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4.1 Land Use and Economic Activity

The Mecklenburg-Union (MUMPO) planning area includes all of the local governments in Meck-
lenburg County and the western and central portions of Union County (see Figure 1-1 in Chapter
1).  Located in the Piedmont region of south central North Carolina, the MUMPO planning area
serves as the demographic and economic focal point of the eleven county, bi-state modeling
region – which included approximately 1.7 million people in 20001 .  The MUMPO planning area
accounted for roughly 47 percent of the region’s population, with just under 795,000 people
(Table 4-1 below).  Of the estimated 920,000 jobs in the region in 2000, about 63% (almost
569,000) were located within the MUMPO planning area.

Table 4-1:  MUMPO and Mecklenburg County Population and Employment, 2000

Source:  UNC-Charlotte Urban Institute

Mecklenburg County (which includes Charlotte, the largest city in the Carolinas) contains the
vast majority of both people (87.5%) and jobs (93.1%) in the MUMPO planning area is found
within Mecklenburg County – which includes Charlotte, the largest city in North and South
Carolina.  Charlotte remains the economic engine not just of the MUMPO planning area, but
of the broader region as well.

Population growth in the MUMPO planning area has been driven by strong economic growth,
with an economy traditionally dominated by producer services, wholesale industries, and
transportation-related industries.  The latter categories reflect the area’s historic ability to
capitalize on strong transportation connections to major east coast and midwest markets via
Interstates 85 and 77, which intersect in Charlotte.  Charlotte/Douglas International Airport
provides direct flights to many domestic and international destinations, and averages 534

1 For the purpose of this discussion, the “current year” is 2000, reflecting the base year data used for the
Regional Travel Demand Model.  The previous Long Range Transportation Plan (2025) also used 2000
base year data, but relied on estimates derived at the end of the decade, previous to the 2000 Census.

Region
(MUMPO) Mecklenburg County

TOTAL SHARE OF REGION TOTAL SHARE OF REGION

2000 Population 1,683,668 794,519 47.1% 695,454 41.3%

2000 Employment    901,814 568,883 63.1% 529,672 58.7%



daily departures.  In 2003, Charlotte/Douglas ranked as the 17th busiest U.S. airport, due in part
to being a major USAirways hub.

Charlotte’s economy historically has been more diversified than those of its regional neighbors
whose job markets have been dominated by relatively low wage manufacturing sectors, such
as textiles.  This relative diversity, coupled with rapid growth of major employers such as Bank
of America, Wachovia, and Duke Energy, and the general economic expansion of the 1990s,
resulted in rapid employment and population growth .  Much of that previous growth was in
producer services, FIRE (finance, insurance and real estate) and other, related services.  More
recent estimates suggest that Mecklenburg’s economy remains diverse, even as the spinoffs
from previous rapid growth in the financial sectors continue.  (Hammer, 2003)

Mecklenburg’s annual population growth rate between 1990 and 20022  (an estimated 3.05
percent) was second in the region only to Union County , now North Carolina’s fastest-growing
county.  Union’s estimated 4.19 percent annual population growth rate in that period was
dramatic, but resulted in just a 7.3 percent share of the region’s population in 2000, compared
to Mecklenburg’s 41.3 percent share.  The majority of the population (80 percent) and employ-
ment (88 percent) in Union County is located within the MUMPO portion of the county.

Mecklenburg County’s relative dominance in population and employment is consistent with
findings that the county, unlike central counties in similar metropolitan areas across the U.S., has
maintained a centralized growth pattern relative to its region (Hammer, 2003), with the core
county of Mecklenburg growing more rapidly than most of the surrounding counties through-
out the previous decade.  Hammer suggests that this results, in part, from an established struc-
ture of small urban places around Charlotte, each with an existing population base (albeit low
when compared to Charlotte), which makes large increases difficult without concomitant
employment increases.  The historic dependence of these towns on slow-growth industries,
such as textiles, made such employment-driven population increases difficult to achieve.
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2 The estimated growth rates used in this discussion are taken from Dr. Thomas Hammer’s 2003 report
“Demographic and Economic Forecasts for the Charlotte Region.”

nn Development Patterns Within the MUMPO Planning Area

Growth and development patterns within the MUMPO planning area generally reflect the fact
of more people and jobs in the Mecklenburg portion versus the Union County portions of the
area.  Mecklenburg County’s development pattern reflects a strong historical preference for
residential and office development in the southern sectors of the county and a more recent
surge of growth in the north and northeast portions of Mecklenburg.

In terms of employment, Charlotte’s Center City (downtown business district and surrounding
neighborhoods) has enjoyed a strong position, reinforced by private-sector investment and
public sector policies and planning during the 1980s and 1990s.  The Center City remains the
single highest concentration of employment in  Mecklenburg County, with approximately
55,000 employees.  The second highest concentration of service employment (office and retail)
is found in the SouthPark area, located in the mid-south portion of Charlotte.
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Other major employment concentrations include the Airport area (west of the Center City),
the University area in the northeast and the Arrowood area (industrial/ distribution/ office) in the
southwest portion of the County.

Rapid development in the University area can be tied to the initial establishment and growth of
the University Research Park and University City in the late 1970s and early 1980s.  The Arrowood
area, in contrast, has historically consisted of large manufacturing and distribution complexes
in a mostly rural or suburban environment.  Following completion of the Charlotte Coliseum in
1988, and continued growth and expansion of Charlotte/Douglas International Airport, there has
been continued outward development pressure along the I-77 corridor.  More recently, with the
completion of the southern and western portions of I-485, the Arrowood area and southwest
Mecklenburg County have seen substantial growth.  Much of the development in this area is
campus style, single tenant office space.  As mentioned, Charlotte/Douglas International Airport
is itself a major employment concentration.

Employment densities for the Mecklenburg-Union planning area (Figure 4-1) reflect the influence
of these major concentrations in the Center City, SouthPark (southern sector), Airport (western
sector), Arrowood (southwest sector), and the University area in the northeast.  Additionally, the
southern areas of the County, at the convergence of I-485 and Highway 51, continue to emerge
as employment and economic concentrations.

Completion of the southern portions of I-485 has resulted in new retail and office development
around key interchanges.  The anticipation of construction of the remainder of I-485 has led
other areas, mostly in the west and north, to experience recent development activity.  Much of
this development is retail/office, while most industrial and wholesale employment is now and
historically has been concentrated along major transportation arteries in the northern and
western portions of Charlotte and Mecklenburg County.

In the Union County portion of the MUMPO planning area, most employment is concentrated
in Monroe or along the Highway 74 corridor.  As previously mentioned, though, employment
in the entire MUMPO planning area is heavily concentrated in Mecklenburg, rather than Union
County.  The vast majroty of land development changes in Union county occurred because of
residential development, with employment-related development lagging far behind.  The airport,
other intermodal facilities, headquarters sites, and the office parks with freeway access are all in
Mecklenburg County.

Residential land use patterns in the MUMPO planning area generally reflect the types of low-
density development common to U.S. urban areas that grew quickly during the “Sunbelt Shift”
era beginning in the 1970s.  In addition to this generally low-density pattern, growth in the Meck-
lenburg portion of MUMPO traditionally has been highly sectoral in its development pattern.

High-end residential development historically has been attracted to the southern sector of
Charlotte, beginning with the first streetcar suburbs (which have remained highly attractive
neighborhoods), and including the relatively high density, high-priced development in the
SouthPark area.  The emergence of the Ballantyne area farther south is a significant continuation
of this trend.
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Development pressures in the southern sector of Charlotte resulted in considerable activity
during the 1990s and early 2000s, with relatively low density residential and retail development
extending beyond the City limits and into Union County.  The southeastern portion of MUMPO’s
planning area has also grown, as the towns of Matthews and Mint Hill tapped into development
pressure moving outward from the southern sector, as did the western portion of Union County
captured a significant share of Union’s rapid growth.

Surrounding Charlotte’s Center City, are some of Charlotte’s most stable residential areas
(again, in the southern sector), as well as many fragile neighborhoods north and west of the
Center City.  These areas are established neighborhoods with relatively little recent growth,
though they are beginning to experience higher density, infill-type development.

Additionally, areas like the South End, located between the Center City and the established
neighborhoods to the south, have experienced recent residential and non-residential develop-
ment.  This development has been spurred by their advantageous location relative to Center
City and adjacent high-priced neighborhoods.  The Center City itself has also experienced a
resurgence of residential development, and there are approximately 9,000 people living within
the I-277 freeway loop.

Other recent residential development trends have included a housing boom in the north
and northeast sectors of Mecklenburg County, and emerging development in the interchange
areas near the new I-485 outer loop.  Growth in the north can be attributed to the attraction
of Lake Norman, the relative “small town” attractiveness of the northern towns of Davidson,
Cornelius, and Huntersville, and the large amount of available vacant land.  The overall develop-
ment pattern in northern Mecklenburg County is also related to the anticipated expansion of
I-77,  which has made the area more attractive to developers and residents.  Residential growth
in the northeast, as well as some in the north, is also related to increasing employment and
shopping opportunities in the University area.  Except for the University area, the north and
northeast sectors are still relatively low-density areas.

As is the case with employment, the completion or anticipated construction of I-485 has
created residential development pressures in the interchange areas.  This is reflected in new
development in both the north and south sectors, as well as increased interest in the west and
northwest sectors.  The latter areas historically have experienced less residential development
than in the south.  The southwest portion of Mecklenburg County, from Arrowood to Lake Wylie,
has grown rapidly over the past 15 years and the completion of I-485 through the southwest
sector has already produced significant development pressure.

uu The following page contain these related Figures (Maps)

Figure 4-1: Employment Density, 2000 ......................................... Page 4-5

Figure 4-2: Household Density, 2000 ............................................. Page 4-7
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4.2 Transportation Networks

4.2.1 Highways

The Mecklenburg-Union MPO planning area consists of a broad network of roadway corridors,
ranging from local streets serving the needs of a neighborhood to multi-lane freeways and
expressways serving regional and national trip purposes.

This network is the primary means by which people and goods are transported within and
through the region.  The network includes over 5,200 total miles, with just over half  (2,712)
maintained by municipalities in the urban area.

TABLE 4-2.  Maintenance Responsibility for Roadways in Urban Area
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Area Classification
State

Maintained
Locally

Maintained

MUMPO Interstate  72     --

MUMPO Primary  433     --

MUMPO All  1,960           2,712

Mecklenburg County All  1,009  2,488

Union County All  950  224

City of Charlotte All      --  2,102

Other Towns All      --  610
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4.2 Transportation Networks

4.2.2 Public Transportation

Transit service in the MUMPO area is available primarily within Mecklenburg County.  The only
fixed-route, fixed-schedule transite service in Union County is one exprress route connecting
with Mecklenburg County.

Mecklenburg voters passed a half-cent sales tax in 1998 to fund both long- and short-range
improvements to transit service in the region.  The Charlotte Area Transit System (CATS) was
formed in 2000 as a result.  The CATS mission is to enhance the quality of life by:

� providing outstanding community-wide public transportation services, while
� proactively contributing to progressive, sustainable regional growth and development.

CATS provides fixed-route bus services, paratransit, community/neighborhood based shuttle
services (including demand response services), and a multi-county vanpool program for work
trip destinations in Mecklenburg County.

u Fixed-Route Service

The fixed-route service operated by CATS includes 33 local routes, 12 express routes,
and six regional commuter services.

� Services are available in varying frequencies, seven days a week, from about 5:00 a.m. to
2:00 a.m.

� The fixed routes operated by CATS – local and express – are shown in Figure 3-3.

� The transit fleet includes 252 forty-foot buses, 40 thirty-foot buses for shuttles and
community/neighborhood services, 15 rubber-wheeled trolleys for the Gold Rush
downtown circulator service, and ten over-the-road coaches for commuter services.

� Buses for the local and express route services are accessible (low floor or lifts) and are
equipped with bike racks.

� Fares are $1.10 for local service, $1.55 for express service and $2.20 for commuter
service.

� Ridership in FY 2004 was approximately 16.4 million boardings and CATS delivered
9.7 million revenue miles.

uu Paratransit Service

Paratransit service to qualified elderly and disabled residents in Mecklenburg County
is provided by CATS Special Transportation Services (STS).

� STS is a demand response service, aided by mobile data terminals and computer dis-
patching and scheduling software.

� STS provides the paratransit service required by the Americans with Disabilities Act of
1990.

Page  4-11
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� The active fleet includes 83 vehicles.

� Ridership in FY 2001 was approximately 192,000, with 1.5 million revenue miles of
service.

uu Community/Neighborhood Services

CATS provides several services to cover smaller geographic areas with fixed-route or
demand-response options.

� CATS has six community shuttle routes designed for short trips within a defined com-
munity.  These routes are operated by a private transportation provider.  The fare for this
service is $0.50.

� In addition, there are seven “hub” routes that serve the general area around designated
transit centers in the service area, as well as four Village Rider routes serving the north-
ern Mecklenburg towns and surrounding area.  The fare for these services is also $0.50.

� The Gold Rush Circulator is a no-fare shuttle service that includes three downtown
Charlotte routes, all within the I-277 downtown loop.

� Demand-response service is available in  the Arrowood industrial park in southwest
Mecklenburg.  The fares range from free to $0.50, and vary from route to route and by
time of day.

uu Vanpool Program

The CATS Vanpool Program coordinates approximately 64 vanpools serving a 100-
mile radius around Charlotte.

� These vanpools operate seven days a week and provide service to patrons working first
through third shifts.

� CATS’ customer service database helps develop vanpools by cross-referencing home
and work location, and matching those with similar origins and destinations.

� FY 2004 ridership was over 180,000.

� The CATS Vanpool program has eliminated an estimated 64 million commuter miles
from the regional roadway system.

uu The following page contains this related Figure (Map)

Figure 4-3: CATS Existing Routes Map ........................................... Page 4-13
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4.2 Transportation Networks

4.2.3 Bicycle Facilities

Prior to 1999, the North Carolina Department of Transportation and local communities had
done little to foster bicycling as a mode of transportation.  Charlotte had no bike lanes, few
thoroughfares with wide outside lanes, and no signed bike routes.  City streets throughout the
MUMPO area were designed, built and maintained with little regard for modes of transportation
other than the auto.  In some locations, sunken drainage grates (some with dangerous slot
layouts), asphalt ridges at gutter edges, tire trapping pavement cracks, and other impediments,
were some of the daunt-ing obstacles encountered by bicyclists.

Adoption of the Charlotte-Mecklenburg Bicycle Transportation Plan (in 1999 by the Char-
lotte City Council and the Mecklenburg Board of County Commissioners) marked the start of
significant change.  This plan was developed by CDOT with funding from the City and Mecklen-
burg County.  There was a great deal of public input in the planning process, including four
public forums and citizens serving on a Bicycle Plan Steering Committee.

u The Bicycle Plan calls for the addition of bike facilities (bike lanes, wide outside lanes,
signage, etc.) when streets are newly constructed, reconstructed, or resurfaced.

u The plan also includes elements such as education on bicycling issues, bike facilities tied
to public transit, and connectivity between neighborhoods and off-street trails.

In June, 2000, Charlotte hired a Bicycle Coordinator and began implementation of the
Bicycle Plan.   As suggested in the plan, the Bicycle Coordinator established a Bicycle Advisory
Committee (BAC).   Appointments to the BAC are made by the City Council (six members),
Mayor (three members) and County Commission (two members).  The Bicycle Coordinator
works to ensure that the needs of bicyclists are given due consideration within normal planning
and design processes for roadway projects.
Roadway project managers and Planning Com-
mission staff now refer to the Bicycle Plan when
roadway and streetscape projects are being
planned and designed.

Charlotte has also promoted bicycling as an
alternative to automobile trips, especially for
commuting to work and short trips for errands,
social visits and recreation.  These promotional
efforts are highlighted by “BIKE!Charlotte,” a
weeklong series of events.  Bicycle education
is being addressed by the development of a
Video that tells drivers how to share roads with
cyclists.  This video is available for driver educa-
tion programs.  Other activities include bicycle
awareness campaigns, printed materials and
a bicycle program page on the CDOT website. A mile-long bike lane on Colony Road was

the first bike lane constructed in Charlotte.

B
icycle Facilities
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The City of Charlotte has constructed almost twenty miles of bike lanes throughout the
city, reflecting several measures that have expanded Charlotte’s bicycle facilities:

n There are additional bike lanes on projects now in the design phase that will be completed
in upcoming years.  Other projects will provide wide outside lanes to facilitate road sharing.

n As streets are routinely resurfaced, it is becoming standard practice to provide a bike lane or
additional space in the outside lane when possible.

n In Myers Park and Dilworth, two older central city neighborhoods, there is a four-mile signed
bike route with directional arrows.

n The City recently installed numerous bicycle parking racks – an essential component of a
bicycle transportation system – in the center city area.

n Mecklenburg County Greenways now offer about 22.5 miles of  off–street pathways,
including Mallard Creek Greenway (3.6 miles), upper McAlpine Creek Greenway (8.9 miles),
lower McAlpine/ McMullen Creek Greenway (5 miles), Torrance Creek Greenway (1.3 mile),
Irwin Creek Greenway (1.3 mile) and Little Sugar Creek Greenway (2.4 miles).

n Charlotte is planning other bikeway projects in conjunction with development of the South
Corridor Light Rail project, scheduled to open in April, 2007.

n Bicycle parking requirements are under consideration for new and significantly modified
land developments.

Other communities in the MUMPO area have also undertaken bicycle initiatives.

n Davidson, Huntersville and Cornelius have all installed bicycle lanes, and Matthews is
planning to install lanes.

n Matthews has recently received a grant to prepare a bicycle transportation plan similar to
that already adopted by Charlotte and Mecklenburg County.

n Huntersville often uses the Charlotte-Mecklenburg plan as a guide and Davidson has
recently begun developing a local bicycle plan.

n Several local communities have prepared or adopted master plans which reference the
need for improved conditions for bicycling and have appointed a board that considers
bicycling issues.

Bicycles serve a transportation function
as well as a recreational one – this rider
is using her bicycle to run an errand.
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4.2 Transportation Networks

4.2.4 Pedestrian Facilities

It should be assumed that people will walk, and plans should be made to accommodate
pedestrians.  Where people aren’t walking, it is often because they are prevented or
discouraged from doing so.  Either the infrastructure is insufficient, has serious gaps, or
there are safety hazards.  Aesthetics (e.g., pleasant walking environments that include
trees, landscaping, displays of public art, etc.) and destinations within walking distances
also play important roles in determining levels of walking.”

North Carolina Highway Research Program

“Walking is a basic human activity and almost
everyone is a pedestrian at one time or another,”
says the North Carolina Highway Research Program.
In its 2001 report, the NCHRP quotes the American
Association of State Highway Transportation Offi-
cials (AASHTO):  “Pedestrians are part of every
roadway environment, and attention should be paid
to their presence in rural as well as urban areas”

Pedestrian needs were inadequately addressed
by most cities in the U.S. between the late 1950s
to the 1980s, and municipalities in the MUMPO
area were no different.  The predominant subdivi-
sion-style development at this time generally had
no side-walks and few interconnecting streets.  The result is thousands of miles of suburban and
semi-rural roads with no sidewalks and limited or dangerous pedestrian access.

In Charlotte, significant strides have been made during the last decade to re-establish an
interconnected, pedestrian-friendly network.  Some of the most desirable neighborhoods in
the housing market are older neighborhoods that were designed and constructed during the
heyday of trolley and bus systems when street connectivity and sidewalk accessibility were
essential.  Officials in various local jurisdictions are requiring new sidewalks to be provided as
development occurs and many other MUMPO jurisdictions have developed some type of side-
walk construction program.

MUMPO works with NCDOT to incorporate sidewalk construction as a matter of standard
practice on NCDOT projects within the urban area.  Currently, NCDOT offers to construct
sidewalks if municipalities fund a portion of the cost and also agree to maintain the sidewalks
once they are completed.  In addition to Charlotte, other local governments are providing the
funding necessary to ensure sidewalks are added to some of the roadway projects being
planned and designed by NCDOT.  MUMPO also has taken a strong stance to ensure that new
roadway construction projects at least provide room for future sidewalk improvements and do
not create pedestrian barriers to the future provision of pedestrian ways.

Ped
estrian

 Facilities
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In developing the 2030 Long Range Transportation Plan, MUMPO surveyed its members about
their pedestrian-related policies, processes and construction requirements.  The results of the
survey are presented below.

Table 4-3:  MUMPO Municipalities and Planning for Pedestrian Needs

* committee or organization

The various MUMPO jurisdictions were also asked a series of specific questions about their
sidewalk programs and standards:

� Does the municipality use Powell Bill funds to build sidewalks?
� What is the minimum standard for sidewalk width for sidewalks the muncipality constructs?
� What is the approximate current mileage of sidewalks constructed in the municipality?
� Are sidewalks required to be constructed by code in new or redeveloped areas?
� If yes, are sidewalks required on both sides of the street?
� Are sidewalks required for all land uses?
� If not, what land uses are excluded?

The responses are summarized in the following table.

4.  EXISTING CONDITIONS Mecklenburg-Union MPO

MUMPO
Municipalities

Planning for Pedestrians Sidewalk Construction

Existing
Pedestrian
Plan
Adopted

Goals or
Policies for
Pedestrian
Facilities

Advocate*
for
Pedestrian
Facilities

Sidewalk
Con-
struction
Program

Typical
Annual
Sidewalk
Budget

Ave. Miles
of Sidewalk
Built Per
Year

Charlotte No Yes Yes Yes $5 million 10

Cornelius No Yes Yes Yes $50,000 3

Davidson No n/a Yes Yes unknown 1

Huntersville No Yes Yes No n/a n/a

Indian Trail Yes No Yes No n/a n/a

Marvin No Yes Yes No n/a n/a

Matthews No Yes Yes Yes $125,000 1.5 to 2

Mineral Spgs No Yes No No n/a n/a

Mint Hill Yes Yes No Yes $100,000 varies

Monroe Yes Yes Yes Yes $80,000 5,000/lf

Stallings No No Yes Yes $85-100,000 1

Unionville No No No No n/a n/a

Waxhaw No No No Yes $45,000 1 mile

Wingate No No No Yes $25,000 1/4 mile

Weddington No Yes No No n/a n/a

Wesley Chapel No Yes No No n/a n/a
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Table 4-4:  MUMPO Municipalities and Sidewalk Standards

Ped
estrian

 Facilities

MUMPO
Municipalities

Use Powell
Bill Funds
to Build
Sidewalks

Minimum
Standard
Sidewalk
Width

Current
Mileage of
Sidewalks
Constructed

Sdewalks
Required
on Both
Sides of
Street?

Sidewalks
Required
for All
Land
Uses?

If Not, What
Land Uses
Are
Excluded?

Charlotte No

5' City
constructed
(4' new de-
velopment)

1,450 miles Yes Yes n/a

Cornelius Yes 5 feet 30 Yes Yes
Industrial
Campus

Davidson unknown No

Huntersville No 5 feet unknown
Yes, except
rural zone

Yes n/a

Indian Trail Yes 5 feet 4.2 miles No Yes n/a

Marvin No n/a unknown n/a n/a No

Matthews Yes 5 feet 46.5 miles unknown
not

answered
n/a

Mineral Spgs No unknown unknown Yes Yes n/a

Mint Hill Yes 5 feet unknown
No, except
downtown

Yes n/a

Monroe Yes 5 feet 43 miles $80,000 5,000/lf Yes

Stallings Yes 5 feet 2.5 miles Yes Yes n/a

Unionville No 4 feet 1/2 mile No No

not required
at all except
for certain
residential

areas

Waxhaw Yes 5 feet 10 miles Yes Yes n/a

Wingate Yes 5 feet 2 miles No No

industrial
zoning does
not require
sidewalks

Weddington No
no required

width
unknown No n/a n/a

Wesley Chapel No 5 feet
less than 1

mile
Yes No

residential
subdivisions
not required

to build
sidewalk
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Current Pedestrian Initiatives of MUMPO Muncipalities

nn City of Charlotte

The City is committed to becoming a more “walkable” community as part of an overall
strategy for advancing a balanced transportation system that accommodates motorists,
transit riders, pedestrian and bicyclists.  Among the City’s initiatives that lay the foundation for
a walkable community are these:

� The City allocates $5 million annually to construct and maintain sidewalks.

� The City has adopted “Smart Growth Principles” that have a strong pedestrian orientation.

� Street Design Guidelines are being
developed that strongly support the
concept of a walkable community.

� CATS is beginning construction of a
light rail transit line and accompany-
ing that investment with an empha-
sis on pedestrian-oriented design
standards in the areas within a half-
mile radius of transit stations.

� Charlotte’s 2015 Plan for land use
calls for “sidewalks, crosswalks,
pedestrian signals, and other facilities
to make it easier, safer and more
enjoyable for people to walk.”

The City’s Department of Transportation 2004-05 Strategic Operating Plan describes and
recommends a series of pedestrian related initiatives as part of a mission to “plan and
provide for a safe and efficient multi-modal transportation system.”   The initiatives include
development of a Pedestrian Master Plan, street design guidelines, a new methodology for
pedestrian level of service at controlled intersections, pedestrian mid-block crossing guidelines
and Center City Transportation Study with a ‘Walkability Analysis” component.

As further evidence of Charlotte’s dedication to safe and efficient pedestrial travel, the
City has hired a full-time Pedestrian Program Manager to manage the $5 million Sidewalk
Program and to serve as the City’s pedestrian advocate.  In 2004, the City won two national
pedestrian awards from the Institute for Transportation Engineers and the Partnership for a
Walkable America for its commitment to the Pedestrian Program and its Accessible Pedestrian
Signals project.

nn Town of Cornelius

The Town’s budget allocates $50,000 each year for sidewalks.  Cornelius does not have a formal
pedestrian plan but has adopted a Parks and Recreation Master Plan that includes both bicycle
and pedestrian goals.  Sidewalks are typically required to be built on both sides of the street,
except in the Industrial campus land use which requires sidewalk on one side of the street only.
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nn Town of Davidson

Davidson residents have a very strong interest in sidewalks, according to the survey of MUMPO
municipalities.   The town is working on a system to prioritize sidewalks, and a Traffic Calming
Committee has been appointed to make recommendations about prioritization to the Town
Council.  The only criterion Davidson now has for determining sidewalk priorities is the Town’s
2003 circulation plan that states any street that is connected will receive sidewalks.

nn Town of Huntersville

Citizen interest in sidewalks is strong.  In November, 2003, voters approved an $8.5 million bond
referendum for transportation projects, including sidewalk construction.   The staff recommends
that 10% of those funds be used for pedestrian and bicycle projects.

As a result of citizen interest in pedestrian facilities, Huntersville’s land development regulations
were transformed in 1996 to emphasize a multi-modal transportation system.   The development
codes were also crafted to foster land use patterns that encourage pedestrian activity.  The Town
Public Works Department has a system to prioritize sidewalks that is not an adopted policy, but
an internal procedure.  The system takes into
account:

(1) road type,
(2) vehicular traffic volume,
(3) connectivity with existing

pedestrian facilities,
(4) proximity to schools, parks, and other

logical pedestrian destinations,
(5) existence of worn paths,
(6) number of homes served, and
(7) various cost factors.

The Town’s subdivision ordinance also has
strong language addressing pedestrian and bicycle facilities and requires that to the extent
practicable, all streets should connect to create a comprehensive network of public areas which
allows free movement of automobiles, bicyclists and pedestrians.

The zoning ordinance further states that streets are to be inviting public spaces and integral
components of community design.  A hierarchal street network should have a rich variety of
types, including bicycle, pedestrian and transit routes.  All streets should connect to help create
a comprehensive network of public areas to allow free movement of automobiles, bicyclist and
pedestrians.  In order for this street network to be safe for motorists and pedestrians, all design
elements must consistently be applied to calm automobile traffic.

nn Town of Indian Trail

Citizens are generally interested in sidewalks, especially adjacent to schools and within the
downtown district.   When prioritizing sidewalks, the need, connectivity and destinations
(especially to schools) are considered.  The Town Ordinance requires sidewalk based on the type
of development and roadway classification.  The Town also uses Powell Bill funds and actively
seeks grants to fund sidewalk construction.
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nn Village of Marvin

Public input on proposed parks and greenway plans suggests Increased interest in sidewalks
The Village is currently in a development moratorium in order to revise the development
regulations and will be proposing multi-purpose greenways throughout the town.

nn Town of Matthews

Matthews encourages construction of pedestrian and bicycle facilities in the Town’s Land Use
Plan.  The plan’s transportation objectives include:

• developing and encourag-
ing the use of alternate
transportation modes and
greater connectivity be-
tween neighborhoods and
local destination points and

• developing pedestrian
sidewalks, bikeways, and
similar facilities which
encourage alternative
transportation choices, and
connect existing portions of
off-street paths for greater
continuity.

The Town of Matthews has also received a grant from NCDOT to develop a comprehensive
bicycle facilities plan.

nn Town of Mineral Springs

The Town recently approved design guidelines that require a pedestrian-friendly environment
in the downtown business district.  This overlay district requires buildings to be constructed
with street-facing storefronts in close proximity to the street with sidewalks.

All residential subdivisions are required to limit the length of cul-de-sacs by providing stub
streets, thereby encouraging future connectivity.  Though citizen interest is somewhat low for
sidewalks, Mineral Springs is working on other pedestrian-related initiatives such as greenways.
In the absence of an established policy or ordinance, the planning board, mayor or town council
members currently work with developers to find options to set aside creek frontage or other
linear natural areas in proposed subdivisions to preserve future greenway corridors.

nn Town of Mint Hill

Many older neighborhoods are requesting sidewalks, indicating that there is an interest for side-
walks within the municipality.  Mint Hill has a Downtown Master Plan that proposes a greenway
loop around the downtown to serve both pedestrians and bicyclists as a multi-use path.

The Town and developers will install a number of pedestrian crosswalks at several intersections
over the next year.  Sidewalks are prioritized on the basis of need and feasibility by the Board of
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Commissioners each year.  Sidewalks are required for all new developments and development
expansions of 50% or greater.

nn City of Monroe

The City of Monroe’s Transportation Department has a sidewalk priority program that is submit-
ted to the City Council for approval each year.  Priorities are based primarily on safety issues and
pedestrian traffic.  The citizens of Monroe have a high interest in the provision of sidewalks and
greenways within the community.

nn Town of Stallings

The Town of Stallings reported some citizen interest in building sidewalks and has a budget of
$85,000 to $100,000 each year to spend on sidewalks.  However, there is no prioritization system
currently in place.  The Town’s Parks Committee is very interested in developing both bicycle and
pedestrian plans.    Currently, land uses under commercial general use zoning are not required to
build sidewalks; however, the Town requires sidewalks under the conditional use process.

nn Town of Unionville

Unionville is one of the few MUMPO municipalities to require a minimum of a 4-foot sidewalk
width.  Sidewalks are only required in Unionville in residential subdivisions with a “smart growth”
density bonus option.  Unionville does not include a sidewalk construction line item in its
budget.

nn Town of Waxhaw

Although the Town of Waxhaw does not currently have an official pedestrian plan, there is a
strong possibility that one will be developed in the near future as Waxhaw continues to grow.
The Town of Waxhaw Planning Staff has worked with developers to ensure that current and
future development projects incorporate pedestrian facilities in their designs.   Pedestrian traffic
counts are used to prioritize sidewalks.

nn Town of Wingate

Sidewalks in Wingate are built in centralized areas of the town where there is heavy pedestrian
traffic.  MUMPO’s survey indicates Wingate’s citizens are very interested in pedestrian facilities.

nn Town of Weddington

The Town of Weddington does not have a sidewalk construction program or any codes that
require sidewalks.

nn Village of Wesley Chapel

Citizens of Wesley Chapel are generally supportive of sidewalks, according to the MUMPO sur-
vey.  However, residential subdivisions are not required to install sidewalks along thoroughfares.
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4.2 Transportation Networks

4.2.5 Freight Facilities

The Transportation Equity Act for the 21st Century (TEA-21) identifies seven areas to include in
the planning process. Two areas specifically address freight transportation:

u Increase the accessibility and mobility options available to people and for freight.

u Enhance the integration and connectivity of the transportation system, across and between
modes for people and freight.

The Mecklenburg-Union Metropolitan Planning Organization (MUMPO) has expanded the
freight transportation component in this LRTP update.  To ensure the success of the freight
transportation activities, MUMPO created a freight transportation process that outlines the
components necessary to maintain ongoing freight planning activities.

Goals and Objectives for Goods Movement

MUMPO’s overall mission is to provide a system of transportation modes that are consistent
with the development and growth desired for the jurisdictions that comprise the Mecklenburg-
Union Metropolitan Planning Organization.

MUMPO’s goals and objectives are described in Chapter 2.  MUMPO’s freight transportation goal
is to provide a transportation system supporting the movement of goods.   Specific objectives
relating to the freight transportation goal are listed on page 2-3  as part of MUMPO’s overall
goals, and are also highlighted below:

� Develop a transportation system supporting Charlotte’s position as a major distribution
center, improving and maintaining access for freight to other markets via a network of
highways, railroads and Charlotte/Douglas International Airport.

� Develop streets and highways that are accessible to and compatible with multiple modes
of transportation.

� Facilitate coordination among transportation modes through the establishment of inter-
modal facilities.

� Identify opportunities to share rail corridors with transit.

� Support expansion opportunities at Charlotte/Douglas International Airport that will
increase the attractiveness of the airport as a major cargo facility.

� Designate safe routes, with minimal urban exposure, for the transport of hazardous

materials.

� Designate truck routes that minimize exposure to neighborhoods and to historic and
cultural resources.
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Current Conditions

The Charlotte region comprises the sixth largest wholesale center in the United States.  The
success of Charlotte as a major distribution center relies on its supporting network of highways,
railroads, and a major airport that provides quick and convenient access to other markets.

nn Distribution Facilities

The warehousing and distribution of freight is the second
largest economic activity in Charlotte, with an annual wholesale
volume of $32 billion.  The region now has approximately 48,000
persons employed in wholesale sales and 39,000 in transporta-
tion warehousing and utilities.  The five companies listed in the
chart (right) represent employers with the greatest square
footage by facility.

nn Railroads

The Norfolk Southern Railroad (NS) and CSX Transportation (CSXT) are the two major rail lines
serving the Charlotte region.  These rail lines link 44,880 miles of rail to the majority of east coast
states and bring more than 300 trains through the Charlotte region each week.   Norfolk South-
ern’s rail yard is able to handle up to 28,000 rail cars a day.  These railroads also work closely with
the trucking firms in the region and offer piggyback facilities.

In North Carolina, 25 freight railroad companies operate the 3,379 miles of rail lines.  Two
companies operate more than 70 percent of the state’s total via major/mainline routes.   Both
companies serve the Charlotte region:

� CSXT operates 34 percent of North Carolina’s  rail system.  CSXT’s east-west route connects
Wilmington and Charlotte to Atlanta and New Orleans.

� NS operates 43 percent of North Carolina’s rail system.   Norfolk Southern’s north-south route
connects the Northeast and Midwest to Atlanta via Danville, Virginia, Greensboro, and
Charlotte.

Three other, less active routes also connect the Charlotte region to other cities:

� The state-owned North Carolina Rail Road (NCRR) extends 317 miles from Charlotte to
Morehead City, and includes the most active rail corridor in the state between Raleigh and
Charlotte.  NS leases from NCRR the line that serves Durham, Greensboro, High Point, and
Charlotte.

� The Aberdeen Carolina and Western Railroad leases a route from Raleigh to Charlotte via
Sanford.

� The third route, owned by Norfolk Southern, connects Charlotte and Greensboro via
Mooresville and Winston-Salem.

Company
Square

Footage

Black & Decker 1,365,000

Ross Stores 1,200,000

Family Dollar 1,135,000

Winn-Dixie 1,068,000

Lance 729,000
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nn Intermodal Facilities

Intermodal facilities allow for the direct transfer of freight between railroads, planes, ships, and
trucks.   Charlotte’s five freight terminals represent 28 percent of all freight intermodal terminals
in North Carolina.  These local terminals include:

� Charlotte/Douglas International Airport
� Norfolk Southern Intermodal Freight Terminal
� CSX Intermodal Freight Terminal
� North Carolina State Ports Authority
� Pipeline Terminal and Tank Farms

One of the most significant trends in the freight rail industry is the growth of intermodal traffic.
Intermodal traffic across the country has grown from 3.1 million containers transported in 1980
to 8.8 million in 1998.  A primary advantage of moving freight via intermodal services is the
reduction of through-state truck traffic.

nn Inland Intermodal Terminals

There are two inland intermodal terminals located in North Carolina, one in Charlotte and the
other in Greensboro.  Both are owned by the North Carolina Ports Authority.   The Charlotte
Intermodal Terminal is located north of the Charlotte/Douglas International Airport and has
access to CSX and NS Railroads, as well as convenient access to I-85 and I-77.

nn Air Cargo Facilities

Charlotte/Douglas International Airport provides 288,000 square feet of cargo facilities.  Major
clients include Federal Express, United Parcel Service, Emery Worldwide, BAX Global, Airborne
Express, and DHL.  Clients have access to eight cross-dock facilities, each providing up to 20 dock
doors.  The commodities that typically pass through Charlotte/Douglas include mail, automotive
parts, textiles, and technology equipment.

uu The following page contain these related Figures (Maps)

Figure 4-4: Intermodal Facilities Map ............................................ Page 4-29
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4.3 Environment

MUMPO has many of the same environmental concerns as other similarly-sized metropolitan
areas.  Air quality and water quality issues are high priorities  in the Mecklenburg-Union
planning area and adjoining counties.  The transportation systems and land use decisions that
affect these issues are considered in the zoning and land development practices of the
individual jurisdictions and in MUMPO’s transportation planning process.

4.3.1  Air Quality

Ensuring that transportation sources contribute to attainment of clean air in the Mecklenburg-
Union urban area and surrounding counties is one of the highest goals of MUMPO.

In 1995, the United States Environmental Protection Agency (EPA) designated Mecklenburg
County as a maintenance area for 1-hour ozone and carbon monoxide.  As improvements in
emission controls have resulted in significant reductions in carbon monoxide emissions from
motor vehicles, attaining the air quality standards for CO has become easier during the past
twenty years.

Ozone will continue to be a major challenge.  Technological improvements in the 1990s
designed to reduce the formation of ozone precursors are at risk of being overcome by rapid
growth and an even faster increase in vehicle miles of travel (VMT).  Beginning June 15, 2005,
the 1-hour ozone standard will cease to exist.  In April, 2004, EPA designated a multi-county
non-attainment area for 8-hour ozone, including all of MUMPO.  On a positive note, many new
federal and state controls should reduce emissions from autos and light duty trucks in addition
to emissions from heavy-duty diesel vehicles and point sources.

Another area of potential concern is the new 2.5-micron particulate matter standard.  EPA
recently designated Mecklenburg-Union as an “attainment” area.   The extra controls on diesel
vehicles listed above and continued improvement at the coal-fired power plants in the sur-
rounding counties will be important actions in addressing this emerging pollution concern
and preserving Mecklenburg-Union’s attainment designation.

The State, Mecklenburg County and local jurisdictions are taking other proactive measures to
improve air quality in the Charlotte region.  These actions include the North Carolina Depart-
ment of Environment and Natural Resources’ (NCDENR) “Air Awareness Program” that was
created to educate the public about air pollution and the individual actions that can make a
difference during forecasted peaks.

Major commitments to strategies that encourage higher vehicle occupancy and lower VMT are
also part of this region’s plans to improve air quality.  These commitments include the construc-
tion of major rapid transit projects; extensive expansion of local and express transit services; the
construction of lanes for high-occupancy vehicles; and continued integration of land use and
transportation planning.
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4.3.2 Water Quality

The transportation system affects water quality through atmospheric emissions and runoff
from development.

� Mecklenburg County has taken a proactive role in establishing buffers around creeks,
streams, and rivers.  Particular attention has been paid to protecting the drinking water
supply by addressing development issues in sensitive watershed areas.

� Union County, in “Vision 2020,” has also committed to build infrastructure that promotes
commercial, industrial, and agricultural growth and supports residential development
while producing a sustainable living environment.

The efforts to lower air pollution from the transportation system will have positive impacts
on water quality.  The integration of land use and transportation will benefit water quality
by ensuring that proposed transportation facilities are balanced to the appropriate level of
development in sensitive watershed areas.
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