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The North Quarter Vision Study proposes transportation investments to improve the business environment and 
quality of life for residents in the North Quarter of downtown Orlando (Figure 1). The proposals would enhance 
access, safety, and comfort for people walking, bicycling, and driving in the study area. 

The Vision builds on prior recommendations and 
studies by the Community Redevelopment Agency 
and the City of Orlando that recommended 
consideration of two-way operations on Orange 
and Magnolia Avenues and integrates the planned 
Orlando Bicycle Beltway. The Vision is also the result 
of two four-day workshops consisting of intensive 
design and public engagement that occurred in 
July and August of 2018. During these workshops, 
the design team met with City and community 
stakeholders to determine the challenges in the area 
as well as the community's desires for the future of 
the corridor (Figure 2).  

North Quarter Vision Study
EXECUTIVE SUMMARY

Figure 1.  North Quarter Study Area Location 
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Figure 3. Rendering of Proposed N. Orange Avenue Configuration with New Crosswalk (Looking North)  

Figure 2. Words Used by Stakeholders during Visioning 
Workshops to Describe a Preferred Future



4

EXECUTIVE SUMMARY

Like many cities in the United States, Orlando converted major downtown streets to one-way operation in the 
1970s with the goal of helping commuters leave downtown speedily at the end of the workday. As the City’s 
vision moved toward a more mixed-use and multi-modal downtown, the number of residents and consumer 
businesses downtown has increased, and there has been increasing interest in restoring streets throughout 
downtown to two-way operations.  Through most of history, streets have been two-way allowing people to 
easily and directly reach destinations where they shop, work, or live. 

The central feature of the Vision is the restoration of two-way travel for cars and bicycles on Orange and 
Magnolia Avenues from Amelia Street to South Ivanhoe Boulevard (Figure 4). Two-way streets provide greater 
access to businesses, simplify directions, reduce dangerous behaviors like wrong-way driving, and reduce 
speeding. The proposal adds more frequent pedestrian crossings, increasing both safety and access. It also 
enhances landscaping which contributes to the aesthetics of the district and temperature mitigation for people 
walking and bicycling. The area already benefits from relatively wide sidewalks and other pedestrian amenities.  

The Vision includes high-quality bikeways separated from 
motor vehicle traffic (Figure 5). The best available evidence 
suggests that these types of bikeways will be used by a much 
broader range of the population than the existing conventional 
bike lanes. Bikeways, in this location, are particularly critical 
as the Orange Avenue facility fills a key gap in the Orlando 
Bicycle Beltway. The bikeways addressing this gap are funded 
and scheduled for construction in 2019.  

The Vision also addresses in detail the challenges of transitions 
at the north and south ends of the study area. Linking the newly 
configured two-way streets with the expanded Interstate 
4 involves reconfiguration of streets and intersections at the 
north end of the study area to balance traffic entering and 
exiting the interstate.  The result is a more connected, rational grid layout, better east-west connectivity between 
College Park and Ivanhoe Village and improved pedestrian comfort. The southern transition of Orange and 
Magnolia Avenues to existing one-way operations is staged at Concord and Amelia Streets. This staging may 
be temporary because the Community Redevelopment Agency's DTOutlook has recommended study of two-
way restoration of Orange and Magnolia Avenues throughout downtown.

North Quarter Vision Study

Figure 4. Proposed Section on N. Orange Avenue Looking North - Alternative 1

Figure 5. Proposed Bikeway on  N. Orange 
Avenue (Looking North)
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Purpose and Background
In July and August of 2018, the City of Orlando’s Community Redevelopment Agency hosted a public 
design charrette1 to evaluate the potential for restoration of two-way operations to the portions of 
Orange Avenue and Magnolia Avenue between Colonial Drive and South Ivanhoe Boulevard within 
the North Quarter. The purpose is to better serve the residents and businesses in the area by improving 
access and creating safer conditions for walking, bicycling, and driving.

As gateway into downtown Orlando, the North Quarter has been rapidly growing with a mix of 
residential, office, and civic/cultural uses (Figure 7). The North Quarter is bounded by Lake Ivanhoe to 
the north and Colonial Drive to the south. The I-4 expansion from 8 to 12 lanes will provide increased 
access to downtown Orlando with exits at Orange Avenue, Magnolia Avenue, and Colonial Drive. 
An active rail corridor that carries the commuter rail line SunRail and freight traffic weaves through the 
study area. The Orlando Urban Trail is parallel to the rail corridor to the northeast of the study area; 
the trail currently terminates on the east side of Magnolia Avenue just north of Weber Street. 

Consideration of restoring two-way operations to Orange and Magnolia Avenues dates back to, at 
least, 2006 when the Downtown Transportation Plan included a visualization of a two-way Orange 
Avenue in the North Quarter (Figure 6). A study of the potential to restore two-way operations 
was recommended in the DTOutlook, the final report for Project DTO, a comprehensive visioning 
process for the next decade of investment in downtown Orlando. Project DTO included significant 
public and stakeholder involvement. The report recommends consideration of two-way operations on 
Orange Avenue and Magnolia Avenue throughout downtown and particularly in the North Quarter 
(DTOutlook pages 3-4 and 4-7).   

Following the adoption of the DTOutlook, the City of Orlando Transportation Department 
commissioned a traffic analysis that demonstrated the technical viability of restoring the streets to two-
way (Downtown Orlando North Quarter District: One-Way to Two-Way Conversion Transportation 

PURPOSE AND BACKGROUND
Introduction

Figure 6. Visualization of Two-Way N. Orange Avenue (2006 Downtown Transportation Plan)
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PURPOSE AND BACKGROUND
Introduction

Study - Phase 1).  The objectives of the current study are to understand the community's sentiment and 
to propose additional improvements that would change the look and feel of the “corridor” to that of 
a public space, designed to serve both the people who spend time there, as well as those passing 
through. These objectives were accomplished through a public charrette process, designed to achieve 
an “informed consensus” on what the streets and intersections ought to feel and look like for various 
users. Users include the mobile users of the street (walkers, cyclists, transit users, and motorists) as well  
as static users of the street (residents and businesses).

Figure 7. Images from the Tour. 1. Commercial development along N. Orange Avenue; 2. South view along N. 
Magnolia Avenue; 3. Orlando Urban Trail ; 4. View south along N. Orange Avenue

1

2

3

4
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Transportation in Traditional Cities

Many downtowns in cities across the United States are over a century old and were founded on 
traditional principles. They had fine-grain block structures, rectilinear blocks, effective mass transit 
systems, intentionally slow and multimodal streets, and buildings oriented towards the public sidewalk. 
The result provided a high ratio of access to buildable area.  Traditionally, pedestrians could cross 
streets anywhere they liked, and downtowns were walkable. 

In addition, since the founding of cities in the United States, starting in 1565 with St. Augustine, until 
about 50 years ago, all streets were two-way, including those in downtown Orlando (Figure 8).  
Of course, for hundreds of years before that, paths, trails, and streets in Native American villages 
and along their trading routes were also two-way. There were many good reasons for two-way 
operations.  The most obvious reasons are the convenience of being able to go either way along a 
street, direct routing, and shorter trips.  These traditional reasons for two-way streets were not widely 
recognized, documented, assigned technical names, or even measured because two-way travel was 
never in question. Traditional downtowns with their two-way streets were organized to maximize social 
and economic exchange. These downtowns had a vibrant mix of department stores, civic buildings, 
theaters, housing, food sales, and other activities.

Many traditional downtowns still have much of their original block structure, but have lost their effective 
transit systems, slow streets, and many of the buildings that addressed the streets.  The changes were a 
result of the application of modernist2 values (e.g., automobile-based values) which became popular in 
the 1950s to 1970s.  These relatively new and untested values primarily focused on speeding up motor 
vehicles and placing the needs of motorists ahead of pedestrian mobility.  For example, pedestrians 
were required to cross at intersections and the balance of the street space was allocated to motorists.  
The throughput of motorists became more important than the fabric of the city, access, and exchange. 
To advance throughput and speeds, one-way streets, additional lanes, high design speeds, and access 
management were invented and employed.  As time passed and these values were implemented, they 
caused problems in traditional downtowns: social and economic exchange decreased, access lowered, 
vibrancy dropped, and value and people were exported to newly created automobile-dependent 
suburbs.  The modernist inventions proved to not be best practice for traditional downtowns.

After five decades of experiencing undesirable outcomes from one-way street conversions, cities 
are rediscovering the benefits of two-
way streets and other traditional design 
features.  In recent years, cities have 
been calming traffic, dieting roads, 
restoring two-way streets, and adopting 
traditional measures of effectiveness 
to recapture traditional, city-friendly, 
outcomes and to advance community 
visions. 

Not only do two-way streets provide 
double the access compared to one-
way streets, they also:

 y Provide direct routing/convenience 
for motorists, cyclists, and mass 
transit;

PURPOSE AND BACKGROUND
Introduction

Figure 8. Historical Image of S. Orange Avenue as a Two-way Street 
in the Central Business District
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PURPOSE AND BACKGROUND
Introduction

 y Result in slower and safer speeds;
 y Are self-enforcing (no motorists going the wrong way, less speeding, fewer bikes on sidewalks);
 y Provide flexibility and redundancy (which is very helpful during emergencies, special events,  

 parades, street repair/maintenance);
 y Reduce sign pollution (one-way streets need more signs);
 y Advantage economic exchange, retailing;
 y Result in more intuitive way-finding;
 y Create a better image (two-way streets eliminate the message that throughput is more   

important than place, and avoid unwelcoming “do-not-enter” signs);
 y Result in easier and more direct bus-routing;
 y Provide better and additional views of buildings;
 y Respect the places’ original intent and history;
 y Help crime reduction; and
 y Increase property values.

There is also a consensus that downtowns like the downtown in Orlando, would benefit from features 
supported by two-way restorations such as increases in housing, social exchange, economic exchange, 
local businesses, place-making, walkability, bicycle accommodation, and transit access.

Best Practices from Around the U.S.

In recent decades, many cities have rediscovered their traditional roots and are bringing life and 
vibrancy back to their downtowns by moving away from modernist practices and moving towards best 
practices for traditional downtowns. Cities have learned that it is best practice to employ traditional 
values in traditional downtowns.  Examples include: restoring one-way streets to two-way, slowing 
design speeds, controlling parking, requiring buildings to address streets, mixing land uses, densifying, 
building multimodal streets, and providing more effective transit.  It’s also a best practice to restore 
the tradition downtown deliberately and strategically because it takes time to change the habits, 
expectations, and dependencies of the modernist era.

Examples range in scale from Detroit, Michigan, population 673,000 with its trolley along Woodward 
Avenue; to Sulphur Springs, Texas, population 14,600, with its two-way restorations and traffic calming 
in its downtown. Both downtowns have made tremendous progress as a result.

South Bend, Indiana, population 102,000, recently became a poster child for restoring traditional values 
in its downtown.  South Bend spent decades adding lanes, one-waying streets, and trying to maximize 
levels-of-service for motorists (i.e., increase speeds/reduce travel times).  The downtown suffered as a 
result with vacancies, loss of entire buildings, disinvestment, loss of population, and increased crime.  
Recognizing that this approach was unsuccessful, South Bend has altered its approach.  In a five-year 
period, they restored two-way operations on every one-way street in their downtown, built separated 
bike facilities, removed motor vehicle lanes, widened sidewalks, and added trees.  Everything was 
done in a collaborative environment involving the State DOT, business owners, neighborhood leaders, 
community members, politicians, and advocacy groups.  Investment and people began returning to 
the downtown as soon as there was a plan and public commitment to implementing the plan.  Between 
the time the planning decisions were made and the ribbon cutting of the final two-way restoration, 
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Figure 9. Saint Joseph Street (before): 4-lanes, one-way

Figure 10. Saint Joseph Street (after): 2-lanes, 2-way, with left turn lanes

one hundred million dollars of private reinvestment came to downtown.  Saint Joseph Street is just one 
example of a successful two-way restoration in South Bend (Figure 9 and Figure 10).

Typically, when it comes to best practices for one-way to two-way restorations, cities do not merely 
change the operations of the streets.  Usually multiple objectives are sought simultaneously.  South Bend 
was typical in that the objectives included beautifying the streets, slowing motorists, increasing comfort 
for people walking and cycling, making transit more effective, advancing business interests, increasing 
quality of life, and attracting investment and people (new residents, shoppers, visitors, workers).

Orlando is also achieving multiple objectives in its improving downtown.  Two-way restoration is entirely 
consistent with downtown Orlando’s broader vision, starting with the North Quarter and then finishing 
with the balance of the downtown.  The results will be different than in Detroit, Sulphur Springs and 
South Bend because each context is unique.  However, the traditional values and best practices are 
transferable.  As was mentioned earlier, traditionally, the purpose of downtowns is to maximize social 
and economic exchange.  Of all the places, in downtowns, where exchange should be the highest, it 
is on their Main Streets. When the whole length of Orange Avenue is a two-way street and designed 
sensitively to suit its context, it will become a great street again, and, after a 50-year hiatus, will fulfill 
its historic and intended purpose in Orlando.
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Section 1- Public Participation
OUTLINE OF CHARRETTE PROCESS

Introduction
A central feature of the North Quarter Vision Study was the public participation and design phase, 
which consisted of a combination of public meetings to engage the community at large and targeted 
stakeholder interviews. The goal of the public participation process was to gain feedback on the 
concept of restoring two-way operations on Orange and Magnolia Avenues, and to understand other 
stakeholder concerns and goals that could be addressed as part of the conceptual design process.  

This was accomplished through a two-phase public charrette. Over the course of two four-day-
workshops, members of the consultant team collaborated with the Community Redevelopment Agency, 
City of Orlando, FDOT, civic leaders, business owners, and community members to develop a vision to 
guide the restoration of Orange and Magnolia Avenues to two-way operation with separated bicycle 
facilities3. 

The Discovery Workshop 
The first collaboration with the community occurred from July 30 to August 2, 2018. The four-day 
event commenced with a Monday evening presentation. The presentation included:

 y An overview of traditional4 transportation principles
 y Highlights of the consultant team’s walking tour of the corridors
 y The benefits of having a community vision5

 y The general purpose of cities and downtowns (i.e., to foster social and economic exchange)
 y National best practices as they relate to one-way to two-way restoration and revitalizing     

downtowns

Figure 11. First Public Meeting
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The meeting concluded with community members forming groups to answer the following questions 
about the North Quarter (Figure 11):

 y List key values that should shape the area.
 y What do you like and wish to preserve?
 y What do you dislike and want to change?
 y What is missing that you would like to see created?

During the remaining three days of the first workshop, numerous stakeholders were engaged by the 
consultant team in small group and in one-on-one meetings to understand the key drivers, opportunities, 
and challenges facing the corridors (Figure 12). A concluding Thursday night presentation captured 
what was heard throughout the week.  Feedback and discussion followed the presentation.

Section 1- Public Participation

Figure 12. Stakeholder Interviews

OUTLINE OF CHARRETTE PROCESS
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The Design Workshop 
The second collaboration with the community occurred August 20-23, 2018 and focused on developing 
concepts for each corridor, and how they transition south of East Colonial Drive and north to Interstate 
4. The workshop concluded on Thursday evening with a presentation of the design concepts, which 
included:

 y The benefits of two-way restorations and separated bicycle facilities.
 y A concept for restoration of Orange and Magnolia Avenues to two-way, north of East Colonial 

Drive and transitioning to Amelia Street.
 y Concepts for separated bicycle facilities along Orange and Magnolia Avenues. These would tie 

directly into the Orlando Urban Trail.

WHAT WE HEARD
Section 1- Public Participation
WHAT WE HEARD

Figure 13. Simultaneous Stakeholder Interviews
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What We Heard

Participants in the stakeholder interviews and three public meetings described what they liked about their 
community, where they saw problems or opportunities, and responded to proposed enhancements. 

Community Assets

Participants were asked what existing 
elements of the North Quarter they liked 
and wanted to see preserved (Figure 
14). Participants mentioned the central 
location near downtown and convenient 
access to Interstate 4. Other positive 
elements included: wide sidewalks, 
trees and other landscaping, and an 
urban lifestyle. Most of the identified 
urban design elements reflected the new 
development areas on Orange Avenue.

Community Values

Participants were asked about their 
values that should inform the vision and 
design solutions (Figure 15). Residents 
and businesspeople described desires 
related to safety, business viability, and 
convenience. 

Stakeholders expressed a desire to be 
able to safely cross the street on foot. 
Crossing Orange Avenue on foot was 
of concern to residents and employees 
located on the west of Orange Avenue, 
seeking to patronize business on the east 
side of Orange Avenue. Participants also 
discussed the need for publicly accessible parking for visitors and customers.  

Business owners and managers expressed a desire for better access and slower speeds. They 
explained that potential customers have difficulty identifying  and navigating the North Quarter area. 
This is a result of motorists' speed and navigation challenges. The challenge in navigation created by 
the one-way streets results in the need for overly complex directions, and makes potential customers 
less likely to have accurate mental maps of the area. Passing traffic, particularly drivers entering or 
exiting Interstate 4, pass by at high speeds and fail to notice their surroundings, reducing the visibility 
of North Quarter businesses. One business manager described potential customers who merely gave 
up and visited a business earlier along the route. 

Section 1- Public Participation
WHAT WE HEARD

Figure 14. Community Assets Identified by Stakeholders

Figure 15. Stakeholders' Values
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Community Concerns

When asked what they dislike about the North Quarter (Figure 16), participants focused primarily on 
access and safety issues. Both residents and business owners related stories of dangerous behaviors, 
both intentional and unintentional, related to the one-way streets including drivers accidentally turning 
into oncoming traffic and intentionally crossing in a manner that required driving the wrong way for 
short distances. They also described problems with high speeds and aggressive driving. One area 
of concern was Park Lake Street, where drivers attempting to go straight or turn left competed with 
higher speed traffic going straight or turning left on Orange and Magnolia Avenues 

Participants described difficulties crossing Orange Avenue on foot and stated the need for more 
safe crossing opportunities. Stakeholders indicated that bicycling currently is not comfortable within 
the North Quarter and it is difficult to access downtown; they supported the idea of expanding the 
bicycle network. A bicycling stakeholder group noted the importance of bikeways that are physically 
separated from moving motor vehicles to increase safety and comfort and encourage greater 
participation. 

WHAT WE HEARD
Section 1- Public Participation

Figure 16. Stakeholders'  Concerns 

Figure 17. Missing Elements Identified by Stakeholders
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Missing Elements

One major theme in the community's feedback was 
the need for the North Quarter to have a strong 
identity and sense of place (Figure 17). This includes 
the opportunity for urban design, public art, accent 
lighting, and landscaping to build a sense of place in 
the community. The lack of identity and orientation 
is particularly acute in areas north of Weber Street, 
which have limited visibility and primarily function 
today for interstate access, and is also related to the 
navigation issues described in the community values.  

Participants also expressed concerns about safety, 
lack of green space for people and pets, lack of 
lighting and shade, limited access to SunRail, and 
underutilization of the Lymmo system.   

Design Week 

The responses from stakeholders to the design 
proposals were overwhelmingly positive.  When asked 
if he had any questions, one participant said “how soon 
can this happen?” The design concept addresses the 
safety and comfort issues described by participants, 
as well as providing aesthetic improvements.  The 
main concerns related to the proposed changes 
were evening rush hour access to the Interstate 4 on-
ramp and the removal of some on-street parking. The 
project team studied in detail the connectivity between 
Interstate 4 and the proposed two-way streets in order 
to address concerns about interstate access (described 
in detail under "the North End"). The project team also 
studied the changes in available on-street parking, 
including identifying opportunities for new public 
parking spaces within the project area (described 
under "Other Concepts and Needs").

Section 1- Public Participation
WHAT WE HEARD

Figure 18. Final public meeting during Design Week

Figure 19. Notes from Stakeholder Interviews
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Overview of Existing Conditions and Context
The consultant team gathered information about existing conditions through stakeholder engagement, 
field review of the study area, and review of aerial photographs. In addition to the information 
received during the public engagement, the team reviewed the site and observed the physical context 
and operation of people walking, bicycling, and driving within the study area. The charrette location 
provided views of Orange Avenue, allowing the team to view vehicular operations at various times 
of day. 

The study area consists of three main subareas: the Orange Avenue corridor from Colonial Drive to 
railroad tracks, the Magnolia Drive corridor from Colonial Drive to railroad tracks, and the "North 
End" consisting of the street network north of railroad tracks and south of Lake Ivanhoe. 

In addition, the "South End", consisting of the Orange and Magnolia Avenue corridors between 
Colonial Drive and Amelia Street, was added to the study during the charrette process and was 
reviewed primarily for traffic operations relative to the proposed design.

The study area is bookended by the current terminus of the Orlando Urban Trail to the northeast 
(Figure 7-3) and the Colonial Drive Pedestrian Bridge to the southwest which is part of the planned 
Orlando Urban Trail extension. The City has already programmed an off-street bicycle connection 
between these two points that passes through the study area and is currently under design. Both 
Orange and Magnolia Avenues currently have one-way conventional bike lanes. One of the major 
challenges to this connection is the lack of safe crossings of Magnolia and Orange Avenues near the 
current trail segments. 

Both Orange and Magnolia Avenues have significant gaps between crosswalks of up to 1/4 mile, 
resulting in limited pedestrian connectivity (Figure 20-4, Figure 21-1). Both avenues have three travel 
lanes in the same direction which encourages higher speed driving and passing. These avenues 
also serve as access connections to Interstate 4, with Orange Avenue carrying drivers exiting the 
interstate and Magnolia carrying drivers entering the interstate. In the absence of design features to 
encourage lower speeds, cars exiting limited access highways tend to maintain higher speed travel 
than is appropriate for local roads. 

Orange Avenue

The Orange Avenue corridor within the study area consists primarily of five to seven story multi-family 
and mixed-use (multi-family over retail) development, much of which has been built within the past five 
years. There are also some office and single story retail uses. Currently, the majority of pedestrian 
activity in the study area occurs on Orange Avenue. The Orange Avenue corridor generally has a 
positive urban design character, resulting from pedestrian-oriented building placement, and providing 
a sense of enclosure along the street which encourages slower driving speeds. This enclosure is offset 
by the presence of three southbound motor vehicle lanes (Figure 20-1) which encourage higher speed 
travel especially during off-peak hours. The east side of the street features wide sidewalks and active 
retail frontage (Figure 20-2) with some vacancies towards Colonial Drive. The west side of the street 
has more inconsistent sidewalks that vary based on the age of the adjacent development (Figure 
20-3). In particular the sidewalk adjacent to the Park North at Cheney Place condominiums (860 N. 
Orange Avenue) has significant damage to the sidewalk and custom pavers resulting from tree root 
intrusion (Figure 20-6). The root intrusion issue is anticipated to be resolved by the construction of the 
Orlando Urban Trail segment in this part of the study area. Both sides of the street have intermittent 
un-metered on-street parking. 

EXISTING CONDITIONS
Section 2- Existing Conditions
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EXISTING CONDITIONS
Section 2- Existing Conditions

1 2

3 4

5 6

Figure 20. Existing conditions of N. Orange Avenue. 1. One-way travel with conventional bike lane; 2. Pedestrian activity; 
3. Resident walking a dog 4. Pedestrians crossing midblock at night; 5. Intersection with E. Colonial Drive; 6. 
Tree root conflict with sidewalk at Park North at Cheney Place (860 N Orange Avenue)
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EXISTING CONDITIONS
Section 2- Existing Conditions

Magnolia Avenue

The character of the Magnolia Avenue corridor is more auto-oriented than Orange Avenue. Magnolia 
Avenue has much more varied building types, most of which are more than 20 years old, and have 
fewer pedestrian-oriented design characteristics than those on Orange Avenue. This corridor lacks 
a consistent sense of enclosure due to variations in building height, setbacks, and gaps between 
buildings. The sidewalks are narrower than those on Orange Avenue and landscaping is inconsistent. 
Parking is available intermittently on both sides of the street. The majority of properties are designated 
as office uses (Figure 21-2). There is also a limited service hotel, a fuel station, a senior center, and some 
undeveloped properties.  There are minimal mixed-use buildings and retail frontages.  Also noticeable 
on Magnolia Avenue is the presence of retail and office vacancies indicated by "for lease" signs (Figure 
21-1). The Magnolia Avenue conventional bike lane (Figure 21-4) terminates at Weber Street where it 
connects to the Orlando Urban Trail. 

The North End

The north end of the study area includes hotel and office uses, and some vacant properties. The area  
includes the SunRail train alignment and the planned site of the Holocaust Museum for Hope and 
Humanity, adjacent to Senator Beth Johnson Park. It also connects to the Lake Ivanhoe area, including 
Gaston Edwards Park and the multi-use path within the park.  

The north end is challenging to access, difficult to navigate, and suffers from a lack of visibility.  Tucked 
behind the former Chamber of Commerce building, Senator Beth Johnson Park appears to be 
underutilized. The presence of the train tracks limits access between the north end and the rest of 
the study area. Navigation is particularly challenging due to a limited number of street connections, 
one-way streets, and changing road names (e.g. Legion Place and Orange Avenue). Navigation is 
also complicated by the signage and entrance patterns for Interstate 4, which give the impression that 
Magnolia Avenue between South Ivanhoe Boulevard and Lakeview Street is part of the interstate on-
ramp when it is, in fact, a surface street which also provides access to the College Park neighborhood. 
The overall design of roadways in this area is geared towards accessing the interstate with minimal 
attention to local and nonmotorized access. The segment of Orange Avenue between Legion Place 
and Magnolia Avenue has surplus width that is underutilized. It currently consists of two southbound 
lanes, one north bound lane, and approximately seven feet of unused pavement. 

There is a lack of high-quality and consistent pedestrian infrastructure in the north end. The sidewalk is 
absent or in poor condition at the railroad crossings. The adjacent intersections of Magnolia Avenue 
with Orange Avenue and South Ivanhoe Boulevard result in a complicated traffic pattern for drivers, 
bicyclists and pedestrians to navigate. Pedestrians and bicyclists have to navigate high speed traffic 
with minimal refuges and long crossing distances in order to access Gaston Edwards Park (Figure 21-3). 
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EXISTING CONDITIONS
Section 2- Existing Conditions

1

3 4

2

Figure 21. Existing conditions of N. Magnolia Avenue. 1. Pedestrians crossing at uncontrolled intersection with Park Lake 
Street; 2. Typical cross section with three vehicular lanes and conventional bike lane; 3. Conflict between 
high speed turn and pedestrian crossing at intersection with N. Orange Avenue; 4. Person riding a bicycle in 
conventional bike lane near north end of study area

Figure 22. Existing conditions of E. Marks Street between N. Magnolia Avenue and N. Orange Avenue looking west.       
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Section 3- The Plan
THE CORE DESIGN CONCEPT

Introduction
The plan developed during the charrette addresses the concerns expressed by stakeholders 
during the public participation process and the core goals of the study. 

The plan consists of several elements: 
 y The Core Concept addresses the primary mission of the study to explore restoring two-

way operations on Orange and Magnolia Avenues. This includes the overall plan for 
the corridor and proposed cross-sections that demonstrate the new operation of each 
avenue. 

 y The North and South Ends address specific challenges of integrating the transition 
areas of the project. The North End addresses connections to Interstate 4. In addressing 
the traffic operation of the North End, the team was also able to address community 
concerns about access and legibility. The South End transitions to portions of Magnolia 
and Orange Avenues to the south that will continue to operate as one-way for some 
period of time. 

 y Pedestrian Infrastructure addresses specific improvements to increase pedestrian access, 
comfort, and safety with a specific focus on intersections and crosswalks. 

 y Bicycling addresses an overall bicycling network and design details that result in 
improved access and safety for bicycle riders traveling in or through the North Quarter. 

 y The final element of the plan is Other Concepts/Needs, which addresses various issues 
raised during public engagement that either are not illustrated or are not directly related 
to transportation. 

The Core Concept

The plan developed for the North Quarter (Figure 25) focuses primarily on the public realm 
of Orange and Magnolia Avenues. The design concepts developed are based on community 
input and include:

 y Two-way restoration of Orange and Magnolia Avenues between Interstate 4 to the 
north and Amelia Street to the south.

 y Implementation of a two-way, sidewalk level, separated bicycle facility along Orange 
Avenue.

 y A two-way separated bicycle facility along Magnolia Avenue.
 y Extension of the Orlando Urban Trail along Weber Street to tie into the proposed facility 

along Orange Avenue.

These concepts are beneficial for safety, comfort, special events, access, economic and 
social exchange, way-finding, walkability, bike-friendliness, transit, emergency response, and 
place-making. 
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Figure 23. Concept Plan with signalized intersections
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Figure 25. Concept Plan (Large Scale)
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Proposed Cross-Sections
Currently, Orange and Magnolia Avenues operate as a one-way pair with each street including 
three vehicular lanes in one direction. The proposed cross-sections represent the typical condition of 
each street within the study area (Figures 26 and 27). The proposals reflect the increasingly urban 
context, available right-of-way, and existing and projected traffic volumes. The cross-sections show 
each street restored to two-way operations while providing other enhancements such as landscaping 
and bicycling facilities. The separated bicycle facilities on Orange and Magnolia Avenues tie into the 
Orlando Urban Trail and set the stage for expansion of the facilities south through downtown Orlando.

Section 3- The Plan
THE CORE DESIGN CONCEPT

Figure 26. Proposed Section on N. Orange Avenue looking north - Alternative 2.

Figure 27.  Proposed Section on N. Magnolia Avenue looking north.
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Orange Avenue

Orange Avenue is currently one-way including three southbound travel lanes, on-street parking on both 
sides, and a 5-foot on-street bicycle lane6. Sidewalks along Orange Avenue have been enhanced to 
include an amenity zone with street trees, pedestrian scale lighting and other pedestrian and bicycle 
amenities (Figure 28). 

The proposed two-way restoration includes one travel lane in each direction, designated left-turn 
lanes, northbound on-street parking on the east side, and a two-way separated bicycle facility at 
sidewalk-level on the west side. This proposed cross section (Figure 29) relocates the curb to provide a 
landscaped buffered area between the bicycle facility and moving traffic. The concept also identifies 
opportunities for landscape medians, where feasible, to enhance aesthetics, prevent unwanted traffic 
movements,  and calm traffic (Figure 25). 

Figure 28.  Existing N. Orange Avenue looking north.

Figure 29.  Proposed N. Orange Avenue cross-section looking north. 
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Figure 31. N. Magnolia Avenue looking south - Two-way 
restoration, keeping the existing curbs in place

Figure 32. N. Magnolia Avenue looking south - Two-way restoration, when the curbs are moved

Figure 30. N. Magnolia Avenue looking south - Existing 
Conditions

Magnolia Avenue

Magnolia Avenue is currently one-way including three northbound travel lanes, on-street parking on 
both sides, and a 5-foot on-street bicycle lane, and sidewalks on both sides of the street (Figure 30). 
Land uses along this corridor include commercial, office, and some retail. The proposed two-way 
restoration includes one travel lane in each direction, designated left-turn lanes, southbound on-street 
parking, and a two-way 10-foot separated bicycle facility with a 3-foot buffer. This proposed cross-
section keeps existing curbs in place (Figure 31). As funding becomes available, the cross-section could 
include a sidewalk-level separated bicycle facility with a 5-foot planted buffer. This option would 
require the relocation of the east side curb and the addition of a valley gutter7 between the southbound 
travel lane and its parking (Figure 32).
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North and South Ends
Within most of the North Quarter, determining how to restore two-way operations is straightforward.  
However, special design attention is required at the north and south ends of the project.  This section 
describes the reasons for the special design attention and describes the resulting design concepts. 

North End
At the north end of the project, the ramps for the Ultimate I-4 Project were conceived with the 
assumption that Orange and Magnolia Avenues would continue to be one-way streets and serve 
as de facto extensions of the highway’s on and off-ramps.  That is, Magnolia Avenue would feed the 
northbound on-ramp and Orange Avenue would become an extension of the southbound off-ramp.  
One of the objectives of the redesign is to end the highway feeling at the end of the highway ramps 
at the north edge of the North Quarter, so that Orange and Magnolia Avenues can fulfill their multi-
purpose roles as downtown streets. So, there is a need to redesign the street network at the north end 
of the project to reassign some of the north-south motorists from the one-way highway ramps to the 
two two-way streets in a logical manner.

North End Design Concept
The two-way street restoration is just part of the project’s considerations at the north end of the North 
Quarter.  Other considerations include:

1.  Connecting to the short section of the east-west, multipurpose trail that the FDOT is building under 
I-4, north of and parallel to Ivanhoe Boulevard (Figure 33-a). The objective is to connect this trail

a. east, all around Lake Ivanhoe; and 
b. south, to Orange Avenue’s separated bike facility.

2.  Connecting the waterfront trail (Figure 33-b) south along Magnolia Avenue to the Orlando Urban 
Trail.

3.  Creating a legible northern edge to the North Quarter. This area has been called the "civic cap" to 
the North Quarter because the northernmost block will be comprised of the Senator Beth Johnson 
Park (Figure 33-c) and the anticipated Holocaust Museum for Hope and Humanity (Figure 33-d).

4.  Providing good access, more on-street parking (Figure 33-e), and a better “address” for the 
Holocaust Museum.

5.  Providing better biking and walking access to Senator Beth Johnson Park, the Holocaust Museum 
and Gaston Edwards Park (Figure 33-f).

6.  Generally providing better local access and circulation within the northern part (i.e., north of the 
railroad tracks (Figure 33-g) of the North Quarter.

7.  Increasing the potential of the area for investment and redevelopment.

These objectives were simultaneously achieved by a design concept that does the following:

8.  Ivanhoe Boulevard to the west of Legion Place (i.e., the north-south extension of Orange Avenue) is 
redesigned to connect, east-west, directly with Orange Avenue east of Magnolia Avenue (Figure 
33-h).  

9. Senator Beth Johnson Park and the Holocaust Museum site effectively become a very wide median 
in this street (Figure 33-c and -d). This civic block forms the northern cap on the North Quarter and 
creates a direct east-west connection at the southern edge of the, Lake.

NORTH AND SOUTH ENDS
Section 3- The Plan
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10.  The single southbound ramp, off the express lanes, splits into two lanes just prior to Ivanhoe 
Boulevard (Figure 33-i). The right lane continues southbound along Orange Avenue. The left lane 
turns left, around the park, and leads motorists to Magnolia Avenue. This configuration allows 
motorists to reassign themselves to Orange and Magnolia Avenues in accordance with the location 
of their destinations and prevailing traffic conditions.

11.  Similarly, motorists destined for Interstate 4’s on-ramp (the express and regular lanes) can approach 
the ramp (Figure 33-j) from either Orange Avenue or Magnolia Avenue. Again, motorists will 
reassign themselves to Orange and Magnolia Avenues in accordance with the location of their 
origins and prevailing traffic conditions.

12.  The remnant of the east-west portion of Orange Avenue, west of Magnolia Avenue, becomes an 
access road for local businesses, with plenty of on-street parking on both sides (Figure 33-k). 

13. A small north-south midblock street is proposed through the development parcel to the south of the 
Holocaust Museum (Figure 33-l) to connect the remnant of Orange Avenue with the reconfigured 
Ivanhoe Boulevard. This will aid in redevelopment and allow local trips to avoid the busier 
intersections to the east and west.

14.  The FDOT trail (Figure 33-a) under Interstate 4 is extended to the south, along the west side of 
Legion Place (Figure 33-m), and continues along the southern edge of the Senator Beth Johnson 
Park and past the Holocaust Museum (Figure 33-n).  It connects to Gaston Edwards Park (Figure 
33-b) and to Orlando Urban Trail (Figure 33-o) via Magnolia Avenue. 

15.  The intersections on the northwest and southwest corners of Senator Beth Johnson park are 
simple, in terms of signal phasing due to the large “median” (Figure 33-p). This helps to make the 
trail crossings feasible and comfortable.

16.  The intersection at the east tip of the Holocaust Museum property is also simple (Figure 33-q).  It 
is effectively a T-intersection, with Magnolia Avenue being the base of the “T”, making the trail 
connections feasible and comfortable as well.

17.  As an option, the three signalized intersections at the west and east ends of the park and museum 
block could be replaced with modern roundabouts. They are proposed as a combination of two-
lane and one-lane roundabouts (Figure 34).

South End Design Concept

Restoring two-way operations will be completed via two projects, conducted in close succession.  
DTOutlook recommended consideration of additional two-way opportunities throughout downtown, 
which could include extending two-way restoration of Orange Avenue and Magnolia Avenue/
Rosalind Avenue through the balance of downtown. The current project involves primarily the North 
Quarter and is the main focus of this report.  The second project involves the remainder of Orange 
and Magnolia Avenues through downtown.  

Consequently, there will be a time-period during which the newly restored two-way streets in the 
North Quarter will have to transition to one-way streets in the south until the second project is planned 
and completed. The original study area was bounded to the south, by Colonial Drive. The design team 
extended the study area two blocks south of Colonial Drive (State Road 50) to Amelia Street, in order 
to simplify the transition from one-way to two-way operation. The rationale for transitioning south of 
Colonial Drive, was to:

1. Provide a satisfactory transition for the time period between the two projects;
2. Successfully complete the entire restoration of two-way operations in the North Quarter, from 

Lake Ivanhoe to Colonial Drive, by providing independent function and logical termini for the 
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Figure 33. North End configuration (signal option)

Figure 34. North End configuration (roundabout option)
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current project;
3. Avoid any east-west reassignments on Colonial Drive itself for north-south trips by providing 

northbound and southbound motorists with several opportunities to reassign themselves to either 
Orange or Magnolia Avenues, in accordance with the location of their origins and destinations 
and the prevailing traffic conditions, without negatively affecting Colonial Drive;

4.  Stage the transition over several blocks, so no east-west streets suffer excessive changes in traffic 
volumes during the time period between the North Quarter project and the second project;

5.  Not overwhelm either of the intersections at Colonial Drive by taking full advantage of the 
opportunities to turn left at both intersections (Magnolia Avenue and Orange Avenue) onto and 
off of Colonial Drive;

6.  Allow the separated bike facilities to successfully access downtown, south of Colonial Drive;
7.  Set up the second project for success. 

The following design approaches were used to accomplish the south end transition (Figure 36): 
 y The northbound and southbound approaches at the intersections with Colonial Drive are at 

least three lanes; one northbound through lane, one southbound through lane, and a left turn 
lane.  A right turn lane was added on the southbound approaches on both avenues and on the 
northbound approach of Magnolia Avenue.

 y The southbound approaches of intersections at Concord Street and the northbound approach 
of Magnolia Avenue at Concord are three lanes, one northbound through lane, one southbound 
through lane, and a left turn lane.  On the northbound approach of Orange Avenue, there is one 
northbound through lane and two southbound lanes.

 y On Magnolia Avenue, on the northbound approach at Amelia Street, there are two northbound 
through lanes and a northbound left turn lane.  In the southbound direction, there are two 
northbound lanes and a southbound right turn lane.

 y On Orange Avenue at Amelia Street, on the southbound approach, there is one  
northbound lane and two south bound lanes.  South of Amelia, there are three lanes southbound.

Section 3- The Plan
NORTH AND SOUTH ENDS

Figure 35. Proposed Section on  N. Orange Avenue at Colonial Drive looking south.
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Figure 36. South End Transition
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Pedestrian Infrastructure
The North Quarter already benefits from a 
quality pedestrian realm along most of Orange 
Avenue, including wide sidewalks, street 
furniture, pedestrian-oriented architecture, and 
shade trees (Figure 37). However, there are 
areas for improvement. 

Pedestrian Improvements

A major concern from the public was the ability 
to safely cross the street at regular intervals. 
Therefore, new midblock crosswalks are 
proposed at the driveway for One Orlando 
Centre (800 N. Magnolia Avenue) and new 
traffic signals are proposed at Park Lake Street 
(Figure 38). In addition, sidewalk level improvements shown in the concept include curb extensions8 
at intersections and driveways, and improved sidewalk treatments at rail crossings. Operational 
improvements such as "No Turn on Red" at Colonial Drive during the pedestrian signal phase would 
also increase pedestrian safety and comfort. In addition, pedestrian access and comfort is enhanced 
by other interventions described in this document, including the proposed reconfiguration of the 
intersections of South Ivanhoe Boulevard and Orange Avenue with Magnolia Avenue in the north end 
which improves pedestrian access to Gaston Edwards Park and Ivanhoe Village. 

Magnolia Avenue lacks the level of pedestrian amenities, especially pedestrian-oriented architecture 
present on Orange Avenue, because of the absence of recent development. These types of 
improvements on Magnolia Avenue should occur as redevelopment progresses, consistent with the 
Community Redevelopment Area's downtown design guidelines. Restoration of two-way travel on 
Magnolia Avenue should encourage pedestrian-oriented redevelopment. 

Figure 37. Existing Pedestrian Realm in North Quarter

Figure 38. Proposed New Crosswalks
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Phased Implementation

Many of the improvements described within these proposals can be constructed at low cost in the 
near-term and then be enhanced in subsequent phases if desired. An example is the intersection at 
Magnolia Avenue and Marks Street. The near-term treatment (Figure 39) improves bicycle access 
at relatively low cost using re-striping and flexible delineator posts. The enhanced condition (Figure 
40) provides greater comfort for pedestrians through the addition of curb extensions that decrease 
crossing distances, and an enhanced bicycle facility that improves bicycle safety. Similar treatments 
could be applied at other locations within the study area.

Figure 39. Near-Term Intersection Improvements at N. Magnolia Avenue and E. Marks Street

Figure 40.  Enhanced Intersection Improvements at N. Magnolia Avenue and E. Marks Street

PEDESTRIAN INFRASTRUCTURE
Section 3- The Plan
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Bicycling
A major element of the vision is expansion and enhancement of bicycle access within and through the 
North Quarter. Located less than a mile from major employers and activities in the Central Business 
District and within the route of Orlando’s growing Bicycle Beltway, the North Quarter is in an optimal 
location for bicycling. The North Quarter also provides a key hub with the potential to connect 
downtown with various neighborhoods and destinations to the north. The vision also includes design 
details to enhance the comfort and safety of bicycle riders on high quality separated bikeways with 
improved crossing and intersection treatments. 

Proposed Bicycle Network

The Vision makes the most of the area's assets by creating a robust bicycling network within the 
study area. The proposed network ties together existing and proposed facilities to increase access 
within downtown and provide better connectivity to multiple destinations in the Traditional City9. The 
proposed network provides connections to the Orlando Urban Trail/Orlando Bicycle Beltway, the 
Central Business District, the Ivanhoe Village Main Street, Gaston Edwards Park, College Park, the 
Park Lake/Highland Neighborhood, and the Lake Eola Heights Neighborhood, as well as many other 
destinations accessible through those routes such as Winter Park, the Creative Village, and the Mills 50 
Main Street District (Figure 41).  

Key connections include the integration with the Orlando Urban Trail gap, connecting between the 
existing trail at Magnolia Avenue (north of Weber) and the Colonial Drive Pedestrian Bridge currently 
under construction. In integrating this ongoing planning effort, the Orange Avenue portion of the route, 
in the form of a separated bicycle facility, was kept on the west side of Orange Avenue for the 
full length of the "gap" to facilitate a continuous local connection extending directly north to College 
Park. There is currently no safe, direct connection for bicyclists between downtown and College Park. 
The new separated bicycle facility along Orange Avenue will provide a College Park connection by  
linking to the 10-foot wide multipurpose trail that is already planned as part of the Ultimate I-4 project. 
The proposed east-west bikeways on South Ivanhoe Boulevard further connect this College Park route 
to Ivanhoe Village and the existing trail in Gaston Edwards Park.  

The Orange Avenue route also provides the opportunity for an extension south, from Colonial Drive 
to Jefferson Street, with minimal infrastructure investment and minimal impacts on parking or traffic due 
to the surplus (i.e., fourth) motor vehicle lane on this segment that connects two three-lane segments. 
This would extend connectivity to include the existing east-west bicycle route on Livingston Street and a 
proposed bikeway on Robinson Street, as well as bridging gaps in the current Gertrude's Walk route. 
A retrofitted extension could occur in advance of the two-way restoration for motor vehicles.  

Providing multiple routing options is important to encourage bicycling for transportation rather than 
only for recreation, as people riding bicycles may be going to as many different destinations as 
people driving. The new overpass bridge at Colonial Drive provides an important off-street link for 
longer distance travel and recreation. The at-grade connections serve those who are traveling shorter 
distances or are physically unable to use the elevated route. Other changes that are not bicycle 
specific will also assist in bicycling access and comfort. The additional traffic signal proposed at Park 
Lake Street will provide access to a network of low speed streets in Park Lake/Highland that will be 
comfortable for many bicyclists, even in the absence of bicycle lanes. The existing traffic signals at 
Marks Street and Concord Street will also contribute to better bicycle access.
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Figure 41. Proposed bicycle network 
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The Need for Separated Bicycle Facilities

The City of Orlando is a Bronze Level Bicycle Friendly Community as identified by The League of 
American Bicyclists. This designation recognizes Orlando’s progress in providing safe facilities for 
bicycle users. For many years, bicycle facilities placed bicyclists adjacent to vehicle travel lanes, which 
is typical of the facilities currently found along 
Orange Avenue and Magnolia Avenue. We 
now understand that these facilities do not 
consider a large segment of the population 
that would ride if separated facilities exist.

Capturing the largest segment of the 
population, those "Interested but Concerned" 
(Figure 43), usually requires the implementation 
of separated bicycle facilities. These facilities 
are best installed in areas where the vehicle 
volumes exceed 6,000 vehicles per day, or 
the speed is in excess of 30 miles per hour 
(Figure 42). Currently, Magnolia Avenue has 
15,000 vehicles per day with a posted speed 
of 30, and Orange Avenue has posted speed 
of 25 with 9,700 vehicles per day.

HIGHER 
STRESS TOLERANCE 

LOWER
STRESS TOLERANCE 

1% Experienced a nd confident
9% Casua l a nd somewhat confident
60% Interested but concerned

Figure 42. Facility Selection Chart

Figure 43. Bicyclist Level of Comfort
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The Benefits of Separated Bicycle Lanes

As the name suggests, separated bike lanes are separated from motor vehicles horizontally (through a 
buffer from the vehicle travel lane) and vertically with a physical object (which can include flex posts, 
planters, etc) (Figure 44).  The type of separation depends on a variety of factors including volumes 
(pedestrian, bicycle and vehicular), funding availability, and context. Benefits of separated bike lanes 
include:  

 y  Attracts more people to bicycling.
 y  Improves safety for all road users.
 y  Preferred by motorists and bicyclists.
 y  Preferred by women, elderly and younger users.

Figure 44. Various examples of separated bicycle facilities 
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Designing High Quality Bicycle Facilities

A key to a successful bicycle program in the City of Orlando 
is the availability of low-stress networks. Low stress networks 
maximize safety and comfort for bicyclists by providing direct 
routing to destinations and limited exposure to vehicular traffic. 
This is where separated bicycle facilities play a starring role. The 
three key principles for low-stress networks are: 

Safety:
 y Minimize conflict points between modes
 y Encourage yielding to bicyclists
 y Delineate space by travel mode
 y Provide consistency and uniform treatment to promote 

predictable behavior

Comfort:
 y Separate modes
 y Balance delay for all modes
 y Accommodate passing bicyclists
 y Provide smooth vertical transitions

Connectivity:
 y Provide recognizable facilities
 y Provide direct, seamless transitions     

between facility types
 y  Integrate into a multimodal network

Figure 45. Types of Vertical Separation

Section 3- The Plan
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Detailed Design Concepts 

Orange and Magnolia Avenues have several intersections and driveways. The avenues are also 
designated Lymmo routes and will need to accommodate transit facilities. Providing consistent, safe, 
and comfortable crossings (Figure 46 and Figure 47) for all cyclists, pedestrians, and transit users 
(Figure 48) regardless of ability, will reduce conflicts and minimize risk for all users. The following 
principles should be kept in mind while designing these facilities:

 y  Minimize exposure to conflicts,
 y  Reduce speeds at potential conflict points,
 y  Communicate right-of-way priority, and 
 y  Provide for adequate sight distances. 

Figure 46. Driveway Crossing

Figure 47. Side Street Crossing

slope

slope
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Figure 49. Sidewalk-level view of a Protected Intersection

Section 3- The Plan
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Figure 48. Floating Bus Stop
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Other Concepts and Needs
This section describes additional issues that were raised during the public engagement sessions that 
are not illustrated or exceed the scope of this study.  

Lighting 

Residents noted the need for additional lighting to increase comfort (i.e., the perception of safety) on the 
east/west streets connecting Orange and Magnolia Avenues. Additional lighting could also increase 
the utilization of existing and proposed on-street parking on Marks Street and Park Lake Street. It may 
also increase the willingness of patrons to walk to parking on Magnolia Avenue in evenings when 
visiting destinations located on Orange Avenue. A privately-owned east/west connection also exists 
through the One Orlando Centre (800 N. Magnolia Avenue) property. With better lighting, this route 
could also be used to access parking on Magnolia, as well as encourage use of the large reservoir of 
parking in the One Orlando Centre’s structure which offers public parking at an hourly rate.  

Parking

Residents and business owners noted that parking availability was limited for certain buildings and parts 
of the study area. This was addressed in several ways. Some existing on-street parking is proposed 
to be eliminated as part of the bicycle network expansion. The largest parking reduction results from 
the Orlando Urban Trail gap, which is already funded. The study identifies potential new parking 
locations on side streets and in the north end area, north of Weber Street. Overall, the plan estimates 
a net gain of 56 spaces (current: 150 spaces; proposed: 206 spaces). As noted above, additional 
lighting will also increase the use of existing and proposed parking south of Weber Street. 

Parking management is also recommended to better utilize both on and off-street parking supply. Some 
property owners are already utilizing improved parking management to ensure that short-term spaces 
are available for businesses; this includes enforcement of existing policies, parking validation, valet 
parking, and parking share agreements with other property owners. City management of on-street 
parking can also encourage better utilization of off-street parking supply.  In addition, improvements 
to the active transportation network can provide potential visitors and patrons with an alternative 
to parking.  Bicycle parking needs should be evaluated to ensure sufficient end of trip facilities are 
available and accessible within the study area as part of any future streetscaping improvement. Bicycle 
parking is provided at most of the newer buildings, however, gaps should be addressed in both retail, 
residential and office bicycle parking.

Mass Transit Access 

The roles of mass transit systems serving the study area, Lymmo (bus circulator) and SunRail (commuter 
rail), were discussed during the workshops. Currently, the Lymmo route is based on the one-way street  
configuration. Under the proposed configuration, Lymmo would have the option of operating as it 
does currently or moving service in both directions to either Orange Avenue or Magnolia Avenue. The 
benefit of operating on Orange Avenue would be that this is currently the location of the majority of 
destinations. The advantage of operating on Magnolia Avenue would be that the lack of destinations 
could result in less friction resulting from parking, turning, and pedestrian crossings. Stakeholders noted 
that a potential Lymmo alignment has previously been identified parallel to the existing Orlando Urban 
Trail alignment between Magnolia Avenue and Highland Avenue. 
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Another proposal that arose during the stakeholder engagement session was the potenial for an 
additional SunRail station serving the North Quarter. Currently, the closest SunRail station is LYNX 
Central Station which is more than a ten-minute walk from most destinations in the study area. 
Stakeholders noted that a straight section of SunRail track exist in the area between Magnolia and 
Highland Avenues, adjacent to the Orlando Urban Trail, that could provide the opportunity for an 
additional SunRail station approximately halfway between the existing LYNX Central and Florida 
Hospital stations, and would be within convenient walking distance of many North Quarter residents 
and destinations.  

Open Space and Pets 

Residents noted the lack of parks and open space in the North Quarter District.  In particular, residents 
lacked space for walking dogs. This generally falls outside the scope of this transportation study; 
however, potential solutions were discussed. Increased access to Gaston Edwards Park (outside the 
study area) can be achieved through proposed improvements to the intersection of Magnolia Avenue 
with Orange Avenue and South Ivanhoe Boulevard. This provides more comfortable bicycling and 
walking routes to the assets in this area, including the lake, the public outdoor gym equipment, the 
park itself, and the lakeside trail. An improved bicycling and pedestrian environment along Orange 
Avenue/Legion Place, north of Weber, could also increase the visibility of and accessibility to Senator 
Beth Johnson Park; however, this park is anticipated to be reduced in size due to construction of the 
Holocaust Museum. There are several privately owned, publicly accessible plazas (One Orlando 
Centre located at 800 N. Magnolia Avenue and the Gateway Center located at 1000 Legion Place) 
which appear both to be underutilized because of their location and design. The current traffic speeds 
adjacent to these spaces could make them unattractive to potential users; reducing traffic speed is 
addressed as part of the proposed vision. 

The design team discussed the possibility of partnering with Orange County to utilize a portion of 
the Marks Street Recreation Center (99 E. Marks Street) property (such as the current drop-off loop 
or a portion of the parking lot) to provide usable green space and/or a temporary dog park. In the 
long-term, there are a limited number of development and redevelopment sites remaining which could 
provide opportunities for new park space. 

North Garland Avenue 

The expansion of Interstate 4 has resulted in changes to the configuration of Garland Avenue between   
Orange Avenue and Colonial Drive. The intersection of Garland Avenue with Orange Avenue appears 
to be over-designed relative to the new configuration of the roadway, resulting in excessive crossing 
distances for pedestrians. A review is recommended of this segment of the street. In addition, a valuable 
increase in connectivity could be gained by restoring Garland Avenue to two-way operations from 
the current transition point (approximately 300 feet west of Orange Avenue) south to Marks Street. 
The feasibility of this should be explored under current conditions and if development of the vacant 
property adjacent to the roadway occurs.
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Section 4- Cost Estimates
PRELIMINARY COST ESTIMATES

Preliminary Cost Estimates
Planning-level cost estimates are included to assist with next steps for implementation of the vision. Costs 
were based on 2018 dollars and were assigned based on historical cost data from state departments 
of transportation and other sources. The estimates do not include any costs for engineering analysis 
and design, easement or right-of-way acquisition, or the cost for ongoing maintenance. The cost 
estimates are general and should be used only for planning purposes. Construction costs will vary 
based on the ultimate project scope (i.e. potential combination of projects) and economic conditions 
at the time of construction. 

ITEM UNIT QUANTITY UNIT PRICE AMOUNT
GENERAL ITEMS
MOBILIZATION (8%) LS 1 $60,534.56 $60,534.56
MAINTENANCE OF TRAFFIC (10%) LS 1 $75,668.20 $75,668.20
EROSION AND SEDIMENT CONTROL
E&S (5%) LS 1 $36,032.48 $36,032.48
SITE WORK $482,763.00
LANDSCAPE ITEMS $78,485.74
SIGNING AND MARKING $148,580.81
FURNISHING $10,820.00

$892,884.79
$267,865.44

$1,160,750.22

ITEM UNIT QUANTITY UNIT PRICE AMOUNT
GENERAL ITEMS
MOBILIZATION (8%) LS 1 $113,356.55 $113,356.55
MAINTENANCE OF TRAFFIC (10%) LS 1 $141,695.69 $141,695.69
EROSION AND SEDIMENT CONTROL
E&S (5%) LS 1 $67,474.14 $67,474.14 
DEMOLITION $298,082.72
SITE WORK $851,487.47
LANDSCAPE ITEMS $43,238.24
SIGNING AND MARKING $66,130.30
FURNISHING $90,544.00

$1,672,009.11
$501,602.73

$2,173,611.84

ITEM UNIT QUANTITY UNIT PRICE AMOUNT
GENERAL ITEMS
MOBILIZATION (8%) LS 1 $40,930.60 $40,930.60
MAINTENANCE OF TRAFFIC (10%) LS 1 $51,163.24 $51,163.24
EROSION AND SEDIMENT CONTROL
E&S (5%) LS 1 $24,363.45 $24,363.45
DEMOLITION $62,712.32
SITE WORK $336,753.39
LANDSCAPE ITEMS $18,278.94
SIGNING AND MARKING $24,252.34
FURNISHING $45,272.00

$603,726.28
$181,117.88

$784,844.16

N. MAGNOLIA AVE. (APPROX. LENGTH 2007LF)

SUBTOTAL
30% CONTINGENCY
TOTAL

N. ORANGE AVE. (APPROX. LENGTH 1596LF)

SUBTOTAL
30% CONTINGENCY
TOTAL

SUBTOTAL
30% CONTINGENCY
TOTAL

WEBER ST. (APPROX. LENGTH 800LF)

Figure 50. Planning cost estimates for N. Magnolia Ave, N. Orange Ave, and Weber St.

G R A N D  T O T A L :  $ 4 , 1 1 9 , 2 0 6 . 2 2
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Section 5- Next Steps
NEXT STEPS

Next Steps
With positive reactions from stakeholders and a strong vision, the next stage of the project is 
implementation. To implement the recommendations of the vision study, a number of steps will be 
required including additional coordination, funding, and design. The key steps are described below:  

1. Coordinate the Orlando Urban Trail gap project with the proposed alignment and best practices 
outlined in this report. This gap project is currently funded and under design. The goal of the 
original trail project was solely to close the gap between the existing Orlando Urban Trail and the 
Colonial Drive Pedestrian Bridge. The vision plan is much more comprehensive and therefore the 
concept plan in this report takes into account other factors including urban design issues, bicycle 
transportation connectivity to multiple destinations, and the community's goals. It is critical that 
these recommendations be incorporated into the funded project, as significant variations from the 
concept plan could preclude portions of the vision implementation. 

2. Identify and secure the funding for the implementation of the overall vision (i.e., the northern and 
southern two-way restoration projects)

3. Determine the logical phasing and schedule for the implementation.
4. A survey has been taken recently for part of the North Quarter.  However, any needed survey for 

the remainder of the project should be collected.
5. The concept drawings should be finalized to reflect any modifications that arise from the approvals 

with the FDOT.  Following the concept being finalized, construction documents and bid documents 
should be prepared.

6. More detailed engineering review will be required for certain elements such as changes in drive-
way and minor intersection conditions resulting from the change in direction of traffic flow.  This can 
happen during the process of evolving the concepts into constructions drawings.

7. Approach utility providers and request they make any utility modifications concurrently with the 
project.

8. The FDOT has requested additional traffic modelling to confirm that the changes are feasible.  Our 
recommendations on the subsequent traffic analyses include:

 y Use the traffic model as proof of concept to help with initial signal timings and operations.  Do 
not use the model to restart new concepts, as real-life outcomes are strongly affected by the 
design of the roadways. 

 y Revise the traffic forecasts to take into account Ultimate I-4 operation.  The prior study's 
traffic counts were inflated because Interstate 4 was under construction when the counts 
were collected.  Furthermore, the consultant included a traffic growth factor which ignores 
the project’s, community’s, and the City’s intent to change the roles of Orange and Magnolia 
Avenues to emphasize place, access, and multimodalism and to deemphasize throughput 
and high motor vehicle speeds. The study also assumed that the volumes of motorists, using  
Orange and Magnolia, were not influenced by Interstate 4.  When Orange and Magnolia 
are two-way, slower, and multi-modal through the entire downtown, a large portion of 
longer distance/regional trips will use the newly expanded Interstate 4.  Undoubtedly, the 
shift of traffic to Interstate 4 will include longer distance/regional trips that used Orange and 
Magnolia prior to the Interstate 4 expansion, as well as the motorists who changed their route 
from Interstate 4 to Orange and Magnolia during the long construction period. In addition, 
changes to the Interstate 4 access points, including the elimination of the westbound on-ramp 
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at the Ivanhoe interchange, will shift traffic patterns.
 y If assumptions are to be made about a growth factor or modal split along Orange and 

Magnolia Avenues, the assumptions ought to consider the separated bike facilities, improved 
pedestrian facilities, and increased transit flexibility along both Orange and Magnolia Avenues 
and the increased access to SunRail via the Orlando Urban Trail.

 y Use professional judgment in the reassignment of the motor vehicle traffic. With all the changes 
to Interstate 4, the interchanges, the adjacent streets, and, of course, Orange and Magnolia 
Avenues, the majority of travelers will have to adjust their routing habits.  It will take many 
months, but, through trial and error and hundreds of thousands of individual decisions, a new 
equilibrium will evolve that will match the downtown’s revised street network, ramps, highway 
lanes, transit facilities, bike facilities, sidewalks, trails, and train service.

9. As the northern part of the project graduates towards implementation, start the processes for 
the concept development of southern parts of Orange and Magnolia/Rosalind (Amelia Street to 
South Lucerne Circle).  It would be best to have the southern project follow on directly after the 
northern project.  A long time period between the implementation of the northern and southern 
parts is not desirable for several reasons:

 y The northern part will be more successful once the southern part is completed because 
transition from two-way to one-way operations south of Colonial Drive will be removed; 

 y The momentum of the two-way restoration can be maintained; and
10. With the whole downtown 2-way restoration completed sooner rather than later, the faster 

motorists’ expectations, experiences, and patterns will become consistent and normal throughout 
the downtown.

NEXT STEPS
Section 5- Next Steps
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Endnotes

1 Charrette

A charrette is a collaborative workshop in which all the resources are gathered to develop a design(s) by a predetermined deadline.
 
2 Modernist

In the context of this report, “modernist” is an adjective that connotes that the values, principles, and theories originated with the 
modernist movement that was founded between 1910 and 1930.  “Modern” is sometimes a synonymous but can be mistaken as being 
simply up-to-date.  A century ago, the automobile was a recent invention and the modernists believed that getting from A to B quickly, 
even in cities, was more important than the place.  The modernists rejected traditional planning and design practices and embraced 
simplicity.  The theories were highly appealing but untested.  The consequences in terms of policy, funding, health, energy, city form, 
social cohesion... on the traditional city were enormously damaging.  The modernists did, however, make positive contributions to 
society in terms of furniture design, art, music, and, occasionally, architecture.
 
3 Separated Bicycle Facilities/Lanes

Separated bike facilities/lanes are lanes, designated for cyclists, that are separated from the motor vehicle lanes by a buffer with 
a vertical indicator.  The buffer could be a 3-foot-wide space parallel to the bike facilities or the buffer could be on-street parking, 
a landscaped strip, or some combination.  The vertical indicator can be flexible posts at regular intervals, parked cars, trees, etc.  
Separated bike facilities can be at sidewalk level, street level or at a level in between.
 
4 Traditional

In the context of this report, “traditional” is an adjective that connotes the well-established values, principles, and theories for city-
building that were developed through trial and error over millennia and peaked prior to the modernist movement.  Traditional practices 
affected all aspects of city-making from park systems, to street networks, to transit networks, to building design and placement.

5 Community Vision

A community vision is an informed consensus of what the place ought to be like in the future.  Usually the intent is to provide a direction 
that aligns subsequent actions (e.g., planning policies, projects, funding, designs, energies, etc.) towards pursuing the vision.
 
6 On-Street Bicycle Facilities/Lanes

On street bicycle lanes are 4 to 6-foot-wide lane, designated for cyclists with edge lines and bike symbols, located to the right of the 
rightmost through motor vehicle lane.  
 
7 Valley Gutter
 
A valley gutter is a shallow, V-shaped, channel to convey storm water to a catch basin, rain garden, or other facility.  Usually, the 
valley gutter is made of concrete, stone, or brick.  Typically, a valley gutter is located along the outside edge of the outermost travel 
lane of the street.  If on-street parking and bulbouts are present, then it is best practice to have a valley gutter between the parking 
row and the adjacent travel lane.  Valley gutters are usually 2-feet wide.  For width calculations, 1-foot of the valley gutter’s width is 
considered part of the width of the parking stall and 1-foot is considered part of the width of the adjacent lane.  So, in a typical cross-
section for a street, if there is a lane marking and then of 10 feet of brick, a 2-foot valley gutter, 7 feet of concrete, and then a curb; 
then the travel lane is 11 feet wide and the parking row is 8 feet wide.  
 
8 Curb Extension

A “curb extension” or “bulbout” is a traffic calming measure used at the end of, or within, a row of on-street parking to:

i) narrow the curb-to-curb width of a street;
ii) provide a location for a street tree To provide shade, accentuate intersections, and narrow the optical/perceived width of  
 the street;
iii) shorten the crossing distance for pedestrians;
iv) slow down motorists;
v) increase safety;
vi) reduce impervious surface; and
vii) for bulbouts at the ends of parking rows, prevent motorists from parking too close to the intersection.

Curb extensions can also be designed to provide a location for:

i) a bus stop;
ii) a rain garden/storm water attenuation facility; 
iii) a place for traffic signal poles, art, benches/seating areas, information kiosks, bicycle parking, entrance features, trash  
 receptacles, and/or other street furniture. 
 
9 Traditional City

An overlay within the City of Orlando’s Land Development Code which designates properties located inside the Pre-World War II 
boundaries of the City. The overlay requires new construction to be consistent with the traditional character of these areas including 
requirements for pedestrian-oriented building placement.   
 






