these two areas from
redevelopment similar to Heavenly Valley, given parts of these areas are within the tourist core.
According to CoStar reports, there are no four star-rated buildings in the remaining commercial
areas of Harrison, Sierra Tract, or the Y, which compose the bulk of three-star and below ratings.
This may suggest the economic influence of redevelopment has not reached these areas, and
also mark a difference between mostly local- and convenience-serving and tourist-serving
businesses.
Table 2
Percentage of Buildings Rating by Area
Commercial Area

Heavenly Village
Ski Run
Bijou
Harrison
Sierra Tract
The Y
Total

Costar Rating
1
2

15.4%
15.4%
0.0%
7.7%
23.1%
38.5%
100.0%

26.8%
10.7%
14.1%
2.7%
18.8%
26.8%
100.0%

3

4

25.9%
5.9%
20.0%
2.4%
20.0%
25.9%
100.0%

75.0%
12.5%
12.5%
0.0%
0.0%
0.0%
100.0%

Source: CoStar Group

Another way to determine the relative distribution of positive economic benefit of
redevelopment is to examine the commercial retail real estate activity over the period since
previous redevelopment in Heavenly Village occurred. One indicator that may be examined is the
absorption history of commercial space in the areas. Table 3 presents the net absorption of
commercial square footage for the nodes since 2006 (latest available data). Net absorption
accounts for changes in occupancy of available floor area.
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Table 3
Net Absorption of Commercial Retail 2006-2019

Commercial Area

Heavenly Village
Ski Run
Bijou
Harrison
Sierra Tract
The Y
Net Total

Change in Occupied
Floor Area
Sq. Ft.
Percent

136,949
(5,476)
34,788
(8,157)
(1,940)
(15,147)
141,017

97%
-4%
25%
-6%
-1%
-11%
100%

Source: CoStar Group

The data shows that the Heavenly Village area accounted for 97 percent of the absorption of
commercial square footage in the past 14 years. In addition, only Heavenly Village and Bijou
showed positive absorption during that time, with recent absorption for Bijou coming in 2019
with store openings such as the Whole Foods Market at the Bijou Marketplace.
The data tables suggest that redevelopment has provided localized economic benefit to those
areas measured by higher building ratings and greater absorption. However, the data also
suggest that significant economic benefits from redevelopment did not appreciably spread to the
remaining commercial areas along US 50. This is not to imply that redevelopment over the past
years was not successful, as the Heavenly Village area continues to draw visitor activity which
generates income and taxes for the City of South Lake Tahoe. However, the measures used in
this study indicate these projects, over time, have not stimulated similar positive economic
impact and induced economic development in the remaining commercial areas to the Y.

CONTINUOUS ECONOMIC IMPACT FROM ADDITIONAL NEW HOUSING
The US 50 SSCRP proposes the construction of mixed-use commercial and residential units on
Sites 1, 2, and 3 of Alternative B Triangle (see previous Figure 1) that will result in the addition of
up to 150 affordable housing units in excess of the replacement housing, which will help satisfy
housing needs of low- and moderate-income families in the region.2 The new housing will induce
150 new households to locate in the City of South Lake Tahoe. Based on an estimated household
income of $38,900 (80% of median income for South Lake Tahoe as reported by the US Census
Bureau, Community Survey), the total amount of new household income would be approximately
$5.8 million. The economic impact to the City from this new housing is not the total new
household income but rather the sales output that is induced as the household spending
percolates through the economy, generating additional jobs and income. From application of the

2

There are up to 229 units shown on Sites 1, 2 and 3 in Figure 1 Alternative B-Triangle (70 or 72 on Site 1,
70 on Sites 2 and 3 plus another 17+/- “bonus” units on site. The 229 units less the 78 units of
replacement is 151, but since Site 1 is either 70 or 72—150 units was used.
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IMPLAN model, the induced impact to the City is $521,000 annually and creates an additional
4.28 jobs (Table 4).
Table 4
Impact of Spending by Net New Households
From Mixed-Use Development
Employment

Output

4.28

$521,000

Induced Impact
Source: IMPLAN; Michael Baker

The income of these new households will induce an increase of $154,606 in taxable spending,
which results in an increase of $2,319 in annual taxes to South Lake Tahoe (Table 5). Perhaps
more importantly, these new affordable housing units would create new economic demand for
the City as a whole and provide local workforce housing that supports economic competitiveness
of the City.
Table 5
Taxes Generated by Net New Households
From Mixed Use Development

Retail Sales
Tax Rate to City
Sales Tax Revenue

$154,606
1.50%
$2,319

Source: IMPLAN; Michael Baker

FORECAST OF CONSTRUCTION-RELATED ECONOMIC IMPACTS
TRANSPORTATION IMPROVEMENTS
Project construction incurs a source of income to the community for a limited time from
temporary gains in labor and sales. Based on current estimates, the US 50 SSCRP transportation
improvements would cost $74.5 million. Employing the IMPLAN model and applying input
parameters that generate impacts specific to the City of South Lake Tahoe, the total impact
(direct, indirect, and induced) from construction of US 50 SSCRP transportation improvements
would be over $77.3 million, as shown in Table 6. However, this assumes that local firms receive
the bulk of the construction contracts to keep income generation local. Also, given the scale of
the South Lake Tahoe economy in terms of the cycling of the revenues, the indirect and induced
sales gains from construction will be limited in the City.
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Table 6
Economic Impact from US 50 SSCRP
Transportation Improvements Construction
Impact

Output
(Sales Gain)

Employment Gain

Direct
Indirect
Induced

336.83
8.46
5.60
350.89

$74,500,000
$2,090,000
$713,000
$77,303,000

Source: IMPLAN

MIXED-USE DEVELOPMENT
The US 50 SSCRP proposes an expenditure of $41 million for both the mixed-use commercial and
residential development aspects of the project. A portion is used to replace the amount of
existing commercial and housing taken for the construction of the transportation improvements
while adding another 150 new affordable residential units. This expenditure will generate indirect
and induced income in the community if all the direct expenditure is made in the community.
Table 7 presents the total impacts from construction of the mixed-use elements on Sites 1, 2 and
3. It is estimated that the total impacts including indirect and induced would be approximately
$42.3 million. This assumes that local firms receive the bulk of the construction contracts.
Table 7
Economic Impact from Construction of Mixed-Use Development
Impact

Direct
Indirect
Induced

Employment

Output
(Sales Gain)

287.32
3.36
4.76
295.44

$41,000,000
$660,000
$606,000
$42,266,000

Source: IMPLAN

DISRUPTION CAUSED BY CONSTRUCTION
The disruption caused by construction would cause a temporary economic loss for those
businesses in the immediate vicinity of the new alignment of US 50 near the intersection of
Pioneer Trail and US 50. The loss would be attributed to being less attractive to customers. Based
on the US 50 bypass alignment map showing the affected parcels, it appears that up to 200 motel
rooms would be impacted. Assuming the worst case scenario, based on the average occupancy
rate of 33%,3 an average room rate of $60 (which is the highest advertised rate of those motels
in the immediate area), and assuming a catastrophic loss of 50 percent patronage during one
year of construction, the estimated loss in sales (equivalent to output) is approximately $723,000.

3

Source: Lake Tahoe Visitor Authority, January–December 2019
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Applying the IMPLAN model to determine indirect and induced impact, the total loss is
approximately $754,000, as presented in Table 8.
Table 8
Economic Loss from Disruption of Businesses
During One Year of Construction
Impact

Employment Loss

Direct
Indirect
Induced

Output Loss (Sales)

6.87
0.24
0.03
7.14

$723,000
$27,584
$3,412
$753,996

Source: IMPLAN; Michael Baker

As a result, the total limited-time net economic gain citywide from construction-related impacts
from above is an additional 640 jobs comprising direct employment from construction as well as
indirect/induced employment (e.g., other jobs generated/loss during construction). The net
output from construction, or temporary sales gain to the community in general, is $118.8 million,
as summarized in Table 9.
Table 9
Summary of Construction Impacts on Local Economy
Impact

Transportation Improvements
Mixed-Use Development
Disruption
Net Total

Output

$77,303,000
$42,266,000
($754,000)
$118,815,000

Source: IMPLAN; Michael Baker

IMPACT ON CITY REVENUES FROM CONSTRUCTION (NON-RECURRING)
The City will receive positive sales tax revenues from the retail spending from indirect and
induced retail sales generated from overall construction. This will be a limited-time impact that
will not continue when the project is completed. In contrast, the City will also lose transient
occupancy tax revenue during the construction period from disruption to adjacent motels
causing a temporary economic loss. Table 10 shows the City will gain a small margin of sales taxes
generated by project construction, but lose a greater amount through the transient occupancy
tax from disruption (Table 11). This results in a net revenue loss of $69,313 in tax revenue during
construction of US 50 SSCRP (Table 12).4

4

Retail sales impact for construction is generated by the IMPLAN model for indirect and induced impacts.
The relatively small tax revenue gains to the City from construction is due to sales leakage out of the City
as determined by the model parameters and local retail environment. The larger loss from lodging sales
is a product of directly impacted sales versus being an indirect or induced impact like retail sales.

Michael Baker International

17

Expanded Economic Impact Analysis
Table 10
Summary of Impacts on City Revenues during Construction
Sales Taxes Generated by Construction
Retail Sales

Mixed-Use Construction
Roadway and Transportation
Improvements Construction
Total Retail Sales
Rate to City
Tax Revenues

$65,220
$133,881
$199,101
1.50%
$2,987

Source: IMPLAN; Michael Baker

Table 11
Loss of Transient Occupancy Tax (TOT) Revenues from Disruption
Impact

Lodging Sales
TOT Rate
TOT Taxes

Output

$723,000
10 %
$72,300

Source: IMPLAN; Michael Baker

Table 12
Summary of Fiscal Impacts
Impact

Sales Tax
Transportation Improvements and
Mixed-Use Development
TOT Tax
Disruption
Net Total

Output

$2,987
($72,300)
($69,313)

Source: IMPLAN; Michael Baker

ECONOMIC EFFECTS OF NO-BUILD ALTERNATIVE
Not constructing the US 50 SSCRP would result in a loss of estimated indirect and induced
economic output of $2.8 and $1.3 million from the transportation improvements and mixed-use
development, respectively.5 There would also be reversal of net revenue loss of about $69,000
(as shown in Table 12) as the motels impacted during construction of the bypass intersection at
US 50 and Pioneer Trail would not be disrupted. These are one-time losses of economic output
during construction if the project is not built. In addition, there would be a long-term loss of
economic output from expenditures by the new households occupying the proposed housing in
mixed-use development sites estimated at $521,000 annually (as shown in Table 4).
5

These figures are the sum of indirect and induced impacts from transportation improvement and mixed
use developments in Tables 6 and 7, respectively.
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OTHER IMPACTS AND STRATEGIES
Additional questions were identified in the Request for Proposals that have not been directly
addressed above. These questions concern mitigation of impacts, the effects on the Lake Tahoe
Unified School District, and what other community investments the City can make to generate
greater positive economic benefits than the US 50 SSCRP.

MITIGATION STRATEGIES
TRAFFIC IMPACTS DURING CONSTRUCTION
Access to existing residential and commercial properties can be expected to experience
significant impacts during project construction. To reduce these impacts, to allow as much access
as reasonably possible to homes and businesses, the US 50/South Shore Community
Revitalization Project Draft Environmental Impact Report (DEIR) specifies that a Transportation
Management Plan (TMP) will be developed in accordance with California Department of
Transportation (Caltrans) requirements in coordination with TTD, TRPA, Nevada Department of
Transportation, the City of South Lake Tahoe, and Douglas County (DEIR Impact 3.6-7).
The TRPA permit requires the construction of 78 units of replacement housing prior to the
demolition of existing housing. This is a critical factor in the development of a successful TMP.
The replacement housing would be constructed at one or more of the mixed-use development
sites.
It is also required that construction activities for the Loop Road construction and the replacement
housing maintain access to the existing businesses and residences that are to remain.
The following is a suggested phased scenario for Alternative B designed to satisfy the required
DEIR construction-impacts mitigation measure 3.6-7; the proposed phasing refers to Exhibit 1.
Phase 1 – Construction of Mixed-Use/Replacement Housing Development at Site 3

Site 3 is located south of Village Center along Lake Parkway (new US 50). The proposed
development at this site includes 70 residential units (87 with 25 percent density bonus)
and maximum 10,000 square feet of commercial uses. Development of Site 3 prior to
demolition of housing within the Loop Road footprint would satisfy the replacement
housing requirement. Site 3 currently contains 250 parking spaces for Heavenly
Village/Village Center employees. A parking study should be conducted that determines
the number of replacement employee spaces needed and where they may be located
both during construction and permanently.
Phase 2 – Demolition and Construction of New US 50

With the Site 3 development ready for occupancy, the demolition of the footprint of US
50 Loop Road and its construction may commence. The construction of the new US 50
from the new Pioneer Trail/US 50 intersection along Lake Parkway to the proposed
roundabout is recommended to be constructed in this phase to allow that route to be
open to handle the bulk of through traffic before proceeding to the next phase. However,
during construction, Access Route A, consisting of one travel lane in each direction, would
be maintained to allow access to Heavenly Village Way and the driveways to Heavenly
Michael Baker International
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Valley/Village Center. Traffic will be transitioned between the existing Lake Parkway
travel lanes to the new US 50 lanes when those are constructed.
Phase 3 – Construction of Main Street

This phase would include the construction of the new Main Street segment between the
new Pioneer Trail intersection and the new US 50. Access Route B is maintained during
the construction of this phase. This route is depicted in Exhibit 1. The proposed access
route will consist of one lane in each direction and will be maintained throughout the
entire construction process of this segment.
Within the segment of Main Street between Heavenly Village Way and new US 50, there
are three subphases: 1) While the eastbound lanes are demolished and reconstructed,
the access route will occupy the existing westbound lane and the median/turn pockets.
2) When the new eastbound lane and southside frontage improvements are completed
and while the new westbound lane is reconstructed, the eastbound lane will shift from
the median/turn-pockets to the new eastbound lane and the direction of travel in median
will be reversed. 3) The new westbound lane will be opened and the median and turn
pockets and the remainder of the frontage improvements will then be completed. Access
to adjacent driveways will be maintained.
The above traffic management scenario will result in minimal disruption, allowing all businesses
to remain open and residences to be accessible throughout the construction process. Disruption
will be further minimized by critically located major construction activity limited to the shoulder
season.
When the TMP is finalized and approved, it should be made available to every property owner,
business owner, and tenant in the project area. Well in advance of construction, a complete
schedule should be provided for all phases. Any changes in the schedule should be communicated
to the adjacent properties as soon as they are made. It is critical that all affected property owners
and tenants be made aware of the impacts and the provisions that have been made to maintain
safe and convenient access during all hours that access is needed.
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Exhibit 1
Phased Scenario for Alternative B

Full Take Parcels:
Partial Take Parcels:

Site 1

Emergency
Access to
Remain
Open

Access Route B
Phase 3

Access Route A
Phase 2
Site 2

Site 3
Replacement
Housing in
Phase 1
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PIONEER TRAIL TRAFFIC DIVERSION
Survey respondents indicated opinions that the project would cause motorists traveling
northbound from Meyers to divert to Pioneer Trail, thereby bypassing the section of US 50 going
through the Y. Although no traffic analysis could be found that indicates such a diversion currently
takes place, there is a likelihood that the traffic volume on Pioneer Trail partially consists of
through traffic on the way to Stateline and beyond. There is also a certain unquantified likelihood
that the project will divert more of this traffic from US 50. Evidence that this might occur is
provided in the DEIR Traffic Operation Analysis Update. Comparison of the existing (2015) peakhour volumes at the Pioneer Trail/US 50 intersection with those of the Alternative B-Triangle
shows a potential diversion of up to 50 percent of new peak period trips, or 120 new trips, from
US 50 to Pioneer Trail. The Traffic Operation Analysis indicates an increase of 240 summer peakhour trips entering the US 50/Pioneer Trail intersection from eastbound Pioneer Trail and
southbound US 50 (1,573 existing versus 1,813 with Alternative B; see Exhibit 2). This increase
includes 120 trips from Pioneer Trail (from 452 existing to 572 with Alternative B). The percentage
of the total increase from Pioneer Trail (120/240 = 0.50) may be assumed to be diverted from US
50.
In terms of delay, the intersection operates better with Alternative B than in the “no-build” case
(23.2 seconds versus 37.5 seconds, respectively, in the existing plus project scenario). However,
the Traffic Operations Analysis does not indicate whether there will be less delay on the Pioneer
Trail eastbound leg versus US 50 southbound, which would indicate whether one route would be
preferred over the other (in Google Maps, for example). Without similar intersection volume data
for Pioneer Trail at US 50/89 near Meyers, it cannot be stated with certainty whether the project
will divert traffic from US 50 onto Pioneer Trail. If diversion does occur, it is likely due to the
proposed configuration of the Pioneer Trail leg of the intersection, which features a large-radius
free right turn onto new US 50 with an acceleration lane. The Pioneer Trail traffic proceeding on
the new US 50 will not be delayed unless the right-turn movement is controlled, which would
defeat the purpose of the free right. If the City desires to prevent any diversion, the design of the
intersection—eliminating the sweeping right turn—may be an option. Another option would be
to increase the overall travel time on Pioneer Trail, for example, by installing traffic-calming
measures and/or adjusting the signal timing at the intersections with Al Tahoe and Ski Run
Boulevards.
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Exhibit 2
Peak-Hour Intersection Volumes (Summer)

Existing (2015)

Alternative B Triangle (2015)

Source: Wood Rogers, US 50 SSCRP Caltrans Project Report Traffic Analysis Update, 2016

DISPLACEMENT OF SCHOOL-AGED CHILDREN
There is some likelihood that families with school-aged children will be displaced from existing
housing in the path of the new US 50 alignment relocation. Although the replacement housing
must be constructed and available for occupancy prior to the demolition of any homes, some of
these families will likely move out of the Lake Tahoe Unified School District (LTUSD). The following
analysis looks at the financial impact to the LTUSD from the loss of student enrollment due to
relocation.

CURRENT DISTRICT ENROLLMENT
Table 13 shows the enrollment per grade group from the latest data (2019-20) from the California
Department of Education. An approximation of student generation rates per dwelling is
calculated by dividing the enrollment numbers by the estimated occupied housing in South Lake
Tahoe, which is 8,918, according to the DEIR Relocation Study.
Table 13
Lake Tahoe Unified School District Enrollment (2019-20)
Grade Group

Kindergarten to 3rd Grade
4th to 6th
7th to 8th
9th to 12th
Total Enrollment

Enrollment

1,174
921
616
1,194
3,905

Student Generation
Rates per Household

0.13
0.10
0.07
0.13
0.44

Source: California Department of Education; DEIR Relocation Study; Michael Baker
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State aid funding to school districts is allocated according to these grade groupings. Based on the
loss of 78 housing units through construction of the Loop Road, the number of total students
affected could be 34 (0.44 x 78).6 The Relocation Study reported in its survey of households that
most respondents would prefer to stay in South Lake Tahoe and therefore within the LTUSD. For
this analysis, it is assumed that the families choosing to relocate outside the district is within the
range of 10 to 30 percent, or between 3 and 10 students would leave the LTUSD due to the
project.
Since 2013, kindergarten through twelfth grade public school financing in California has been
determined by the Local Control Financing Formula, which sets a uniform base amount per pupil
with different amounts per grade level grouping. In addition to the base amount, school districts
receive an additional 20 percent of the base as a supplemental grant for high-needs students. For
districts with at least 55 percent high-needs students, a “concentration grant” is provided that is
equal to 50 percent of the base for every high-needs student above the 55 percent threshold.
The LTUSD has 61 percent high-needs students.7 Table 14 shows the base, supplemental, and
conditional grants per grade level grouping. Table 15 shows the average school funding for each
household in the LTUSD.
Table 14
LTUSD Funding per Student (estimated)
Grade
Span
K to 3
4 to 6
7 to 8
9 to 12

Base Grant
20212022*
$8,155
$8,278
$8,524
$9,877

Grade Span
Adjustment
Adjusted
Supplemental Concentration Lottery
Base Grant
Grant
Grant
Revenue
K-12: 10.4%
9-12: 2.6%
$848
$9,004
$1,800.70
$270.11
$204
N/A
$8,278
$1,655.56
$496.67
$204
N/A
$8,524
$1,704.76
$511.43
$204
$257
$10,134
$2,026.84
$608.05
$204

Total
$11,278.32
$10,634.05
$10,944.01
$12,973.10

*Based on projected cost of living adjustment (COLA) increases of 3 percent and 2.8 percent in 2020-21 and 2021-22,
respectively.
Source: California Department of Education; Michael Baker

6

Another method is the LTUSD developed a GIS based map identifying households with enrolled students. Through
counting the number of households on the map for the Rocky Point neighborhood, there is an estimated 20
households with school children affected within the general boundaries of the bypass. The Alt-B Maps of affected
parcels include Moss Road and parts of Echo and Primrose Roads. Applying a general ratio of 1.5 school children per
household, about 35 students are impacted using the school district map. Between the economic study calculations
of 34 affected students and the estimate from the school district mapping, and depending on actual number of
students per household, there would not appear to be a significant difference between the methods.
7
California Department of Education as reported on ED-data.org website for the LTUSD.
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Table 15
Average School Funding per Household
Grade Group
Kindergarten to 3rd
4th to 6th
7th to 8th
9th to 12th

Student Generation Rates
per Household
0.13
0.10
0.07
0.13

Funding per Student
$11,278.32
$10,634.05
$10,944.01
$12,973.10
Total per Household

Average Funding per
Household
$1,466.18
$1,063.40
$766.08
$1,686.50
$4,982.17

Source: Michael Baker

BUDGET IMPACTS
Assuming that, of the 78 housing units removed by the project, 10 to 30 percent of these
households chose to relocate out of the LTUSD and these households contained the same
average number of students per household as the overall district, the potential loss of schoolaged children in 8 to 23 households would result in a loss of funding of between $40,000 and
$115,000. This loss represents between approximately 0.09 percent and 0.26 percent of the
LTUSD’s current annual revenues of $43,500,000.8 The estimate of lost revenue assumes that all
relocated students are high-need students since the funding per student includes the
supplemental and concentration grant amounts per student—a worst-case scenario. However,
the mixed-use development for replacement housing and additional new housing could include
an influx of new school-aged children, which is not factored into this scenario.

COMMUNITY INVESTMENT PROJECTS
The City of South Tahoe is considering several initiatives and public investment projects that are
designed to enhance community-wide economic activity, either building on the US-50 SSCRP or
to be undertaken separately. In this section, the analysis will focus on a few projects that have
been discussed in recent planning efforts and that could be implemented in the short term and
would add to the US 50 SSCRP benefits
One area of need consistently mentioned by the survey respondents is parking. While there are
large parking lots serving the commercial centers at the Y and Bijou, these lots are unavailable,
not suitably located, or disconnected from other areas. Additional public parking with pedestrian
connectivity along the new Main Street is listed as a benefit of the US 50 SSCRP. Publicly provided
parking or shared private parking would also benefit businesses lacking off-street parking spaces.
Accessible parking would enable these businesses to take better advantage of any growth that
might occur within the Tourist Core Area.
The Tourist Core Area Plan (TCAP) proposed parking standards that would support the concept
where visitors to the area “park once” in joint use/shared parking areas and patronize multiple
businesses in a single trip. This is a guiding principle of the TCAP that will be facilitated by
pedestrian and transit connections between commercial nodes and along major commercial
corridors. A TCAP goal for transportation and circulation is the development of complete street
8

LTUSD Proposed Budget, 2019-20, combined restricted and unrestricted General Fund revenues.
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roadways in addition to the US 50 SSCRP, including Park Avenue, Pioneer Trail, and Ski Run
Boulevard. Another goal of the TCAP is to encourage underground and shared parking and reduce
on-street parking to promote a pedestrian-friendly “Main Street” atmosphere. Proposals in the
TCAP include completing the Pioneer Trail Pedestrian Upgrade Project, which features 5-footwide paved sidewalks and streetlights on both sides of Pioneer Trail from Larch Avenue to Ski
Run Boulevard. The planned extension of the Linear Park along US 50 from the eastern terminus
at Pioneer Trail to Stateline would add to the benefits of the US 50 SSCRP. The Linear Park
Upgrade Project includes repair of the Class I bike path, re-landscaping, irrigation, and pedestrian
lighting. A Class I/II bike trail between the existing Linear Park and Stateline was originally planned
for 2020 but has been deferred.
The overall objective of these projects is to encourage both residents and visitors to spend more
time in the area. This objective is expanded to areas outside the Tourist Core Area and is found
in the Tahoe Valley Area Plan/Specific Plan (TVAP). Policies in the TVAP include providing
adequate pedestrian and bicycle facilities such as continuous sidewalks, bike paths, and bike
lanes throughout the area that connect commercial, health services, entertainment, residential,
and recreation areas.
Specific projects identified in the TVAP include the Tahoe Valley Greenbelt, which proposes
installation of pedestrian-bicycle pathways, pedestrian amenities, and interpretive signage. The
Greenbelt will serve as a visual amenity for adjacent residential and commercial uses and provide
a bicycle and pedestrian link from residential neighborhoods to the Tahoe Valley commercial
core. The South Tahoe Greenway Shared Use Trail, Phase 1b & 2 (California Tahoe Conservancy
and El Dorado County as lead agencies) will complete the bike trail linkage between Sierra
Boulevard and US 50. Future phases of the Greenway will connect to Van Sickles Bi-State Park.
Transit projects in the TVPA include a seasonal bus service from Tahoe Valley Transit Center to
Emerald Bay during the summer season. The TVPA does not specifically propose public parking
lots but does encourage shared parking. To address parking on a larger front, a parking
management study is anticipated for Heavenly Village, Stateline, and citywide.

US 50 SSCRP PARKING IMPACTS
The US 50 SSCRP transportation improvements will result in the loss of 51 parking spaces. The
mixed-use development at Site 3 will result in the loss of 250 employee parking spaces. There is
the opportunity to replace these spaces and provide additional parking at the mixed-use
development sites in excess of the number of spaces required by the current parking standards
for this type of development. To do this may require the parking to be underground or structured.
The demolition of existing homes and businesses and the closure of sections of Moss Street and
old US 50 will provide suitably located space for shared and replacement parking. The planned
parking study should evaluate these options.

COMMUNITY INVESTMENT PROJECT FUNDING
Funding is secured for the South Tahoe Greenway Phase 1b & 2 and the Tahoe Valley Greenbelt
is pending future Proposition 68 funding. Phase II of the Pioneer Trail Pedestrian Trail Upgrade
Project is approximately 20 percent funded (for planning and design). The funding for the Linear
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Park upgrades, including the linkage to Stateline, is currently not secured; however, the project
may be included in the US 50 SSCRP.9
The City has been successful in obtaining grant funding for these and similar projects. Identifying
the local match in grant proposals is always a challenge. A local match source may be available
as an outcome of the US 50 SSCRP through a value-capture mechanism such as establishing an
Enhanced Infrastructure Financing District (EIFD) over a designated project area, likely the Tourist
Core Area or larger. The cost of the additional parking could also be funded through an EIFD or
parking assessment district over the mixed-use development areas.

AFFORDABLE HOUSING
The benefits listed for the US 50 SSCRP include expanding the stock of affordable housing in the
city. Having an adequate supply of workforce housing is a critical support factor for a
community’s economic base.10 Workforce housing is housing that is affordable to households
earning between 50 and 120 percent of the area’s median income. It is therefore housing
intended for people who perform essential services in the community, on which businesses
depend to operate effectively. The hospitality industry operates on thin profit margins.
Consequently, to remain viable, labor costs must be kept low—meaning limited incomes for
housing expenses. In order to retain an adequate labor force, housing that is affordable is key.
The TTD has a goal of 200 affordable units within the South Shore transit-oriented areas. The US
50 SSCRP is seen as achieving a significant portion of this goal. The Alternative B Triangle
Alternative shows Sites 1, 2 and 3 (see previous Exhibit 1) as providing up to 229 units indicated
on the web-map as “affordable housing opportunities.” These include 17 “bonus” units on Site
3, which are additional residential units that are counted separately from the City’s residential
allocation limits and are intended to incentivize construction of affordable housing units. The 78
units replacing the housing to be demolished within the Loop Road footprint may be
accommodated on Site 3. The US 50 SSCRP Final EIR mitigation measures include building
affordable and deed-restricted moderate-income housing, equal to or greater than the number
of housing units displaced prior to relocating owner and tenant residents. With the mitigation,
the project would result in no net loss of affordable housing. Designating affordable units beyond
that which is required for replacement would enhance the project’s support of business
development and retention. Furthermore, locating these units within the Tourist Core area, in
proximity to jobs and transit, would generate even greater benefits in reduced transportation
expenses for low-income workers and their families, fewer vehicle miles traveled, and less traffic
congestion.

9

City of South Lake Tahoe Capital Improvement Worksheet, 2019-20 Budget.
Non-Profit Housing Association of Northern California, Affordable by Choice.

10
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CONCLUSION
The US 50 SSCRP is expected to provide economic benefit to the immediate area of Heavenly
Village. However, the project is not expected to translate significant long-term economic benefit
to other areas of the City. By historic measure, localized economic benefit from prior
redevelopment in the Heavenly Village area is visible, yet there is no compelling evidence that
this economic benefit has noticeably spread to other commercial areas along US 50 to the Y area.
An analysis of the market post-redevelopment of Heavenly Village indicates that while the
redevelopment was successful in revitalizing and stimulating the micro economy of the Heavenly
Village area over at least the past 10 years, it did not stimulate wide-ranging revitalization and
improved economic activity in the other commercial areas of the City.
For one measure in the study, historical analysis of the net absorption (which accounts for
changes in occupancy of available floor area) for six commercial areas along US 50 within the City
shows that nearly all of the positive absorption occurred in the Heavenly Village area while most
other areas have had milder to negative absorption. Another industry measure using commercial
building ratings indicates the most attractive businesses are located in Heavenly Village while
buildings in the other areas are rated much lower. The measures used in this study, while not
intended to represent all economic impact indicators, suggest the economic disparity between
redeveloped areas and remaining sites. In following historical data and absent stimulus such as
economic investment in remaining areas along US 50, it is unlikely the US 50 SSCRP in itself would
translate significantly higher economic activity over the long term to these other areas. However,
the proposed new affordable housing units in the project would create new economic demand
for the City as a whole and provide local workforce housing that supports economic
competitiveness of the City.
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APPENDIX
SURVEY METHODOLOGY
The framework for the survey was divided into the six commercial nodes: The Y (intersection of
US 50 and SR 89); Tahoe Sierra (Sierra Tract) Commercial Area; Harrison Avenue Area; Bijou Area;
Ski Run Area; and Heavenly Village Area.
The survey methodology, in meeting the study requirements, included randomly selecting a
sample of five businesses per commercial node. The sample frame would be stratified by type of
business, which improves the chances that the companies selected would effectively be
representative of that particular commercial area. The type of business categories included
lodgings, restaurants and bars, retail, gas stations and auto parts, and other services.
A survey instrument was developed that queried their awareness of the US 50 SSCRP, customer
base, and what impacts the project may have on their business. The telephone survey was
composed of 15 questions broken out into four focus areas. The first four questions pertained to
the backgrounds of the businesses, customer base, and the mode of transport customers use to
access the businesses. Questions 5 through 11 focused on the proposed revitalization effort and
US 50 bypass in the tourist core of South Lake Tahoe. Questions 12 and 13 addressed the
potential impacts that the construction of the bypass would have on travel routes. Questions 14
and 15 focused on ways to improve the commercial business area and the overall economy of
South Lake Tahoe.
The survey was conducted primarily by phone using contact information provided by the City
(drawn from business licenses). Phone surveys with scheduled callbacks tend to result in a more
accurate representation of the businesses in the area versus mail surveys or internet surveys that
often show bias as people self-select their participation.
As indicated earlier, many businesses were not successfully engaged due to closures or limited
hours of operation from COVID-19. When telephone communication was not fruitful in reaching
the business, Michael Baker also reached out by email whenever possible.
Results from the business survey were to be combined with demographic, sales, and other
market data to determine the direct economic impact. Due to the limited successfully completed
surveys, however, the information gathered could not be directly applied as a factor to determine
direct economic impact.

HIGHWAY BYPASS STUDIES
The following summarizes a review of highway bypass studies conducted over the past three
decades. The authors of these bypass studies used a variety of methods to arrive at their findings
and conclusions. They included interviews, written surveys, and statistical analyses of economic
data of the bypassed communities compared to control towns (i.e., towns of similar population
that were not bypassed). The bypassed communities described in these studies varied in
population between 500 and 50,000 residents. They were not part of a larger metropolitan area;
many were rural with the bypassed route comprising the town’s main street and its only
significant business corridor.

Michael Baker International

29

Expanded Economic Impact Analysis
These studies focused on the impact of the bypass itself and did not attempt to analyze the
effectiveness of measures to take advantage of the positive benefits of the bypasses on the
towns. The reduction in traffic volume, congestion, and noise and an increase in safety and
overall quality of life were frequently cited as benefits attributable to the bypass. Anecdotal
evidence was given of the positive effect of these ancillary benefits on the retail activity involving
the bypassed towns’ residents, but data and percentages of these factors were generally not
reported.
The following summaries include a general description or background, the type of study or its
methodology (literature review, direct survey, data analyses, etc.) and its main findings.

CALIFORNIA BYPASS STUDY; THE ECONOMIC IMPACTS OF BYPASSES. VOLUME 1: PLANNING REFERENCE,
System Metrics Group, Inc., 2006.
Background: This study was a literature review of before and after studies of communities
outside California. For communities in California, the study conducted direct field visits, including
surveys and interviews, and analyses of data from published case studies of four bypassed
California cities (Cloverdale, Hollister, Roseville, and Truckee) and cities that were planned to be
bypassed. The objective of the California Bypass Study was to develop a database that could be
used in the planning of future bypass projects.
Anecdotal evidence in the study suggests that the bypass had negative impacts on local
businesses in the four bypassed cities.

FINDINGS:
•

Highway-oriented towns have a much harder time transitioning their economies after
bypasses are constructed than those that cater to local residents or offer tourist
attractions.

•

Towns that serve as residential communities or tourist destinations can benefit from
reduced traffic and improved safety as a result of highway bypasses. Local government
and the business community may need to engage in complementary efforts, such as
marketing, downtown redevelopment, additional parking, and sidewalk improvements,
to take advantage.

•

Towns that serve regional markets by providing services, such as big box retail,
automobile dealers, department stores, or hospitals, may experience little or no
economic impacts. If a bypass provides better access to regional services, the local
economy may actually improve as the town expands its regional draw.

•

Towns with other economic bases, such as government employment, mining, agriculture,
or manufacturing, are not likely to be economically impacted by bypasses.

Which businesses are impacted?
• Gas stations and quick service or fast food restaurants cater the most to pass-through
traffic. They are most likely to be impacted by the diversion of traffic due to bypasses.
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•

Other visitor-serving businesses, such as motels, art galleries, antique stores, and curio
shops, cater more to visitors attracted to the community as a destination rather than
those simply passing through. These businesses are less likely to be negatively impacted
by bypasses and may find that business improves if the downtown is turned into a
destination.

•

Regionally serving businesses, such as big box retail and departments stores, may benefit
from improved access.

•

Businesses that serve local residents, such as drug stores, banks, and grocery stores, are
generally not impacted by bypasses.

What other impacts occur?
• Bypasses often have a short-term (and negative) impact on the local economy, but retail
sales often improve in the longer term. However, some communities may never fully
recover.
•

The construction of a bypass may also provide an opportunity for revitalization of the
local community.

•

Bypasses are often promoted as improving pedestrian safety along a “main street.” Since
traffic accidents involving pedestrians are relatively rare events, Caltrans collision
statistics may not reflect improved safety. However, bypasses may improve the
perception of safety, which is a benefit in its own right.

What design features are most important?
• Visibility. Negative economic impacts (losses of customers and sales) are likely to be small
for businesses that remain visible from bypasses. In some cases, the goal of making
downtowns visible from bypasses may conflict with the desire to protect communities
from noise and visual impacts. Caltrans can provide some “visibility” for businesses
through signage.
•

Distance from downtown. Bypasses located close to existing downtowns are less likely to
hurt local economies. Travelers may be able to see businesses and access times are
shorter.

•

Direct access. Highway interchanges can provide direct access from bypasses to
downtowns and existing businesses. However, interchanges can also encourage the
development of competition to existing businesses by offering new “prime” locations.

•

Time savings. The difference in travel time between the old route and the new bypass
determines how many vehicles (and potential customers) divert to the bypass.

•

In the field research, local communities offered several suggestions on how Caltrans can
provide signs that may mitigate negative economic impacts. For example:
o Caltrans could provide signs indicating services are available at the next exit. Some
businesses have offered to pay for signs, but Caltrans districts have raised a concern
whether Caltrans can be involved in “advertising” for specific businesses.
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o Caltrans could designate the existing route as a “scenic or historic” route to encourage
tourist traffic. However, this must fit within Caltrans’s guidelines for such designation.
o A bypass could be designated as a bypass route, while the original route retains the
State Route designation. This may conflict with the State’s policy to avoid parallel
routes.
Recommendations for local communities:
• Communities can take advantage of reduced general and truck traffic along the bypassed
route by engaging in redevelopment activities, such as main street programs, the
provision of benches, planting and improved sidewalks, economic development
incentives and grants, providing parking facilities, etc.
•

Communities can provide roads, utilities, and other infrastructure at interchanges along
the bypass to attract businesses and encourage the relocation of traffic-dependent
businesses, such as gas stations and fast food restaurants.

•

If a bypass remains outside of the local jurisdiction, a town can annex territory to make
sure that any economic development remains inside the local tax base. Alternatively, the
local community can zone the area or withhold utilities and infrastructure, so that
developments that compete with downtown do not occur.

•

Local governments and chambers of commerce can work with local businesses to develop
business plans that take into account the change in traffic due to bypasses.

•

The community should have a vision of how a bypass will be integrated into the local
environment (e.g., transportation flow, redevelopment, visual impact, economics).

IMPACTS OF THE ROUTE 25 BYPASS ON THE CRANBERRY HIGHWAY IN WAREHAM, MASSACHUSETTS,
Holland, Paige Elizabeth, University of Rhode Island, 1992.
Background: Prior to 1987, Cranberry Highway was the only way onto Cape Cod from the west
and northeast. It had an average annual daily traffic of 38,000 year-round, and weekend traffic
from May through August exceeded 60,000. In August 1987, Route 25 was opened as a bypass
to the Cranberry Highway. Since the opening of Route 25, traffic on the Cranberry Highway has
declined over 50 percent.
Prior to the bypass, the highway was used extensively by tourist traffic. Many businesses in
Wareham and Yarmouth, Mass., the control town, were tourist or through-traffic oriented with
high density strip commercial development, motels, fast food restaurants, and amusement and
recreation facilities.

FINDINGS:
•

Bypasses are generally not harmful to the overall business climate of the area being
bypassed. On Cranberry Highway, the number of businesses increased 15 percent since
the opening of the bypass. The gain in the number of businesses was attributed to a
decrease in traffic congestion which, in turn, increased local trade.
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•

•
•

Prior to the bypass, Wareham residents would avoid Cranberry Highway, especially during
the summer. The reduction in traffic allowed local trade to prosper. Since through traffic
was bypassed, residents were more willing to travel on the highway and to stop at
highway businesses.
Not all businesses benefitted. Those that suffered were dependent on through traffic,
such as fast food restaurants, gas stations, amusement and recreation facilities, and
motels.
After an initial decline in average land values in the first year, by 1988 land values
increased over the 1986 average, whereas land values declined in the Yarmouth area.

EFFECTS OF HIGHWAY BYPASSES ON RURAL COMMUNITIES AND SMALL URBAN AREAS,
Transportation Research Board, 1996. National Cooperative Highway Research Program (NCHRP)
Project 20-5, Research Results Digest, Number 2010.
Background: The report is a literature review of case studies on the impacts of highway bypasses
on rural communities and urban areas with populations of less than 50,000. The report also
reviewed current practices in using this knowledge in the planning of bypass development. The
report involved a survey questionnaire to all US state and Canadian provincial departments of
transportation and a review of published literature and agency-supplied studies.

FINDINGS:
•

The literature review determined that there is no clear consensus on study procedures
and analysis methods that should be used in bypass impact studies.

•

The studies reviewed suggested that, for the most part, bypasses seem to have a
favorable impact on rural communities and small urban areas, but TRB concluded
evidence in these studies is often weak. Interviews and surveys of residents and
businesses indicated that bypasses increase development potential along the fringe areas
served by the new route, and at the same time relieve congestion, safety hazards, and
other undesirable conditions in the central areas from which traffic is diverted.

•

In most cases, adverse effects on otherwise viable bypassed businesses appeared to be
largely recouped by improved ambiance for patrons and residents in the community,
although individual businesses may suffer when a new bypass is opened.

•

Agencies report a variety of measures to avoid or mitigate the adverse impacts of a
bypass. The research literature provides no particular guidance on whether such
measures have significant effects on bypass impact.
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Average annual growth in business sales in the vicinity of bypasses NCHRP Project 20-5 (1996)

Population Ranges

Cases Examined

Less
than
5,000

5,000
to
10,000 and
10,000 greater

Businesses along bypassed route: Traffic-serving vs. all businesses
Number of Cases

25

25

25

Traffic-serving businesses

2.7%

4.7%

0.3%

All businesses

5.1 %

3.8%

2.9%

28%

33%

Average percent increase in sales

Percent of cases where sales at
traffic-serving
businesses
declined
24%

All businesses in study area: Bypassed area vs. control area
Number of cases

34

22

16

Bypassed area

5.8%

6.1%

3.2%

Control area

2.8%

3.3%

2.3%

9%

13%

Average percent increase in sales

Percent of cases where sales at
bypassed-area
businesses
declined
12%

ECONOMIC IMPACTS OF HIGHWAY BYPASSES,
Andersen, Johann, et al., Center for Transportation Research, Texas Department of
Transportation, 1992.
Background: Econometric modeling study using business cluster analysis of 23 bypassed cities
and 23 control cities within 6 economic regions of Texas.

FINDINGS:
•

A highway bypass will be seen as a positive development by local citizens if the reduction
in through traffic on major streets improves traffic flow and local access.

•

A highway bypass may reduce business volumes in small cities in a rural setting. However,
many other important local factors appear to affect business activities more significantly.
Business communities will respond in various ways to a bypass, depending on the specific
local characteristics.
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•

A combined cross-sectional and time-series database can form the basis for the
development of an econometric model that can predict total retail sales, gasoline station
sales, restaurant sales, and service receipts.

•

Cluster analysis highlighted the importance of the economic base of a city, as captured in
the geographic regions. Also, inclusion of the regional cluster variables into the
econometric models improved the specification of the models.

•

A bypass changes activity patterns within a city. Traffic shifts away from the bypassed
route. Increased traffic activity is found on the shortest connector from the bypass to the
city center, resulting in increased development along this route.

•

The various analyses indicate that a bypass may have a small, but negative, effect on the
overall business activity of a small city in a rural setting.

BUSINESS IMPACTS OF HIGHWAY BYPASSES,
Comer, Jonathan C. and Finchum, G. Allen, Department of Geography, Oklahoma State
University, 2001.
Background: An analysis of the long-term, permanent changes to businesses in 14 previously
bypassed towns (control towns) in Oklahoma, including loss of businesses, attraction of new
businesses, and relocation of existing businesses. The findings were to be used as an analog for
predicting potential changes in six towns planned to be bypassed (target towns) along US
Highway 70. The study collected information on the control towns: the number of non-vacant
businesses, the business vacancy rate, and the residential population per non-vacant business.
The control was stratified into three population groups: small (less than 2,500), medium (2,500
to 7,500), and large (greater than 7,500).
The study also analyzed changes in sales tax collections.

FINDINGS:
•

Large towns showed consistent and steady positive changes in sales tax collections from
year to year, supporting earlier logical and quantified conclusions that large towns more
easily accommodate the changes caused by bypasses.

•

Medium towns showed a very robust tax collection growth rate before and immediately
after bypasses (excluding the first-year post-bypass), though eventually the average
increases in tax collections dropped to about half their former level.

•

Small towns showed very little change in the first three years after a bypass opened,
probably because few new stores colonized the bypass but also because few stores in
town had fully felt the impacts of the bypass. After four years, tax collections took a large
collective plunge and stayed low in the fifth post-bypass year. This evidence reinforces
the hypothesis that some of the decay observed in small towns occurred after a bypass.

•

The study supports a generally held assumption that town size is a critical indicator of
post-bypass economic change. Small towns (with fewer than 2,500 people) were already
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in an economic slump in southeastern Oklahoma. Evidence from past bypasses indicates
that the situation will worsen if a bypass is built around one of the target towns.
•

Fieldwork indicates that older residents of these small towns keep the local economy
alive, and those towns’ businesses cater to a largely local clientele. However, some drivethrough traffic will be removed from these routes if bypasses are built, speeding a decline
that is already in evidence. In contrast, larger towns continue to prosper and even thrive,
due to their greater diversity of business and other activities, and their lesser dependence
on the bypassed routes.

THE PERCEPTIONS OF BUSINESS OWNERS AND MANAGERS OF THE IMPACT OF THE RURAL HIGHWAY
BYPASS,
Anderson, Connie and Otto, Daniel, Iowa State University, 1993.
Background: A master’s thesis consisting of literature review, a survey of businesses affected by
a completed bypass, and statistical techniques to analyze the respondents’ perceptions on the
basis of type of business, impact on business, impact on quality of life and location—relative to
the bypass, the old highway, the central business district (CBD), and/or another location.

FINDINGS:
•

How merchants view the impact of the bypass depends on their distance from the bypass.
It has been pointed out that the distance of the community from the bypass is important,
as is the community's distance from a larger urban center. Overall, the merchants were
in favor of the bypass. Those located in the CBD, on the old highway, and near the bypass
believed the quality of life had not changed. Merchants locations other than on the CBD,
the old highway, or the bypass thought quality of life had improved. Merchants in the CBD
thought they had lost customers, those near the bypass believed they had gained
customers, and those along the old highway and at other locations believed there had
been no change.

•

Most businesses (53 percent) that responded thought the bypass had no significant
impact on the success or failure of their business. The majority also agreed that the quality
of life in their towns had improved—less traffic noise, traffic volume, and truck traffic,
leading to a more pleasant shopping environment for merchants and customers.

•

The analyses also show that the longer merchants were in business, the more they tended
to favor the bypass. With time, most merchants seemed to have made the necessary
adjustments to account for the bypass impact. Once again, the impact leveled off and it
became business as usual for these merchants.

THE ECONOMIC IMPACT OF RURAL HIGHWAY BYPASSES,
Anderson, Connie and Otto, Daniel, Office of Advanced Planning, Iowa Department of
Transportation, 1995.
Background: This analysis of 21 case studies in Iowa and Minnesota provides the impacts on sales
from bypasses for many of the towns in the study above. The impact is measured by comparing
the sales “pull-factor” for the bypassed town versus non-bypassed towns (control towns). The
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pull-factor is equal to the ratio of the per capita retail sales for the town to the per capita sales
of all comparable towns in the state. A pull-factor of 1.5 indicates the town has a retail sales
performance that is 50 percent higher than other towns of comparable population. The pullfactors of bypassed towns were compared with two sets of control towns. The first set consists
of three non-bypassed towns of similar population, traffic volumes, and location relative to metro
regions; the second set was all other towns in the state within the population range of the
bypassed town. Different pull-factors were calculated for different categories of businesses.

FINDINGS:
•

While overall sales do not appear to be significantly affected by the bypass, individual
categories of retail businesses such as gas stations or restaurants may be more affected
if they rely on through traffic.

•

A T-test analysis was done to determine whether the difference in the pull-factor means
for all business categories between bypass and control groups was statistically significant;
it was not.

•

When the business categories are compared, the bypassed towns appeared to have
relative improvement over control towns in apparel, building supplies, and general
merchandise, while losing ground to the control towns in auto sales, furniture sale,
miscellaneous sales, and wholesale trade.

THE IMPACTS OF BYPASSES ON SMALL AND MEDIUM SIZED COMMUNITIES: AN ECONOMETRIC ANALYSIS,
Srinivasan, Sivarakrishnan and Kockelman, Kara Maria, University of Texas at Austin, Journal of
Transportation and Statistics, TRB01, 2002.
Background: This study is an econometric treatment of per capita sales data in four different
industry sectors: overall retail sales, service stations, eating and drinking establishments, and
services (SIC major groups 70-89). The study takes a rigorous statistical approach using a
sophisticated econometric methodology to model the impacts. The data used was obtained
through a literature review of small- and medium-sized communities in Texas with populations
between 2,500 and 50,000. A total of 23 bypassed cities and 19 non-bypassed control cities were
analyzed in the study.

FINDINGS:
•

The models developed suggest that of the four sectors examined, the impact of a bypass
is most negative on the per capita sales in gasoline service stations. The impact on the per
capita sales in the other three sectors studied depended critically on the magnitude of
the traffic diverted. When about half the approaching traffic was diverted to the bypass,
all three sectors were negatively impacted. Therefore, the better a relief route works from
a traffic standpoint, the greater its adverse impact on local per capita sales. Of all the
sectors studied, the service industries were minimally impacted by the bypass. As
expected, per capita traffic volumes are estimated to strongly influence local sales. As the
traffic levels per capita increase, the negative impacts due to the bypass are lessened.
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•

The study also tried to identify the impact of city demographics and bypass-route
characteristics on the magnitude of traffic split. Larger cities lost less traffic to the bypass.
Proximity to a large city increased the split. The magnitude of the split also increased with
time after the opening of the bypass.

IMPACTS OF BYPASS HIGHWAYS ON SMALL AND MEDIUM SIZE CITIES IN FLORIDA: KNOWLEDGE SEARCH
AND EVALUATION OF PAST STUDIES,
Seggerman, Karen E., et al., Center for Urban Transportation Research, University of South
Florida, 2010.
Background: The study involved a review of national research and data from 20 Florida towns
between 1,400 and 94,000 population that had been bypassed (5) and were planned to be
bypassed (15). The study also described and summarized four Texas studies on the economic
effects of bypasses (including the Srinivasan, Kockelman study cited above), which altogether
looked at another 68 studies conducted about economic effects of bypasses.

FINDINGS:
•

Because the bypass circumvented traffic congestion and traffic control devices, trucks
tended to choose the bypass instead of the original route. Thus, travel time and reliability
of freight movement improved. The removal of trucks from the CBD tended to improve
quality of life in the CBD by reducing noise and allowing the road to be redesigned in a
more aesthetic fashion.

•

The actual impact of bypasses on the economy of small communities is mixed. The
economies of smaller communities (<2000 population) are more likely to be adversely
impacted by a bypass.

•

Bypassed cities did not experience universal population loss. The smallest communities
(less than 500) were the most prone to population loss. Larger communities were the
least likely to lose population, and some even showed moderate gains. In areas with no
or slow population growth, little residential development chose to build next to the
bypass.

•

Travel-related businesses tend to relocate to the bypass. Further, total sales for the sector
often increased (Srinivasan 2002). Downtown business districts in communities with a
well-developed local customer base are less adversely impacted by a state route bypass
than communities highly dependent on drive-by traffic. Perceptions of bypass impacts on
business activity varied by industry. One study found that convenience stores and the
motel industry perceived bypasses as negative to their business, whereas truck, auto, and
restaurant establishments perceived bypasses as positive.

•

Regional retail (big box) and travel-related businesses usually relocated to the bypass
route. Service industries were the least affected by the presence of a bypass and tended
to stay in the CBD (Srinivasan 2002). CBDs with a strong identity as a destination for local
shoppers were strengthened due to a reduction in traffic delays and exhibited little retail
flight.
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•

No clear consensus was reached regarding property values in the literature review. The
overall tax base increased in virtually every circumstance, but the reasons for the increase
differed. In some cases, the property values in the CBD rose, while in others the CBD
stagnated but the loss was offset by increased value adjacent to the bypass.

LITERATURE REVIEW OF URBAN BYPASS STUDIES,
Office of Project Planning, Iowa Department of Transportation, 1992.
Background: The bypass reports of 85 bypassed towns in Iowa were reviewed for this study. The
towns were generally small, with populations between 500 and 5,000.

FINDINGS:
•

The larger cities (populations greater than 2,000) will derive greater benefits than adverse
impacts from a highway bypass.

•

The adverse economic effect of the bypass on cities is greatest when the population is
small (populations less than 500) because a greater percentage of the total area trade
comes from through traffic.

•

The effect a bypass has on communities with a population of 500 to 2,000 will depend on
local factors such as the type of community (i.e., bedroom town or isolated community)
traffic mix, percent of through traffic, and location of retail trade establishments. Service
stations, small cafes, convenience stores, and motels are the most likely to experience
some decrease in retail sales. However, many of these businesses find that the total
volume of business from the through traveler today is very small in comparison to overall
sales than in the past when motorists had to stop more often for gas.

•

Service stations which do more than just sell gas experience little or no noticeable
decrease in overall sales.

•

Truck stops and motels which cater to truck drivers were identified as most likely to
experience a significant decrease in business.

•

Because of current fuel economy standards, fewer travelers stop for gas between their
trip origin and destination. Restaurants and cafes that have a good local reputation draw
a very high percentage of their business from local people within a range of five miles or
so. Many cafes found that the bypass had minimal effect on their business.

•

Advertising on the bypass route will reduce the adverse impact to motels.

•

Customers find the bypassed business district to be a more comfortable and safer
environment to shop in as a result of decreased conflicts with traffic.

•

Sales to through travelers make up a smaller portion of total sales than is commonly
supposed.

•

Few new highway-oriented businesses will open or move to other streets that serve as
the entrance to the town, because traffic volumes are not adequate to support the
business.

•

After the completion of a bypass, the communities on the whole feel that the few
adversities that result were minor in comparison to the benefits.
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•

Commercial property values along the bypassed highway have not decreased as a result
of the bypass.

QUANTIFYING OTHER BENEFITS OF BYPASSES
A few of the studies did indicate measures that the community could undertake to enhance the
business environment in the wake of a bypass. These include active marketing promotion and
advertising to encourage tourist visits, if applicable, and zoning changes to facilitate development
of local-serving businesses. Specific development-oriented projects were not identified, although
a few studies did mention main street programs, providing benches, planting and improved
sidewalks, and providing economic development incentives designed to take advantage of the
improved ambiance of the bypassed corridor. Activities such as these would be comparable to
the US 50 SSCRP.
Carson City’s Planning Department conducted an analysis of sales for its Downtown Complete
Street Project, but not for property values. However, the Planning Department is fairly certain
that values have gone up everywhere, including downtown, over the last few years. It is not
certain whether this is attributable to the I-580 bypass or the Complete Streets Project. It was
noted that vacancy rates downtown have been extremely low, with vacant buildings getting new
tenants since the Complete Streets Project was completed, and new tenants quickly replacing
any that have moved out. Examples cited by the Planning Department are a vacated casino that
underwent major renovations and was partially converted into a restaurant and a retail store
(one-third is still vacant waiting for a tenant); a juice/salad shop quickly occupied a space vacated
by a gym; and a new 33,538-square-foot mixed-use building (10,400 square feet of restaurant,
11,740 square feet of office, and 7 apartment units) on Curry Street, on the site of an old bank
that had been vacant for nearly 20 years, has been fully occupied since its completion in 2018. In
2018, Carson City was awarded a $7.5 million TIGER IX grant to construct the Carson City
Gateway: South Carson Street Complete Streets Project, extending the Downtown Complete
Street project 2.5 miles south to Roland Street. The grant narrative points to the success of the
Downtown Complete Streets Project as a factor in favor of awarding the TIGER grant for the South
Carson Street project.
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