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Executive Summary 

An initial median feasibility concept was developed for the Monroe Street corridor and 

modified throughout the public involvement process. Median feasibility was determined 

based on the existing right-of-way, traffic operational characteristics, and the need to 

improve safety.  Implementation of medians throughout segments within the corridor were 

identified as “Warranted”, referring to the implementation of medians to improve safety, or 

“Feasible”, referring to the implementation of medians given current physical and 

operational characteristics.  The recommendation for median implementation for each 

segment is described in the following sections.  

North Magnolia Drive to CSX Railroad Bridge (South Monroe) 

Within the segment from N. Magnolia Drive to the CSX Railroad Bridge, it was determined 

that medians are not warranted based on historic crash records.  Medians are feasible, but 

not warranted for safety purposes at this time. However, as Placemaking efforts continue in 

the South Monroe-South Adams District, installation of medians may be incorporated to 

contribute to an overall sense of place in the District. Additionally, as proximal projects 

including Cascades Park and the FAMU Way extension are completed, medians may 

become necessary along South Monroe to provide pedestrian refuges and increase safety 

throughout the corridor.  See sheet 1 through sheet 5 of Appendix A for the median 

feasibility south of the CSX Railroad Bridge. 

CSX Railroad Bridge to Thomasville Road (Downtown) 

Within the section from CSX Railroad Bridge to Thomasville Road, median implementation 

is warranted but not feasible. The right of way (ROW) within the downtown area is 

extremely limited. There is a large amount of pedestrian activity that may benefit from a 

raised median to assist with mid-block crossings.  The block lengths through the downtown 

area are quite short and the value of the existing on-street parking is instrumental for the 

current business owners.  The inability to widen the road due to ROW restrictions makes 

medians in this area not feasible.  Sheet 5 through Sheet 10 of Appendix A depict the 

results of the feasibility study for this segment. 
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Thomasville Road to John Knox Road 

Within the segment between Thomasville Road and John Knox Road, median 

implementation is both feasible and warranted except in the area between 5th Avenue and 

7th Avenue. In this area, medians are warranted but not feasible due to the extended 

queuing for the left turn lanes.  The current volume of left-turning vehicles within this 

segment is very high.  Queue lengths of left turning vehicles were observed to verify that 

medians are not feasible.  It was found that the implementation of a median in this area 

would decrease the left turn lane storage and cause the queue to spill into the through 

lanes thus further degrading the overall operation of Monroe Street.  The remainder of this 

segment has detailed median recommendations illustrated in the concept plans, sheet 11 

through sheet 17 of Appendix A. The Lake Ella area, 7th Avenue to Tharpe Street, had a 

more in depth study with three median alternatives. The study in its entirety can be found 

in Appendix B. 
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1. Introduction 

Recognizing the need for integrated and inclusive planning for the Monroe Street corridor, 

the Capital Region Transportation Planning Agency (CRTPA) conducted the Monroe Street 

Access Management and Lake Ella Implementation Study.  The corridor study grew out of 

the need to develop a uniform strategy for the overall corridor that incorporates median 

implementation, safety enhancements and enhancing community character while providing 

multimodal accessibility to activity centers along Monroe Street. The implementation study 

at Lake Ella focused on enhancing pedestrian safety through the implementation of 

medians and/or other pedestrian crossing aides. 

Monroe Street is a critical component of the regional transportation system and plays a 

vital role in the movement of people and goods through and within the area.  It is one of the 

larger north south connectors in Tallahassee. It also provides access to Interstate 10. The 

study focused on approximately 4 miles of Monroe Street from just south of Magnolia Drive 

to John Knox Road which can be seen in Figure 1.1.  

The Monroe Street Corridor is a State maintained roadway within the city limits of 

Tallahassee.  As part of the effort, an advisory project team, consisting of municipal staff, 

business owners and other stakeholders, was identified to provide guidance to both 

planning efforts.  Understanding the inherent relationships between transportation and 

almost every other community element provided the foundation for this comprehensive 

approach to planning transportation improvements within the corridor.  The study resulted 

in specific recommended improvements to address the 

feasibility of medians throughout the entire corridor 

in addition to the implementation plan for medians in 

the Lake Ella area.   

The Florida Department of Transportation (FDOT) 

categorizes roadways based on Access Class.  Access 

Management can be viewed as a balance between 

access to adjacent properties and mobility of people 

and goods through a corridor.   
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The FDOT Classes of access management range from Class 1, which is the most restrictive 

and includes the Interstate system, to Class 7, which allows for the most access to land use 

and has the greatest impact on mobility.  There are two access classes in the Monroe Street 

Corridor.  Class 7, from North Magnolia Drive to Thomasville Road, includes both 

restrictive and non-restrictive medians.  Full median openings have a minimum spacing of 

660 feet and directional median openings have a minimum spacing of 330 feet for Class 7.  

From Thomasville Road to John Knox Road is Access Class 5.  Class 5 includes restrictive 

medians with a minimum spacing of 1,320 feet for full median openings where posted 

speeds are less than 45 mph, and a minimum spacing of 660 feet for directional median 

openings. 

Many businesses depend on trucks for deliveries and drop-offs during various times 

throughout the business day.  Trucks and buses require an extremely large median to 

accommodate their turning radius while executing a U-turn.  Median widths to 

accommodate these large U-turns were determined infeasible due to the density of 

development in the corridor. Median opening placement considered the need for truck and 

other large vehicle access.  Although great care was taken to develop medians to serve 

adjacent businesses, sometimes trucks may be required to follow a slightly different route 

to arrive at the property. 

1.1. Literature Review  

Access management studies have found that the reduction of conflict points reduces the 

number of crashes.  Access management also reduces the severity of crashes by reducing 

the number of left turn crashes.   

A study completed on Apalachee Parkway (U.S. 90), in Tallahassee found that the 

implementation of access management reduced overall crashes by 38% and reduced left-

turn crashes by 82%.   

Safe Access is Good for Business found that medians can have a profound effect on driver 

safety compared to two-way left-turn lanes. Adding a median to a road that previously had 

a continuous two-way left turn lane can reduce the crash rate about 37% and the injury 

rate about 48%. For example, when a continuous two-way left turn lane was replaced with 

a median on Atlanta's Memorial Drive, the crash rate was cut in half.  It also states that 
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making a U-turn at a median opening to get to the opposite side of a busy highway is about 

25% safer than a direct left turn from a side street or other access point.  Research also 

shows that: 

 Medians may reduce pedestrian crashes by 46% and motor vehicle crashes by up to 

39%,  

 Medians may decrease delays (by greater than 30%) for motorists, 

 Medians allow pedestrians a safe place to stop at the mid‐point of the roadway 

before crossing the remaining distance, 

 Medians enhance the visibility of pedestrian crossings, particularly at unsignalized 

crossing points, 

 Medians can reduce the speed of vehicles approaching pedestrian crossings, 

 Medians can be used for access management for vehicles (allowing only right‐
in/right‐out turning movements), and 

 Medians provide space for supplemental signage on multi‐lane roadways. 

1.2. Ongoing Area Projects 

Several on-going studies have been completed throughout the corridor:

 FSU Department of Urban and 

Regional Planning (DURP) Study  

 Apalachee Parkway 

 Downtown Connectivity Plan 

 Multi-modal Transportation 

District 

 Midtown Action Plan 

 Placemaking Areas 

 South Monroe Sector Plan 

 State of the Southern Strategy 

 

These studies were reviewed and components from each study were combined into the 

Monroe Street Access Management and Lake Ella Implementation Study to ensure a 

uniform strategy is adopted for access management.  

The FSU DURP Study focused on pedestrian safety issues on Monroe Street from 

Thomasville Rd to Tharpe St. It addresses many of the cumbersome physical features 

pedestrians encounter while traveling along Monroe St. For example, there are utility and 

traffic poles that restrict the width of the sidewalk, as well as many non-ADA compliant 

curbs. FSU DURP made numerous suggestions for improvements that included obstruction 
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free sidewalks, clearly identifiable pedestrian crosswalks, as well as a newly implemented 

pedestrian crosswalk in the Lake Ella area. The recommendations for the Lake Ella area 

were a particular focus in order to provide appropriate safety improvements that best serve 

the needs of the community.  

Apalachee Parkway 

The Downtown Connectivity Plan analyzes and explains how Downtown is connected to the 

Tallahassee metropolitan area and its accessibility and utilization by the community. 

Pedestrian and vehicle safety was addressed, as well as how Downtown interacts with the 

rest of Tallahassee.  Physical characteristics that inhibit pedestrian traffic were addressed 

while roadway geometry that encourages slower speeds was recognized. Downtown is 

unique in that it is such a pedestrian utilized community. The Tallahassee Downtown 

Improvement Authority recognized that connecting Downtown to the rest of Tallahassee 

through effective mass transit options and personal vehicle parking was essential to the 

health growth of the area. Since Monroe St. runs through the heart of Downtown, access 

management needs to be thoroughly researched in order to positively impact the 

businesses, residents, and commuters of the area. 

Multi-modal Transportation District 

The Midtown Action Plan addresses the existing conditions that contribute to Midtown’s 

sense of place, along with goals and improvements to increase the walkability of the 

community. The Midtown Merchant Association and surrounding neighborhood 

associations identified that its existing smaller blocks, street grid network and open area 

shopping is ideal for a walkable community. However, improvements such as a visual 

brand, parking solutions, and reclaimed public spaces would improve the sense of place in 

Midtown. Lake Ella is a major focus with the Midtown community and is a major 

component of the median implementation plan. It is important to address the existing 

needs and incorporate the desires of the community to move towards achieving the overall 

vision for the area.  

The Placemaking Areas document identifies roadway segments that have need for 

improvements and the Placemaking area they impact. Recognizing and understanding the 

planned future improvements for these areas is vital as Monroe Street connects the Gaines 
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Street, Downtown and Midtown areas.  The South Monroe Sector Strategy acknowledges 

the need for an economic and central vision for the South Monroe area. The beautification 

and aesthetic improvements to the area would promote economic development and attract 

people. Specific improvements to Monroe Street were also listed, such as the installation of 

a median, better curb definition and access, and property buffer areas to separate the street 

from the businesses. The median access study begins in heart of this community and 

recognizes the need for improved pedestrian safety which could increase the attractiveness 

of the businesses.  

The State of Southern Strategy Report details the history of comprehensive planning in the 

southern region of Tallahassee (South of Gaines Street and Pensacola Street). As part of the 

recommendations, the report proposes that medians be implemented on South Monroe 

Street.  This recommendation is not consistent with the current Monroe Street Access 

Management Feasibility Study, which recommends that medians are not needed for safety 

improvement on South Monroe at this time.   

2. Data Collection and Geographic Information Systems 

The identification of physical features and extraction of operational data was the first task 

in the effort.  Geographic Information Systems (GIS) data was collected for data pertinent 

to the facility and the surrounding corridor area.  These data include the physical 

attributes and operational characteristics of the facility.  The data were collected from 

existing sources and include the following elements: 

2.1. Physical Attribute Data 

 Existing access points  Sidewalks 

 Rights of Way  Bicycle facilities 

 Railroads and railroad crossings  On-street parking 

 School zones  Bus routes/stops 

 Emergency management locations  Existing buffers 

 Traffic control devices  Existing parallel facilities 

 Intersection location and dimensions  
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 Cross section with pavement width; existing 
median treatments; shoulder types 

 

 

It was also critical to identify the types of land uses that generate access directly onto the 

facility, as well as major attractions or generators that are located within the corridor area.  

This area extended ¼ mile on either side of the corridor.  Land uses, such as educational 

institutions and governmental agencies that generate or attract significant traffic were 

identified.  It was also critical to identify any emergency management facilities, such as fire 

stations, within the corridor area that may require special considerations with regard to 

access and turning radii.  Emergency management personnel were invited to a part of the 

Project Team, which is discussed in later sections of this report. 

RS&H conducted a windshield survey of those properties adjacent to the facility, identifying 

types of use as well as access points and their location.  Within the corridor area, those 

properties not adjacent were identified through a desk audit, with field verification when 

necessary.  Additional or supplemental information regarding the location of emergency 

management facilities, schools, and other facilities/uses were gathered from the 

coordination effort described below.  

In addition, community resources and specific character areas were also be identified.  

Examples of these types of resources and areas include the Lake Ella area and the 

downtown district that may require special treatments or considerations.  Any historic, 

environmental, or cultural resources adjacent to the facility or within the corridor area 

were also identified. 

2.2. Operational Data 

Speed limits, traffic volumes, traffic composition (truck percentages), and accident data 

were collected as part of the operation data for this study.  The Florida Traffic Online (FTI) 

(2011) DVD was used to access traffic volumes, truck percentages and speed limits.  Speed 

limits through the corridor range from 25 mph in the downtown district, to 35 mph on the 

north and south ends of the project limits.  The posted speed limit in the Lake Ella area is 

35 mph.   
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2.2.1. Traffic Data 

Traffic data was utilized from the City of Tallahassee website, as well as FDOT’s 2011 

Florida Traffic Information and Highway Data DVD. No additional traffic data was 

collected for this project. The traffic monitoring site number, site description and heavy 

truck data were analyzed for each segment throughout the corridor.  The Annual Average 

Daily Traffic (AADT) for each monitoring site can be found in Table 2.1. 

Table 2.1: 2011 Traffic Data 

Segment Site Description 
% Heavy 
Trucks 

AADT 

North 
Magnolia to 

CSX 
Railroad 

555060 Monroe Street 300' North of Orange Avenue 5.10 23,500 

555002 SR 61 150' North of Seaboard Coastline R/R 2.80 21,500*

CSX 
Railroad to 
Thomasville 

Road 

555003 SR 61 300' South of Apalachee Parkway 5.10 30,500 
555004 SR 61 100' North of Apalachee Parkway 5.10 37,000 
553002 Monroe Street 400' South of Tennessee Street 5.10 31,500 
555006 Monroe Street 150' North of Tennessee Street 2.20 32,000 

555008 
Monroe Street 150' South of Thomasville 
Road 

2.20 39,000 

Thomasville 
Road to 

John Knox 
Road 

555009 
Monroe Street 200' North of Thomasville 
Road 

2.40 30,500 

555011 Monroe Street 150' South of Tharpe Street 3.20 35,500 
555012 Monroe Street 300' North of Tharpe Street  3.20 32,500 

553003 
Monroe Street 300' South of Silver Slipper 
Lane 

2.20 41,500 

555108 Monroe Street 150' South of Allen Road 3.20 37,500 
*Even though site lies 150 feet north of the Segment 1 boundary, traffic pattern still closely relates 
to Segment 1 due to geographical restrictions. Therefore it was included in Segment 1’s average 
AADT calculation. 

The composite AADT for each segment is listed in Table 2.2. The AADT of the FTI 2011 

sites within each segment were averaged when multiple were available. 

Table 2.2: Composite AADT by Segment 

Segment Average AADT 

North Magnolia to CSX Railroad 22,500 

CSX Railroad to Thomasville Road 34,000 

Thomasville Road to John Knox Road 35,500 
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3. Assessment of Existing and Future Conditions 

Based on the collected data, any operational deficiencies and safety issues were identified.  

The technical analysis included an assessment of crash data, access points, existing right-

of-way, typical turning movements and multimodal access/connectivity.   

In addition to the technical analysis, issues were identified through community, public and 

stakeholder input.  This input from property owners and the users of the facility provided 

valuable information that was not identified through the data assessment. 

The existing community characteristics were documented. This effort examined and 

incorporated in the analyses any existing plans or programs that are focused on 

enhancing/preserving the sense of place or community.  This information was important in 

the development of the final recommendations to ensure coordination with overall 

community goals and objectives. 

As an arterial roadway, the section of Monroe Street involved in the Monroe Street Median 

Feasibility Study contains a high density of cross street intersections and access points to 

local businesses.  Approximately 0.2 miles (5%) of the 3.9 mile corridor contains a raised 

median.  The only sections currently with raised medians are from East Gaines Street to 

just south of East Bloxham Street, Apalachee Parkway to East Madison Street, and two 

island medians located at Thomasville Road.  The remainder of the corridor features a two-

way left-turn lane that both directions of traffic utilize for left-turns and queue storage. 

3.1. Crash Analysis 

The focus of this section is to identify high crash locations and determine whether the 

installation of a median would act as an effective countermeasure that can be implemented 

through alternative designs to increase safety within the corridor.  Crash data over a 5-year 

period for the Monroe Street corridor was collected, obtained from the City of Tallahassee 

Police Department.  All crash data was analyzed to help understand where crashes occur 

within the roadway corridor and to identify problem areas.  The crash information was 

summarized to determine the number of accidents, identify crash trends, and identify 

crash-prone locations.  
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3.1.1. Crash Data Collection 
The crash data for the Monroe Street Median Feasibility Study includes historic crash data 

provided by the City of Tallahassee Police Department.  This crash data ranges from 

Yaeger Street to John Knox Road for the five year period from January 2007 through 

December 2011. The historic crash data was evaluated to determine the location of any 

significant, existing safety hazards along the study corridor.  The following sections 

describe the basic data analysis and include tables and figures of the crash data within the 

study corridor. 

3.1.2. Data Analysis 
The crash data was analyzed based on the address/intersection of a crash and the number 

of crashes at each site.  The mid-segment crashes are represented as unlabeled bars in 

between the bars labeled with an intersecting street in Error! Reference source not found. 

through Error! Reference source not found.. The number of crashes at each intersection 

include those that occurred within the intersection influence area of Monroe Street and the 

cross street. The total number of crashes along the entire corridor over 5 years is 2,881 

crashes, shown in Table 3.1. Segment 1, North Magnolia Street to the CSX Railroad Bridge 

which is approximately Bloxham Street (but not including Bloxham Street), had 185 

crashes over a distance of approximately 1 mile. Segment 2, approximately Bloxham Street 

to Thomasville Road (but not including Thomasville Road), reported 1,102 crashes over a 

distance of approximately 1.2 miles. Segment 3, Thomasville Road to John Knox Road, had 

approximately 1,594 crashes over a distance of approximately 1.6 miles. Error! Reference 

source not found. through Error! Reference source not found. show the number of crashes 

by within each segment.  

Table 3.1: Total Crashes Over 5 Years 

Segment Crashes 

North Magnolia to CSX Railroad 185 
CSX Railroad to Thomasville Road 1,102 
Thomasville Road to John Knox Road 1,594 

Total 2,881 
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Figure 3.1: Segment 1 N. Magnolia Street to the CSX Railroad Bridge (Approximately) 

 

 

Figure 3.2: Segment 2 The CSX Railroad Bridge (Approximately) to Thomasville Road 
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Figure 3.3: Segment 3 Thomasville Road to John Knox Road 

A crash location map was created to analyze the intensity of crash occurrences throughout 

the entire study area.  As shown in Figure 3.4, the crash intensity increases near the 

intersections of Tennessee Street, Tharpe Street, and John Knox Road.  The segment of 

Monroe Street south of the CSX Railroad indicates that the crash occurrence is relatively 

minor.  The crash occurrence in the form of crash rates is further analyzed in later sections.    
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3.1.3. Crash Rate Analysis 
A crash rate calculation was conducted to compare the Monroe Street Corridor crash rate to 

that of the FDOT District-wide and State-wide crash rates.  Annual Average Daily Traffic 

(AADT) values for specific sites along the corridor within the study limits were taken from 

the Florida Traffic Information (FTI) 2011, shown previously in Table 2.1, and averaged for 

each segment, Table 2.2.   

Using the mean AADT, calculated using all sites available within the study limits, the 

crash rate for the Monroe Street corridor was determined to be 12.7 crashes per million 

vehicle-miles.  The crash rate equation is shown in Equation 1, where R is the crash rate 

per million vehicle-miles.   

Equation 1  

= ( . 	 ℎ )(10 )( )( . 	 ) 365  

Table 3.2 displays the variables for each segment that are included in the crash rate 

equation, as well as the variables for the total corridor. Segment 1 had significantly less 

crashes than Segments 2 and 3, with a crash rate of 4.51 per million vehicle-miles. Segment 

2 had a crash rate of 14.8 per million vehicle-miles. Segment 3 had a crash rate of 15.38 per 

million vehicle-miles. As noted above, the crash rate for the entire corridor was 12.7 per 

million vehicle-miles. 

Table 3.2: Crash Rate Variables 

Segment 
Number of 

Crashes 
AADT 

(veh/day)
No. of 
Years 

Length 
(mi) 

Crash Rate 
(per million 
veh-miles) 

N. Magnolia to CSX 
Railroad 

185 22,500 5 1 4.51 

CSX Railroad to 
Thomasville Road 

1,102 34,000 5 1.2 14.8 

Thomasville Road to John 
Knox Road 

1,594 35,500 5 1.6 15.38 

Total 2,881 32,708* 5 3.8 12.7 
*AADT was averaged across all sites available (12 sites) 
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As shown in Table 3.3, this rate is more than double the Statewide average of 4.70, and 

more than quadruple the District 3 average of 2.75 crashes per million vehicle miles for 

Urban 4-5 lane 2 way undivided roadways.   

Table 3.3: Crash Rates 

Location Crash Rate (per mv miles) 

District 3* 2.75 

Statewide* 4.70 

Monroe Street Corridor 12.7 
*Average crash rate for Urban 4-5 Lane 2 way undivided roadways from 2007-20011 

3.2. Access Management 

As previously noted, few sections of Monroe Street are currently fitted with raised medians, 

occurring sporadically between Bloxham Street and Apalachee Parkway and at the 

Thomasville and John Knox intersections. The majority of the sections have Two-Way Left-

Turn Lanes (TWLTL) that provide little protection for crossing pedestrians and pose a 

threat to both turning and through vehicles.  The FDOT has adopted access management 

standards for State maintained roadways which are shown below in Table 3.4. 

Table 3.4: Rule 14-97 of the Florida Administrative Code 

Access 
Class 

Median 

Median Opening Spacing 
Standard (feet) 

Signal Spacing 
Standard (feet) 

Connection Spacing 
Standard (feet) 

Full Directional 

Posted 
Speed 

Greater than 
45 MPH 

Posted Speed 
of 45 MPH 

or Less 

2 Restrictive 2,640 1,320 2,640 1,320 660 

3 Restrictive 2,640 1,320 2,640 660 440 

4 Non-Restrictive ‐  ‐  2,640 660 440 

5    Restrictive  

2,640 

660 

2,640 

440 245 

at greater than 45 
MPH posted speed

at greater than 45 
MPH posted speed

1,320 1,320 
at 45 MPH or less 

posted speed
at 45 MPH or less 

posted speed

6 Non-Restrictive ‐  ‐  1,320 440 245 

7 Both Median Types 660 330 1,320 125 125 
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3.3. Land Use 

The Leon County Comprehensive Plan (December 2011) outlines the future land use for 

Leon County. The land immediately adjacent to the Monroe Street corridor varies in use. 

Within the southern limits of the project, from N. Magnolia Drive, to the CSX Railroad 

Bridge, the area is categorized as Central Urban. The segment from the CSX railroad 

bridge to approximately Carolina Street is categorized as Central Core; from Carolina 

Street to Tharpe Street transitions back to Central Urban with a mix of Government 

Operations and Activity Center. From Tharpe Street to the northern project limits at John 

Knox Road, the area is mainly suburban with a mix of activity centers.  The Tallahassee 

Future Land Use Map can be seen in Figure 3.5. 
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3.4. Mobility 

The existing traffic conditions were analyzed in three segments throughout the project area 

based on the annual average daily traffic (AADT) for each segment.  The traffic conditions 

were evaluated using the 2009 FDOT Quality/Level of Service (QLOS) Handbook and 

Highway Capacity Manual 2000 standards and methodologies.  The results of the analysis 

are based on total delay for the roadway segment and are expressed in a Level of Service 

(LOS) format; where LOS A is the best operating condition, or “free flow” and LOS F is the 

worst operating condition.  The Leon County Comprehensive Plan (December 2011) states 

that the adopted LOS for Monroe Street (Principal Arterials) is D, shown in Table 3.5.   

Table 3.5: Leon County Adopted Level of Service 

 

Based on the FDOT Generalized Service Level of Service (LOS) Tables, the Monroe Street 

corridor was analyzed for the three segments.  The 2011 AADT and resulting Level of 

Service for each segment are shown in Table 3.6. 

Table 3.6: Segment Level of Service 

Segment 2011 AADT LOS 

N. Magnolia to CSX Railroad 22,500 C 

CSX Railroad to Thomasville Road 34,000 E 

Thomasville Road to John Knox Road 35,500 E 

 

The portion of Monroe Street from the CSX Railroad to John Knox Road is not currently 

meeting the adopted LOS requirement.   
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3.5. Bicycle, Pedestrian and Transit Facilities 

Bicycle lanes are present on Monroe Street in Segment 1, from Yeager Street to Perkins 

Street, where the roadway narrows and bike lanes are no longer present.  The entire 

Monroe Street corridor is currently comprised of sidewalks on both sides of the road.  

Pedestrian demand was observed in the major pedestrian activity centers, including the 

downtown portion of Monroe Street which has the highest observed pedestrian demand, as 

well as in the Lake Ella area.  Transit facilities and operations are provided by StarMetro 

through the Big Bend Route and a portion of the Gulf Route.  On-street parking is currently 

present near the Capital Cascades Park and in the downtown area from East College 

Avenue to East Georgia Street.   

3.6. Right of Way  

The existing right-of-way map from FDOT was reviewed throughout the study area.  South 

Monroe has approximately 150 feet of right-of-way from North Magnolia Drive to Perkins 

Street, where the right-of-way narrows to approximately 66 feet.  The right-of-way is 

approximately 66 feet from Perkins Street north to Silver Slipper Lane, where the right-of-

way widens to accommodate the additional traffic lanes.    

4. Public Involvement 

The public involvement process for this median feasibility study goes beyond informing the 

public about the project process and alternatives being considered.  The public had an 

opportunity to assist the CRTPA in the decision making process.  There were multiple 

opportunities for the public to comment on all aspects of the project and median 

components throughout the process. The public involvement efforts also allowed the study 

team to respond to public concerns and incorporate individual’s ideas 

4.1. Project Team Meetings 

In an effort to ensure seamless communication and efficient coordination, a Project Team 

was created.  The Project Team met on a monthly basis throughout the life of the project.  

Median concepts and public concerns were discussed at each meeting.  Project Team 



22 
 

members received information regarding specific updates to the Median Feasibility Study, 

as well as information regarding median implementation in general.   

The Project Team consisted of representatives from local organizations, city, county and 

state government representatives, emergency service representatives, and stakeholders 

within the project area. A full list of the agencies represented is shown below: 

 City of Tallahassee  StarMetro  FDOT Safety Projects 

 FDOT District 3 

Planning 

 FDOT District 3 Traffic 

Operations 

 FDOT District 3 Design 

 Levy Park Neighborhood 

Association 

 Midtown Business 

Association 

 Knight Creative 

Communities 

 Lafayette Park 

Neighborhood 

Association 

 Community 

Redevelopment Agency 

 Tallahassee-Leon County 

Planning 

 Downtown Improvement 

Authority 

 Tallahassee Fire 

Department 

 CRTPA 

 

4.2. Project Webpage 
 

The CRTPA maintained a project specific webpage throughout the life of the Median 

Feasibility Study.  The webpage, www.crtpa.org/monroe-median-project.html, provided 

information regarding the benefits of medians, access management criteria, how access 

management positively impacts business, and local access management studies. 

The project record is also available for review and includes the public meeting information, 

small group meeting documentation, and the presentations that were given throughout the 

life of the project.  Citizens also have the opportunity to comment, communicate ideas, or 

voice concerns via the website.  
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4.3. Open House Meetings 

Stakeholder and public involvement was a major focus for the Monroe Street Median 

Feasibility Study.  Understanding concerns from the public and specifically, property 

owners along the facility, was the largest component of the open house meetings.  Three 

open house meetings were held during various stages of the median feasibility study.   

The Public Meetings were advertised at least 14 days in advance of the meeting date.  

Display advertisements were placed in the Tallahassee Democrat and letters were mailed 

to each business along the corridor with an announcement regarding the meeting purpose, 

meeting time, location, and a brief description about the project. 

4.3.1. Meeting #1 

The first public open house was held on March 6th, 2012 in the City Hall, City Commission 

Chambers and had 41 attendees.  Project information was displayed on static display 

boards and plan sets depicting the existing conditions were shown with an aerial 

background.  Each business along the corridor was identified and labeled to assist 

concerned business owners with locating their property.  The meeting was advertised in the 

Tallahassee Democrat on April 28th, 2012, a media release was published on March 3rd, 

2012, and email announcements were provided to those that had requested notification 

through the project website. 

The purpose of Public Meeting #1 was to introduce the project to the interested 

stakeholders.  The Project Team was able to speak individually with interested parties 

regarding median location, type, and design.  Citizens commented on daily traffic patterns, 

high pedestrian crossing locations, and the issues that they observe on a daily basis. 

4.3.2. Meeting #2 

The second public open house was held on June 28th, 2012 in the City Hall, City 

Commission Chambers and had 25 attendees.  Plan sets depicting the proposed median 

placement for the entire corridor were displayed on tables and the participants had the 

opportunity to edit the proposed medians and place comments or concerns directly on the 

plan sets.  Members of the consultant team and CRTPA staff were available to assist 
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participants and answer any questions.  The meeting was advertised in the Tallahassee 

Democrat on June 22nd, and email announcements were provided to those that had 

requested notification through the project website. Hard copy letters were prepared for 

distribution to the businesses along the corridor.  These paper notifications were hand 

delivered to all of the businesses along Monroe Street the week of the meeting due to a 

malfunction in the mailing process. 

The purpose of the second public meeting was to present the draft locations, type, and size 

of the medians.  Those that attended the meeting were given the opportunity to comment 

on the proposed median design, which was shown on plan sets for the entire corridor.  

Consultant and CRTPA staff members were available to discuss median advantages and 

disadvantages and discuss alternative median configurations. 

4.3.3. Meeting #3 

The third public open house was held on November 28th, 2012 in the atrium of the 

Northwood Center and had 29 attendees.  The study recommendations were shown on plan 

sets for the entire corridor.  The plans displayed the proposed median placement and 

recommended median opening configurations. The public had the opportunity to make 

suggestions to median configurations, and place comments and concerns directly on the 

plans, as well as speak with RS&H associates and CRTPA staff. The meeting was 

advertised in the Tallahassee Democrat on November 23rd, and email announcements were 

provided to those that had requested notification through the project website. Hard copy 

letters were also distributed to the businesses along the corridor. 

4.4. Small Group Meetings 

As part of the involvement effort, smaller focus groups were identified based on the 

geography of the Monroe Street corridor.  Four area specific groups were identified, 

including South Monroe, Downtown, Lake Ella, and North Monroe.  Prior to the first small 

group meeting, the North Monroe and Lake Ella groups were combined due to their 

common interests.   

Those interested in attending the small group meetings were provided notice of the 

meetings via email a few days prior to the meetings.  The South Monroe small group 
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meeting was held on May 17th, 2012 in the corridor area at Dawg Et Al and five people were 

in attendance. The North Monroe and Lake Ella small group meeting was held on May 16th, 

2012 at Krewe de Gras and nine people were in attendance.  There was no interest 

expressed in holding a Downtown small group meeting.   

4.4.1. South Monroe Small Group Meeting 

The meeting opened with a presentation of the project which included updates from the 

project team meetings and the alternatives presented at those meetings.  Concerns were 

expressed about vehicular access into businesses and motorists inability to execute safe U-

turns if medians are constructed.  Attendees also expressed concerns regarding delivery 

trucks and their ability to safely access business to make deliveries and pickups. 

The project team shared examples of median retrofitted roadways that have been 

successful, including the Apalachee Parkway project in Tallahassee.  The project team 

explained that medians were not recommended where through streets existed and that if 

medians were recommended, they would help to reduce conflicts for vehicles and 

pedestrians, as well as the potential for landscaped medians to provide beautification 

opportunities within the corridor. 

4.4.2. North Monroe & Lake Ella Small Group Meeting 

The meeting opened with a presentation of the project which included updates from the 

project team meetings and the alternatives presented at those meetings.  Concerns were 

expressed about northbound left turns into the Sonic Restaurant.  The Project Team noted 

that they had not heard from Sonic regarding the median study. 

The vehicular access to Legion Street and Lake Ella was also a point of concern.  The 

Project Team explained the FDOT medina standards and how median opening spacing is 

regulated.  Concerns were also raised about the volume of pedestrian traffic crossing in the 

Lake Ella area, especially those using the StarMetro bus stops near Legion Street.  The 

Project Team shared the results of an April 12th, 2012 study showing pedestrian crossing 

locations and the number of pedestrians crossing within the Lake Ella area.  Based on the 

data collected, a mid-block signal would not be warranted. 
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Bill Ekwall, from the Tallahassee Fire Department, noted that the medians are not a 

problem for the fire trucks as long as they are designed properly.  He stated the medians 

that have the rolled curbs work for fire truck access and the 4” curb with the straight face 

cause issues. 

4.5. Public Comments 

Public comments were accepted throughout the duration of the project.  Appendix C 

contains all of the public comments received throughout the life of the project.  A summary 

of comments is shown in bullet format below: 

 Medians will limit vehicular traffic 

to my business 

 Median islands with left turn bays 

would make the corridor safer 

 Any change is vehicular access will 

hurt my business 

 Consider a traffic light at Lake 

Ella/ Legion Street 

 Medians should be landscaped for 

beautification 

 Medians will limit the left turn 

queuing and block through traffic 

 Coordinate with the City on other 

infrastructure improvements prior 

to construction 

 Raised medians with pedestrian 

crossings would benefit the Lake 

Ella area 

 We oppose medians between 5th 

and 8th Avenue 

 Do not alter the access to “The 

Cottages” at Lake Ella 

5. Recommended Median Configuration 

An initial median feasibility concept was developed for the Monroe Street corridor and 

modified throughout the public involvement process. Median feasibility was determined 

based on the existing right-of-way, traffic operational characteristics, and the need to 

improve safety.  Implementation of medians throughout segments within the corridor were 

identified as “Warranted”, referring to the implementation of medians to improve safety, or 

“Feasible”, referring to the implementation of medians given current physical and 

operational characteristics.  The recommended median feasible and warranted segments 

are shown in Figure 5.1. 



Median Feasiblity and
Warranted Map
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Legend
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A detailed median implementation plan was developed for roadway segments that 

identified medians as both feasible and warranted.  An aerial view of the median 

recommendations can be seen in Appendix A.  In these areas, it is recommended that 12 

foot travel lanes are narrowed to 11 feet to reduce vehicular speeds and increase the 

available roadway for median implementation.  A 17 foot landscaped median is 

recommended with “Type E” curb and gutter to facilitate stormwater runoff.   Typical 

roadway sections showing these improvements are shown in Figure 5.2 and Figure 5.3.   

Where median openings and turn lanes are recommended, the final design should comply 

with the current FDOT Design Standard.  For urbanized areas, turn lane queue lengths 

should be designed to accommodate four passenger cars, or approximately 100 feet, unless 

site specific turning movement data is available.  The length of 25 feet is an average 

distance, front bumper-to bumper of a queue. If the queue is comprised mostly of passenger 

cars, this distance provides for an average distance between vehicles of about one-half car 

length.  Designs for turn lane taper and deceleration lengths should comply with the FDOT 

Design Standard Index 301, or the designer should apply for the applicable design variation 

if appropriate turn lane deceleration standards cannot be achieved.  



 
MONROE STREET MEDIAN 
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MONROE STREET MEDIAN 
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The recommendation for median implementation for each segment is described in the 

following sections.  

5.1. North Magnolia Drive to CSX Railroad Bridge (South Monroe) 

Within the segment from North Magnolia Drive to the CSX Railroad Bridge, it was 

determined that medians are not warranted based on historic crash records.  Medians are 

feasible, but not warranted for safety purposes at this time. However, as Placemaking 

efforts continue in the South Monroe-South Adams District, installation of medians may be 

incorporated to contribute to an overall sense of place in the District. Additionally, as 

proximal projects including Cascades Park and the FAMU Way extension are completed, 

medians may become necessary along South Monroe to provide pedestrian refuges and 

increase safety throughout the corridor.  See sheet 1 through sheet 5 of Appendix A for the 

median feasibility south of the CSX Railroad. 

5.2. CSX Railroad Bridge to Thomasville Road (Downtown) 

Within the section from CSX Railroad Bridge to Thomasville Road, median implementation 

is warranted but not feasible. The right of way within the downtown area is extremely 

limited. There is a large amount of pedestrian activity that may benefit from a raised 

median to assist with mid-block crossings.  The block lengths through the downtown area 

are quite short and the value of the existing on-street parking is instrumental for the 

current business owners.  The inability to widen the road due to ROW restrictions makes 

medians in this area not feasible.  Sheet 5 through Sheet 10 of Appendix A depict the 

results of the feasibility study for this segment. 

5.3. Thomasville Road to John Knox Road 

Within the segment between Thomasville Road and John Knox Road, median 

implementation is both feasible and warranted except in the area between 5th Avenue and 

7th Avenue. In this area, medians are warranted but not feasible due to the extended 

queuing for the left turn lanes.  The current volume of left-turning vehicles within this 

segment is very high.  Queue lengths of left turning vehicles were observed to verify that 

medians are not feasible.  It was found that the implementation of a median in this area 

would decrease the left turn lane storage and cause the queue to spill into the through 
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lanes thus further degrading the overall operation of Monroe Street.  The remainder of this 

segment has detailed median recommendations illustrated in the concept plans, sheet 11 

through sheet 17 of Appendix A. The Lake Ella area, 7th Avenue to Tharpe Street, had a 

more in depth study with three median alternatives. The study in its entirety can be found 

in Appendix B. 

 
 

Figure 5.4: Median Rendering at Lake Ella
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Appendix A: Preferred Median Implementation Plan 
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Appendix B: Lake Ella Median Implementation Plan Report 
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Executive Summary 

This study examines the safety of the existing roadway features relative to pedestrian 

crossings along Monroe Street in the Lake Ella area. Marked and unmarked crosswalks, as 

well as other improvements, such as pedestrian activated signals and median 

improvements will be considered to improve pedestrian safety. Midblock crosswalks are 

intended to improve pedestrian connectivity and reduce instances of pedestrians crossing at 

random, unpredictable locations.   

Evaluating the likelihood of an uncontrolled midblock crossing being used once it is marked 

is difficult. The existing crossing volume may use alternative midblock crossing locations 

when a new midblock crosswalk is marked. However, with the existing pedestrian traffic in 

the Lake Ella area, a midblock crossing is not warranted according to the Manual of 

Uniform Traffic Control Devices (MUTCD) or the Florida Department of Transportation 

(FDOT) Traffic Engineering Manual. However, the implementation of a raised median will 

assist pedestrians in a two stage crossing. A signal warrant study at North Lake Ella Drive 

found that a traffic signal is warranted. This signal controlled intersection will provide a 

closer signalized crosswalk than the Tharpe Street intersection, which is an improvement 

for pedestrians. 

The preferred alternative for the Lake Ella Area is Alternative B, shown in Figure 0.1 and 

Figure 0.2, with a directional opening only in front of Legion Street.  The businesses on the 

east and west side of Monroe Street will receive left-in access but with only right out.  

A full median opening at Legion Street and On the Border Restaurant was considered, but 

due to the proximity of the nearest signalized intersection, it was determined that a safer 

alternative would be a directional median opening.  Motorists exiting the Legion Street 

area will have the opportunity to make a right turn, then a U-turn at the North Lake Ella 

signalized intersection.   

It is further recommended that additional signage be included as part of the new signalized 

intersection.  To safely perform a U-turn on Monroe Street, motorists must be clear of right-

turning vehicles from North Lake Ella Drive and the Lake Ella Plaza Shopping Center.  

Therefore, a sign stating that right turns must yield the right of way to U-turns should be 

installed.   
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Pedestrian timings must also be adjusted to allow for U-turning vehicles so that motorists 

and pedestrian conflicts are avoided.  
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1.0 Introduction 

The Lake Ella area is a robust activity center for pedestrian and bicycle activity.  The 

amenities include a 12 foot wide walking path around the lake, picnic pavilions and picnic 

tables, public restrooms and a playground area.  Parking for vehicular access can be found 

at cluster locations around the lake and in the form of parallel parking on Lake Ella Drive 

surrounding the lake. 

This study examines the safety of the existing roadway features relative to pedestrian 

crossings.  Marked and unmarked crosswalks, as well as other improvements such as 

pedestrian activated signals and median improvements, will be considered to improve 

pedestrian safety.  Midblock crosswalks are intended to improve pedestrian connectivity 

and reduce instances of pedestrians crossing at random, unpredictable locations.  A location 

map can be seen in Figure 1.1. 

The need for refuge areas is related to street widths, pedestrian walking speed, and vehicle 

gaps.  This study includes detailed information including; crash history, pedestrian and 

traffic volumes, number of lanes, speed limit, type of median, type and condition of 

crosswalk markings, and crosswalk locations.  Basic traffic engineering principals and 

intersection design procedures were applied to enhance the safety of pedestrians while 

balancing the mobility of the motoring public.  



_̂

Tallahassee

Legion 
Street

Lake Ella Drive

Tharpe Street

M
o
n
ro

e
 S

tre
e
t

Eighth Avenue

M
onroe S

treet

I-10

Tharpe Street

T
h

o
m

a
s
v
il
le

 R
o
a
d

Tennessee Street

M
e
ri

d
ia

n
 R

o
a

d

Figure 1.1
Lake Ella Median Implementation Study 

Location Map



Lake Ella Median Implementation Study   

7 
 

1.1. Previous Studies 
Previous studies have identified a need for improved pedestrian safety in the Monroe Street 

area near Lake Ella. The FSU Department of Urban and Regional Planning (DURP) 

completed the North Monroe Design and Safety Study, which provided an evaluation of 

existing conditions in the Lake Ella area, from 7th Avenue to Tharpe Street, as well as 

recommendations for improved pedestrian and bicycle safety. 

Existing Conditions: 

 Dual left turn lanes (center turning lane) cause hazards for pedestrians and drivers 

 Lack of crosswalks at almost every side street in the area, including the Lake Ella 

entrance, reduces connectivity for pedestrians 

 Long stretches between traffic signals and lack of pedestrian crossing distance 

between some intersections 

 Lack of midblock crossing to Lake Ella increases risk of pedestrians being struck by 

automobiles when trying to access the park between Tharpe Street and 7th Avenue. 

Recommendations: 

 Reduce automobile lanes from 12-feet to 11-feet to accommodate medians, buffers 

and sidewalk width improvements 

 Raised medians with landscaping to improve safety and aesthetics 

 Pedestrian midblock crossing at Lake Ella 

Previous studies have identified a need for a midblock crossing at Lake Ella.  This study 

analyzes potential treatments and implementation strategies.  Treatments considered 

include installation of a median, installation of a mid-block crosswalk with a painted 

crosswalk and advanced signage to alert motorists, as well as the installation of a 

pedestrian activated signal, such as the High-Intensity Activated crossWalK beacon 

(HAWK.). 

In recent years, there has been much debate surrounding the safety implications of 

marking crosswalks at uncontrolled intersections. Previous research results were 

contradictory in terms of whether pedestrian vehicle crashes were occurring with more, 

less, or the same frequency at marked and unmarked crosswalks. The contradictory 
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findings can be attributed to limitations of the research project designs, which contained 

many confounding variables and small, potentially biased sample sizes and sites.  

Previous research has found the following:  

 The presence of a median decreased the pedestrian crash risk; 
 Marked crossings had a higher incidence of pedestrian crashes on multi-lane (4 or 

more lanes) roads with high average daily traffic (ADTs); 
 Marked and unmarked crossings had similar incidences of pedestrian crashes on all 

2-, 3-, and multi-lane roads with lower ADTs; 
 Pedestrians ages 65 and above were over represented in crashes; 
 The installation of marked crossings did not alter motorist behavior (e.g., stop or 

yield to pedestrians) or pedestrian behavior (e.g., crossing without looking). 
 An overall higher risk as the number of lanes or ADT rate increases regardless of 

markings; 
 Recognition that multi-lane roadways with high ADT rates represent the most 

difficult scenarios for pedestrian crossings, and 
 The fact that marked crossings draw pedestrians to cross in that location, 

particularly in areas where the crossing is perceived to be difficult. 
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2.0 Existing Conditions 

Monroe Street in the Lake Ella area is a 5 lane roadway with a Two-Way Left-Turn Lane 

(TWLTL) where there are not dedicated left turn lanes. There are no raised medians. The 

posted speed limit is 35 mph.  The existing lane configuration can be seen in Figure 2.1and 

Figure 2.2. 

 

Figure 2.1: Sample of Lane Configuration; 
Lake Ella Drive 

    

Figure 2.2: Sample of Lane Configuration; 
Legion Street 

 

2.1. Nearest Crossing Locations 
The current crossing locations exist at 7th Avenue and Tharpe Street.  Both locations consist 

of signalized intersections, marked crosswalks and pedestrian activated crossing signals.  

The distance between 7th Avenue and Tharpe Street is approximately 2,500’.   
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2.2. Access Management Classification 
Access management is practiced to improve the safety of a roadway or corridor by reducing 

the number of conflict points a vehicle can encounter and balance it with mobility. A 

conflict point is a location where two vehicles’ paths can legally cross. For example, any 

time a left turning vehicle must cross an opposing lane to complete its turning movement, it 

has the potential to conflict with through moving vehicles. If the number of times a vehicle 

can come into conflict with another is reduced, the overall roadway safety is increased.  

The proposed median improvements for Lake Ella area most closely represent a Class 5 

roadway which allows for full median openings every 1,320 feet and directional median 

openings every 660 feet. Table 2.1 lists all roadway classifications as recommended by 

FDOT.  

Table 2.1: Rule 14-97 of the Florida Administrative Code 

Access 
Class 

Median 

Median Opening Spacing 
Standard (feet) 

Signal Spacing 
Standard (feet) 

Connection Spacing 
Standard (feet) 

Full Directional 

Posted 
Speed 

Greater than 
45 MPH 

Posted Speed 
of 45 MPH 

or Less 

2 Restrictive 2,640 1,320 2,640 1,320 660 

3 Restrictive 2,640 1,320 2,640 660 440 

4 Non-Restrictive ‐  ‐  2,640 660 440 

5    Restrictive  

2,640 

660 

2,640 

440 245 

at greater than 45 
MPH posted speed

at greater than 45 
MPH posted speed

1,320 1,320 
at 45 MPH or less 

posted speed
at 45 MPH or less 

posted speed

6 Non-Restrictive ‐  ‐  1,320 440 245 

7 Both Median Types 660 330 1,320 125 125 
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3.0 Data Collection 

3.1. Pedestrian Demand  
A pedestrian volume count study was performed on Thursday, April 12, 2012, from 10:30 

AM to 4:30 PM. Pedestrians that crossed Monroe Street between 8th Avenue and Tharpe 

Street were documented, as well as their approximate crossing location. The weather 

conditions were dry and sunny with a high level of activity observed at the Lake Ella park 

facilities.  The hourly pedestrian activity observed is shown in Table 3.1 and the pedestrian 

volume and approximate crossing locations is shown in Figure 3.1.  Appendix A contains 

pedestrian count raw data. 

Table 3.1: Pedestrian Data 

Starting 
Time 

Number 
of Ped. 

Number of Ped. 
Per Hour 

10:30 1 
10:45 4 
11:00 1 
11:15 2 8 
11:30 1 8 
11:45 1 5 
12:00 3 7 
12:15 4 9 
12:30 1 9 
12:45 2 10 
13:00 1 8 
13:15 2 6 
13:30 2 7 
13:45 2 7 
14:00 1 7 
14:15 1 6 
14:30 6 10 
14:45 3 11 
15:00 2 12 
Total 40 

*Italicized number indicates an interpolated 
value due to a break in data collection 

 

The FDOT Traffic Engineering Manual Section 3.8.5(3) describes the pedestrian volume 

demand required to warrant a midblock crossing.  A minimum of 20 pedestrians during any 

four consecutive 15-minute periods and a minimum of 60 pedestrians during any 4 hours of 

the day, not necessarily consecutive hours, are required.  No hours of traffic met or 
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surpassed 20 pedestrians per hour or 60 pedestrians during any 4 hours of the day. The 

MUTCD Pedestrian Volume Signal Warrant is also discussed in detail later in this report.   

 

Figure 3.1: Pedestrian Crossing Locations in the Lake Ella Area 

3.2. Vehicle Gap Size Study 
A vehicle gap size study was completed on Thursday, April 12, 2012.  This type of study is 

used to determine the size and frequency of gaps in vehicular traffic to facilitate safe and 

adequate pedestrian crossings. Data was collected for four time periods, each time period 

corresponding to the Pedestrian Volume Count Study that was completed concurrently. 

Table 3.2 contains a summary of the gap size data collected. Appendix A contains the gap 

size raw data.  
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Table 3.2: Gap Size Summary 

Adequate 
Gap Size 

(s) 

Number of Gaps 

10:30AM-
11:30AM 

11:30AM-
12:30PM 

12:30PM-
1:30PM 

1:30PM-
2:30PM Total 

8 5 1 2 4 12 
9 3 0 3 1 7 
10 1 0 1 1 3 
11 4 1 1 2 8 
12 2 1 0 1 4 
13 1 0 0 0 1 
14 1 1 0 1 3 
15 2 0 0 0 2 
16 1 0 0 0 1 
17 0 1 0 0 1 
18 0 0 0 0 0 
19 0 0 0 0 0 

 

The crossing distance is currently 65 feet across the four travel lanes and two-way left-turn 

lane and, with no median refuge, pedestrians are required to cross the entire facility.  An 

adequate gap was determined to be 19 seconds, which would allow a pedestrian with an 

average speed (3.5 feet per second) to safely cross Monroe Street.  No gap size recorded met 

the required 19 seconds to cross Monroe Street in one attempt.  

It was observed, however, that all crossing pedestrians did so in a two stage process, 

crossing two lanes of oncoming Monroe Street traffic and then waiting in the two-way left-

turn lane until the opposing two lanes of Monroe Street became free of traffic. The addition 

of a raised median in the Lake Ella area would provide the existing pedestrian traffic a 

safer refuge while crossing Monroe Street. Drivers along Monroe Street would be more alert 

and less surprised to the presence of pedestrians crossing in two stages.  

3.3. Traffic Volumes 
The 2011 average annual daily traffic (AADT) along the proposed crossing location is 

35,500 vehicles per day as recorded by the Florida Transportation Information (FTI) 2011 

DVD. The FTI AADT Report is in Appendix B. 
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4.0 Crash Analysis 

4.1. Crash Data Collection 
The City of Tallahassee Police Department (TPD) provided historic crash data for a one 

year period from September 27, 2011 and ending September 26, 2012 for the study area 

from East 7th Avenue to Tharpe Street.  Crash records reported by police on “Long Forms” 

were requested for all crashes that resulted in a vehicle being towed away, personal injury, 

or the death of a motorist, pedestrian, or bicyclist. They can be found in Appendix C.  The 

Long Forms provided by the police department allow analysts to more accurately identify 

crash locations and causal factors of each crash.  It was noted that this section of roadway 

reported 683 crashes over a five-year period, which is approximately 136 crashes per year, 

as opposed to the 53 Long Forms obtained from the TPD.  This discrepancy in the data can 

be attributed to crashes that did not result in a vehicle being towed away, personal injury, 

or the death of a motorist, pedestrian, or bicyclist.   

The following sections describe the basic data analysis and include tables and diagrams of 

the crashes at each intersection within the study corridor. 

4.2. Crash Data Analysis 
The crash data was catalogued by location, crash type and severity.  The severity of each 

crash was categorized as “PDO”, “non-fatal”, and “fatal”. PDO indicates a property damage 

only crash. Table 4.1 shows that there were a total of 53 crashes over the 1-year period.  

Forty-four (44) were PDO crashes. Nine (9) crashes incurred non-fatal injuries. No fatal 

crashes were recorded during observation period within the study limits. Also, no crashes 

involved pedestrians were identified. Figure 4.1 displays the crash severity of each incident 

and location by intersection.  

Table 4.1: Crash Severity by Intersection 

Intersection 
Crash Severity 

Total 
PDO Non-Fatal Fatal

7th Avenue 10 1 0 11 
8th Avenue 8 1 0 9 
Legion Street 4 0 0 4 
Lake Ella Drive 11 1 0 12 
Publix N. Entrance 3 0 0 3 
Tharpe Street 8 6 0 14 

Total 44 9 0 53 



Lake Ella Median Implementation Study   

15 
 

 

Figure 4.1: Crash Severity by Intersection 

 

4.2.1. Crashes by Intersection and Type 
Collision diagrams were plotted by location on aerial maps. Figure 4.2 and Figure 4.3 are 

the crash diagrams representing the project study limits. The crash locations on the 

following pages are based on the accuracy of the crash reports and are open to 

interpretation based on the police officer’s description of the incident.  When conflicting 

information was presented in the crash reports, the crash diagram was used when 

sufficient information was provided in that section. Each intersection within the study 

limit’s crash experience is summarized in the following paragraphs.   
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The intersection of 7th Avenue and Monroe Street experienced a total of 11 crashes. Table 

4.2 displays the number of crashes by type. The majority of crashes were rear end crashes, 

which, occur frequently at signalized intersections due to the fact that traffic signals 

interrupt the flow of traffic.  

 Table 4.2: 7th Avenue Crashes  

Crash Type Amount
Rear End 5 

Side Swipe 2 
HUP 0 
Angle 3 

Left Turn 1 
Bicycle 0 

Right Turn 0 
Total 11 

The intersection of 8th Avenue and Monroe Street experienced a total of 9 crashes. Table 4.3 

displays the number of crashes by type.  

Table 4.3: 8th Avenue Crashes 

Crash Type Amount
Rear End 5 

Side Swipe 1 
HUP 0 
Angle 0 

Left Turn 3 
Bicycle 0 

Right Turn 0 
Total 9 

The intersection of Legion Street and Monroe Street experienced a total of 4 crashes. Table 

4.4 displays the number of crashes by type.  

Table 4.4: Legion Street Crashes 

Crash Type Amount
Rear End 2 

Side Swipe 1 
HUP 0 
Angle 0 

Left Turn 1 
Bicycle 0 

Right Turn 0 
Total 4 
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The intersection of Lake Ella Drive and Monroe Street experienced a total of 12 crashes. 

Table 4.5 displays the number of crashes by type.  

Table 4.5: Lake Ella Drive Crashes 

Crash Type Amount
Rear End 3 

Side Swipe 4 
HUP 2 
Angle 1 

Left Turn 1 
Bicycle 0 

Right Turn 1 
Total 12 

The Publix North Entrance is primarily a right-in right-out driveway. It experienced a total 

of 3 crashes. Table 4.6 displays the number of crashes by type.  

Table 4.6: Publix N. Entrance 

Crash Type Amount
Rear End 2 

Side Swipe 1 
HUP 0 
Angle 0 

Left Turn 0 
Bicycle 0 

Right Turn 0 
Total 3 

The intersection of Tharpe Street and Monroe Street and the area just south of the 

intersection experienced a total of 14 crashes. Table 4.7 displays the number of crashes by 

type.  

Table 4.7: Tharpe Street Crashes 

Crash Type Amount
Rear End 7 

Side Swipe 2 
HUP 1 
Angle 1 

Left Turn 2 
Bicycle 1 

Right Turn 0 
Total 14 
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5.0 Overview of Alternatives Considered 

5.1. Full Traffic Signal with Pedestrian Activation 
An additional full traffic signal within the Lake Ella area would stop all vehicular traffic on 

Monroe Street when activated by a pedestrian. A detailed signal warrant can be found in 

Section 6.0: Signal Warrant Analysis. 

5.2. High-Intensity Activated crossWalK beacon (H.A.W.K) 
Also known as the Pedestrian Hybrid Beacon, the HAWK is used on a complex, high volume 

roadway with a high volume of pedestrian traffic.  The HAWK is a pedestrian activated 

signal that is only enabled when a pedestrian is present. The mast arm mounted signal has 

a unique signal head configuration: two red lenses over a single yellow lens. Ladder-style 

markings designate the pedestrian crosswalk as seen in Figure 5.1. When a pedestrian 

activates the signal via a push-button, the light begins to flash yellow. Then a solid yellow 

light warns vehicles to slow down and stop. A double solid red signal indicates that all 

traffic should be stopped and provides pedestrians a safe window to cross. After a 

predetermined safe crossing time, the signal begins an alternating flashing red phase that 

acts like a stop sign for vehicles who must yield to pedestrians still in or entering the 

crosswalk. At this time pedestrians see an upraised hand symbol with a countdown display 

informing them of the time remaining to complete the crossing. Each vehicle must treat the 

flashing red signal as a stop sign until the signal is deactivated with no lights flashing. 

 

Figure 5.1: HAWK Example (FHWA) 



Lake Ella Median Implementation Study   

21 
 

5.3. Crosswalk with Appropriate Signage 
Crosswalks provide a safe area where motorists must yield the right-of-way to pedestrians.  

Marked crosswalks can be found at signalized intersections, midblock locations, or other 

high pedestrian areas. Standard yellow flashing beacons and additional warning signs can 

be installed to notify motorists that the area contains pedestrians that may be crossing the 

roadway.    

5.3.1. MidBlock Crossing 
Midblock crossings facilitate pedestrian crossings at other than the end of block locations 

where traffic signals or other pedestrian features are present.  Midblock crossings must be 

designed to ensure placement, geometrics, and operations work seamlessly with both the 

pedestrians and the motorists. For a midblock crossing to work properly, the pedestrian 

demand must be present, adequate sight distance for motorists to react must be achieved, 

and applicable signage must be present. 

Midblock crossings work well when there is a focused demand for pedestrians to cross.  

According to the observations made during the data collection portion of this study,   

several pedestrians crossed within 10’s of feet of a current crosswalk, but they did not 

utilize the crosswalk to safely cross the street. 

The FDOT Plans Preparation Manual (PPM) Chapter 8.3.3.2 provides the following criteria 

for installation of a midblock crossing: 

1. Midblock crosswalks should not be located where the spacing between 
adjacent intersections is less than 660 feet,  
2. Midblock crosswalks should not be located where the distance from the 
crosswalk to the nearest intersection (or crossing location) is less than 300 
feet,  
3. Midblock crosswalks shall not be provided where the crossing distance 
exceeds 60 feet (unless a median or a crossing island is provided),  
4. Midblock crosswalks shall not be provided where the sight distance for 
both the pedestrian and motorist is not adequate (stopping sight distance per 
Table 2.7.1),  
5. Midblock crosswalks shall not be located where the ADA cross slope and 
grade criteria along the crosswalk cannot be met (per Section 8.3.2). 

 
The PPM also states that an engineering study must be completed to ensure that factors 

such as sight distance and crossing distance are examined.   
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5.3.2. Raised Crosswalk 
A raised pedestrian crosswalk is a speed hump that also functions as a crosswalk (Figure 

5.2). The speed hump has ladder-style markings as well as directional arrows on the 

roadway and appropriate signage alerting vehicles to the presence of an approaching 

crosswalk. Pedestrians are elevated which eliminates the need for a curb ramp when 

transitioning into the road. A raised crosswalk also serves as a traffic calming device. With 

these characteristics, this treatment is most often used on minor collectors with low speeds 

and high pedestrian usage or residential roadways. A raised crosswalk could be detrimental 

to roadways on bus routes or those with frequent emergency vehicle use.  

 

Figure 5.2: Raised Crosswalk 

5.4. Rectangular Rapid Flashing Beacon (RRFB) 
A Rectangular Rapid Flashing Beacon (RRFB) is a pedestrian crosswalk sign accompanied 

by two rapid flashing LED lights that can activated manually by a push button or passively 

by a pedestrian detection system (Figure 5.3). RRFB’s incur less cost than a traditional 

signal and can be powered by a solar panel. RRFB’s are placed at painted crosswalks to 

alert vehicles of the presence of a pedestrian.  



Lake Ella Median Implementation Study   

23 
 

 

Figure 5.3: Rectangular Rapid Flashing Beacon (RRFB) 

5.5. Raised Medians  
The following discussion on medians can be found in the Federal Highway Administration 

(FHWA) University Course on Bicycle and Pedestrian Transportation publication as part of 

lesson 12: Midblock Crossings. 

Advantages of Medians 

“Medians separate conflicts in time and place. A pedestrian attempting to cross one or more 

lanes of traffic in each direction must determine a safe gap in two, four, or even six lanes at 

a time. This is a complex task that increases in difficulty with limitations in sight distance 

and increasing vehicle speeds. Younger and older pedestrians have reduced gap acceptance 

skills compared with pedestrians in other age groups. Pedestrians are faced with additional 

challenges judging gap size at night. Many may predict that a car is 61.0 m (200 ft) off 

when, in fact, it is only 30.5 m (100 ft) away, far too close to attempt a crossing. 

Not only do medians separate conflicts, but they also create the potential for more 

acceptable gaps. On a standard-width, four-lane roadway with a center left-turn lane (19.5 

m (64 ft) wide, with five 3.7-m (12-ft) lanes plus two 61.0-centimeter (cm) (24-inch) gutter 

pans), it takes an average pedestrian traveling 1.2 m/second (s) (4 ft/s) nearly 16 s to cross. 

Finding a safe 16-second gap in four moving lanes of traffic may be difficult or impossible. 

In any event, an attempt to cross may require a wait of 3–5 minutes (min). Faced with such 

a substantial delay, many pedestrians select a less adequate gap, run across the roadway, 

or stand in the center left-turn lane in hope of an additional gap. If a raised median is 
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placed in the center, the pedestrian now crosses 7.9 m (26 ft) instead. This requires two 8 

second gaps (see figures 12-3 and 12-4). These shorter gaps come more frequently. Based on 

traffic volume and the platooning effects from downstream signalization, the pedestrian 

may be able to find an acceptable gap in a minute or less.  

Medians Are Less Expensive To Build  

The reduced construction cost of a median versus a center left-turn lane comes as a surprise 

to many designers. Grass medians allow natural percolation of water, thus reducing 

drainage and water treatment costs. Medians do not require a base or asphalt. Curbing is 

essential in urban sections where medians are typically raised above the level of the street. 

In general, however, medians average a 5- to 10-percent reduction in materials and labor 

costs compared to a center left-turn lane. 

Medians Are Less Expensive To Maintain 

While there is only a slight savings in cost to build a raised median versus a center left-turn 

lane, there is a substantial savings in maintenance. An FDOT study compared 6.4 km (4 

mi) of median versus center left-turn lane maintenance costs and found that medians save 

an average of 40 percent on maintenance costs based on a 20-year roadway life. More 

frequent resurfacing, such as every 7 to 9 years, would show much greater savings. This, 

too, surprises many designers. During the full life of the roadway asphalt, a raised median 

saves costs associated with sweeping accumulated debris, repainting lines, replacing raised 

pavement markers, and resurfacing lanes.” (FHWA Midblock Crossings 2006) 

5.6. Concern for “Jaywalking” 
Jaywalking is a commonly used term that refers to crossing a street in a manner that 

violates traffic laws, such as crossing a street midblock where no designated crossing exists, 

or acting in a reckless manner, such as crossing in front of vehicles and disregarding traffic 

signals. While walking recklessly is illegal, crossing between signals is allowable in certain 

circumstances. 

The Florida Department of Transportation states that pedestrians may cross midblock 

under the following circumstances: 

 Pedestrians may cross midblock if the nearest intersection does not have a traffic signal. 
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 Pedestrians may not cross between adjacent signalized intersections. 

 Pedestrians must yield to all vehicles on the roadway. 

 Pedestrians must cross at right angles to the roadway, or by the shortest route possible 
to reach the opposite side. 

5.7. Recommended Alternatives for Further Consideration 

Raised Median Installation 
 The implementation of raised medians will provide pedestrians a safe place to stop 

at the mid-point of the roadway before crossing the remaining distance, 

 Studies show that medians reduce pedestrian crashes by 46 percent and motor 

vehicle crashes by up to 39 percent, 

 Medians may decrease delays (by greater than 30 percent) for motorists, 

 Medians enhance the visibility of pedestrian crossings, particularly at unsignalized 

crossing points, 

 Medians can reduce the speed of vehicles approaching pedestrian crossings, 

 Medians can be used for access management for vehicles (restricting turning 

movements), 

 Medians provide space for supplemental signage on multi‐lane roadways. 

 

Full Traffic Signal with Pedestrian Activation  
A signalized intersection at the North Lake Ella and Lake Ella Plaza intersection will 

provide the following benefits: 

 Pedestrians will have the opportunity to activate the traffic light to accomplish a 

conflict free crossing, 

 Persons with limited mobility, such as wheel chair bound individuals, will have curb 

ramps and other ADA features provided, 

 Motorists will have a protected left turn movement from North Lake Ella Drive and 

the Lake Ella Plaza Shopping Center, 

 Motorists will have a protected U-turn movement on northbound and southbound 

Monroe Street. 
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6.0 Signal Warrant Analysis 

As part of the Median Implementation Plan, two Signal Warrant Studies based on vehicle 

traffic volume and one Signal Warrant Study based on pedestrian volume were completed.  

A signal warrant based on vehicle traffic was conducted at the intersections of Lake Ella 

Drive and Monroe Street and Legion Street and Monroe Street. The results of these studies 

showed that Lake Ella Drive and Monroe Street met two warrants (peak hour and four 

hour).  Legion Street and Monroe Street passed none of the warrants. The complete signal 

warrant analysis report for each intersection can be found in Appendix D. 

6.1. MUTCD (2009) Warrant 4, Pedestrian Volume 
The pedestrian volume signal warrant is intended for application where the traffic volume 

on a major street is so heavy that pedestrians experience excessive delay in crossing the 

major street (Section 4C.05, P1).  One of two requirements must be met in conjunction with 

an engineering study for need for a traffic control signal at an intersection or at a midblock 

location. 

A. The first condition states that for each of any 4 hours of an average day, the plotted 

points representing the vehicles per hour on the major street (total of both 

approaches) and the corresponding pedestrians per hour crossing the major street 

(total of all crossings) all fall above the curve in Figure 6.1; (Section 4C.05, P2, A) or 

B. For 1 hour (any four consecutive 15-minute periods) of an average day, the plotted 

point representing the vehicles per hour on the major street (total of both 

approaches) and the corresponding pedestrians per hour crossing the major street 

(total of all crossings) falls above the curve in Figure 6.2;  (Section 4C.05, P2, B). 

6.1.1. Pedestrian Four-Hour Volume 
The Lake Ella area did not pass the Pedestrian Four-Hour Volume warrant. The lower 

threshold volume for this warrant is 107 pedestrians per hour as seen in Figure 6.1. The 

maximum number of pedestrians per hour observed was 12 as seen in Table 3.1 earlier in 

this report.  
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Figure 6.1: Pedestrian Four-Hour Volume 

6.1.2. Pedestrian Peak Hour Volume 
The Lake Ella area did not pass the Pedestrian Peak Hour Volume warrant. The lower 

threshold volume for this warrant is 133 pedestrians per hour as seen in Figure 6.2. The 

maximum number of pedestrians per hour observed was 12 as seen in Table 3.1 earlier in 

this report.  

 

Figure 6.2: Pedestrian Peak Hour 
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6.2. MUTCD (2009) Pedestrian Hybrid Beacons Warrant 
A Pedestrian Hybrid Beacon or HAWK, described earlier in this report, is a pedestrian 

activated signal that can be installed at a midblock location based on evaluation of the 

needs with respect to the proximity of significant generators, pedestrian demand, 

pedestrian-vehicle crash history, and the distance between crossing locations. No matter 

what the oncoming traffic volume or the length of crosswalk is, the lower threshold 

pedestrian volume is 20 pedestrians per hour (Figure 6.3).  The maximum number of 

pedestrians per hour observed was 12 as seen in Table 3.1 earlier in this report.  Based on 

this analysis, a HAWK is not warranted for the Lake Ella Area. 

 

Figure 6.3: HAWK Pedestrian Volume Requirements 

  



Lake Ella Median Implementation Study   

29 
 

7.0 Median Design Alternatives 

Several alternative median configurations were analyzed during the median 

implementation study.  Each median configuration was developed using the standards from 

the FDOT Plans Preparation Manual (PPM).  A typical section was developed and reviewed 

by the FDOT early on in the project.  The approved typical section includes narrowing the 

existing 12 foot travel lanes to 11 foot lanes and adding a curb and gutter median.  Type “E” 

or mountable, curb is proposed for the median.  The proposed median will consist of a 

combination of vegetation and hardscape. The proposed typical sections are shown in 

Figure 7.1 through Figure 7.3. 

  



IMPLEMENTATION PLAN

   LAKE ELLA MEDIAN
FIGURE 7.1

TYPE E CURB

4-LANE DIVIDED

POINT

PROFILE GRADE

0.040.04

0.02

Natural Ground

0.02
0.02

POINT

PROFILE GRADE

0.02
0.02

0.02

Natural Ground

TYPE F

CURB AND GUTTER

CONCRETE SIDEWALK

TYPE F

CURB AND GUTTER

CONCRETE SIDEWALK

R/W LINER/W LINE

MONROE STREET (US 27)

TYPICAL SECTION

6’

TYPE E 

CURB AND GUTTER

6’

22’22’

TRAVEL LANE

11’

TRAVEL LANE

11’

TRAVEL LANE

11’

TRAVEL LANE

11’

R/W VARIES R/W VARIES

{ CONST.

65’ (APPROX.)

17’ MEDIAN

12.5’



FIGURE 7.2
IMPLEMENTATION PLAN
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IMPLEMENTATION PLAN

   LAKE ELLA MEDIAN
FIGURE 7.3
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The final three alternatives that were presented at the November 28th, 2012 public meeting 

considered a variety of median opening options.   

7.1. Alternative A – Restricted Access at Legion Street / On the Border 
Alternative A, Figure 7.4 and Figure 7.5, results in the most restrictive median 

configuration and contains no median opening across from Legion Street.  A full median 

opening is provided at North Lake Ella Drive / Lake Ella Plaza to accommodate the 

proposed traffic signal.  A directional opening into South Lake Ella Drive for southbound 

Monroe Street motorists is also provided.  A directional opening is provided at 8th Avenue 

with the appropriate deceleration and queue storage.  

7.2. Alternative B – Directional Opening at Legion Street / On the Border 
Alternative B, Figure 7.6 and Figure 7.7, contains a directional median opening at Legion 

Street allowing left turns into Legion Street and On the Border Restaurant, but left turn 

movements out are prohibited.  A full median opening is provided at North Lake Ella Drive 

/ Lake Ella Plaza to accommodate the proposed traffic signal.  A directional opening into 

South Lake Ella Drive for southbound Monroe Street motorists is also provided.  A 

directional opening is provided at 8th Avenue with the appropriate deceleration and queue 

storage. 

7.3. Alternative C - Full Opening at Legion Street / On the Border 
Alternative C, Figure 7.8 and Figure 7.9, is the least restrictive configuration resulting in a 

full median opening at Legion Street.  There are no restrictions to vehicular movements at 

Legion Street in this configuration.  A full median opening is provided at North Lake Ella 

Drive / Lake Ella Plaza to accommodate the proposed traffic signal.  A directional opening 

into South Lake Ella Drive for southbound Monroe Street motorists is also provided.  A 

directional opening is provided at 8th Avenue with the appropriate deceleration and queue 

storage. 
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8.0 Public Involvement 

The public involvement process for this median implementation study was paired with the 

overall Monroe Street Median Feasibility Study and goes beyond informing the public about 

the project process and alternatives being considered.  The public had an opportunity to 

assist the CRTPA in the decision making process.  There were multiple opportunities for 

the public to comment on all aspects of the project and median components throughout the 

process. The public involvement efforts also allowed the study team to respond to public 

concerns and incorporate their ideas. 

As part of the public involvement process, renderings of potential recommendations at key 

locations were generated.  Renderings of project results proved to be an efficient tool in 

communicating the potential effects of a median implemented in the Lake Ella area.  The 

renderings depicting the “before and after” scenarios can be seen in Figure 8.1 and Figure 

8.2, respectively. 

8.1. Project Team Meetings 
In an effort to ensure seamless communication and efficient coordination, a Project Team 

was created.  The Project Team met on a monthly basis throughout the life of the project.  

Median concepts and public concerns were discussed at each meeting.  Project Team 

members received information regarding specific updates to the Median Implementation 

Study, as well as information regarding median implementation in general.   

The Project Team consisted of representatives from local organizations, city, county and 

state government representatives, emergency service representatives, and stakeholders 

within the project area. A full list of the agencies represented is shown below: 

 City of Tallahassee  StarMetro  FDOT Safety Projects 

 FDOT District 3 Planning  FDOT District 3 Traffic 
Operations 

 FDOT District 3 Design 

 Levy Park Neighborhood 
Association 

 Midtown Business 
Association 

 Knight Creative 
Communities 

 Lafayette Park 
Neighborhood Association 

 Community 
Redevelopment Agency 

 Tallahassee-Leon 
County Planning 

 Downtown Improvement 
Authority 

 Tallahassee Fire 
Department 

 CRTPA 



Figure 8.1: "Before" Median Rendering



Figure 8.2: "After" Median Rendering
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8.2. Project Webpage 
The CRTPA maintained a project specific webpage throughout the life of the Median 

Feasibility Study.  The webpage, www.crtpa.org/monroe-median-project.html, provided 

information regarding the benefits of medians, access management criteria, how access 

management positively impacts business, and local access management studies. 

The project record is also available for review and includes the public meeting information, 

small group meeting documentation, and the presentations that were given throughout the 

life of the project.  Citizens also had the opportunity to comment, communicate ideas, or 

voice concerns via the website.  

8.3. Open House Meetings 
Stakeholder and public involvement was a major focus for the Monroe Street Median 

Feasibility Study.  Understanding concerns from the public and specifically, property 

owners along the facility, was the largest component of the open house meetings.  Three 

open house meetings were held during various stages of the median feasibility study.   

The Public Meetings were advertised at least 14 days in advance of the meeting date.  

Display advertisements were placed in the Tallahassee Democrat and letters were mailed 

to each business along the corridor with an announcement regarding the meeting purpose, 

meeting time, location, and a brief description about the project. 

8.3.1. Meeting #1 
The first public open house was held on March 6th, 2012 in the City Hall, City Commission 

Chambers and had 41 attendees.  Project information was displayed on static display 

boards and plan sets depicting the existing conditions were shown with an aerial 

background.  Each business along the corridor was identified and labeled to assist 

concerned business owners with locating their property.  The meeting was advertised in the 

Tallahassee Democrat on April 28th, 2012, a media release was published on March 3rd, 

2012, and email announcements were provided to those that had requested notification 

through the project website. 

The purpose of Public Meeting #1 was to introduce the project to the interested 

stakeholders.  The Project Team was able to speak individually with interested parties 

regarding median location, type, and design.  Citizens commented on daily traffic patterns, 

high pedestrian crossing locations, and the issues that they observe on a daily basis. 



Lake Ella Median Implementation Study   

44 
 

8.3.2. Meeting #2 
The second public open house was held on June 28th, 2012 in the City Hall, City 

Commission Chambers and had 25 attendees.  Plan sets depicting the proposed median 

placement for the Lake Ella area were displayed on tables and the participants had the 

opportunity to edit the proposed medians and place comments or concerns directly on the 

plan sets.  Members of the consultant team and CRTPA staff were available to assist 

participants and answer any questions. The meeting was advertised in the Tallahassee 

Democrat on June 22nd, and email announcements were provided to those that had 

requested notification through the project website. Hard copy letters were prepared for 

distribution to the businesses within the Lake Ella area.  These paper notifications were 

hand delivered to all of the businesses in the area due to a malfunction in the mailing 

process. 

The purpose of the second public meeting was to present the draft location, type, and size of 

the medians.  Those that attended the meeting were given the opportunity to comment on 

the proposed median design, which was shown on plan sets for the Lake Ella area.  

Consultant and CRTPA staff members were available to discuss median advantages and 

disadvantages and discuss alternative median configurations. 

8.3.3. Meeting #3 
The third public open house was held on November 28th, 2012 in the atrium of the 

Northwood Center and had 29 attendees.  The study recommendations were shown on plan 

sets for the entire corridor.  The plans displayed the proposed median placement and 

recommended median opening configurations. The public had the opportunity to make 

suggestions to median configurations, and place comments and concerns directly on the 

plans as well as speak with RS&H associates and CRTPA staff. The meeting was advertised 

in the Tallahassee Democrat on November 23rd, and email announcements were provided to 

those that had requested notification through the project website. Hard copy letters were 

also distributed to the businesses along the corridor. 

8.4. Small Group Meetings 
As part of the involvement effort, a small focus group was created for the Lake Ella Median 

Implementation Study and the North Monroe portion of the concurrent Median Feasibility 

Study. Those interested in attending the small group meetings were provided notice of the 
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meetings via email a few days prior to the meetings.  The North Monroe and Lake Ella 

small group meeting was held on May 16th, 2012 and nine people were in attendance.   

The meeting opened with a presentation of the project which included updates from the 

project team meetings and the alternatives presented at those meetings.  Concerns were 

expressed about northbound left turns into the Sonic Restaurant.  The Project Team noted 

that they had not heard from Sonic regarding the median study. 

The vehicular access to Legion Street and Lake Ella was also a point of concern.  The 

Project Team explained the FDOT median standards and how median opening spacing is 

regulated.  Concerns were also raised about the volume of pedestrian traffic crossing in the 

Lake Ella area, especially those using the StarMetro bus stops near Legion Street.  The 

Project Team shared the results of an April 12th, 2012 study showing pedestrian crossing 

locations and the number of pedestrians crossing within the Lake Ella area.  Based on the 

data collected, a mid-block signal would not be warranted. 

Bill Ekwall from the Tallahassee Fire Department noted that the medians are not a 

problem for the fire trucks as long as they are designed properly.  He stated the medians 

that have the rolled curb work for fire truck access while the 4” curb with the straight face 

cause issues. 

8.5. Public Comments 
Public comments were accepted throughout the duration of the project.  Appendix E 

contains all of the public comments received throughout the life of the project.  A summary 

of comments is shown in bullet format below: 

 Medians will limit vehicular traffic to my business 

 Median islands with left turn bays would make the corridor safer 

 Any change is vehicular access will hurt my business 

 Consider a traffic light at Lake Ella/ Legion Street 

 Medians should be landscaped for beautification 

 Medians will limit the left turn queuing and block through traffic 

 Coordinate with the City on other infrastructure improvements prior to construction 

 Raised medians with pedestrian crossings would benefit the Lake Ella area 

 Do not alter the access to “The Cottages” at Lake Ella  
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9.0 Preferred Alternative and Implementation Plan 

Evaluating the likelihood of an uncontrolled midblock crossing being used once it is marked 

is difficult.  The existing crossing volume may use alternative midblock crossing locations 

when a new midblock crosswalk is marked. However, with the existing pedestrian traffic, a 

midblock crossing is not warranted according to the MUTCD or the FDOT Traffic 

Engineering Manual. A raised median will assist pedestrians in a two stage crossing. A 

signal warrant study at Lake Ella Drive found that a traffic signal is warranted. This 

traffic light controlled intersection will provide a closer signal controlled crosswalk than the 

Tharpe Street intersection, which is an improvement. 

The preferred alternative for the Lake Ella area is Alternative B with a directional opening 

only in front of Legion Street.  The businesses on the east and west side of Monroe Street 

will receive left-in access and right out access.  The Preferred Alternative can be seen in 

Figure 9.1 and Figure 9.2. 

A full median opening at Legion Street and On the Border Restaurant was considered, but 

due to the proximity of the nearest signalized intersection, it was determined that a safer 

alternative would be directional median opening.  Motorists exiting the Legion Street area 

will have the opportunity to make a right turn, then a U-

turn at the North Lake Ella signalized intersection.   

It is further recommended that additional signage be 

included as part of the new signalized intersection.  To safely 

perform a U-turn on Monroe Street, motorists must be clear 

of right-turning vehicles from North Lake Ella Drive and the 

Lake Ella Plaza Shopping Center.  Therefore, a sign stating 

that right turns must yield the right of way to U-turns 

should be installed.   

Pedestrian timings must also be adjusted to allow for U-

turning vehicles so that motorists and pedestrian conflicts are avoided.  
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Appendix C: Public Comments 
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Arnio, Nicholi

From: Burke, Greg <Greg.Burke@talgov.com>
Sent: Wednesday, November 28, 2012 12:50 PM
To: 'Delaney, Kristina'
Cc: Chung, Suzanne; Reed, Harry; Arnio, Nicholi
Subject: RE: Walgreens #3374 Tallahassee, FL - Monroe Street Median Feasibility and Lake 

Ella median Implementation study

Hi Kristina.  I will make sure that my agency keeps you informed regarding the status of this project.  For your 
information, we have added a project page to the agency’s website that is updated as the study progresses 
(http://www.crtpa.org/Monroe_Median_Project.html). 
 
Sincerely, 
 
Greg T. Burke, AICP 
Transportation Planner  
Capital Region Transportation Planning Agency  
408 N. Adams Street, 4th Floor  
Tallahassee, FL 32301  
850/891.6802  Fax/891.6832  
Email: greg.burke@talgov.com  
web site: www.crtpa.org  
 

Mailing Address: 
300 S. Adams Street, M.S. A-19 
Tallahassee, FL 32301 

 
 

From: Delaney, Kristina [mailto:kristina.delaney@walgreens.com]  
Sent: Wednesday, November 28, 2012 12:25 PM 
To: Burke, Greg 
Cc: Chung, Suzanne 
Subject: Walgreens #3374 Tallahassee, FL - Monroe Street Median Feasibility and Lake Ella median Implementation 
study 
 
Hi, Greg, 
 
Following our telephone conversation earlier, please keep up informed periodically about the status of this 
project.  Thank you.  
 
Be well, 
Kristina 
 
Kristina Delaney 
Walgreen Co. 
104 Wilmot Road, MS#1420 
Deerfield, IL 60015 
p 847-315-4658 
f  847-315-4825 
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Arnio, Nicholi

From: Burke, Greg <Greg.Burke@talgov.com>
Sent: Wednesday, November 28, 2012 12:16 PM
To: Arnio, Nicholi
Subject: FW: Median Project at Lake Ella
Attachments: median.jpg

 
 
‐‐‐‐‐Original Message‐‐‐‐‐ 
From: Mitchell, Yulonda  
Sent: Wednesday, November 28, 2012 12:10 PM 
To: Burke, Greg 
Subject: FW: Median Project at Lake Ella 
 
 
 
Yulonda Mitchell 
Capital Region Planning Agency 
Mailing Address:  300 South Adams Street, Box A‐19 Physical Address:  408 North Adams Street Tallahassee, FL  32301 
Phone:  850.891.6800 
Fax:  850.891.6832 
 
‐‐‐‐‐Original Message‐‐‐‐‐ 
From: Ingram, M'Lisa 
Sent: Wednesday, November 28, 2012 11:20 AM 
To: Reed, Harry 
Cc: Mitchell, Yulonda 
Subject: FW: Median Project at Lake Ella 
 
FYI 
 
‐‐‐‐‐Original Message‐‐‐‐‐ 
From: Wendy [mailto:wendy@quartermoonimports.com] 
Sent: Tuesday, November 27, 2012 4:57 PM 
To: Gillum, Andrew; Miller, Nancy; Ziffer, Gil; Marks, John 
Cc: Minor, Rick 
Subject: Median Project at Lake Ella 
 
Dear Commisioners and Rick Minor, 
I am writing to ask your support in advocating for an opening in the planned Monroe Street median at Lake Ella.  I am 
concerned that if or when the state gains control of the project, their goal will be to move traffic swiftly rather than 
preserve public access to one of the most beloved parks in our city. Monroe Street is more than a highway. It is the 
artery connecting neighborhoods to each other and people to local businesses and the beloved Lake Ella Park. The 
businesses at Lake Ella would be impacted severely if there was not access from southbound traffic. Please see the 
attached draft of Plan A. Please help us at the CRTPA meeting tomorrow (Wednesday 11/28 at the Northwood Centre 
Atrium, 1940 N. Monroe from 5pm‐7pm. ) We are collecting comment forms from our customers and staff, but we know 
that we need your voice to address the state. Please help us to preserve easy and safe access to Lake Ella. 
 
I have attached a copy of Draft of Plan A. This would be the worst case scenerio. 
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There are other options (Plan C is preferred with Plan B as a second) we would support that allow access from both 
traffic directions. 
 
Thank you, 
 
Wendy Halleck 
Quarter Moon Imports@talgov.com 
1641 N. Monroe 
Tallahassee Florida 32303 
Shop (850) 222‐2254 
Cell (850) 222‐2254 
www.quartermoonimports.com 






