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WHY ALTERNATE US 19?
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INTRODUCTION

FIGURE 1 STUDY AREA

Mostly built out, Pinellas County is the most densely
populated county in the state of Florida. While
the overall population in Pinellas County has been
maintained over the last ten years, there has been an
increase in residents age 45 to 64 and an increase
in minority populations, specifically the Hispanic
population which has almost doubled. According to
Forward Pinellas’s 2040 Long Range Transportation
Plan (LRTP), the population growth in the greater
Tampa Bay region will bring more employees to
Pinellas County, along with a greater proportion of
Pinellas County residents working in Pinellas County
rather than commuting to surrounding counties.
These recent trends, diversification of the population
and stronger local growth, will bring a change
in the demands for future transportation system
improvements and mobility choices for Pinellas
County. As working adults enter into retirement,
they have a more active, multimodal lifestyle than
previous generations. Many of the minority families
in Pinellas do not own automobiles; this increases
the demand for transit use, bicycling, and walking.
Even without these population and workforce
trends, there is an existing need for better access
and connectivity to major employment destinations.
The transportation system must respond to meet
both the existing and the emerging needs. Extending
nearly 38 miles, Alternate US 19 (SR 595) is the
longest roadway in Pinellas County. It connects the
cities of Tarpon Springs, Dunedin, Clearwater, Largo,
Seminole and St. Petersburg, as well as Palm Harbor
in the unincorporated area of north Pinellas County.
The configuration of the roadway, the “context”
character of the adjacent land uses, and the traffic
issues vary widely throughout the corridor. As such,
the Florida Department of Transportation (FDOT),
District Seven, has conducted this corridor “vision”
planning study to evaluate the need for multimodal
transportation improvements to improve mobility
and safety for all transportation users along the
Alternate US 19 Corridor, from Park Street North to
the Pinellas/Pasco County Line in Pinellas County,
Florida.

STUDY CORRIDOR
The study area, shown in Figure 1, includes a onemile buffer on either side of the Corridor from Park
Street North to the Pinellas/Pasco County Line (29
miles). Alternate US 19 is the primary north-south
corridor in western Pinellas County. It begins in St.
Petersburg and traverses north to Pasco County
where it meets back with US 19. The Pinellas
Trail runs parallel to Alternate US 19 through the
majority of the study area. This 54-mile regional
trail is part of the Coast-to-Coast Connector, which
will eventually connect St. Petersburg on the west
coast with Titusville on the east coast. In some
cases, particularly in Palm Harbor, Alternate US 19
separates the trail on the west side of the Corridor
from popular destinations on the east.

Legend
Study Corridor
Pinellas Trail

VISIONING PROCESS

As defined in this planning study, a vision is the
aspirational description of what could be achieved
on the Alternate US 19 Corridor over the short-, mid-,
and long-term. The purpose of this vision planning
study was to work with the community, stakeholders,
and a Project Advisory Group (PAG) to develop a
Corridor-wide vision for the future of the roadway
and to identify current and future needs and issues.
The visioning process for the Corridor began by
analyzing existing conditions and soliciting thoughts,
concerns, and ideas from the general public, key
stakeholders, and government agencies. The study
team grouped issues and concerns into a series
of guiding principles that are meant to direct the
proposed concepts as well as policy and planning
recommendations. The guiding principles developed
for this study are shown to the right, on the next
page.
The principles set the context for future decisions
regarding the design of the horizontal and vertical
layout of the Corridor and the streetscape elements
to be included (such as sidewalks, bicycle paths
or lanes, street trees, or other similar items). The
recommended actions will be developed as part of
the Corridor Alternatives and Strategies Report.

8

MATCH the Character
Match future street improvements to the activities, character, and
vision of the surrounding context.

INCREASE Safety
Use roadway improvements to increase the level of safety for
motorists, pedestrians, transit users, bicyclists, and freight haulers.

BALANCE User Needs
Create typical sections that balance the needs of all users and
activities expected along the Corridor.

ENHANCE the Networks
Use existing and future development to enhance the transportation
networks and promote connectivity in the various downtowns.

CELEBRATE the Unique Assets
Protect and integrate historic, cultural, and environmental
elements found in the Corridor in future plans and projects.

HOW WERE STAKEHOLDERS
ENGAGED?
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The Alternate US 19 Corridor traverses multiple
jurisdictions and a variety of residential
neighborhoods, businesses, and other land uses. The
study team used a variety of methods to engage
people representing the adjacent communities to
better understand the needs and opportunities of
the Corridor and to receive feedback on eventual
solutions.
This process began by engaging local government
agencies. The collaboration between the FDOT and
key stakeholders included establishing a Project
Advisory Group (PAG) comprised of agency staff
from multiple jurisdictions and agencies. The study
engaged this group to seek input into the planning
process and to promote a heightened awareness of
the issues and challenges of the Corridor.
A clear understanding of the Corridor’s existing
function and future vision, developed through input

from community stakeholders and data analysis, led
to the identification of issues, purpose and need,
and guiding principles to be addressed and help
direct the study. As part of the Corridor Alternatives
and Strategies Report, the guiding principles and
project purpose and need will shape the definition,
screening, and selection of improvement strategies/
recommendations. Recommendations will be
developed collaboratively with the PAG, and will
incorporate input from the public. With the help
of the PAG, results from the study will be crafted
into an implementation plan that includes longterm strategies, as well as specific improvements
that can potentially be advanced in the near term
through local agency participation and/or by FDOT
as Resurfacing, Restoration, Rehabilitation (3-R)
projects, safety enhancements, or traffic operations
“push-button” projects.

PROJECT ADVISORY GROUP (PAG)

The PAG acted as a technical sounding board and decision-making group as the study team shared findings
and developed alternative strategies for the Corridor. This group included representation from the following
agencies:
As part of the corridor vision plan, the PAG met three times at different project milestones – at project
kickoff and prior to the major visioning outreach events.
•

Project Kick-Off on March 22, 2017

•

Pre-Charrette Meeting on May 3, 2017

•

Pre-Visioning Workshop on October 23, 2017

As part of the corridor vision planning, the PAG met three times at different project milestones – at project
kickoff and prior to the major visioning outreach events.
•

Project Kick-Off on March 22, 2017

•

Pre-Charrette Meeting on May 3, 2017

•

Pre-Visioning Workshop on October 23, 2017

A list of agency representatives as well as the presentations and meeting notes from each visioning related
PAG meeting are included in Appendix A.

PUBLIC WORKSHOPS

The communities along the Alternate US 19 Corridor
were directly engaged through a series of public
workshops and Online engagement. In the series
of workshops, the study team conducted Visioning
Charrettes at six (6) locations to present and gather
feedback on the existing conditions.
• Seminole, Clearwater, and Dunedin on June 6, 2017
• Tarpon Springs on June 7, 2017
• Largo on June 8, 2017 (two meetings)
Approximately 85 members of the public attended
these charrettes.
Two Visioning Workshops were held on December
5 and 7, 2017 at the Hale Senior Activity Center
in Dunedin and the Central Park Performing Arts
Center in Largo, respectively. At these workshops,
the study team shared the guiding principles for the
study and presented an overview of FDOT’s Context
Classification System and how it will be used to
evaluate potential improvements for Alternate US 19.
Attendees were asked to rank the guiding principles
in order of importance to their home and/or work
location. They were also able to share their vision for
how the right-of-way along Alternate US 19 could be
used, through an interactive street design activity.
Over 100 members of the public attended.

presented a summary of the study findings and
requested input from attendees on the proposed
short- and long-term improvements developed for
the Corridor. Approximately 110 members of the
public attend this workshop.

ONLINE ENGAGEMENT
Survey

An online survey was active from June through
August 2017, to collect public input on the existing
conditions along the Alternate US 19 Corridor. Nearly
300 responses were gathered from this survey to
supplement the input gathered during the in-person
workshops. A copy of the survey and input received
is included in Appendix B.

Online Commenting Tool

Throughout the study, public input was also received
through the use of an online commenting tool.
This online public involvement platform allowed
the project team to collect geo-referenced public
comments on vehicular, transit, bicycle, pedestrian,
and other issues along the Corridor and was
accessed at http://wikimapping.com/wikimap/Alt19-Corridor.html (screen shots shown in Figure 2).
Approximately 148 distinct comments were collected
through this online platform.

A Corridor Alternatives Public Workshop was held
on September 19, 2018 at the Hale Senior Activity
Center in Dunedin. At this workshop, the study team

Visioning Workshop participants were able to redesign roadway sections in the Corridor
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FIGURE 2 SCREEN SHOT OF ONLINE COMMENTING MAP

WHAT IS THE CORRIDOR LIKE
TODAY?

14

LAND USE AND
EMPLOYMENT

focused in the middle of the study area. The highest
concentration of Corridor residents that commute
outside the Corridor work east of the Corridor along
US 19.

The existing land use varies along the Alternate US
19 Corridor, as shown in Figure 3. Alternate US 19
traverses through the cities of Seminole and Largo,
where the land uses consist primarily of retail, office,
and residential uses. The Corridor then travels
through the heart of Downtown Clearwater, which
has the most dense development patterns along
the Corridor and includes a mix of commercial,
institutional, and industrial land uses. Alternate US
19 runs adjacent to the city centers of Dunedin, Palm
Harbor, and Tarpon Springs. These areas have a mix
of residential, commercial, institutional, and industrial
land uses. The areas in between the city centers are
primarily single family residential with some large
commercial centers located throughout the Corridor.

The employees that work in the Corridor mostly
live within the study area. Those that commute
are coming from other areas in Pinellas County,
especially Safety Harbor, the Pinellas Gateway
Area, and the beaches, as shown in Figure 7. These
commute patterns suggest most residents and
employees are not making long distance trips within
the Corridor.

Existing Land Use

Community Redevelopment Areas

A Community Redevelopment Agency (CRA) is a
public entity created by a city or county responsible
for developing and implementing a Community
Redevelopment Plan. The CRA designation
allows the city to create a redevelopment trust
fund to ﬁnance improvements in the target area.
The Corridor is adjacent to the West Bay Drive
Community Redevelopment District, Dunedin
Downtown CRA and the Tarpon Springs Downtown
CRA, as shown in Figure 4. The Corridor passes
through the Downtown Clearwater CRA and serves
as the northern gateway into the City. This CRA
created a Downtown Redevelopment Plan in 2004
that allows for higher density development and
incentives mixed use residential development.

Employment

To better understand the Corridor’s role and
function, the study team used the U.S. Census
Bureau and Department of Labor’s Longitudinal
Employer-Household Dynamics (LEHD) data to
review commute patterns in and out of the study
area. The data shows that approximately 40% of all
the jobs in Pinellas County are located within one
mile of the Corridor. There are an estimated 136,000
people in this Corridor that make up the working
population, which is deﬁned as those that (1) live
locally, but leave the area for work, (2) work locally,
but live outside of the area, and (3) both live and
work within the Corridor. The working population
that both lives and works in the Corridor represents
11% of the total working population. The daily inflow
and outﬂow of workers and residents through the
Corridor is shown in Figure 5.
The study team looked at the regional context
to understand where the Corridor residents were
traveling to work, shown in Figure 6. A majority of
Corridor residents have relatively short commutes

Population Density

The population density (number of residents
per acre) in the study area is shown in Figure 8.
The population density is highest in Downtown
Clearwater, followed by portions of Largo and
Seminole. These higher densities support the
potential demand for enhanced multimodal
transportations options including bicycling and
pedestrian infrastructure and more frequent transit
service. North of Clearwater, in the segments
between Dunedin and Palm Harbor and north of
Palm Harbor towards Tarpon Springs, the population
density is lower than the County average.
The study team reviewed the work and home
locations as a dot density diagram shown in Figure
9. The blue dots represent work locations and the
red dots represent home locations. Where clusters
of dots overlap, creating a “purple” tone on the
map, the local population is living and working in
the same place in high concentrations. The highest
concentrations are shown in Largo near Bay Road,
Downtown Clearwater, and Dunedin, especially
directly adjacent to Alternate US 19. These are
locations where trip lengths are typically short
and can be served by walking, bicycling, or transit
modes.

FIGURE 3 EXISTING LAND USE

FIGURE 4 COMMUNITY REDEVELOPMENT AREAS
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Legend
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FIGURE 5 INFLOW AND OUTFLOW OF THE WORKING POPULATION

69,857 Employees
Coming into the
Corridor to Work

15,444 Residents
Live and Work
Within the Corridor

50,538 Residents
Leaving the
Corridor to Work

FIGURE 6 REGIONAL HOME LOCATIONS OF WORKERS IN THE STUDY AREA
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FIGURE 7 REGIONAL JOB LOCATIONS OF STUDY AREA RESIDENTS

Legend
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FIGURE 8 POPULATION DENSITY (RESIDENTS PER ACRE)

FIGURE 9 RESIDENTIAL AND EMPLOYMENT DOT DENSITY
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ROADWAY
CHARACTERISTICS

FIGURE 10 2017 ANNUAL AVERAGE DAILY TRAFFIC (AADT)

Annual Average Daily Traffic

The daily traffic on Alternate US 19 varies greatly
within the study area. As shown in Figure 10, the
daily trips range from 10,000-15,000 Annual Average
Daily Traffic (AADT) in northern Clearwater to
50,000 AADT in Seminole. In general, traffic volumes
in the Alternate US 19 Corridor have had very limited
growth over the last ﬁfteen years. The Corridor
experienced its highest traffic volumes between
2006 and 2008. These historic volume trends are
shown for two locations (Seminole and Palm Harbor)
within the Corridor in Figure 11.

Street Density

Street density is a metric that helps to understand
where a given transportation system may be lacking
and where potential issues, such as congestion, are
occurring. Street density is measured by using the
total amount of street intersections in the study
area. The higher frequency of intersecting streets
indicates a denser street network. As seen in Figure
12, the greatest street density in the Corridor is in the
city centers, especially in Downtown Clearwater. The
segments connecting the cities along the Corridor
have the lowest street density.

Level of Service

Level of service (LOS) is a standard measure for
vehicular traffic used to quantify the quality of
traffic service. The FDOT generalized level of
service tables were used to evaluate the daily level
of service for segments along Alternate US 19. The
results of this analysis are presented in Figure 13
(additional information on peak hour level of service
for segments and intersections can be found in
the Existing Conditions Report). The LOS on the
Corridor ranges from LOS C in parts of Seminole,
Largo, Clearwater, and Tarpon Springs to LOS F
between Dunedin and Tarpon Springs. This exceeds
Pinellas County’s LOS C standard for average daily
conditions. The City of Clearwater considers LOS
for planning purposes but does not maintain an LOS
standard.

Posted Speed Limit

The posted speed limit on Alternate US 19 varies
from 25 mph near Tarpon Springs to 45 mph in
most of Largo and Seminole, as shown in Figure
14. The majority of the Corridor has a posted speed
limit between 35 mph and 40 mph. In the northern
portion of the Corridor, the posted speed transitions
with the changes in land use character. The posted
speed is lowest in Downtown Clearwater, Dunedin,
and Tarpon Springs. The posted speed is higher
in the segments that connect the centers of these
cities; however, in Palm Harbor the posted speed
remains relatively high (40 mph) in the main activity
center.

Legend
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FIGURE 11 HISTORIC VOLUME TRENDS

Alternate US 19 (Seminole Blvd.) North of Ulmerton Road
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Alternate US 19 (Palm Harbor Blvd.) South of Tampa Road

Average Daily Traffic (Vehicles/Day)
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FIGURE 12 STREET NETWORK DENSITY

FIGURE 13 2017 GENERALIZED DAILY LEVEL OF
SERVICE (LOS)
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FIGURE 14 POSTED SPEED LIMIT

DEMOGRAPHICS
AND MULTIMODAL
TRANSPORTATION
SERVICE

In order to determine the need for multimodal
transportation, the Study Team examined areas
with zero-car households, mobility dependent
age groups, and concentrations of lower median
household income. Areas with these characteristics
often have higher concentrations of transit
dependent populations.

Median Household Income

Locations along the Alternate US 19 Corridor with
a median income lower than the Pinellas County
average are shown in Figure 15. Based on this
information, over 58% of the households along the
Corridor are at or below the Pinellas County average
for median income. The highest concentrations of
lowest income households (approximately half of
the median income) are in Seminole, Largo, and
Downtown Clearwater.

Percentages of Households
without Access to a Car

The percent of households without access to
a vehicle, as compared to the Pinellas County
average, is shown in Figure 16. The distribution of
households without access to a vehicle is similar to
areas with low household incomes, with the highest
concentration in Largo, followed by Seminole
and downtown Clearwater. There is also a high
percentage of households with no car in southern
Dunedin and in Tarpon Springs.

Percentage of Population Under
Age 18 or Over 65

Youth (age 18 and younger) and elderly populations
(age 65 and older) tend to rely on public
transportation and other active transportation
modes such as walking and bicycling. The Corridor
has a higher concentration of youth and elderly
residents than the rest of Pinellas County, as
shown in Figure 17. High concentrations of these
populations occur all throughout the Corridor,
particularly in Seminole, Clearwater, and Tarpon
Springs.

Legend
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Percentage of Workers who
Commute by Walking, Bicycling, or
Transit

FIGURE 15 MEDIAN HOUSEHOLD INCOME

The percent of workers who currently commute
by walking, bicycling, or taking transit is shown
in Figure 18. The highest proportion of people
commuting by using modes other than personal
automobile occurs in and around southern Seminole,
Largo, and Downtown Clearwater and in the areas
east of Alternate US 19 in Downtown Tarpon Springs.

Transit Routes and Ridership

There are 18 transit routes that serve the study
area, traveling along or across Alternate US 19 , as
shown in Figure 19. Ten of the 18 routes converge at
the Park Street Terminal in Downtown Clearwater.
Route 18, one of the highest ridership routes in the
County, connects St. Petersburg and Clearwater
via Alternate US 19. Route 18 operates with 20-30
minute headways between 5:00 am and 11:00 pm.
The Clearwater Jolley Trolley Coastal Route runs
on portions of Alternate US 19 from Downtown
Clearwater to Tarpon Springs, providing end to end
service every hour between 8:30 am and 12:00 am
seven days a week. PSTA Route 66L is a limited
stop service that also runs between Downtown
Clearwater and Tarpon Springs. That route runs once
an hour for approximately four hours during each of
the AM and PM peak periods Monday through Friday.
There are more than 1,500 daily boardings
on Alternate US 19 in the study area. There is
consistently high ridership between Park Street
North and downtown Clearwater. The highest
ridership in the study area is near the Bay Pines
VA, Ulmerton Road, Bay Drive, and Downtown
Clearwater. North of Clearwater, ridership is
significantly lower with a few exceptions at Curlew
Road, a major east-west connection; Tampa Road,
near Palm Harbor; and Tarpon Springs, a major
corridor destination.

Legend
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Greater than $54,000

FIGURE 16 HOUSEHOLDS WITHOUT ACCESS TO A CAR

FIGURE 17 POPULATION UNDER 18 OR OVER 65
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FIGURE 18 WORKERS WHO COMMUTE BY WALKING,
BICYCLING, OR TRANSIT

FIGURE 19 TRANSIT ROUTES AND EXISTING RIDERSHIP
(OCTOBER 2016 – FEBRUARY 2017)
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ANALYSIS AND SYNTHESIS:
MAKING SENSE OF THE CORRIDOR
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LACK OF STREET NETWORK

The previous sections describe the individual pieces of data examined in the study. By merging some of
those datasets, in a logical order, new understandings of the Alternate US 19 Corridor resulted. There is a
correlation between the population density, the AADT, and the Street Density (used to measure the quality
of the street grid). Where there is high population density and low street network, there is very high AADT
(shown with the red dotted line below). Where there is high population density and high street density, there
is low AADT (shown with the blue dotted line below). As population increases, additional street network is
required to offset the additional trips generated by that growth. When the street network is not expanded,
the new trips are funneled to Alternate US 19 and create strains on the existing capacity in certain segments
such as portions of Dunedin, Palm Harbor, much of southern Clearwater, and all of Largo and Seminole.
DIAGRAM 1 STREET NETWORK, POPULATION, AADT RELATIONSHIP
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AADT Legend
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CONGESTION AND SPEEDING

The analysis revealed the interactive relationship between street network, congestion, and speeding. In
areas with low street network, Alternate US 19 has a LOS of F. Additionally, when the posted speed limits
are higher, but the street network is lower, there are higher levels of congestion at given intersections (as
opposed to segments), poor safety, and constrictions on the multimodal capacity. Conversely, where there
is higher street network, the traffic load through the area is dispersed on multiple streets, and the overall
speeds are lower and more in context with the given surroundings. These areas tend to be safer and include
more multimodal options.
DIAGRAM 2 RELATIONSHIP BETWEEN STREET NETWORK DENSITY, LEVEL OF SERVICE, AND SPEED LIMITS
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VULNERABLE POPULATIONS

The “vulnerable population” within the study area includes low-income households, children under the age
of 18, adults over the age of 65, and those without access to a personal vehicle. Vulnerable populations rely
on alternative transportation options such as walking, bicycling, and transit services. In order to deﬁne the
distribution of the vulnerable population within the Alternate US 19 Corridor, the areas of median income
below the County average, the total population with zero-car households, and the Corridor population that
are below 18 or above 65 were merged together. The resulting map shows a high percentage of residents in
the Corridor in Seminole, Largo, Clearwater, northern Dunedin, Palm Harbor, and some of Downtown Tarpon
Springs as a vulnerable population. These focus areas need to include better connectivity and a higher focus
on walking and bicycling facilities.

DIAGRAM 3 VULNERABLE POPULATION ANALYSIS
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MULTIMODAL INFRASTRUCTURE AND SPEEDING

As described in the previous section, areas with higher percentages of vulnerable population should include
better connectivity and a higher focus on walking and bicycling facilities, but US Census data shows there
are fewer people bicycling and walking in areas with higher speed roads. This connects to Diagram 2, which
shows the relationship between congestion and speeding and the resulting effect on safety and overall
multimodal facilities. A high percentage of the population is willing to walk and/or ride a bicycle either
for recreation, need, or daily commuting; however, the physical character and infrastructure of Alternate
US 19 and the overall perception of safety due to heavy congestion and higher speeds discourage active
transportation.
DIAGRAM 4 RELATIONSHIP OF NON-AUTOMOBILE USERS OF THE CORRIDOR AND ROADWAY SPEEDS
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TRANSIT AND NODAL FOCUS AREAS

In some locations along the Alternate US 19 Corridor, there is a high correlation between vulnerable
populations, areas where people both live and work, and transit service. Transit service increases choices
for everyone by providing an alternative to driving for their daily commute. This is evident in Clearwater and
somewhat evident in portions of Largo. However, a large majority of the Corridor is either undeserved or not
served at all by transit. This is especially problematic in areas such as Downtown Dunedin and Palm Harbor.
Without multiple alternatives for traveling, users may only select vehicular travel, thereby contributing to the
already significant congestion along Alternate US 19, especially in areas with low street network.
DIAGRAM 5 RELATIONSHIP OF TRANSIT DEPENDENCY AND ACTUAL BUS ROUTES AND RIDERSHIP
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GUIDING PRINCIPLES
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Based on the analysis, public input, and data synthesis, a series of guiding principles were created to
establish the vision for the Alternate US 19 Corridor. These principles function as an overarching, broadbased direction to the formation of typical sections and other design elements for Alternate US 19. These
guiding principles also help direct the process of identifying the “contexts” of each section of Alternate US
19 as it relates to the FDOT’s Context Classification System. The guiding principles are as follows:

PRINCIPLE 1
MATCH THE
CHARACTER

Future corridor improvements, including crosssectional changes, intersection design, and
streetscape amenities, should match the scale,
character, and sense of place of the surrounding
context.

PRINCIPLE 2
INCREASE
SAFETY

Based on the public input and data received, increasing
the safety of the Corridor is paramount. Future street
improvements, including cross-sectional changes,
intersection design, and streetscape amenities, should
be focused on increasing the level of safety for ALL
users of the Corridor.

PRINCIPLE 3
BALANCE USER
NEEDS

For many years, the transportation improvements
along the Corridor have focused on the needs
of vehicular traffic; however, the clear change in
demographics and user population demands a change
to better serve the current users. The future design
of the Corridor needs to strike a balance among all
the users of the Corridor including pedestrians, transit
users, bicyclists, freight traffic, and vehicular traffic.
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PRINCIPLE 4
ENHANCE THE
NETWORK

A robust network of streets can help solve multiple
issues in the Corridor including congestion, speeding,
connectivity, and safety. As cross-sectional street
designs are engineered and implemented, local
municipalities should examine existing and future
development to enhance and add to the street network
adjacent to the Corridor-wide street network, thereby
promoting additional multimodal connectivity.

PRINCIPLE 5
CELEBRATE
UNIQUE ASSETS

The Corridor not only contains unique, local
communities, but also a very strong character of
historic, cultural, and environmental elements. Future
street improvements, including cross-section changes,
intersection design, and streetscape amenities, should
celebrate these unique aspects and inform typical
conditions in a way that reflects the unique contexts
along the Corridor.

CONTEXT CLASSIFICATION
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WHAT ARE THE
FDOT CONTEXT
CLASSIFICATIONS?

FDOT recently adopted a context classification
system that describes the general characteristics
of the land use, development patterns, and
connectivity along a roadway. The FDOT context
classification system broadly identifies the various
built environments existing in Florida. The context
classification of a roadway will inform FDOT’s
planning, Project Development and Environment
(PD&E), design, construction, and maintenance
approaches to ensure that state roadways are
supportive of safe and comfortable travel for
their anticipated users. Identifying the context
classification is a preliminary step in planning and
design, as different context classifications will have
different design criteria. FDOT developed a set
of criteria and created a matrix to help analysts
determine context classification along state
roadways (Appendix C).
The eight FDOT context classifications are shown in
Figure 20.

DETERMINING CONTEXT
CLASSIFICATION FOR
ALTERNATE US 19

The ﬁrst step in the context classification evaluation
is to identify the distinguishing characteristics
along the roadway segment. Alternate US 19 travels
through a variety of land use contexts. The Alternate
US 19 Corridor starts in Seminole, where there are
large commercial and multi-family residential land
uses. As the Corridor traverses Seminole and Largo
there are sections with a well-connected network
of streets surrounding Alternate US 19, mixed with
segments where those connections have been
lost with large-scale commercial developments. In
Clearwater, there is a network of streets, a mix of
land uses, and high population and employment
densities. The Corridor then transitions in and out
of the Dunedin, Palm Harbor, and Tarpon Springs
activity centers. Similar to Downtown Clearwater,
these areas have a good network of streets and
a mix of land uses. Between these destinations,
the Corridor passes through areas with primarily
residential land uses with sparser roadway
networks. The primary and secondary measures are
summarized in Table 1 and Table 2, respectively.

FIGURE 20 FDOT CONTEXT CLASSIFICATIONS

C1-NATURAL
Lands preserved
in a natural
or wilderness
condition, including
lands unsuitable for
settlement due to
natural conditions.
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C2-RURAL
Sparsely settled
lands; may include
agricultural
land, grassland,
woodland, and
wetlands.

C2T-RURAL TOWN
Small concentrations
of developed
areas immediately
surrounded by rural
and natural areas;
includes many
historic towns.

C3R-SUBURBAND
RESIDENTIAL
Mostly residential
uses within large
blocks and a
disconnected or
sparse roadway
network.

C3C-SUBURBAN
COMMERCIAL
Mostly nonresidential uses
with large building
footprints and large
parking lots within
large blocks and
a disconnected or
sparse roadway
network.

C4-URBAN
GENERAL
Mix of uses set
within small
blocks with a
well-connected
roadway network.
May extend long
distances. The
roadway network
usually connects
to residential
neighborhoods
immediately along
the corridor or
behind the uses
fronting the
roadway.

C5-URBAN CENTER
Mix of uses set
within small
blocks with a wellconnected roadway
network. Typically
concentrated
around a few blocks
and identified as
part of a civic or
economic center of
a community, town,
or city.

C6-URBAN CORE
Areas with the
highest densities
and building
heights, and within
FDOT classified
Large Urbanized
Areas (population
> 1,000,000). Many
are regional centers
and destinations.
Buildings have
mixed uses, are built
up to the roadway,
and are within a
well-connected
roadway network.

TABLE 1 ALTERNATE US 19 CONTEXT CLASSIFICATIONS
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TABLE 2 SECONDARY MEASURES
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Table 3 summarizes the results of the context classification evaluation with an initial recommendation for
each segment based on the primary and secondary measures. These context classification segments are
illustrated in Figure 21.
TABLE 3 SUMMARY OF CONTEXT CLASSIFICATION EVALUATION

FIGURE 21 ALTERNATE US 19 CONTEXT CLASSIFICATION

Context Classification Legend
C2 - Rural
C3 - Suburban
C4 - Urban General
C5 - Urban Center
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IMPACT ON ROADWAY ALTERNATIVES

The context classification will inform the design criteria and standards for any proposed improvements on
Alternate US 19. Table 4 summarizes some of the context based design criteria in the 2018 FDOT Design
Manual for contexts identified along the Corridor.
TABLE 4 2018 FLORIDA DESIGN MANUAL DESIGN CRITERIA

CONCLUSION

As the most populated county in the state of
Florida, Pinellas County has seen an increase in
residents aged 45 to 64, increases in those reliant
on non-automotive transportation, and an increase
in minority populations, specifically the Hispanic
population, which has almost doubled. In addition
to these “vulnerable populations,” the population
is expected to grow in the greater Tampa Bay
region bringing more employees to Pinellas County,
along with a greater proportion of Pinellas County
residents working in Pinellas County rather than
commuting to surrounding counties. With these
trends in mind, Alternate US 19 needs to grow
accordingly in a context-sensitive and complete
manner.
Since Alternate US 19 connects the cities of Tarpon
Springs, Dunedin, Clearwater, Largo, Seminole
and St. Petersburg, as well as unincorporated
Palm Harbor, the configuration of the roadway,
the “context” character of the adjacent land uses,
and the traffic issues should be improved for
all transportation users, with a focus on serving
vulnerable populations. The design speed of the
Alternate US 19 Corridor should be aligned within the
proper context and designed accordingly. In addition
to multimodal improvements, additional street
network needs to be added - especially through
redevelopment opportunities related to transit and
nodal focus areas.

NEXT STEPS

The intent of this visioning document is to provide
the background, structure, and guiding steps for the
next phase of the project. As the typical sections
and plans are generated and alternatives are
proposed and evaluated, the guiding principles set
forth in this vision plan will help guide geometric
design solutions as well as inform the appropriate
streetscape opportunities and potential street
network connectivity through transit and nodal
redevelopment. The guiding principles established
in this document will also help prioritize multimodal
transportation priorities, guide decision-making on
expansion or contraction of Alternate US 19, and help
local municipalities understand the larger context of
the Alternate US 19 Corridor.
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APPENDIX A – PAG MEMBERS
AND MEETING MINUTES

APPENDIX B – ALTERNATE US 19
USER SURVEY

APPENDIX C – FDOT CONTEXT
CLASSIFICATION MATRIX

