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Executive Summary 

The Blueprint Intergovernmental Agency (BIA)1, commissioned Kimley-Horn and the 

Florida State University Center for Economic Forecasting and Analysis (FSU CEFA) to 

conduct an economic impact analysis of the proposed Welaunee Boulevard Extension 

(Northeast Gateway) project according to the map outlined below. The roadway 

construction, residential and mixed use development assumptions used in this study were 

based on the City of Tallahassee Planned Urban Development (PUD) and provided by the BIA 

engineering firm consultant on this project, Kimley-Horn. The research team conducted an 

economic impact and traffic flow analysis of the roadway construction and at least three 

build alternatives or scenarios, for these areas. The no-build option is equivalent to the 

current or existing condition with no development.  

The CEFA research team conducted an analysis of the planned urban development using the 

IMPLAN economic impact modelling forecasting technology. According to the most recent 

roadway construction costs, the research team found that the roadway total output 

(sales/revenues) are $104.6 million, including 649 jobs generating $33 million in income. 

The fiscal impacts total $10.5 million ($2.9 million in state and local taxes, and $7.6 million 

federal taxes).  

Based on the three density percentage scenarios, the project team found that the non-

roadway development results in: total output (sales/revenues) impacts that range from $2.2 

billion to $8.2 billion. The total employment impacts range from 18,500 to 70,399, and the 

total income impacts range from $848 million to $3.3 billion. The estimated fiscal impacts 

(based on overall construction costs and an expected first year of permanent jobs) according 

to the PUD density percentage assumptions, range from $263 million ($77 million state & 

local taxes, and $186 million federal taxes) to $1.0 billion ($290 million state & local taxes, 

and $713 million federal taxes).  

 

Additionally, CEFA conducted an economic analysis of an improved traffic system. By 

utilizing the travel time analysis conducted by Kimley-Horn and publicly available data, the 

CEFA research team found that the NE Gateway will save about $752,376 for those heading 

away from Tallahassee and $1,297,273 for those heading towards Tallahassee in 2025. By 

2045, the value of annual total savings is $2,082,539 for those heading away from 

Tallahassee and $2,666,155 for those heading towards Tallahassee, depending on the time 

of day, in car maintenance costs and time delays. 

 

  

 
1 Blueprint Intergovernmental Agency, see: http://blueprint2000.org/ 

http://blueprint2000.org/
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Introduction 

The Welaunee Boulevard Extension or Northeast Gateway Project2 is a transportation 

initiative by the Blueprint Intergovernmental Agency as a part of a greater Welaunee Critical 

Area development effort.3 Broadly this two-phase project creates a gateway for northeast 

Leon County. Phase 1 has been approved by the City of Tallahassee and has an estimated cost 

of $50 million. Phase 2 project elements may occur once transportation connections north 

of Roberts Road have been funded consistent with the County and City interlocal agreement; 

Phase 2 currently has an estimated cost of $30.7 million. 

Phase 1 project elements include: 

• Creates a regional road to support a new I-10 interchange 

• Constructs two lane Welaunee Boulevard South (Fleischmann Road to I-10) and 

North (I-10 to Shamrock Way) 

• Extends two lane Shamrock Way (Centerville Road to Welaunee Boulevard) 

• Creation of the 8.4-mile Welaunee Greenway, with a footbridge across I-10 to 

connect to the Miccosukee Greenway, creating a 17-mile trail loop 

Phase 2 project elements include: 

• Extends two lane Welaunee Boulevard North (Shamrock Way to Roberts Road) 

• Extends two lane Shamrock Way (Welaunee Boulevard to Mahan Drive) 

• Adds four additional trailheads on Miccosukee Greenway1 

The Northeast gateway has a twofold purpose of supporting the Welaunee area development 

and improving regional mobility by alleviating possible traffic stress/congestion put on 

adjacent roadways. 

This transportation infrastructure is required to support the planned and approved new 

development in the Welaunee area. The adopted Tallahassee-Leon County 2030 

Comprehensive Plan, which guides the timing and location of Tallahassee’s future growth, 

has identified the Northeast Gateway/Welaunee Boulevard project as integral to 

accommodating planned population and employment growth. The roadway network, 

including facilities for bicyclists and pedestrians, will be public facilities—available to all 

users and beneficial to the entire community.4 

 
2 Also known as “The Arch” by BIA and the Tallahassee-Leon County Planning Department. 
3 Tallahassee-Leon County Planning Department (2021). Tallahassee-Leon County 2030 Comprehensive Plan 
(as of 2020-02ESR Amendment Cycle, eff. 1/11/21). 104-160. Retrieved from: 
https://www.talgov.com/Uploads/Public/Documents/place/comp_plan/tallahassee-leon-county-
comprehensive-plan.pdf 
4 Tallahassee-Leon County Planning Department (2021). Retrieved from: 
https://www.talgov.com/Uploads/Public/Documents/place/comp_plan/tallahassee-leon-county-
comprehensive-plan.pdf 

https://www.talgov.com/Uploads/Public/Documents/place/comp_plan/tallahassee-leon-county-comprehensive-plan.pdf
https://www.talgov.com/Uploads/Public/Documents/place/comp_plan/tallahassee-leon-county-comprehensive-plan.pdf
https://www.talgov.com/Uploads/Public/Documents/place/comp_plan/tallahassee-leon-county-comprehensive-plan.pdf
https://www.talgov.com/Uploads/Public/Documents/place/comp_plan/tallahassee-leon-county-comprehensive-plan.pdf
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Building region-serving roads to support a new I-10 interchange will provide leverage to 

attract interchange funding from other sources. The I-10 interchange, Welaunee Boulevard 

and other region-serving roads may take pressure off the scenic and protected Miccosukee 

and Centerville canopy roads, and potentially avoid costs for upgrades at the Thomasville 

Road and U.S. 90 I-10 interchanges. Except for a portion of the Welaunee Greenway, all 

potential development spurred by these road improvements will be located inside the Urban 

Services Area on lands planned for urban development.  

Infrastructure planning for population and employment growth in the 7,000-acre Welaunee 

area has been ongoing since 1990 when the Tallahassee-Leon County Comprehensive Plan 

designated the majority of the Welaunee area as an Urban Service Area (USA) for future 

development, including capital infrastructure (roads, waterlines, sewer lines etc.).5 In the 

Comprehensive plan, the City of Tallahassee entered into an Urban-Services Agreement with 

Powerhouse Inc. for the Welaunee Area among other infrastructure projects. In 2002, the 

City of Tallahassee amended the Comprehensive plan with the Welaunee Critical Area Plan 

which designated the development plan for the Welaunee area Toe and Heel, Primary Open 

Space Facilities, Land Use, Public Facilities, Transportation, and General Design Standards.6 

Between 2005-2013, different amendment and conceptual plans were adopted for the 

Welaunee Critical Area by both private and government stakeholders. Between 2012 and 

2014, the Leon County Sales Tax Committee evaluated the Phase I of the Welaunee 

Boulevard-Northeast Gateway Project along with 72 other project proposals. In April 2014, 

the Committee approved the Northeast Gateway project; the Northeast Gateway project was 

then confirmed by a Referendum ballot with 65% public support across the community.7 In 

2016, the Canopy Community Development District Construction began. In 2018, Blueprint 

began its detailed planning effort to provide the required transportation infrastructure 

which supports the projected future population and employment growth in the Welaunee 

area with the current PD&E study for the Northeast Gateway project.8  

The Blueprint Intergovernmental Agency (BIA)9, commissioned Kimley-Horn and the 

Florida State University Center for Economic Forecasting and Analysis (FSU CEFA) to 

 
5 Blueprint Intergovernmental Agency (2020). Frequently Asked Questions Northeast Gateway: Welaunee 
Boulevard PD&E Study. 1. Retrieved from: https://negatewayhome.files.wordpress.com/2019/07/ne-
gateway-faqs_v4.pdf  
6 Tallahassee-Leon County Planning Department (2021). Tallahassee-Leon County 2030 Comprehensive Plan 
(as of 2020-02ESR Amendment Cycle, eff. 1/11/21). 104-160. Retrieved from: 
https://www.talgov.com/Uploads/Public/Documents/place/comp_plan/tallahassee-leon-county-
comprehensive-plan.pdf  
7 Blueprint Intergovernmental Agency (2019) Northeast Gateway: Phase I Project Development & 
Environment Study Slide 5. Presentation to the Killearn Homes Association. Provided by Kimley-Horn 
8 Blueprint Intergovernmental Agency (2020). Retrieved from: 
https://negatewayhome.files.wordpress.com/2019/07/ne-gateway-faqs_v4.pdf 
9 Blueprint Intergovernmental Agency, see: http://blueprint2000.org/ 

https://negatewayhome.files.wordpress.com/2019/07/ne-gateway-faqs_v4.pdf
https://negatewayhome.files.wordpress.com/2019/07/ne-gateway-faqs_v4.pdf
https://www.talgov.com/Uploads/Public/Documents/place/comp_plan/tallahassee-leon-county-comprehensive-plan.pdf
https://www.talgov.com/Uploads/Public/Documents/place/comp_plan/tallahassee-leon-county-comprehensive-plan.pdf
https://negatewayhome.files.wordpress.com/2019/07/ne-gateway-faqs_v4.pdf
http://blueprint2000.org/


 

7 
 

conduct an economic impact analysis of the proposed Welaunee Boulevard Extension 

(Northeast Gateway) project. The development assumptions for the City of Tallahassee 

Planned Urban Development (PUD) and the property north of I-10 were provided by the BIA 

engineering firm consultant on this project, Kimley-Horn. This study conducts an economic 

impact and traffic flow analysis of three build alternative, or scenarios. The no-build option 

is equivalent to the current or existing condition with no development.  

Literature 

According to classical economic theory, consumers purchase a good or service and 

experience an opportunity cost of forgone alternative goods or services that could have been 

purchased with the money spent in a transaction. According to the Economics of Travel 

Primer from the Bureau of Transportation Statistics, when considering the economics of 

travel, users “purchase” transit by exchanging time and some out-of-pocket resources to 

travel from one location to another; this transactional framework allows us to apply 

traditional economic theory to examine traffic “markets”.10 

The demand for travel shows the consumer’s willingness to pay for transportation and 

reflects the economic law of demand: as the price of a good decreases, more people will 

desire that good. In the case of transportation, individuals have different preferences, such 

as destination, but will be willing to travel longer distances and with greater frequency as 

the cost of transportation decreases. Graphically, this can be depicted as the demand curve 

in Figure 1 below, where lower travel costs correlate with higher demand for travel and 

consequently higher traffic volume.11 

 
10 Office of Transportation Management (2008). Economics: Pricing, Demand, and Economic Efficiency, A 
Primer. 6. Federal Highway Administration. Retrieved from: 
https://ops.fhwa.dot.gov/publications/fhwahop08041/fhwahop08041.pdf  
11 Office of Transportation Management (2008) Retrieved from: 
https://ops.fhwa.dot.gov/publications/fhwahop08041/fhwahop08041.pdf 

https://ops.fhwa.dot.gov/publications/fhwahop08041/fhwahop08041.pdf
https://ops.fhwa.dot.gov/publications/fhwahop08041/fhwahop08041.pdf
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Figure 1. The Market for Roadway Travel (Travel Demand) 

Conversely, when considering the supply-side of the market for travel/traffic, we do not have 

typical supplier firms, such as the case in the consumer-product market such as Coca-Cola 

for the Soda market. Although car manufacturer and government entities create the 

technology and framework for travel, individual travelers create the supply of vehicles on 

the roadway. To this end, we theorize a supply curve as shown in Figure 2. The reason that 

the supply curve below shows increasing costs of travel at an increasing rate is as follows: In 

the field of transportation science, it is known that traffic flow increases the density of traffic 

as more vehicles coalesce onto roadways of limited space; this occurs at a non-uniform rate 

due to the different capacities of the roadways. Additionally, as the density of traffic 

increases, the average travel speed decreases as the free path of travel becomes limited and 

obstructed by other motorists on the roadway. The decrease in travel speed increases the 

travel time, one of the main costs of transportation. Therefore, traffic volume increases traffic 

density which increases travel time/opportunity cost of travel.12 

 
12 Office of Transportation Management (2008) Retrieved from: 
https://ops.fhwa.dot.gov/publications/fhwahop08041/fhwahop08041.pdf 

Cost of  

Roadway Travel 

Traffic Volume 

Travel 

Demand 

https://ops.fhwa.dot.gov/publications/fhwahop08041/fhwahop08041.pdf
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Although the demand and supply framework of travel is very useful for providing context on 

the economic incentives behind traffic, for the purposes of this study we aim to evaluate the 

added value of the Northeast Gateway traffic network. To this end, the CEFA research team 

examines how the Northeast Gateway/Welaunee Boulevard Extension impacts the costs of 

roadway travel. One of the primary purposes of the Northeast Gateway is to reduce travel 

time and congestion on the surrounding traffic network. To quantify this network impact, 

we examine the 2019 Urban Mobility Report from the Texas A&M Transportation Institute 

at Texas A&M University; a pre-eminent institution within the field of the economics of 

travel. The 2019 Urban Mobility Report is a sponsored product of the Texas Department of 

Transportation and the results on national costs of congestion are reported by the Bureau of 

Transportation Statistics.  

The 2019 Urban Mobility Report examines the increasing national trend of traffic congestion 

using precise 15-minute interval daily INRIX, traffic data and sophisticated statistical 

modelling.13 Based on an examination of 494 metropolitan areas, the report found that, in 

2017, congestion cost at least approximately $179 billion dollars to the US economy in terms 

of lost time and maintenance costs alone.14 For this study, the CEFA research team emulates 

some of the calculations performed in the 2019 Urban Mobility Report to quantify the cost-

savings of the Northeast Gateway in terms of travel time and car maintenance. The 

applications of the 2019 Mobility Report can be seen in the traffic analysis methodology 

section.  

 
13 Schrank D., Eisele B., and T. Lomax. (2019). 2019 Urban Mobility Report. 2. Texas A&M Transportation 
Institute. Retrieved from: https://static.tti.tamu.edu/tti.tamu.edu/documents/mobility-report-2019.pdf  
14 Schrank D., Eisele B., and T. Lomax. (2019). 5. Retrieved from: 
https://static.tti.tamu.edu/tti.tamu.edu/documents/mobility-report-2019.pdf 

Cost of  

Roadway Travel 

Traffic Volume 

Travel 

Demand 

Travel 

Supply 

Figure 1. Market for Travel/Traffic (Travel Supply) 

https://static.tti.tamu.edu/tti.tamu.edu/documents/mobility-report-2019.pdf
https://static.tti.tamu.edu/tti.tamu.edu/documents/mobility-report-2019.pdf
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Economic Impact Study Assumptions   

The FSU CEFA research team15 was provided a conceptual map of the Welaunee Boulevard 

Extension project area.  In addition, the team received the current roadway construction cost 

data, residential and commercial density percentages, and unit assumptions, for the total 

development area.  

Roadway Construction Cost Data 

The research team obtained the current roadway construction cost estimates from Kimley-

Horn’s Preliminary Engineering Report (PER). The following roadway construction costs are 

outlined below in Table 1.  

  

Table 1. Welaunee Blvd. Roadway Construction Cost Estimates16 

  

*Does not include utility costs 

The research team used this data as the framework for the economic impact analysis of the 

roadway construction portion of this study.  

Non-Roadway Economic Assumptions for the Analysis 

With respect to the non-roadway economic analysis, this study may be viewed as 

hypothetical (or theoretical) as there has been no actual data provided, given there has been 

no residential nor commercial design plans conducted to date. This hypothetical economic 

analysis is based on the density assumptions from the City of Tallahassee Planned Urban 

Development (PUD) and includes proposed residential, commercial, and other mixed-use 

development.  The FSU CEFA project team then worked with Kimley-Horn staff members: 

 
15 The Center for Economic Forecasting and Analysis (CEFA) is part of the Florida State University Institute of 
Science and Public Affairs (ISPA), which is a multi-disciplinary research institute. FSU CEFA specializes in 
applying advanced, computer-based economic models and techniques to examine and help resolve pressing 
public policy issues across a spectrum of research areas. 
16 It should be noted that the costs of land and utilities were not included in the economic impact analysis. 
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Ryan Wetherell and Kendra Euscher, to collect any additional data including construction 

type, associated square footage, and additional levels of detail related to each construction 

type (residential, commercial, etc.). In addition, the Tallahassee-Leon County Planning 

Department provided the unit assumptions used in this study. 

Figure 2. A Conceptual Map for the Welaunee Blvd. Extension Development 

 

The CEFA research team examined three potential development scenarios based on the PUD 

assumptions of residential and commercial density acreage percentages.  The following 

Tables depict the three potential density percentage scenarios, ranging from low, medium 

and high. For Phase 1 Residential, the densities are: 2, 5, and 10 units per acre, for low, 

medium and high density scenarios, respectively. For Phase 1 Mixed Use, the densities are: 

6, 12 and 20 units per acre (residential), and 4,000 to 20,000 GSF per acre (non-residential) 

for low, medium and high density scenarios. The scenarios are presented in the following 

three Tables and include the land use type, maximum density, allocations of land use, 

estimated acreages and unit assumptions, used in this study.17 The research team assumed 

a mix of residential development based on a similar residential development framework as 

the recently constructed Canopy and Cawthorn development(s). As the Canopy development 

is part of the overall Critical Area Plan in the Comp Plan, it is viewed as being representative 

of this proposed Welaunee Development.18  As there were no cost data or construction detail 

provided to the study project team in terms of the proposed residential development, the 

breakout square footages were based on similar assumptions relating to residential 

 
17 The estimated unit assumptions for the three scenarios were provided by Artie White, Administrator of 
Comprehensive Planning with the Tallahassee-Leon County Planning Department. 
18 In addition, for the mixed use residential area, the research team assumed a residential mix of 50% single 
family, and 50% multifamily homes for scenarios Low and Medium, and 40% single family, and 60% 
multifamily homes for the High scenario, similar to the current housing stock in the Leon County and 
Tallahassee area. 
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development, as the nearby Canopy and Cawthorn development(s). It should be noted that 

the assumptions for costs of residential construction were based on the latest time period 

(1st Quarter 2021) building cost estimator specific to the Tallahassee area.19 

Table 2. Welaunee Blvd. PUD Density Assumptions – Low Density Scenario 
  

 
* The estimated unit assumptions were provided by Artie White, Administrator of Comprehensive Planning 

with the Tallahassee-Leon County Planning Department. 

  

 
19 Building Journal estimator for Tallahassee area: https://www.buildingjournal.com/construction-
estimating.html  

https://www.buildingjournal.com/construction-estimating.html
https://www.buildingjournal.com/construction-estimating.html
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Table 3. Welaunee Blvd. PUD Density Assumptions – Medium Density Scenario 
 

 

* The estimated unit assumptions were provided by Artie White, Administrator of Comprehensive Planning 

with the Tallahassee-Leon County Planning Department. 
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Table 4. Welaunee Blvd. PUD Density Assumptions – High Density Scenario 
 

 

* The estimated unit assumptions were provided by Artie White, Administrator of Comprehensive Planning 

with the Tallahassee-Leon County Planning Department. 

The following Tables provide an estimated hypothetical square footage per commercial 

classification, by scenario type: low, medium and high, based on the PUD density 

assumptions. The range of the estimated square footage for the commercial development is 

from 560,000 to 3,000,000 square feet. The project team assumed a mix of commercial 

development based on a similar commercial development framework as the recently 

constructed Canopy and Cawthorn development(s). The commercial types included a mix of: 

Office(s), Clubhouse or Employment Center, Supermarket, Neighborhood Center, Medical 

Office(s), an Elementary School and Retail development.  Again, as there were no specifics in 

terms of proposed commercial development, the breakout square footages were based on a 

similar mix of businesses to the proximal Canopy and Cawthorn development(s). It should 

be noted that the assumptions for costs of commercial construction were based on the latest 

time period (1st Quarter 2021) building cost estimator specific to the Tallahassee area.20 

 
20 Building Journal estimator for Tallahassee area: https://www.buildingjournal.com/construction-
estimating.html  

https://www.buildingjournal.com/construction-estimating.html
https://www.buildingjournal.com/construction-estimating.html
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Table 5. Welaunee Blvd. PUD Density Assumptions Commercial Development – Low 

Density Scenario 

Type Welaunee Project Description 
Estimated 

Square Feet 

     Office 1-Story   General Offices  80,000 

Clubhouse  Recreation/Employment Center  60,000 

 Supermarket   Supermarket  24,000 

 Neighborhood Center   Neighborhood Center/Townhall  24,000 

     Office Medical   Medical Office Single Story  100,000 

   Medical Office Multiple Story  100,000 

 Institutional   Elementary School   100,000 

  Retail - Neighborhood    36,000 

     Retail - Community    36,000 

 Subtotal    560,000 

 
 

Table 6. Welaunee Blvd. PUD Density Assumptions Commercial Development – 
Medium Density Scenario 

Type Welaunee Project Description 
Estimated Square 

Feet 
     Office 1-Story   General Offices   254,286 

 Clubhouse   Recreation/Employment Center   190,714  

 Supermarket   Supermarket   76,286  
 Neighborhood Center   Neighborhood Center/Townhall   76,286  

     Office Medical   Medical Office Single Story   317,857  
   Medical Office Multiple Story   317,857  

    Institutional   Elementary School    317,857  

     Retail - Neighborhood     114,429  

     Retail - Community     114,429  

 Subtotal    1,780,000 
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Table 7. Welaunee Blvd. PUD Density Assumptions Commercial Development – High 
Density Scenario 

Type Welaunee Project Description 
Estimated 

Square Feet 

     Office 1-Story   General Offices   428,571  

 Clubhouse   Recreation/Employment Center   321,429  

 Supermarket   Supermarket   128,571  

 Neighborhood Center   Neighborhood Center/Townhall   128,571  

     Office Medical   Medical Office Single Story   535,714  

   Medical Office Multiple Story   535,714  

    Institutional   Elementary School    535,714  

     Retail - Neighborhood     192,857  

     Retail - Community     192,857  

 Subtotal    3,000,000 

 

Economic Impact Study Methodology  

In order to obtain estimates of the different types of macroeconomic effects of the Welaunee 

Blvd. Extension project on the Florida economy, CEFA used a well-established analytical tool 

known as the Impact Analysis for Planning, or IMPLAN model.  IMPLAN is a widely-accepted 

integrated input-output model.  IMPLAN is used extensively by state and local government 

agencies to measure proposed legislative and other program and policy economic impacts 

across the private and public sectors.  There are several advantages to using IMPLAN: 

• It is calibrated to local conditions using a relatively large amount of local county level; 

• It is based on a strong theoretical foundation, and; 

• It uses a well-researched and accepted applied economics impact assessment 

methodology supported by many years of use across all regions of the U.S. 

The economic impact model used for this analysis was specific to Leon County, Florida, and 

includes 544 sectors and year 2019 data. IMPLAN’s advantage is that it may be used to 

estimate direct, indirect, and induced economic impacts for any static (point-in-time) 

economic stimulus. The input data used for this study were categorized by construction type 

and did not include any duplicated expenses/costs.21  The input data were then assigned to 

appropriate industry sector categories in the North American Industry Classification System 

(NAICS) and further translated into IMPLAN-specific industry sectors in the economic 

impact model.  

 

 
21 The final economic impacts were reflected in current year 2021 dollars. 
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Economic Impact Study Results  

The FSU CEFA research team ran the economic model(s) for the roadway construction 

analysis and for construction type with results specific to the economic impacts of the 

construction (shorter term) and permanent (longer term) activities. It should be noted that 

the economic impact analysis included the expenditures/costs associated with the Welaunee 

Blvd. Extension using the IMPLAN 2019 data. The study team did not attempt to distribute 

the economic impacts across future years but reported the impacts in 2021 dollars. The 

following Tables provide a summary of the economic impacts pertaining to the Roadway 

construction and the Non-Roadway construction of the Welaunee Blvd. Extension project for 

the three potential density percentage scenarios, ranging from low, medium and high.22   

Economic Impacts of Roadway Construction  

Table 8. The Economic Impacts of the Roadway Construction 

Economic Measure 

Economic Output 

(Sales/Revenues) 

Employment 

or Jobs 

Income or 

Wages 

Roadway Construction $104,581,737 649  $33,140,788 

Grand Total $104,581,737 649  $33,140,788 

 

According to the most recent roadway construction costs, the research team found that the 

roadway total output (sales/revenues) are $104.6 million, including 649 jobs generating 

$33 million in income. The fiscal impacts total $10.5 million ($2.9 million in state and local 

taxes, and $7.6 million federal taxes). Results are in 2021 dollars. 

  

 
22 Economic impacts include: direct, indirect and induced impacts.  Direct impacts measure the immediate 
effects as a result of the Welaunee Blvd. Extension Project in Leon County; e.g., in employment and income.  
Indirect impacts are those that include changes to production, employment, income, etc., that occur as a result 
of the direct effects. Induced impacts are those further impacts of spending derived from direct and indirect 
activities – i.e., household purchases of consumer goods and services. 
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Economic Impacts of Non-Roadway Construction  

Table 9. The Total Economic Impacts of the Welaunee Blvd. Extension Project PUD 
Density Assumptions – Low Density Scenario 

Economic Measure 
Economic Output 
(Sales/Revenues) 

Employment 
or Jobs 

Income or 
Wages 

Construction (Residential) $1,744,994,099 15,141  $679,644,325 
Construction (Commercial) $80,734,964 649  $30,043,062 
Rental (Perm Employment) $20,014,275 59  $1,491,702 
Permanent Employment $306,131,397 2,651  $137,025,461 
Grand Total $2,151,874,735 18,500  $848,204,550 

 
Table 10. The Total Economic Impacts of the Welaunee Blvd. Extension Project PUD 

Density Assumptions – Medium Density Scenario 

Economic Measure 
Economic Output 
(Sales/Revenues) 

Employment 
or Jobs 

Income or 
Wages 

Construction (Residential) $4,003,371,396 34,417 $1,544,941,323 

Construction (Commercial) $256,621,850 2,062 $95,494,017 

Rental (Perm Employment) $822,689,226 68  $1,691,070 

Permanent Employment $972,198,849 8,422  $435,288,626 

Grand Total $5,254,881,321 44,969  $2,077,415,036 
*in 2021 $ 

 

Table 11. The Total Economic Impacts of the Welaunee Blvd. Extension Project PUD 
Density Assumptions – High Density Scenario 

Economic Measure 
Economic Output 
(Sales/Revenues) 

Employment 
or Jobs 

Income or 
Wages 

Construction (Residential) $6,127,197,529 52,643  $2,363,122,642 

Construction (Commercial) $432,508,742  3,475  $160,944,974 

Rental (Perm Employment) $29,320,613 87  $2,185,322 

Permanent Employment $1,638,573,908 14,194  $733,687,814 

Grand Total $8,227,600,792 70,399  $3,259,910,752 
*in 2021 $ 

The estimated fiscal impacts (based on overall construction costs and an expected first year 

of permanent jobs) relating to the Welaunee Blvd Extension project, based on the PUD 

density percentage assumptions range from $263 million ($77 million state & local taxes, 

and $186 million federal taxes) to $1.0 billion ($290 million state & local taxes, and $713 

million federal taxes).  
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The total non-roadway economic impacts associated with both the shorter term 

construction and longer term permanent economic activities are expected to range from: 

$2.2 billion to $8.2 billion in output (or sales/revenues), depending on density percentage 

scenario(s).  In addition, employment ranges from 18,500 to 70,399 jobs, and a range of $848 

million to $3.3 billion in income or wages.  Appendix A provides the economic impacts for 

the Roadway and Non-Roadway construction, by scenario type and direct, indirect and 

induced impacts.  

 
Table 12. The Total Fiscal Impacts of the Welaunee Blvd. Extension Project PUD 

Density Assumptions – Low Density Scenario 

Economic 
Measure 

Construction 
(Residential) 

Construction 
(Commercial) 

Rental 
(Perm Empl) 

Permanent 
Positions 

Total 

State & 
Local Taxes $63,163,248 $2,345,301 $2,219,192 $9,738,916 $77,466,657 
Federal 
Taxes $148,171,228 $6,490,480 $1,007,813 $30,016,488 $185,686,009 

Grand Total $211,334,476 $8,835,781 $3,227,005, $39,755,404 $263,152,666 
*in 2021 $ 

 
Table 13. The Total Fiscal Impacts of the Welaunee Blvd. Extension Project PUD 

Density Assumptions – Medium Density Scenario 

Economic 
Measure 

Construction 
(Residential) 

Construction 
(Commercial) 

Rental 
(Perm Empl) 

Permanent 
Positions 

Total 

State & Local 
Taxes $145,401,715 $7,454,707 $2,515,792 $30,932,671 $186,304,885 
Federal 
Taxes $337,154,823 $20,630,455 $1,142,509 $95,347,172 $454,274,959 

Grand Total $482,556,538 $28,085,162 $3,658,301 $126,279,843 $640,579,844 
*in 2021 $ 

 
Table 14. The Total Fiscal Impacts of the Welaunee Blvd. Extension Project PUD 

Density Assumptions – High Density Scenario 
Economic 
Measure 

Construction 
(Residential) 

Construction 
(Commercial) 

Rental 
(Perm Empl) 

Permanent 
Positions 

Total 

State & 
Local Taxes $222,587,741 $12,564,114 $3,251,083 $52,125,220 $290,528,158 
Federal 
Taxes $515,741,691 $34,770,430 $1,476,431 $160,706,714 $712,695,266 

Grand Total $738,329,432 $47,334,544 $4,727,514 $212,831,934 $1,003,223,424 
*in 2021 $ 
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Traffic Flow Analysis Assumptions 

The FSU CEFA research team was provided a conceptual map of the Welaunee Boulevard 

Extension project area, volume analysis, and a travel time analysis of the of the Northeast 

Gateway traffic network. Given that this subsequent economic impact analysis of the 

Northeast Gateway traffic network relies on the travel time analysis conducted by Kimley -

Horn, the upstream assumptions of that analysis consequently applies to the analyses below. 

The FSU CEFA project team then worked with Kimley-Horn staff members: Ryan Wetherell 

and Kendra Euscher, to collect any additional data including the traffic volume counts, queue 

length analyses, and travel time analysis. 

Given that this analysis discusses the impacts of build models in 2025 and 2045, we assume 

that the determinants of the value of time and of travel, as discussed in the methodology 

section below, will be representative of future costs. Additionally, data was taken and 

extrapolated from intersection turning movement observations of peak hour traffic 7:30AM-

8:30AM and 5:30PM-6:30PM in 2018. This was completed with the assumption that traffic 

would be at its highest densities during these hours and therefore the most restrictive 

average traffic conditions. As a result, we assume the peak hours observed are 

representative of average peak hour traffic and represent higher volumes of traffic flow. 

Traffic Flow Analysis Methodology 

To evaluate the economics of the Welaunee extension’s traffic flow, the research team 

examined the monetary value of the traffic system changes in travel time to motorists. To 

accomplish this, CEFA conducted a three-part analysis. First, the project team calculated the 

difference in travel time between the build and no-build models for 2025 and 2045. Second, 

the team calculated the annual cost of each additional travel time delay ranging from lost 

time to car maintenance costs per commuter. To calculate the annual cost per commuter, 

CEFA modified the methodology contained in the University of Texas’ annual Urban Mobility 

Report, the results of which are reported by the Federal Bureau of Transportation Statistics. 

The University of Texas reports the annual cost of congestion in 495 cities in the United 

States.23 Although there are multiple factors that can impact the cost of reduced travel time, 

the primary cost can be quantified in terms of the values of time and car maintenance.  

For the value of lost time, the national median hourly wage rate is used as reported by the 

Bureau of Labor Statistics. The median wage rate is used due to its resistance of bias by 

outliers in the data.  

 
23 Schrank D., Eisele B., and T. Lomax. (2019). 25. Retrieved from: 
https://static.tti.tamu.edu/tti.tamu.edu/documents/mobility-report-2019.pdf 

https://static.tti.tamu.edu/tti.tamu.edu/documents/mobility-report-2019.pdf
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To calculate the annual cost of delayed time per commuter CEFA used the following equation 

from the University of Texas’ 2019 Urban Mobility Report: 

𝑎𝑛𝑛𝑢𝑎𝑙 𝑑𝑒𝑙𝑎𝑦 𝑐𝑜𝑠𝑡

𝑐𝑜𝑚𝑚𝑢𝑡𝑒𝑟
 

=  𝑎𝑚𝑜𝑢𝑛𝑡 𝑜𝑓 𝑡𝑖𝑚𝑒 𝑑𝑒𝑙𝑎𝑦𝑒𝑑 (𝑖𝑛 𝑠𝑒𝑐) ∗ 𝑣𝑎𝑙𝑢𝑒 𝑜𝑓 𝑝𝑒𝑟𝑠𝑜𝑛𝑎𝑙 𝑡𝑖𝑚𝑒 (𝑖𝑛 𝑠𝑒𝑐)24 

∗ 𝑣𝑒ℎ𝑖𝑐𝑙𝑒 𝑜𝑐𝑐𝑢𝑝𝑎𝑛𝑐𝑦25 ∗ 𝑎𝑛𝑛𝑢𝑎𝑙 𝑓𝑎𝑐𝑡𝑜𝑟26 

For the cost of car maintenance, annual average cost per mile data was used from the Bureau 

of Transportation statistics. This figure was multiplied by the calculated travel speed for the 

build model in terms of miles per second to get the average annual cost per second as shown 

below: 

𝑐𝑜𝑠𝑡 𝑜𝑓 𝑚𝑎𝑖𝑛𝑡𝑒𝑛𝑎𝑛𝑐𝑒 

𝑠𝑒𝑐𝑜𝑛𝑑
=

𝑐𝑜𝑠𝑡 𝑜𝑓 𝑚𝑎𝑖𝑛𝑡𝑒𝑛𝑎𝑛𝑐𝑒 

𝑚𝑖𝑙𝑒
∗

𝑑𝑖𝑠𝑡𝑎𝑛𝑐𝑒 𝑡𝑟𝑎𝑣𝑒𝑙𝑒𝑑 (𝑖𝑛 𝑚𝑖𝑙𝑒𝑠)

𝑠𝑒𝑐𝑜𝑛𝑑
 

The cost of car maintenance per second is then used to create the annualized cost of car 

maintenance per commuter as shown below.  

𝑎𝑛𝑛𝑢𝑎𝑙 𝑣𝑒ℎ𝑖𝑐𝑙𝑒 𝑚𝑎𝑖𝑛𝑡𝑒𝑛𝑎𝑛𝑐𝑒 𝑐𝑜𝑠𝑡

𝑐𝑜𝑚𝑚𝑢𝑡𝑒𝑟
 

= 𝑎𝑚𝑜𝑢𝑛𝑡 𝑜𝑓 𝑡𝑖𝑚𝑒 𝑑𝑒𝑙𝑎𝑦𝑒𝑑 (𝑖𝑛 𝑠𝑒𝑐) ∗
𝑐𝑜𝑠𝑡 𝑜𝑓 𝑚𝑎𝑖𝑛𝑡𝑒𝑛𝑎𝑛𝑐𝑒 

𝑠𝑒𝑐𝑜𝑛𝑑
∗ 𝑎𝑛𝑛𝑢𝑎𝑙 𝑓𝑎𝑐𝑡𝑜𝑟 

Then, we calculate the total cost of delayed time per commuter as follows: 

𝑎𝑛𝑛𝑢𝑎𝑙 𝑡𝑜𝑡𝑎𝑙 𝑐𝑜𝑠𝑡

𝑐𝑜𝑚𝑚𝑢𝑡𝑒𝑟
=  

𝑎𝑛𝑛𝑢𝑎𝑙 𝑣𝑒ℎ𝑖𝑐𝑙𝑒 𝑚𝑎𝑖𝑛𝑡𝑒𝑛𝑎𝑛𝑐𝑒 𝑐𝑜𝑠𝑡

𝑐𝑜𝑚𝑚𝑢𝑡𝑒𝑟
+

𝑎𝑛𝑛𝑢𝑎𝑙 𝑑𝑒𝑙𝑎𝑦 𝑐𝑜𝑠𝑡

𝑐𝑜𝑚𝑚𝑢𝑡𝑒𝑟
 

The research team also calculated the amount of motorists observed on the respective 

segments based on intersection turn movement data provided by Kimley-Horn. This 

represents the amount of motorists who utilize the examined segments within a year. 

Finally, the total annual costs per commuter is calculated as: 

𝑇𝑜𝑡𝑎𝑙 𝑎𝑛𝑛𝑢𝑎𝑙 𝑠𝑎𝑣𝑖𝑛𝑔𝑠 𝑜𝑓 𝑏𝑢𝑖𝑙𝑑 𝑚𝑜𝑑𝑒𝑙 𝑝𝑒𝑟 𝑠𝑒𝑔𝑚𝑒𝑛𝑡 

=
𝑎𝑛𝑛𝑢𝑎𝑙 𝑡𝑜𝑡𝑎𝑙 𝑐𝑜𝑠𝑡

𝑐𝑜𝑚𝑚𝑢𝑡𝑒𝑟
∗ 𝑛𝑢𝑚𝑏𝑒𝑟 𝑜𝑓 𝑒𝑥𝑝𝑒𝑐𝑡𝑒𝑑 𝑐𝑜𝑚𝑚𝑢𝑡𝑒𝑟𝑠   

 
24 Calculated as a per-second value of the national median hourly wage, $20.12. With rounding, the per 
second value of time comes out to be about $0.01. 
25 1.5 as noted by the Urban Mobility Report, 2019 
26 365 for the number of days in the year 
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Traffic Flow Analysis Results 

To calculate the difference in travel times from the Northeast Gateway, CEFA used the travel 

time analysis conducted by Kimley-Horn shown in Appendix B. It should be noted that the 

segments are associated with those that are northbound/eastbound (those travelling away 

from Tallahassee) and those that are southbound/westbound (those that are travelling 

toward Tallahassee) as this was how the segments were analyzed in the original travel time 

analysis by Kimley-Horn. 

The following two Tables show the differences in travel time between the build model and 

the no-build model. Positive values indicate that the build model was quicker than the no-

build model, while negative values show that the that segment was slower in the build model 

than when compared with the no-build model. Due to Build Alternatives implementing 

roundabouts at Centerville Road and Shamrock Street, as well as Centerville Road, 

Bradfordville Road, Roberts Road, and Welaunee Boulevard, traffic control was treated as a 

free flow movement. In the 2025 timeframe, the build traffic analysis model is 75.1 seconds 

faster than the no-build network in the AM and 71.1 seconds faster than in the PM. Similarly, 

in the 2045 timeframe, the build traffic analysis model is 183.5 seconds faster than the no-

build network in the AM and 67.8 seconds faster than in the PM. This is due to the 

redevelopment of some intersections as roundabouts, allowing for free flow movements of 

vehicles. 

 
Table 15. Build and No-Build Differences in Travel Time 2025 

Direction Segment AM PM 

Eastbound/ Northbound 

Centerville Road -3.3 -13 

Shamrock Street South 309.8 319.4 

Pimlico Drive -291.6 -301.9 

Roberts Road 60.2 66.6 

TOTAL 75.1 71.1 

Westbound/ 
Southbound 

Pimlico Drive 88.2 83.2 

Shamrock Street South 160 136 

Centerville Road -56.5 -141.4 

Capital Circle NE -8.2 -10.4 

TOTAL 183.5 67.4 
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Table 16. Build and No-Build Differences in Travel Time 2045 

Direction Segment AM PM 

Eastbound/ Northbound 

Centerville Road 0.1 -14.7 

Shamrock Street South 311 331.3 

Pimlico Drive 
-

269.9 -292.4 

Roberts Road 95.7 74.8 

TOTAL 136.9 99 

Westbound/ Southbound 

Pimlico Drive 121.2 90.9 

Shamrock Street South 172.8 136.4 

Centerville Road 59.8 -144.2 

Capital Circle NE -2 -21.6 

TOTAL 351.8 61.5 
 

The next two Tables below show the annual cost in time per commuter as calculated in the 

traffic flow analysis methodology section. Based on this analysis the value of annual time-

savings for the build model by 2025 is $230.37, or $218.10, for those heading away from 

Tallahassee and $562.89, or $206.75, for those heading towards Tallahassee depending on 

the time of day. By 2045, the value of annual time-savings is $419.94, or $303.68, for those 

heading away from Tallahassee and $1,079.15, or $188.65, for those heading towards 

Tallahassee depending on the time of day. Therefore, for someone who drives to work in 

Tallahassee in the morning, then back to their residence in Northeast Tallahassee in the 

evening, they are saving about $780.99 or $1,382.84 per year in time in 2025 and 2045, 

respectively.  

Table 17. Annual Passenger Vehicle Delay Cost/Passenger Vehicle 2025 

Direction Segment AM PM 

Eastbound/ 
Northbound 

Centerville Road -$10.12 -$39.88 
Shamrock Street 
South $950.32 $979.77 

Pimlico Drive -$894.49 -$926.08 

Roberts Road $184.66 $204.30 

TOTAL $230.37 $218.10 

Westbound/ 
Southbound 

Pimlico Drive $270.56 $255.22 
Shamrock Street 
South $490.80 $417.18 

Centerville Road -$173.31 -$433.75 

Capital Circle NE -$25.15 -$31.90 

TOTAL $562.89 $206.75 
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Table 18.  Annual Passenger Vehicle Delay Cost/Passenger Vehicle 2045 

Direction Segment AM PM 

Eastbound/ 
Northbound 

Centerville Road $0.31 -$45.09 
Shamrock Street 
South $954.00 $1,016.27 

Pimlico Drive -$827.92 -$896.94 

Roberts Road $293.56 $229.45 

TOTAL $419.94 $303.68 

Westbound/ 
Southbound 

Pimlico Drive $371.78 $278.84 
Shamrock Street 
South $530.07 $418.41 

Centerville Road $183.44 -$442.34 

Capital Circle NE -$6.14 -$66.26 

TOTAL $1,079.15 $188.65 
 

The following two Tables show the annual cost in maintenance per vehicle due to the build 

model as calculated in the traffic flow analysis methodology section. Based on this analysis 

the value of annual car ownership cost-savings for the build model by 2025 is $183.29, or 

$173.97, for those heading away from Tallahassee and $338.47, or $127.28, for those 

heading towards Tallahassee depending on the time of day. By 2045, the value of annual car 

ownership cost-savings is $328.96, or $240.99, for those heading away from Tallahassee and 

$582.69, or $104.56, for those heading towards Tallahassee depending on the time of day. 

Therefore, for someone who drives to work in Tallahassee in the morning, then back to their 

residence in Northeast Tallahassee in the evening, they are saving about $512.44, or $823.69 
per year in car maintenance costs in 2025 and 2045, respectively. 

Table 19. Annual Passenger Vehicle Direct Cost 2025 

Direction Segment AM PM 

Eastbound/ Northbound 

Centerville Road -$8.05 -$31.81 

Shamrock Street South $756.09 $781.52 

Pimlico Drive 
-

$711.67 
-

$738.70 

Roberts Road $146.92 $162.96 

TOTAL $183.29 $173.97 

Westbound/ Southbound 

Pimlico Drive $162.69 $157.12 

Shamrock Street South $295.13 $256.83 

Centerville Road 
-

$104.22 
-

$267.03 

Capital Circle NE -$15.13 -$19.64 

TOTAL $338.47 $127.28 
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Table 20. Annual Passenger Vehicle Direct Cost 2045 

Direction Segment AM PM 

Eastbound/ Northbound 

Centerville Road $0.24 -$35.78 

Shamrock Street South $747.31 $806.48 

Pimlico Drive 
-

$648.55 
-

$711.79 

Roberts Road $229.96 $182.08 

TOTAL $328.96 $240.99 

Westbound/ Southbound 

Pimlico Drive $200.75 $154.55 

Shamrock Street South $286.21 $231.91 

Centerville Road $99.05 
-

$245.17 

Capital Circle NE -$3.31 -$36.73 

TOTAL $582.69 $104.56 
 

The following two Tables depict the annual cost per motorist due to the build model as 

calculated in the traffic flow analysis methodology section. Based on this analysis the value 

of annual total savings for the build model by 2025 is $413.66, or $392.07, for those heading 

away from Tallahassee and $901.36, or $334.03, for those heading towards Tallahassee 

depending on the time of day. By 2045, the value of annual car ownership cost-savings is 

$748.9, or $544.68, for those heading away from Tallahassee and $1,661.85, or $293.22, for 

those heading towards Tallahassee depending on the time of day. Therefore, for someone 

who drives to work in Tallahassee in the morning, then back to their residence in Northeast 

Tallahassee in the evening, they are saving about $1,293.43, or $2,206.53, per year in car 

maintenance costs and time, respectively. 

Table 21. Annual Cost Per Passenger Vehicle 2025 

Direction Segment AM PM 

Eastbound/ Northbound 

Centerville Road -$18.18 -$71.69 

Shamrock Street South $1,706.40 $1,761.29 

Pimlico Drive -$1,606.16 
-

$1,664.79 

Roberts Road $331.59 $367.26 

TOTAL $413.66 $392.07 

Westbound/ Southbound 

Pimlico Drive $433.24 $412.34 

Shamrock Street South $785.93 $674.01 

Centerville Road -$277.53 -$700.78 

Capital Circle NE -$40.28 -$51.54 

TOTAL $901.36 $334.03 
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Table 22. Annual Cost Per Passenger Vehicle 2045 

Direction Segment AM PM 

Eastbound/ Northbound 

Centerville Road $0.55 -$80.88 

Shamrock Street South $1,701.31 $1,822.75 

Pimlico Drive -$1,476.47 -$1,608.73 

Roberts Road $523.52 $411.54 

TOTAL $748.90 $544.68 

Westbound/ Southbound 

Pimlico Drive $572.53 $433.39 

Shamrock Street South $816.28 $650.32 

Centerville Road $282.49 -$687.51 

Capital Circle NE -$9.45 -$102.98 

TOTAL $1,661.85 $293.22 
 

The following two Tables show the expected counts of passenger vehicles. All Figures are 

derived from Kimley-Horn traffic volume analyses of intersection turning movements and 

expected diversion rates of the build model. Based on this analysis, we expect most vehicles 

to be travelling toward Tallahassee in the morning and away from Tallahassee in the evening 

for both 2025 and 2045. In 2025 we find a maximum expected traffic volume of 1,228 

vehicles travelling toward Tallahassee in the morning, while in 2045 we expect to find a 

maximum of 1,926 vehicles travelling away from Tallahassee in the evening. It should be 

noted that Capital Circle NE is omitted from this table as no intersection observations were 

reported for that intersection/segment. Consequently, the total impact for Capital Circle NE  
is not estimated in the Tables of the total costs of the build model. 

Table 23. Count of Passenger Vehicles 2025 

Direction Segment AM PM 

Eastbound/ Northbound 

Centerville Road 430 845 

Shamrock Street South 7 7 

Pimlico Drive 56 122 

Roberts Road 215 198 

TOTAL 708 1172 

Westbound/ Southbound 

Pimlico Drive 476 71 

Shamrock Street South 251 300 

Centerville Road 501 199 

TOTAL 1,228 570 
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Table 24. Count of Passenger Vehicles 2045 

Direction Segment AM PM 

Eastbound/ Northbound 

Centerville Road 533 1016 

Shamrock Street South 548 521 

Pimlico Drive 60 140 

Roberts Road 239 249 

TOTAL 1380 1926 

Westbound/ Southbound 

Pimlico Drive 553 85 

Shamrock Street South 315 364 

Centerville Road 613 250 

TOTAL 1,481 699 
 

The following two Tables present the total annual effect of the build model as calculated in 

the traffic analysis methodology section. It should be noted that the total impact for Capital 

Circle NE is not estimated in the following analysis due to the lack of data for the count of 

passenger Tables. Based on this analysis, the value of annual total savings for the build model 

by 2025 is $752,376.44 for those heading away from Tallahassee, and $1,297,272.66 for 

those heading towards Tallahassee. By 2045, the value of annual total savings is 

$2,082,539.12 for those heading away from Tallahassee, and $2,666,155.25 for those 

heading towards Tallahassee depending on the time of day.  

Table 25. Annual Total Effects 2025 

Direction Segment AM PM 

Eastbound/ 
Northbound 

Centerville Road -$7,815.97 -$60,575.24 

Shamrock Street South $11,944.83 $12,329.00 

Pimlico Drive -$89,944.83 
-

$203,103.77 

Roberts Road $71,291.15 $72,716.75 

TOTAL $292,869.30 $459,507.14 

Westbound/ 
Southbound 

Pimlico Drive $206,224.02 $29,275.95 

Shamrock Street South $197,268.35 $202,203.91 

Centerville Road -$139,043.24 
-

$139,454.29 

TOTAL $1,106,873.89 $190,398.77 
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Table 26. Total Annual Effects 2045 

Direction Segment AM PM 

Eastbound/ 
Northbound 

Centerville Road $291.57 -$82,170.65 

Shamrock Street South $932,316.41 $949,652.79 

Pimlico Drive -$88,588.33 -$225,222.15 

Roberts Road $125,121.58 $102,472.34 

TOTAL $1,033,486.76 $1,049,052.36 

Westbound/ 
Southbound 

Pimlico Drive $316,608.91 $36,838.10 

Shamrock Street South $257,128.18 $236,717.37 

Centerville Road $173,163.77 -$171,877.74 

TOTAL $2,461,196.41 $204,958.84 
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Conclusions 

The roadway construction, residential and mixed use development assumptions used in this 

study were based on the City of Tallahassee Planned Urban Development (PUD) and 

provided by the BIA engineering firm consultant on this project, Kimley-Horn. The CEFA 

research team conducted an economic impact and traffic flow analysis of the roadway 

construction and at least three build alternatives or scenarios, for these areas. The no-build 

option is equivalent to the current or existing condition. Based on the assumptions obtained 

from the PUD development plan and associated density percentages, the following economic 

impacts were derived using IMPLAN economic modelling software.   

Roadway Construction Impacts 

According to the most recent roadway construction costs, the research team found that the 

roadway total output (sales/revenues) are $104.6 million, including 649 jobs generating $33 

million in income. The fiscal impacts total $10.5 million ($2.9 million in state and local taxes, 

and $7.6 million federal taxes).  

Table 27. The Economic Impacts of the Welaunee Blvd. Extension Project  – Roadway 
Construction 

Economic Measure 

Economic Output 

(Sales/Revenues) 

Employment 

or Jobs 

Income or 

Wages 

Roadway Construction $104,581,737 649  $33,140,788 

Grand Total $104,581,737 649  $33,140,788 

 

Non-Roadway Construction Impacts 

Based on the three density percentage scenarios, the project team found that the non-

roadway development results in: total output (sales/revenues) impacts that range from $2.2 

billion to $8.2 billion.  One can expect economic impacts in terms of:  

Output  

Residential construction output (sales/revenues) ranges from $1.7 billion to $6.1 billion for 

the three density scenarios. For Commercial development, output impacts ranged from $81 

million to $433 million. For the permanent employment associated with the multi-family 

housing, one can expect outputs ranging from $20 million to $29 million.  For permanent 

employment related to the commercial activity, output impact results ranged from $306 

million to $1.6 billion, depending on the size of the commercial development. The total 

output (sales/revenues) impacts range from $2.2 billion to $8.2 billion. 
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Employment  

 

Residential construction employment ranges from 15,141 to 52,643 for the three density 

scenarios. For Commercial development, employment impacts ranged from 649 to 3,475. For 

the permanent employment associated with the multi-family housing, one can expect 

employment ranging from 59 to 87 jobs.  For permanent employment related to the 

commercial activity, employment impact results ranges from 2,651 to 14,194, depending on 

the size of the commercial development. The total employment impacts range from 18,500 

to 70,399. 

Income  

 

Residential construction income ranges from $680 million to $2.4 billion for the three 

density scenarios. For Commercial development, income impacts ranged from $30 million to 

$161 million. For the permanent employment associated with the multi-family housing, one 

can expect income ranging from $1.5 million to $2.2 million.  For permanent employment 

related to the commercial activity, income impact results range from $137 million to $734 

million, depending on the size of the commercial development. The total income impacts 

range from $848 million to $3.3 billion. 

 
Table 28.  The Total Economic Impacts of the Welaunee Blvd. Extension Project PUD 

Density Assumptions – Low Density Scenario 

Economic Measure 

Economic Output 

(Sales/Revenues) 

Employment 

or Jobs 

Income or 

Wages 

Construction (Residential) $1,744,994,099 15,141  $679,644,325 

Construction (Commercial) $80,734,964 649  $30,043,062 

Rental (Perm Employment) $20,014,275 59  $1,491,702 

Permanent Employment $306,131,397 2,651  $137,025,461 

Grand Total $2,151,874,735 18,500  $848,204,550 

 

Table 29. The Total Economic Impacts of the Welaunee Blvd. Extension Project PUD 
Density Assumptions – Medium Density Scenario 

Economic Measure 

Economic Output 

(Sales/Revenues) 

Employment 

or Jobs 

Income or 

Wages 

Construction (Residential) $4,003,371,396 34,417 $1,544,941,323 

Construction (Commercial) $256,621,850 2,062 $95,494,017 

Rental (Perm Employment) $22,689,226 68  $1,691,070 

Permanent Employment $972,198,849 8,422  $435,288,626 

Grand Total $5,254,881,321 44,969  $2,077,415,036 
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Table 30. The Total Economic Impacts of the Welaunee Blvd. Extension Project PUD 
Density Assumptions – High Density Scenario 

Economic Measure 

Economic Output 

(Sales/Revenues) 

Employment 

or Jobs 

Income or 

Wages 

Construction (Residential) $6,127,197,529 52,643  $2,363,122,642 

Construction (Commercial) $432,508,742  3,475  $160,944,974 

Rental (Perm Employment) $29,320,613 87  $2,185,322 

Permanent Employment $1,638,573,908 14,194  $733,687,814 

Grand Total $8,227,600,792 70,399  $3,259,940,752 

 

Taxes 

 The estimated fiscal impacts (based on overall construction costs and an expected first year 

of permanent jobs) relating to the Welaunee Blvd Extension project, based on the PUD 

density percentage assumptions range from $263 million ($77 million state & local taxes, 

and $186 million federal taxes) to $1.0 billion ($290 million state & local taxes, and $713 

million federal taxes).  

 

Traffic Flow Analysis Results 

Additionally, CEFA conducted an economic analysis of an improved traffic system. By 

utilizing the travel time analysis conducted by Kimley-Horn and publicly available data, the 

CEFA research team found that the NE Gateway will save about $752,376 for those heading 

away from Tallahassee and $1,297,273 for those heading towards Tallahassee in 2025. By 

2045, the value of annual total savings is $2,082,539 for those heading away from 

Tallahassee and $2,666,155 for those heading towards Tallahassee, depending on the time 

of day, in car maintenance costs and time delays. 

Table 31. Annual Total Effects 2025 

Direction Segment AM PM 

Eastbound/ 
Northbound 

Centerville Road -$7,815.97 -$60,575.24 

Shamrock Street South $11,944.83 $12,329.00 

Pimlico Drive -$89,944.83 
-

$203,103.77 

Roberts Road $71,291.15 $72,716.75 

TOTAL $292,869.30 $459,507.14 

Westbound/ 
Southbound 

Pimlico Drive $206,224.02 $29,275.95 

Shamrock Street South $197,268.35 $202,203.91 

Centerville Road -$139,043.24 
-

$139,454.29 

TOTAL $1,106,873.89 $190,398.77 
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Table 32. Total Annual Effects 2045 

Direction Segment AM PM 

Eastbound/ 
Northbound 

Centerville Road $291.57 -$82,170.65 

Shamrock Street South $932,316.41 $949,652.79 

Pimlico Drive -$88,588.33 -$225,222.15 

Roberts Road $125,121.58 $102,472.34 

TOTAL $1,033,486.76 $1,049,052.36 

Westbound/ 
Southbound 

Pimlico Drive $316,608.91 $36,838.10 

Shamrock Street South $257,128.18 $236,717.37 

Centerville Road $173,163.77 -$171,877.74 

TOTAL $2,461,196.41 $204,958.84 
 

Limitations of the Study 

Relating to the economic impact analysis, more precise (or actual) construction design plan 

data and cost estimates (for both the residential and mixed use development), in addition to 

other environmental costs and benefits, need to be considered. 

 

For the traffic analysis, limitations in the data such as a limited number of observations at 

particular intersections may limit the representativeness of the analysis. However, given that 

actual empirical data is utilized in the traffic analysis, one could consider the analysis results 

to be a demonstration of the minimum cost savings of the Northeast Gateway as there might 

be other impacts at different intersections of elsewhere in the traffic system that are not 

captured. Additionally, the research team only considers the benefits and costs to passenger 

vehicles in terms of time and car maintenance, and not additional benefits such as decreases 

in commercial travel time, decreases in roadwork maintenance of nearby roadways, among 

other benefits. 
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Appendix A 

Table A-1. The Total Economic Impacts of the Welaunee Blvd. Extension Project PUD 
Density Assumptions – Employment - Low Density Scenario  

Employment Direct Indirect Induced Total 

Construction (Residential) 10,113 2,017 3,011 15,141 

Construction (Commercial) 446 70 133 649 

Rental (Perm Employment) 44 8 7 59 

Permanent 1,704 341 606 2,651 

Grand Total 12,307 2,436 3,757 18,500 

 

Table A-2. The Total Economic Impacts of the Welaunee Blvd. Extension Project PUD 

Density Assumptions – Output – Low Density Scenario  

Output Direct Indirect Induced Total 
Construction 
(Residential) $995,758,055  $309,639,721  $439,596,323  $1,744,994,099 
Construction 
(Commercial) $48,314,441 $12,994,917 $19,425,606 $80,734,964 
Rental (Perm 
Employment) $17,656,103 $1,391,140 $967,032 $20,014,275 

Permanent $169,332,073 $48,317,368 $88,481,956 $306,131,397 

Grand Total $1,231,060,672 $372,343,146 $548,470,917 $2,151,874,735 
 

Table A-3. The Total Economic Impacts of the Welaunee Blvd. Extension Project PUD 

Density Assumptions – Income – Low Density Scenario  

Income Direct Indirect Induced Total 
Construction 
(Residential) $452,033,180  $96,412,820  $131,198,325  $679,644,325 
Construction 
(Commercial) $20,307,443 $3,938,285 $5,797,334 $30,043,062 
Rental (Perm 
Employment) $766,421 $436,574 $288,707 $1,491,702 

Permanent $94,549,601 $16,074,584 $26,401,276 $137,025,461 

Grand Total $567,656,645 $116,862,263 $163,685,642 $848,204,550 
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Table A-4. The Total Economic Impacts of the Welaunee Blvd. Extension Project PUD 

Density Assumptions – Employment - Medium Density Scenario  

Employment Direct Indirect Induced Total 

Construction (Residential) 22,873 4,700 6,844 34,417 

Construction (Commercial) 1,416 223 423 2,062 

Rental (Perm Employment) 51 9 8 68 

Permanent 5,415 1,082 1,925 8,422 

Grand Total 29,755 6,014 9,200 44,969 

 

Table A-5. The Total Economic Impacts of the Welaunee Blvd. Extension Project PUD 

Density Assumptions – Output – Medium Density Scenario  

Output Direct Indirect Induced Total 
Construction 
(Residential) $2,282,686,095  $721,421,182  $999,264,119  $4,003,371,396 
Construction 
(Commercial) $153,570,900 $41,305,273 $61,745,677 $256,621,850 
Rental (Perm 
Employment) $20,015,879 $1,577,069 $1,096,278 $22,689,226 

Permanent $537,714,362 $153,403,814 $281,080,673 $972,198,849 

Grand Total $2,993,987,236 $917,707,338 $1,343,186,747 $5,254,881,321 
 

Table A-6. The Total Economic Impacts of the Welaunee Blvd. Extension Project PUD 
Density Assumptions – Income – Medium Density Scenario  

Income Direct Indirect Induced Total 
Construction 
(Residential) $1,022,092,840  $224,616,685  $298,231,798  $1,544,941,323 
Construction 
(Commercial) $64,548,659 $12,518,119 $18,427,239 $95,494,017 
Rental (Perm 
Employment) $868,854 $494,923 $327,293 $1,691,070 

Permanent $300,388,225 $51,031,449 $83,868,952 $435,288,626 

Grand Total $1,387,898,578 $288,661,176 $400,855,282 $2,077,415,036 
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Table A-7. The Total Economic Impacts of the Welaunee Blvd. Extension Project PUD 

Density Assumptions – Employment - High Density Scenario  

Employment Direct Indirect Induced Total 

Construction (Residential) 34,974 7,200 10,469 52,643 

Construction (Commercial) 2,386 376 713 3,475 

Rental (Perm Employment) 65 12 10 87 

Permanent 9,126 1,824 3,244 14,194 

Grand Total 46,551 9,412 14,436 70,399 

 

Table A-8. The Total Economic Impacts of the Welaunee Blvd. Extension Project PUD 

Density Assumptions – Output – High Density Scenario  

Output Direct Indirect Induced Total 
Construction 
(Residential) $3,493,494,660  $1,105,242,089  $1,528,460,780  $6,127,197,529 
Construction 
(Commercial) $258,827,363 $69,615,629 $104,065,750 $432,508,742 
Rental (Perm 
Employment) $25,865,927 $2,037,999 $1,416,687 $29,320,613 

Permanent $906,275,584 $258,531,124 $473,767,200 $1,638,573,908 

Grand Total $4,684,463,534 $1,435,426,841 $2,107,710,417 $8,227,600,792 
 

Table A-9. The Total Economic Impacts of the Welaunee Blvd. Extension Project PUD 
Density Assumptions – Income – High Density Scenario  

Income Direct Indirect Induced Total 
Construction 
(Residential) $1,562,832,163  $344,119,226  $456,171,253  $2,363,122,642 
Construction 
(Commercial) $108,789,876 $21,097,953 $31,057,145 $160,944,974 
Rental (Perm 
Employment) $1,122,795 $639,575 $422,952 $2,185,322 

Permanent $506,322,249 $86,002,736 $141,362,829 $733,687,814 

Grand Total $2,179,067,083 $451,859,490 $629,014,179 $3,259,940,752 
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Table A-10. The Total Employment Impacts of Roadway Construction of the 

Welaunee Blvd. Extension Project   

 

*in 2021$ 

Table A-11. The Total Output Impacts of Roadway Construction of the Welaunee 
Blvd. Extension Project 

   

*in 2021$ 

Table A-12. The Total Income Impacts of Roadway Construction of the Welaunee 
Blvd. Extension Project   

 

*in 2021$ 

Table A-13. The Total Fiscal Impacts of Roadway Construction of the Welaunee Blvd. 

Extension Project 
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Appendix B 
 

Table B-1.  2018 Travel Time Observations27 

Direction Cross Street Posted Speed 
Travel Time - 

AM (s) 
Travel Time - 

PM (s) 

Eastbound/ 
Northbound 

Centerville Road 45 37.7 19.2 

Pimlico Drive 45 493.1 471.2 

Roberts Road 35 57.3 59.2 

TOTAL  530.8 490.4 

Westbound/ 
Southbound 

Pimlico Drive 35 87.2 85.1 

Centerville Road 45 530.4 451.6 

Capital Circle NE 45 132.6 130.3 

TOTAL  663 581.9 
Table B-2. 2025 No Build Travel Time Estimation 

NO BUILD 

Direction Cross Street Posted Speed 
Travel Time - 

AM (s) 
Travel Time - 

PM (s) 

Eastbound/ 
Northbound 

Centerville Road 45 20.4 18.5 

Shamrock Street South 45 309.8 319.4 

Pimlico Drive 45 177.7 158.5 

Roberts Road 35 60.2 66.6 

TOTAL  507.9 496.4 

Westbound/ 
Southbound 

Pimlico Drive 35 88.2 83.2 

Shamrock Street South 45 160 136 

Centerville Road 45 408.1 317.9 

Capital Circle NE 45 180.4 167.6 

TOTAL   748.5 622.4 
 

  

 
27 Red numbers and letters denote travel speeds for intersections that will be a roundabout in the build model 
and therefore be treated as a free-flowing movement. 
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Table B-3. 2025 Build Travel Time Estimation 

BUILD 

Direction Cross Street Posted Speed 
Travel Time - 

AM (s) 
Travel Time - 

PM (s) 

Eastbound/ 
Northbound 

Centerville Road 45 23.7 31.5 

Shamrock Street South 45   
Pimlico Drive 45 469.3 460.4 

Roberts Road 35   
TOTAL  493 491.9 

Westbound/ 
Southbound 

Pimlico Drive 35   
Shamrock Street South 45   
Centerville Road 45 464.6 459.3 

Capital Circle NE 45 188.6 178 

TOTAL  653.2 637.3 
 

Table B-4. 2045 No Build Travel Time Estimation 

NO BUILD 

Direction Cross Street 
Posted 
Speed 

Travel Time 
- AM (s) 

Travel Time - 
PM (s) 

Eastbound/ 
Northbound 

Centerville Road 45 31.8 19.8 

Shamrock Street South 45 311 331.3 

Pimlico Drive 45 199.9 167.6 

Roberts Road 35 95.7 74.8 

TOTAL  542.7 515.7 

Westbound/ 
Southbound 

Pimlico Drive 35 121.2 90.9 

Shamrock Street South 45 172.8 136.4 

Centerville Road 45 538.2 325.1 

Capital Circle NE 45 246.2 216.9 

TOTAL  957.2 648.4 
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Table B-5. 2045 Build Travel Time Estimation 

BUILD 

Direction Cross Street 
Posted 
Speed 

Travel Time 
- AM (s) 

Travel Time - 
PM (s) 

Eastbound/ 
Northbound 

Centerville Road 45 31.7 34.5 

Shamrock Street South 45   
Pimlico Drive 45 469.8 460 

Roberts Road 35   
TOTAL  501.5 494.5 

Westbound/ 
Southbound 

Pimlico Drive 35   
Shamrock Street South 45   
Centerville Road 45 478.4 469.3 

Capital Circle NE 45 248.2 238.5 

TOTAL  726.6 707.8 
 


