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R a i l - V o l u t i o n

B u i l d i n g  L iv a b le  C o m m u n i t i e s  w i t h  T r a n s i t

F o r ten  years R ail-V olu tion  has b ro u g h t to g e th er p eo 
p le  fro m  all over the w orld  in terested  in  b u ild in g  liv 
ab le com m unities and  d eve lop ing  effic ien t tran sp o rta 
tio n  alternatives. In  2005 the co n feren ce  w as held  in 
S alt L ake C ity, the h eart o f  the In te rm o u n ta in  W est. 
F o r th ree  days p ro fessio n als  from  a v arie ty  o f  d isc i
p lines co llab o ra ted  and  learned  ab o u t tran sit and  its e f
fec t on  d ev e lo p m en t pa tterns. P artic ipan ts  w ere  able to 
d iscuss so lu tions to  their c ity ’s ch a llen g es, as w e ll as 
d isco v er new  stra teg ies fo r fu tu re  p ro jec ts.

S everal them es w ere  rep ea ted  th ro u g h o u t the  con fer
ence, w h ich  are w o rth  em p h asiz in g  here. F irs t o f  all, 
tran sit-o rien ted  d ev e lo p m en t is cha lleng ing , and  any 
one p erson , com m unity , developer, city, o r transit 
agency  can n o t do it alone. T h e  im p o rtan ce  o f  p a rtn e r
ships w as em phasized  ag a in  and again . E ach  stak e
h o ld er in  a d ev e lo p m en t p ro jec t has d iffe ren t ab ilities 
and  streng ths, w h ich  shou ld  be cap ita lized  on  in  w o rk 
ing re la tio n sh ip s  w ith  o ther groups. C ities w ill find  that 
i f  th ey  hav e  land  n ea r a tran sit line and  w ish  to create  
tran sit-o rien ted  d ev e lo p 
m en t on  the site, a strong , 
early  p artnersh ip  w ith  a 
d ed ica ted  d ev e lo p e r and a 
com m itted  transit agency  
w ill m ak e  the p lan n in g  p ro 
cess easie r and  m ore e ffec
tive.

S econd, a strong , charism atic , and tru sted  lead er is es
sen tia l to ge tting  tran sit-o rien ted  d ev e lo p m en t built. 
H av ing  a h igh -p ro file  p u b lic  servan t o r e lec ted  official 
ad v o catin g  fo r this ty p e  o f  d ev e lo p m en t w ill op en  doors 
th a t even  the m ost ded ica ted  and  p assio n a te  p lan n e r or 
tran sit official co u ld  not. C uritiba , B raz il p ro fited  from  
the  tire less d ed ica tio n  to com m u n ity  d ev e lo p m en t and 
tran sp o rta tio n  issues o f  its lon g -serv in g  m ayor, Jaim e 
L em er. In  our o w n  country , C h icag o ’s M ay o r D aley

has been  a s trong  fo rce  in  the  d ev e lo p m en t o f  that 
c ity ’s tran sit-o rien ted  d ev e lo p m en t p a tte rn s, as w ell 
as o th er en v iro n m en ta l and  energy  p o lic ies  th a t have 
m ade C hicago  m ore  livab le. S alt L ake C ity  its e lf  has 
also  ben efited  from  the advocacy  o f  M ay o r R ocky  A n 
d erso n  fo r tran sit issues and susta inab le  com m unity  
po lic ies. A n y  com m unity  that w ishes to m ak e  p rog ress 
in  d ev e lo p in g  m ore tran sit-o rien ted  p ro jec ts  m ust in 
v o lv e  officials in the h ig h es t levels o f  governm ent.

T h ird , early  com m u n ity  in v o lv em en t is req u is ite  to 
com plete  a su ccessfu l p ro jec t. T h is includes p riv a te  
citizens as w ell as the local business co m m u n ity  Early 
p u b lic  in v o lv em en t w ill n o t on ly  p ro d u ce  a b ro ad er 
base  o f  com m u n ity  support, bu t w ill a lso  genera te  a 
m ore  co m p reh en siv e , w orkab le , and  p ro d u c tiv e  d e
sign. P u b lic  desig n  charettes are  co stly  and  tim e co n 
su m in g  to organ ize, bu t the end  re su lt w ill be m uch  
be tte r fo r all s takeho lders involved . Too o ften  p lanners 
feel tha t th ey  k n o w  w h a t is best, and  fee l tha t it is their 
jo b  to g ive the p u b lic  w h a t they  n eed , w ith o u t n ec e s

sarily  in vo lv ing  the p u b lic  
in  the p lan n in g  p rocess. In 
one case  in A rizona, an en 
tire  ro ad  ex p an sio n  p ro jec t 
had  to b eg in  ag a in  w hen  
the p u b lic  ou tcry  against 
the p ro p o sa l w as so g reat 
th a t it led to the p u b lic  h ir
ing th e ir ow n eng ineers  to 

eva lua te  the p ro jec t. A  leng thy  p u b lic  charette  p ro cess 
fo llo w ed , bu t the  resu lts  p ro d u ced  w ere  som eth ing  that 
every o n e  cou ld  support.

F inally , there  are m an y  barriers b lo ck in g  the crea tion  
o f  q uality  tran sit-o rien ted  d ev e lo p m en t in  v irtua lly  
every  city  in A m erica . C ity  p lan n ers  can do their part 
to elim ina te  a lo t o f  the red  tape, and  ro ll o u t the red  
ca rpet instead  fo r those w ho  are in terested  in  develop-
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ing m o re  livab le  com m unities. Z on ing  requ irem en ts, 
p a rticu la rly  p ark in g  req u irem en ts , s tand  in  the w ay o f  
m o re  dev e lo p ers beco m in g  in v o lv ed  in  these  p ro jec ts, 
due  to high costs and  ad d ed  risk . It is m uch  easie r for 
th em  to do “ sp raw l” type d ev e lo p m en ts  today  than  
it is to b eco m e in v o lv ed  in  quality  g row th . U n til this 
changes, com m unities w ill no t see a s ign ifican t am oun t 
o f  this type o f  d ev e lo p m en t in  th e ir cities.

T h o se  in te re sted  in  lea rn 
ing how  co m m unities ef
fectively  create  tran sit-o ri
en ted  d ev e lo p m en t have 
m any  exam ples a round  the 
coun try  to em ulate . M ost 
m a jo r c ities have found  w ays to rem o v e  th e ir barriers 
to tran sit-o rien ted  dev e lo p m en t, a lthough  th is is still a 
w ork  in  p rocess. S everal cities a re  using  transit sy stem  
expansions to rev ita lize  th e ir d o w n to w n  areas, as w ell 
to c reate  so lu tions to m a jo r jo b s  and  h ousing  im b al
ances. C hanges are  tak ing  p lace  a round  the coun try  as

m o re  and  m o re  p eo p le  are  look ing  fo r w ays to red u ce  
th e ir d ep en d en ce  on  n o n -ren ew ab le  energy  resou rces.

F o llo w in g  are b r ie f  sum m aries o f  the w ork sh o p s held  
du ring  the th ree-day  R ail-V olu tion  co n feren ce  in  S alt 
L ake City. V olum es co u ld  be w ritten  on  each subject, 
b u t these sho rt sum m aries w ill serve to g ive  a short 
o ver-v iew  o f  key p o in ts  co v ered  du rin g  the p re sen ta 

tions. M ore in fo rm atio n  
can  also  be  found  at www . 
ra ilv o lu tio n .co m .

T h an k s go o u t to all those 
w ho h e lp ed  in  the co m p i
la tio n  o f  this docum ent. 

T h an k s especia lly  to G ibbs and  C ath erin e  Sm ith  fo r 
m ak in g  this d o cu m en t p o ss ib le  th rough  th e ir g en 
erosity . T hanks also  to the studen ts in  the C ollege 
o f  A rch itec tu re+ P lan n in g  at the U n iv ers ity  o f  U tah , 
K eith  B arth o lo m ew  from  the U n iv ersity  o f  U tah , Hal 
Jo h nson  from  the U tah  T ransit A uthority , and  to M ary  
S im on  from  the R ail-V olu tion  steering  com m ittee.

M ark  M orris
C o llege o f  A rch itec tu re  +  P lann ing  
U n iversity  o f  U tah
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Opening Plenary

John Inglish, General Manager, Utah Transit Authority, 
Salt Lake City, Utah
Orrin Colby, President, Utah Transit Authority Board of 
Trustees, Salt Lake City, Utah 
Rocky Anderson, Mayor, Salt Lake City, Utah 
Earl Blumenauer, 3rd District, Oregon, United States 
Congress, Washington, D.C.

W elcom e to  S a lt Lake City
John Inglish, General Manager, Utah Transit Authority,
Salt Lake City, Utah

S alt L ake C ity  is ex c ited  to  be host to  the  ten th  annual 
R a il-vo lu tion  conference. T he th em e chosen  fo r this 
y e a r’s co n feren ce  is “the  P o w er o f  P artn ersh ip s .” It is 
on ly  th rough  p artn e rin g  w ith  o th er g roups and  o rg an i
za tions th a t p ro g ress  can be 
m ad e in im p ro v in g  tran s
porta tion  
cities.

T hrough  partn ersh ip s  so 
m any  go o d  th ings are hap p en in g  along  U ta h ’s W asatch 
front. A b o u t tw o  w eeks ago broke g ro u n d  on U ta h ’s 
first co m m u ter ra il line. R unning  fo rty -th ree  m iles 
fro m  O gden to  S alt L ake , th is  p ro jec t w as m ade p o s
sib le  because  o f  an ex trao rd in ary  ag reem en t betw een 
th e  U tah  T ransit A u th o rity  (U TA ) and  the  U nion  P a
cific R ailroad. U nion  Pacific  ag reed  to sell 175 m iles 
o f  th e ir rig h t o f  w ay, includ ing  ideally  lo ca ted  lan d  for 
stations. T his w as b rough t abou t because  o f  the  g o v 
erno r o f  th e  sta te , w h o  becam e inv o lv ed  in the  p ro cess , 
and  issues a ro u n d  p ro p erty  w ere  re la tiv e ly  easily  re 
solved.

A s fo r ligh t ra il, tw o  T R A X  lines are in p lace  from  
dow ntow n S alt L ak e  C ity  to  Sandy and  from  d o w n 
tow n  to  th e  U n iv ers ity  o f  U tah . T he U n iv ersity  L ine 
h as se t new  reco rd s fo r U TA , w hich  no w  h as a 25%  
m ode share to  the  U niversity . T he school has been able 
to  rem o v e  p ark in g  lots to  be rep laced  w ith  educational 
fac ilities , a t g rea t sav ings to the U , an d  o f  g reat benefit 
to  the  students.

T he d ra ft env ironm en ta l im p act s ta tem en t is no w  done 
on p lans to  ex ten d  a T R A X  line ou t to  th e  new  D ay 

break  p ro jec t, a p artn ersh ip  w ith  R io  T in to , and  K en- 
n eco tt L and . B eing  the  largest lan d  o w n er in S alt L ake 
C ounty , K en n eco tt L an d  is focu sin g  th e ir  d ev e lo p m en t 
p lans on d eve lop ing  w a lk ab le  co m m u n ities, ty in g  in 
w ith  p u b lic  tran sit and  lig h t rail. U T A  is w ork ing  w ith  
th em  to  m ake tran sit a m ajo r co m p o n en t o f  th e ir new  
developm ent.

A n o th e r p a rtn e rsh ip  that h as been  benefic ia l to U TA  
has been w ith  local business leaders. T hey  w an ted  to  
g et ten  o f  th e  top  business leaders in the  sta te  to  appear 
in com m erc ia ls  fo r U TA , en courag ing  use o f  th e  bus 
an d  ligh t rail system . In c lu d ed  in th ese  ten  w ere  L ar
ry  M iller, the  o w n er o f  U ta h ’s largest ca r dea lersh ip , 
the  C E O  o f  Z ions B ank , the  head  o f  U tah  P o w er and  
L igh t, and  H. D av id  B urton , the  P resid in g  B ishop  o f  
the  C hurch  o f  Jesus C h rist o f  L atter-day  Saints. U TA  
en d ed  up w ith  ten  spots, em p h asiz in g  to  the  p u b lic  tha t

business sim ply  d o esn ’t 
happen  w ith o u t p eop le , 
an d  tran sp o rta tio n  m eans 
p eo p le , using the  slogan , 
“ E ven i f  y ou  d o n ’t rid e  it, 
y ou  use it.”

O th er g rea t p a rtn e rsh ip s  have been d ev e lo p ed  tha t 
h av e  g rea tly  ben efited  U TA  and  U tah ’s pub lic . T he 
tran sit sy stem  con tinues to  grow , and  w ill con tin u e  to  
im p ro v e  the  lives o f  U tahns as it does so.

S a lt L ake’s  UTA
Orrin Colby, President, Utah Transit Authority Board of Trustees, 
Salt Lake City, Utah

T he S alt L ake C ity  reg ion  has long  been ca lled  the 
“C rossroads o f  the  W est,” serv ing  as a transporta tion  
hub fo r the  A m erican  W est s ince  the  b eg inn ing  o f  its 
m o d em  co lon iza tion  in the 18 4 0 ’s. T oday  the reg ion  
is h o m e to 1.5 m illion  p eop le , and  con tinues to b e  an 
im p o rtan t transporta tion  hub due to  its key location .

T he U tah T ransit A u th o rity  w as e stab lish ed  in 1969, 
an d  it has led  the  m o v em en t to  c reate  g rea t tran sp o rta 
tion  system s fo r the  S alt L ake m etropo litan  area. T o
day  the U TA  system  carries ab o u t 120 ,000  passen g ers 
daily, and  defin ite ly  co u ld n ’t have  done this w ithou t 
s trong  partn ersh ip s  in the  com m unity .

in o u r n a tio n ’s

It i s  o n ly  t h r o u g h  p a r tn e r in g  w ith  o th e r  
g r o u p s  a n d  o r g a n iz a t io n s  t h a t  p r o g r e s s  c a n  

b e  m a d e  in  im p ro v in g  t r a n s p o r ta t io n  
in  o u r  n a t io n ’s  c i t ie s .
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O p e n i n g  P l e n a r y
Federal sta te  and  local leaders have helped , as have 
ev e ry d ay  users. T he U T A  b o ard  o f  d irec to rs has d is 
cu ssed  tran sit-o rien ted  d ev e lo p m en t fo r years, and  
w hat th e ir ro le  as a tran s it au tho rity  is in re la tio n  to 
d ev e lo p m en t a ro u n d  the  system . U T A  has now  es tab 
lished  a co m p reh en siv e  real esta te  p o licy  th a t they  
hope will enco u rag e  tran sit-o rien ted  d ev e lo p m en t in 
o rder to  in crease  tran sit cho ices a ro u n d  the  reg ion .

U T A  has c rea ted  as a m issio n  s ta tem en t the fo llo w 
ing: “U tah  T ransit A u th o rity  s treng thens an d  connects 
com m unities enab lin g  in 
d iv iduals to  p u rsu e  a fu lle r 
life w ith  g rea te r ease and  
con v en ien ce  by lead ing  
th ro u g h  p a rtn e rin g , p lan 
ning , and  w ise in v estm en t 
o f  p h y sica l, econom ic , and  
hum an re so u rces .” U TA  
hopes to  be on the  lead in g  edge o f  im p ro v in g  the  q u a l
ity  o f  life o f  all those  in the  S alt L ake reg io n , and  will 
con tinue to  s treng then  p artn e rsh ip s  in o rd e r to  bring  
abou t p o sitiv e  change in the  re g io n ’s transporta tion  
netw orks.

S a lt Lake C ity’s  Role
Rocky Anderson, Mayor,
Salt Lake City, Utah

W ith each  expend itu re  o f  non-renew ab le  re so u rces , w e 
are d im in ish in g  the  p ro sp ec ts  fo r healthy, p ro sp ero u s 
lives fo r fu tu re  generations. O u r p o llu tio n , especia lly  
ou r em issions o f  g reenhouse  gases, th rea ten  the  fu ture. 
C ities everyw here  face the challenge o f  how  to be su s
ta in ab le  o v er the  long-term , so th a t o u r ch ild ren  and  
the  genera tions th a t com e a fte r th em  have the  o p p o rtu 
n ity  to  live in a safe, healthy, th riv in g  w orld . T he G reat 
L aw  o f  the  Iroquois C onfederacy  sta ted  “ In o u r every  
de libera tion , w e m u st co n sid er the  im p act o f  o u r d ec i
sions on the  nex t seven  g en e ra tio n s.” We m u st th ink  o f  
fu tu re  genera tions as w e m ak e  p lan n in g  cho ices in our 
n a tio n ’s cities.

In S alt L ake C ity  w e have been  w ork ing  to  im p lem en t 
urban  d ev e lo p m en t and  env ironm en ta l p o lic ies  and  
p ro g ram s tha t b u ild  on the natural streng ths o f  ou r city  
and  p ro tec t its health  an d  vitality , now  and  in the fu 
ture.

In the  A m erican  L ung  A sso cia tio n  S ta te  o f  the  A ir: 
2005 report. S alt L ake C ounty  is g iv en  a g rade o f  “F ” 
fo r high ozone days and  an “F ” fo r p a rtic le  p o llu tion  
du ring  a 24 h o u r period . T his is c reated  b y  the  dec isions 
w e m ak e  as p o licy  m akers. P oor a ir q ua lity  adversely  
im pacts  p u b lic  health , quality  o f  life and  econom ic 
developm en t. S m art g row th  p rin c ip les  th a t encourage 
com pac t, w a lk ab le  com m unities, p ro m o te  m ass transit, 
b icy clin g  and  a lte rna tive  fuel vehicles, as well as the 
conserva tion  o f  non-renew ab le  reso u rces, are essential 
too ls in o u r effo rts to  im prove o u r a ir quality. S m art

g row th , urban  su sta in ab il
ity  and  im p ro v em en t o f  our 
a ir q uality  is d irec tly  linked  
to  the  q uality  o f  o u r m ass 
tran sp o rta tio n  in fra s tru c
ture.

P erhaps the  m o st im portan t 
change w e have m ad e  in o u r tran sp o rta tio n  in fra s tru c
tu re  is the  d ev e lo p m en t o f  a ligh t rail tran sit system . 
B u ild in g  ligh t rail w as no t easy. T he ro ad  to w ard  co n 
stru c tio n  o f  the  first lig h t ra il line -  a fo u rteen  m ile  
n o rth -so u th  line -  w as ex trem ely  con ten tious. T he 
fo rces o p p o sed  to  ligh t rail w ere  very  vocal. T hey  w ere 
ad am an t th a t U tahns, un u sed  to  tran sit, w o u ld  no t ride  
ligh t-ra il. T hey  have been  p ro v ed  w rong. R id ersh ip  is 
fa r g rea te r than  even  the  m o st op tim istic  p ro jec tions. 
B ecause  o f  the  lig h t rail successes, the  very co n se rv a
tive  voters in ou r reg io n  have vo ted  fo r sales tax in 
creases fo r  tran sit and  are now  c lam oring  fo r light-rail 
spurs to  be bu ilt in th e ir com m unities.

C rea tin g  safe and  in terestin g  w alkab le  com m unities is 
a lso  one o f  o u r m a jo r p rio rities  and  a w ay  to  im prove 
o u r a ir quality. P edestrian  safe ty  is key. In sp ring  o f
2 0 0 0 , a la rm ed  by  sta tis tics  reg ard in g  the  safety  o f  p e 
destrians in o u r city, w e im p lem en ted  several in n o v a
tive  m easu res including:

• O range  flags a t m id b lo ck  crossings
• C oun tdow n  tim ers at crossw alks
• P av em en t m arkers
• O v erh ead  an d  in -p av em en t ped estrian  

ac tiv a ted  lights
• A g g ressiv e  enforcem ent.

“ In  o u r  e v e ry  d e l ib e r a t io n ,  w e m u s t  c o n 
s i d e r  th e  im p a c t  o f  o u r  d e c is io n s  o n  th e  n e x t 

s e v e n  g e n e r a t i o n s .”

G re a t  Law  o f  th e  I r o q u o is  C o n fe d e ra c y
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O p e n i n g  P l e n a r y

O v er the last five years w e have  w o rk ed  d ilig en tly  to 
im prove the safety  o f  p ed estrian s  in S alt L ake C ity 
th rough  o u r P edestrian  Safety  In itia tives. O u r w ork 
has p a id  o f f  w ith  a 31%  red u ctio n  in the num b er o f  
acciden ts  in vo lv ing  p ed estrian s , as w ell as adop tion  by 
o th er co m m unities o f  m an y  o f  o u r m ethods. L ast year 
w e rece iv ed  national reco g n itio n  in the  S u rface  T rans
p o rta tio n  P o licy  P ro je c t’s M ean  S treets 2004  report, 
w hich  c ited  S alt L ake C ity  as the  m o st im p ro v ed  city  
in the  nation  fo r p ed estrian  safety.

A s a p a r t o f  o u r overall effo rt to  in crease  the  n u m b er o f  
p eo p le  w alk ing  in o u r com m unity , w e are also  fo cu s
ing  on the hea lth  benefits  o f  w a lk in g , through o u r SLC  
G ets F it T ogether p ro jec t. O v er 2 ,000  p eo p le  from  local 
businesses, schoo ls, an d  c iv ic  o rgan izations have o rg a
n ized  team s to  co m p ete  fo r the “m o st steps w a lk ed ” in 
S alt L ake C ity  -  the 13 w eek  p ro g ram  b egan  in June.

In o rd e r to  im p ro v e  o u r a ir quality , w e w ill co n tin u e  to 
rig h t-s ize  our c ity  flee t and  con v ert it to a lte rna tive  fuel 
veh ic les. O v er the p a s t five y ears , w e  h av e  e lim in a ted  
36 S U V s from  the c ity  fleet. A lso  in the las t year, w e 
p u rch ased  th ree  hybrid  elec tric /gas vehicles. P resen t
ly, w e  h av e  89 natura l gas v eh ic les in  the c ity ’s fleet, 
in c lu d in g  75 at the A irport. D ecreasing  the u se  o f  e lec 
tric ity  g en e ra ted  by co a l-b u rn in g  p lan ts  is an essen tial 
co m p o n en t o f  o u r S alt L ak e  C ity  G reen  p rog ram . C o n 
v ertin g  traffic signals to L E D  saves us $53 ,000  yearly , 
w ith  huge red u ctio n s  in p o llu tio n  an d  g reen h o u se  gas 
em issions. C o n v ertin g  ligh ts from  in can d escen t bulbs 
to co m p ac t flu o rescen t b u lb s  at C ity  Flail red u ced  p o l
lu tion  from  crite ria  p o llu tan ts  an d  saved  taxpayers over 
$33 ,000 . R etro fitting  our ligh ting  has no t o n ly  saved  
taxpayers a lm o st $90 ,000  p e r  year, b u t it h as red u ced  
g reen h o u se  gas em issions b y  850 tons annually .

B y  p u rch asin g  n early  130 ,000  kw h o f  B lue S ky  w in d  
energy  each m o n th , w e red u ce  ou r carbon d iox ide 
em issions b y  800 tons each year. T his is eq u iv a len t to 
p lan tin g  o v er 500 acres o f  trees o r tak ing  o v er 200  cars 
o f f  the  road . A t o u r sew age trea tm en t p lan t, w e have 
in sta lled  a m eth an e  reco v ery  system  th a t w ill g en e r
ate a sign ifican t p o rtio n  o f  the p la n t’s e lec tric ity  needs, 
w hile  vastly  red u cin g  g reen h o u se  gas em issions.

A  livab le , su sta in ab le  city  is one in w hich  leaders and

citizens ho ld  as fu ndam en ta lly  im p o rtan t the p rov ision  
o f  clean  a ir an d  w ater, the  p ro tec tio n  and  conservation  
o f  na tu ra l re so u rces , an d  the  en h an cem en t o f  hum an 
capita l. W e all share  th a t resp o n sib ility  - all levels o f  
governm en t, businesses an d  ind iv iduals . W e have the 
m eans o f  m ak in g  a huge, p o sitiv e  d iffe rence. W e ju s t 
n ee d  the  w ill to  m ak e  it happen.

E nvision  U tah
Robert Grow, Envision Utah, Salt Lake City, Utah

T he d ev e lo p m en t o f  U tah  has in c lu d ed  m an y  g roups 
from  all o v er the  w orld . B eg in n in g  w ith the  M orm on 
p io n eers  in 1847, im m igran ts  have  com e in w aves to 
th is valley  to  m ak e  a p e rm an en t hom e. M o st recently , 
S alt L ake has b eco m e a “ second  g a tew ay ” fo r F lispan- 
ic im m igran ts  from  M exico  an d  South  A m erica . It is 
an tic ip a ted  th a t the F lispanic p o p u la tio n  o f  U tah  w ill 
d oub le  in the nex t 10 years.

In 1997 E nv ision  U tah  w as b u ilt to eva lua te  and  ad 
dress grow th  issues in the  state. O v er the  n ex t th ree  
years a b ro ad  coa lition  o f  leaders p a rtn e red  to  w ork 
w ith  the p u b lic  including:

B usiness L eaders
D evelopers
U tility  C om panies
Local G o v ern m en t
S tate  G o v ern m en t
C onserva tion  an d  C itizen  G roups
R elig ious L eaders
E ducation
M edia

T h ese  g roups cam e to g e th er to  accom plish  th e  fo llo w 
ing  goals fo r the  state:

E nh an ce  A ir Q uality  
Increase  M obility  &
T ransporta tion  C hoices 
P rese rv e  C ritical L ands 
C onserve  W ater R esources 
P rov ide F lousing O pportun ities  
M ax im ize  E ffic iency  in P ub lic  
In frastru c tu re  Investm en ts
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O p e n i n g  P l e n a r y

F o llo w in g  th is v ision , m ore p artn e rsh ip s  have d ev e l
oped , in c lu d in g  a m u ltim odal p lan , p u ttin g  a m illion  
p eo p le  w ith in  a th o u san d  steps o f  a tran sit stop. P a rt
nersh ip s  at all scales have deve loped , in c lu d in g  w ith 
deve lopers and  designers in ind iv idual com m unities.

G o o d  p artn e rsh ip s  are those  th a t w ill last fo r the  du 
ra tio n  o f  a specific p ro jec t. T hey  are usually  based 
011 a lign ing  en lig h ten ed  se lf-in te rest fo r bo th  parties. 
H ow ever, g rea t p artn e rsh ip s  are  b ased  on personal 
re la tionsh ips o f  civ ility , tru st and  frien d sh ip , and  last 
long  a fte r the co m p le tio n  o f  any specific p ro jec t. G rea t 
p artn e rsh ip s  p u rsu e  the fu lfillm en t o f  w id e ly -sh a red  
desires, a sp ira tions, hopes and  d ream s, n o t on ly  for 
ourse lves b u t fo r fu tu re generations.

G row th  in U tah  w ill con tinue. E nvision  U tah and  its 
p artn e rs  are w o rk in g  to  keep  U tah  b eau tifu l, p ro sp e r
ous and  n e ig h b o rly  fo r fu tu re  generations.

T he S ta te  o f R ail-vo lu tion
Earl Blumenaiier, 3rd District, Oregon, United States Congress, 
Washington, D.C.

G reat p ro g ress  has been  m ade in p lan n in g  tran sp o r
tation  across the  country. A m azing  d ev e lo p m en t has 
been  m ade in A m erica  in the tran sit industry , and  m any  
c ities  have m ade m ajo r cou rse  co rrec tions in p lan n in g  
fo r tran sit and  urban redevelopm en t. C ities in the W est 
in p articu la r have been  so co n n ec ted  to  the au tom ob ile  
and  are no w  m ak ing  m ajo r changes to  p lan  fo r the fu 
ture.

In S alt L ake C ity  in p articu la r there  have been  g reat 
strides m ade fo r the  fru ition  o f  the  co n cep t o f  livab le  
co m m u n ities  in the heartlan d  o f  A m erica. U ta h ’s S en a
to r B en n ett has been  a critica l advocate  fo r tran sp o rta 
tion  p lan n in g  an d  d eve lopm en t, n o t ju s t  in U tah , b u t in 
co m m u n ities  across the  country. C o ngressm an  M athe- 
son o f  U tah is an o th er tha t has w o rk ed  tire less ly  for 
leg isla tion  th a t w ill sup p o rt fundam en tal p o licy  chang-

P ro g ress has been  ach iev ed  due to  tran sit p lanners 
ho ld in g  011 to fundam en tal tran sp o rta tio n  concep ts , and  
w e ’ve rem a in ed  true  to  the  1991 leg is la tio n  th a t began

the  p ush  fo r q uality  transporta tion  in ou r n a tio n ’s c it
ies. E igh ty  co m m u n ities  are no w  p u rsu in g  stree tcar 
system , w h ich  w ere  such  an  an ch o r in  o u r c ities 100 
years  ago.

W ith  the  recen t devasta tion  in the  G u lf  R egion  there 
are new  opp o rtu n ities  em erg ing  fo r b e tte r  p lann ing . 
W e m ust use our response to  th is  d isaster as a w ay  to 
sustain  com m u n ity  and  b u ild  m ore livab le  cities. S ev 
en ty  p e rcen t o f  A m ericans live in areas w here  th ey  are 
su b jec t to  one or m ore natu ra l d isasters. T he w ay  tha t 
w e plan  to  deal w ith  d isasters  w ill shape o u r c ities at 
the  m ost fundam en tal levels.

A ll o f  us sh o u ld  inco rp o ra te  in to  o u r th in k in g  w ays 
to  p re ssu re  o u r local, sta te , and  federa l officials to  get 
serious ab o u t p ro tec tin g  ag a in st natu ra l d isasters. We 
shou ld  use w ha t is hap p en in g  in the  G u lf  R eg ion  as a 
m odel o f  w ha t to do w ith  a red ev elo p m en t o f  a d isaster 
area. H ow  do w e g uaran tee  th a t p u b lic  in frastruc tu re  is 
reb u ilt to  a h ig h er standard? H ow  do w e strike a m odel 
th a t engages the c itizens in every  asp ec t o f  the  re g io n ’s 
structu re?  H ow  do w e help them  b eco m e in v o lv ed  in 
p lan n in g , design , an d  reconstruction?

W e sh o u ld n ’t ju s t  reb u ild  the c ities o f  the  G u lf  R eg ion , 
in c lu d in g  N ew  O rleans, b u t do it w ell, and  do it right. 
T his is the c lo sest th a t w e ’ll get to a b lan k  slate w hen 
it com es to  city  b u ild in g , so lets do it right. T he no tion  
is th a t these  cho ices are w ith in  o u r con tro l, so w e ’ve 
go t to  change our m in d se t now , w hen w e ’re look ing  
a t th is  critica l area as a nation . W e m ust use natu ral 
so lu tions w here  possib le . T he M ississipp i R iv er is n o t 
a m ach ine , and  w e ’ve been  trea tin g  it as one. W e m ust 
re th ink  our re la tionsh ip  w ith  na tu re , an d  w ork  w ith  it, 
in s tead  o f  ag a in st it.

T his is an opp o rtu n ity  w hen the  w orld  is w atch ing  
the  p lan n in g  o f  th is area. I f  done w ell, it w ill do m ore 
than  ju s t  take care o f  the d evasta tion , b u t heal the  b o d y  
p o litick , and  m ake p lan n ers  w ork  in the  area easie r in 
the  lo n g  run. A s w e w ork  to g e th er to  b e tte r  p lan  our 
n a tio n ’s cities , it w ill m ake o u r co m m unities  m ore liv 
ab le, o u r fam ilies safer, health ier, and  m ore eco n o m i
ca lly  secure.

R tx U w r iu t io K  2 0 0 5
4

S a lt L a k e  C ity



K a lU /v iu H m ,  Z 0 0 5
5

S a it L a k e  C u



Mode: What’s the Difference 
When It Comes to Land Use?

Jeffrey Boothe, New Starts Working Group,
Washington, D.C.
Maria Rosario, PB Placemaking, Washington, D.C. 
Richard Feder, Port Authority of Allegheny County, 
Pittsburgh, Pennsylvania.
Hal Johnson, Utah Transit Authority, Salt Lake City, Utah.

D oes O ne S ize Fit All?
Maria Rosario, PB Placemaking, Washington, D.C. 
rosario@pbworld.com

In  dec id in g  the  best m ode o f  tran sit fo r a com m unity , 
it is b est to exam ine  the p eo p le  o f  the a rea  and  let them  
gu ide the dec ision . It is im p o rtan t to take in to  accoun t 
th ree  m ain  issues w hen  dec id in g  o n  a tran sp o rta tio n  
type: dem o g rap h ics, econom ics, and  cu lture.

D em o g rap h ics inc lude  th ings such  as age , gender, in 
com e, and  education . T h ese  shou ld  be tak en  in to  ac 
co u n t because  w h ile  a y o u n g er p e rso n  m ay  rid e  a b ike 
to  a tran sit location , an  e lderly  in d iv id u a l m ay  not. 
In co m e is im p o rtan t to  co n sid er because  w ealth ie r in 
d iv iduals  are  m ore  likely  to ow n  cars and  d rive  them  
th an  p eo p le  w ith  lo w er incom es.

C lo se ly  tied  to  in co m e is econom ics. It is im p o rtan t to 
co n sid er facto rs such  as the  p rice  o f  h o u sin g  in  a g iven  
area , p a rk in g  costs, fares fo r p u b lic  transport, and  fuel 
p rices. R idersh ip  on  tran sit is c lo se ly  re la ted  to  gas 
p rices, w h ich  hav e  recen tly  increased  dram atically . 
F uel p rices are p erhaps m ore im p o rtan t today  th an  they  
hav e  been  in  the past.

T he final fac to r to  co n sid er is cu ltu re , such  as e th n ic 
ity, h istory , and  values. C u ltu re  is im p o rtan t to  co n 
sid er because  d iffe ren t cu ltu res becom e accu sto m ed  to 
d iffe ren t tran sp o rt m odes. A tran sp o rt type tha t w orks 
w ell in  E urope m ay  n o t be the  best to use in  A m erica. 
E u ropeans in  genera l a re  w illin g  to  w alk  fa rth er than  
the  average  A m erican . T his sam e p h ilo so p h y  can  be 
app lied  to  d iffe ren t parts o f  A m erica. N ew  Y orkers 
generally  d o n ’t o w n  cars and  are w illin g  to  w alk  long

distances each  day, w h ile  the v ast m ajo rity  o f  L os A n 
g e le s ’ residen ts  ow n  cars and  d rive  th em  n ea rly  ev e ry 
w here.

T he m ain  types o f  tran sit ch o sen  in  the U nited  S tates 
are heav y  ra il or co m m u ter ra il, ligh t ra il, and  rap id  
tran sit bus lines. L igh t ra il and  bus rap id  tran sit are 
em erg ing  as the m ost p o p u la r n ew  form s o f  tran sp o rt 
because  o f  th e ir new  d esig n  featu res, and  low  p rice  as 
co m p ared  to co m m u ter rail. In  add ition , w ha t is o u t
side  the w indow s is as im p o rtan t as w ho  is in sid e  the 
w indow s. I t ’s n o t the  m ode, b u t the m arket, the lo ca 
tion , and  the p lan n in g  fram ew ork  tha t d e term in e  i f  a 
tran sp o rta tio n  m ode is successfu l.

P it ts b u rg h  R eg io n a l T ra n s it
Richard Feder, Port Authority of Allegheny County,
Pittsburgh, Pennsylvania. 
rfeder@portau thori ty. org

P ort A u th o rity  o f  A lleg h en y  C ounty , P ittsburgh , 
P en n sy lv an ia  o perates sev era l d iffe ren t tran sp o rta 
tio n  m odes in  its reg io n a l system . T h ese  in c lu d e  bus, 
lig h t ra il, in c lin ed  p lan e  and  para transit. P o rt A u th o r
ity  is cu rren tly  p u rsu in g  jo in t d ev e lo p m en t p ro jec ts  at 
tw elve m ajo r tran sit sta tions. M ajo r d ev e lo p m en t is in  
p lace  along  the ligh t ra il line, because  the line is bu ilt 
on  a s tree tcar rig h t-o f-w ay  around  w h ich  the land  has 
b ee n  developed ; a sign ifican t am o u n t o f  n ew  d ev e lo p 
m en t and  red ev e lo p m en t has occu rred  and  is being  ac 
tively  p u rsu ed  along  the busw ays o f  th e ir system . P ort 
A u th o rity  has also  dev e lo p ed  a tran sit-o rien ted  d ev e l
o p m en t (T O D ) ed u catio n al p ro g ram  to in crease  aw are 
n ess o f  the im p o rtan ce  o f  this type o f  g row th.

A m o n g  the exam ples o f  d ev e lo p m en t o ccu rrin g  along  
the P ort A u th o rity ’s system  is an  old in d u stria l b u ild 
ing  tha t has been  ren o v a ted  and  tu rn ed  in to  affo rdab le  
housing .
A n o th e r is a n ew  office b u ild in g  and  tow n h o u ses in  an  
area  ca lled  S hadyside, w h ich  occu rred  a lo n g  the E ast 
B usw ay. T here  are also  new  and  expanded  re ta il and 
food  stores tha t m ay  n o t hav e  b een  b u ilt had  the  transit 
fixed gu idew ays n o t b ee n  in  p lace . M o st o f  the  n ew  
d ev e lo p m en t along  the sy stem  has been  focused  in  the 
E ast L iberty  and  S hadyside  n e ig h b o rh o o d s along  the 
E ast B usw ay. A ctive  p lan n in g  is un d erw ay  to  increase  
the am o u n t o f  T O D  along  the  lig h t ra il line.
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M ode: W h at’s  th e  D iffe ren ce  W hen It C o n ies  to  Land U se?
T here  are also  en v iro n m en ta l considera tions to  be  m ade 
w hen  choosing  a tran sp o rta tio n  m ode. In  se lec ting  b e 
tw een  m odes in  a corridor, the fo l
low ing  en v iro n m en ta l factors can  
be  used  to d iffe ren tia te  b e tw een  
ligh t ra il and  busw ay: air quality , 
co n stru c tio n  im pacts , energy, no ise 
and  v ib ration , p u b lic  invo lvem en t, 
safe ty  and  security , secondary  and 
cu m u la tiv e  im pacts, tran sp o rta tio n  
im pacts  and  effec tiveness, and  v i
sual and  aesthe tic  im pacts.

P o rt A u th o rity ’s T O D  educational 
p ro g ram  is p rim arily  g eared  tow ard  
m u n ic ip a litie s  and  developers. It 
covers the m ain  ch arac te ris tic s  o f  
T O D  and  the  benefits o f  bu ild ing  
T O D . D esig n  aspects are  covered , 
as w e ll as the d ev e lo p m en t and fi
n an c ia l reso u rces  tha t are ava ilab le  
to  m u n ic ip a litie s  and  developers 
in te re sted  in  TO D .

U n d e rs ta n d in g  U tah ’s  
T ra n s p o r ta t io n  N eeds
Hal Johnson, Utah Transit Authority, Salt Lake City, Utah. 
hjohnson@uta.cog.iit.iis

T he p o p u la tio n  o f  S alt L ak e  and  the  su rro u n d in g  areas 
is rap id ly  g row ing . T h e  p o p u la tio n  increase  o v er the 
last few  years is causing  increased  traffic congestion , 
and  has g iv en  S alt L ak e / O g d en  one o f  the  m ost d an g e r
ous au to /p ed estrian  env iro n m en ts in  the  U n ited  S tates. 
S ince S alt L ak e  is located  in  a basin , it is also  esp ec ia l
ly  sensitive  to a ir p o llu tio n  re leased  by au tom ob iles 
and  trapped  by  inversions. G iven  these  facto rs, pub lic  
tran sp o rta tio n  m u st fu n c tio n  e ffec tiv e ly  and  efficien tly  
in  o rder to  red u ce  these  d estru c tiv e  cond itions.

T he U tah  T ransit A u th o rity  (U T A ) cu rren tly  operates 
m ore  th an  600 buses and  40  ligh t ra il cars. In  2004 
the  U T A  system  carried  m ore th an  34 m illio n  p a s 
sengers. W orking  w ith  o th er p artn ers , U T A  has d e
v e lo p ed  the 2030  L ong  R ange  T ran sp o rta tio n  P lan , a 
p lan  for ad d itio n a l tran sit in  the S alt L ak e  reg ion . T he 
p lan  in c lu d es  m ore than  120 m iles o f  co m m u ter tran 

sit, 60 m iles o f  ligh t ra il, and  80 m iles o f  bus rap id  
transit. C o m m unity  leaders are  a lready  ask ing  U TA  

to com ple te  th is p lan  by  2012. A n  
in creased  tax  in  2006 w ould  allow  
U T A  to co m p le te  4 ad d itio n al ligh t 
ra il lines, 2 bus rap id  tran sit lines, 
and  the second  p h ase  o f  the co m 
m u ter ra il line.

U T A  has been  ab le to p u rch ase  
175 m iles o f  ra il track  from  U n io n  
Pacific. B enefits to  th is  include no 
delays due to track  sharing  and  the 
ab ility  to con tro l serv ice  freq u en 
cy. T he first p h ase  o f  the com m uter 
ra il w ill co n n ect S alt L ak e  C ity  to 
W eber C ounty , a d is tan ce  o f  ap 
p ro x im ate ly  40 m iles. P h ase  tw o 
is cu rren tly  under study, and  w ill 
co n n ec t S alt L ak e  C ity  to P rovo .

D em and  for ligh t ra il has far ex 
ceed ed  expecta tions. U T A  fo recast tha t th ere  w ould  
be ab o u t 14,000 w eekday  riders  on  the N o rth /S o u th  
T R A X  line, bu t m ore  th an  25 ,000  ac tua lly  use it today. 
T h e  10,000 using the  U n iv ers ity  T R A X  line also  far 
exceeds U T A ’s fo recast o f  6 ,600  w eek d ay  riders. A d 
d itio n a l lines in  the n ex t few  years w ill co n n ect W est 
Valley C ity, S ou th  Jo rdan , and  D rap er to the T R A X  
system .

B us rap id  tran sit (B R T ) w ill be a n ew  e lem en t in  
U T A ’s system . A  n in e  m ile  ro u te  b e tw een  O rem  and 
P rovo  is cu rren tly  being  stud ied  as p art o f  the U tah  
C oun ty  T ransit Way. T h is  B R T line w ill co n n ect tw o 
in term o d al sta tions w ith  con n ectio n s to the com m uter 
ra il th a t w ill ev en tu a lly  co m e to U tah  C ounty . A  s im i
la r B R T line is u nder study  in  D av is C ounty , ju s t  n o rth  
o f  d o w n to w n  S alt L ake.

A s U tah  con tinues to grow  at a p h en o m en a l p ace , U TA  
hopes to p ro v id e  m ore d iverse  transit op tions tha t w ill 
a llev ia te  m any  o f  the co n g estio n  and  air quality  p ro b 
lem s th a t have b eg u n  to p lag u e  the S alt L ake reg ion . 
W ith  ad d itio n al fund ing , the also  hope to  com plete  
p ro p o sed  p ro jec ts  long  befo re  th e ir 2030  p lan  d ead 
line.

Salt Lake City will be opening a 
new commuter rail line in a few
years. Photo courtesy o f  Hal Johnson.
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Multi-Modal Transportation 
Centers: Catalysts for 

Transit-Oriented Development

Rich Weaver, American Public Transportation Associate, 
Washington, D.C.
William Baumgardner, Amp, San Francisco, California 
Warren Rempel, IB I Group, Vancouver,
British Columbia, Canada
Eric Anderson, Parsons Brinckerhoff, Denver, Colorado

S a c ra m e n to  V alley S ta tio n
William Baumgardner, Arap, San Francisco, California 
wi 11 iam .baumgardner@anip.com

T his n ew  tran sit-o rien ted  d ev e lo p m en t (T O D ) is p ro 
p o sed  in an area o f  red ev elo p m en t th a t w as once a m a
jo r  rail y a rd  in the  heart o f  S acram ento . T h e  p ro jec t 
area w as p rev io u sly  a su p er fund  site, an d  th e  size o f  
the p ro p e rty  w as su ffic ien t fo r a m u lti-m odal transpor
tation  center. T h e  red ev elo p m en t area is a lm o st equal 
in size to  th e  ex isting  dow ntow n  S acram en to  area. T he 
fact th a t it is such a large p arcel o f  p ro p e rty  in th e  heart 
o f  the  c ity  m akes th is  p ro jec t a 
g reat o p portun ity  fo r the  city  to 
c rea te  n o t o n ly  a good , efficien t 
m ixed  use d ev e lo p m en t, bu t 
a lso  an o p portun ity  to  m ake it a 
d estination  developm ent.

T he cu rren t p lan  w ill b ring  a 
lig h t rail line in to  the  red ev e lo p 
m en t area, w hich  w ill co n n ec t to 
th e  n ew  in term odal hub and  the 
co m m u ter rail line. T here  has 
been  strong  reg ional support 
fo r c rea tin g  a dow ntow n  tran s
p o rta tio n  hub, bu t th e  cha llenge 
has been com ing  up w ith  a d e
sign th a t every o n e  co u ld  agree  
011. T he co m m u n ity  fe lt s trong ly  
th a t the  ex isting  h isto ric  d ep o t bu ild ing  be in co rp o ra t
ed  in to  the  n ew  m ulti-m odal center. S ince  the  depo t 
w as p o o rly  lo ca ted  in re la tion  to  the  ex isting  track , it 
w as a cha llenge  com ing  up w ith  a so lu tion  th a t w ou ld  
b e  effic ien t as w ell as aesth e tica lly  p leasing .

S ac ram en to ’s co m m u ter rail system  cu rren tly  runs ad 

Sacramento’s redevelopment project 
around its historic depot will revitalize an 
area adjacent to its downtown. Photo courtesy
o f William Baumgardner.

ja c e n t to  the  site. T he tra c k ’s cu rren t p o sition  is also  
restric ted  by su rround ing  p ro p e rtie s  th a t g rea tly  co m 
p lica te  the  p ro jec t. W ith th is  in m ind  it w as p ro p o sed  
th a t th ey  m ove n o t on ly  th e  track  b u t the  en tire  h istoric  
train  d ep o t to  a new  site ju s t  n o rth  o f  its cu rren t p o s i
tion . B y  m ov ing  the  depo t, th e  city  can also  m ove the 
location  o f  th e  co m m u ter rail, w hich  so lves tw o  o f  the 
p ro b lem s th a t p lan n ers  faced. A lthough  it w ill co st a 
g rea t deal to  m ove the  bu ild ing , the  city  de term ined  
th a t it w ou ld  be best p re se rv ed  and  ap p rec ia ted  as p art 
o f  the  m ulti-m odal tran sp o rta tio n  center.

D u rin g  the  design  p h ase , 27 a lte rn a tiv es w ere  d ev e l
oped , w hich  w ere  then  n arro w ed  dow n to four. B y  m o v 
ing  the  d ep o t b u ild ing , d esigners w ere  ab le  to  reclaim  
tw o  m ore b locks d irec tly  ad jacen t to  the  dow ntow n 
d istric t, c rea ting  a la rger area fo r jo in t  developm en t. 
M ov ing  the  b u ild in g  also  a llo w ed  fo r the  d ev e lo p m en t 
o f  a la rger g athering  space in fron t o f  the  bu ild ing .

C urren tly , the  p ro p o sed  changes in the  ra ilyards are 
go ing  in to  design  review . T he city  is a lso  loo k in g  for 
fu n d in g  fo r the  p ro jec t. E stim a ted  to  co st m ore than 
$ 2 0 0  m illion , th ey  have a lready  gotten  som e fund ing  

from  2 0 0 5 ’s federal tran sp o r
tation  b ill. T h ey  hope to  have 
the  p ro jec t b u ilt and  runn ing  by 
2 0 1 2 .

T he lessons th a t have been 
learned  by  the  p ro jec t p lanners 
inc lude  th e  im p o rtan ce  o f  in 
teg ra tin g  the  new  p ro jec t w ith  
d ev e lo p m en t in th e  area. S treet 
im p ro v em en ts  in th e  area have 
been  d esig n ed  to benefit all 
m odes o f  tran sp o rta tio n , p a r tic u - 
larly  bus an d  p edestrian  co n n ec
tions to  th e  m u lti-m odal hub. It 
has also  been im p o rtan t for the 
p ro jec t p lan n ers  to  b u ild  co n 
sensus am ong  d isp ara te  groups. 

T h ey  found  it beneficial to m eet as a large g roup  o f  
s takeho lders, as w ell as to  m eet w ith  ind iv idual g roups 
in o rder to  can d id ly  add ress concerns. B y  th in k in g  o u t
side the  b ox  and  p ro d u c in g  a d ram atic  design , the  city  
council w as ab le  to ra lly  b eh in d  the sign ifican t changes 
and  fo ste r p u b lic  support.
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M ulti-M odal T ra n s p o r ta t io n  C e n te rs :  C a ta ly s ts  fo r  T ra n s it-O rie n te d  D ev e lo p m en t 
D en v e r’s  U nion S ta tio n
Eric Anderson, Parsons Brinckerhoff, Denver, Colorado 
AndersonER@pbworld.com

D e n v e r’s am bitious n ew  F astrack s system  w ill resu lt 
in  119 m iles o f  n ew  ra il line, co nverg ing  in  the cen te r 
o f  D en v er at the h isto ric  U n io n  S ta tion . T he R eg ional 
T ran sp o rta tio n  D istric t p u rch ased  U n io n  S ta tio n  in
2002 and  o rgan ized  a v is io n in g  effo rt in  2003. A  p a r t
n ersh ip  w as fo rm ed  am ong  fou r agencies to de term ine  
w h a t w o u ld  d eve lop  at the U n io n  S ta tio n  site. T hese 
p artn e rs  w ere  the C ity  o f  D enver, the C o lo rado  D e 
p a rtm en t o f  T ran sp o rta tio n  (C D O T ), D en v er R eg ional 
C ouncil o f  G o v em em en ts  (D R C O G ), and  the R eg ional 
T ran sp o rta tio n  D istric t (RTD ). E ach  o f  these  p artn e rs  
h ad  an  equal vo te  in  the v is io n in g  p ro cess , and  held  
m an y  m eetin g s  w ith  s takeho lders and  the p u b lic  in  o r
d e r to  p ro d u ce  a p lan  tha t everyone co u ld  support.

T he site i tse lf  is a lm o st en 
tire ly  vacan t. A t one tim e 
there  w ere  35 tracks ru n 
n in g  th ro u g h  the site, bu t 
in  1980 the tracks w ere  
conso lidated . Today A m - 
track  and  a ski tra in  ru n  
th ro u g h  the site, as w e ll as 
a ligh t ra il line. T he sta tion  
is m o re  th an  72 ,000  square feet, w h ich  w ill a llo w  for 
m any  d iffe ren t uses once the d ev e lo p m en t is fin ished.

T he p ro g ram  fo r the bu ild ing  w ill in teg ra te  36 d iffe r
en t tran sp o rta tio n  m odes. In o rd e r fo r the re s t o f  the 
p ro jec t to w o rk  it h ad  to be a tran sp o rta tio n  p ro jec t 
first and  fo rem ost. In  ad d itio n  to  m u ltip le  co n n ec
tions am ong  m an y  m odes 
o f  transporta tion , the p lan  
w ill a lso  in teg ra te  n early  
tw o  m illio n  square feet o f  
n ew  deve lopm en t. T he 
th ree  m a in  ra il co m p o n en ts o f  the sta tio n  w ill be un 
derg round , w h ich  w ill a llow  a m a jo r p ed es tr ian  co n 
n ec tio n  on  the stree t level. B uses w ill operate  on  the 
second  level, and  a p ark in g  structu re  o f  1700 spaces 
w ill be in co rp o ra ted  on  the th ird  level.

D u rin g  P hase  1 o f  the p ro jec t the ex isting  ligh t ra il line 
w ill be buried , and  750 ,000  square feet o f  the d ev e lo p 

m en t w ill be com pleted . T he p ro jec t is estim ated  to 
co st m o re  th an  $560 m illio n , w ith  $200 m illio n  co m 
ing  from  the  F astrack s fu n d in g  du rin g  its first phase .

So far, the p ro jec t has g o tten  g reat re sp o n se  to its re 
q u est fo r qualifica tions. D ev elo p ers  w ill be sho rt listed  
in  la te  2005 , and  a m aste r d ev e lo p e r w ill be chosen  in  
2006. T he p ro jec t w ill be a g rea t cha llenge, and  k ee p 
ing  the ex isting  tran sp o rta tio n  system s ru n n in g  w hile  
n ew  d ev e lo p m en t is bu ilt w ill be a p rim ary  priority .

S a lt Lake City’s  In te rm o d a l Hub
Warren Rempel, IBI Group, Vancouver,
British Columbia, Canada

T he city  o f  S alt L ake has been  red ev e lo p in g  the in d u s
tria l area w est o f  its d o w n to w n  fo r a n u m b er o f  years. 
W ith  the co m p le tio n  o f  a co m m u ter ra il line in  ju s t  a

few  years tim e, the city  has 
p rep ared  a p lan  fo r a m ajo r 
T O D  in  the b locks ad jo in 
ing  the n ew  In term odal 
T ran sp o ra tio n  H ub.

T he te rm in al b u ild in g  is 
n o w  operating  and  w ill 
be expanded  in  the fu ture. 

T here  w ill be an  add itional 90 ,000  square  fee t o f  
m ix ed -u se  office and  re ta il space co n stru c ted  on  the 
site o f  the In term oda l H ub, and  w ill be rip e  fo r re d e 
v e lo p m en t by the tim e co m m u ter ra il is schedu led  to 
b eg in  operations in  2008.

T he c ity ’s v is io n  is to use the n ew  hub  and  co m m u ter
ra il as ca ta lysts  fo r d ev e l
o p m en t o f  T O D  in  the  ad 
ja c e n t 2 0 -b lo ck  area. C u r
rently , the area is m o stly  
ligh t industry , w ith  som e 

sing le fam ily  housing , and  lo ts o f  u n derused  land. T he 
n ew  G atew ay  M all d ev e lo p m en t has ren ew ed  in terest 
in  the area a round  the In term oda l H ub.

D esig n ers  on  the  p ro jec t have  an a ly zed  m an y  w ay s to 
b est create  a livab le, w a lk ab le  co m m u n ity  located  im 
m ed ia te ly  ad jacen t to S alt L a k e ’s d o w n to w n  district.
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M ulti-M odal T ra n s p o r ta t io n  C e n te rs :  C a ta ly s ts  fo r  T ra n s it-O rie n te d  D ev e lo p m en t
S alt L ake has large b lo ck s th a t are g reat fo r acco m m o 
d ating  new  ligh t ra il d eve lopm en t, b u t are d ifficu lt to 
m ak e  m o re  p edestrian
friendly , due to  th e ir 
length . T he d es ig n 
ers cam e up w ith a 
design  th a t w ou ld  cu t 
a cu rv e lin ear s tree t 
th ro u g h  the  m id d le  o f  
th e  large b lo ck  areas, 
an d  crea te  sm aller, 
m o re  co m m u n ity -o ri
en ted  parcels.

W orking  a round  ex 
is tin g  b u ild in g s, p la n 
ners c rea ted  an ill us 
tra tiv e  m  aste r pi an th a t
acco m m o d ates  the  new  co m m u ter m ass tran sit as well 
as au to -b ased  tran sit and  creates m o re  w alkab le  p laces. 
T h e  p ro jec t is b eg in n in g  to  tak e  shape as com m uter

rail com es c lo ser to  com pletion . T he G atew ay  M all is 
cu rren tly  undergo ing  expansion , and  b u ild in g s around

th e  site  a re  b eg in n in g

Salt Lake City’s Intermodal Hub will be the center place of a 
new west side development. Image courtesy o f  Warren Rcmpcl.

to  develop .

C ities a ro u n d  the 
coun try  are rea liz 
ing  the  im p o rtan ce  
o f  large sca le  tran 
sit system s. W ith 
th e  d ev e lo p m en t o f  
m ulti-m odal cen ters, 
th ese  cities are also 
ex p erien cin g  th e  d e
v e lo p m en t benefits 
th a t th ese  cen ters can 
p rov ide. A s m o re  and  

m o re  c ities focus on T O D  aro u n d  th e ir tran sp o rta tio n  
cen ters , co m m unities  will d eve lop  th a t a re  b ased  on 
transporta tion  efficiency  and  su sta in ab le  g ro w th  p a t
terns.
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Planning Transit for TOD

Paul Marx, Federal Transit Administration,
Washington, D. C.
Susan Herre, Federal Transit Administration,
Washington, D.C.
Jan Wells, Rutgers University, New Brunswick, New Jersey 
Laura Harmon, Charlotte-Mecklenberg Planning 
Commission, Charlotte, North Carolina

P lan n in g  fo r tran sit-o rien ted  d ev e lo p m en t (T O D ) 
shou ld  start w hen  tran sit p lan n in g  starts. T O D  in creas
es accessib ility  in  p laces at the  sca le  o f  the sta tion  area 
to  en ab le  the tran sit n e tw o rk  to  in crease  accessib ility  
at the  sca le  o f  the city. T his is based  on  the p rem ise  
that tran s it’s first jo b  is to serve ex isting  com m unities, 
cen ters, and  nodes o f  d ev e l
opm ent.

T h e  B lue L ine opened  in  1990 and  runs 22 m iles, serv 
ing  22 stations. T h e  line starts in  D o w n to w n  L os A n g e 
les in  the subw ay  at 7th S tree t/ M etro  C en ter and runs 
on  su rface  level to  L ong  B each. T h e  ro u te  fo llow s the 
o ld  Pacific  E lec tric  R ed  C ar rou te , shared  tracks w ith  
fre ig h t ra il, and  trave led  th rough  a heavy industria l 
area. T he R ed  C ar ro u te  helped  to  estab lish  the m in d 
se t fo r the B lue L ine p lan n ers  — i f  the lo ca tio n  w orked  
befo re  it w ill w ork  again , and its easy.

T h e  p rim ary  goals o f  the B lue L ine p ro jec t w ere  d e 
fined  in the en v ironm en ta l d o cu m en t as cost e ffec tiv e 
ness and  ease  o f  construc tion . T h e  ev a lu a tio n  crite ria  
fo r a lte rna tives in  the 1983 D esig n  C o n cep t R eport 
in d ica ted  the first crite ria  w as o perating  speed  w h ile  
the th irteen th  o f  fo u rteen  criteria , a low  prio rity , w as

red ev e lo p m en t im p act p o 
tential.

T he o b jec t o f  T O D  is to in 
crease  p ed es tr ian  access at 
tw o  scales: the  sca le  o f  the 
sta tio n  area and  the sca le  o f  
the  city. T O D s req u ire  d ev e lo p m en t-fo cu sed , p ed es tr i
an -serv ing  tran sit as op p o sed  to au to -o rien ted  transit. 
So how  can  w e p lan  tran sit to  p ro m o te  m o re  and  better 
p ed es tr ian  access?  T h is requ ires the in ten tio n  to  locate  
in  the heart o f  a p lace  and serve  p eo p le  w here  they 
already  are.

Los A n g eles
Susan Herre, Federal Transit Administration, Washington, D.C. 
sheiTe@ucla.edu

T he case  stud ies o f  the  B lue, G reen , and  R ed  L ines 
fro m  the  M etro  R ail S ystem  o f  Los A n g e les C ounty  
M etro p o litan  T ran sp o rta tio n  A u th o rity  illu stra te  the 
p o in t tha t p lan n in g  fo r 
T O D s m u st start w ith p la n 
n in g  fo r transit. T h ese  cases 
exam ine  the fo rces and  m o 
tiv a tio n s tha t shaped  these 
tran sit lines. A dditionally ,

W h a t is  t h e  o b je c t iv e  o f  T r a n s i t  O r ie n te d  
D e v e lo p m e n t?  TOD i n c r e a s e s  a c c e s s ib i l i ty  
a m o n g  p l a c e s  a t  t h e  s c a l e  o f  t h e  s t a t i o n  a r e a  
t o  e n a b le  t h e  t r a n s i t  n e tw o r k  to  i n c r e a s e  a c 

c e s s ib i l i ty  a t  t h e  s c a l e  o f  t h e  c ity . 
v  *

To bring  th is case study  up 
to  the  p resen t, the 2001 Los 
A n g e les C ity  F ram ew o rk  
E lem en t L ong  R an g e  L and  

U se  D iag ram  set forth  a c ity w id e  co m p reh en siv e  long- 
ran g e  grow th  strategy. R eg io n al cen ters, com m unity  
cen ters, and  m ix ed  u se  b o u lev ard s w ere  called  o u t as 
targeted  grow th  areas. E x cep t fo r V ernon, the F ram e
w o rk  E lem en t d esignated  no  g row th  areas a t B lue  L ine 
L ig h t R ail sta tions. T he land  use p lanners in  2001 ba
sically  ignored  the B lue L ine! W hat do  w e m ak e  o f  
this land  use p lan n in g ?  We know  urban  in d u stria l lands 
are im portan t, soil c lean -up  is expensive , rev ita liza tion  
do llars are lim ited  and  reaso n ab ly  p u t tow ard  ex isting  
com m ercia l and  residen tia l areas first. All o f  this is n o t 
unreasonable.

So th en  w hat do w e say ab o u t the B lue L ine transit
p lan n in g ?  W ould w e re 
p ea t th is lo ca tio n al d ec i
sion  today? W ould we 
locate  a tran sit line in  an  
abandoned  in d u stria l co rri
d o r and  avo id  the com m er-

land  u se  co n tex t in w h ich  the ra il lines w ere  p lan n ed  
and  that ex ist today.

.....  — -------  a m u e  a w a y w e  can  say
the B lue L ine w as “path  o f  

least re s is tan ce  tran sit p lan n in g '’
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T he W atts R io ts  that had  occu rred  som e tw en ty  years 
ea rlie r w ere  p artia lly  b lam ed  on  the a rea ’s p o o r pub lic  
transporta tion , w hich  led  to c itiz en s ’ feelings o f  iso 
lation  an d  frustration . Today nonprofit o rgan izations 
w o rk  hard  to s tim u late  econom ic d ev e lo p m en t in  the 
C entral A venue area. W e can  w o n d er i f  the B lue L ine 
h ad  been  lo ca ted  in  C en tral A venue w o u ld  the resid en ts  
o f  S outh  E ast L os A n g e 
les have been  b e tte r off?
A void ing  lo ca tin g  transit 
in  the h eart o f  a p lace  be
com es a lo st opportun ity .

T he G reen  L ine  opened  
in  1995, ru n n in g  20 m iles 
and  serv ing  14 stations.
T he p ro je c t’s s ta ted  p u r
p o se  w as to  co n n ect four 
n o rth /so u th  freew ays and 
im prove access to  L os A n
geles In ternational A irport.
T he G reen  L ine w as o rig i
n a lly  d esig n ed  to  be m u lti
m odal -  a bus w ay  w ith  a 
highw ay. U ltim a te ly  it be
cam e ligh t rail w ith  h ig h 
way.

T he p ro jec t w as ex p ec ted  to h av e  sign ifican t adverse  
im pacts , an d  EPA h ad  concerns ab o u t a ir p o llu tion  
g en e ra ted  by the new  system . In 1977, the final E n 
v iro n m en ta l Im pac t R ev iew  con sid ered  tw o d ev e lo p 
m en t effec ts from  the p ro jec t. O ne w as its po ten tia l to 
increase  the u rban  spraw l 
in  the d ese rt and  m o u n ta in  
area o f  the reg ion . T h e  sec
o nd  w as its likely  in ten si
fication o f  d ev e lo p m en t 
w ith in  the corridor. M ore 
residen tia l d ev e lo p m en t 
w as an tic ip a ted  ad jacen t to 
the n ew  freew ay  and  co m m erc ia l/ industrial d ev e lo p 
m en t w as an tic ip a ted  a t the east and  w est ends o f  the 
p ro jec t, N o rw alk  and  L A X  A irport.

T he p ro jec t u ltim ate ly  d id  no t co n n ect w ith  L os A n g e 
les In ternational A irpo rt, bu t s topped  tw o  m iles sho rt

because the A irp o rt A u th o rity  feared  losing  rev en u e  
from  p ark in g  garages. T he lo ca tio n  o f  the stations 
w ith in  the m ed ian  o f  the v as t r ig h t-o f-w ay  o f  the free 
w ay  did  n o t a ttrac t rid ersh ip . A fte r fo u r years o f  o p 
era tion , the d ev e lo p m en t in  the co rrid o r d id  n o t occu r 
as p red ic ted . T h e  land  uses n ea r the m assive  e leva ted  
freew ay  seem ed  unchangeab le . E ven  the b est efforts

by T O D  advocates cou ld  
n o t fo rce a tran sfo rm atio n  
o f  im m ense  em pty  p a rk in g  
lots and  large s to rage areas 
to  p ed es tr ian  friend ly  uses. 
R esea rch e rs  have n o w  
p ro v en  tha t there  is a n e g a 
tive effec t on  d ev e lo p m en t 
and  resid en tia l v a lu e  w h en  
it is c lo se r to a freew ay  
th an  o n e-q u arte r m ile . To 
p arap h rase , bu ild ing  transit 
lines o n  freew ays reduces 
o r e lim ina tes the n e ig h b o r
h o o d  and  livab ility  benefits 
o f  transit.

T he R ed  L ine  op en ed  in  
stages from  1993 to 2000 

as a heav y  rail line, below  grade. T h e  p u rp o se  o f  the 
R ed  L ine as sta ted  in  the 1980 A lterna tives A nalysis 
w as to re liev e  freew ay  co n g estio n  and  to sp u r d ev e l
o p m en t in  the sta tio n  areas in  the reg ional core.

R ed  L ine tran sit p lan n ers  show ed  tha t L os A n g e le s’ 
p o p u la tio n  and  em p lo y m en t cen te rs  w ere  g en e ra t

ing the n ecessa ry  density  
and  in ten sity  fo r rap id  rail 
transit. T h e  rap id  rail su b 
w ay  co n cep t w as a lready  
env isio n ed  in  the C ity  o f  
L os A ngeles G eneral P lan  
“cen ters co n cep t” adop ted  
in  1974. O ne o f  the gu id ing  

p rin c ip les  o f  the  cen ters co n cep t is the lin k in g  o f  h igh  
d en sity  residen tia l and  co m m u n ity  cen ters th rough  
rap id  rail transit.

T h e  R ed  L ine ru n s from  the N orth  H o lly w o o d  S ta tion  
in the San F ernando  V alley to U n ion  S ta tion /G atew ay

Los Angeles’ Green Line is located in a highway
right-of-way. Photo courtesy o f  S u s a n  I I c it c .
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T ransit C en te r in  D o w n to w n  L os A ngeles. In  the  2001 
Los A ngeles C ity  F ram ew o rk  E lem en t L ong R ange 
L and  U se  D iag ram , you can  see an  a lm o st p erfec t 
a lig n m en t b e tw een  the  targe ted  g ro w th  areas by the 
land  use p lan n ers  and  the R ed  M etro  L in e  sta tion  lo 
cations. F urther, there  is a T O D  overlay  at a n u m b er 
o f  the stations. L an d -u se  desig n atio n s w ere  changed  
o v er tw o decades to p rep are  fo r the  arrival o f  the  R ed  
L ine  at these  d esig n ated  areas. B y 2001 , the land  use 
p lan n in g  confirm ed  and  stren g th en ed  the transit p lan 
n in g  th rough  the Los A ngeles F ram ew o rk  E lem en t and  
th rough  a T O D  specific  p lan . T he R ed  Line is an ex
am p le  o f  p lan n in g  tran sit fo r TO D .

In  conc lusion , transit p lan n ers  d id  n o t th ink  ab o u t T O D  
in  the B lue and  G reen  lines. T he land  uses a round  the 
B lue  L ine w ere  and  w ill rem a in  in h o sp itab le  to  p ed es
trian  uses. T he tran sit s tructu re  o f  the  G reen  L ine  is 
so “ u n frien d ly ” that it rep e ls  all a ttem pts to TO D . T he 
R ed L ine stands o u t like a m odel p ro jec t p ro v id in g  
an  arm atu re  fo r a long  fu tu re  o f  b u ild in g  com m unity . 
L ink ing  ex isting  cen ters, locating  transit s ta tions in the 
h ea rt o f  a p lace , w h ere  p eo p le  a lready  are; m ax im iz
ing  p ed es tr ian  conven ience , safety  -  this is p lan n in g  
tran sit fo r TO D .

New J e r s e y ’s  H u d so n  B e rg e n  Line
.Tan Wells, Rutgers University, New Brunswick, New Jersey 
jawells@rci.njitgers.edu

T he p lan n in g  fo r the H u d so n  B erg en  L ig h t R ail L ine 
in  H u d so n  C ounty , N ew  Jersey  s tarted  in  the 1980s 
an d  construc tion  w ill b e  fin ished  a t the end  o f  2005. 
T he p lan n in g  started  in  1988 fo r the p ro p o sed  a lig n 
m en t, bu t T O D  w as n o t p a rt o f  the d iscussions at that 
po in t. In  1993, a locally  p re ferred  a lig n m en t rep o rt 
w as p roduced . In  Jersey  C ity, th is show ed  the lig h t ra il 
lin e  con n ectin g  to  the P o rt A u th o rity  T rans-H udson  
(PATH), w h ich  h ouses the co m m u ter co nnections to 
M an h a ttan , an  essen tia l co n n ectio n  fo r the area, and 
also  p assin g  along  the w a te rfro n t o f  H oboken ..

In  Jersey  C ity, the C o lg ate  P a lm o liv e  C om pany  had  a 
p lan  to deve lop  ap p ro x im ate ly  20 acres in the w a te r
fro n t a rea  fo r office and  residen tia l use. N e ig h b o rh o o d  
re s is tan ce  around  the PATH sta tio n  and  co rp o ra te  p re s 

sure to b e tte r  serve fu tu re  office d ev e lo p m en t re su lted  
in  a ro u te  th ro u g h  the C o lg a te  parcel. In  H o b o k en , the 
re s id en ts  did  n o t w an t the ligh t ra il line along  the  w a 
te rfro n t and  w ere  vocal in  th e ir opposition . T he line 
w as u ltim ate ly  rea lig n ed  to ru n  th ro u g h  an  u n d eru ti
lized  industria l a rea  in stead  o f  the d ev e lo p m en t-frien d 
ly w aterfron t.

New development on New Jersey’s Hudson Bergen
Line. Image courtesy o f Jan Wells.

G ladly , dev e lo p ers did  n o t view  the rea lig n m en t as 
a lo st opportunity . Jersey  C ity  has added  3 ,000  n ew  
resid en tia l un its a round  stops in  the C o lgate  red ev e l
o p m en t area. H o b o k en  added  1,500 re s id en tia l units 
w ith  lim ited  re ta il space along  its rea lignm en t. T his 
sh ift a lso  p ro v id ed  m ass tran sit accessib ility  fo r the 
h o u seh o ld s  in  p u b lic  ho u sin g  units in  H oboken . A d 
ditionally , the ab ility  to o p era te  an express train  serv ice  
from  the n o rth ern  m o st sta tion  to stations in  the south  
w as rea lized  and  there w as access fo r Jersey  H e ig h ts’ 
re s id en ts  to the H u d so n  B ergen  L ig h t R ail.

T here  w ere  tw o o u tcom es th a t w ere  n o t as positive . 
O ne w as the loss o f  pub lic  space at one sta tion  to  d e
velopm ent. T here  is a lso  a general lack  o f  re ta il, re s 
tau ran ts, and  o th er a ttrac tio n s along  the ra il line. U n 
fortunate ly , the sta tions a t p re sen t are n o t creating  the 
lively  sense  o f  p lace  th a t is so vital to TO D s.

In  conc lusion , those  p lan n in g  fo r T O D s m u st co n sid er 
the p o ten tia l o f  land  use in  s ta tio n  site selection . P lan 
n ers  m u st look  a t the  d ev e lo p m en t a round  the stations,
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bu t it is im p o rtan t to d e term in e  w ho  shou ld  p lan  fo r 
the sta tion  area. In  N ew  Jersey  the developers, and  to 
a sm alle r d eg ree  the tran sit agency  are tak ing  the lead 
(no t the m un ic ip a litie s) to create  v isio n  p lans fo r area 
a round  tran sit stations.

C h a r lo tte , N orth  C a ro lin a
Laura Hannon, Charlotte-Mecklenberg Planning Commission,
Charlotte, North Carolina
lharmon@ci.charlotte.nc.us

T he C ity  o f  C harlo tte , N o rth  C aro lin a  is cu rren tly  
w o rk in g  on  a long  term  g ro w th  stra tegy  to m an ag e  an 
tic ip a ted  em p lo y m en t and  p o p u la tio n  g ro w th  in  their 
m etro p o litan  reg ion . T h is includes five tran sp o rta tio n  
and  d ev e lo p m en t corridors w ith  58 stations, m o st o f  
w h ich  w ill be in  the C ity  o f  
C harlo tte . T ran sit w ill be 
used to serve  the g row th  
corridors in  o rd e r to p ro 
m o te  com pact, focused  
g ro w th  along  the corridors.
T h e  p lan n in g  in  this p ro 
cess has been  m an ag ed  by a m u lti-d isc ip lin a ry  team  
tha t includes urban  p lan n ers, eng ineers, and  tran sp o r
ta tion  and  eco n o m ic  d ev e lo p m en t p ro fessio n als  w ho 
are all w o rk in g  w ith  tran sit and  land  use consu ltan ts.

W hen  loo k in g  a t lan d  use and  d ev e lo p m en t efforts you 
n eed  to  m ak e  sure y o u  concen tra te  a m ix  o f  co m p le

m entary , w e ll in teg ra ted  land  uses w ith in  w a lk in g  d is
tance o f  the tran sit station . M o b ility  is im p o rtan t to en 
hance the  ex is tin g  tran sp o rta tio n  n e tw o rk  to  p ro m o te  
g o o d  w alk ing , b icycle , and  tran sit connections.

In  C harlo tte , u rban  design  o f  T O D s is used  to enhance 
the com m u n ity  id en tity  o f  s ta tio n  areas and  to  m ak e  
th em  attractive , safe and  co n v en ien t p laces. T O D  in 
C h arlo tte  m ean s a m ix tu re  o f  com plem entary , transit- 
su p p o rted  uses, in creased  lan d  use in tensity , p ed estr ian  
and  b icycle  system s, s tree t netw orks, park ing , p ed es tr i
an -frien d ly  bu ild ing  design , and  in terestin g  stree tscape  
and  op en  space.

S ta tio n  lo ca tio n  o b jec tives th a t sup p o rt T O D  m u st en 
sure th a t the sta tions are accessib le  by all m o d es o f

trave l and  th a t they  serve 
ex isting  developm en t. P lan 
n ing  fo r T O D  shou ld  o ccu r 
from  the b eg inn ing  o f  the 
p lan n in g  process. P lann ing  
fo r tran sit and  T O D  is a 
m u lti-d isc ip lin ary  design  

p ro jec t, and  it is im p o rtan t to  include the  d ev e lo p m en t 
co m m u n ity  early  in  the p rocess and  to inv o lv e  the d e
ve lopers as soon  as possib le . T he p lanners in  C harlo tte  
also  found  tha t it w as necessa ry  to p lan  to com p ro m ise  
as every o n e  had  to g iv e  a little  fo r a be tte r sy stem  and 
a be tte r com m u n ity  as a w hole.

W hen  lo o k in g  a t  la n d  u s e  a n d  d e v e lo p m e n t 
e f f o r t s  y o u  n e e d  to  m a k e  s u r e  y o u  

c o n c e n t r a te  a  m ix  o f  c o m p le m e n ta ry ,  w ell 
in te g r a te d  la n d  u s e s  w ith in  w a lk in g  d is ta n c e  

o f  th e  t r a n s i t  s ta t io n .
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What Transit Can Learn 
from New Urbanism

Shelley Poticha, Reconnecting America and the Center for 
Transit-Oriented Development, Oakland, California 
Ellen Greenberg, Reedman, Tung & Bottomly,
San Francisco, California
David Taylor, IIDR, Tampa, Florida

H o w  can  tran sit agencies en su re  tha t tran sit netw orks 
are p lan n ed  to  m ax im ize the po ten tia l fo r d ev e lo p 
m en t, thereby  m ax im iz in g  
the  po ten tia l fo r rid ersh ip ?
P rac titio n ers  today  have a 
m u ch  m o re  so p h istica ted  
u n d erstan d in g  o f  ho w  tran 
sit resp o n d s to  u rban  form  
and  v ice versa, bu t th e re ’s
still a big  gap  b etw een  the d isc ip lines o f  tran sp o rta tio n  
p lan n in g  and  u rban  design , th e re ’s little  sh ared  v ocab
ulary, and  th e re ’s no  c learly  defined  m eth o d o lo g y  for 
d e term in in g  w h ich  tran sit techno logy  is best fo r w h ich  
env ironm ent.

V

New U rb a n is ts  e n c o u r a g e  m u l t id is c ip l in a ry  
c o l la b o r a t io n ,  a n d  fo c u s  t h e i r  e f f o r t s  o n  im  

p le m e n ta t io n  o f  th e  p r in c ip le s  
th e y  s t a n d  fo r .

fluenced  by n a tu ra l featu res. A t th is  scale  tran sp o rta 
tio n  n e tw orks m u st be co m p reh en siv e ly  p lan n ed  fo r 
bo th  fre igh t and  p assen g er m ovem en t, and  boundaries 
b e tw een  governm ental agencies an d  tran sit agencies 
m u st be addressed .

A t the n e ig h b o rh o o d  scale , N ew  U rban ism  encourages 
tran sit-o rien ted  d istric ts and  co rrido rs co m p o sed  o f  
m an y  “ fabric  s ites” and  a sm all n u m b er o f  “gatew ay  
sites .” A t this scale , density  and  w a lk ab ility  sh o u ld  be 
p rim ary  concerns to  tran sp o rta tio n  p lanners. A lso  at 
the n e ig h b o rh o o d  scale , con n ectio n s b e tw een  rou tes 
and  m o d es sh o u ld  be stud ied , as these  nodal co n n ec

tions becom e o pportun ities  
to  con cen tra te  activ ities.

W hat C an T ra n s i t  P la n n e r s  L earn  
f ro m  New U rb a n is ts ?
Ellen Greenberg, Reedman, Tung & Bottomly, San Francisco, 
California
cllcn@ftburbandcsign.com

P lanners sh o u ld  be exp ressive  and  vocal advocates fo r 
the  cause  o f  N ew  U rb an 
ism . P lan n in g  can  address 
the  needs o f  the  p u b lic  and 
at the sam e tim e be en v i
ro n m en ta lly  consc ious and 
sen sitiv e  to the needs that 
p eo p le  have. A s p ro fe s 
sionals, it is the p la n n e r’s 
jo b  to ed u cate  and  in form  developers, investo rs, and  
o thers  that there  are o th er e ffec tive  w ays o f  look ing  at 
p lann ing .

N ew  U rb an ism  in fluences cho ices at various scales. 
A t the  reg ional scale , N ew  U rban ism  encourages a 
h iera rchy  o f  p laces, co n n ec ted  by m u ltip le  m o d es o f  
transporta tion . D ev elo p m en t at this sca le  m u st be in 

A t the stree t scale , N ew  
U rban ism  as m o st p eo p le  
k n o w  it is expressed . It ad 

v ocates a fine g ra in  stree t n e tw o rk , bu ild ings co n n ec t
ed  to  life o n  the stree t, a rch itec tu ra l o rnam en tation , 
and  site d esig n  resp o n siv e  to  contex t. It is tran sit u se rs’ 
ex p e rien ce  a t th is scale  th a t w ill in fluence how  they  
feel ab o u t the  area and  ho w  easily  they  m o v e  abou t the 
u rban  core.

T ransit p lan n ers  can  take m an y  th ings from  the  N ew  U r
banism  m ovem en t. N ew  U rban ists  are p assio n a te  and  
charism atic  p eo p le , w ho speak  w ith  a unified m essage. 
T h e ir p rin c ip les unify  them , but they  can  be ap p lied  in  
a variety  o f  w ays and  sty les. N ew  U rban ists  en courage 
m u ltid isc ip lin a ry  co llabo ration , and  focus th e ir efforts

on  im p lem en ta tio n  o f  the 
p rin c ip les  they  stand  for. 
A s tran sit p lan n ers  com e 
to  un d erstan d  ho w  N ew  
U rban ism  can  affec t th e ir 
p lan n in g  p ro cess , they  can  
see ad d ed  success in  th e ir 
p ro jec ts.

New U rb an ism  a n d  T ra n s it:  th e  N eed fo r  
C ro ss -T ra in in g
David Taylor, IIDR, Tampa, Florida

C o llab o ra tio n  in  transit is im p o rtan t because  it can  c o n 
tribu te  to d ev e lo p m en t p a tte rn s  in  o u r com m unities . I f  
do n e  correctly , the p lace  w ill th rive  and  grow , bu t i f
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W hat T ra n s i t  C an L ea rn  fro m  New U rb an ism
done unw isely  can  lead  to sp raw l, especia lly  w h en  the 
p erso n a l ca r is the  only  form  o f  tran sp o rta tio n  av a il
able. T ransit is a sing le , p o w erfu l in v estm en t tha t re 
in fo rces hea lthy  p a tte rn s, rev ita lizes  b y -passed  p ro p 
erties, and  red irec ts  new  
deve lo p m en ta l patterns.

T ran sit-ig n o red  d ev e lo p 
m en t (T ID ) is the opposite  
o f  tran sit-o rien ted  d ev e l
opm ent. T ID  is a d ev e lo p 
m en t o r d estin a tio n  th a t has o verlooked  tran sit co n 
nec tio n s, thus re in fo rc in g  the n eed  fo r p lan n ers, transit 
eng ineers, and  g o v ern m en t en tities to w ork  together. 
A s deve lopers and  tran sit p lan n ers  w ork  to reco n n ec t 
lan d  use and  tran sp o rta tio n  issues, w e w ill see m ore 
d eve lopm en ts tha t c reate  g reat p laces. In  th is w ay  
tran sit w ill be ab le  to serve the com m u n ity  w ith o u t 
tak in g  from  it.

v

H ow  can  p o lic ies  be c re 
a ted  to help  im prove the 
tran sit d ec is io n  m aking  
p ro cess , and  can  w e  ad just 
cu rren t p o lic ies  to  perfo rm
differen tly?  H ow  can  these  p o lic ies  be im p lem en ted  
and  accep ted  by socie ty?  H ow  can  w e find w ays in  
w h ich  lan d  use and  tran sp o rta tio n  can  be co n sid ered  in  
the  dev e lo p m en ta l p ro cess  and  be g iv en  equal w eigh t? 
T he an sw er to th is is N ew  U rban ism  and  the  w ay that

T r a n s i t  is  a  s in g le ,  p o w e rfu l in v e s tm e n t  
t h a t  r e in f o r c e s  h e a l th y  p a t t e r n s ,  r e v ita liz e s  

b y -p a s s e d  p r o p e r t ie s ,  a n d  r e d i r e c t s  n ew  
d e v e lo p m e n ta l  p a t t e r n s .

th is m o v em en t looks at scale  o f  deve lopm en t, from  the 
n a tio n  d o w n  to ind iv idua l n e ig h b o rh o o d s, bu ild ings, 
and  liv ing  spaces.

S cale  m ust be ad d ressed  in  
m ass  transit, w here  the  flow  
o f  ind iv idua ls  goes from  
one form  o f  tran sp o rta tio n  
to  another. N o t all sta tions 
ac t the sam e, and  d iffe ren t 
tran sp o rta tio n  m odes have 
d iffe ring  req u irem en ts  o f  

th e ir sta tion  areas. A s tran sit p lan n ers  w ork  to im p le 
m en t N ew  U rb an ism -frien d ly  p lan s, these  sta tions can  
reach  th e ir p o ten tia l to  n o t on ly  serve as functional 
n o d es, bu t can  becom e great p laces  to  be.

T he goals o fN e w  U rban ism  are great, and  i f  these  goals
can  be im p lem en ted  it can  
m ake the p laces  w h ere  w e 
live better. B u t the q u es
tio n  is, “ can  it be d o n e?” 
A s m any d isc ip lines w ork  
to g e th er to th ink ou tside- 
o f-th e -b o x  and  co n sid er all 

the op tions and  alternatives, N ew  U rban ism  has the 
p o ten tia l to  ch an g e  the w ay  w e live and  m ove th ro u g h  
o u r cities. A s tran sit p lan n ers  com e to  be tte r under
stand  N ew  U rban ism , system s w ill be m ore co m p re
hensive , functional, and  livable.
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Transit Agencies and Third-Party 
Cooperative Initiatives

Edward Lewis, NAACP Tri-State Conference,
Salt Lake City, Utah
Tim Yantos, Northstar Corridor Development Authority, 
Anoka, Minnesota
Natashia Holmes, Metropolitan Planning Council,
Chicago, Illinois

T ransit agencies have beg u n  to p artn e r w ith  th ird -party  
institu tions to b e tte r engage the p u b lic  on  im p o rtan t 
in itia tives. T h ese  k inds o f  p artn ersh ip s also  p rov ide  
op p o rtu n ities  fo r no n -trad itio n al tran sp o rta tio n  p art
ners to  co llab o ra te  on  tran sit so lu tions.

C h ic a g o ’s  TRIPS P ro je c t
Natashia Holmes, Metropolitan Planning Council,
Chicago, Illinois 
nholmes@metroplamiing.org

T he M etro p o litan  P lann ing  C ouncil (M P C ), based  
in  C h icago , Illino is , focuses on  h ousing  n ea r transit, 
h o u sin g  red ev elo p m en t, tran sp o rta tio n , and  u rban  de
v e lopm en t. T he p lan n in g  council fo rm ed  an  a lliance  to 
c reate  a b e tte r w ay  to  re lay  in fo rm atio n  to  the public. 
T he L ak efro n t A llian ce  fo r T ran sp o rta tio n  P lann ing  
w as co n v en ed  at the req u es t o f  the c ity  to help  shape 
the L ak e fro n t T ran sp o rta tio n  Study. T his s tudy  w as 
re leased  in  1997 and  w as co m m issio n ed  to p rov ide 
an  ana lysis  o f  specific issues affec ting  the  L ak efro n t 
T ran sp o rta tio n  C orridor.

W hile several m ajo r reco m m en d a tio n s w ere  advocated  
by  the L ak e fro n t A llian ce , such  as M illenn ium  P ark  and  
the M cC orm ick  P lace  B usw ay, the reco m m en d a tio n  o f  
an  in teg ra ted  to u ris t and  trav e le r in fo rm atio n  system  
in trigued  com m ittee  m em 
bers and  b ro u g h t to  lig h t an 
o p p o rtu n ity  fo r in te rg o v 
ernm ental and  in teragency  
coopera tion . P artnering  
w ith  the C o n v en tio n  and  T ourism  B ureau , the C ity  o f  
C h icago , the M etro p o litan  P lann ing  C ouncil, and  the 
R eg ional T ran sp o rt A u th o rity  (RTA), the L ak efro n t 
A llian ce  w an ts  to  create  a b e tte r w ay  to  com m u n ica te  
in fo rm atio n  to the general p u b lic  th ro u g h  a system  o f  
k io sk s located  in  h ig h  traffic pub lic  areas.

M PC  app lied  fo r a reg ional techn ical assistance  p ro 
gram  g ran t from  the RTA  and secu red  funds fo r bo th  
p ro jec t m an ag em en t and  co n su ltan t serv ices fo r the 
d ev e lo p m en t o f  a d em o n stra tio n  p ro jec t. T he d em o n 
stra tio n  p ro jec t b rings to g e th er re a l-tim e tran sit in fo r
m ation  w ith  to u ris t in fo rm ation , a ttrac tio n s, and  city  
events.

T he R eg ional T rav 
e ler In fo rm ation  
K iosk  (R T IK ) P ro j
ec t w ill d isp lay  in 
te rac tive , dynam ic, 
and  sta tic  in fo rm a
tio n  th ro u g h  touch  
screens in  h igh  foot 
traffic  areas. T he 
R T IK  p ro jec t also  
supports  the goals 
o f  increased  transit 
use and  v is ito r a t
trac tio n  to the d o w n 
to w n  central area.
F o r those trave ling , 
the system  can  m ap 
ou t a ro u te  to take 
using  p u b lic  transit.
H av ing  the k iosk p lan  the ro u te  is a con v en ien ce  to the 
a lte rna tive  o f  sea rch ing  th ro u g h  large m atrixes o f  bus 
and  tra in  stop  tim es.

F o r those n o t n ea r a k iosk , the in fo rm atio n  w ill also  
be av a ilab le  on line  w ith  the sam e g raph ic  lay o u t as the 
k iosks. T he council hopes tha t in  the n ea r fu tu re these 
k iosks w ill be m ulti lingual and  be able to sell tickets 
fo r v ario u s c ity  events.

In  o rd e r fo r the k iosk sys
tem  to w o rk , each  p artn e r 
n eed ed  to co n trib u te  in fo r
m ation  and  co n ten t fo r the 
system . T he n am e T R IP S , 

o r T raveler R eso u rce  and  Itin era ry  P lan n in g  S ystem , 
w as b randed  to the system  and  a reco g n izab le  logo  w as 
crea ted  fo r easy  reco g n itio n . L oca tions w ere  dec ided  
th ro u g h  a test m atrix  that looked  fo r h igh  foo t tra f
fic w here  d em and  fo r tran sit and  to u ris t in fo rm atio n  
w o u ld  m ost likely  be high.

In o r d e r  f o r  p r o je c t  s u c c e s s  to  b e  
a c h ie v e d ,  e a c h  p a r tn e r  m u s t  fu lfill t h e i r  ow n 

c o m m itm e n t  to  th e  g ro u p . )

Chicago’s TRIPS project is 
placing kiosks throughout the 
city for easily accessible tran
sit and tourist information.
Photo courtesy o f  Natashia Holmes.
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A lth o u g h  these sites w ere  p ick ed  system atically , the 
site p ro v id ers w ere  n o t con tac ted  till the p ro jec t w as 
n ea r com pletion , w h ich  w as a m istake . T his p u t a 
ho ld  on  the  p ro jec t because  w ith o u t loca tions verified , 
T R IP S  cou ld  n o t y e t be installed . E veryone  invo lved  
in a p ro jec t o f  this k in d  shou ld  be co n tac ted  early  in 
the p rocess in o rd e r to verify  tha t each  p iece  o f  the 
p u zz le  can be linked  to g e th er com pletely .

T he k iosks w ere  in sta lled  at n in e  locations, and several 
locations w ere  used qu ite  heavily , esp ecia lly  at m ajo r 
tou ris t destinations. S urveys w ere  done to ev a lu a te  the 
p ro jec t, g e tting  feedback  011 ho w  the k iosks cou ld  b e t
te r serve  the user. T h e  RTA is cu rren tly  loo k in g  at ad 
d itio n a l loca tions fo r fu rth e r expansion  o f  the T R IPS  
system . T hey  p lan  on add ing  rea l tim e in fo rm ation  that 
w ill n o tify  the  user w hen  the n ex t train  w ill be a rriv 
ing, etc.

T he M PC  learned  valuable  
lessons from  th e ir in v o lv e
m en t in the R T IK  pro jec t.
F irst o f  all, d o n ’t le t p e r
fec t be the enem y  o f  good.
A  p ro jec t o r sy stem  w ill 
n ev e r be  perfec t, and  it is 
m o re  im p o rtan t th a t the 
sy stem  w o rk  to g eth er as 
a w h o le  than every  detail 
be  perfec t. D o n ’t spend  all 
y o u r tim e and  m o n ey  try 
ing  to get the sy stem  to be 
perfec t, bu t in stead  focus 
011 m ak in g  the sy stem  co m 
p reh en siv e  and  com plete .
A  less than p e rfec t system  
can get valuab le  feed b ack  th a t can vastly  im prove  the 
p ro ject.

S econdly , you m u st adhere  to  y o u r schedu le . P rivate  
b usinesses w o rk  011 a d iffe ren t schedu le  than pub lic  
agencies, and  bo th  p arties  m u st adhere  to the e s tab 
lished  schedu le . T im e is m o n ey  011 p ro jec ts  o f  this k ind , 
and you m u st re sp ec t y o u r p a r tn e r’s com m itm en ts.

Lastly, p artn e rsh ip s  w o rk  w hen  all p arties  are co m 
m itted  to cooperation . T he rig h t partners need  to be

b ro u g h t to the tab le , and in terg o v ern m en ta l co o p era 
tion m u st also  be a h ig h  priority . In o rder fo r p ro jec t 
success to  be ach ieved , each  p a rtn e r m u st fu lfill th e ir 
ow n co m m itm en t to the group.

M in n e a p o lis ’ N o r th s ta r  C o m m u te r  R ail
Tim Yantos, Northstar Corridor Development Authority,
Anoka, Minnesota 
tim.yantos@co.anoka.mn.us

M in n eso ta  has long  been  a m ass tran sit city. In 1931, 
the Tw in C ities had  the b est s tree t ca r sy stem  in the 
nation . Today the N o rth s ta r C o m m u ter R ail, w h ich  in 
cludes co m m u ter ra il and  lig h t ra il, is se rv ic in g  one o f  
the fa s te s t g row ing  areas in the nation .

T he N o rth s ta r  C o rrid o r stre tches 82 m iles from  St. 
C loud  to M inneapo lis , includ ing  urban, suburban  and

exurban  com m unities. T he 
first p h ase  o f  the  system  is 
a 40 m ile  s tre tch  from  B ig 
L ake to d ow ntow n  M in n e
apo lis and m eets  the FTA 
th resh o ld  fo r co st-e ffec 
tiveness. T his p h ase  w ill 
co st ap p ro x im ate ly  $265 
m illio n , w ith  $80 m illion  
ap p ro p ria ted  by  C ongress 
in the 2005 SA F T E A -L U  
leg islation .

In 1997 the N o rth s ta r  C or
rid o r D ev e lo p m en t A u th o r
ity (N C D A ) w as created , 
w ith  m em b ers  fro m  30 
go v ern m en ta l ju risd ic tio n s , 

in c lu d in g  cities, tow nsh ips, coun ties, and  reg io n a l ra il
ro ad  au thorities. T his has c reated  a s trong  coalition  
o f  advocates fo r co m m u ter rail. N C D A  oversees p lan 
n ing , eng ineering , pub lic  invo lvem en t, and funding .

N C D A  has also  w o rk ed  to d eve lop  partn ersh ip s  in o r
d e r to p ro m o te  tran sit-o rien ted  d ev e lo p m en t (T O D ). 
T hey  p u b lish ed  “ S tation  N e ig h b o rh o o d  D ev elo p m en t 
P rin c ip les  and G u id e lin es” and hav e  ho sted  T O D  
w ork sh o p s w ith  local developers. T hese  developers 
have  n eed ed  little  in cen tiv e  to engage in the T O D  p ro 
cess, and there  is a lready  $4 b illion  in T O D  curren tly

Minneapolis will be adding a new commuter line 
along an 82-mile corridor from St. Cloud to the
Twin Cities. Photo courtcsy o f  Tim Yantos.

K a iU /v U v t itm . Z O O S S a lt L a k e  C u

mailto:tim.yantos@co.anoka.mn.us


T r a n s i t  A g e n c i e s  a n d  T h i r d - P a r t y  C o o p e r a t i v e  I n i t i a t i v e s

being  d ev e lo p ed  along  the  corridor, even  w ith o u t the 
tra in  in p lace .

K n o w in g  th a t the  tran sit lines w o u ld  enco u rag e  T O D  
sty le  com m unities , cities have p lan n ed  ahead  and  cre
a ted  w ha t they  believe  will be effec tive  regu la tions for 
developm ent.

O ne o f  th ese  cities th a t has em b raced  T O D  is E lk  R iv 
er, T hey  ad o p ted  a reso lu tion  co m m ittin g  to  T O D , and  
have begun the  p ro 
cess o f  in co rpora ting  
T O D  prin c ip les  into 
th e ir co m prehensive  
p lan n in g  and  zo n 
ing  o rd inances. T he 
city  ap p ro v ed  a T O D  
p ro jec t su b m itted  by a 
p artn ersh ip  o f  d ev e l
opers, and  have zo n ed  
o th er lan d  a round  
the  p ro jec t fo r fu ture 
T O D  pro jec ts. T he ap 
p ro v ed  d ev e lo p m en t 
includes 475 re sid en 
tial units, as w ell as 
co m m erc ia l, re ta il, and  office space. P ark ing  p o lic ies  
w ere also  ch an g ed  to  be m ore tran sit supportive . T here  
are ten  p ark  areas p lan n ed  in th e  dev e lo p m en t, and  
p len ty  o f  s idew alks to  create  p ed estrian  netw orks.

In areas w here  fu tu re rail lines are p ro p o sed  N C D A  is 
w ork ing  w ith the p u b lic  to  ed u cate  and  inv o lv e  them  
in the p rocess. T h e  p u b lic  w as in v o lv ed  in the  p ro j
ec t th rough  m ailings, p resen ta tio n s, and  neighb o rh o o d  
m eetings. A s a d em o n stra tio n , tra in s w ere  sh ip p ed  into

fu tu re line n e ighborhoods so the  p u b lic  co u ld  get a p re 
view  o f  th e  com fort and  ease  o f  use.

N C D A ’s m eth o d  o f  in v o lv in g  the  p u b lic  w as based  on 
a few  sim ple  po in ts. V ision fo r the  p ro jec t w as created  
to  help the  p u b lic  easily  understand  th e  large scale  idea 
o f  the  system . S tockho lders such as businesses and  cit
izen  advocates w ere  iden tified  and  co n tac ted  early  on 
so th ey  w o u ld  have a ch an ce  to  g ive th e ir in p u t in to  the 
p ro jec t. T hey  also  in v ested  in crea tin g  g rassroo ts  busi

ness and  c itizen  ad
vocates so the  agency  
w o u ld n ’t have to  do 
all the ta lk ing .

B y being  pers is ten t, 
in vo lv ing  the  pub lic , 
and  w ork ing  w ith 
d ed ica ted  partners, 
the  p ro jec t has been a 
success thus far. T he 
fund ing  is com ing  
on line , and  the N orth - 
s ta r C o m m u ter Rail is 
an tic ip a ted  to  be o p 
erational in 2008.

A s tran sit agencies and  th ird  party  o rgan izations jo in  
together, the  p u b lic  is b etter in fo rm ed  and  m ore in 
vo lved  w ith  the p ro cess o f  d eve lop ing  and  p lan n in g  
th e ir com m unities. L ink ing  several o rgan izations to 
g e th er in th is k in d  o f  p artn ersh ip  can ach ieve w hat 
sing le  o rgan izations canno t do on th e ir ow n.

The city of Elk River has planned a large TOD at their 
Northstar station, including 475 new residential units, image
courtesy o f Tim Yantos.
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Tom FU mianiak, LTK Engineering Services, Atlanta, Georgia 
Caleb Winter, TriMet, Portland, Oregon 
Keith Jones, Central Arkansas Transit Authority,
North Little Rock, Arkansas
Thomas Brennan, Nclson/Nygaard Consulting,
Portland, Oregon

S treetcars are recap tu rin g  the h eart o f  A m erica  a f
te r fifty years o f  absence. P lan n ers  and  city  leaders 
have  b eg u n  to  m ak e  sign ifican t p lan s fo r cities across 
A m erica. B eyond  n o sta lg ia , the grow th  o f  in te re st in 
s tree tcar system s show s resu rg en ce  in  city  liv ing  and 
a change in  d ev e lo p m en t values. T hey  are n o w  seen  as 
a re liab le  m o b ility  op tion , espec ia lly  fo r dense  u rb an  
n e ighborhoods.

S tr e e tc a r  F easib ility
Thomas Brennan, Nclson/Nygaard Consulting,
Portland, Oregon 
tbrennan@n e 1 s onnygaard .com

G iven  the added  costs o f  a s tree tcar system , the q u es
tio n  arises: w hy  n o t ju s t  add  buses?  F or several reasons, 
stree tcars  are v a lu ed  m o re  th an  bus system s in  to d a y ’s 
cities. F irst o f  all, they  ten d  to acce lera te  and  o rganize 
d ev e lo p m en t b e tte r th an  b u s
es. D evelopers are also  m ore 
w illin g  to  p artic ip a te  in  fi
n an c in g  o f  n ew  stree tcar in 
frastructu re . S treetcars  also  
offer a leg ib ility  to  a n e ig h 
bo rh o o d  th a t buses sim ply  c a n ’t m atch . B u sin esses are 
a ttrac ted  to  the  p resen ce  o f  s tree tcars , and  n ew  users 
are  w illin g  to  u se  stree tcars  because  they  d o n ’t h av e  to 
guess w h ich  ro u te  th ey  n eed  to  g e t to th e ir destination . 
A lso , fo r com m unities in tere sted  in  d ev e lo p in g  m ore 
ex tensive  rail system s, s tree tcars  o ffer a go o d  in tro d u c
tio n  to  the  co n cep t o f  ra il tran sit fo r th e ir city.

S treetcars cap tu re  an  en tire ly  d iffe ren t m ark e t than  o th 
e r form s o f  transporta tion . O ccasional trav e lers  such as 
shoppers and  tou rists  are a ttracted  to stree tcars. T hose 
fo r w hom  speed  is n o t a critica l fac to r or the  d istance 
o f  th e ir trip  is n o t g rea t w ill a lso  be m o re  likely  to u se  
a streetcar.

S t r e e t c a r s :  I t ’s  N o t  J u s t  L O T  A n y m o r e T he issue  o f  tran sit co m p etitio n  also  affects s tree tcar 
feasib ility . O vera ll rid ersh ip  tends to  g ro w  o v er tim e 
w ith  the  ad d itio n  o f  a stree tcar system . T he d iversity  
o f  co nnections in  a sy stem  supports a d iverse  m ark e t 
base , and  sen d e es  are m o re  efficien tly  connected  w ith  
a varie ty  o f  tran sit op tions. R ath er th an  co m p etin g  w ith  
o th er form s o f  transit, a stree tcar line w ill a ttrac t p e o 
p le  to  tran sit sen d e es  w ho  o therw ise  w o u ld  n o t have 
con sid ered  it.

D ep en d in g  on  m ark e t d em and , a s tree tcar system  w ill 
also  spur redevelopm en t. T hey  ten d  to  ca ta ly ze  and  o r
gan ize  d ev e lo p m en t m u ch  m o re  qu ick ly  and  strongly  
th an  bus system s. H ow ever, it is essen tia l th a t m a r
ket cond itions are co n sid ered  and  tha t the d em an d  fo r 
h o u sin g  and  o ther types o f  d ev e lo p m en t are assessed . 
Several A m erican  cities tha t have added  s tree tca r lines 
h av e  ex p e rien ced  sign ifican t red ev e lo p m en t in  the 
n e ig h b o rh o o d s n ea res t the  system s.

C o st is o ften  the dec id ing  fac to r in  the d ev e lo p m en t 
o f  s tree tcar system s. C o m m unities can  ex p ec t to  b u d 
g e t $12 to  $20 m illio n  p e r m ile  o f  s tree tcar line, w hich  
includes the  co st o f  the  veh icles. T he cap ita l costs o f  
p u ttin g  in  a s tree tcar line are m uch  h ig h e r th an  a bus 
system , bu t sign ifican tly  lo w er th an  a fu ll lig h t ra il sy s
tem . V ehicle  cho ice  w ill also  a ffec t the  to ta l co st o f

the  system . M o d em  veh ic les 
are at least tw ice  the p rice  
o f  o lder, h isto ric  cars. T he 
type o f  v eh ic le  th a t is chosen  
w ill a lso  affec t the  feel o f  the 
pro ject.

W h en  co m m unities  d ec id e  th a t a stree tcar line w ou ld  
be su ccessfu l in  th e ir city, the q u estio n  o f  fund ing  a r is 
es. T here  are m an y  d iffe ren t w ays to  d eve lop  a fu n d 
ing  package . In o rder to enco u rag e  loca l fund ing , there 
m u s t be a strong  co n n ectio n  b e tw een  the  stree tcar 
line and  eco n o m ic  benefit in  the  area, especia lly  to  the 
lan d o w n ers  along  the righ t-of-w ay. In o rd e r to  receive  
federa l fund ing , co m m unities  m u s t d e term in e  w here 
the  m atch in g  funds w ill com e from , and  h o w  co m p eti
tiv e  the  p ro jec t w ill be in  the FTA’s “ Sm all S ta rts” p ro 
gram .

In conc lusion , several a ttribu tes m u st ex is t in  order 
fo r a com m u n ity  to d eve lop  a successfu l s tree tcar line.

S tr e e tc a r s  a r e  now  s e e n  a s  a  re li
a b le  m ob ility  o p tio n , e sp e c ia lly  fo r  

d e n s e  u rb a n  n e ig h b o rh o o d s .
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S t r e e t c a r s :  I t ’s  N o t  J u s t  L R T  A n y m o r e
T here  m u st be sign ifican t d em an d  fo r sho rt trips, a 
co n n ectio n  to  the  reg ional tran sit n e tw o rk , and  a m ix 
o f  uses and  m arke ts  along  the  line. O ccasional users 
m u st have a d em an d  fo r the  system , there  m u st be a d e
sire  to  acce lera te  p lan n ed  dev e lo p m en t, and p ro p e rty  
ow ners in  the  n e ig h b o rh o o d  m u st be w illin g  to  co n trib 
ute to  the  c rea tion  o f  the  system .

P o r tla n d  S tr e e tc a r
Caleb Winter, TriMet, Portland, Oregon 
WinterC@trimet.org

T he P o rtlan d  S tree tcar sy stem  w as begun  in  1990 w ith  
the  o rgan iza tio n  o f  a c itizen  ac tio n  com m ittee  and  fea 
sib ility  study. T he 4 .8  m ile  a lig n m en t w as o p en ed  in
2001, and  by 2004  the  w eekday  rid ersh ip  had  reach ed  
an  average  o f  5 ,600 daily  board ings.

F ro m  the  beg inn ing , P o rtlan d ’s tran sit au tho rity  set 
specific goals fo r the  s tree tcar system . T hey  w an ted  to  
link  n e ig h b o rh o o d s, in teg ra te  the  s tree tcar w ith  ex is t
ing traffic, a ttrac t n ew  tran sit riders , red u ce  central city 
au to  trips, and  en co u rag e  d ev e lo p m en t in  the cen tral 
city  a round  the  s tree tcar n e ighborhoods.

T he s tree tcar links n e ig h b o rh o o d s w ith  a tran sp o rta 
tio n  a lte rna tive  to  the  p riv a te  au tom ob ile . T he a lig n 
m en t begins in  the  Pearl d istric t o f  P o rtlan d , m oves 
th ro u g h  the  central business d istric t, connects to  ligh t

Portland’s streetcar has been successful in con
necting several neighborhoods with the city’s
downtown. Photo courtesy o f  Caleb Winter.

ra il, and  con tinues sou th  to  P o rtlan d  S ta te  U n iv ers ity  
and  R iverp lace  M arina . In s tudy ing  the rid ersh ip  o f  the 
streetcar, it w as found  th a t 82%  o f  trips m ad e  on  the 
s tree tcar w ere  by those  p eo p le  liv ing  n earby  o r ad ja 
cen t to  the  streetcar. T he m ajo rity  o f  users w ere  w a lk 
ing to  the streetcar, w ith  the average  trip  being  th ree 
blocks. T he s tree tcar has very  m u ch  becom e a n e ig h 
borhood  am enity.

S tree tcar in  P o rtlan d  has been  successfu l in  a ttrac ting  
n ew  riders. U p o n  open ing  in  2001 , an  average  o f  3 ,800 
daily  board ings becam e s tandard  fo r the  s tree tcar sy s
tem . W h ile  the  bus sy stem  found  a red u c tio n  o f  600 
average  daily  board ings, there  w as a n e t ga in  o f  3 ,200 
board ings fo r the  tran sit system . R idersh ip  has co n tin 
ued to  g ro w  fo r the  T riM et sy stem  w ith  the  con tinued  
ex ten sio n  o f  the s tree tcar system . B y S pring  o f  2004  
the  to tal daily  board ings w as 9 ,700  fo r the  sy tem , an  
87%  gain  o v er S pring  o f  2001.

T he in crease  in  rid ersh ip  has also  served  to level the 
pa tte rns in  daily  usage. M ore th an  busses o r ligh t rail 
in  the  P o rtlan d  area, the s tree tcar sy s te m ’s ridersh ip  
pa tte rns are m o re  co n sis ten t th ro u g h o u t the day. T his 
dem onstra tes th a t the  sy stem  is being  used  m o re  fo r a 
d o w n to w n  c ircu la to r th an  a co m m u ter op tion , and  also  
th a t n ew  stree tcar riders a re  n o t rid ing  em pty  s tree t
cars.

R educing  sho rt inner-c ity  au to  trips w as an o th er goal 
set by T riM et. F ro m  a su rvey  o f  s tree tca r rid ers , it w as 
found  th a t on ly  4%  o f  those  rid in g  w ere  d riv ing  a ca r to  
connect to  the  s tree tcar line. N early  90%  w ere  w alk in g  
to  get to  the s tree tcar line, show ing  th a t the  stree tcar 
itse lf  w as n o t genera ting  n ew  auto  trips w ith in  the  city. 
W h en  asked  h o w  they  w o u ld  get a round  w ith o u t the 
s tree tcar system , m o re  th an  h a lf  sa id  th a t they  w ou ld  
w alk , w h ile  m o re  th an  30%  said  th a t they  w o u ld  use a 
car. T h is  ju stif ie s  T riM e t’s feeling  o f  being  successfu l 
a t red u cin g  a sign ifican t n u m b er o f  daily  au to  trips in 
P o rtlan d ’s dow ntow n.

T riM et also  found  th a t th e  cu sto m er base fo r s tree tcar 
w as d iffe ren t from  e ith er the  ligh t ra il o r bus system s. 
M ore th an  o n e-th ird  fall in  the 25-34  y ear-o ld  bracket, 
and  are m o re  likely  to  be m ale  th an  fem ale. A m ajo rity  
o f  rid ers  are  C aucasian , and  there  is a sm aller p ropor-
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S t r e e t c a r s :  I t ’s  N o t  J u s t  L R T  A n y m o r e

tion  o f  m id d le -in co m e users than  fo r the tran sit sy stem  
as a w hole . N early  h a lf  o f  the  s tree tcar riders  m ad e  30 
o r m o re  s tree tca r trips in  a m on th . N early  h a lf  a lso  had 
a ca r ava ilab le  b u t chose  to  use the  s tree tcar as tran s
po rta tion . O nly  ab o u t 8%  o f  s tree tcar riders  w ere  tru ly  
“tran sit d ep en d en t,” m ean in g  they  had  no  o th er tran s
p o rta tio n  op tions o th er th an  the  pub lic  tran sp o rta tio n  
system . A  g row ing  seg m en t o f  the  s tree tcar users w ere  
“v o lu n tarily  d ep en d en t” on  the  streetcar. T hese  are r id 
ers th an  choose n o t to  ow n  a ca r b ecau se  they  p re fe r 
tran sit o v er a p riv a te  au tom ob ile .

In  conc lusion , the  P ortland  s tree tcar line has b ee n  su c
cessfu l in  ach iev in g  som e o f  its overa ll goals. R ider- 
sh ip  con tinues to  clim b , and  the  sy stem  con tinues to 
grow . T he line w as ex ten d ed  to  the  R iv erp lace  d ev e l
o p m en t in M arch  o f  2005 , an d  construc tion  is u nder
w ay  to  con tinue the  line sou th  to  an o th er riv e rfro n t d e 
v e lopm en t, due to  op en  in  the su m m er o f  2006.

S tr e e tc a r  in L ittle R ock, A rk a n sa s
Keith Jones, Central Arkansas Transit Authority,
North Little Rock, Arkansas

T he C en tra l A rk an sas T ransit A u tho rity  opened  a n ew  
stree tcar line in  L ittle  R ock , A rk an sas  on  N o v e m b e r 1, 
2004. T he line includes 2.5 m iles o f  track  w ith  over
head  pow er, e lev en  stops, and  th ree  rep lica  tro lley  cars. 
T he end  cost w as ab o u t $8 m illio n  p e r  m ile , w ith  a 
to ta l o f  $20 m illio n  fo r the  w h o le  line. In  2006 an  ex 
ten s io n  is b e in g  added  to  the  s tree tcar line to  connect 
to  the  C lin to n  L ibrary.

T he n ew  stree tca r line has b ee n  su p p o rted  by  a g reat 
dea l o f  pub lic  en thusiasm . In  the  b eg in n in g  the  p ro jec t 
w as reg ard ed  w ith  a lo t o f  skep tic ism , spu rred  on  by 
several n eg a tiv e  n ew sp ap er artic les  in  the local press. 
S ince open ing , the  re sp o n se  has b een  en tire ly  positive , 
w ith  lo ts o f  ex cellen t cov erag e  by  the  local papers. T he 
p u b lic  d em and  fo r m o re  freq u en t cars and  lo n g er hours 
o f  operation  has m o tiv a ted  the  con tinuation  o f  the sys
tem .

B u ilt as p a rt o f  a v is io n  fo r a d o w n to w n  rena issance , 
the  s tree tca r has had  a sign ifican t in fluence on  to u rism  
in  the  L ittle  R o ck  area, and  has b ee n  a g reat ca ta ly st fo r 
co n n ectin g  th e  d o w n to w n  areas o f  N o rth  L ittle  R ock

and L ittle  R ock . T he p rim ary  anchors o f  the  system  
are the  A lltel! A rena, the  C onven tion  C enter, and  the 
R iv er M arket. T he added  connectiv ity  fo r th ese  v e n 
ues has p ro m p ted  add itions and  expansions to  these  ar
eas. T he secondary  a ttrac tions a lo n g  the  s tree tcar rou te  
have also  benefited  fro m  the n ew  line.

T he p ro jec t b eg a n  w ith  com m u n ity  in p u t and  p a rtic i
p a to ry  p lann ing . O fficials s im ply  b eg a n  by  w a lk in g  
around  to  ta lk  to  res id en ts  and  b u sin ess  ow ners to  get 
th e ir  op in ions on  w h ere  and  ho w  the  s tree tcar shou ld  
operate. F u n d in g  cam e from  th e  federa l g o vernm en t 
u n d er the  T E A -21 p ro g ram , w ith  a 20%  m atch  from  
local coun ty  funds.

O v er $10 b illio n  has b een  invested  in  the  last ten  years 
in  the  areas served  by  the  n ew  streetcar. In  the  firs t six  
m on ths o f  operation , m o re  th an  $80 m illio n  in  n ew  d e
v e lo p m en t has b ee n  an n o u n ced  a round  the  n ew  system  
by  p riv a te  and  pub lic  en tities, in c lu d in g  a large n ew  
b a llp a rk  in  N o rth  L ittle  R ock , ab o u t tw o  b lo ck s from

Little Rock and North Little Rock are now more 
connected due to investment in a streetcar line.
Photo courtesy o f  Keith Jones.

the  n ew  line.
O verall, the  system  has b ee n  a success. P lans are in  
the  w orks to  con tinue to  ex tend  the  hours o f  operation  
to  facilita te  com m uters in  n e ig h b o rh o o d s around  the 
s tree tca r th a t are qu ick ly  red ev e lo p in g  as “s tree tca r” 
ne ig h b o rh o o d s. T he s tree tca r has served  to  con tinue 
to streng then  the sense o f  com m unity  th ro u g h o u t the 
area.
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“BRT-ransit” Oriented 
Development

Roderick Diaz, STV Incorporated, Los Angeles, California 
Maria Rosario, PB Placemaking, Washington, D.C.
Alden Raine, DMJM+Harris Planning,
Boston, Massachusetts
Jack Gonsalves, Parsons Brinckerhoff, Portland, Oregon

C an A m erican  C ities  B en e fit f ro m  
C u r itib a ’s  E x p e rien ce?
Maria Rosario, PB Placemaking, Washington, D.C. 
rosario@pbworld.com

A city  o f  1.6 m illio n  p eo p le , C uritiba , B razil has d ev e l
oped  a bus rap id  tran sit (B R T) system  w ith o u t equal 
T aking  insp ira tion  from  
o th er c ity ’s successes, in 
1966 a m as te r  p lan  w as d e
v e loped  fo r C uritiba  to  co n 
fron t the  m an y  issues tha t 
th e  city  w as facing. T he
p o p u la tio n  w as g ro w in g  rapidly, an d  d em an d  fo r p u b 
lic  serv ices w as in creasin g  each year. T he m aste r p lan  
essen tia lly  steered  fu tu re  d ev e lo p m en t in to  lin ear co r

ridors, m o v in g  aw ay 
from  the  co n cen 
tra ted , radial g row th  
p a tte rn  th a t the  city 
had  fo llow ed.

W ith lim ited  financ
es, the  city  chose a 
B RT system  along  
the  m a jo r grow th  
corrido rs to  co n cen 
tra te  densities  there  
and  p re se rv e  low  
densities  in re s id en 
tial d istric ts. T he 
changes to  the  city 
have been in c rem en 
tal, h appen ing  over 
m an y  years, bu t the 
resu lts have been 
phen o m en a l. T he 
m aste r p lan  co m 

C u r i t ib a  p la n n e d  f o r  a  d iv e rs i ty  o f  t r a n s 
p o r ta t io n  ty p e s  in s te a d  o f  c h o o s in g  o n e  t h a t  

w o u ld  r u le  o u t  a ll o th e r s .

b ined  p lan n in g  fo r the  stree t netw ork , lan d  use, and  
p u b lic  tran sp o rta tio n . E ach  m a jo r co rrido r had  th ree  
para lle l stree ts, a cen tral rou te fo r BRT, and  tw o  p a ra l
lel streets fo r cars, o ne-w ay  streets runn ing  in e ither 
d irec tion . T hey  p lan n ed  fo r a d iversity  o f  tran sp o rta 
tion  types in stead  o f  choosing  one tha t w o u ld  ru le  out 
all o thers.

T he stra tegy  o f  using  increm en tal changes has a llow ed  
fo r m ax im u m  flex ib ility  in the transit system . A lso , by 
using locally  d esig n ed  p ro jec ts , so lu tions fo r the  c ity ’s 
chang ing  needs have been  q u ick  and  inexpensive .

A s the  city  boundaries have g row n, the  bus system  has 
been the  ca ta ly st fo r o rgan iz ing  g row th . T he tran sit 
system  has also  linked  reg ional ad m in is tra tio n  cen ters. 
E ach  reg ion  o f  the  city has “citizen sh ip  s tree ts” w here

needs can be m et, such as 
shopp ing , official p e rm it
ting , and  m edica l needs.

Curitiba’s BRT system has 
concentrated development 
around major transportation
routes. Photo courtesy o f  Maria Rosario.

T he city  o f  C uritiba  has 
based  th e ir c i ty ’s p o lic ies  on su sta inab ility  and  d ev e l
o p m en t o f  com m unity . It a ttem pts to find  sim p le  and  
in ex p en siv e  so lu tions to  serious p ro b lem s and  focuses 
on crea ting  a cu ltu re  o f  education  and  shared  re sp o n 
sibility. T h eir tran sp o rta tio n  d ev e lo p m en t has focused  
on d ev e lo p in g  a la rger coverage  area, ra ther than  one 
m o d e th a t covers j ust a sm all p o rtio n  o f  the  city. T hey  
have found  th a t by focu sin g  h igher d en sities  in the 
c ity ’s g row th  co rrido rs th ey  are ab le  to  re ta in  the  q u a l
ity o f  life  o f  th o se  w ho  are  in lo w er density  n e ig h b o r
hoods.

M any  officials from  the U n ited  S tates have v isited  C u 
ritiba to  study  th e ir bus system . M any  o f  the  F ederal 
T ransit A d m in is tra tio n ’s B R T p o lic ies  are re flective  
o f  C u ritib a ’s M aster P lan . It rem ains to  be seen how  
C u ritib a ’s successes w ill affec t the  tran sp o rta tio n  p la n 
n ing  o f  A m eric a ’s cities.

VIVA TOD!
Alden Raine, DMJM+Harris Planning, Boston, Massachusetts 
alden.raine@dmjmharris.com

T he new  “V IV A ” system  in the  reg ional m u n ic ip a l
ity o f  York, O ntario , C anada , is a m u lti-p h ase  reg ional 
tran sit system , to  be used as th e  b ackbone  o f  the  re 
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“ B R T -ran sit” O rien te d  D ev e lo p m en t
gions “C en tres and  C o rrid o rs” g ro w th  p lan . T he sy s
tem  is co m p o sed  o f  fo u r corrido rs w ith  app rox im ate ly  
60 sta tions, u ltim ate ly  co n n ectin g  to the T oronto  su b 
w ay  system .

T his B R T sy stem  is designed  to be con v ertib le  to ligh t 
ra il as fu tu re  d em and  w arran ts . T he tw o  b ig g est ch a l
lenges facing  the d ev e lo p m en t o f  B R T o rien ted  d ev e l
o p m en t are se lling  tran sit-o rien ted  d ev e lo p m en t (T O D ) 
parties  o n  the streng ths o f  BRT, and  secondly , tu rn ing  
the $1.6 b illio n  in to  va lu e  cap tu re  th ro u g h  TO D .

T he p h ased  n a tu re  o f  the p ro jec t a llow s the d ev e lo p 
m en t to be in crem en ta l and  ga in  p u b lic  support. P hase  
1 o f  the p ro jec t is the es tab lish m en t o f  a B R T system  
that d o e sn ’t y e t have a fixed  gu idew ay, b u t ru n s  in traf
fic in cu rbside  lanes. D uring  Phase 2, a d ed ica ted  m e
d ian  g u idew ay  is bu ilt, w ith  a p rice tag  o f  $1.6  billion . 
A t this p h ase  it is an tic ip a ted  that rid ersh ip  w ill double. 
In  P hase  3 the sy stem  w ill be eva lua ted  to d eterm ine 
w h a t kind o f  m arke t 
d em an d  has d ev e l
o ped  fo r T O D  along  
the corrido rs. It is d u r
ing  P hase  3 th a t the 
d ec is io n  w ill be m ade 
fo r w h ich  lines shou ld  
be co n v erted  to  ligh t 
rail.

T he Y ork reg io n  is 
undergo ing  som e m a
jo r  changes in  p o p u la 
tion  and  em ploym ent.
Traffic is getting  
w o rse  every  year, and 
the co m m u tin g  p a tte rn  
is chang ing . A  reverse  
co m m u te  is bu ild ing  o u t to the suburbs, so dem and  
fo r tran sp o rta tio n  in v estm en t con tinues to  grow . T he 
d o m in an t ho u sin g  type is large lo t s ing le  fam ily  d ev e l
opm en t; how ever, densities are  g row ing . T he reg io n  is 
increasing ly  supportive  o f  T O D , and  a few  p ro jec ts  are 
in  the w orks tha t are  ge tting  som e publicity .

C ornell, a p lan n ed  n ew  u rb an is t com m u n ity  in  
M arkham , w as designed  by A n d res  D uany. T he d ev e l

o p m en t is large in  scope and  is p lan n ed  as m ixed-use  
w ith  lots o f  re ta il and  office space a long  w ith  m ore 
housing . L arge o p en  trac ts o f  land  hav e  m ade the p ro 
cess s im p le r in  de term in in g  w h a t uses w ill be located  
in  the p ro jec t.

F o u r stra teg ies hav e  d eve loped  in  the reg io n a l p lan  for 
T O D . T h e  first is im p ro v in g  T O D  b ased  p lan n in g  and  
zon ing . A re cen t official p lan  am en d m en t has req u ired  
lo ca l m u n ic ip a litie s  to  update  th e ir p lans fo r T O D  land  
uses. K ey  d ev e lo p m en t a reas have been  iden tified  and  
the goal fo r the reg io n  is to  see 30%  o f  a ll p o p u la tio n  
g ro w th  h ap p en in g  in  b u ilt up areas.

T he second  T O D  stra tegy  is the  c rea tio n  o f  m aster- 
p lan n ed  tran sit v illages. M ark h am  C en ter is one o f  
these  v illages, re la ted  to  the C ornell co m m u n ity  o f  A n 
dres D uany. T hese  v illages w ill be o rg an ized  around  
a “ tran sit b o u lev ard ” and  w ill m ak e  tran sit a m ore 
in teg ra l p a rt o f  the p lan . T hey  have  changed  p ark in g

reg u la tio n s and  e lim i
n a ted  h ig h  m in im um  
p ark in g  req u irem en ts 
and  rep laced  them  
w ith  low  m ax im um s. 
O f  the p a rk in g  to  be 
bu ilt in  these  transit 
v illages, tw o-th irds 
o f  the supp ly  m ust be 
structu red  park ing .

T he th ird  T O D  s tra t
egy is jo in t  d ev e lo p 
m ent. Jo in t d ev e lo p 
m en t en tails  tha t the 
tran sit o w n er has a 
m ore  d irec t rea l estate  
in v o lv em en t in  c re 

ating  T O D . T he VIV A p lan  creates a ded ica ted  d e
v e lo p m en t serv ices co rp o ra tio n  that is o rgan ized  by  a 
pu b lic -p riv a te  partnersh ip . Investo rs are encouraged  to 
co n trib u te  to  the d ev e lo p m en t p ro cess  and  land -bank  
areas tha t have  po ten tia l fo r fu tu re  T O D  gro w th  along  
the BRT line.

T he las t T O D  stra tegy  em ployed  by the V IV A  system  
is tax in c rem en t financing , o r  T IF  W hile  O n tario  does

------------------------------------------------1-------------------------------------
Markham Center’s transit mall focuses development 
around specific transit areas. Photo courtcsy o f Aldcn Rainc.
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“ B R T -ran sit” O rien te d  D ev e lo p m en t
n o t y e t a llo w  U S  sty le  TIF, the p ro v in c ia l g o v ern m en t 
w ill soon  co n sid er T IF  enab ling  leg isla tion . T h e  second  
p h ase  o f  the B R T n etw o rk  w ill be  funded  by local, p ro 
v inc ia l and  federa l sources. T his allow s local g roups to 
fund  d ev e lo p m en t o f  the system  on  b o rrow ed  capita l, 
and  a llow s th em  to pay 
it back  o v er tim e w ith  
increased  tax revenues 
due  to  the cap ita l in 
vestm ent.

W hile  fund ing  and  d e
v e lo p er in te re st are 
still questions to be  an 
sw ered , the V IV A  p lan 
ners a re  o p tim istic  that 
the n ew  B R T system  
w ill sp u r d ev e lo p m en t 
in  the reg io n  and  m ake fo r b e tte r-p lanned  co m m u n i
ties.

E u g en e-S p rin g fie ld  BRT
Jack Gonsalves, Parsons Brinckerhoff, Portland, Oregon 
gonsaIves@pbworId.com

T he E u gene-S pring fie ld , O regon  reg ion  is d eve lop ing  
a B RT system  to co m p lem en t its p u b lic  tran sp o rta tio n  
system . T he F ran k lin  C o rrid o r o f  the sy stem  w ill in 
clude six n ew  stations on a 4 -m ile  s ta rte r line, w ith  the 
d o w n to w n  tran sit cen ters an ch o rin g  bo th  ends o f  the 
corridor. T h e  P io n eer P arkw ay  B R T line  w ill serv ice  
e ig h t stations, co n n ectin g  the n ew  hosp ita l to  the tran s
p o rta tio n  system . T h e  dev e lo p ers o f  this line have  used 
the S p ringfie ld  S tation to influence T O D  n ea r the B RT 
system .

T he c ity  o f  S pringfield  w as in te re sted  in m ak in g  the 
n ew  sta tion  a “p lace ,” n o t ju s t an o th er tran sit node. 
T he tran sit agency  had  d ev e lo p m en t in  m ind  as they 
p lan n ed  the sta tion , and  w an ted  fu tu re  d ev e lo p m en t to 
be  anch o red  by the B RT station . In th is w ay, the term  
is “d ev e lo p m en t-o rien ted  tran sit” as the tran sit in v est
m en t w as m ade to c reate  a new ly  dev e lo p ed  area.

A  ro u n d tab le  m eetin g  w as he ld  to  invo lve stakeho lders 
ea rly  in the site selec tion  p rocess. A traffic stu d y  w as 
done to ev a lu a te  the e ffec t on v eh icu la r flow. T he city  
p lan n in g  d ep a rtm en t stud ied  c ircu la tio n  issues and  re 
v ita liza tio n  in  the d o w n to w n  area, a h o u sin g  needs as

sessm en t w as done, and  
crim e m itig a tio n  issues 
w ere  considered .

A fte r the site w as se
lected , p lan n in g  fo r the 
s ta tio n  a rea ’s ad jacen t 
p ro p erties  w as begun. 
P ed estrian  access w as 
g iv en  prim acy , and  fu 
tu re  d ev e lo p m en t w as 
g iv en  p len ty  o f  space 
to  a llo w  fo r a varie ty  o f  

cho ices n ea r the station.

O n  the sta tio n  site  itse lf  jo in t  tenan ts w ere  encouraged  
to co m e in  o rd e r to deve lop  m ore than  ju s t  a 9-5 p re s
ence. S tree t connectiv ity  to  the sta tion  w as p lanned , 
and  areas fo r ac tive  in terac tio n  w ere  crea ted  to  add  life 
to the area.

T he S p ringfie ld  S tation o p en ed  in 2004 , and  n ew  d e
v e lo p m en t has been  s lo w ly  m o v in g  in nearby. T he first 
n ew  co m m erc ia l b u ild in g  in  the c ity ’s d o w n to w n  core 
in  the p as t 30 years has been  built, and  the area  co n tin 
ues to  grow.

P lanners learned  that a lo n g -te rm  v is io n  is im portan t 
in  this type o f  in v estm en t p lann ing . S ite se lec tio n  and  
stak eh o ld er in p u t a re  a lso  v ita lly  im portan t, and  d e
sign ing  the sta tion  fo r the p ed es tr ian  as w e ll as the v e 
h ic le  is essential. D esig n in g  the p lace  to  be friend ly  to 
p ed estrian s  w ill add  ridersh ip . Lastly , it is im p o rtan t to 
ev a lu a te  the  m ark e t befo re  m ak ing  cap ita l investm ents  
such  as this. T h e  m ark e t m ust a lready  have  a dem and  
fo r d ev e lo p m en t in  o rd e r fo r the p ro jec t to  be  su ccess
ful. T ran sit can  sp u r the m ark e t to g ro w  in ce rta in  w ays, 
b u t tran sit can n o t c reate  the m ark e t on  its ow n.

Springfield Station was planned to become a community 
hub as well as an element that would focus high density
development. Image courtesy o f Jack Gonsalves.
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Carsharing: 
Another Transit Connection

Sharon Feigon, Center for Neighborhood Technology, 
Chicago, Illinois
Brendan Nee, University of California, Berkeley, California 
Matthew Malloy, Zipcar Corporation,
Cambridge, Massachusetts
Steve Gutmann, Flexcar, Portland, Oregon

C arsh arin g  is a un ique tran sp o rta tio n  option  th a t shares 
a m u tua lly  beneficial re la tio n sh ip  w ith  o th er tran sit 
m o d es in p ro v id in g  the  b est tran sp o rta tio n  coverage 
o f  an area possib le . C onsum ers th a t are  savvy  abou t 
tran sp o rta tio n  costs tend  
to  use ca rsh arin g  because 
it is co st-e ffec tiv e  fo r th e ir 
needs. T hough  ca rsharing  
m ay  n o t be  a v iab le  option 
fo r all househo ld  types, it 
has been effec tive  in reduc- 

d iscre tio n ary  trips in a

rates. F o r th is and  o ther reasons, ca rsh arin g  has the 
p o ten tia l to  su p p lem en t tran sit op tions in  a w ay th a t no  
o th er sy stem  can,

ZIPCAR
Matthew Malloy, Zipcar Corporation, Cambridge, Massachusetts 
matt@zipcar.com

Z ip ca r is the  largest ca rsh arin g  com p an y  in N orth  
A m erica . It p ro v id es cars, vans, and SU V s th a t p eo p le  
can d rive e ither by  the  day  or by th e  hour. T he charges 
fo r Z ipcars are $7.25 an  hour, w h ich  includes g aso 
line, in su rance, and X M  sate llite  radio. T h e  com pany  
p ro v id es 20 m akes and  m o d els  o f  veh icles. T h e  cars 
are s tra teg ica lly  p laced  to  co m p lem en t o th er tran sit op 
tions.

111:
p riv a te ly -o w n ed  v eh ic le  and  p ro m ises  to  add  to  the 
tran sp o rta tio n  fram ew o rk  o f  cities.

C arsh arin g  is a co n cep t th a t w as p u t in to  p rac tice  first 
in E urope and  m o re  recen tly  in the  U nited  S tates, 
T hough  th ere  are som e very  dev e lo p ed  p ro g ram s on 
th e  E ast and  W est C oasts, o th er cities are c lam o rin g  to  
get s tarted  w ith  carsharing . Som e o f  the  op tions for 
ca rsh arin g  are fo r-p ro fit o rgan iza tions like Z ip car and  
Flexcar,

A ll p ro g ram s are m em b ersh ip -b ased , w ith  fleets o f  cars 
th a t serv ice  n e ig h b o rh o o d s. M em bers have sm art cards 
o r key fobs th a t a llow  th em  to  access cars. C arsharing  
is generally  fo r n o n -w o rk  
trips because  m em bers are 
charged  by  th e  hour fo r use 
o f  a ca r aw ay from  its d es
ignated  p ark in g  spot.

Z ip ca r has an 800 veh ic le  
fleet and  has h ad  55 ,000  
users s ince its inception . 
N ationally , it expands its 
m em b ersh ip  base w ith  
m ore  th an  3000  new  m em 
bers each m onth .

Z ip ca r p ro v id es so lu tions fo r consum ers, businesses, 
s tuden ts and  g o vernm en ts in  m any  w ays. M o st users 
save an average  o f  $430  p e r m o n th , so m an y  have re 
p laced  ow n in g  a ca r w ith  using Z ipcar. C ar sharing  
is usefu l because  cars are  a d ep rec ia tin g  asse t, w here 
housing  tends to  be an ap p rec ia tin g  asset. T hus, car 
sharing  an econom ic d ev e lo p m en t strategy  because  it 
a llow s p eo p le  to  d iv ert m ore o f  th e ir asse ts in to  hom e 
o w nersh ip . W hen  rep lac in g  fleets, som e governm en ts, 
b usinesses, and  un iversities have d isco v ered  th a t they  
cou ld  d rastica lly  reduce the  n u m b er o f  cars necessary . 
In one case , Z ip ca r rep laced  ten  fleet cars w ith  tw o  
Z ipcars,

T h o u g h  c a r s h a r i n g  m a y  n o t  b e  a  v ia b le  
o p t io n  fo r  a ll h o u s e h o ld  ty p e s ,  i t  h a s  b e e n  
e f fe c tiv e  in  r e d u c in g  d is c r e t io n a r y  t r i p s  in  a  

p r iv a te ly -o w n e d  v e h ic le .

F ifty  p ercen t o f  m em bers have g iven  up ow n ersh ip  o f  
a ca r or have p o stp o n ed  a decision  to  buy a ca r afte r 
try in g  carsharing . T here  is no  o th er tran sit sy stem  th a t 
has encouraged  p eo p le  to  g ive  up ca r b uy ing  at equal

Z ip ca r w orks in  tan d em  
w ith  transit. W hen  a p e r
son needs to  run an errand  
fo r w h ich  a ca r w o u ld  n o r
m ally  be used, it is often 

m o re  cost effec tive  to  use o th er tran sit op tions and  p ick  
up a Z ip ca r at the  tran sit station . M any  g o v ern m en 
ta l o rgan izations have  a lready  w orked  w ith  Z ip car to  
b ring  the  serv ice  in to  th e ir area.
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B o s to n ’s M B T A  has w orked  w ith  Z ip ca r to  p ro v id e  
incen tives to  b u sin esses  in tran sit-o rien ted  d ev e lo p 
m en ts to  u se  Z ipcar. N ew  Y ork C ity ’s M etro  N orth  
has w orked  to  have  Z ip ca r vehicles located  n ea r s ta 
tions th a t a llow  p eo p le  to  go from  N ew  Y ork to  o u tly 
ing areas by  tra in , then  from  the  station  to  o th er p laces 
th a t req u ire  a car. W ashington  D .C .’s W M  ATA has b e 
gun Z ip ca r ve
hicle  p lacem en t 
at s tations and  
has even  helped  
launch  an XM  
S ate llite  R adio  
p a rtn e rsh ip  w ith  
Z ipcar. A rlin g 
ton  C ounty ,
V irg in ia  c re 
a ted  a ded ica ted  
on -stree t p ark in g  p rog ram  th a t p ro v id ed  d isco u n ted  
Z ip ca r m em b ersh ip s  to  res id en ts  and  businesses.

D oes Z ip ca r w o rk  to  take  cars o f f  the  ro ad ?  A  recen t 
su rvey  in d ica ted  th a t each Z ip ca r takes 20 cars o f f  the 
h ig h w ay  in  u rb an  areas and  10 in  ru ra l areas. It also  
show ed  a sign ifican t d rop  in  reg u la r ca r u sag e  and  an 
increase  in tran sit usage b ecau se  ca r sharing  locations 
are com m only  p laced  a ro u n d  tran sit stops. O n-street 
p ro g ram s allow  p eo p le  to  u se  Z ip cars w ith o u t feeling  
unsafe hav ing  to  go to  a g arage o r alley.

F lex car
Steve Gutmann. Flexcar, Portland, Oregon 
steve.gutinann@flexcar.com

L o ca ted  in P o rtland , S eattle ,W ash ing ton  D C , L os A n
geles and  San D iego , F lex car has p ro v id ed  so lu tions 
to  custom ers an d  b u sin esses  tha t p rice  shop fo r tran s
p o rta tio n  so lu tions. F lex car is easy  to  use. M em bers 
use F lex car by  re se rv in g  a vehicle  on line o r by te le 
phone. T h ey  th en  go to  the  vehicle , w h ich  is o ften  
located  at tran sit stops, u n lo ck  the  d o o r w ith  a k eycard , 
en te r th e ir in d iv id u a lized  cu sto m er PIN  num ber, and 
start the car. A fte r m ak in g  th e ir trip , they  re tu rn  the 
vehicle  in tim e fo r the nex t user. T he on line  re se rv a 
tio n  system  allow s p eo p le  to  know  w h ich  cars w ill be  
ava ilab le  and  w hen.

F lex car p ro v id es  som e specific  serv ices to  busin esses  
th rough  its F lexvan  “L ast M ile” shu ttles in Portland . 
T he M A X  ligh t-ra il line operates w ith in  a m ile  o f  sev 
era l office parks. F o r those  w ho w o rk  in  these  office 
p ark s , the on ly  so lu tion  fo r g e tting  to  w o rk  w as to  ow n 
th e ir ow n  car. R unn ing  a m o rn in g  and  an even ing  sh u t
tle  to  th ese  office park s becam e too  ex p en siv e  fo r T ri

M et to  p rov ide 
on its ow n. F or 
th is  reaso n , T ri
M et now  co n 
trac ts w ith  F lex 
ca r to  p ro v id e  a 
van s ta tio n ed  at 
the  te rm in u s rail 
sta tions. Ind i
vidual com pan ies 
lo ca ted  at the o f

fice park s hav e  a s tand ing  re se rv a tio n  M o n d ay  th ro u g h  
Friday. T hey  have an em p lo y ee  p ick  up those  a rriv 
ing  in the  m o rn in g , m ak in g  several trips to  the station. 
D u rin g  the  day, the  van stays at the  office p a rk  and  is 
u sab le  b y  any  em ployee , o ften  w ith  the  s tip u la tio n  tha t 
the  van b e  u sed  on ly  b y  em ployees w ho d id n ’t d rive to 
w ork . It b eco m es a reg u la r F lex car and is u sab le  by  
m em b ers  on even ings and  w eekends. T hus, the  ca r is 
a fills th ree  ro les -  a shu ttle , a co m p an y  car, and  a car- 
share  vehicle . T ri-M et finds th is a lo t less expensive  
than  ru n n in g  a shu ttle  fo r a handful o f  peop le.

F lexcars re ly  on  co -lo ca tio n  w ith  tran sit op tions. N o
b o d y  uses F lex car ex c lu siv e ly  b ecau se  m o st d o n ’t live 
at a ca rshare  location . P eop le  go to  ligh t-rail sta tions, 
p a rk in g  lo ts, s tree tcar stops, and  A m trak  &  co m m u ter 
rail stops to  get to  the  car.

M an y  u n iv ers ities  and  office park s p ro v id e  a free  F le x 
ca r as an incen tive  to  th e ir faculty , staff, and  em ployees 
i f  th ey  d o n ’t d rive to  w ork. T his red u ces co n g estio n  in 
cam pus p a rk in g  lo ts, and  the  cars are p a id  fo r th rough  
p ark in g  revenues.

P eo p le  o ften  a sk  how  th ey  can  get ca rsh arin g  started  
in  th e ir ow n  co m m u n ity  To start a t a new  location , 
ro u g h ly  a hun d red  cars used  5-6 hours p e r day are 
need ed  to  m ak e  a profit. C ities th a t have o u tsou rced  
th e ir fleets to  F lex car and  th ere fo re  d o n ’t have to  m a in 

Zipcar advertising. Photo courtesy o f  Matthew Malloy.

K a iU /v U v t itm . Z O O S S a lt L a k e  C u

mailto:steve.gutinann@flexcar.com


C a r s h a r i n g :  A n o t h e r  T r a n s i t  C o n n e c t i o n

tain  them  or p ay  fo r p ark in g , in su rance, o r o th er costs 
o f  ca r ow nersh ip  m ay p ro v id e  a start up g ran t to  get 
ca rsh arin g  started . T his also  reduces the n eed  fo r p a rk 
ing  a ro u n d  g o v ern m en t b u ild in g s b ecau se  cars can be  
used by  several d iffe ren t p eo p le  in the  s ta ff  during  the 
day and  bill the  ca r to  th e ir personal acco u n t o r to  the 
city.

City C a rS h a re
Brendan Nee, University of California, Berkeley, California 
brendan@b erke ley. edu

C ity  C arS hare  has been  under the  ana lysis  o f  the In
stitu te  O f  U rban  and  R eg ional D ev e lo p m en t fo r th ree 
years. It has p ro v id ed  data  w h ich  has led  to  som e in ter
estin g  co nc lusions regard ing  C a rS h are ’s operations in 
the San F ran c isco  area. R esearchers a t the  In stitu te  de
te rm in ed  to  find  ou t i f  m em bers s ign ifican tly  reduced  
th e ir ca r usage o v er tim e an d  i f  this an d  o ther factors 
led  to  overall travel reduction .

T he data  ind icates som e in terestin g  resu lts concern ing  
trip  reduction . T h ree-q u arte rs  o f  su rv ey ed  C arS hare  
m em bers w ere  from  earless o r n o n -trad itio n a l h o u se
holds. W h en  asked  how  
th ey  w ou ld  have  o therw ise  
trave led , on ly  11 %  o f  us
ers o f  C arS hare  sa id  they 
w ou ld  have  used a p e rso n 
al car, and  30%  said  th a t 
th ey  w ould  hav e  forgone 
the trip .

O n the  su b jec t o f  ca r ow nersh ip , th e  resu lts  w ere  ju s t 
as com pelling . A p p ro x im ate ly  tw o-th irds o f  m em bers 
said  th ey  fo rew en t p u rch asin g  a new  car b e tw een  M arch  
o f  2001 and  M arch  o f  2003 , versus ap p ro x im ate ly  tw o- 
fifths o f  the  n o n -m em b er co n tro l g roup. S even ty -th ree  
p e rcen t o f  m em bers su rveyed  red u ced  th e ir  ca r o w ner
sh ip  o r o p ted  n o t to  buy  a vehicle  as co m p ared  to  43

p ercen t o f  no n -m em b ers  surveyed .
O ne in terestin g  conc lusion  suggests th a t s ince p eop le  
d o n ’t s ink  a huge startup  co st in to  C ity  C arS hare  like 
they  do in  p erso n a l ca r ow nersh ip , they  use cars less 
frequently . It is estim ated  th a t 13,000 v eh ic le  m iles 
trav e led  w ere  e lim ina ted  and  750 gallons o f  gaso line  
w ere  saved  p e r day  th ro u g h  use o f  C ity  C arS h are  v e 
hicles in the  San F ran c isco  area.

In o rd e r fo r a ca rsh arin g  system  to be  deve loped , there  
are certa in  needs th a t m ust b e  m et to  m ake the  sys
tem  successfu l. P eop le  use ca rsh arin g  w h en  they  have 
o th er op tions th a t a llow  them  to  leav e  the  ca r h o m e or 
to  forgo p u rch asin g  a car. T hey  have to be  ab le  to g e t to 
the  ca rsh are  lo ca tio n  to  b e  ab le  to  use it. I f  ca r o w n er
sh ip  is the  on ly  w ay to  get anyw here , ca r ow nersh ip  is 
cheaper. I f  p u b lic  in v o lv em en t is high an d  free p a rk 
ing is a llow ed  o r o th er tax b reak s, it is easie r to  b eg in  
ca rsh arin g  in  a city. M em bers o f  ca rsh arin g  o rg an iza
tions use all m odes o f  transporta tion  an d  are usually  
very  savvy ab o u t th e ir transporta tion  options.

For ca rsh arin g  to  w ork , cities need  w id esp read  ca rsh ar
ing  su p p o rt to  co v e r the full area o f  reg u la r con su m er

use. F o r this reason , sev 
eral p ro fit and  non-p ro fit 
ca rsh arin g  o rgan izations 
w ill p ro b ab ly  b e  n ecessary  
in any  one city.

C arsh arin g  fills a very  sp e
cific n ich e  in  the  tran sp o rta 
tion  m arket. W ithou t q u es

tion , there  is ex isting  d em an d  fo r ca rsh arin g  system s 
in m any o f  A m eric a ’s cities. T hough  m ore data and  
analysis  w ill b e  n ecessary  to  d em o n stra te  ca rsh a rin g ’s 
effec tiveness, it seem s ca rsh arin g  w ill add  to  ex isting  
cities in  a p o sitiv e  w ay th ro u g h  red u c tio n  in  d isc re tio n 
ary  trips, v eh ic le  m iles trave led , and  new  ca r o w n er
ship.
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It’s the Last Mile That 
Makes the Difference

Lavinia Gordon, City of Portland, Oregon
Todd Boulanger, Bikestation, Vancouver, Washington
Dan Sturges, WestStart, Boulder, Colorado
Eileen Kadesh, King County Metro Transit Market Develo-
ment, Seattle, Washington

B ik e s ta tio n
Todd Boulanger, Bikestation, Vancouver, Washington 
TBoulanger@bikestation.org

B ik esta tio n  is a n o n -p ro fit o rg an iza tio n  th a t seeks 
to  im prove  the  quality  o f  life in urban com m unities 
th rough  the  operation  and  d ev e lo p m en t o f  b ik e  tran sit 
cen ters and  re la ted  in frastructu re . It env isions a p lace  
w h ere  b ikes are  an in tegral p a r t o f  transpo rta tion  th a t 
w ill b rin g  ab o u t c lean er air and  h ea lth ier living.

W hy sh o u ld  w e  use b ik es?  T h e  w a it fo r tran sfers  on 
tran sit system s can  be ju s t  as long  as the  firs t leg  o f  
your trip , so a b ik e  av a ilab le  at a destination  station 
can save y ou  a g rea t deal o f  
tim e. A lso, by  using a b ik e  
you  can increase  your d estin a 
tion  distance. U sin g  a b ik e  in 
stead  o f  w a lk ing  can increase  
your m obility  several tim es 
over. T ransit agencies are in 
te re s ted  in b ik es  b ecau se  they  
reduce the  n eed  for p ark  and  
ride  in frastru c tu re , w h ich  can 
range from  $5 ,000  p e r space 
fo r su rface  p a rk in g  to  $20 ,000  
p e r  space for s tru c tu red  p a rk 
ing. T ran sit agencies rarely  
charge for p a rk in g  at park  and  
ride  lo ts, so th e ir m ain tenance  
costs are n o t even co v e red  by  those  w ho  use them . T he 
in fra s tru c tu re  to  store  and  acco m m o d ate  b ik es  is s ig 
n ifican tly  less expense  to  bu ild  and  m ain tain .

B ikesta tion  has es tab lish ed  a ne tw o rk  o f  b icy c le  access 
p o in ts  across the  country. S tarting  from  the w est coast,
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th ere  are no w  several B ikesta tion  loca tions across 
the country. A t a B ik esta tio n  a cy c lis t can get parts , 
a p a rk in g  space, a ir fo r the  tires, o r can ren t a b ik e  i f  
they  d o n ’t ow n one. P eo p le  can also  b eco m e m em bers 
o f  B ikesta tion . M em b ersh ip  b rin g s  additional serv ic
es: 24 /7  access to  b ik e  lockers, e lec tric  sco o ter ren ta ls, 
an d  also  p ro v id es  a g u aran teed  ride hom e i f  y ou  are 
stranded.

In the U n ited  S tates the sm allest B ik esta tio n s  are  abou t 
75 stalls. T h e  large B ik esta tio n s  in E urope are up to  
4000  spaces. In S eattle  the station  is in an o ld  sto re
fron t lo ca ted  n ea r the  K ing  S tree t S ta tion  in dow ntow n. 
In F ru itvale , C alifo rn ia , a n ew  com m unity  w as b u ilt 
n ea r a tran sit stop , and  a B ik esta tio n  w as in c lu d ed  in 
the overall p lan . T he n ew  B ikesta tion  in C h icago  has 
show ers, a p o lice  station , and  o ther am enities

T here  are several w ays to  ac 
cess a B ik es ta tio n ’s locked  
b icy c le  areas. D ev ices to  get 
you  in to  p ark in g  can inc lude  a 
key fob, a w a tch , o r a p rep a id  
ca rd  th a t are  all e lec tron ica lly  
en ab led  to  unlock  the  facility. 
System s to  secu re  the  station 
can range from  re la tive ly  sim 
p le  and  in ex p en siv e  fo r sm all 
s ta tions to  large com p u terized  
system s for the  la rger sta
tions.

Long Beach’s Bikestation.
Photo courtesy o f  Todd Boulanger. In p lan n in g  for a B ikesta tion , 

its im p o rtan t to  rem em b er tha t 
n o t every o n e  ow ns a b ik e , and  they  m ay sim ply  w an t 
to  ren t a b ik e  regularly , and  w ill n o t n eed  sto rage space 
fo r th e ir ow n b ike. O nce y o u r B ik esta tio n  is opened , 
rem em b er th a t p eo p le  will still park  b ik es  ou tside  
w here  it’s free. Y ou have to  d eve lop  a c lien t b ase  w ho  
feels th a t b eco m in g  a m em b er o f  B ik esta tio n  has suf-
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It’s  th e  L ast Mile T h a t
fic ien t benefits  to m ak e  it w orth  their m oney. A s b ik ing  
b ecom es m ore  co n v en ien t and  re liab le  in  o u r cities, 
B ik esta tio n  can fill the needs o f  those w h o  have chosen  
this s im p le  and  inex p en siv e  transporta tion  m ode.

S e a tt le ’s  B ik e s ta tio n
Eileen Kadesh, King County Metro Transit Market Develoment,
Seattle, Washington
eileen.kadesh@metrokc.gov

K in g  C oun ty  M etro  T ransit rece iv ed  a g ran t in  1998 
to im p lem en t fo u r reg io n a l b ike stations in  the S eattle  
area. F u n d in g  fo r th ree w as g iven  to  local ju risd ic tio n s , 
bu t K in g  C oun ty  M etro  T ransit w ou ld  im p lem en t the 
d o w n to w n  S eattle  p ro jec t to  be lo ca ted  a t K in g  S treet 
S ta tion . T his s ta tio n  is the p rim ary  con n ectio n  to  A m - 
trak  in  the c ity  o f  Seattle , so the B ik esta tio n  w as lo ca t
ed  n ea rb y  in  o rd e r to have a s trong  co n n ectio n  to the 
tran sit system . It w as to  be a fu ll serv ice  b ike  station , 
w ith  the o th er th ree being  sa te llite  stations, p rim arily  
p ro v id in g  lockers.

T he tran sit ag e n cy ’s goals w ere to  p ro m o te  the b icy 
cle /tran sit link , expand  c lean  m o b ility  op tions, create  a

focal p o in t 
fo r b icy 
cle co m 
m u t e r s ,  
p r o v i d e  
secure b i
cycle  sto r
age, and 
to  d em o n 
strate  d e 
m an d  fo r 
the fac il
ity. A  co n 

su ltan t w as h ired  to  lo o k  a t dem and , a lte rn a tiv e  sites, 
and  o p era tio n al s tructures. T he site reco m m en d ed  by 
the co n su ltan t w as no t p o litica lly  feasib le , so finally  
they  d ec id ed  there  w as no  id ea l pub lic  p ro p e rty  w here 
the B ik esta tio n  cou ld  be located . M etro  T ran sit m ade 
the d ec is io n  to  lease  re ta il space in  a sm all s to refron t 
n ea r the K in g  S tree t S ta tion , c lose to  S ea ttle ’s sports 
s tad ium s, on  the sou th ern  edge o f  dow ntow n.

W estS tart w as the p ro je c t’s p rim ary  funder, con trib -

M akes th e  D iffe ren ce
uting  $425,000 . T he rem a in in g  funds fo r the p ro jec t 
cam e from  lo ca l sources.

M etro  T ransit pa id  fo r th ree years o f  ren t, m ov ab le  ten 
an t im pro v em en ts, and  m arketing . W estS tart pa id  for 
fac ility  im p ro v em en ts that co u ld n ’t be m oved , e lectric  
veh ic les, o th e r techno logy , and  fo r the fac ility  launch  
and  m anagem en t. W estS tart w as the  p rim ary  co n trac 
to r in the first tw o years. B ik esta tio n  becam e the p r i
m ary  co n trac to r du rin g  the th ird  year.

T h e  first y ea r o f  S ea ttle ’s b ik e  station  d id n ’t go very  
sm oothly . In  o rd e r to o p era te  elec tric  b ikes they  n ee d 
ed  to get a city  o rd in an ce  changed , w h ich  to o k  a y ea r 
to  com plete . B y the tim e they  had  the elec tric  bikes 
and  scoo ters  in  the station , they  n ev e r seem ed  to w ork  
correctly , w h ich  w as a d isappo in tm en t. T h e  firs t fa c il
ity  o p era to r w as also  a b ad  fit fo r the B ik esta tio n  o p 
eration . A fte r a y ea r the o p era to r w as changed .

D u rin g  the first y ea r the n u m b er o f  b icy c les p ark ed  at 
the B ik esta tio n  w as five to seven  p e r day. T oday  the 
daily  to tal is up to 40 , bu t the m em b ersh ip  to tal has 
nev er m e t expecta tions. I t’s free  to p a rk  there during  
day tim e hours, so th e re ’s no  n eed  to  becom e a m em 
b er unless y ou  need  to  p ark  w hen  the sta tion  is closed. 
T od ay ’s m em b ersh ip  to ta l is on ly  137, w h ich  is below  
p ro jec ted  estim ates.

A  survey  w as co nduc ted  in  S ep tem b er 2004  by  K ing  
C oun ty  M etro  T ran sit’s re search  group. O v er 66%  o f  
re sp o n d en ts  rep o rted  th a t they  b iked  m ore o ften  due to 
B ikesta tion , and  o v er h a lf  u sed  pub lic  tran sp o rta tio n  
as p art o f  th e ir trip. F u rtherm ore , 43%  said  they  p re v i
ously  d rove  alone.

N o w  tha t it has been  in  op era tio n  fo r tw o years, they  
are in  the m id st o f  tran sitio n in g  the fac ility  from  K ing  
C oun ty  being  the lease  holder, to  a m ore  susta inab le  
m o d e l w ith  a local o rgan ization  ho ld ing  the lease. H av 
ing  a lo ca l o rgan ization  at the fo refro n t w ill b e  m o re  o f  
a focal p o in t fo r a rea  com m uters.

M etro  T ransit has learned  som e v a lu ab le  lessons in  d e
v elo p in g  a b ike  sta tion  fo r the S eattle  area. F irs t o f  all, 
they  learned  that local b icy c le  o rgan izations need  to 
have “o w n ersh ip ” o f  the p ro jec t. T he B ik esta tio n  co-

Seattle’s Bikestation.
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alitio n  did  n o t have a loca l p resen ce  in  the area, w hich 
p ro v ed  to  be a p rob lem .

T hey  also  learned  tha t the sta tion  needs to  have a sus
ta inab le  source o f  rev en u e  fo r its o n g o in g  operations.
It w as tirin g  to  have to con tin u e  to  go a fte r g ran ts in 
o rd e r to  k eep  the facility  open. T he sta tion  n eed s to  be 
se lf-fu n d in g  so tha t the need  fo r p u b lic  subsidy  can  be 
m in im ized.

A lso , the rig h t lo ca tio n  is p aram oun t. T he B ik esta tio n  
m ay  have p ro v id ed  serv ices, bu t m an y  b icyclis ts  felt 
th a t it shou ld  have been  located  on  the n o rth  end o f  
S ea ttle ’s dow n to w n , w here m o re  p eo p le  w ere co m 
m u tin g  to . H ow ever, M etro  T ransit chose  th e  location  
because o f  its p ro x im ity  to  transit, and  the  lin k  w ith  
tran sit w ould  have been  lost i f  it w ere located  in  the 
n o rth  end o f  dow ntow n. A  p lan n ed  red ev e lo p m en t in 
the n e ig h b o rh o o d  has n o t tak en  p lace  yet, and  tha t d e 
ve lopm en t w ill increase  the connections o f  the p resen t 
B ik esta tio n  location .

B ikesta tions w ill be a g row ing  p h en o m en o n  in  the Se
attle  area, bu t there  is p len ty  to  learn  abou t fo rm ing  
them . T he p ro v id ed  serv ices are h igh ly  valued  by cu s
tom ers, bu t it takes a few  years fo r a cu sto m er base to 
take shape. U ltim a te ly  the  m ix  o f  serv ices th a t can  be 
p ro v id ed  by a B ik esta tio n  is o p en  to y o u r im agination . 
T he o p era tin g  o rgan iza tio n  can  spo n so r w orkshops, 
serve as a m ee tin g  p lace  fo r b ike clubs, and p ro v id e  
bike m aps and o ther resou rces. E xp erien ce  has show n  
th a t b ike use can  increase  use o f  transit, and as the 
B ik esta tio n  co n cep t ca tches on, M etro  T ransit hopes 
th a t m o re  and  m o re  p eo p le  w ill have the cho ice  o f  us
ing  a lte rna tive  tran sp o rta tio n  m o d es in  the  S eattle  re 
gion.

Im p ro v in g  T ra n s p o r ta t io n  N etw orks
Dan Sturges, WcstStart, Boulder, Colorado 
Dstrurgcs@wcststart.org

In  the U nited  S tates today  w e are d ev e lo p in g  a g rea ter 
n eed  to  co n n ect several m o d es o f  tran sp o rta tio n  m ore 
effectively . To do  th is w e need  add itiona l local in fra
structu re  in  p lace . So fa r in  A m erica  the only  concep t 
o f  m u ltim o d a lism  w e have is a t the a irpo rt, w here you 
leav e  your ca r and  get on  a p lane . W ith the increased

focus on  m u ltim o d a lism  inside  o u r co m m u n ities, m ore  
op tions w ill becom e ava ilab le  fo r daily  use.

O u r coun try  today  is so lid ly  un im odal. W e m ak e all o f  
ou r p lans to  fit w ith  the needs o f  the  p riv a te ly  ow ned  
p erso n a l au tom ob ile . P rivate  au tom ob iles are used for 
all trips, reg ard less  o f  th e ir su itab ility  fo r such a trip. 
T hey  are usefu l and  co n v en ien t fo r m an y  uses, bu t are 
ex p en siv e  to  opera te  and  m ain ta in  w hen  w e cou ld  be 
using  another, m o re  app ro p ria te  m o d e o f  tran sp o rta 
tion.

W e can  com p are  an  au to m o b ile  to  a chainsaw . You 
m ay  use a cha insaw  to cu t d o w n  a tree  ou tside , a p u r
p o se  th ey  are su ited  to. H ow ever, you w o u ld n ’t th in k  
o f  tak in g  tha t cha insaw  inside to  cu t y o u r s teak  at the 
d in n er table. In  the sam e way, w e are u sing  o u r cars 
fo r every  tran sp o rta tio n  need  w e have. W e use the ca r 
to  go 80 m ph  fo r lo n g  d istances o r to  haul th ings from  
p lace  to  p lace , bu t w e also  use it to  go d o w n  the street 
to  the m ark e t o r  fo r o th er sho rt trips. A  lo t o f  p eop le  
are add icted  to  th e ir cars, and  have no  o th er op tion  
bu t to  con tin u e  using  them . S m alle r p o w ered  vehicles 
w ill m ak e  it easie r fo r p eo p le  to d rive  th e ir au tom ob ile  
less.

W e are go ing  to  start see ing  p eo p le  tha t co m m u te  to 
a co n sis ten t p lace  using  th e ir ow n  sm all e lectric  ve
hicle  to co n n ec t to  tran sit system s. T hese  vehicles are 
sm aller, less expensive , and  m ore energy  effic ien t th an  
au tom ob iles. W hile  they  are n o t fo r everybody, there  is 
a large p o p u la tio n  in  the U n ited  S ta tes th a t w ould  use 
th is type o f  tran sp o rta tio n  g iv en  the choice.

T here  are tw o  k inds o f  A m erican  c ities as they  re la te  to 
transit. In  A m e ric a ’s “ th ick  c itie s” you  can  take transit 
and  get o f f  in  a p lace  w here there  are lo ts o f  bu ild ings 
w ith  lots o f  floors w here  you can  reach  m any  doors 
very quickly. T h ese  are c ities such as N ew  Y ork, C h i
cago , and  L os A ngeles. In  o u r “ th in  c itie s” the sam e 
density  is n o t p re sen t, and  tran sit is n o t p a rticu la rly  
su ited  to  these  c ity ’s daily  function . In  c ities like P h o e
n ix  o r D enver, th ere  is on ly  3%  o f  the  p o p u la tio n  us
ing  transit. W h en  you  get o ff  the tran sit sy stem  there 
is s im ply  n o t the sam e n u m b er o f  destin a tio n s in  close 
p ro x im ity  to  the  station . In o rder to  reach  y o u r destin a 
tio n  you  m ay  have to  w alk  qu ite  a d istance . P eop le  ju s t

M a k e s  t h e  D i f f e r e n c e
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d o n ’t have the  tim e  to  w alk  15 m inu tes to  get w here 
they  n eed  to  go. Sm all p o w ered  veh ic les can m ake th is 
k in d  o f  tran sit system  m ore useable to  th o se  try ing  to 
g e t around.

O ne reason  w hy w e h av en ’t 
seen th ese  sm all veh icles 
in w id er use is because  w e 
d o n ’t have space fo r them .
C ities have stree ts and  
sidew alks, bu t no  p lace  for 
sm aller veh ic les to  go. A s 
ou r c ities see th is as a v iab le
tran sp o rta tio n  so lu tion , m ore and  m ore in frastru c tu re  
w ill be bu ilt to  house  an d  facilita te  th is  k in d  o f  vehicle . 
T im e m agaz ine  has rep o rted  th a t ca r sharing  is ab o u t 
to  exp lode in  o u r na tio n , and  sm all veh icles cou ld  co n 
n ec t suburban  hom es to  ca r sharing  locations, g reatly  
add ing  to  the  appeal o f  ca r sharing.

T he m ore p eo p le  becom e in v o lv ed  in th is  m ode o f  
tran sp o rta tio n , the  m ore the  system  will be useful. A t 
th is stage in m any A m erican  c ities, sm all p o w ered  ve
h ic les and  car sharing  system s are s im ilar to  the first 
fax  m ach ines. W ho b o ugh t the first fax  m ach in e?  W ith 
o u t som eone  else ow ning  a fax  m ach ine , y o u r m ach ine

is useless. S im ilarly , until m ore p eo p le  buy in to  th is 
m ode, it w ill be d ifficu lt fo r those  w ho  do to  operate. 
H ow ever, once a large p o p u la tio n  is com m itted  to  car 
sharing  system s and  sm all vehicle  use, the  benefits w ill

sp read  across a w ider and  
w id er g roup  o f  peop le .

P ack ag in g  a lte rna tive  
tran sp o rta tio n  m odes have 
a huge econom ic benefit to  
fam ilies. T h is w ill be the 
b iggest a ttraction , ra th e r 
than  g loom y fo recasts 

o f  m elting  icecaps and  b leach ing  coral reefs. Saving  
$20 ,000  in ca r p ay m en ts  o v er a few  years, and  m any 
tim es th a t o v er a life tim e, w ill tran sla te  in to  g rea ter 
quality  o f  life  fo r m any A m ericans.

A  n etw ork  o f  tran sp o rta tio n  and  d ig ital tech n o lo g y  will 
con tin u e  to  help  w ith  the  creation  o f  a m ore co n v e
n ien t tran sit system . W h en  p eo p le  beg in  to  rea lize  the 
econom ic benefits o f  a lte rn a te  m odes o f  tran sp o rta 
tion , and  as they  becom e m ore conven ien t, a vast sh ift 
in local p rio ritie s  w ill take  p lace , and  m ore an d  m ore 
p eo p le  w ill be w illing  to  step  ou t o f  th e ir cars and  en ter 
in to  a m u ltim odal w orld.
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E n v i r o n m e n t s  T h a t  S u p p o r t  

W a l k i n g  t o  D a y - t o - D a y  

D e s t i n a t i o n s

Laura Brennan Ramirez, Inncval, St. Louis. Missouri 

Jonathan Amburgey, University of Utah, Salt Lake City, Utah 

Kelvin Walsh, Maribymong City Council, Mairbymong, Australia 

Rich Cassidy, City of Portland. Oregon 

Nancy Stevens, Kaiser Permancnte, Portland, Oregon

P hysically  inactive  lifesty les are now  a m ajo r health  
concern  in the U n ited  S tates. A  ro o t cause  o f  inactiv ity  
is the  lay o u t and  design  o f  the co m m unities w e inhabit. 
P o o r urban design  in o u r c ities d isco u rag es w alk ing  to 
d estin a tio n s , and  induces obesity  in o u r popu lace . U r
ban d esigners today  have found  th a t there  are  health  
benefits to  w ell d esig n ed  co m m unities th a t en courage 
w alk ing . T hose w ho live 
in “ w a lk ab le '’ co m m unities  
rep o rt th a t they  w alk  m ore 
and  d rive  less than  those  in 
o th e r neigh b o rh o o d s. L iv ing  
in these  types o f  co m m u n i
ties has a p o sitiv e  im p act on 
a ir  quality  in ou r c ities, and  there  are  ind iv idual health  
benefits to  th o se  w ho  ch o o se  to  w alk  in  these  n e ig h b o r
hoods, in c lu d in g  m odest w e ig h t contro l and  reduced  
risk  o f  ca rd io v ascu la r d isease.

In d esig n in g  a com m unity  fo r w alkab ility , it is e ssen 
tial th a t th ree  env ironm enta l facto rs be considered : 
density , d iversity , and  design . In o rd e r fo r a re s id en t 
o f  th a t com m unity  to  have the option  o f  w a lk ing , they 
m ust feel safe (design ), have a d estination  (d iversity ), 
and  be ab le  to  reach  it in a reaso n ab le  d istance (d en 
sity). T he p rin c ip les  o f  n ew  urban ism  have assum ed  
th a t u rban  desig n  w ill in fluence behavior, bu t th ere  are 
few  stud ies to  date  th a t d irec tly  add ress the  specifics o f  
such  desig n  influences.

W alkab ility  S tu d y
Jonathan Amburgey. University of Utah. Salt Lake City. Utah 
jonathan.amburgcy@psych.utah.cdu

A  study w as o rgan ized  in 2005 to  iden tify  en v iro n m en 
ta l fea tu res th a t m o st in fluence an  in d iv id u a l’s p h e-

nom elog ical experiences in urban settings. P artic ipan ts  
w ere  asked  to  ra te  th e ir experiences du ring  a guide 
w alk  th rough  the  G atew ay  d is tric t o f  S alt L ake C ity, 
U tah . A  sca led  m easure  w as used to  eva lua te  each  seg 
m en t o f  the w alk , and  p artic ip an ts  reco rd ed  th e ir ex p e 
rien ces  w ith  tape  reco rd e rs  th a t w ere p rov ided .
D u rin g  the g u ided  w alk , th ree  specific segm en ts w ere 
considered : a p ed estr ian -fr ien d ly  area , a p ed estrian - 
un friend ly  area, and  a m ixed -p ed estrian  area. T he 
p edestrian  -friend ly  area w as c lean , w ell m ain ta ined , 
w ith  p len ty  o f  s ignage, p u b lic  spaces, vegeta tion , vari
ation in p av em en t types, and  o th er am en ities  geared  
specifically  to  p ed estrian s. T he p ed estrian -u n frien d ly  
area w as charac te rized  by sparse  vegeta tion , o b s tru c t
ed  v iew s, a few  underg round  p ark in g  ex its , and  close 
p ro x im ity  to  qu ick ly  m o v in g  traffic. T h e  p ed estrian - 
m ixed  area had sm all p a rk  areas, adequate  sidew alks, 
poo rly  m ain ta ined  p a rk in g  areas, bare open space, and  
w as c lose  to  au to  traffic.

O rgan izers o f  the  study 
p red ic ted  th a t p artic ip an ts  
w ould  have a m ore p ositive  
a ttitu d e  tow ards areas tha t 
w ere p ed estr ian -frien d ly  in 
design , and  a n eg a tiv e  a tti

tu d e  to  the  areas th a t w ere m ore hostile  to  pedestrians. 
P artic ip an ts  w ere asked  to  an sw er questions a fte r th e ir 
w a lk ing  to u r th a t ra ted  tw o  p rim ary  facto rs o f  th e ir  ex 
perience: traffic safety  and  p o s itiv e  a tm osphere . T hey  
w ere  asked  to  ra te  th e ir feeling  o f  safety  w h ile  w alk ing  
and  w hile  c ro ssin g  the  street, as well as the friend liness 
o f  the  a tm o sp h ere  o f  the p lace  and  the  general quality  
o f  the social env ironm en t.

T hey  found  th a t the  p artic ip an ts  o f  the  study iden tified  
en v iro n m en ta l desig n  featu res as p o sitiv e  in fluences 
011 the  quality  o f  th e ir w alk , and  d id  indeed  have m ore 
p o sitiv e  a ttitudes tow ard  the  p ed estrian -frien d ly  area. 
T he general social en v iro n m en t w as ran k ed  h igher for 
the  p edestrian  m ixed  area than  fo r e ith e r o f  the  o th er 
tw o  study areas.

It w as also  found  th a t the p a rtic ip an ts  had m ore p o s i
tiv e  o p in ions o f  the  p ed estr ian -u n frien d ly  area  in re 
gards to  traffic safety. T h is  m ay  p o ten tia lly  be linked  
to  p ro x im ity  o f  traffic to  the  p ed es tr ian  areas. In the 
area classified  as p edestrian -friend ly , au to m o b ile  traf-

ln  d e s ig n in g  a  c o m m u n ity  fo r  w alk 
ab ility , it is  e s s e n t ia l  t h a t  th r e e  e n 
v iro n m e n ta l f a c to r s  b e  c o n s id e re d :

d e n s ity , d iv e rs ity , a n d  d e s ig n .
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fic w as m uch c lo se r to the sidew alk , b u t w as m oving  
at a m u ch  red u ced  speed . In  the areas te rm ed  p ed e s
trian -unfriend ly , the traffic w as m uch faster, b u t w as 
m ore d isp ersed  and  at a s ign ifican t d is tan ce  from  the 
sidew alk .

In  conc lusion , the study  o rgan izers found  tha t en v iro n 
m ental desig n  featu res have a d irec t effec t on  the q u a l
ity  o f  experience  in  a p lace . A m ore  in -d ep th  s tudy  in  
this area w ill p ro d u ce  g rea t b en e fit fo r the fu tu re  o f  city  
p lan n in g  and  design . A dditional re search  is n eed ed  in 
this area, and  m ethodo log ical re finem ents w ill n eed  to 
b e  m ade in o rd e r to m ake the study  m ore scien tifica lly  
based . T he p artic ip an ts  o f  this s tudy  w ere com posed  
o f  26 u nderg radua te  studen ts from  the U n iv ers ity  o f  
U tah , 73%  fem ale, and  26%  m ale. A su b seq u en t study  
is p lan n ed  w ith  s im ila r m ethods, m ade up o f  47 u nder
g rad u ate  studen ts from  the U n iv ersity  w ith  a sm alle r 
d iffe rring  g en d er ra tio .

F o o tsc ra y  T ra n s i t  City
Kelvin Walsh, Maribymong City Council,
Mairbymong, Australia 
kelvin.walsh(5).niaribymong. vie.gov.au

W ith in  the M elbourne , A ustra lia  m etro p o litan  re 
g io n  lies the c ity  o f  
M arib y m o n g , hom e 
to 60 ,000  residen ts.
M arib y m o n g  has a 
d iverse  p o p u la tio n  
w ith  60 d is tin c t lan 
guages sp o k en  in  the 
city, and  m ore th an  
35%  o f  the c ity ’s 
res id en ts  are cu ltu r
ally  o r lin g u istica lly  
d iverse.

T he p rim ary  co m 
m ercial area o f  
M arib y m o n g  is 
k now n  as Footscray , 
a fa irly  low  level su b u rb an  com m ercial center. P rim ar
ily  k now n  fo r its fa rm e r’s m arke t and  re s tau ran ts , the 
area has been  in dec line  since the 19 8 0 ’s due to the 
p ro life ra tio n  o f  su burban  m alls. F o o tsc ray  is a h igh ly  
w alk ab le  area, w ith  the b u s ie s t ra ilw ay  s ta tio n  ou tside

o f  central M elb o u rn e  found  in  the cen te r o f  the co m 
m unity. T here  is a lso  a fixed  g u idew ay  s tree tca r in 
Footscray , as w ell as a bus system . M any  o f  the civ ic  
bu ild in g s fo r the city  o f  M elb o u rn e  are found  here.

D uring  the “ (re) V ision ing  F o o tsc ray ” p ro cess , the co m 
m u n ity  w as inv o lv ed  in  dec id ing  w ha t th ey  w an ted  the 
c ity  to be like in  the fu ture. T he d iv ersity  o f  the p o p u la 
tio n  m ade this p rocess qu ite  cha llen g in g , and  the feed 
b ack  g iv en  w as equa lly  com plex . In  the end, co m m u 
n ity  res id en ts  exp ressed  the desire  to have a c ity  w ith  
a core id en tity  and  im age tha t w as safe, d iverse , and 
w ell-designed .
As p art o f  this rev is io n in g  p rocess, an  u rban  design  
fram ew o rk  w as developed . T his fram ew ork  is in ten d 
ed to g ive  gu id an ce  to those  inv o lv ed  in  p u b lic  and  p r i
va te  sec to r im provem en ts. C iv ic  im p ro v em en t funds 
will b e  spen t to a id  those  w ho are in  keep ing  w ith  the 
p rin c ip les  o f  the u rban  design  fram ew ork . A  specific 
leg isla tiv e  p ro g ram  w as also  d ev e lo p ed  in  o rder to  see 
tha t the gu idelines are im p lem en ted  to m ake the F o o t
scray  area in to  w ha t the resid en ts  w ish  it to  b ecom e.

C iv ic  im provem en ts in  the area w ere  b eg u n  at the only  
op en  g reen  space in  the deve lopm en t, a p lace  ca lled  
M ad d e m  Square. C u rren tly  u nderu tilized , p lans w ere

d ev e lo p ed  to im 
p ro v e  the q uality  o f  
the square in  o rd e r to 
m ake it a n ew  m ee t
ing  p lace . D uring  
this p ro cess , a team  
o f  p ro p e rty  ad v i
sors w ere  engaged  
to  w ork  w ith  the 
city  and  the p ro p e rty  
ow ners in  o rder to 
d eve lop  the square 
in  acco rdance w ith  
the n ew  u rban  d e
s ig n  fram ew ork .

Several p rog ram s 
su pport the c ity ’s p lan  fo r the area by  in v o lv in g  co m 
m u n ity  m em bers in  the issues o f  th e ir neigh b o rh o o d s. 
“ G reen  travel p lan s” have b een  d eve loped  in  o rd e r to 
help  red u ce  ca r d ep en d en cy  in  F o o tsc ray  and  to  en-

The city of Footscray is working towards improved walkability
around its transit hub. Photo courtesy o f  Kelvin Walsh, City o f  footscray.
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courage  a lte rn a tiv e  form s o f  transporta tion . D ev e lo p 
ers are  enco u rag ed  to  inc lude  in frastruc tu re  in th e ir 
deve lopm en ts th a t w ill su p p o rt cyc ling , w a lk ing , and 
p u b lic  tran sp o rta tio n  in o rd e r to  d ecrease  the  need  for 
an  au to m o b ile  in o rder to  get a round  the  city.
A n o th er in n o v ativ e  p rog ram  seeks to  add ress issues o f  
rising  rates o f  ch ild h o o d  obesity , as w ell as in creas
ing  crim e ag a in st ch ildren . A “w a lk in g  school bus” has 
been  o rg an ized  in the  area th a t a llow s ch ild ren  to  be 
ab le  to w a lk  to school, b u t k eep s them  safe from  traffic 
o r o ther dangers. P aren t “d riv ers” w a lk  a designated  
rou te to  the local school each day, p ick in g  up ch ildren  
a t specific  stops. T ogether w ith  a “ co n d u c to r” p aren t 
w ho  fo llow s beh ind , the  w alk ing  school bus m ak es its 
w ay  to  school as a g roup , k eep in g  the  ch ild ren  safe.

“F in d in g  Footscray , F o o tsc ray  F o u n d ,” is a p rog ram  
designed  to  get business ow ners and  com m  unity  m em 
bers inv o lv ed  in the 
overall v iab ility  o f  the 
center. A p ro g ressiv e  
d in n er w as held  w ith  
groups o f  20 w alk ing  
from  restau ran t to  res
tau ran t th ro u g h o u t the 
cen te r o f  Footscray.
T his has helped  to  raise 
aw areness o f  the  great 
varie ty  o f  restauran ts 
found  in the  cen te r o f  
Footscray . P ercep tion  
o f  n igh ttim e safe ty  in 
the  cen te r has been a 
cha llenge  for the  city, 
and  it is hoped  th a t th is 
p rog ram  has helped  res
iden ts feel th a t the  area 
is safe  to  w a lk  th rough  
a t night.

T he city  o f  M arib y rn o n g  has found  th a t an essential 
p a rt o f  the  red ev elo p m en t o f  th e ir cen tral com m ercial 
co re  has been  th e ir w o rk in g  w ith  co m m u n ity  m em bers 
directly . It is k ey  th a t residen ts o f  the  area feel th a t they  
are invo lved  in any  new  dec isions m ad e ab o u t their 
com m unity . A lso , y o u  need  a co m p reh en siv e  approach  
to  the  red ev elo p m en t so th a t increm ental changes are

no t p iecem eal, bu t are p art o f  an  o v erarch in g  p lan  for 
the en tire  com m unity . A nd  finally , local governm en ts 
can n o t de liver it all to  the  com m unity , bu t are in need  
o f  s ign ifican t su pport o f  reg ional an d  state g o v ern 
m en ts both in areas o f  p o licy  and  cap ita l funding.

P o r tla n d ’s  “Ten T o es  E x p re s s”
Rich Cassidy, City of Portland, Oregon
Nancy Stevens, Kaiser Permanente, Portland, Oregon
rich.cassidy@pdxtrans.org

In 2004  the C ity  o f  P o rtlan d  O ffice o f  T ransporta tion  
began  a w a lk in g  cam p aig n  ca lled  “Ten Toes E x p re ss” 
w ith  an  EPA ou treach  grant. T h is cam paign  w as begun 
in con junction  w ith  the  o p en ing  o f  a th ird  ligh t rail line 
in the  P o rtlan d  area. W ith add itional su p p o rt from  the 
K a ise r P erm an en te  co rpo ration , the  Ten Toes p rogram  
w an ted  to  increase  the use o f  w a lk in g  as a tran sp o rta 

tion  cho ice , m o st sp e
c ifica lly  fo r sho rt trips. 
T he c ity  also  w an ted  
to  increase  aw areness 
o f  the hea lth  benefits  
o f  w a lk ing , and  used 
the slogan  “W alk
ing  fo r sh o rt trips is a 
g rea t tran sp o rta tio n  o p 
tion that benefits  y o u r 
health , to o !”

T he p rog ram  has o rig i
nally  ta rg e ted  13,000 
househo lds th a t live in 
c lose p ro x im ity  to  the 
new  LR T line. T he area 
is m o stly  com posed  

o f  o ld er neighborhoods, 
w ith  no t m u ch  co m m er
cial developm en t. A p a r t

nersh ip  w as fo rm ed  w ith  K aise r P erm anen te , a health  
in su rance  p rov ider, w hich  has a large co rpo ra te  cam 
pus lo ca ted  in the  ta rg e t area, and  em ploys m an y  o f  the 
co m m u n ity ’s residen ts .

A ll 13,000 hom es w ere  co n tac ted  by d irec t m ail, no 
tify in g  them  o f  the  new  p ro g ram , and  o ffering  a free 
w a lk in g  k it, co n tin g en t upon com pletion  o f  a su rvey

Walking kits containing maps, a walking log, coupons, 
and a pedometer were distributed as part of Portland’s
Ten Toe Express” program. Photo courtesy o f  Rich Cassidy.
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ab o u t their w a lin g  habits. T he k its  sen t ou t to  those 
w h o  co m p le ted  the su rvey  inc lu d ed  a p ed o m ete r (d o 
n a ted  by K a ise r P erm an en te), a w a lk ing  log, and  offers 
fo r a free w elln ess exam . R eso u rces tha t w ere  included  
in  the w a lk in g  k it  inc lu d ed  
a w a lk in g  m ap  fo r the area 
around  the lig h t ra il line, 
and  a w elln ess brochure.
R ecip ien ts  w ere  also  n o ti
fied  abou t esco rted  w alks 
and  rid es to be  held  du ring  
the sum m er. C o u p o n  books 
fo r local b usinesses w ere 
also  included , enco u rag in g  
p eo p le  to get o u t to exp lore 
th e ir  co m m u n ity ’s busi
nesses.

G uided  w alk in g  tours w ere  
he ld  on  T h u rsd ay  even ings 
and  S atu rday  m o rn in g s 
from  Ju n e  to O ctober. T h e  re sp o n se  to  this p a rt o f  the 
p ro g ram  w as great, and  m o st o f  the p artic ip an ts  on  the 
w alks said  la te r tha t the w alks h e lp ed  th em  d iscover 
n ew  n eig h b o rh o o d s, new  parks, and  new  businesses, 
and  that they  also  m e t new  peop le . T hey  also  repo rted  
tha t they  increased  the n u m b er o f  trips they  to o k  by 
foo t each  w eek.

K aise r P e rm an en te ’s in tere st in the  p rog ram  has fo 
cused  on  increasing  the level o f  activ ity  in  the g en 

eral pop u la tio n . T hey  have  dev e lo p ed  a cam p a ig n  for 
th e ir p o licy  ho ld ers , as w e ll as those  in  the Ten Toes 
area ca lled  “T h riv e ,” en courag ing  every o n e  to live 
m o re  actively . T hey  ho p e  tha t the Ten Toes p ro g ram

w ill enco u rag e  everyone 
to  in crease  p ed es tr ian  trips 
and  im p ro v e  their g en 
eral health . T he “T h riv e” 
cam p a ig n  has included  
sen d in g  ou t flyers and  b ro 
chures abou t the  benefits o f  
p h y sica l activity , as w e ll as 
co ok ing  c lasses, w a lks, and 
o th er “h an d s-o n ” elem ents. 
T h e ir goal fo r the cam paign  
is to  h av e  a w a lk in g  m ap  
fo r every  n e ig h b o rh o o d  in  
the P o rtland  area, th a t re s i
den ts can  use as a resource . 
T his cam paign  has w ork ed  
w ell in  co n ju n ctio n  w ith

D uring  the second  y ea r o f  the  Ten Toes E xpress, 2005, 
the varie ty  o f  g u ided  w alks has increased . A  “Pup 
C raw l” w as held , en co u rag in g  p a rtic ip an ts  to  bring  
their dog  a long , as w e ll as a sk e tch b o o k  w alk , spon
sored  by a lo ca l art supp ly  store. A n  arch itec tu ra l h e ri
tage g roup  also  b ecam e invo lved  and  he ld  a h isto rical 
hom es tour. In  all, o v er 3 ,400  k its have  been  d is trib 
uted, and  the p ro g ram  has been  hailed  as a success in  
the P o rtlan d  area.

m ore w a lk in g  tr ip s and to  help  citizen s d iscover
n ew  n eig h b o rh o o d s in th e P ortlan d  area. Photo cour
tesy o f  Rich Cassidy.

the Ten Toes p rogram .
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Removing Obstacles to TOD 
and Smart Growth

J e f f  T um lin , Nclson/Nygaard Consulting Associates,
San Francisco, California 
j  tumlin @nelsonnygaard. com

T h o se  b u ild in g  tran sit-o rien ted  d ev e lo p m en t in  the 
U n ited  S tates today  m u st o v erco m e m an y  serious o b 
stacles w ritten  in to  city  codes. C o m m u n ity  regu la tions 
are set up fo r the “pub lic  g o o d ,” bu t th ey  end  up p re 
v en tin g  the b u ild in g  o f  livab le  and  desirab le  co m m u n i
ties. In  fact, in  v irtu a lly  every  A m erican  city  it w ould  
be  illegal to  reb u ild  o u r favorite , m ost icon ic  n e ig h b o r
hoods i f  they  w ere to  b u m  dow n.

D esp ite  the obstacles fac ing  those  w ho w ant to build  
T O D , so m ew h ere  in  the coun try  there  is a t least one 
m u n ic ip a lity  tha t has d ev e lo p ed  a so lu tio n  to  each  one; 
how ever, there  is no  c ity  tha t has b ro u g h t all these  so 
lu tions to g e th er in  one co m p reh en siv e  T O D  policy. 
T O D  w ill n o t be ab le  to  m ak e the in  roads th a t those 
p ro m o tin g  it w ou ld  like until co m p reh en siv e  so lu tions 
are im plem ented .

P ro b ab ly  the b ig g est p ro b lem  fac ing  d ev e lo p m en t o f  
T O D  is p ark in g  and  traffic code. T he p rin c ip le  fear 
p ro m p tin g  cu rren t p a rk in g  reg u la tio n s is tha t o f  p a rk 
ing  sp illo v e r in to  ex isting  neigh b o rh o o d s. In  o rd e r to 
red u ce  N IM B Y  (“n o t in  m y b ack y ard ”) a rgum ents, 
p a rk in g  codes req u ire  m u ch  m ore p ark in g  th an  T O D  
pro jec ts  ac tu a lly  need, add ing  s ign ifican tly  to the o v er
all cost o f  the p ro ject.

A  few  stra teg ies to  address 
p a rk in g  issues in c lu d e  ad 
ju s tin g  codes based  on  lo 
cal co nd itions, abo lish ing  
p a rk in g  m in im u m s, and 
estab lish in g  m axim um s.
M o st p ark in g  req u irem en ts are based  o n  the tw o  b u si
est sh opp ing  days o f  the year, n o t on  w hat w e ac tua lly  
liv e  w ith  fo r the re st o f  the year. B y  red u c in g  p a rk 
ing  supp lies to  m ore  m an ag eab le  levels w e incen tiv ize  
tran sit use and  p ro m o te  d ev e lo p m en t that w o n ’t add  to 
cu rren t co n g estio n  p rob lem s.

P asadena , C alifo rn ia  has changed  its p ark in g  codes 
and  has seen  a strong  rev ita liza tio n  in  its d o w n to w n  
core. W hen  businesses b eg an  to  co m p la in  ab o u t a lack  
o f  p ark in g , the c ity  d id n ’t in v est in  added  p ark in g  in 
frastructu re , b u t b eg an  to  charge fo r park ing . B u s i
nesses p ro te s ted  at first, fearing  that p eo p le  w o u ld  no

D o w n to w n  P asad en a  has b een  rev ita lized  due to 
ch an ges in p ark in g  p o lic ies. Photo courtesy o f Jeffrey Tumlin.

lo n g er com e d o w n to w n  i f  they  had  to  pay  fo r park ing . 
T h e  city  d ed ica ted  all p a rk in g  funds to  d o w n to w n  im 
p ro v em en ts, add ing  stree t fu rn itu re , ligh ting , trees, and 
stree t clean ing . T h e  change in  the d o w n to w n  area has 
d raw n  m ore  p eo p le  th an  ev e r in to  the dow ntow n , bu t 
the p ark in g  p ric in g  ensures th a t there  is a lw ays park in g  
availab le .

B u ild in g  codes are an o th er o b stac le  facing  T O D . M any  
cities re ly  on the B u ild ing  O fficial and  C ode A d m in is
tra tio n  (B O C A ) w h ich  sets m in im u m  req u irem en ts  for 
m ateria ls  and  m ethods o f  construc tion , add resses loads

an d  stresses, fire p ro tec 
tion , spec ia l uses, ligh ting  
and  v en tila tio n , and  m eans 
o f  egress. T h ese  re q u ire 
m ents ac tua lly  p rev en t the 
ren o v a tio n  o f  o ld  bu ild ings 

and  enco u rag e  d em o litio n  th ro u g h  code requ irem en ts. 
M any  ex is tin g  bu ild ings are b u ilt to  ea rlie r code re 
qu irem en ts and  are still safe , b u t m ay  n o t m eet cu r
ren t code. B y  req u irin g  th em  to m eet cu rren t codes 
tha t are  the  “ id ea ls” in  n ew  construc tion , developers 
shy  aw ay  from  ren o v a tio n  p ro jec ts  due to  add itional

C o m m u n ity  r e g u la t io n s  a r e  s e t  u p  f o r  th e  
“ p u b lic  g o o d ,” b u t  th e y  e n d  u p  p re v e n t in g  th e  

b u ild in g  o f  liv ab le  a n d  d e s i r a b le  
c o m m u n it ie s .
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costs and  risks. A  po ssib le  so lu tion  w o u ld  be to  create  
a separate  ren o v a tio n  code  tha t w o u ld  m ak e  ren o v ated  
bu ild ings safe, b u t w ou ld  be  less costly  to  those  in te r
ested  in  im prov ing  d o w n to w n  areas tha t have ex isting  
structures. T his w o u ld  re 
d uce  the n u m b er o f  vacan t 
and  ab an d o n ed  bu ild ings 
in  o ld er neighborhoods.

A n o th e r fru stra tio n  to 
T O D  d ev e lo p m en t is the 
U n ifo rm  F ire  C ode. Som e 
em ergency  offic ia ls hav e  ad d ressed  concerns w ith  
“sm art s tree t” designs tha t a llo w  n arro w er streets, 
sm aller in tersec tions and  sh o rte r cu rve rad ii. I t’s im 
p o rtan t to  understand  tha t this in  n o t a law , m ere ly  a 
code created  by the  W estern  F ire  C hiefs A ssocia tion . 
T he U F C  req u ires  tha t there be  2 0 ’ c lea r be tw een  
p ark ed  cars at a ll p o in ts , w h ich  basica lly  e lim inates 
m any  “sm art s tree t” concepts.

T he fire code  issu e  b asica lly  com es d o w n  to w ha t w e 
view  as a priority . T he in ten t o f  th e  fire co d e  is to  p re 
serve pub lic  safety, b u t as s tree t w id ths increase , the 
n u m b er o f  au to -re la ted  in ju ries and  deaths also  in 
crease . For every  p e rso n  th a t is k illed  in  a fire, m ore 
th an  e lev en  d ie  in  traffic crashes, and  fo r every  p erso n  
in ju red  in  a fire, 148 are in ju red  in  traffic acciden ts. 
T he q uestion  becom es, are w id e r stree ts  o r  lo w er fa
talities m o re  im p o rtan t to us as a com m unity?

O regon  is a g rea t lead er w h en  it com es to  fire codes. 
T he g o v ern m en t can  supercede  th e  fire code to  allow  
for sa fe r streets. S om e so lu tions w o u ld  be to a llo w  for 
m ore  fire rou tes. In sp raw l ty p e  d eve lopm en ts there  
is only  one ro u te  to  a fire, and  i f  th a t is b lo ck ed  th en  
th e  fire d ep a rtm en t has no w ay to  reach  it. In sm art 
grow th  areas the stree ts m ay  be m o re  narrow , b u t there 
are several a lte rna tives to  reach  the  fire.

T he C lean  W ater A c t is em erg ing  as a big  issue in 
dev e lo p m en t p ro jects. T his requ ires the states to set 
and  then  ach iev e  Total M axim um  D aily  L oad  lim its, 
lim iting  to ta l p o llu tio n  in to  each body  o f  w ater. The 
p rob lem  com es w h en  state  an d \o r local req u irem en ts 
d isco u rag e  infill developm en t. T hey  w an t the  low er

density  and  sp raw l ra th e r th an  infill and  h igher d en 
sity. B u ild ing  m o re  dense ly  increases storm  w ate r 
ru n o ff  as there  are few er p erm eab le  su rfaces to  absorb  
w ater. T his approach  looks a t w a te rsh ed s on  a m in is

cu le scale , w h en  w e shou ld  
be look ing  at reg io n a l ru n 
o f f  issues. A  m o re  dense ly  
d eve loped  area  m ay  have 
a h ig h er p ercen tag e  o f  im 
p erm eab le  su rfaces, bu t 
the ru n o f f  p e r househo ld  is 
m uch  less co m p ared  to the 
lo w er density  n e ig h b o r

hoods tha t the C lean  W ater A c t seem s to support.

N ex t, is the F a ir H ousing  A c t and  o th er d isab ility  law. 
If a b u ild in g  has 4  o r m ore  u n its  and  b u ilt a fte r 1991, 
th en  all units and  all pub lic  and  co m m o n  areas m u st be 
w h ee lch a ir accessib le . C ourtyard  housing , arguab ly  
one o f  the m o s t livab le  types o f  d ense  housing  d ev e l
opm ent, is v irtually  illega l due  to these reg u la tio n s. I f  
a ll housing  m u st be w h ee lch a ir accessib le , the only  
types o f  housing  that can  be b u ilt are  ranch  houses and 
co rrido r-loaded  apartm ents.

A  p artia l so lu tio n  is to  desig n  a d ev e lo p m en t in  such 
a w ay th a t g ro u n d  floo r h ousing  is accessib le  w ith  
n o -s tep  en tries. A n  e lev a to r can  be insta lled  in  som e 
bu ild ings to  in crease  the n u m b er o f  accessib le  units. In  
p ro jec ts  w ith  s ign ifican t g rade change, the  fron t o f  the 
h ousing  units can  allow  fo r g rade change w ith  several 
steps w h ile  the re a r  can  have a n o -s tep  en try  from  a 
garage.

S ta te  schoo l s tandards are also  c rea ting  p ro b lem s w ith  
sm art g row th  developm en ts. In  the in te re st o f  k ee p 
ing  o u r studen ts ac tiv e  w e  have m o v ed  schoo ls o u t to 
the p erim e te r o f  o u r cities w h ere  land  is ava ilab le . In  
th is w ay  all s tuden ts are req u ired  to d rive  o r be d riv en  
to  school, as schoo ls are no  lo n g er accessib le  by foot 
o r by bike. C u rren t state  s tandards req u ire  that high 
schoo ls have at least th irty  acres o f  land  fo r every  100 
studen ts. T his increases vehicle  trips and  reduces the 
ac tiv ity  level o f  o u r ch ildren .

W ays to  so lve these p ro b lem s w o u ld  be elim ina ting  
ac reag e  standards, en co u rag in g  sta te  law s th a t p ro v id e
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fu n d in g  fo r ren o v atio n s and  m ain ten an ce , and  open in g  
lines o f  co m m u n ica tio n  b e tw een  land  use, tran sp o rta 
tion , and  the sch o o l p lan n in g  office. A n o th e r so lu tion  
is to p ro m o te  sm aller 
schoo ls, w h ich  n o t 
o n ly  has land  use b en 
efits, bu t m an y  ed u ca
tional benefits as w ell.

C o n g estio n  M an ag e
m en t S ystem s req u ire 
m en ts are an o th er 
T O D  obstacle . C M S 
req u ire  tha t roadw ays 
be d esig n ated  fo r a 
specific  pu rp o se , es
tab lish in g  standards 
fo r tran sit frequency.
T h ey  focus on  short 
ran g e  co n g estio n  goals 
and  n o t on  lo n g er term  
traffic g en era tin g  land  u se  issues. T hey  tend  to force 
d ev e lo p m en t to areas w ith  no  m a jo r traffic im pacts 
such as g reenfields sites far from  city  centers.

T he state o f  C alifo rn ia  p assed  a b ill in  2002 tha t c re
a ted  “ infill o p portun ity  zo n es” that w o u ld  su rround  
tran sit stops w ith  freq u en t serv ice. T hese  zones are  ex
em p t from  traffic s tandards as set by congestion  m an 
ag em en t system s, w h ich  w ill enhance the w a lk ab ility  
o f  the area, p ro m o tin g  transit use.

Z o n in g  and  su b d iv isio n  codes are a m ajo r o bstacle  that 
dev e lo p ers face every  day. T he in ten t o f  co nven tiona l 
zo n in g  is to  lim it h e ig h t and  density , seg regate  uses, re 
qu ire  setbacks, and  p ro v id e  am ple  free park ing . T hese 
zo n in g  req u irem en ts  hav e  g iven  us the u nm anageab le  
and  un livab le  c ities tha t w e have today. T O D  is n o t 
av a ilab le  “as o f  r ig h t.” O u r cities shou ld  be m ak ing  
quality  d ev e lo p m en t m u ch  easie r th an  sp raw l p ro jec ts, 
bu t the o pposite  is true in  m ost com m unities.

A p o p u la r so lu tion  to  cu rren t zo n in g  code p ro b lem s 
is to d eve lop  fo rm -b ased  codes, ra th e r than  use-based  
codes. S everal tow ns in  C a lifo rn ia  hav e  ad o p ted  form - 
based  codes, w h ich  show  w h a t the d ev e lo p m en t m ust 
lo o k  like, ra th e r th an  d esc rib in g  uses tha t are fo rb id 

den. N e ig h b o rs  are h igh ly  supportive  o f  fo rm  based  
codes because  th ey  can  see w h a t new  d eve lopm en ts 
w ill lo o k  like.

S treet desig n  codes 
are an o th er obstacle  
to  TO D . T h ese  codes, 
such  as the A A S H T O  
G reen  B ook , p ro 
v ide fa irly  flex ib le  
standards w ith  stree t 
design . It he lp s p ro 
v ide d iffe ren t ru les to 
d iffe ren t situations. 
M an y  cities requ ire  
tha t h ig h w ay  stan 
dards be app lied  to 
all ro ad  construc tion , 
done in  the n am e o f  
p u b lic  safety. H o w 
ever, d riv er b ehav

io r on  u rban  streets is en tire ly  d iffe ren t from  h ig h w ay  
d riv er behavior. W e shou ld  be desig n in g  ou r c ity  streets 
to  en courage lo w er speeds, fas te r d riv er reac tio n  tim es, 
and  to  im prove p ed estr ian  safety. S everal g roups are 
cu rren tly  w o rk in g  on  a p u b lica tio n  en titled  “C on tex t 
S ensitive  D esig n  S o lu tions fo r M ajo r U rb an  T hor
o u g h fa res” to  add ress stree t desig n  code  issues.

S treet typo log ies and  p erfo rm an ce  m easu res are an 
o th er cha llenge. T he p ro b lem s lie w ith  the language 
tha t is used in  the codes. S treet typo log ies are  cu rren t
ly  labeled  as “arte ria l,” “co llec to r,” and  “lo ca l,” on ly  
as they fu lfill au to  needs, to the exclusion  o f  all o ther 
uses. S treet p e rfo rm an ce  shou ld  also  be m easu red  ac 
co rd in g  to  p ed estr ian  d em an d  and  re ta il use. T ransit 
n e tw o rk s shou ld  be p rio ritized  acco rd in g  to  ex isting  
dem and , defin ing  each stree t acco rd in g  to the specifics 
o f  the neigh b o rh o o d . E ach  stree t is g iv en  a func tiona l 
code, w h ich  determ ines the q uality  o f  each  m o d e ’s 
serv ice on  tha t street. D ep en d in g  on  dem ands fo r that 
road , you can  d e term in e  w h ich  m ode shou ld  be p rio ri
tized  and  how  m u ch  you can  in co n v en ien ce  the o ther 
m odes o f  transporta tion .

I m p act fees are an o th er challenge. T hey  can  be a p o w er
fu l too l fo r en courag ing  and  d isco u rag in g  d ev e lo p m en t

S treet regu la tion s m ak e som e o f  th e  co u n try ’s m o st loved  
streets illega l, such  as th is street in C h ico , C a liforn ia , image
courtesy o f Jeffrey Tumlin.
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and ra is in g  funds fo r sm art g ro w th  im provem en ts. O ne 
o f  the p ro b lem s w ith  fees is tha t in  m an y  cities they  are 
on ly  used to w id en  stree ts  w h ich  in  re tu rn  w ill increase  
traffic. P ro jects that fav o r tran sit and  d o n ’t have the 
sam e traffic im p act as trad itio n a l p ro jec ts  are charged  
the sam e im p act fee as i f  they  had  the sam e dem and  
on  co n g ested  in fra s tru c
ture. P alo  A lto , C alifo rn ia  
has rev ised  th e ir im p act fee 
p o licy  to inc lude  in v es t
m en t in  tran sit p ro jec ts  and 
o th er com m u n ity  im p ro v e
m ents. It has ra ised  its fee 
ra te  to m o re  th an  $6 ,000  
p e r p eak  h o u r v eh ic le  trip  crea ted  by the p ro ject. It is 
estim ated  tha t these  im p ac t fees w ill ra ise  $27 m illio n  
over 22 years.

Lastly , en v iro n m en ta l com pliance  is a large issue w h en  
p lan n in g  a n ew  T O D  pro ject. E very  en v ironm en ta l 
reg u la tio n  has g rea t in ten tions, b u t the ou tcom es are 
no t a lw ays truly env iro n m en ta lly  beneficial. T he only 
co n sid era tio n  tha t an  en v iro n m en ta l im p ac t s ta tem en t

focuses on  is au to  co n g estio n  generation , w h ich  m u st 
be  red u ced  at a ll costs acco rd in g  to en v ironm en ta l 
policy. A cco rd in g  to these  po lic ies, the w id en in g  o f  
a ro ad  is good  fo r the env ironm en t, bu t add ing  a b ike 
lane to th a t road , w h ich  w o u ld  decrease  ro ad  capacity , 
is bad  fo r the env ironm en t. O reg o n  has no  sta tew ide

en v iro n m en ta l ana lysis re 
q u irem en t, bu t each  city  is 
req u ired  to hav e  an  “ urban  
g row th  b o u n d ary ” w h ich  
focuses g row th  and  p re 
vents sp raw lin g  d ev e lo p 
m en ts, m in im iz in g  im pacts 
on  the reg io n a l ecosystem .

C om m unities need  to look  a t them selves and  find  w ays 
in  w h ich  their p o lic ies  im p ro v e  or red u ce  the  quality  o f  
life  o f  their citizens. T h ese  issues need  to be looked  at 
in d iv id u a lly  and tak en  in to  co n sid era tio n  w h en  p lan 
n in g  fo r sm art grow th . A s cities deve lop  w ays to o v er
com e these challenges, g ro w th  w ill be  m o re  su sta in 
able, en v iro n m en ta lly  friendly , and d ev e lo p m en ta lly  
responsib le .
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Effective Advocacy Strategies G re a t M eetings

S tep h an ie  V ance, Center for Transportation Excellence,
Washington, D.C.
vance@advocacyguru.com

S trateg ies that advocates use to com m u n ica te  w ith  
e lec ted  offic ia ls m u st b e  effec tive  in o rder to lead  to 
d esired  resu lts. M eetings, site v isits , w ritten  m ateria ls , 
and  cam paigns shou ld  b e  though tfu l, p e rso n al, p e rs is 
tent, re levan t, and  specific in o rder to com m u n ica te  
m o st e ffec tively  the im portance  o f  the p ro ject.

O v er 10,000 b ills  a re  in tro d u ced  in a typ ical tw o-year 
congressional session , b u t only  ab o u t five p e rcen t o f  
these b ills  ac tua lly  pass. S ince so few  b ills  actually  
b eco m e law, it is essential th a t those ad v o catin g  for 
p u b lic  transporta tion  in v estm en t u n d ers tan d  how  they 
can b e s t he lp  their po litica l leaders u n d ers tan d  the im 
p o rtan ce  o f  th e ir cause.

W hat fac to rs in fluence 
e lec ted  offic ia ls?  M o st 
p u b lic  o fficials are m o ti
v a ted  by  som e n o tion  o f  
“ the p u b lic  g o o d ,” even 
i f  they define that n o 
tio n  d ifferen tly  th an  each  
o f  us m igh t. C o n sid er 
the d eg ree  to w h ich  w e are in fluenced  by  our spouses 
or sign ifican t o thers. L ikew ise , fam ily , friends, s ta ff  
m em b ers, and  co lleagues ex ert an eno rm ous influence 
on p u b lic  officials. M o n ey  does n o t p lay  as b ig  a role 
in the ind iv idual dec isions o f  e lec ted  o fficials as m any  
p eo p le  th in k  it does.

C o n stitu en cy  co n n ectio n  is a fac to r tha t is o ften  o v er
looked , and  the firs t filter ap p lied  to an issue ra ised  by 
advocates is frequen tly  the question , “ A re they  from  
m y  d is tric t?” In a rep resen ta tiv e  dem ocracy , each  rep 
resen ta tiv e  in the H o u se  rep resen ts  b e tw een  650,000 
and  700 ,000  peop le . C o n stitu en ts  are the m o st im p o r
tan t in fluence b ecau se  these are  the p eo p le  that they 
hav e  an ob ligation  to represent.

T he average  m ee tin g  w ith  an e lec ted  official las t 7.5 
m in u tes, so k n o w in g  how  to co m m u n ica te  y o u r m e s
sage qu ick ly  and  c learly  is v ital to see ing  ideas th rough  
to  action .

F irst, advocates m u s t ask  q uestions o f  their e lec ted  o f
ficia ls to g e t their in te re st and  atten tion . I f  y ou  ask  
them  fo r so m eth in g  specific, it fo rces them  to th ink  
ab o u t your issue  ra ther than tun ing  yo u  out. D o n o t 
go into a m ee tin g  to educate  a rep resen ta tiv e  abou t 
y o u r issue. H av e  an “ ask ,” even i f  that “ask ” m ere ly  
invo lves a re la tio n sh ip  b u ild in g  action  ra ther than a 
co m m itm en t to policy. A sking  fo r action  engages your 
rep resen ta tiv e  by  requ iring  h im  or h er to m ak e  a d ec i
sion. T h is cou ld  b e  a req u est to w rite  o r sign an artic le  
fo r y o u r o rg an iza tio n ’s n ew sle tte r, o r a re q u es t to p u t 
a s ta tem en t on the congressional record , b o th  o f  w h ich  
w ill m ak e  it m o re  d ifficu lt for them  to n eg lec t the issue 
w h en  po licy  dec isions arise.

N ex t, y ou  m u st co n sid er w ith  w hom  y ou  are ta lk ing  
and  w hy  they shou ld  listen  to you. D o yo u  live, w ork

or serve p eo p le  in  their 
d istric ts?  W h at issues 
has he or she pu b lic ly  
ad v o cated  in the p ast?  
C an your issue b e  p re 
sen ted  in  a w ay that 
links it to one o r m o re  

o f  those issues?  F o r exam ple , i f  he  or she is focused  
on  technology , em phasize  tran sp o rta tio n  techno logy  
such  as G PS system s or n ew  b u s or train technology. 
I f  h ea lth care  is a focus, em p h asize  the re la tio n sh ip  b e 
tw een  transporta tion  and  obesity . I f  they ca re  abou t 
env ironm enta l issues, focus on  a ir po llu tio n . You can  
easily  find  in fo rm ation  on your rep resen ta tiv e ’s p e t is 
sues by  research in g  their p a s t b ill p ro p o sa ls  and  v o ting  
records.

T hird , co n sid er how  y ou  w ill ask. I t is im p o rtan t to 
n o te  th a t w h ile  facts are im portan t, they  are  o ften  less 
co m p ellin g  than w h a t y ou  o r they care about. Your 
m essag e  shou ld  b e  perso n al, p ers is ten t, re levant, 
though tfu l, and  specific  (e.g ., “ le t’s reduce this tax ,” 
ra ther than, “le t’s p ay  less in tax es”). L ette rs  w ith  these 
q ualitie s  are the ones that tend  to m ak e  it to a repre-

“ N o th in g  in  th e  w o rld  c a n  ta k e  th e  p la c e  o f 
p e r s is te n c e . . . .T h e  s lo g a n  “ P r e s s  O n ” h a s  so lv e d , 
a n d  w ill a lw a y s  s o lv e , t h e  p ro b le m s  o f  th e  h u m a n
r a c e .

C alv in  C o o lid g e
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sen ta tiv e ’s desk. O nce th is h appens, the le tte r’s w riter 
is m ore lik e ly  to  b e  lis ten ed  to w h en  th ey  co n tac t th a t 
rep resen ta tiv e  in the  future.

F inally , fo llow ing  up is as im p o rtan t as the m eetin g  it
self. It is u n like ly  th a t one m eeting  w ill re su lt in  m ean 
ing fu l ac tion , so it is im p o rtan t to  find  w ays to  co m 
m un icate  w ith  rep resen ta tiv es  and  th e ir s ta ff  m em bers 
ab o u t y o u r issue on  an  ongo ing  basis. O n ly  b y  being  
passio n a te  and  p e rs is ten t ab o u t the  issue  can  y ou  get 
resu lts.

G re a t S ite  V isits

Site visits sh o u ld  inco rp o ra te  m an y  o f  the  sam e co m 
ponen ts as m eetings. T hey  inheren tly  invo lve  a sp ec if
ic “ ask ” in  the form  o f  an  in v ita tio n  to  p u b lic  o fficials, 
s ta ff  m em bers, the bu sin ess  com m unity , and  ev en  c rit
ics. I f  y o u  choose  to  inv ite  the  m edia, o th er inv itees 
shou ld  b e  to ld  in  advance.

T he fac t y o u r v isit is p re su m ab ly  to  a lo ca l site  im 
m ed ia te ly  m akes it re lev an t and  p erso n al, b u t th ere  are 
w ays to  enhance these  qualities. As y ou  sk e tch  a p lan  
o f  the  site visit, i f  y o u  have som eth ing  exc iting  o r in 
teresting , show  th em  that. A  rep resen ta tiv e  w h o  loves 
tech n o lo g y  can  b e  p u t b eh in d  the  w heel o f  a new  bus or 
lig h t ra il car. T he th ings th a t y ou  w o rk  w ith  ev ery  day  
m ay  b e  new  and  exc iting  to  y o u r local official. You 
w ill n eed  to  co n sid er all im ag inab le  re lev an t log istics , 
such as transporta tion  to  and  from  the site, food, pho to  
o p p o rtu n ities , and  inc lem en t w ea th e r p lans. A s w ith  a 
m eetin g , fo llow -up  req u ires  persistence. O nce  the in 
v ita tio n  has b een  sen t, y ou  can  ex p ec t to  m ake several 
p h o n e  calls and  fax a copy  o f  the  inv ita tion  n um erous 
tim es.

G re a t W ritten  M a te ria ls

W ritten  m ateria ls shou ld  be  p erso n al, re lev an t, th o u g h t
ful, and  specific. T h ey  shou ld  also  be  no  m ore th an  
tw o  p ag es  in  length . P ub lic  officials and  th e ir staffs 
ten d  to  b e  sho rt on  b o th  tim e and  office space. T his 
fac t m akes h av in g  a w eb co m p o n en t esp ec ia lly  im p o r
tan t so  th a t in tere sted  p arties  can exp lo re  y o u r issue 
further. A gain , ask in g  fo r a specific ou tcom e is im p o r
tant. W hen  y o u  d e liv e r w ritten  m ateria ls  to  a re p resen 

G re a t C a m p a ig n s

C am paigns sh o u ld  n o t try  to  reach  everyone. T hey  
shou ld  be p erso n al and  specific i f  th ey  are to  ach ieve 
a p articu la r ad v o cacy  goal. Im p o rtan t q uestions are, 
“ Am  I ask ing  b u sin esses , vo ters, coa litions, o r so m e
one else  to  do som eth ing? W hat am  I ask in g  them  to 
d o ?” It m ay  b e  w o rth  ta rge ting  supporters  in  the in te r
est o f  fo rm ing  coa litions, b u t som e o f  the  op p o sitio n  
w ill b e  unreachab le . R esources are b e tte r sp en t on  try 
ing  to  con v in ce  those  w h o  are undecided  as op p o sed  to  
those  w ho are firm ly  ag a in st the  action .

In  p lan n in g  cam paigns, re search  b o th  the  p o sitiv es and 
n eg a tiv es  ab o u t y o u r idea, as y ou  w ill b e  m ore p e r
suasive  fo r h av in g  co n sid ered  both . W hen  y ou  have 
done th is, y o u  w ill co m m u n ica te  in a w e ll-in fo rm ed  
and  unb iased  way, g iv ing  y ou  the  o p p o rtu n ity  to  b e 
com e a tru sted  lo ca l ex p ert 011 the  issue. Y our p lan  
shou ld  also  inc lude  a bu d g et, tim eline , and  m arke ting  
strategy , as w ell as p lans to  m ake rev isions fo llow ing  
im p lem en tation .

W o rk in g  w ith  S ta ff

T he pub lic  o ffic ia l’s s ta f f  is o ften  the  firs t and  m ost 
freq u en t co n tac t th a t advocates w ill m ake. T h ey  are 
usually  y o u n g  and  they  are generalists. W h ile  this can 
som etim es b e  a fru stra tio n , it is a lso  an  opportunity . 
To b eco m e a tru sted  resou rce  and  ea rn  a p lace  in  their 
“ m ental R o lo d ex ,” it is v ita l to p re sen t the  issue in  a 
b a lan ced  w ay, ad d ressin g  co n tro v e rsy  as w ell as y o u r 
is su e ’s obv ious streng ths. It m eans th a t yo u  are the 
expert, and  can  b eco m e th e ir tru sted  re so u rce  fo r fu 
tu re  in fo rm atio n  on  the  issue. S ta ff can  stro n g ly  in flu 
ence the  rep resen ta tiv es  fo r w hom  th ey  w ork , and  th ey  
shou ld  n ev e r b e  w ritten  o ff  or underestim ated .

In  conc lusion , it is essen tia l th a t all dea lings w ith  g o v 
ern m en t officials be  w e ll-p lan n ed  and  directed . In  o r
der fo r them  to take  ac tion , th ey  n eed  to  understand  
w hat the issue is, and  th ey  n eed  to  know  w h a t their 
re sp o n sib ility  is. You m ust be  p ers is ten t and  resp ec tfu l 
in o rd e r to  help y o u r rep resen ta tiv e  help y o u  ach ieve 
y o u r aim .

tative, y o u  sh ou ld  p o lite ly  ask  for a resp on se.
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T he term  “tran sit-o rien ted  d ev e lo p m en t” has been  used 
to  re fe r  to  m any  th ings. T O D  varies w ith  reg io n  size, 
physical ch arac te ris tic s , num b er o f  cen ters , an d  type 
o f  T O D  b e in g  developed . T he ty p e  o f  T O D  th a t is used 
in a reg ional cen te r is no t the sam e th a t w o u ld  b e  ap
p ro p ria te  fo r a sm all tow n.

T here  is a huge and  g row ing  lite ra tu re  ab o u t T O D , b u t 
it is acad em ica lly  d isap p o in tin g  b ecau se  it is an ecd o t
al, unsystem atic , b ased  on a lim ited  num b er o f  cases 
lacks detail, and  is m ostly  
p rom o tio n al. T hus, the  task  
at hand  is to  iden tify  and  
m o n ito r the  factors affec t
ing the  success o f  TO D .
H ow ever, in o rd e r to  do so 
w e m u st firs t c reate  a se t o f  
m etrics to  use to  d eterm ine 
p ro jec t success. T his w ill 
allow  the  Federal T ransit 
A dm in istra tio n  to  develop  
a se t o f  p ro ced u res and  m et
rics to  be  used w hen  ev a lu 
ating  pe titio n s fo r fund ing  
from  FTA ’s “N ew  S ta rts” p rog ram . T here  are cu rren tly  
e ig h t cities in v o lv ed  in th e  N ew  S tarts p rog ram : P o rt
land , P hoen ix , M inneapo lis , C harlo tte , B altim o re , San 
D iego , S acram en to , and  San F rancisco .

D u rin g  a 2005 ro u n d tab le  on T O D , it w as rev ea led  
th a t d ev e lo p m en t p a tte rn s  o v er a half-m ile  rad iu s  w ere  
m o re  sign ifican t th en  o v er a q u arte r m ile  rad ius. It w as

also  found  that the n u m b er o f  u sers  req u ired  in  o rder 
fo r each station  to  be  cost effec tive  varied  b ased  on the 
reg ional location  o f  the  sta tion , the local con tex t, and  
the  s ta tio n ’s re la tio n  to  o th er stations. A n un in terrup ted  
ne tw o rk  o f  p ed estrian  pa ths and  w ell m anaged  park in g  
and traffic ca lm ing  are also  n ecessary  to ensu re  that 
the  critica lly  im p o rtan t p ed estrian  access w o u ld  w ork. 
T h ings like b e in g  ab le to  b rin g  b ikes on tran sit m ay be 
critica l. It w as su g g ested  th a t in o rd e r to  com pete  w ith  
the  ca r as a com m u tin g  m ode, tran sit sh o u ld  b e  m ade 
sm art, easy, an d  com fortab le . T ran sit sh o u ld  be m ade 
tim e and  cost com petitive  w ith  the  au tom ob ile , m ak ing  
ro u te  a rran g em en t very  im portan t.

W hen  crea tin g  T O D , it is b es t to  lo o k  fo r su itab le  ex 
isting  d eve lopm en t. It is n o t su ffic ien t to hav e  ju s t  a 
few  bu ild in g s nearby  o r a few  bu ild in g s w ith  a p a rk 
ing lot. A  w h o le  n e ig h b o rh o o d  is requ ired . F o r T O D  to 
w o rk , th ere  needs to  b e  bo th  an access p lan  and  a land  
d ev e lo p m en t p lan . T he lan d  d ev e lo p m en t p lan  shou ld  
include a m arket assessm en t and  sh o u ld  g ive  y o u  som e 
idea abou t w h e th e r the  T O D  will be successfu l. H o w 
ever, the  value o f  a m arket assessm en t is som ew hat 
lim ited  in the case o f  T O D , b ecau se  m arket assess
m en ts typ ically  co v er no  m o re  then  five years, w h ile  
T O D  b u ild -o u t covers 10-20 years. T he specific  m ix  o f

uses w ill create  an a ttrac
tiv e  en v iro n m en t th a t will 
a ttrac t occupan ts an d  p ro 
duce substan tial r id e r ship.

Part o f  the  research  is in 
ten d ed  to  de term ine  i f  T O D  
is a go o d  in v estm en t fo r 
the  state. Is it su p p o rted  as 
being  financia lly  v iab le by 
lite ra tu re  rev iew  and  data 
ana lysis?  In o rd e r to  m ake 
the  capital in v estm en t in a 
tran sit system  cost e ffec

tive , the  asso c ia ted  d ev e lo p m en t m ust have the  den 
sity  o r ac tiv ity  to generate  the req u is ite  rid ersh ip  the 
system  needs. F o r less cap ita l-in ten se  system s, such  as 
BRT, y o u  do no t need  such  ex p en siv e  developm ent.

H o u sin g  advocates like transit. H ow ever, affo rdab le 
housing  is no t alw ays a m ajo r issue  to  cities w hen  co n 
s idering  T O D . It is no t urgently  su p p o rted  b ecau se  a f

\F or TOD to  w o rk , th e r e  n e e d s  to  be 
b o th  a n  a c c e s s  p la n  a n d  a  lan d  

d e v e lo p m e n t p la n . 
v  ^
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fo rdab le  ho u sin g  is p e rce iv ed  as im p o sin g  a h ig h  cost 
in  socia l serv ices on the com m unity . O th er a rgum ents 
fo r T O D  inc lude  the desire  to save op en  space by re 
ducing  sp raw l and  the size o f  the d ev e lo p m en t fo o t
p rin t, an  a rg u m en t tha t w ill re so n a te  w ith  econom ists 
and  tax groups.

A s specific m etrics  are es tab lish ed  to  ev a lu a te  the  suc
cess o f  T O D  p ro jec ts , deve lopers and  m u n ic ip a litie s  
w ill becom e m ore ad ep t at p lan n in g  T O D  correc tly  
from  the  beg inn ing . A  g rea t deal o f  p lan n in g  is requ ired  
to co m p le te  a T O D  pro jec t, and  in  o rd e r to m ake this 
tim e w o rth w h ile  there  m ust be standards fo r p erfo r
m an ce  se t to ensu re  th a t this tim e is spen t in  reso lv in g  
the m ost im p o rtan t issues.

RTAP P e r fo rm a n c e  M e a su re s
John DeLaurentiis, Regional Transportation Authority of 
Northeastern Illinois, Chicago, Illinois 
delaurentiisj@rtachicago.org

A s co m m u n ities  increasing ly  seek  to stren g th en  the 
v iab ility  o f  th e ir trad itiona l d o w ntow ns, a n ew  aw are
n ess o f  the va lu e  o f  co m m u ter ra il serv ice and  stations 
has em erged . F o rm erly  v iew ed  as the so le  re sp o n sib il
ity o f  the  operating  en tities, m any  tow ns have  b eg u n  to 
v iew  th e ir co m m u ter ra il asse ts as d o w n to w n  red ev e l
o pm en t engines. O v er the las t decade, this n ew  aw are
n ess o f  T O D  has been  used to en co u rag e  re sid en tia l 
and  co m m ercia l d ev e lo p m en t n ea r tran sit facilities.

T h ro u g h  its R eg ional T echn ical A ss is tan ce  P rog ram  
(RTA P), the N o rth eas te rn  Illino is R eg ional T rans
p o rta tio n  A u th o rity  (RTA ) has been  a lead e r in  T O D , 
typ ically  p ro v id in g  50%  o f  the fund ing  fo r the T O D  
study, w ith  lo ca l g o v ern m en t p ro v id in g  the balance. 
T he p ro g ram  encourages co m m u n ities  to undertake 
a balan ced , co o rd in a ted  and  in teg ra ted  ap p ro ach  to 
com m u n ity  and  tran sp o rta tio n  p lann ing . T h is  is ac 
com plished , in p art, th ro u g h  techn ica l and financial 
a ss is tan ce  p ro v id ed  by the RTA to the various levels 
o f  local governm en ts. A  h a llm ark  o f  the p ro g ram  is its 
em phasis  on  p ro v id in g  co m m u n ities  w ith  the too ls to 
iden tify  th e ir v is io n  and  a p lan  to atta in  it.

R T A P’s T O D  p lan n in g  p ro cess  is s im ila r to trad itional 
d o w n to w n  re d ev e lo p m en t p lan n in g  efforts. T h e  p ro 

cess in c lu d es  the a ssessm en t o f  the ex isting  cond itions, 
ex tensive  c itizen  p artic ip a tio n , and  an  ana lysis  o f  ho w  
m u ch  in creased  density  is accep tab le  and  desirab le . A n  
ag g ressiv e  im p lem en ta tio n  effo rt fo llow s the co m p le
tion o f  the  T O D  study, w ith  p ro p e rty  acqu isition , d e 
m olition , and  redev elo p m en t.

C o m m u n ity  v is io n  is essential. T h is  includes a c lea r 
understand ing  o f  local v a lu es  reg ard in g  com m unity  
charac ter, aesthe tics , and  business a ttrac tio n  and  re ten 
tion. C o n sis ten t w ith  the “ tran sit v illa g e '’ p rinc ip les, 
ac tiv ities  em phasize  im p ro v ed  p u b lic  safety, p ed es
trian  and  b ike  access, and  shopp ing  o pportun ities  fo r 
com m uters.

T h ro u g h  RTAP, co m m unities p u rsu e  an  in teg ra ted  ap 
p ro ach  to tran sit and  land  use p lann ing . A  typ ical T O D  
p ro jec t requ ires a local com m unity  to  ac t as a fac ilita 
to r b e tw een  re la ted  in terests  such  as the ra il operator, 
landow ners, co m m u ters, m erchan ts , and  developers. 
W ith  an eye tow ards beneficial im provem en t, an o v er
arch in g  go al fo r bo th  the p u b lic  and  p riv a te  sec to rs, the 
co m m u n ity ’s p rim ary  ob jec tiv e  is to assist, m o tiva te , 
and  su pport ac tiv ities  th a t enhance the a ttrac tiveness 
o f  its tran sit assets.

T h ese  p lans and  p ro jec ts  a re  designed  to ad d ress local 
cond itions and  m ee t v ary in g  com m u n ity  ob jectives, 
in c lu d in g  in teg ra tin g  tran sit fac ilities  in to  the fabric 
o f  the com m unity . L ocal tran sit im p ro v em en t p ro jec ts 
sim ilarly  focus on  tran sit-su p p o rtiv e  land  uses re la tiv e  
to bus op era tio n s o r the d ev e lo p m en t o f  n ew  local tran 
sit serv ices, such  as rev erse -co m m u te  o rien ted  shuttle  
bus serv ices and  com m unity  c ircu la to rs. A  h a llm ark  o f  
the p ro g ram  is its em phasis  on  p ro v id in g  com m unities 
w ith  the too ls to  iden tify  th e ir v is io n  and  th en  create  
p lans to a tta in  tha t v ision .

In itia l pub lic  sec to r in v estm en t cen te red  on  the im m e
d iate  sta tion  area is critica l, bu t from  tha t p o in t onw ard  
to im p lem en ta tio n , the p rin c ip a l d rivers o f  red ev e l
o p m en t com e from  the p riv a te  sector. W ith  som e ex 
cep tions, in  the C hicago  area this T O D  p a tte rn  m ost 
o ften  occu rs in  tu rn -o f-th e-cen tu ry  suburbs and  large 
sa te llite  tow ns w ith  trad itio n al h is to ric  to w n  cen ters  or 
es tab lish ed  in d u stria l serv ice  sites along  ex isting  co m 
m u ter ra il lines. W e ca ll these trad itio n a l T O D s “ra il
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sta tions in  search  o f  a com m unity .

C onversely , co m m unities a re  p rim arily  p ro jec t p ro tag 
onists. W e call these “co m m unities in  sea rch  o f  a ra il 
sta tio n ” because  o f  their ab ility  to spur developm ent. 
M ost o ften  d riv en  by “B aby  B oom  A uto O rien ted  S ub
urbs” they  are also  a ttrac tive  stra teg ies fo r eco n o m i
cally  d ep ressed  com m unities. T hese  types o f  TO D  
typ ically  req u ire  substan tia l p u b lic  sec to r investm ent.

S ta tio n  A rea P lann ing  p ro jec ts  have b een  desig n ed  to 
ad d ress local cond itions and  m eet v a ry in g  com m unity  
ob jectives. F o r ex am p le , a t g reenfield  sites, stud ies 
p ro d u ced  p lan s  to  gu ide n ew  com plem en tary  d ev e lo p 
m ent. O thers w ith  estab lished  tow n  cen ters  seek  p lans 
to p ro m o te  and  d irec t red ev e lo p m en t o f  their s tation  
areas. R egard less o f  the location , the basic  tenets o f  
tran sit supportive  deve lopm en t, m ixed  uses, h ig h er 
densities , and  p ed estr ian  friend ly  env iro n m en ts are  en
couraged , o ften  re su ltin g  in  com p lim en tary  im p ro v e
m ents and  enhancem en ts to the co m m u n ity ’s transit 
facilities.

R eg ard less o f  lo ca tio n  and  co nd itions, the basic  tenets 
o f  tran sit-su p p o rtiv e  d ev e lo p m en t, such  as m ixed  uses, 
h ig h er densities , and  p ed es tr ian  friend ly  env ironm en ts 
are  encouraged , in  o rd e r to spur com plem en tary  im 
p ro v em en ts  to  the co m m u n ity ’s tran sit facilities.

T he RTAP p rogram  has 
b een  very  successfu l w ith  
o v er 40  com m unity  based  
p ro jec ts  co m p le ted  and  
ab o u t 20 m ore underw ay 
o r in  the p lan n in g  p rocess.
O v er the 7 year life o f  the 
p ro g ram , ab o u t $8 m illion  
has been  co m m itted  from  a varie ty  o f  fu n d in g  sources. 
L ik ew ise , everyone ag rees tha t the p rog ram  has cre
a ted  value.

T here  are 3 fundam en tal questions tha t m ust b e  ad 
dressed  befo re  w e can  m ake any  conc lusions ab o u t the 
im pacts o f  tran sit-o rien ted  d ev e lo p m en t (T O D ): T he 
first question  is w h a t is T O D  really?  Is it rich n ess  o f  a 
p a rticu la r location? Is it the n u m b er o f  coffee shops, 
the p rice  o f  a n ew  tow nhouse, o r the p ercen tag e  o f

streets w ith  b rick  sidew alks and  d eco rative  ligh ting? 
Is it ju s t  the co n cen tra tio n  o f  a varie ty  o f  trip  g en e ra 
tors w ith in  a certa in  n u m b er o f  square  b lo ck s?

T he second  question  dea ls w ith  p o in t o f  v iew  o r p o in t 
o f  re ference. A re w e ta lk ing  ab o u t the im pact o f  T O D  
on  the tran sit system , o r the im p act on  the co m m u n i
ty? W h a t ab o u t dev e lo p ers and  land  ow ners?  T ransit 
im pacts  cou ld  inc lude  h ig h er u tiliza tion  o r im proved  
financial perfo rm an ce . C o m m u n ity  im pacts cou ld  in 
clude a b e tte r  quality  o f  life o r increased  sales taxes. 
A re w e m easu ring  im pacts  from  the local p ersp ectiv e , 
o r from  a b ro ad er reg io n a l p erspective?

T he th ird  question  is to define an  app ro p ria te  m etric  for 
the im pacts. I f  w e dec ide to  m easu re  the im pacts  on  
transit, are w e sim ply  m easu ring  the n u m b er o f  p asse n 
gers b o ard in g  from  a ce rta in  station , o r are  w e look ing  
fo r n e t gains in  the n u m b er o f  p laces  th a t are acces
sib le by  transit?  I f  w e dec ide to  m easu re  the im pacts 
on  the com m unity , h o w  can  w e de term ine  the h ig h est 
and  b es t use o f  av a ilab le  land? A nd h o w  do  w e k n o w  
w h e th e r m ore p ark in g  spaces are a good  th ing  o r a bad 
th ing?

At a m in im um , T O D  is a too l fo r m an ip u la tin g  usage 
o f  p a rticu la r tran sit sta tions, bu t is it m ore o r less ef
fective  th an  co nstruc ting  large p ark -an d -rid e  lots near 
tran sit s ta tions -  an o th er too l fo r m an ip u la tin g  transit

usage? T O D  certa in ly  cre
ates som e n ew  p laces  that 
are accessib le  by transit, 
bu t on ly  the la rg est T O D ’s 
are m ajo r ac tiv ity  centers 
tha t d raw  p eo p le  from  b e
yond  the im m ed ia te  co m 
m unity. W e m ust con tinue 

to  es tab lish  ev a lu a tio n  crite ria  to  de term ine  the success 
o f  these pro jects.

M aking th e  C a se  fo r  TOD
Cali Gorewitz, Reconnecting America, Oakland, California 
cgorewitz@reconnectingamerica.org

T ran sit and  tran sit-o rien ted  d ev e lo p m en t are essen tia l 
p a rts  o f  the to o lk it fo r hea lthy  m etro p o litan  econom ies 
and  im proved  quality  o f  life. Several co nverg ing  trends
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are cu rren tly  su p porting  the d ev e lo p m en t o f  TO D .

T he first trend  is the resu rgence o f  in v estm en t in A m er
ic a ’s dow ntow ns. U rban  cen ters are once aga in  seen  
as a ttrac tive , lively  p laces 
in  w h ich  to live and  w ork , 
and  as hubs o f  in te llec tual 
and  crea tive  capacity . T he 
second, and  eq u a lly  p o w 
erfu l trend  is the  co n tin u 
ing g ro w th  and em erg ing  
m atu rity  o f  A m erica ’s su b 
urbs, m an y  o f  w h ich  are 
strugg ling  to b eco m e cities 
in  th e ir ow n  righ t. T he th ird  
trend  is a ren ew ed  in terest 
in  ra il trave l and  ra il in v est
m ent. V irtua lly  every  m ajo r 
c ity  in  A m erica  is p lan n in g  
som e fo rm  o f  u rban  ra il or 
b u sw ay  system .

T h e fo u rth  is chan g in g  dem o g rap h ics tha t a re  resu lting  
in a need  fo r m o re  d iversifica tion  o f  real esta te  p ro d 
ucts, and the type o f  d ev e lo p m en t k n o w n  v ario u sly  
as tran sit v illages or tran sit-o rien ted  d ev e lo p m en t is 
rece iv in g  a tten tio n  in  m ark e ts  as d iverse  as the  San 
F ran c isco  B ay  A rea, su b u rb an  N ew  Jersey, A tlan ta  and 
C hicago .

T O D  can  o ffer a new  range o f  d ev e lo p m en t patterns 
fo r ho u seh o ld s, b u sin esses , tow ns and  cities. It is an  
a lte rna tive  tha t p ro v id es cho ice  n o t on ly  in  tran sp o rta 
tio n  m o d es b u t also , m o re  fundam entally , in  lifesty le . 
T ransit can  also  genera te  investm ent. F o r exam ple  the 
D allas ligh t ra il sy stem  has gen era ted  $800 m illio n  in 
d ev e lo p m en t, $3 .7  b illio n  in  econom ic ac tiv ity  and
32,000  jo b s . In  P ortland  th ere  has b een  o v er $2.4  b il
lio n  in  new  in v estm en t n ex t to  M A X  stations.

O ne o f  the challenges to crea tin g  su ccessfu l T O D  is 
th a t there  is little  i f  any  m ean in g fu l in fo rm atio n  or sy s
tem atic  ana lyses av a ilab le  to d ay  to help  transit ag en 
cies, local g o v ern m en ts, o r deve lopers consisten tly  
c rea te  op tim al tran sit-o rien ted  p ro jec ts. It is on ly  w hen  
successfu l p ro jec ts  are easily  reco g n ized  and  rou tine ly  
p ro d u ced  that T O D  w ill b eg in  to p ro v id e  a rea l and

effec tive  a lte rn a tiv e  to  au to -o rien ted  m o b ility  and  to 
c rea te  a lasting  p o sitiv e  im pact on  reg io n a l econom ies 
in w ays th a t add ress social inequ ities  and  im prove en 
v iro n m en ta l quality. T he p rim ary  cha llenge  is to m o v e

b ey o n d  the rhe to ric , p ro to 
types, and  seren d ip ity  to a 
m o re  in -d ep th  u n d erstan d 
ing o f  w hat constitu tes o p 
tim al T O D  and  o f  how  to 
get such  p ro jec ts  b u ilt as a 
m atte r o f  cou rse  ra th e r than  
as the excep tion .

I t’s im p o rtan t to sta rt w ith  
a p e rfo rm an ce  b ased  defi
n itio n  o f  T O D . T h e  term  
tran sit-o rien ted  d ev e lo p 
m en t shou ld  b e  reserved  
to re fe r to p ro jec ts  that 
ach ieve five m ain  goals:
1. Inc reases location  effi

c ien cy  o r the consc ious p lacem en t o f  hom es in  p ro x 
im ity  to tran sit system s.

2. E xp an d s m ob ility , shopp ing , and  housing  
cho ices m ak in g  co m m unities m o re  co n v en ien t and a f
fo rdable.
3. C rea tes substan tia l financial return  and  value  
cap ture.
4. C rea tes p laces fo r p eo p le , en riches the ex isting  
n e ig h b o rh o o d , w orks w ith  the landscape, w eaves to 
g e th er d iffe ren t uses and  fo rm s and  is flex ib le  enough  
to resp o n d  to fu tu re  changes in  use, lifesty le  and  d e
m ography.
5. R eso lves the ten sio n  b e tw een  the  ro le  o f  a tran 
sit s ta tio n  o r stop  as “n o d e” in  a reg io n a l tran sp o rta tio n  
n e tw o rk  and  the s ta tio n ’s ro le  as a “p lace” in  a n e ig h 
borhood .

P erfo rm ance m easu res can b e  defined  as e ith er hard  or 
soft. H ard  m easu res are m o re  tan g ib le  and  easily  m e a 
sured. T hey  inc lude  density , s tree t and tran sit co n n ec
tivity , no n -au to  com m ute , tran sit rid ersh ip  trends, and 
d ev e lo p m en t statistics. S oft m easu res are less tang ib le  
and  include p ro cess , leve l o f  use, v ib ran cy  o f  p lace , 
m easu res  o f  w a lk ing  and  b ik in g , re la tio n sh ip  to open  
space, go v ern m en ta l p o lic ies, and  accessib ility .
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In the  book “T he N ew  T ransit T o w n /’ D enn is L each  
w ro te  a case  study  m easu ring  the  p erfo rm an ce  o f  the 
R ossly n -B alls to n  T ransit C o rrid o r in A rlin g to n  C o u n 
ty V irginia. B y using both  h ard  and  so ft p e rfo rm an ce  
m easures, L each  p ro v id es  a co m p ellin g  sto ry  o f  how  
A rling ton  C oun ty  used  the new  M etro ra il system  as a 
ca ta ly st fo r re d ev e lo p m en t o f  co m m erc ia l space and  
co n cen tra ted  d ev e lo p m en t at five sta tio n  areas.

T he R ossly n -B allso n  co rrid o r dem onstra tes th a t it is 
p o ssib le  to  live in the  suburbs, c lose to  tran sit and  n o t 
ow n a car. F o rty -seven  p e rcen t o f  the res id en ts  o f  A r
ling ton  C ounty  w ho live w ith in  
o n e -h a lf  m ile  o f  a M etro  station  use 
tran sit to  g e t to  w ork  and  seven ty - 
th ree  p e rcen t o f  tran sit riders  w alk 
to  those  stations. T ransit rid ersh ip  
in the co rrid o r is h ig h er than  any
w here else  in the reg ion  a fte r the 
D istric t o f  C o lum bia . C ar ow ner
ship  ra tes n e a r A rlin g to n  C o u n ty ’s 
stations are m uch lo w er than  in the 
reg ion  as a w hole, and  it seem s to 
be by cho ice , as average  h o u seho ld  
incom e is h ig h er than  the reg iona l 
average. M o st rem ark ab le  is that 
all th is d ev e lo p m en t has g en e ra ted  
on ly  m odest levels o f  add itional 
traffic on  lo ca l streets. F u rth er
m ore, p ro p erty  tax  rev en u es from  
the high density  tran sit-o rien ted  
d ev e lo p m en t help  pay  fo r am en ities , se rv ices, and  
be tte r co nnectiv ity  fo r the su rro u n d in g  sing le-fam ily  
n e ighborhoods.

In m ak ing  the case  fo r T O D  a t a local level, e lec ted  
offic ia ls, local g o v ern m en t staff, m em bers o f  c itizen  
rev iew  bodies, resid en ts , and  business ow ners cou ld  
benefit from  d o cu m en ta tio n  o f  h o w  T O D  ac tu a lly  p e r
form s across a ran g e  o f  m easures. To date, there  is little  
m ateria l on T O D  b ey o n d  the  realm  o f  a rch itec tu ra l de
sign.

In an effo rt to  ex p an d  on the p erfo rm an ce  m easures 
used in the R ossly n -B alls to n  case  study, the C en ter 
fo r T ran sit-O rien ted  D ev elo p m en t is cu rren tly  w riting

tw o  ad d itio n a l case  stud ies funded  by the  E n v iro n m en 
ta l P ro tection  A gency. T he tw o  case stud ies focus on 
d o cu m en tin g  the genera l charac te ris tic s  fo r transit- 
o rien ted  d eve lopm en ts th a t have been in p lace  o r are 
cu rren tly  under ac tive  developm ent. T he focus o f  the 
study  is the C h icago  T ransporta tion  A u th o rity  (CTA) 
e lev a ted  line co rrid o r in E vanston , Illino is, as w ell as 
the  H udson  B ergen  L ig h t R ail L ine in Jersey  C ity  and  
H oboken , N ew  Jersey.

T he E vanston  M E T R A /C T A  C o rrid o r te lls  the  sto ry  o f  
a m ature suburban  city  th a t u tilized  tran sit-o rien ted  d e
velopm en t to  sp u r g row th  and  d ev e lo p m en t a ro u n d  100 

y ea r o ld  tran sit sta tions. T he H ud- 
son-B ergen  L ig h t R ail is a co m p el
ling  case  because it is a new  tran sit 
system  th a t em erg ed  as a resp o n se  
to  g row ing  red ev e lo p m en t and  in 
tu rn  spu rred  m ore tran sit o rien ted  
d ev e lo p m en t in c lu d in g  brow nfield  
redev elo p m en t.

E vanston , a n o rthern  suburb  o f  
C h icago , lays ad jacen t to  L ake 
M ich igan  and  is app rox im ate ly  
7.8 square  m iles. N o  p art o f  the 
city  is m ore than  2 m iles from  a ra il 
sta tion . T here  are th ree  M E T R A  
C o m m u ter ra il s ta tions and  seven 
C TA  elev a ted  stations in E vanston . 
H ow ever, because  M E T R A  and  
C TA  stations are  ad jacen t in tw o  

locations, a t M ain  and  D avis, there  are only  fou r “ s ta 
tion a reas” co n sid ered  in th is study. T he th ree  m ile 
co rrid o r stu d ied  stre tches from  the C h icago-E vanston  
bo rd er to  dow ntow n  E vanston .

T hrough  its 1986 C o m p reh en siv e  P lann ing  P rocess, 
the city  o f  E vanston  set ab o u t to  rev erse  decades o f  
dec line  by rev ita liz in g  its dow ntow n  and  n e ig h b o r
hoods along  the tw o  rem ain in g  train  lines. T he city  set 
a go a l to  rem ak e  its dow ntow n  in to  a “2 4 /7 ” cen te r 
w ith  tran sit-o rien ted  d ev e lo p m en t as a key co m p o n en t 
o f  the strategy. In add ition  to  the p lan s  and  stud ies, the 
c ity  used  federa l funds to  p ro m o te  T O D  by bu ild ing  
a m ixed-use  transporta tion  center. T he transporta tion  
cen te r becam e the 12th largest hub in the reg io n  w ith

E v a n sto n  Illin o is transit corridor.
Photo courtesy o f  Cali Gorewitz.
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m o re  th an  one m illio n  p assen g ers  p e r year.

T h e  c ity  rev am p ed  th e ir zon ing  o rd in an ce  to  allow  for 
density  bonuses, m ore  heigh t, and  a h ig h er floor area 
ra tio  (FA R ) at the tran sit sta tions, am o n g  o th er changes 
to  co m m erc ia l an d  re sid en tia l developm en t. B etw een  
1990 and  2005, E vanston  added  m o re  than  2 ,500  h o u s
ing  units in  the tran sit zones, an d  b e tw een  1990 and  
2 0 0 0  the p o p u la tio n  in  the study  co rrid o r in c reased  by 
6  p e rcen t co m p ared  to  1.4 p ercen t in  the city  overall. 
T he city  has also  been  ab le to  co n sisten tly  low er its tax 
ra te  to its cu rren t ra te  o f  $8.96 p e r $100.

F o rty -o n ce  p ercen t now  co m m u te  in  E vanston  by n o n 
au to  m ean s co m p ared  to 21 p ercen t in  the  o th er su b u r
b an  m e tro  area  tran sit zones. M E T R A  rid ersh ip  has in 
c reased  b e tw een  60 p ercen t and  155 percen t, and  m o st 
rid ers  w alk  or b ike  to  the stations. V ehicle ow nersh ip  
in  the  tran sit zones is now  m u ch  lo w er then  in  the rest 
o f  the  city. S om e o f  the new  d ev e lo p m en ts  have h igh  
p a rk in g  ra tio s  an d  g arage en trances n ex t to  the tran 
sit facilities , essen tia lly  tu rn ing  th e ir backs on  transit, 
these  bu ild in g s are m o re  tran sit-ad jacen t th an  they  are 
transit-o rien ted .

T he second  study  focuses on  H u d so n  and  B ergen  
C ounty  in c lu d in g  Jersey  C ity  an d  H oboken . T h ese  c it
ies are lo ca ted  in  N o rth e rn  N ew  Jersey, a long  the H u d 
son  R iv er d irec tly  across fro m  M anhattan . T h e  H ud- 
son -B erg en  L ig h t R ail w ill hav e  a to ta l o f  32 stations 
an d  is ex p ec ted  to  be  co m p le ted  in  w in ter 2005. T he 
case  study  focuses on  the 9 th  S tree t S ta tio n  in  H o b o 
k en  an d  the E ssex S treet, M arin  B ou lev ard , an d  Jersey  
A venue sta tions in  Jersey  City.

In  1980, a fte r years o f  n eg lec t an d  abandonm en t, Je r
sey  C ity  an d  H o b o k en  s ta rted  to  red ev elo p , spu rred  by 
in te re st from  deve lopers and  residen ts . To m ee t this 
in terest, N ew  Jersey  crea ted  urban  en terp rise  zones 
an d  red ev e lo p m en t zones and  o ffered  tax incen tives, 
bo n u ses and  subsid ies to  lure  p ro sp ec tiv e  businesses 
an d  residen ts . D em an d  fo r less expensive  housing  co n 
tin u ed  to  grow , and  deve lopers reh ab ilita ted  an d  su b 
d iv id ed  b ro w n sto n es in to  condos as w ell as co n v erted  
in d u stria l sites in to  m ix ed  use n e ighborhoods.

A t the sam e tim e, the ren ew al o f  a s trong  pub lic  bus,

ra il, an d  ferry  system  su p p o rted  co m m u ters  and  fu rther 
developm en t. B y  1990 the N ew  Jersey  H u d so n  R iver 
w ate rfro n t w as bo o m in g  an d  w as k n o w n  as the  “G o ld  
C o ast.” U nfo rtunate ly , the tran sp o rta tio n  in frastru c tu re  
d id  n o t m a tch  the n eed s o f  the new  resid en ts  and  w o rk 
ers. N ew  Jersey  T ransit m e t those  needs by en tering  
in to  a D esign , B uild , O pera te  and  M ain ta in  ag reem en t 
w ith  21 st C en tu ry  R ail C o rp o ra tio n  to  c rea te  the H ud- 
son -B ergen  L ig h t R ail L ine. In  2000 , the  first p h ase  o f  
the line opened .

T he m ajo rity  o f  fu n d in g  cam e from  the federa l “N ew  
S ta rts” p ro g ram  and  the state  tran sp o rta tio n  tru st fund. 
T he new  ligh t ra il has sp u rred  b row nfield  red ev e lo p 
m en t an d  also  new  d ev e lo p m en t due to  d em an d  fo r h igh  
quality  o f  life com m unities w ith  m ass tran sp o rta tio n  
to  the urban  core. B etw een  2000 and  2005 , m o re  than  
fou r th o u san d  n ew  h o u sin g  units w ere b u ilt in  the four 
tran sit zones, w ith  tho u san d s m o re  b e in g  p lanned .

P ro p erty  values have ju m p e d  since the  red ev e lo p m en t 
began . S ing le lo ts o ffered  in  the p ast fo r $100 ,000  are 
now  $800,000. D evelopers c la im  th a t p ro p e rtie s  w ith in  
tran sit zones have  d o u b led  in  the last year. H o b o k e n ’s 
g row th  has been  fas te r th en  any  o th er city  in  the re 
gion. R id ersh ip  n u m b ers  at the fou r s tations are up 30 
p ercen t from  2003.

T here  are m an y  cha llenges to  m easu rin g  T O D  p erfo r
m ance. T O D  req u ires  the  p artic ip a tio n  o f  m any  acto rs 
an d  o ften  occu rs in  a frag m en ted  reg u la to ry  en v iro n 
m ent. In  m o st cases, track ing  in fo rm atio n  is no  o n e ’s 
responsib ility . T here  are a lack  o f  defin itions and  s tan 
dards fo r d eve lopers, c ities , and  tran sit ag en cies w hich  
m ak es d iffe ren tia tin g  b e tw een  tran sit-ad jacen t and  
tran sit-o rien ted  d ev e lo p m en t difficult.

In  co n c lu sio n , i f  co m m u n ities  h ad  be tte r in fo rm atio n  
ab o u t p erfo rm an ce , they  co u ld  m ak e  m o re  in fo rm ed  
decisions ab o u t th e ir fu tu re  and  sh ift from  a reac tive  
stance to one o f  p ro ac tiv e  com m u n ity  bu ild ing . T he 
C en ter fo r T ran sit-O rien ted  D ev e lo p m en t is co n tin u 
ally  a ttem p tin g  to  figure ou t how  to deal w ith  the  so ft 
m easu res  an d  o ther p e rfo rm an ce  m easu res  tha t m ay  be 
m issin g  in  o rd e r to  te ll the fu ll sto ry  o f  tran sit o rien ted  
developm ent.
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Tearing Down the 
Barriers to TOD

T he N orth  5th S treet co rrid o r is p ro jec ted  to  p ro v id e  
access to  a n ew  un iversity  cam pus and  a hospital.

J u lie  H oover, Parsons Brinckerhoff, New York, New York 
M arc G uichard , Metro, Portland, Oregon 
Step h en  A n tu p it, Seattle Housing Authority,
Seattle, Washington
N ed  T hom as, City of North Las Vegas, Nevada

M any o f  the  p rin c ip les  used  in tran s it-o rien ted  d e
v e lo p m en t (T O D ) do n o t co inc ide  w ith  cu rren t zo n 
ing  regu la tions. G overnm en ts are  being  p e rsu ad ed  to 
change zon ing  codes to  acco m m o d ate  th is n ew  fo rm  o f  
developm en t. T O D  inc ludes “E uropean  sty le” hous
ing  th a t is dense w ith  m inim al b u ild in g  setbacks and  
p ed estrian  friend ly  design.

N o rth  L as  V eg as: P la n n in g  f o r  T r a n s i t
Ned Thomas, City of North Las Vegas, Nevada 
ethornas@wrnata.com

T he city  o f  N orth  L as Vegas, N evada has p lan s to  bu ild  
m ass tran sit on its N orth  5th S treet 
co rrid o r in o rder to  fac ilita te  fu ture 
g row th . Som e o f  the b arriers  p la n 
ners have run in to  inc lude  au to -o ri
en ted  zon ing , com m ercial park in g  
requ irem en ts, ex is tin g  n e ig h b o rh o o d  
form s, and  the  in tense  desert c lim ate 
o f  the  L as Vegas area.

N orth  L as Vegas is the  seco n d  fa s t
est g row ing  city  in the  U n ited  S tates, 
g ro w in g  a t 1,200 n ew  residen ts  p e r 
m onth . As n ew  residen ts  m ove in, 
tran sp o rta tio n  d em an d  con tinues to 
grow . W ith the  p o p u la tio n  g row ing  
as it is, there  is a g rea t n eed  fo r q u a l
ity  g row th , co n sid erin g  the  p rice  o f  
an acre o f  lan d  in L as Vegas is cu r
ren tly  $500,000.

D ev elo p ers  in the  reg ion  are ag a in st T O D  d ev e lo p 
m ent, p rim arily  because  it costs m ore than  assem bly  
line developm en t. P eop le  are  also  w o rried  ab o u t the 
security  o f  T O D  an d  how  safe p eo p le  w ill be th a t live 
n ea r those  locations. T he p ercep tio n  is th a t m ost o f  the 
p eo p le  th a t use p u b lic  tran sit are low  incom e, and  tha t 
th ese  n e ig h b o rh o o d s w o u ld  have h igher than  average 
crim e rates.

P e o p le  a r e  b e g in n in g  to  u n d e r s ta n d  th a t  
TOD w o rk s  a t  d e c r e a s in g  p o llu tio n , 

c o n g e s t io n ,  a n d  c r e a t e s  n e ig h b o rh o o d s  
r a t h e r  t h a n  s u b d iv is io n s .

v  ■* 

C u rren t tren d s favo r T O D  as lan d  p rices  g e t h igher and  
few er househo lds have ch ild ren . P eop le  are b eg inn ing  
to  und erstan d  th a t T O D  w orks a t d ecreasin g  po llu tio n , 
congestion , and  crea tes n e ig h b o rh o o d s ra ther than  su b 
d iv isions. M any  p eo p le  b elieve th a t p lan n ers  w an t to 
p u t T O D s everyw here , w hich  is n o t the case. T O D  is 
only  c rea ted  a ro u n d  tran sit and  th ere fo re  th ere  w ill still 

be areas w here  sing le fam ily  hous
ing  w ill be m ore appropriate .

T here  have been  fou r a lte rna tives 
p ro p o sed  fo r the  N orth  5th S treet 
co rridor, and  all o f  th em  requ ire  zo n 
ing  codes to  be changed . T O D  needs 
zo n in g  to  a llo w  h ig h er densities, 
com m ercia l m ix ed  w ith  residential 
area, an d  heigh t an d  m ass re s tr ic 
tions changed . All o f  th ese  zon ing  
ch an g es w ill create  a com m unity  
th a t is w a lk ab le  and  m ore pedestrian  
friendly.

T O D  g ives p eo p le  the  o p portun ity  to 
ch o o se  from  a varie ty  o f  m ix ed  hous
ing  w h ere  tran sp o rta tio n  access is a p rim ary  concern .

K a i l w i u t i m ,  2 0 0 5

N orth  L as V egas’ plan fo r  th eir  
n ew  tra n sit line in c lu d es d istin ct  
d ev e lo p m en t d istricts.
Image courtcsy Ned Thomas

B a r r ie r s  to  TOD
Stephen Antupit, Seattle Housing Authority, 
Seattle, Washington 
stephen@othellostation.com

In 2003 , the  S eattle  H o u sin g  A u th o r
ity used  the  n e ig h b o rh o o d s o f  H olly  
P ark  and  O thello  S ta tion , and  th e ir 

p ro x im ity  to  Seattle  as a m ajo r m arke ting  tool. F o r one
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T e a r in g  Down th e  B a r r ie r s  to  TOD
o f  the ads, a d istance m ap  show ed  the tim e it takes to 
get from  one p lace  to the n ex t to show  the accessib ility  
o f  H olly  and  O thello  by w ay  o f  pub lic  transit. D esig n  
p lan s  w ere  also  used to p ro m o te  the tig h t-k n it n e ig h 
borhoods tha t show case  n ew  urban ism  and  m u lti-fam 
ily housing .

T he S eattle  T im es p u b lish ed  a new s artic le  on  the re
b irth  o f  H olly  P ark  and  O thello  S ta tion , in d ica tin g  tha t 
these n ew  d ev e lo p m en ts  w ere  bu ilt fo r m ixed-incom e, 
n o t as a lo w -in co m e h o u sin g  p ro jec t. B u sin esses be
gan  see ing  the po ten tial fo r 
g ro w th  and  b o ugh t large 
p lo ts  o f  land  around  the 
com m unities. P ieces o f  
land  around  the co m m u n i
ties w ere  zoned  fo r retail in  
hope tha t com pan ies w ould  
be p ersu ad ed  to bu ild  near 
these n ew  urban ized  tran 
sit-o rien ted  developm en ts.

T he m essage  to all w as to keep  an  eye on  w h a t w as 
h ap p en in g  in  H olly  and  O thello . L arge b illboards 
d isp lay ed  m aps and  m ade the n e ig h b o rh o o d s appear 
successfu l and  neighborly . C han g in g  the co m m u n i
ties from  lo w -in co m e in to  m ix ed -in co m e w as done by 
b reak in g  th ro u g h  the b arriers  tha t lim ited  m ixed-use  
lands and  zo n in g  th a t w as designed  fo r au to -o rien ted  
developm en ts. Z o n in g  had  to  be changed  to  fit new  
d esig n  gu idelines tha t w ou ld  a llow  ho u sin g  to be in 
terconnected . T he key  facto rs in  H olly  and  O th e llo ’s 
success w ere  p u rch asin g  land  w h en  it w as on  the d e
cline, crea tin g  a new  constituency  to build  the eco n o 
my, m ark e tin g  the ad v an tag es  o f  T O D , and  b ring ing  in  
n ew  retail to the area.

B re a k in g  T h ro u g h  th e  B a r r ie r s
Marc Guichard, Metro, Portland, Oregon 
giiichardm@metro.dst.or.iis

D ue to the fac t tha t m ost pub lic  tran sp o rta tio n  is cen 
tered  in  the h eart o f  a city, th a t is a lso  w here  m ost T O D  
dev e lo p m en ts  w ill be located . A study an a ly zed  the 
m etro  a rea  o f  P o rtland , O reg o n  in  o rder to d isco v er 
w h ich  areas p eo p le  w ere  w illin g  to pay  m ore fo r h o u s
ing  in. M any  residen ts  figured  th e  cen te r o f  to w n  w as 
the m o st in  dem and , bu t the study  show ed  tha t a ring  o f

desired  h ousing  around  the 
p erim e te r o f  the city  had  
the h ig h est dem and . As 
p rices fo r land  con tin u e  to 
rise, dev e lo p ers are  fo rced  
to bu ild  up ra ther th an  out. 
It is m ore  co st effec tive  for 
th em  to bu ild  h o u sin g  w ith  
a h igher density  p e r acre.

T he m ost d esirab le  p ieces  o f  p roperty  are w ith in  a h a lf  
m ile  o f  pub lic  transit, m ak in g  T O D  a p erfec t reso lu tion  
fo r g ro w th  in  h ousing  and  transporta tion . D riv ing  till 
you  qualify  is n o t n ecessarily  true. E ven  th ough  you  
m ay qualify  fo r a house, this d o esn ’t m ean  y ou  can  
affo rd  the tran sp o rta tio n  costs asso c ia ted  w ith  the lo ca
tio n  o f  the hom e. T O D  im p lem en ters  in  the P o rtland  
area  have desig n ed  a p ro ced u re  tha t increases d ev e l
o p e r ’s certa in ty  and  low ers the risks by buy ing  land 
and  th en  se lling  it to dev e lo p ers w ith  enforced  d ev e l
o p m en t agreem ents.

W orking  w ith  dev e lo p ers to create  tran sit-o rien ted  
d ev e lo p m en t is key. W h en  crea ting  a T O D , som e o f  
the  key  p lan n ers  a re  p o litica l leaders th a t finalize d ec i
sions on  zon ing  o rd inances and  land  use. R esources 
and  pub lic  serv ices m u st be p lanned  to facilita te  new  
residentia l areas. G a in ing  the tru st o f  po litica l leaders 
tha t m ake dec isions fo r city  p lan n in g  can  g ive  p lanners 
an  advan tage  in  getting  fu n d in g  and  in fluencing  lead 
ers to w o rk  in  y o u r favor.
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D ian a  M en d es, DMJM+Harris, Fairfax, Virginia 
B rig id  H y n es-C h er in , Federal Transit Administration, 
Washington, D.C.
M ich a el A lleg ra , Utah Transit Authority,
Salt Lake City, Utah
O tis R olley , Baltimore Department of Planning,
Baltimore, Maryland
M arty  B ak er , Baltimore Department of Planning,
Baltimore, Maryland

FTA R a tin g s
Brigid Hynes-Cherin, Federal Transit Administration,
Washington, D.C.
brigid.hynes-cherin@fta.dot.gov

T he Federal T ransporta tion  A g e n cy ’s use o f  a ra t
ing system  to de term ine  qualifica tion  fo r fund ing  has 
p ro m p ted  m an y  c ities to  p u rsu e  be tte r understand ing  
o f  the ra tings in o rder to find  w ays to in crease  their 
funding . T h e  “ S A F E T E A -L U ” leg ista tion  o f  2005 re
qu ired  th a t lan d  use p o lic ies  be ev a lu a ted  to  d eterm ine 
approval fo r m a jo r capital g ran ts  from  the  federal g o v 
ernm ent. P rio r to S A F E T E A -L U , lan d  u se  w as on ly  a 
“co n sid era tio n ” under the  T E A -21 leg isla tion . In ad d i
tion, the econom ic d ev e lo p m en t benefits  o f  the p ro jec t 
are ev a lu a ted  as p a r t o f  the ju stifica tio n  criteria.

T he lan d  use ra ting  a city  is g iven  is d iv ided  equally  
in to  th ree  categories: ex is tin g  lan d  use, tran sit su p p o rt
ive p lan s and  p o lic ies , and  
p as t p e rfo rm an ce  o f  the 
system  as w ell as po ten tia l 
im p act o f  the  p ro ject.

Gaining Leverage from

FTA’s “New Starts” Land-Use Criteria

area zoning . O u treach  an d  co llabo ra tion  w ith  o ther 
ag en cies and  d ev e lo p e rs  are also  im porta tion  fo r th is 
rating.

T he last th ird  o f  the  ra ting  is d e te rm in ed  by  p as t p e r
fo rm an ce  an d  fu tu re  im pacts o f  new  system  in v es t
m ent. T he am o u n t o f  d ev e lo p m en t p ro p o sed  and  bu ilt 
in the p a s t in fluences the p a s t p e rfo rm an ce  ra ting. P o 
tential im pacts  are ra ted  by the  adap tab ility  o f  station 
area lan d  fo r d ev e lo p m en t and  fu tu re  eco n o m ic  grow th  
along  the  corridor.

Several c ities in the  U n ited  S tates have strong ly  e s tab 
lish ed  urban co rrid o rs, and  thus have a high FTA rating. 
T h ese  cities inc lude  N ew  York, B oston , and  C hicago , 
am ong  others. In the p as t few  years several cities hav e  
been  ac tive ly  w o rk in g  to increase  their ra ting  in o rder 
to  qualify  fo r fu tu re  FTA funding .

T he M inneapo lis/S t. Paul reg ion  has been ab le to  in 
crease  their ra ting  b y  five p o in ts  w ith  their H iaw atha 
L ine. T hey  h av e  d ev e lo p ed  grow th  m an ag em en t 
p lan s  th a t sup p o rt tran sit-o rien ted  d ev e lo p m en t (TO D ) 
th ro u g h o u t the  reg ion , and  have m ad e  T O D  zon ing  
along  the new  line p a rt o f  the M inneapo lis  co m p reh en 
sive p lan . T hey  have also  c rea ted  m aste r p lans fo r all 
s ta tions, w hich  includes p lans to reduce the lan d  d e 
v o ted  to p a rk in g  at each station . T h e ir new  in v estm en t 
p o lic ies  are c ra fted  to  fo ste r station  d ev e lo p m en t th a t is 
p ed estrian  o rien ted . B y crea tin g  a p u b lic  in v o lv em en t 
in itia tive  they  have also  been  ab le to  p rev en t co n tro 

v ersy  w ith  m ost o f  the new

L and  use ra tings are d e ter
m in ed  by a nu m b er o f  fac 
tors. Q uan tity  and  loca tions o f  p o p u la tio n  and  em p lo y 
m en t cen ters are the firs t considera tion . D evelopm en t 
ch arac te ris tic s  are analyzed , as w ell as the level o f  p e 
destrian  acessib iilty  for the  system .

T ransit supportive  p lan s  and  p o lic ies  m ak e  up one- 
th ird  o f  the  rating. T he FTA looks at regional effo rts to  
m anage  g row th , co n cen tra tin g  d ev e lo p m en t a round  es
tab lish ed  cen ters  and  co n se rv in g  open  land. C orrid o r 
g row th  p o lic ies  are also  analyzed , as w ell as station

T h e  la n d  u s e  r a t in g  a  c ity  is  g iv en  is  d iv id ed  
e q u a lly  in to  t h r e e  c a te g o r ie s :  e x is t in g  la n d  
u s e ,  t r a n s i t  s u p p o r t iv e  p la n s  a n d  p o lic ie s ,  

a n d  p a s t  p e r f o r m a n c e  o f  t h e  s y s te m .

d evelopm en ts.

S acram en to  has im p ro v ed  
their ra ting  b y  five po in ts  
w ith  P h ase  II o f  their 
S outh  L ine. T hey  created  

a “P re fe rred  B L U E P R IN T  S cenario  fo r 2 0 5 0 ,” a re
gional grow th  m an ag em en t p lan  that is b ased  on sm art 
g row th  p rinc ip les. T his p lan  focuses on transporta tion  
cho ices, m ix ed  use d ev e lo p m en t p a tte rn s, and  q u a l
ity design . S acram en to  has also  d ev e lo p ed  a “T ransit 
fo r L ivab le  C o m m unities P ro jec t” th a t h igh ligh ts  the 
dev e lo p m en t op p o rtu n ities  at new  stations. T hey  w ere 
also  ab le  to  c reate  tran sit supportive  zo n in g  overlays at 
the new  station  loca tions that includes p ed estrian  ac 
cessib ility  and  new  h o u sin g  p ro jec ts.
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G ain in g  L e v erag e  fro m  FTA’s
T he D u lles C o rrid o r o f  M etro ra il in  F a irfax  C ounty , 
V irgin ia has in c reased  their ra ting  b y  tw o po in ts. T he 
F airfax  C o u n ty  C o m p reh en siv e  P lan  w as ch an g ed  in
2003 to inc lude  a llow ances fo r h ig h er densities , m ix  o f  
uses, and  changes on  the p ed es tr ian  sca le  to  m ak e  their 
p o lic ies  m o re  tran sit-su p p o rtiv e . T h e  state  o f  V irginia 
also  p ro v id ed  fund ing  in  2000  to  h ire  a fu ll-tim e land  
u se  p lan n e r fo r the p ro jec t. T h is, along  w ith  their o u t
reach p ro g ram s to co llab o ra te  w ith  co u n ty  p lan n ers, 
re s id en ts , and  d eve lopers, has im p ro v ed  th e ir overall 
FTA rating .

S alt L ake C ity  has im p ro v ed  their ra ting  w ith  their new  
U n iv ersity  L ine from  dow ntow n  S alt L ake to the U n i
versity  o f  U tah . T hey  im proved  by one p o in t fo r their 
changes in zon ing , a llow ing  fo r in creases in d en sity  in 
sta tion  areas, espec ia lly  focusing  on  the cen tra l busi
ness d is tric t and  east dow ntow n  areas.

T he FTA  has faced  several cha llenges w ith  its u se  o f  
a land  use ra ting . T hey  have  tried  to c reate  a m ea
sure tha t is less sub jec tive  and  m o re  quan tita tive . T hey  
h ave  been  cha llen g ed  to  in co rp o ra te  reg io n a l m ark e t 
fo rces in to  the ra tin g s  system . T h ey  also  have tried  to 
b e  co n sis ten t w ith  the app lica tion  o f  the ra tings crite ria  
across the country , m ak in g  it m o re  c lea r to c ities w h y  
aw ards w ere  o r w ere  n o t m ade.

“ New S ta r t” Land-LJse C r ite r ia
T he U rban  L an d  Institu te  m ad e  a few  suggestions 
to  the FTA to add ress cha llenges in  lan d  use ra tings. 
T hey  suggested  tha t the bar be ra ised  fo r requ irem en ts, 
thus red u cin g  the n u m b er o f  “m ed iu m ” ra tings in  the 
system . A dd itionally , it w as su g g ested  that in stead  o f  
d iv id ing  the w e ig h t o f  each ra ting  eq u a lly  in to  thirds 
that the FTA  w eigh  each section  d ifferen tly , g iv ing  
m o re  w e ig h t to the p lans and  p o licy  side o f  the system . 
U se  o f  s im p le r station  types w as also  recom m ended , 
w ith  d iffe ring  crite ria  fo r each type o f  station , u n d e r
stand ing  that each station  type w o u ld  ac t d iffe ren tly  
fro m  the o thers. Lastly , they  also  suggested  tha t land  
use co n sid era tio n  be enco u rag ed  ea rlie r in  the p lan n in g  
p rocess.

G iv en  these  reco m m en d atio n s, the FTA has p roposed  
fu tu re  rev isions to their eva lua tion  fram ew ork . T he 
new  fram ew o rk  w ill focus on d ev e lo p m en t po ten tia l, 
tran sit su p p o rtiv e  p o lic ies , d ev e lo p m en t c lim ate , and 
transit accessib ility . T hese  crite ria  w ill m o re  c lo se ly  
ana lyze the fu tu re  benefit that w ill b e  p o ten tia lly  p o s
sib le  w ith  the in v estm en t o f  cap ita l. T he benefit to the 
d ev e lo p m en t o f  the local eco n o m y  w ill b e  addressed , 
as w ell as the benefit to the u se r o f  the n ew  system  ad
d itions. It is hoped  that these changes w ill m ak e  the 
FTA ra tin g  system  m o re  c lea r to  cities seek ing  federal 
fund ing  and  m o tiv a te  th em  to m ak e  th e ir com m unities  
m o re  livab le  fo r th e ir citizens.

U tah T ra n s i t  A u th o rity
Michael Allegra, Utah Transit Authority, Salt Lake City, Utah 
mallegra@uta.cog.ut.us

In the las t five y ears , the S alt L ake m etro p o litan  reg ion  
has ex p e rien ced  rap id  g row th  in its transporta tion  sys
tem s. W ith  m an y  s takeho lders in v o lv ed  in  the d ec is io n  
m ak in g  p ro cess , the U tah  T ran sit A u tho rity  (U TA ) has 
changed  its goals and  asp ira tio n s in  o rder to  be tte r ad 
d ress the n eed s o f  the co m m unities tha t it serves.

T h e  UTA serves as the p u b lic  tran sit d istric t ag en cy  for 
o v er 1400 square m iles in  the  W asatch  F ro n t reg ion . 
C arry in g  o v er 34 m illio n  p assen g ers  each  year, the 
U T A  system  has co n tin u ed  to ex p an d  w ith  the strong 
p o p u la tio n  grow th  o f  the region. In recen t y ears , U T A  
has b u ilt th ree lig h t rail p ro jec ts, tak ing  a sign ifican t 
n u m b er o f  cars o f f  the road . W ith  the ad d ition  o f  these

Sacramento gained points in FTA’s rating system 
by implementing transit supportive corridor poli
cies. Photo courtcsy o f  Brigid Hyncs-Chcrin.
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G ain in g  L ev erag e  f ro m  FTA’s
lines, rid e rsh ip  has grow n at a fa s te r ra te  than v eh ic le  
m iles trave led  fo r the reg ion .

G ood  fiscal p a rtn e rs  h av e  been  essen tia l to the recen t 
successes o f  U TA , T he C ity  o f  S alt L ake con tribu ted  
$ 2 0  m illion  fo r d ow ntow n  en h an cem en ts  a ro u n d  the 
N o rth /S o u th  T R A X  lig h t ra il line. O n  the U n iversity  
T R A X  p ro jec t the city  and the L D S C h u rch  to g eth er 
con trib u ted  $1,6  m illion , and  the S ta te  L eg isla tu re  p ro 
v id ed  a g uaran tee  o f  $5 m illio n  fo r 10 years.

O th er partn ersh ip s  hav e  also  been  im p o rtan t to  U T A  in 
recen t years. T he E nv ision  U tah  p artn ersh ip  b rought 
in  m any  s takeho lders and  h e lp ed  the pub lic  becom e 
in v o lv ed  in  the v is io n in g  p rocess. E nv ision  U tah  has 
also  h e lp ed  to  genera te  en th u siasm  abou t tran sp o rta 
tio n  p lan n in g  issues th ro u g h o u t the reg ion .

E n v is io n  U tah  has been  in stru m en ta l in  p ro m o tin g  
q uality  grow th  stra teg ies th ro u g h o u t the W asatch F ron t 
reg ion . T hey  have  o rgan ized  co llab o ra tio n  am ong 
m any  levels o f  g o v ern m en t to  ana lyze v ario u s sce
narios o f  the re g io n ’s grow th  p a tte rn  tw en ty  and  th irty  
years fro m  today. In these m eetings ra il transit w as 
stro n g ly  supported  by  all g roups, and  every o n e  saw  
the n eed  fo r a ba lanced  system . F in d in g s from  a series 
o f  w o rk sh o p s found  that p artic ip an ts  p re fe rred  g rea ter 
p o p u la tio n  num bers in infill areas as o p p o sed  to new  
ex p an sio n  o n  the periphery . N early  all p a rtic ip an ts  also  
in d ica ted  that they  w an ted  
on ly  m in im al d eve lopm en t 
in  the “W asatch  B ack ,” in 
stead  p rese rv in g  it fo r re c 
rea tio n al use.

U TA  h as w o rk ed  w ith  En
v is io n  U tah  to d eve lop  re 
sponses to these  issues and
to inco rp o ra te  p o lic ies  that w ill su pport q ua lity  grow th 
a lo n g  their transporta tion  system . U TA  no w  analyzes 
d ev e lo p m en t p o ten tia l p rio r to  m ajo r p ro jec ts  to en
courage  n ew  d ev e lo p m en ts  that w ill su pport added  
ridersh ip . T h ey  w o rk  w ith  local g o vernm en ts to d ev e l
op  specia l T O D  zon ing  d istric ts  a round  tran sp o rta tio n  
lines.

U sing  the n ew  FTA  crite ria , U TA  h as d ev e lo p ed  new

“ New S ta r t” Land-LJse C r ite r ia
p o lic ies  to  encourage d ev e lo p m en t tha t is m ore transit- 
supportive. T h ese  p o lic ies  focus on  d ev e lo p in g  rid e r
ship  and  enh an cin g  the effec tiveness o f  any  new  tran 
sit p ro jec ts. O verall, the n ew  FTA  crite ria  are affec ting  
the w ay  n ew  p ro jec ts  a ro u n d  the reg io n  are d eve lop ing  
and  are h e lp ing  U T A  ach ieve th e ir tran sit goals fo r the 
reg ion ,

B altim o re
Otis Rolley, Baltimore Department of Planning, Baltimore, 
Maryland
Marty Baker, Baltimore Department of Planning, Baltimore, 
Maryland

T he B altim ore  reg io n  h as  been  see ing  stead y  grow th 
fo r m any  d ecades, and  has seen  a p articu la rly  strong  
surge in  d ev e lo p e r in te re st in  the p as t 5 years. A l
th o u g h  B a ltim o re ’s s tren g th  is due in  no  sm all m ea
sure to  its s trateg ic  lo ca tio n  am ong  m any  o f  the g reat 
E ast C o ast c ities, B a ltim o re  p ro v id es  a un ique iden tity  
and  s trong  jo b  cen te r tha t serves as the re g io n ’s core 
strength . T h is  core, a fte r dec line  in  recen t decades, has 
been  show ing  ren ew ed  strength  in recen t years.

L eaders in  the area in creasin g ly  reco g n ize  tha t d ev e l
op ing  their fledg ling  transit sy stem  m ay  p ro v e  critica l 
to  secu ring  the re g io n ’s co m p etitiv en ess  in  the g lobal 
m arket. In 2002 , c itizens from  around  the B altim ore  
m etropo litan  area iden tified  a firs t-ra te  reg io n a l ra il 
sy stem  as a key ac tio n  ag en d a  item . B y ro u g h ly  d o u 

b ling  the system  len g th  that 
cu rren tly  ex ists in  the city, 
i t ’s been  estim ated  th a t the 
system  cou ld  support and 
co n n ect w e ll o v er 114,000 
new  jo b s  an d  m ore than
34 ,000  new  h o u sin g  units.

T he FTA  N e w  S tarts p ro cess  is critica l to ach iev ing  
th is v ision , FTA ’s land  use c rite ria  can  m ake a big  d if
fe rence  in the overa ll p ro jec t ju s tif ica tio n  ra ting . T he 
p lan n in g  d ep a rtm en t has been  v ig o ro u sly  leverag ing  
th is in s ig h t to  im prove  B a ltim o re ’s tran sit-su p p o rtiv e  
land  use p lan n in g  efforts. T h ree  facto rs hav e  been  im 
p lem en ted  to  m ake the city  m ore transit-o rien ted : p ro 
cesses, p ro jec ts  and  partnersh ips,

B a ltim o re  leaders h av e  h ig h lig h ted  tw o p rio rity  p ro j-
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ects, th e  R ed  L ine, w h ich  w ou ld  p ro v id e  fo r the  c ity ’s 
first rea l east-w est rap id  tran sit connection , and  the 
“G reen  L in e” w h ich  w ou ld  ex tend  the  ex isting  m etro  
line to  co n n ec t n e ig h b o rh o o d s to the no rtheast.

B y  reach ing  in to  under-serv ed  areas and  p ro v id in g  
stro n g er co nnections to  ex isting  tran sit op tions, it is 
expected  th a t th ese  tw o  p ro jec ts  w ill go a long  w ay 
tow ards d eve lop ing  tran sit as an  in teg ra ted  system  fo r 
B altim ore .

T he R ed  L ine has 
b een  the  first p ro jec t 
to  m ove fo rw ard . T he 
p lan n in g  d ep artm en t 
has been d irec tly  in 
v o lv ed  in the  an a ly 
sis p ro cess , and  they  
have su ccessfu lly  lev 
e rag ed  the  lan d  use 
crite ria  in term s o f  
ana ly z in g  a lig n m en t 
alte rna tives and  p o s
sib le  stree t con figu ra
tions.

On the  a lig n m en t 
q u estio n  the  N ew  S tarts c rite ria  has a llow ed  B altim ore  
to  push  po ten tial lan d  use in to  the conversation  o f  
w here  the  R ed  L ine w ill ac tua lly  go. T h e  p ro jec t had  
b een  defined  by  key  serv ice  areas. W ith in  th a t general 
fram ew o rk  h o w ev er th ere  are hundreds o f  co m b in a
tions o f  specific ro ad w ay s and  n e ig h b o rh o o d  areas th a t 
th e  tran sit can  serve, and  w ith  the  n ew  starts crite ria  
to  d raw  on, the  p lan n in g  d ep artm en t has b een  ab le to  
push  th is d iscussion  to  include analysis  o f  d ev e lo p 
m en t po ten tia l. R ath er than  the path  o f  least resistance 
(w here  the  effo rt w ou ld  en co u n te r the  few est en g in ee r
ing  barriers) the a lig n m en t question  has becom e one o f  
defin ing  w here  they  m igh t b es t m ax im ize  land  use and 
red ev e lo p m en t to  be transit-supportive .

D ecisions are  b e in g  m ade no w  ab o u t n o t on ly  w here 
th e  a lig n m en t goes, b u t how  it w ill in fluence the  longer 
te rm  po ten tia l o f  the area. T he lan d  use d iscussion  has 
also  p ro v e n  to  b e  a g rea t w ay to  engage the  com m unity  
in th in k in g  ab o u t the  cha llenges and  opportun ities  the

tran sit p ro jec t en tails. A s p art o f  the  sketch  p lan  char- 
re tte  p ro cess , th e  city  and  coun ty  w ork ed  w ith  co n su l
tan ts , s takeho lders , and  tran sit p lanners to  ex p lo re  op 
p o rtu n itie s  and  goals b ased  on ex isting  lan d  use.

O ne station  in p articu la r sto o d  ou t as hav ing  p o ten tia l
ly  b road  and  d irec t im p lica tions fo r the c ity ’s evo lv ing  
tran sit-o rien ted  d ev e lo p m en t strategy. T h is  has resu lted  
in a p ro jec t re ferred  to  as “ S tate  C en ter.” B a ltim o re ’s

M ary lan d  state  office 
com p lex  em ploys 
o v er 3000 p eop le , and  
is ex cep tio n ally  rich 
in tran sit resources. 
R egional rail an d  the 
c ity ’s m etro  and  ligh t 
rail lines com e c losest 
to  in te rsec tin g  here 
th an  an yw here  else  in  
B altim ore . R egional 
rail an d A m tra k  com e 
in to  Penn S ta tion  at 
the  n o rthern  end  o f  
the  half-m ile  radius 
study  area, w h ich  in 
cludes both m etro  and  
lig h t rail s ta tions tha t 

are bare ly  a b lock  apart.

T h e  p lan n in g  d ep a rtm en t has w orked  o v e r the  p as t 
y ea r w ith  the  state  d ep a rtm en t o f  tran sp o rta tio n  to  co n 
du ct in terv iew s, co m p ile  data, and  co n d u c t a charre tte  
to  ex p lo re  o pportun ities  w ith  the  com m unity . T hat 
p ro cess  has re su lted  in  a d ra ft “T O D  S tra teg y ” w h ich  
show s im proved  p laza  con n ectio n s to  lin k  M etro  at the 
cen te r o f  the  area to  ligh t ra il on  H ow ard  S treet, and  to  
su rro u n d  th ese  w ith  m ixed  use activ ities  and  housing  
to  energ ize  and  ac tiva te  the area. A s a resu lt o f  this 
p ro jec t, the state  o f  M ary lan d  has d ec id ed  to  m o v e fo r
w ard  w ith  a req u est fo r qua lifica tions fo r all s ta te-he ld  
p ro p erties  in  the  area, a to ta l o f  o v er 20  acres o f  d o w n 
to w n  rea l estate .

B a ltim o re  is also  p u rsu in g  tran sit su pportive  p ro jec ts  
along  th e ir lig h t rail line. T he state  is in the p ro cess 
o f  d oub le  track in g  th e  a lig n m en t so th a t tra in s w ill no  
lo n g er have to  share track . T he c ity  is rev iew in g  o p 

Maitfr Plmn w
Kill lljltunorr KrvitaIi/jmioci I'ljn lialnntorc, Mjnlinil

T he m aster  p lan  to rev ita lize  fia st B a ltim o re  in c lu d es several 
tra n sit-o r ien ted  d evelo p m en ts . Photo courtesy o f  Otis Rolley.
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p o rtu n ities  to a lte r s ig n a liza tio n  p rio rities  so trains can  
m o v e m o re  q u ick ly  through  the dow ntow n  area.

W hile  n ew  dev e lo p er in te re st is being  transla ted  into 
a m ix ed -u se  d ev e lo p m en t on  the n o rth ern  end  o f  the 
a lignm en t, the B a ltim o re  p lan n in g  d ep artm en t has been  
ac tive  in  p lan n in g  fo r be tte r p ed es tr ian  co n n ectio n  and 
d ev e lo p m en t to the south . T he p lan  is in ten d ed  to  fu lly  
lev erag e  the connection  betw een  transit an d  o th er m a 
jo r  am en ities , to fu lly  p ro m o te  o pportun ities  fo r TO D .

In terest in N e w  S tarts an d  the im p lica tions o f  lan d  u se  
fo r tran sit p ro jec ts  has also  rad ia ted  o u t to com m u n ity  
partners. T he B altim o re  N e ig h b o rh o o d  C o llabo ra tive , 
a g roup  o f  area co m m u n ity  g roups and  non-p ro fits , has 
been  ab le  to tran sla te  their 
re la ted  in tere st in  “ transit- 
cen te red  co m m u n ity  deve l
o p m en t” into a m a jo r Ford  
F o u n d a tio n  p ro jec t to ex
am ine th ree sta tio n  areas.
T he city  has ac tive ly  p a rt
n e red  w ith  them  in d ev e lo p in g  fram ew o rk s fo r this e f
fo rt to  help  co n d u c t ou treach , education , and  re search  
o f  the w o rk fo rce  an d  h o u sin g  o pportun ities  fo r these 
sta tio n  areas.

T h e  p lan n in g  d ep a rtm en t’s p re sen t charge is firs t and  
fo rem o st to reflect land -use  an d  transit connection  as 
a top p rio rity  in the co m p reh en siv e  m as te r  p lan , w hich  
w ill be  fin a lized  in the n ex t year. T h ey  are also  in v es
tigating  in cen tiv e  p ro g ram s and  p ro cesses  as a m ore  
in teg ra l co m p o n en t o f  B a ltim o re ’s eco n o m ic  d ev e lo p 
m en t strategy.

N e w  S ta rts ’ lan d  u se  c rite ria  h as  also  in fo rm ed  B al
tim o re ’s re la tionsh ip  w ith  the county. A lthough  the 
re la tio n sh ip  has been  in som e w ays co m p etitiv e , as 
b o th  the c ity  and  the coun ty  seek  jo b  and  p o p u la tio n  
g row th , the transit asse ts that are sh ared  and  the co m 

m on n eed  to add ress an d  leverage  N e w  S tarts crite ria  
has h e lp ed  to bu ild  a tru ly  co llab o ra tiv e  re la tio n sh ip  
w ith  the county.

T he coun ty  has also  been  p u rsu in g  tran sit-o rien ted  de
v e lo p m en t, w ith  a m a jo r p ro jec t cu rren tly  u n fo ld in g  at 
O w ings M ills. In addition  to an exciting  n ew  m ixed- 
u se  d ev e lo p m en t that w ill ad d  jo b s  and  destinations 
to the overa ll system , the p ro jec t is p ro v id in g  lessons 
from  w hich  to b u ild  co llab o ra tiv e  re la tionsh ips w ith  
the coun ty  and  the tran sit authority . C ity  and  coun ty  
are learn ing  fro m  each  o ther in  b u ild ing  stra teg ies fo r 
w o rk in g  w ith  state  agencies.

P erhaps m o st c ritica lly  in  th e ir efforts to leverage  the
land  use c rite ria  is the ex ten t 
to w hich  the requ irem en t 
p ro v id es  a co m m o n  g round  
and  goal a ro u n d  w h ich  to 
develop  the partn ersh ip s  that 
are critica l to tran sit p ro j
ec t success. T he B altim ore  

P lan n in g  D ep artm en t has been  ac tiv e ly  cu ltiva ting  
p o sitiv e  co llabo ra tion  w ith  state  agencies to m ak e  land  
use im p ro v em en ts  at ex isting  sta tio n  areas.

B altim ore  has the b eg inn ings o f  w h a t co u ld  becom e 
a g rea t tran sit system . In ad d itio n  to strong  reg io n a l 
ra il se rv ice  th a t connects  the city  to W ash ing ton  D .C , 
the c ity  and  coun ty  share a heav y  ra il line and  ligh t 
ra il line, and  the state  ru n  tran sit ad m in is tra tio n  has a 
fa irly  ex ten siv e  local bus system . C urren tly , this sys
tem  is so m ew h at d isjo in ted , w ith  p o o r co n n ectiv ity  
an d  p edestrian  access in som e areas, w hich  has m ad e  it 
d ifficu lt fo r the c ity  to fu lly  b u ild  on the m ark e t p o ten 
tial tha t transit can  foster. B y using  the req u irem en ts 
m ad e m y  FTA fo r fu tu re  d eve lopm en t, the system  w ill 
con tin u e  to develop  and  shape  the su rro u n d in g  reg io n  
into a m o re  su sta in ab le , livab le  com m unity .
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Form Before Function m ore d iscre tio n a ry  tim e fo r th e ir inhab itan ts.

K yle W alton , Coalition for Smarter Growth,
Washington, D.C.
K a th erin e  C orn w all, City/County of Denver, Colorado 
S ub rata  B asu, Miami Dade Planning and Zoning,
Miami, Florida
J a son  M u m ford , DMJM+IIarris Planning, Fairfax, Virginia

T he term  “ fo rm  based  co d e” re fers  to the co n cep t o f  
using zon ing  codes to b ring  back  developm enta l p a t
terns tha t focus on  “fo rm ” befo re  “fu n c tio n ” . T hese  
fo rm  based  codes are dev e lo p ed  to in co rp o ra te  a h igh  
level o f  p u b lic  p a rtic ip a tio n  and  to  co n n ect p lan n in g  
w ith  urban  d esig n  to  help  c reate  m ixed-use  co m m u n i
ties.

T ra n s it -O r ie n te d  D e v e lo p m e n t in  
M iam i-D ade C o u n ty
Subrata Basu, Miami Dade Planning and Zoning, Miami, Florida 
basus@miamidade.gov

M iam i-D ad e  C oun ty  is s ituated  b e tw een  tw o national 
parks and  is a p o p u la tio n  m ag n et due to  its p ro x im ity  
to  L atin  A m erica  and  the C aribbean . T he re g io n ’s net 
g ro w th  is m ore  than  30 ,000  p eo p le  a year. I f  this trend  
con tinues, the residen tia l land  in  the M iam i-D ad e area 
will be dep le ted  in  less th an  15 years.

M u ch  o f  the cu rren tly  un inhab ited  land  around  the 
m etro  area  is g o v ern m en t ow ned . P lan n ers are cu r
ren tly  deb a tin g  m ajo r issues on  acco m m o d atin g  fu tu re 
grow th . S om e env ision  “ urban  cen te rs” th a t w ould  be 
d esig n ated  in to  th ree d iffe ren t sizes, based  on  transit- 
o rien ted  d ev e lo p m en t (TO D ).

T hese cen ters are d ense  u rban  co m m unities served  by 
tran sit and  h igh  quality  tra in  system s. T hey  m ake it 
easy  to  live w ith o u t a ca r by  rid in g  tran sit and  w alk ing  
th ro u g h  p leasan t urban  env ironm en ts. T he cen ters will 
have active , v ibran t, and  strong  n e ig h b o rh o o d  centers 
focused  a round  transit, s im ila r to cen ters  in  P ortland , 
O regon.

P lanners believe  tha t these cen ters  w ill w ork  to reduce 
dep le tio n  o f  land  reso u rces, rev erse  sp raw l, red u ce  au 
to m o b ile  use and  th e ir tox ic  em issions, save energy, 
p ro v id e  m ore  cho ices fo r urban  liv ing , and  p ro v id e

In  d o w n to w n  K endall, a suburb  o f  M iam i, the co n cep t 
o f  a new  urban  cen te r has been  developed . T he new  
cen te r will be tw ice  as large as the ex isting  m illion  
square  feet o f  com m ercial and  residen tia l space. O v er
750 ,000  square  fee t o f  com m ercia l space is cu rren tly  
designated  fo r the d ev e lo p m en t w hile  3 ,000  housing

Plans for d ow n tow n  K en d a ll, F lorida have co m 
p le te ly  ch an ged  th e form  o f  d evelop m en t.
Image courtesy Subrata Basu.

units w ill be b u ilt fo r residen ts . N ew  ideas inc lude  lin 
ea r hab itab le  spaces, o pen  spaces c reated  first instead  
o f  using “ le fto v e r” g reen  space, and  h e ig h t con tro lled  
by  sto ries and  n o t by  feet. T he area is a lso  less th an  a 
m ile  from  a tran sit sta tion , w h ich  will add  to the d ev e l
o p m en t’s accessib ility .

T he d ev e lo p m en t is cu rren tly  under construc tion . In 
vesto rs have found  the p lan n in g  and  co n stru c tio n  to  be 
very  p red ic tab le  w h ich  has red u ced  p ro cessin g  tim e. 
O th er p lan n in g  in itia tives are b e in g  m ade across the 
M iam i-D ad e  reg io n , w ith  several o f  th em  a lready  un
d e r way.

C o lu m b ia  P ik e : T r a n s i t  a n d  th e  F o rm  B a s e d  C o d e
Jason Mumford, DMJM+IIarris Planning, Fairfax, Virginia 
j ason .mum ford@dmjmharri s. com

S andw iched  b e tw een  F airfax  and  A lexandria , V irgin ia, 
this h isto ric  th o ro u g h fare  n ea r the P en tag o n  has been  
u nder study  since the early  19 8 0 ’s. N o  rev ita liza tio n  
p ro jec t has y e t begun. Invested  m oney  w as used in  a 
p lan  to  b o ls te r p u b lic  in v o lv em en t w h ich  led  to  a vari
ety  o f  new  ideas fo r reaw ak en in g  the  area. T he pub lic
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Form  B efo re  F u n ction
w an ted  w alk ab le , easy  to  bu ild  bu ild ings tha t w ou ld  
en liv en  sto refron ts , w ith  tran sit tha t w ill d iversify  and  
p ro m o te  local com m erce.

P lanners to o k  these  su g g ested  ideas and  im p lem en ted  
them  w ith  form  based  code. Form  based  code  w as used 
in  the tran sit p lans to  an tic ip a te  capacity , add  p ark in g , 
and  to fuel eco n o m ic  in terest. S treet cross sections 
w ere m od ified  and  stree t desig n  standards w ere also  
developed . T he form  based  codes tha t w ere  p ro d u ced  
co v ered  th ree  aspects o f  
construc tion : bu ild ing  lo 
ca tion , bu ild ing  fo rm , and 
arch itec tu ra l standards.

N odes cen te red  on  ex isting  
co m m erc ia l d istric ts and 
im p o rtan t in tersec tions w ere identified . A fte r years o f  
very  little  investm en t, there  is no w  at least one d ev e l
o p m en t p ro jec t p lan n ed  fo r each  o f  these  n o d e  red ev e l
o p m en t areas.

Form  based  code sets the  stage fo r tran sit im p ro v e
m en ts in  red ev e lo p m en t areas by  in creasin g  density  
around  these n odes and  by d eve lop ing  a w a lk ab le  street 
grid. P ark ing  standards enco u rag e  efficient, shared  use 
o f  space.

K eys lessons w ere  learned  in  the  co m m u n ity  on  in 
teg ra tin g  tran sit w ith  form  based  code. F irs t o f  all, 
codes can  p ro v id e  co n tex t fo r co o rd in a ted  land  use and  
tran sit d ec is io n  m aking . S econd , due to  the codes, A r
lin g to n  C o u n ty  and  o th e r p a rtn e r agencies estab lished  
an  ongo ing  forum  fo r n eg o tia tin g  p u b lic  and  ag en cy  
goals. Lastly , its im p o rtan t to b lend  econom ic dev e l
o p m en t and  tran sit benefits  in  o rd e r to  ach ieve p ro jec t 
success.

R e v i v i n g  M a in  S t r e e t :  

F o r m  B a s e d  Z o n i n g  in  D e n v e r
Katherine Cornwall, City/County o f Denver, Colorado 
katherine. cornwe 11 @c i. denver.co

D en v er arriv ed  at a form  based  code fo r its m a in  streets 
th ro u g h  a v ision ing  and  p lan n in g  p rocess fo r E ast C o l
fax A venue. T he p lan  and  the new  zon ing  d istric ts are 
the  re su lt o f  4500  hours o f  co m m u n ity  input. C olfax

The term “form based code” refers to the 
concept of using zoning codes to bring back 

developmental patterns that focus on 
“form” before “function”.

is the lo n g est co n tin u o u sly  co m m erc ia l s tree t in  the 
country , and  it connects the  en tire  D en v er reg io n , serv 
ing  as the h ea rt o f  the com m unity .

A n ew  v ision  fo r the re g io n  w as g en e ra ted  th ro u g h  the 
p u b lic  v ision ing  p rocess. T his also  g en e ra ted  a g reat 
deal o f  p u b lic  ex c item en t ab o u t the po ssib ilities . P lan 
ners ex am in ed  the re la tio n sh ip  o f  the co rrid o r to  the 
tran sp o rta tio n  system  and  n ea rb y  ac tiv ity  generato rs 
in  o rd e r to  understand  the  co rr id o r’s re la tio n sh ip  to

the u rban  contex t. A zon ing  
update  w as gen era ted  from  
this new  understand ing .

T hree  goals g u ided  this 
zon ing  update: 1) to  es tab 
lish  an  ap p ro p ria te  form  for 

M ain  S treet, 2) to  s im p lify  reg u la tio n s, m ak in g  them  
easie r to  use and  adm in ister, and  3) to  im prove the 
in v estm en t c lim ate  fo r a m o re  p red ic tab le  fu tu re  for 
b o th  investo rs and  residen ts.

To estab lish  a co m m o n  them e fo r M ain  S treet, p lan 
ners su g g ested  app ly in g  d istric ts tha t re sp ec t the “re s i
den tia l fabric  o f  the  c ity ” and  re in fo rce  lin ear d ev e l
o p m en t along  the co m m erc ia l streets. M ain  S treet 
d istric ts w ere  a lso  on ly  to  be app lied  to  areas w here  
the re s id en tia l fab ric  has b een  b roken  dow n, o r w here  
land  is underu tilized . T hese  d istric ts w ere  to be b ro 
k en  d o w n  in to  th ree  d iffe ren t c lassifica tions b ased  on 
in ten sity  and  size

P ark in g  req u irem en ts  also  becam e an  in teg ra l p art o f  
the p rocess. P lanners s tressed  the im p o rtan ce  o f  sh ift
ing  p a rk in g  lots to the re a r o f  bu ild ings to  allow  b e t
te r en trances and  to  increase  a sense  o f  privacy. S treet 
p a rk in g  w as also  to  be b e tte r reg u la ted  using  a re s i
d en t/n o n -resid en t system .

In  conc lusion , form  based  zon ing  m u st focus on  c re 
ating  a p lace  fo r peop le . T h ese  codes can  co u n terac t 
the co rro siv e  effec t o f  p a rk in g , can  e lim in a te  sp raw l 
in d u cin g  land  reg u la tio n s, and  can  red u ce  d ependence 
on  cars. Form  based  codes also  increase  the co n v e
n ien ce , ease, and  en jo y m en t o f  w a lk in g  o r using  tran 
sit, and  they  enco u rag e  the  m o re  effic ien t use o f  urban  
land  in  tran sit r ich  areas.
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I m p l e m e n t i n g  L a n d  I J s e - T r a n s p o r t a t i o n  

S c e n a r i o  P l a n n i n g :  

H o w  t o  M a k e  t h e  V i s i o n  H a p p e n

K e ith  B a r th o lo m e w , University o f Utah,
Salt Lake City, Utah
P h ilip  C . E m m i, University of Utah, Salt Lake City, Utah 
C h u c k  C h a p p e ll ,  Wasatch Front Regional Council,
Salt Lake City, Utah

S c e n a r i o  a n d  T r a n s p o r t a t i o n  P l a n n i n g
Keith Bartholomew, University of Utah, Salt Lake City, Utah 
bartholomew@arch .Utah .edu

S cenario  p lan n in g  is the  p ro cess o f  u tiliz ing  a series o f  
scenarios to  gauge p o ss ib le  fu tu re cond itions, and  to 
se lec t an app ro p ria te  cou rse  o f  ac tion  in response . T he 
h isto ry  o f  scenario  p lan n in g  has been ab o u t e ith e r m ili
tary  o r business. M ilitary  p lan n in g  has alw ays been 
ab o u t p lan n in g  fo r a lte rn a te  form s o f  th reat, and  p lan 
n in g  fo r po ten tia l ac tions o r reac tio n s  to  th reat. B u s i
ness scenario  p lan n in g  has a lw ays been ab o u t p lan n in g  
fo r the m an ag em en t o f  fu tu re uncerta in ties, a ttem pting  
to  red u ce  in v estm en t risk .

T ran sp o rta tio n  p lan n in g  w as codified  in  the  F ederal 
H ighw ay  A ct o f  1962, w hich  in troduced  the “ 3 C ” 
p lan n in g  p rocess: con tinu ing , com prehensive , and  co 
operative . In 1991 the  3C p ro cess  w as req u ired  at the 
sta tew ide  level w ith  the  adop tion  o f  the  In term odal 
S urface  T ransporta tion  E f
fic iency  Act.

O f  course, i f  the  v ision is com ple te ly  ignored , the  re 
su lts are n o t p red ic tab le . A city  will have no  w ay to 
acco m m o d ate  th e ir fu tu re g row th . P artia lly  in co rp o 
ra tin g  the  vision o r using it to  a degree  w ill re su lt in 
grow th  tha t is m o re  sp read  o u t and  less dense . I f  the 
vision is on ly  used to  the p o in t th a t you  can get local 
buy-in , n o  real goals can be m et. In v o lv em en t will 
on ly  com e w h en  sub jects are specific  to  ind iv iduals  
and  no  sense o f  com m u n ity  w ill be estab lished . F u lly  
in co rp o ra tin g  the  vision o r “ using the  v isio n ” m ean s 
th a t th ere  w ill be an exponen tia l curve. G oals can be 
ach iev ed  and  m easu red  by econom ic , social, and  en v i
ronm en ta l standards.

S p r a w l  D y n a m i c s
Philip C. Emmi, University o f Utah, Salt Lake City, Utah 
emmi @ arc h ,ut ah. edu

T he fu tu re o f  spraw l and  transpo rta tion  can be p re 
d ic ted  by using sim p le  m odels. P opu la tion  grow th  and 
tran sp o rta tio n  needs are m a jo r factors in de term in ing  
the  fu tu re o f  urban cities and  they  are very m uch  co n 
nec ted . F o u r scenarios ex ist in de term in in g  the  p o 
ten tia l o f  cities and  suburbs: base line , an ex tension  o f  
h isto ric  p rac tice ; land  use, an in crease  in new  d ev e lo p 
m en t densities by 20% ; tran sp o rta tio n , a reduction  in 
sin g le  o ccupancy  vehicle  trips to  80%  o f  to tal, and  an 
in crease  in ro ad  capacity  by 12% ; and  the  com bination  
o f  land  use and  tran sp o rta tio n  scenarios.

Sav ings in lan d  consum ption  re su lt w hen tran sp o rta 
tion  and  lan d  use are  con-

N ew  T ransporta tion  P la n 
n in g  b rings in a n ew  ro le  
fo r m etro p o litan  p o licy  m ak ing . P lanners can com e up 
w ith  a v ision o f  w ha t a city  w ill be. S cenario  p lan n in g  
consists o f  v isualiz ing  w hat a city  m ay  becom e w ith 
certain  d ev e lo p m en t patterns. H ow ever, the  po licy  
m ak ers are the  ones w ho u ltim ate ly  d ec id e  w hat the 
city  will look  like  and  how  it w ill function . S u p p o rt
ing  reg u la r app lica tion  o f  transporta tion  im provem en ts 
w ith  local p lan n in g  and  zon ing  becom es an im p o rtan t 
p art o f  the  equation . P o licy  m ak ers have the  option 
o f  fu lly  ignoring  the  vision, fully  in co rp o ra tin g  the  vi
sion, o r p artia lly  in co rp o ra tin g  the  vision.

Scenario planning consists of visualizing 
what a city may become with certain 

development patterns.

s id ered  sim ultaneously . 
H isto ry  tells  us th a t d ev e l
opm ental densities increase  
m o re  w hen y ou  decrease  
the  d ev e lo p m en t o f  roads. 

C ities are  bu ilt up in stead  o f  out. G rea te r densities  en 
courage  m ore efficien t u rb an  cities. D evelopers w ill 
focus m o re  a tten tion  on es tab lish ed  cities and  w ill n o t 
be en co u rag ed  to  spraw l ou t i f  there  is n o  access. A 
d ecrease  in ro ad  b u ild in g  will a lso  decrease  the  n u m 
b er o f  p eo p le  w ho are driv ing . T his w ill cause  a sav 
ings in energy  use and  red u ced  em issions com ing  from  
vehicles.

H isto ry  also  tells  us th a t qu ick  re sp o n se  is a lso  n ec es
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Implementing Land Use-Transportation Scenario Planning: How to Make the Vision Happen
sary. S low  re sp o n se  in  a rap id ly  chan g in g  sy stem  is the 
p rob lem . Q uick  re sp o n ses  w ill b rin g  m o re  favorab le  
ou tcom es. C ities shou ld  be  focusing  on  tran sp o rta tio n  
issues; this w ill b rin g  a m o re  d ram atic  effect. T here 
shou ld  also  b e  a lte rn a tiv e  so lu tions to  fu tu re scen ari
os. T he op p o rtu n ity  to  p red ic t fu tu re scenarios can  be  
learned  from  the past.

T hese  concep ts  a re  sim ple 
to  understand , i t ’s ju s t  a 
m a tte r o f  im p lem en tin g  
th em  in  fu tu re p lann ing .
U rb an  dyn am ic  sy stem  m o d els  are h igh ly  accura te , 
and  easily  m an ipu la ted . T hese  m o d els can  generate  a l
te rn a tiv e  p o licy  scenarios, and  m ay  facility  fu tu re p o l
icy  n ego tia tions as they  m ay  define po ten tia l ou tcom es 
o f  various p o licy  decisions.

I m p l e m e n t i n g  t h e  V i s i o n
Chuck Chappell, Wasatch Front Regional Council,
Salt Lake City, Utah 
cchappel I @wfrc.org

G ro w th  im pacts n eed  to  tak en  in  as a w hole. L ocal 
b u y -in  is n ecessa ry  in  the success fo r a tran sp o rta tio n  
goal. Im p lem en ta tio n  o f  a p re fe rred  tran sp o rta tio n  
scenario  m u st be  encouraged , b u t it can n o t be  forced.

L ess th an  one p ercen t o f  S alt L a k e ’s to ta l p o p u la tio n  
rides the  T R A X  ligh t ra il system . O f  that sm all p o r
tion , on ly  five p e rcen t w ere  once 1-15 d rivers. T h is  is a 
s itu a tio n  tha t shou ld  n o t b e  ignored , b u t co n sid ered  in  
fu tu re goals fo r transporta tion . M em bers o f  the co m 
m u n ity  shou ld  be  ab le  to  voice th e ir ideas and  o p in 

ions in  co m m u n ity  w orkshops. T hese  w ork sh o p s have 
p ro v en  successfu l in  g en era tin g  new  and  useful ideas 
in  tran sp o rta tio n  p lann ing . P ro jects su ch  as “ E nv ision  
U ta h '’ have p ro v en  to  be  a usefu l too l in  allow ing  the 
p u b lic  to be inv o lv ed  in  city  and  tran sp o rta tio n  p lan 
ning .

W hat w e shou ld  b e  lo o k 
ing  at in  tran sp o rta tio n  
p lan n in g  is w h a t w e sac
rifice w ith  h eav y  freew ay  
system s. T here  are m ore  

ca rb o n  m o n o x id e  em issions as w ell as red u ced  over
all p u b lic  h ea lth  as a re su lt o f  expanded  h ig h w ay  sys
tem s. W e shou ld  hav e  N E PA  req u irem en ts  in  m ind  
w h en  p lann ing , as w e ll as the n eed s o f  the com m u n ity  
m em b ers. A ll o f  these  factors are re la ted .

T ran sp o rta tio n  p lan n in g  shou ld  b e  looked  at as scen ar
io  vs. p rin c ip les s ituation . We can n o t develop  tran s
p o rta tio n  p rin c ip les w ith o u t p ro v id in g  tran sp o rta tio n  
s trateg ies. T here  shou ld  be an efficien t w ay  to inco r
p o ra te  the tran sp o rta tio n  needs o f  everyone involved .

T ran sp o rta tio n  goals and  p lan n in g  w ill d irec tly  a f
fect en v iro n m en ta l concerns, p u b lic  health , as w e ll as 
the am o u n t o f  land  tha t is used. I f  the p a s t does n o t 
serve as a re aso n  fo r change, w e w ill be  doo m ed  to 
rep ea t p a s t m istakes. E ven  though  scenario  p lan n in g  
has b eco m e m o re  p ro m in en t, the p lans are n o t alw ays 
execu ted  w h en  d ev e lo p m en t occurs. T here  is a g reat 
need  to  inco rp o ra te  long -ran g e  tran sp o rta tio n  goals 
in to  fu tu re developm ent.

(
Models can generate alternative policy sce
narios, and may facility future policy negotia

tions as they may define potential outcomes 
of various policy decisions.
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Innovative Finance: 
Who’s Got the Money?

G lo r ia  O h la n d , Reconnecting America,
Los Angeles, California
J e f f  O rd w a y , Bay Area Rapid Transit, Oakland, California 
R ic h a rd  S tev en s , Dulles Rail Project, Fairfax, Virginia 
M ic h a e l P o w ell, Powell’s Books, Portland Streetcar, 
Portland, Oregon

In an era o f  sh rin k in g  transpo rta tion  fund ing  and  bur
geo n in g  dem and , cash -s trap p ed  g o v ern m en t agencies 
n eed  to  g e t creative  by p artn e rin g  w ith  the p riv a te  
sec to r and  tap p in g  n on trad itional sources o f  revenue. 
S tree tcar p ro jec ts  in p a r
ticu la r - because  th ere  is no  
d ed ica ted  federal fund ing  
- have inv o lv ed  in teresting  
co llabo ra tions am ong  cit
ies, developers and  local 
businesses. F in an c in g  has o ccu rred  th rough  the  sale 
o f  p ark in g  bonds, assessm en t d istric ts an d  the  sale  o f  
n am in g  righ ts an d  fees. F o llo w in g  are case stud ies o f  
th ree cities that have u sed  in n o v ativ e  m ethods to fi
n an ce  tran sit p ro jec ts.

P o r t l a n d
Michael Powell, Powell’s Books, Portland Streetcar,
Portland, Oregon 
niicliael.powell@powells.com

T he P o rtlan d  s tree tcar p ro jec t is a 2 .4  m ile  double 
track  sy stem  an d  w as o p en ed  in 2001 . T h e  p ro jec t w as 
co m p le te ly  funded  by non-federa l sources o th er than 
a $5 m illion  con tribu tion  fro m  the  Federal T ran sp o r
tation  F und. T he en tire  sy stem  w as locally  designed  
an d  p a id  for, w h ich  m ad e  the  p rocess sim pler. D oing  
th is also  m ad e  the p ro jec t lo n g er in becom ing  realized  
since the fund ing  had  to be fig u red  out, b u t w ithou t 
the federal “strings a ttach ed ” fund ing  there  w ere  m any  
few er hoops to  ju m p  through.

T he m ajo rity  o f  the  p ro jec t w as funded  by local c ity  
p a rk in g  bonds. Local im p ro v em en t d istric ts an d  tax 
in crem en t financing  w ere  also  sign ifican t sources o f  
funding . T he p ro jec t w as co n stru c ted  in sm all in c re 
m en ts, m o v in g  ab o u t a block each  w eek  du ring  co n 

struction . T h is h elped  w in  o v er business ow ners w ho 
on ly  had  to  deal w ith  construc tion  issues fo r a sho rt 
tim e, in stead  o f  the en tire  length  o f  the p ro jec t.

T oday  the system  is used  by  2.5 m illion  p eo p le  every  
year, an d  has sp u rred  d ev e lo p m en t along  the  righ t o f  
way. F ro m  the ou tset, the p ro jec t w as seen to  be a d e
v e lo p m en t tool as m u ch  as a tran sp o rta tio n  p ro jec t. It 
runs righ t th rough  dow ntow n  P ortland , an d  its p rim ary  
use is n o t fo r com m uters. T he tran sit agency  an d  local 
supporters  o f  the  s tree tcar had  to  conv ince skeptical 
land  ow ners to  begin  to  develop  along  the line before 
construc tion  w as com pleted . M any  fe lt th a t th ey  w o u ld  
ho ld  th e ir lan d  until o thers d ev e lo p ed  an d  th e ir lan d  b e
cam e m o re  valuab le . T he c ity  an d  state  d ep artm en t o f  
transporta tion  w ere  lan d  ow ners along  the  n ew  s tree t

car line, an d  th ey  h e lp ed  to  
g e t the  d ev e lo p m en t go ing  
in the area.

O v er 100 n ew  reta ilers 
have o p en ed  along  the  line 

since its o pen ing , an d  i t ’s estim ated  th a t th is n u m b er 
w ill reach  200 by the  tim e the  sy stem  is b u ilt out. A n 
ex tension  w as o p en ed  in 2005 , an d  an o th er is ex p ected  
to  open in 2006. E ach  o f  these  p ro jec ts  has had  sim ilar 
local financing . T he s tree tcar system  has ch an g ed  P o rt
lan d ’s ch a rac te r fo r the  better, an d  additional co rridors 
are being  stu d ied  fo r fu tu re expansion .

D u l l e s  M e t r o r a i l  E x t e n s i o n
Richard Stevens, Dulles Rail Project, Fairfax, Virginia 
Ricliard.stcvcns@fairfaxcounty.gov

T he n ew  D ulles M etrorail E x tension  is a 2 3 -m ile  ad 
d ition  to  the W ashington  D C  M etrorail system , u lti
m ate ly  con n ectin g  to  the D ulles airport. T he p ro jec t in 
cludes e ig h t n ew  stations in F airfax  C o u n ty  an d  tw o  in 
L oudoun  C ounty. F o u r m a jo r n odes w ill be connected , 
includ ing  D ulles, L oudoun  C ounty , R eston , V irgin ia, 
an d  T y so n ’s C om er.

T he $3.5 b illion  in fund ing  has been ra ised  th rough  
a p u b lic -p riv a te  partn ersh ip . F ifty  p e rcen t is co m 
ing fro m  the  Federal T ransporta tion  A d m in is tra tio n ’s 
“N ew  S ta rts” p ro g ram , an d  25 % is being  p ro v id ed  by 
the state  o f  V irginia, large ly  com ing  from  toll road  rev 
enues.

(
Any long-term project is going to 
experience substantial market changes, and 

you must make accommodation for changes 
that will definitely occur.
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In n ovative  F in an ce: W ho’s  G ot th e  M oney?
S pecia l im p ro v em en t d istric ts w ere  crea ted  to p rov ide  
ad d itio n a l funding . P hase  1 includes T yson’s C om er, 
w hich  generates m o re  th an  $200 m illio n  in  tax revenue  
each year. T his spec ia l im p ro v em en t d is tric t w ill g en 
erate  ap p ro x im ate ly  $ 17-$27  m illio n  p e r year, based  on 
tax ra te  and  assessed  land  
values. T here  w ere  several 
cond itions m ad e in  o rder 
to create  the tax d istrict.
F u n d in g  fo r the desig n  
and  co n stru c tio n  had to be 
ac tive ly  p u rsu ed  by F air
fax C ounty  and  V irginia.
T he tax d is tric t had to be 
lim ited  to $400  m illio n  o f  the co n stru c tio n  costs, and  
p h ase  11 o f  the p ro jec t had to be p lan n ed  and  designed  
to ensure tha t the second  p h ase  spec ia l im p ro v em en t 
d is tric t w o u ld  help  sh o u ld er the cost.

T he benefits  o f  c rea ting  a specia l im p ro v em en t d istric t 
to a id  in  fund ing  the p ro jec t in c lu d ed  in creased  land  
v a lu e  fo r everyone. It a lso  increases the capacity  for 
new  grow th  in  the T y so n ’s C o m er area, w ith  the p o 
ten tial to add  m o re  th an  7 m illio n  square  fee t o f  co m 
m erc ia l space. D ensities w ill a lso  increase  in  the m o st 
h ighly  connected  areas o f  the pro ject.

P hase  11 o f  
the p ro j
ec t w ill be 
s i m i l a r l y  
funded , w ith 
the m ajo rity  
o f  fund ing  
com ing  from  
the FTA and 
the state. A 
large n u m b er 
o f  p roperty  
ow ners in  the 
second  sp e
cial im p ro v e

m en t d is tric t are rea l estate  in v estm en t trusts, w ho  are 
m ostly  in te rested  in  tu rn ing  around  the p roperty  for 
profit. T h ey  have ex p ressed  concern  tha t a specia l im 
p ro v em en t d is tric t a ttach ed  to the deed  w ill a ffec t the 
selling  p rice  o f  th e ir land.

In  conclusion , this p ro jec t is an  exam ple  o f  the p o w er 
o f  coopera tive  partnersh ips. A co m p reh en siv e  tran s
p o rta tio n  n e tw o rk  is a n ecessity  for su sta in ed  eco
n o m ic  v itality , b u t w ith  in creased  co n stru c tio n  costs, 
im provem en ts exceed  g o v ern m en t’s fund ing  cap ab ili

ties. P u b lic -p riv a te  p artn e r
ships p ro v id e  new  sources 
o f  funds to undertake sys
tem  im provem en ts. T hese 
im p ro v em en ts req u ire  
strong  w o rk in g  re la tio n 
ships am ong  p artn e rs  and 
a full understand ing  o f  the 
benefits  o f  in frastruc tu re  

im provem en ts to all p artn e rs  as w e ll as to the general 
public.

D u b l i n / P l e a s a n t o n  S t a t i o n ,  

B a y  A r e a  R a p i d  T r a n s i t
Jeff Ordway, Bay Area Rapid Transit, Oakland, California 
j ordway@bart. gov

A p artn e rsh ip  w as fo rm ed  to create  a n ew  sta tio n  n ea r 
D ublin , C a lifo rn ia  on  the B ay A rea  R ap id  T ransit 
(B A R T ) system . T he cities o f  D u b lin  and  P leasan to n  
w ere  b ro u g h t in, as w ell as several p riv a te  p artners 
and  consu ltan ts. T he coun ty  o f  A lam ed a as w ell as 
the A lam ed a C o n g estio n  M an ag em en t A uthority , and 
the C a lifo rn ia  D ep artm en t o f  T ran sp o rta tio n  w ere  also  
partners on  the pro ject.

O rig inally , p riv a te  developers ap p ro ach ed  B A R T in 
o rd e r to b eg in  d ev e lo p m en t on  B A R T -ow ned land. 
T he in ten t w as to secu re  tax rev en u e  from  the new  d e
v e lopm en t, and  the cities ag reed  to d ed ica te  a po rtio n  
o f  th e ir tax rev en u es to B A R T  fo r the n ex t 17 years 
in  o rder to fund  the bu ild ing  o f  a new  sta tio n  fo r their 
com m unities.

S ince tha t o rig inal p lan , several th ings have changed  
w h ile  the p ro jec t has developed . C ities have agreed  
to p repay  th e ir tax rev en u es in  o rd e r to red u ce  risk  to 
BART. T he ag en cy ’s d eb t has also  b een  rea rran g ed  in  
o rd e r to increase  sales tax capacity . F ares have also  
in creased  on  the system , p ro v id in g  m o re  fund ing  o p 
tions. H ow ever, costs o f  op era tio n  and  co n stru c tio n  
have sim ilarly  increased . O rig inally  m any  p riva te

T y so n ’s C o rn e r ,  lo c a te d  o n  th e  
D u lles  M e tro r a i l  E x te n s io n  p ro je c t .
Photo courtesy o f  Rick Stevens.
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sec to r dev e lo p ers w ere  in 
te re s ted  in the p ro jec t, bu t 
office and  ho tel dem and  
has co o led  since then . O nly  
the  housing  co m p o n en t has 
rem a in ed  strong. In terest 
ra tes have rem a in ed  low er 
than  w as an tic ip a ted , so 
the  d eb t req u ired  to  be p a id  
back  w ill be m uch less than 
o rig inally  p lanned .

C onstruction  costs have 
been  a s ign ifican t issue.
B A R T  is unable to issue  a 
bond  w ith o u t a gu aran teed  m ax im u m  price , so they 
have to  w a it to lock  in the  p rice  estim ate  until costs are 
steady. A ha lf-p o in t increase  in in terest ra te s  is bu ilt 
in to  the cost estim ate , so the  co st o f  the  d eb t w ill be 
b e tte r es tim ated  once the  bond  is issued.

W h en  the  office and  ho te l m arke ts  in  the area dropped , 
the  re sid en tia l tax  rev en u es w ere  n o t enough  to  serv ice 
the  deb t o f  the  p ro jec t. As w as m en tioned , the  city  and  
county  are go ing  to  p rep ay  th e ir tax  ob ligation  in o rder

to  red u ce  the  risk  du rin g  the 
first few  years. It is p lan n ed  
th a t th is  am o u n t w ill hedge 
ag a in st the  operation  costs 
fo r the  first five years, afte r 
w h ich  the  rev en u es w o u ld  
be go ing  to  the  m u n ic ip a l
ity.

S everal lessons have been 
learned  du rin g  the  course 
o f  the  p ro jec t. B A R T  has 
learn ed  th a t th is  is s till a 
tran sit p ro jec t, n o t a true  
rea l estate  transaction . T his 

is a subtle , y e t im p o rtan t d istinc tion . W hen  the m arkets 
d ro p p ed  they  w ere  fo rced  to  look  at d iffe ren t fund ing  
sources. H ad  they  c rea ted  a la rger spec ia l im p ro v em en t 
d is tric t th is  w o u ld  have had  less o f  an affect, bu t it also  
w ou ld  have been  ra th e r d ifficu lt p o litica lly  to  m ake a 
la rger assessm en t d istric t. F inally , they  also  learned  
th a t any p ro jec t th a t takes a long  tim e is go ing  to  ex p e
rien ce  substan tia l m ark e t changes, and  y ou  m u st m ake 
accom m odation  fo r changes th a t w ill occur.

In n ovative  F in an ce: W ho’s  G ot th e  M oney?

D e v e lo p m e n t p la n  fo r  B A R T ’s D u b lin /P le a s a n to n
S ta tio n . Image courtesy o f  Jeff Ordway.
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P a u l M o r r is ,  PB PlaceMaking, Washington, D.C.
L e e  N o rr is ,  Cherokee Investment Fund, Raleigh, NC 
Inorris@eherokeefund.com
J o h n  P e r tc h ik ,  The Staubach Company, Boca Raton, Florida 
jon.pertchik@staubach.com

C ities in A m erica  are chang ing  rapidly. M atu rin g  c it
ies are p ro p o sin g  m ajor changes as costs increase  and  
ex isting  system s fractu re . In o rder to  address th ese  is 
sues, p lan n ers  in A m erica  need  to  be m ore crea tive  in 
how  they  do business, and  institu tional p ro cesses  need  
to  reform .

C h a n g e  t h e  R o l e s

T h e roles and  responsib ilitie s  o f  dev e lo p ers and  co m 
m unity  m em bers are chang ing . It is im p o rtan t th a t d e 
velopers see th em selv es  not only  as business p eop le , 
bu t as m em bers o f  the  com m unity . W hen they  see th a t 
th ey  can do both g o o d  and  w e ll  as com m unity  b u ild 
ers, w e w ill see a sh ift in the  w ay th a t our cities are 
deve lop ing . C om m unity  m em bers need  to  understand  
the financial dem ands on developers. I f  they  can fig 
ure ou t how  to g ive the  d ev e lo p e r w ha t th ey  need , the 
d ev e lo p e r w ill be m ore likely  to  g ive the  com m unity  
w ha t they  need  and  w ant.

In o rd e r fo r tran sit-o rien ted  d ev e lo p m en t to  be a su c
cess, th e  p artn e rs  in the  p ro cess  m ust com e to  com m on 
gro u n d  fo r a consensus. B u ild in g  T O D  is m ore ch a l
len g in g  than  reg u la r dev e lo p m en t, so in o rd e r fo r it to  
be a success, all s takeho lders need  to  w ork  to g eth er 
and  iden tify  com m on  desires, rea liz ing  th a t they  are 
m ore a like  than  d iffe ren t in th e ir goals.

A n essen tia l p a rt o f  p lan n in g  T O D  is respecting  ex is t
ing  p laces. O ne  o f  th e  g rea test fears o f  c itizens in ex is t
ing  co m m unities is th a t a d ev e lo p e r is go ing  to  com e in 
and  destroy  the  th in g s th a t 
in itia lly  d rew  them  to  the 
neighborhood . A lm ost 70%  
o f  those  w ho buy hom es in 
a T O D  com m unity  already  
liv ed  o r w o rk ed  in th e  area, 
so i f  a d ev e lo p e r a liena tes th e  ex isting  com m unity , 
th ey  have a lready  lo st a large  p a rt o f  th e ir m arket. A
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d ev e lo p e r sh o u ld  iden tify  areas th a t w ill enco u rag e  a 
local sense  o f  o w nersh ip , and  sh o u ld  design  bu ild ings 
and  p u b lic  spaces tha t the  ex isting  w ill see as an am e
nity  fo r th e ir ow n neighborhoods.

W a s h in g to n ’s W est H y a ttsv il le  T O D .
Image courtesy o f  Paul Morris.

T he W est H y a ttsv ille  S ta tion  T O D  in W ash ing ton , D .C . 
w as w ritten  o f f  by the  W ashington  M etropo litan  A rea 
T ransporta tion  A u thority  as an u ndeve lopab le  area b e
cause o f  the size o f  the floodp lain  on the property . S ev 
eral g roups cam e to g e th er to  understand  the  hydro logy  
o f  th e  lan d  to  see i f  th ere  w as any po ten tia l fo r a su c
cessfu l p ro jec t. T h is  g roup  w as ab le to  create  a p a r
cel large enough  to  d eve lop  a v iab le com m unity , and 
a large open space that w o u ld  benefit new  residen ts  as 
w ell as those  already  liv ing  there.

C h a n g e  t h e  R u l e s

O ne o f  th e  largest obstacles to  T O D  is th e  ex is tin g  city
codes th a t fo rb id  v irtually

Developers need the most help with 
parking. The high costs of parking can be 

unsustainable for a developer trying 
to create a TOD.

all T O D -sty le  d ev e lo p m en t 
patterns. M any cities have 
ad o p ted  overlay  zones, but 
th ese  have been found  to  
be hard ly  any be tte r than  

ex isting  codes. P lanners m ust tru ly  understand  how  
T O D  w orks in o rd e r to  m ake the  changes to  city  codes

S a l t  L a k e  C ity
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tha t w ill help  deve lopers do it correctly . I f  cities w ill 
ro ll ou t the red  ca rp e t fo r good  d ev e lo p m en t in stead  o f  
m ak ing  them  go th ro u g h  a lo t o f  red  tape, the p rocess 
w ill be m u ch  sim pler. C ities shou ld  m ake it fas te r and 
easie r to do good d ev e lo p 
m en t than it is to do  s tan 
dard , au to -o rien ted  d ev e l
opm ent.

F ocus 011 form  m ore than 
function . Z o n in g  today  is 
b ased  a lm o st en tire ly  upon 
the types o f  uses tha t are 
a llow ed  in an area. A  fo rm -b ased  code focuses m ore 
011 the form  and  se ttin g  o f  the d ev e lo p m en t than it does 
011 w h a t is ac tua lly  hap p en in g  there. T his allow s fo r 
m o re  flexibility , w h ich  the d ev e lo p e r w ill appreciate . 
F o rm -based  codes m ust be m arke t-based , and  the d e 
v e lo p er needs to have som e in p u t in to  the fo rm s tha t 
are requ ired .

D evelopers n eed  the m ost help  w ith  park ing . T he h igh  
costs o f  p ark in g  can be  u n susta inab le  fo r a d ev e lo p e r 
try ing  to c reate  a T O D . W hen deve lopers are req u ired  
to p ro v id e  the sam e am o u n t o f  p ark in g  at tran sit-o ri
en ted  d ev e lo p m en ts  as they  are  in au to -o rien ted  d e 
v elopm en ts, the cost becom es p ro h ib itiv e  and  w ill ul
tim ate ly  m ake the d ev e lo p m en t an eco n o m ic  failure. 
P lanners shou ld  c red it 011-stree t p ark in g  tow ards p a rk 
ing  req u irem en ts  and  shou ld  also  cred it shared  park in g  
areas. In T O D s, deve lopers a re  often  fo rced  to bu ild  
large p ark in g  structu res, w h ich  can in crease  the cost o f  
p ark in g  construc tion  d ram atically . A t the W est H yatts- 
v ille  T O D , deve lopers w ere  ab le  to red u ce  the park ing  
b u ilt by  1600 spaces, w h ich  u ltim ate ly  saved  the p ro j
ec t $35 m illion .

C h a n g e  t h e  R i s k s  a n d  R e w a r d s

T he d ev e lo p e r’s go a l is to in v est cap ita l w ith  the ex 
pec ta tio n  o f  a m ean ing fu l re tu rn . W hen the g o v ern 
m en t invests in an area, th e ir expecta tion  is the sam e. 
In the D C  area a t $25 m illion  g o v ern m en t in v estm en t 
stim u lated  $700  m illion  in p riv a te  in v estm en t o v er 10 
years. T his in v estm en t created  p o ten tia l fo r re tu rn  fo r 
the developer, and  g enerated  m ore yearly  tax revenue  
fo r the city. A n in v estm en t from  the pub lic  sec to r can

change an  area  in to  a s ign ifican t financial re so u rce  for 
the pub lic  and  p riv a te  sector.

P roposals  fo r d ev e lo p m en t w ill often  inc lude  p lans
tha t inc lude  bo th  sh o rt and 
long  term  elem ents, bu t 
the ac tua l construc tion  o f  
p lan n ed  fu tu re  e lem en ts is 
co n tin g en t upon the su c
cess o f  the in itia l d ev e lo p 
m ent. T he m ark e t ch an g 
es quickly. In a p ro jec t 
p lan n ed  fo r a 10-12 year 

b u ild -ou t, s takeho lders m ust understand  th a t the m ar
k et w ill change co m p le te ly  in those  ten years. T O D  
req u ires  a very in te lligen t, m ark e t based  p lan , flexible 
to m arke t changes.

W hen dev e lo p ers are b ro u g h t in fo r  a p ro jec t, they  
need  to hav e  an understand ing  o f  the tim e fram e o f  
the la rger p ro jec t. B y  separa ting  the d ev e lo p m en t into 
phases, such  as “ shovel re ad y ” (1-2 y ea r tim e fram e), 
“ sh o rt cy c le” (2-5 years), “so ft cy c le” (5-10  years), 
and  “re cy c le” (10-20  years), the d ev e lo p e r can b e t
te r equ ip  th em selv es  fo r th e  financial dem ands o f  the 
various tim e requ irem en ts.

W h a t  D o  D e v e l o p e r s  R e a l l y  W a n t ?

M o st dev e lo p ers are usually  engaged  too late  in the 
p lan n in g  p rocess. P ub lic  en tities need  to engage a d e
v e lo p e r in the p rocess m uch  so o n er than they  usually  
do. D evelopers p re fe r a “req u est fo r q u alifica tio n s,” 
as it a llow s them  to be invo lved  in the p ro cess befo re  
all the b ig  dec isions have a lready  been m ade. P lan 
n ers  shou ld  understand  tha t the  b est d ev e lo p e r w ill n o t 
n ecessa rily  be the one w ho  has the b est p resen ta tion  
o r the fan c iest ren d erin g s. T he b est d ev e lo p e r w ill be 
the one tha t w ill be ab le  to bu ild  a p artn e rsh ip  w ith  the 
co m m u n ity  and  w ill d eve lop  an ag reem en t based  on 
va lues and  resp o n sib ilitie s. I f  in terests  are a ligned , the 
p rocess w ill m ove faster, and  the p ro d u c t w ill be  m ore 
w orkab le .

D ev elo p ers love p red ic tab ility . W hen the p lanners 
d o n ’t rea lly  understand  the p ro cess o r w h ere  p o ten 
tial p itfa lls  m ay  be, deve lopers are re lu c tan t to get
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invo lved . P lanners m ust und erstan d  the tim in g  o f  the 
p ro jec t, as tim e is the  b ig g est enem y  o f  a successfu l 
developer. W hen a year o r tw o  w a it is th row n into a 
p ro jec t, the  d ev e lo p e r w ill g e t sca red  o f f  im m ediately . 
B e p rep a red  and  w ell in fo rm ed  ab o u t the  tim in g  o f  the 
p ro jec t.

A  su ccessfu l T O D  p ro jec t 
m ust be m arke t based. A l
though  som e m ay  view  h is
to rica l abso rp tion  o f  d ev e l
o p m en t as the  m arket, th is 
is n o t tru e  dem and . D ev e l
o p m en t tends to  fo llow  h is
to rica l p a tte rn s, even though  they  m ay  n o t fo llow  the 
m ark e t directly . T ran sit-o rien ted  d ev e lo p m en t is try ing  
to  c rea te  new  p atte rn s  th a t w ill fo llow  the  true  m arke t 
in the  co u n try ’s cities an d  create  successfu l co m m u n i
ties. B eing  tran sit-o rien ted  is n o t enough  fo r a d ev e lo p 

m en t to  respond  to  the  m arket. T ran sit can be an am e
n ity  fo r a p ro jec t, bu t it a lone w ill n o t c rea te  a m arket. 
N ew  m arke t research  sh o u ld  be done in an area w here  
a T O D  is p roposed . T his w ill te ll you w h a t is tru ly  in 
dem and , as o p p o sed  to  w h a t deve lopers w ill te ll you is 
in dem and.

In conc lusion , developers 
n ee d  to  becom e a tru e  p a r t
n e r w ith  co m m unities as 
th ey  en ter the  T O D  m ar
ketp lace. P lanners m ust 
un d erstan d  th e  dem ands 
th a t deve lopers have, and  

co m m u n ity  m em bers n eed  to  see developers a re  an as
se t to th e ir com m unity , n o t som eone w ho  is go ing  to 
com e d estroy  th e ir com m unity . W hen  all p arties  un
d erstan d  each o th e rs’ needs, the  end  resu lt w ill be m ore 
successfu l and  beneficial to  all.
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C a ro ly n  Y ou n g , TriMet, Portland, Oregon
L is a  P a d illa , Zimmer Gunsul Frasca, Los Angeles, California
S a m u e l A ssefa , City o f Chicago, Illinois
S o re n  S im o n se n , Cooper Roberts Simonsen Associates,
Salt Lake City, Utah

T he tren d  in o u r n a tio n ’s cities to  “go  g reen ” is p ick 
ing up steam  every  year. W hile  the idea o f  m ak ing  our 
co m m unities m ore susta inab le  is ca tch ing  on, m any 
co m m unities m ay not know  w here  to  start. We can 
learn  from  the  ex p erien ce  o f  several success stories on 
w h a t steps to  take first and  w h ere  to find  re so u rces  to 
help  in the p ro cess  o f  “g reen in g ” our cities.

C h i c a g o :  “ ( J r b s  i n  H o r t o ”
Samuel Assefa, City of Chicago, Illinois 
samuel.assefa@cityofchicago.org

W hen C h icag o  w as in co rp o ra ted  in 1837, its m otto  w as 
“ U rbs in h o rto ,” m ean ing  “ city  in a g ard en .” In 1909, 
C h icag o  ad o p ted  the B urnham  P lan , w h ich  p laced  
p ark s  at the  cen te r o f  the c ity ’s developm en t. It also  
ac tive ly  p ro tec ted  the lakefron t, an d  p lan n ed  fo r effi
c ien t tran sp o rta tio n  o f  bo th  goods and  peop le .

Today, the  effec ts o f  the B urnham  Plan can still be seen 
and  ex p e rien ced  th ro u g h o u t C hicago . T he lakefron t 
is one o f  the m ost accessib le  o f  any large city  in the 
w orld , and  the  am o u n t o f  p u b lic  space is unm atched  
th ro u g h o u t the  country. M ay o r D a le y ’s vision is to 
m ake C h icago  the g reen est city  in the  nation  and  p ro 
vide healthy  air and  w a te r to  c itizens, p ro m o te  w ise  
energy  use, and  conserve resources. T his vision  is a lso  
ab o u t increasing  C h icag o ’s 
com p etitiv e  edge, m aking  
the city  a p lace  w h ere  p e o 
p le  w an t to  com e live, visit, 
and  start th e ir businesses.

G o i n g  G r e e n !  S u s t a i n i n g  O u r  F u t u r e

T h r o u g h  S m a r t  C h o i c e s ,

B i g  a n d  S m a l l

T here  are th ree  essential 
keys to  a green p o licy  hav ing  an im p act on any city. It 
m ust be com prehensive , it m ust apply  to  every  d ep a rt
m ent, and  it m ust have strong  m ayoral leadersh ip . I f  
these  th ree  e lem en ts  are in p lace , y ou  are on y o u r w ay

to  a greener, h ea lth ie r city.

C h icago  is still m ak ing  im p ro v em en ts in 
p o lic ies  and  is ra ising  the  standard  for 
a round  the  w orld . E very  d ep a rtm en t in the

th e ir green  
o th er cities 
city  o f  C hi-

C h ic a g o  c o n v e r te d  its  c ity  office ro o f  to  a g re en  
r o o f  to  c o n se rv e  e n e rg y  a n d  re d u c e  s to rm  w a te r
ru n o f f .  Photo courtesy o f  Samuel Assefa.

cago  is m andated  to  have a “green p o licy ” . T he under
ly ing  b e lie f  is i f  the city  renovates p u b lic  in frastructu re  
to  be m ore env iro n m en ta lly  friendly , the  p riv a te  sec to r 
w ill soon  follow .

T he C hicago  area is one o f  the first m u n ic ip a litie s  to 
have energy  codes in the en tire  U n ited  S tates. S tandards 
are se t fo r new  and  ren o v ated  bu ild in g s to  increase  en 
ergy conservation , and  3 ,000  bu ild ing  p ro fessio n als  
have been tra in ed  to  m eet these  standards. It a lso  now  
req u ires that there be three L E E D  certified  s ta ff  m em 
bers in each city departm en t. C h icago  p lan n ed  to  have 
tw en ty  p e rcen t o f  its energy  derived  from  renew able 
resou rces by the  end  o f  2006. W hile  the city  is cu r

ren tly  at 12%  a t the  en d  o f  
2005, it is far above the US 
average o f  1%.

C h icag o ’s w a te r m an ag e
m en t goals include red u c
ing storm  w a te r runoff. By 

reducing  ru n o ff p ro b lem s the am o u n t o f  p o llu ted  w ate r 
runn ing  in to  L ake M ich igan  each day w ill be d rasti
cally  reduced . T he city  is cu rren tly  w o rk in g  on a five- 
year p lan  to  im prove its w a te r in frastructu re . W hen this
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p lan  is co m p le ted  the c ity  w ill be sav ing  160 m illio n  
gallons p e r day!

A ir q ua lity  is an o th er m ajo r e lem en t to  C h icag o ’s 
g reen  p o lic y  T he a ir q u a l
ity p o licy  includes th ree 
b asic  factors: develop ing  
p artn ersh ip s , encourag ing  
use o f  a lte rn a tiv e  m o d es o f  
tran sp o rta tio n , and  p lan tin g  
trees. T h ro u g h  p artn e rin g  
w ith  state and  local o rgan izations, the c ity  o f  C hicago  
p lan ted  400 ,000  trees. T h is  w ill rem ove the p articu la te  
m atte r em itted  from  31 ,000  v eh ic les fro m  the air. W ith  
the largest v eh ic le  flee t o f  any  c ity  in the country , they 
are also  w o rk in g  to rep lace  all th e ir v eh ic les w ith  those 
runn ing  on  a lte rna tive  fuels.

T he cu rren t C h icago  standard  is tha t a ll pub lic  p ro jec ts  
have to b e  L E E D  certified . To p ro m o te  this po licy , the 
city  converted  its h a lf  o f  the city  and  coun ty  bu ild ing  
to  a “g reen  roo f.” T here  is n o w  a 40-60  d eg ree  surface 
tem p era tu re  d iffe rence b e tw een  the tw o halves o f  the 
roof, and  a 15-20 degree  am b ien t a ir  d iffe rence inside 
the bu ild ing , w h ich  saves thousands o f  do llars each 
sum m er in  coo ling  costs. T he g reen  ro o f  also  reduces 
s to rm w ater ru n o ff by  70% . T he city  h as  n o w  b eg u n  to 
ra ise bees on  the  ro o f  o f  the b u ild ing , p ro d u c in g  h o n 
ey on  a o n ce -b arren  urban  
roof. T he p riv a te  sec to r has 
fo llow ed  the c ity ’s exam 
p le , and  there are  n o w  42 
L E E D  certified  bu ild in g s 
in  C h icag o , w ith  155 g reen  
ro o f  p ro jec ts.

O ther lan d  use p o lic ies  en courage p ark in g  reduction  
n ea r tran sit s ta tions and  estab lish  desig n  crite ria  fo r p e 
destrian  streets. T h ese  p o lic ies  also  requ ire  increased  
b ike  storage and  encourage tran sit-o rien ted  d ev e lo p 
m en t (T O D ) th ro u g h o u t the  region.

T he c ity  has also  d eve loped  the C h icago  C en tra l A rea  
Plan: 2020. T h is p lan  a im s to m ake transit the first 
cho ice , encourages a lternate  m o d es o f  tran sp o rta tio n , 
im proves the q uality  o f  the p ed es tr ian  env ironm en t, 
and  increases park  and  op en  space. W ith  in frastruc-

T h r o u g h  S m a r t  C h o i c e s ,  B ig  a n d  S m a l l
tu re  a lread y  in  p lace  in  the d o w n to w n  area, the p lan  
also  w orks to increase  density  in  the city. T h is  tran s
lates into less energy  co n su m p tio n  p e r cap ita , and  less 
n eed  fo r the city  to con tinue to sp raw l o u t across the

region.

A s these  p o lic ies  change 
the face o f  the c ity  o f  C h i
cago  and  insp ire  p rivate  
sec to r deve lopers to  adop t 
g reen  p o lic ies , it is also  

th e ir hope that cities ac ross the n a tio n  w ill im p lem en t 
s im ilar p o lic ies  to  m ak e  their ow n  co m m unities m ore  
livab le  and  sustainab le.

U t a h ’s  T a l e  o f  T w o  C i t i e s
Soren Simonsen, Cooper Roberts Simonsen Associates,
Salt Lake City, Utah 
s or cn@ crsa-u s. c om

B y m ak in g  susta inab le  cho ices in  city  developm en t, 
b o th  b ig  and  sm all, som e o f  the en v iro n m en ta l h arm  
tha t has a lread y  been  in flic ted  on the p lan e t w ill b e  a l
lev iated . D efo resta tio n  causes tree coverage  to shrink 
by  65 ,000  square m iles a year. C ases o f  con tam in ated  
g ro u n d w ate r and  b io lo g ica lly  dead  lakes, a long  w ith  
d ropp ing  w a te r tab les are beco m in g  m o re  and  m ore  
com m on. G lobal w arm in g  is seriously  affec ting  eco 

system s a ro u n d  the p lanet.

The single biggest factor in our ecologi
cal footprint is our transportation choice, 

and most have chosen the most consumptive 
mode, the personal automobile.

V ^

O rig ina lly  p lan n in g  and 
zon ing  w ere  im p lem en ted  
to ad d ress h ea lth  concerns 
such  as resid en tia l a re a s ’ 
p ro x im ity  to industria l 

sites. O v er tim e p lan n in g  and  zon ing  has transfo rm ed  
to becom e an  econom ic activ ity , to the d e trim en t o f  
o u r n a tio n ’s h ea lth  standards.

V ehic le  m iles trav e led  has increased  80%  in the last 20 
years, co m p ared  to  a 21%  increase  in  popu lation . L ack 
o f  p h y sica l ac tiv ity  is co n trib u tin g  to ad d ed  h ea lth  care 
and  in su rance  costs fo r everyone. O besity  is the fa st
est g ro w in g  h ea lth  th rea t, second  on ly  to  sm ok ing  as 
a p rev en tab le  cause o f  death . D ep ressio n  is n o w  the 
lead ing  cause  o f  d isab ility  in  the country , and  em p lo y 
ers are losing  ap p ro x im a te ly  $44 b illio n  each  y ea r in
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lo st p ro d u c tiv ity  due to  em p lo y ee ’s m ental health . O ur 
c ities  are in m ajo r need  o f  re th in k in g  i f  th is  is the  w ay 
w e have chosen  to  live today.
T here  are ap p ro x im ate ly  4.5 acres o f  land  ava ilab le  on 
the  p lan e t to  m eet the needs o f  a sing le person . It takes 
app rox im ate ly  24 acres to  sustain  a sing le p erso n  in the 
U n ited  S tates. In U tah , the  average  is 30 acres, m uch 
w orse than  the  national average , and  several tim es 
m ore than  the  p lan e ta ry  supply.

T he sing le b iggest fac to r in o u r eco logical fo o tp rin t is 
o u r tran sp o rta tio n  cho ice , and  a lm o st all U tahns have 
chosen  the  m ost co n su m p tiv e  m ode, the  personal au to 
m obile . T here  is an im b alan ce  in the  p ercep tio n  o f  risk  
and  urgency in ch an g in g  the  w ay w e p lan  ou r cities. 
In 2003 au to  re la ted  dea ths o u tn u m b ered  hom icides

G oin g  G reen! S u s ta in in g  Our F uture

W e st V alley  C ity  h a s  d e v e lo p e d  a n ew  m a s te r  p la n  
fo r  its  d o w n to w n  th a t  w ill b e  m o re  t r a n s i t
s u p p o r t iv e . Image courtesy o f  Cooper Roberts Simonsen Associates

in the  S alt L ake m etropo litan  area m ore than  e ig h t to  
one, w ith m ore than  180 au to  re la ted  deaths. T here 
w ere also  an es tim ated  350 dea ths in  the  area d irectly  
linked  to  p o o r  a ir quality . A lthough  there  is som e co n 
cern  abou t th ese  sta tistics, the  level o f  u rgency is not 
p ro p o rtio n a te  to  n u m b er o f  dea ths stem m ing  from  the 
ch o ices w e have m ade.

Tw o c ities in the  S alt L ake Valley are p u rsu in g  p lans 
th a t will increase  the  susta inab ility  o f  th e ir  co m m u n i
ties , Sandy C ity  and  W est Valley City. B oth  c ities are 
w ork ing  to  im prove tran sit con n ectio n s w ith dow ntow n  
S alt L ake C ity  as well as d eve lop  v ib ran t and  livable  
do w n to w n s them selves.

S andy C ity  is cu rren tly  the  sixth largest c ity  in U tah. 
Its d ow ntow n  is basica lly  a shopp ing  m all nex t to  a 
freew ay  on-ram p. T hey  hope to  d eve lop  a m ore en jo y 
able and  susta inab le  d o w ntow n  by d ev e lo p in g  around  
a new ly  bu ilt c ity  hall. W hen the  ligh t rail T R A X  line 
w as built a few  years ago, city  leaders fo u g h t to  keep  it 
o u t o f  the  d ow ntow n  area, and  it w as in sta lled  parallel 
to  the  area. Today the  T R A X  line is h igh ly  used  in the 
city, and  city  leaders are ask ing  how  they  can  im prove 
con n ectio n s w ith the  system .

T he first step  the  city  to o k  w as to  lo o k  at w alkability . 
T he ex isting  b lock  size is m uch too  large , so a new  
grid  system  w as d ev e lo p ed  th a t w ou ld  b reak  the  scale 
o f  the b locks dow n to  a m ore w alkab le  8-12 acres. A 
system  o f  tra ils  and  open  space w as p lan n ed , co n n ec t
ing  w ith tran sit op tions. Im proved  tran sit lines w ere 
p lan n ed  to  co n n ect to  the  T R A X  line, and  a new  station 
w as p lan n ed  by the expo  cen te r lo ca ted  north  o f  the 
d ow ntow n  area.

Pub lic  p o lic ies  w ere also  ch an g ed  to  im prove  sus
ta in ab ility  o f  the  city  as a w hole. N ew  zo n in g  w as 
in tro d u ced  th a t w ou ld  in crease  d ev e lo p m en t density  
th rough  m ixed-use  overlays. C o n serv a tio n  p ric in g  w as 
also  in tro d u ced  to  enco u rag e  red u ctio n  o f  w a te r co n 
sum ption . T he city  also  has p lan s to  increase  the  urban 
fo rest and  to  p rese rv e  w etlands and  w ild life  hab ita t 
found  in the  area.

W est V alley C ity  is second  largest c ity  in U tah , rig h t 
a fte r S alt L ake City. Its d o w ntow n  is a lso  defined  by a 
m all by a freew ay  onram p. T he rem a in d e r o f  the  city  
is a lm o st ex c lu siv e ly  low  density  residen tia l. T he city  
w an ted  to  deve lop  a new  ch a rac te r in its dow ntow n  
area, an d  create  a w ell defined  civ ic center. It is an tic i
p a tin g  the add ition  o f  a T R A X  line in to  its cen te r in the 
nex t few  years, and  w an ted  to  d ev e lo p  in a w ay tha t 
w ou ld  su pport the new  tran sit line.

It cam e to  the con c lu sio n  th a t it w an ted  to  redefine  the 
m all area, m ak ing  it an urban m ixed-use  n e ig h b o r
hood ra th e r than  a sing le story  strip  m all. N ew  p o lic ies 
w ou ld  increase  d ev e lo p m en t density  th rough  m ixed- 
use zoning . W est Valley has the  lo w est incom e levels 
in the reg ion , and  lacks a sign ifican t em p lo y m en t cen 
ter. A p rim ary  goal w as to  estab lish  a v iab le  em p lo y 

T h rou gh  S m a rt C h o ic e s , B ig  an d  S m all
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m en t and  business d is tric t tha t cou ld  o ffer lo n g -te rm  
em p lo y m en t op p o rtu n ities  fo r the city.
T he c ity  has w orked  to  en courage T O D  in  its d o w n 
to w n  area, hop ing  to  exped ite  the co n stru c tio n  o f  ligh t 
ra il and  bus rap id  tran sit p ro jec ts  tha t are curren tly  
being  p lanned . In  add ition , they  are w ork ing  to  c re
a te  a b icycle  and  p ed estr ian  su p p o rtiv e  env ironm en t 
th ro u g h o u t the city.

T hese  tw o  cities are dea ling  w ith  the rea lities  o f  their 
d ev e lo p m en t p a tte rn s, and  are seek in g  to  im prove the 
su sta in ab ility  o f  th e ir com m unities. B y chan g in g  p o li
cies and  p rio ritiz in g  tran sit-su p p o rtiv e  d ev e lo p m en t 
p a tte rn s, they  hope to  c reate  m o re  livab le  and  en joy 
ab le  com m unities.

S a n t a  M o n i c a  B o u l e v a r d  M a s t e r  P l a n
Lisa Padilla, Zimmer Gunsul Frasea, Los Angeles, California 
lpadilla@zgf.com

L ocated  b e tw een  the cities o f  Los A ngeles and  B everly  
H ills , W est H o lly w o o d  has d ev e lo p ed  a p lan  to  im prove 
the 2 .7  m iles o f  S an ta  M o n ica  B o u levard  tha t serves 
as its m ain  street. B asic  im p ro v em en ts w ere done be
tw een  1999 and  2001 , includ ing  the p lan tin g  o f  1200 
n ew  stree t trees. T he new  m aste r p lan  w ill increase  the 
su sta in ab ility  o f  the street, im pro v in g  its ab ility  to  sup 
p o rt a livab le  com m unity , en courag ing  p ed estr ian  and 
tran sit use, and  co n trib u tin g  to  the c ity ’s lim ited  g reen  
space.

A 4 2 -p e rso n  steering  com m ittee  w as estab lished  to  d e
v e lo p  desig n  ob jectives. T hey  p ro d u ced  a co n cep t for 
the tw o  sec tions o f  the bou levard , in creasin g  p ed es
trian  safety, enhancing  the ex isting  landscap ing , and 
creating  d is tin c t g atew ays in to  the city.

T he travel lanes o f  the bo u lev ard  stayed  basica lly  the 
sam e, bu t b ike lanes w ere added . Pub lic  art was added  
to  the m ed ian  th a t is ab le  to  be seen  fro m  several tran s
p o rta tio n  m odes. B us stops w ere also  red esig n ed  to 
m ak e  w aiting  fo r the bus a m o re  en joyab le  experience. 
A rtists and  lan d scap e  arch itects  w ere co m m issio n ed  to 
red esig n  in d iv id u a l stops, g iv ing  th em  each  a unique 
character.

A n o th er p ro jec t in  the area  is the im provem en ts to 2nd

& 4 th  stree ts in  S an ta  M onica. T his is the th ird  phase  
in  the c ity ’s d o w n to w n  u rban  d esig n  p lan , and  includes 
8 c ity  b locks. T he p ro jec ts  susta inab ility  goals w ere 
to  create  a un ique stree t id en tity  in  o rder to  encourage 
w alk ing  and  shopp ing . T he c ity  also  w anted  to  reduce 
s to rm  w ate r ru n  o ff  and  overa ll energy  consum ption . 
T his req u ired  a to u g h  cho ice  reg ard in g  the fa te o f  the 
ex isting  trees.

T he c ity  o f  S an ta M o n ica  w an ted  to  p ro m o te  a “park  
o n ce” ph ilo so p h y  that w ould  encourage shoppers to 
p ark  once and  w alk  fo r the rem a in d er o f  th e ir trip, 
ra th e r th an  d riv ing  fro m  p lace  to  p lace . T h ey  also  
w an ted  to re in fo rce  a d o w n to w n  id en tity  w ith  a m ore  
defined  stree tscape. T h ey  w o u ld  install new  landscape 
featu res, s tree t ligh t, c rossw alks, and  in teg ra te  art in to  
the overa ll design .

T he c ity  ev a lu a ted  the ex isting  ficus trees located  on 
the p ro jec t’s stree ts. T hey  cost a lo t in  s id ew alk  repairs 
and  p ru n in g  costs. T hey  evalua ted  op tions tha t w ould  
rep lace  the trees all a t once, rep lace  every  o th er tree, 
o r re ta in  the trees until they  had  to  be tak en  out. T he 
city  looked  a t all the factors, and  in  the end dec ided  to 
rem o v e  every  o th er tree  and  rep lace  th em  w ith  other, 
m o re  o rn am en ta l trees.

S a n ta  M o n ica  B o u le v a rd  h a s  b een  re d e s ig n e d  to  
im p ro v e  w a lk a b ili ty  a n d  access ib ility .
Photo courtesy o f  Zimmer Gunsul Frasca.

T he city  o f  S an ta  M o n ica  is lead ing  so u th ern  C alifo r
n ia  in  its susta inab le  po lic ies, and  is w ork ing  to  p ro 
m o te  su sta in ab le  d ev e lo p m en t in  the p riv a te  sector. 
T hey  hope tha t th e ir p o lic ies  w ill im p ro v e  the quality  
o f  life  fo r their residen ts  and  th a t su sta in ab le  bu ild ing  
p rac tices w ill even tua lly  m in im ize  fu tu re  m ain ten an ce  
and  o pera tional costs th ro u g h o u t the city.
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Transportation Funding 
and Land-use Control

E lle n  S m ith , Bay Area Rapid Transit, Oakland, California 
G e r ry  T u lly , Proterra Companies, Inc., Salt Lake City, Utah 
J a m e s  C o rle ss , Metropolitan Transportation Commission, 
Oakland, California
D ia n e  S ta rk ,  Alameda Congestion Management Agency, 
Oakland, California

M any  in  the  p lan n in g  and  d ev e lo p m en t field  w ould  
ag ree  tha t there  is a s trong  and  im p o rtan t re la tio n sh ip  
b e tw een  tran sp o rta tio n  in v estm en t and  land -use  dev e l
opm ent. C on tinued  strugg les 
in  tak ing  the necessa ry  steps 
to w ard  crea ting  a log ical con 
n ec tio n  b e tw een  the  tw o  il
lu stra te  th e  n eed  fo r susta ined  
efforts a t federal, reg ional, 
and  local levels to  develop  
this re la tionsh ip . T he F ed era l T ran sit A d m in is tra tio n  
(FTA ) and  its adv iso ry  p an e l has b een  w ork ing  to  es
tab lish  new  p o lic ies  th a t help  shape land -use  d ev e lo p 
m en t th ro u g h  tran sp o rta tio n  funding .

N e w  S t a r t s  G u i d e l i n e s
Gerry Tully, Proterra Companies, Inc., Salt Lake City, Utah 
Gcny@protciTainc.com

Tw o years ago  th e  FTA co n tac ted  the  U rb an  L and In
stitu te  (U L I) fo r ass is tan ce  in  d rafting  n ew  FTA N ew  
S tarts gu idelines. T he FTA w as co n cern ed  tha t cu rren t 
p o lic ies  w ere  n o t e ffec tive  in  b a lan c in g  the  re la tio n sh ip  
b e tw een  land -use  and  funding . T hey  req u ested  the  ULI 
create  an  adv iso ry  p an e l o f  
m em bers from  across the 
coun try  w ith  various b ac k 
grounds in  p lan n in g  and  
land-use . T his p an e l w as to 
rev iew  cu rren t gu idelines 
w ith  w h ich  the  FTA w as n o t 
satisfied . U pon  iden tify ing  
th e  p ro b lem s w ith  the  p o li
cies, the  FTA also  req u es ted  the  p an e l p ro v id e  su g g es
tions fo r changes to  the  gu id e lin e  system . U p o n  rev iew

o f  the  g u id e lin es , the  p an e l fe lt th a t th e  w h o le  system  
n eed ed  to be  a ltered , and  they  to ld  the FTA  th a t they  
w ou ld  like to  rew rite  the  en tire  g u id e lin e  system . W ith  
ap p ro v al o f  th is req u est, the  FTA allow ed  the  p an e l to  
b eg in  w ork  o n  d ra fting  new  p ro g ram  gu idelines.

T he FTA ex p ressed  the  desire  to  c rea te  gu idelines tha t 
w ou ld  m ax im ize  spend ing  w h ile  p ro d u c in g  effective 
and  efficien t tran sit system s. P roducing  a tran sit sy s
tem  th a t op en ed  on  schedu le , and  on  o r u nder b u d g e t 
w as essen tial. P ro jec t risk  w as to  b e  ex ten siv e ly  re 
v iew ed  to  m in im ize  p ro jec t failu re. By enco u rag in g  
the  h ig h est s tandards o f  tran sit-o rien ted  d ev e lo p m en t 
(T O D ), the  go al w as to  find fair, defensib le , log ical 
m eth o d s fo r ra tin g  com peting  p ro jec ts. W ith  m o re  ap 
p lica tio n s  fo r p ro jec ts  th an  m o n ey  to  fund  them , the

FTA w as d e term in ed  to  s truc
tu re  a fa ir  and  b a lan ced  sys
tem . R aising  standards to en
courage a h ig h er ra tin g  score 
w ou ld  e lim in a te  p rem atu re  
p roposa ls  n o t yet su itab le  fo r 
ad v an cem en t in  the  fund ing

U p o n  rev iew  o f  FTA goals, th e  adv iso ry  p an e l ou tlined  
th e ir  reco m m en d atio n s fo r a ltering  the  gu id e lin e  sys
tem . P rim arily , the p an e l asse rted  the n eed  to create  
a “ level fo o tin g '’ in  the ra tin g  system . D ev elo p in g  a 
m ore in ten se  th resho ld  for a p ass/fa il c rite ria  and  in tro 
ducing  land -use  considera tions ea rlie r in  th e  fund ing  
p ro cess w ere  o th e r k ey  p o in ts  su m m arized  in  th e  pan e l 
suggestions. T he p an e l also  estab lish ed  a sim p le  T O D  
ty p o lo g y  sy stem  to ra te  T O D  p ro jec ts  as h ig h  T O D , 
m o d era te  T O D , o r low  T O D , acco rd in g  to  p o ten tia l fo r 
density , w alkab ility , and  m ix ed  use developm ent.

T he p an e l also  fe lt that 
it w as im p o rtan t to  level 
the  field  by  enco u rag in g  
o pportun ities  fo r sm aller 
com m unities  tha t d id  n o t 
hav e  the  sam e fund ing  o p 
p o rtu n ities  as la rger cities 
u nder the  fo rm er g u id e
lines. A lthough  land -use  

w as an  im p o rtan t factor, the  p an e l gave it on ly  20%  in 
the  final ra tin g  system . T ransit p lans and  po lic ies  w ere

The Federal Transit Administration and 
its advisory panel has been working to 

establish new policies that help shape 
land-use development through 

transportation funding. 
v  ^

process.
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T ra n sp o rta tio n  F u nd ing  and  L an d -u se C ontrol
given  65% . W ith  th is de lin ea tio n , a com m u n ity  w ith  
a g rea t p lan  and  so lid  p o licy  w ou ld  have  an  increased  
chance o f  fund ing  under the new  criteria. R eg ional 
and  co rrid o r p lans w ere  g iv en  the  last co n sid era tio n  
w ith  the  idea th a t m o st o f  the sup p o rt in  th ese  p ro jec ts  
com es fro m  the local level, 
and  th a t th is shou ld  b e  en 
couraged .

O ther ideas fro m  the pan e l 
inc lu d ed  a “n o -g o ” d ec i
sion  in  the p rocess. I f  a 
proj ec t did  n o t m ee t onecri- 
teria , the  FTA  w ou ld  deny
the p ro jec t c lea rance  to  m o v e  to  the  n ex t ph ase , w h ich  
w as n o t p rev io u sly  done u nder fo rm er p rocedures.

Z o n in g  and  incen tive  considera tions w ere  also  o u t
lined  by  the  panel. W ith  the  new  g u ide lines curren tly  
b e in g  re -w ritten  to  inc lude  sign ifican t land -use  co n 
sidera tion , fu tu re  fund ing  w ill b e  b ased  on  new  goals 
and  ob jectives. T ransit w ill need  to  im p act com m unity  
pa tte rns o f  developm ent. W e n eed  to  con tinue to  p u sh  
fo r a sy stem  th a t considers a co m p reh en siv e  land  use 
and tran sp o rta tio n  connection .

O a k l a n d ’s  M T C
James Corless, Metropolitan Transportation Commission,
Oakland, California
jcorless@mtc.ca.gov

T he first fund ing  too l is the  p lan n in g  gran t. T hese  are 
sm all g ran ts p ro v id ed  to  co m m unities to  o ffse t the  cost 
o f  p re lim in ary  p lan n in g  o f  transit developm en t. T his 
fu n d in g  he lps in  essen tia l steps th a t re su lt in  a m ore  
su ccessfu l p ro jec t. T hese  gran ts are  usually  around

$75 ,000  fo r the  B ay  A rea  
reg ion . T his fund ing  m ay  
com e from  T-21 o r R ST  
fund  sources.

T he M etro p o litan  T ran s
p o rta tio n  C o m m issio n  
(M T C ) is the m e tro p o li
tan  p lan n in g  o rg an iza tio n  
(M P O ) fo r th e  reg io n  sur
ro u n d in g  San F ran c isco , C alifo rn ia . T his includes 9 
coun ties , 7 m illio n  p eo p le , 101 c ities, and  26 pub lic  
tran sit operato rs. T he M T C  is essen tia lly  the ban k er/ 
m ed ia to r fo r the  reg io n  in  term s o f  tran sp o rta tio n  fu n d 
ing. E fforts are b e in g  m ad e  to  im prove the  land  use 
and tran sp o rta tio n  re la tio n sh ip  on  a reg io n a l level.

D ue to  the  n a tu re  o f  the  geograph ic  and  dem ograph ic  
d iversity  in  th is reg io n , ad o p tin g  su ccessfu l po lic ies  
fo r the  en tire  area  can  b e  very difficult. T here  are  fou r 
w ays in  w h ich  a reg io n  can  use tran sp o rta tio n  funds to 
influence land  use.

T he second  fu n d in g  too l 
is the cap ita l grant. T his 
is m o n ey  that is se t aside 
from  cap ita l to  create  larg 

e r g ran ts o f  up to  $1 ,000 ,000 . T h ese  gran ts are  used to  
o ffse t the  costs o f  b u ild in g  sidew alks and  o th er access 
in fra stru c tu re  fo r tran sit sta tions. B y p ro v id in g  th is 
spec ia l ty p e  o f  fund ing  th ey  ensu re  th a t access to  these  
tran sit fac ilities  is so lid , w h ich  b eco m es essen tia l to  
the  sy s tem ’s success.

T he th ird  ty p e  o f  fund ing  is o th er rew ards. B y rew ard 
ing  d ev e lo p m en t n ea r transit, rew ard s  en co u rag e  d e
velopers to  co n sid er p lacem en t o f  p ro jec ts  c lo se r to  
ex is tin g  o r fu tu re  tran sit lines. T his increases the  p o 
ten tia l rid ersh ip  and  fu rth e r supports  the  system  fo r fu 
tu re  expansion . W ithou t these  incen tives, developers 
w ou ld  seek  locations th a t do n o t favo r transit.

Efforts are being made to improve the land 
use and transportation relationship on 

a regional level. )
T he final fund ing  to o l is the  estab lish m en t o f  req u ire 

m en ts  and cond itions fo r 
d ev e lo p m en t n ea r transit. 
B y co n d itio n in g  the  use o f  
tran sp o rta tio n  funds upon 
p ro x im ity  to tran sit sy s
tem s, dev e lo p ers are no t 

on ly  rew ard ed  b u t are req u ired  to  g ive  a tten tio n  to  
tran sit access.

S om e exam ples o f  in itia l fu n d in g  p ro g ram s are the 
H ousing  Incen tive P rog ram  (H IP) and  the  T ran sp o rta
tio n  fo r L ivab le  C o m m unities (T L C ). T h ese  p ro g ram s 
are funded  by  p lan n in g  and  cap ita l gran ts. T hese  are 
p ro g ram s th a t are  u tilized  to  rew ard  co m m unities  for 
o rien tin g  h o u sin g  and  d ev e lo p m en t n ea r transit. Som e 
su ccessfu l p ro jec ts  th a t hav e  in co rp o ra ted  these  types 
o f  incen tive  p ro g ram s include the  M ah o n  T rail P ro j
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ect, the S an ta R osa D ow ntow n  P ed estrian  L inkage 
P ro ject, the F ru itvale  T ran sit V illage P ro ject, and  the 
d ow ntow n  P eta lu m a R iv er A partm en ts  P ro ject.

A lthough these fu n d in g  p ro g ram s in no w ay  co v er the 
en tire  cost fo r these types o f  p ro jec ts, the fu n d in g  that 
M T C  does p ro v id e  acts as an in cen tiv e  fo r th ese  types 
o f  p ro jec ts. E ven  though these p ro jec ts  m igh t hav e  
b een  p o ss ib le  w ith o u t this type o f  p ro g ram , the risk  
w o u ld  h av e  b een  m uch h igher, w h ich  often  scares o ff  
developers.

A lthough the success o f  these p ro g ram s is en co u rag 
ing , there are  still d ifficu lties. P o litica lly  speak ing , the 
co n cep t o f  co n d itio n in g  is no t a p o p u la r tactic. Fur
th erm o re , b o ard  m em b ers  are often  local e lec ted  o f
ficials. W ith p u b lic  p re ssu re  and  ch ang ing  m em bers, it 
can b e  d ifficu lt to im p lem en t a successfu l p rogram .

G ladly , M T C ’s T O D  P o licy  fo r the reg io n  w as u n an i
m o u sly  p asse d  in Ju ly  o f  2005. P ressu re  fo r affo rdab le  
h o u sin g  in the B ay  A rea h as  now  b eco m e  a sign ifican t 
in cen tiv e  as w ell. To p rese rv e  its in teg rity  and  success, 
the T O D  p lan  w ill b e  rev iew ed  ev ery  12 m onths.

L o c a l  I n c e n t i v e s
Diane Stark, Alameda Congestion Management Agency, 
Oakland, California 
dstark@accma.ca.gov

C o v erin g  ap p ro x im ate ly  
738 square  m iles o f  land  
w ith  14 cities, A lam eda 
C o u n ty  cu rren tly  h as  eight 
high p rio rity  T O D  d ev e l
o p m en t sites. A s the local 
tran sp o rta tio n  agency, the 
A lam ed a  C o n gestion  M an ag em en t A g en cy  (A C M A ) 
p lan s  and  funds transporta tion  p ro jec ts  that include 
street, h ighw ay, and  m ass transit im provem en ts.

B y p ro v id in g  incen tives fo r T O D , ch o ices fo r m o b il
ity  are im proved . N o t on ly  does the p rac tice  p ro v id e  
fo r cho ice  in m ode o f  transit, b u t it a lso  im p ro v es the 
effic iency  o f  the system  that is a lread y  in p lace . M ost 
im portan tly , the  incen tives are d esig n ed  to  increase  
transit rid e rsh ip  and  red u ce  traffic congestion .

In add ition  to the A C M A , o th er p u b lic  ag en cy  in v o lv e
m en t in c lu d es v ario u s c ity  and  co u n ty  g roups w ith  j u 
risd ic tio n  o v er local land  issues. B A R T  is the local rail 
o p era to r w h ich  also  ow ns land  around  the ra il system . 
Together, these p u b lic  ag en cies w o rk  to g eth er through 
T O D  incen tives to  p ro v id e  the  m o st e ffec tive  d ev e lo p 
m en t possib le .

A lthough ACM  A does not ow n lan d  o r h av e  ju risd ic tio n  
o v er land  use, the ab ility  to o ffer incen tives fo r T O D  
p ro v id es  an im p o rtan t bargain ing  ch ip  in the  d ev e lo p 
m en t p rocess. S om e o f  the  local in cen tiv es  A C M A  
p ro v id es  fo r b u ild in g  T O D  inc lude  link ing  tran sp o rta 
tion fu n d in g  to lan d  use , d ev e lo p in g  fu n d  crite ria  and  
gu idelines, assisting  in m on ito ring  and  track ing  funds, 
a ssisting  in p ro v id in g  techn ical expertise , and  serv ing  
as a lia ison  fo r re so lv in g  T O D  issues. A CM  A p ro v id es 
the crucial ex p e rien ce  o f  dea ling  w ith  the fund ing  
agencies, w h ich  m ost o f  the app lican ts  lack.

D ue to p o licy  req u irem en ts  ou tlined  in the tran sp o r
tation  p lan , an y  p ro jec t fu n d in g  m ust m eet specific 
gu idelines d e lin ea ted  in the p o lic ies  o f  the p lan . In the 
coun ty  w id e  p lan , A C M A  h as iden tified  e ig h t p rio rity  
T O D  sites, w o rk in g  c lo se ly  w ith  cities to id en tify  their 
transporta tion  p rio rities . T h e  p u rp o se  is to ensu re  that 
every  p ro jec t p ro v id es  fo r access to all m em bers o f  the 
com m unity .

In add ition  to  p o licy  in cen 
tives p ro v id ed  by A C M A , 
incen tives a re  also  offered  
by  the R eg ional M etro 
p o litan  C om m ission  P lan, 
w h ich  includes R eso lu tion  
3434  d ea lin g  w ith  transit 
expansion  lin k ed  to  land  

use. T O D  p ro jec ts  a re  o u tlin ed  in detail in this p lan . 
D ev e lo p er incen tives m igh t inc lude  red u c in g  p ark in g  
req u irem en ts  in ex ch an g e  fo r p ed estrian , b icyc le , or 
b u s access im provem en ts. All incen tives are targe ted  
to p ro v id e  a m eans fo r  local ag en cies to w o rk  tow ards 
the m ost successfu l T O D  possib le .

T here  are m u ltip le  sources o f  fu n d in g  fo r T O D  in cen 
tives in C alifo rn ia . V ehicle  reg is tra tio n  fees are a p r i
m ary  sou rce  fo r p ro jec ts  that red u ce  v eh ic le  em issions.
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A lth o u g h  the  state  o f  C a lifo rn ia  is cu rren tly  ex p e ri
enc ing  fiscal p ro b lem s w h ich  p rev en t the ava ilab ility  
o f  s ta te  tran sp o rta tio n  funds, the  S tate T ran sp o rta tio n  
Im provem en t Funds (S T IP ) as w ell as tran sp o rta tio n  
en h an cem en t funds n o r
m ally  add  to  the  fund ing  
sources. S ta te  sales tax  o f  
one q u arte r o f  one p e rcen t 
p ro v id e  fu n d in g  u nder the 
T ran sp o rta tio n  D ev e lo p 
m en t A c t (T D A ) w ith  a p o rtio n  d ev o ted  to  b icy cle  and  
p ed estr ian  p ro jec ts.

In ad d itio n  to federa l and  local fund ing  sources, p riv a te  
sources su ch  as founda tions, co rpo rations and  investors 
m ay  also  co n trib u te  n ecessary  funds fo r these  p ro jec ts. 
A n y  one p ro jec t o ften  has app rox im ate ly  40-45  so u rc 
es o f  fund ing  in  o rd e r to  get the p ro jec t started .

A C M  A  n o t only  finds it im p o rtan t to  assist in  the p ro v i
sion  and  a llo ca tio n  o f  th is ty p e  o f  p ro jec t fund ing , they

also  p ro v id e  im p o rtan t local ass is tan ce  in  the  m o n ito r
ing and  track in g  o f  the  funds rece ived . By p ro v id in g  
o n -ca ll tech n ica l consu ltan ts  fo r issues im p era tiv e  to 
o v erco m in g  T O D  barrie rs , A M C A  hopes to  e lim ina te

im p o rtan t obstacles re su lt
ing  from  su ch  issues as 
h azardous m ateria ls , p a rk 
ing, and  s to rm  w ater. T his 
ty p e  o f  serv ice  offers v a lu 
ab le ex p ertise  on  sub jects 

tha t n o rm ally  in h ib it the T O D  process.

A lth o u g h  A C M  A  has ex p erien ced  success, there  is d e f
in ite ly  ro o m  to im prove. T he n eed  fo r m o re  flex ib le  
fund ing , as w ell as m o re  co o rd in a tio n  b e tw een  pub lic  
agencies fo r fu n d in g  and  c lea rance  req u irem en ts  w ould  
greatly  en h an ce  A C M A ’s capacity  to  p ro v id e  n ecessary  
ass is tan ce  to A lam ed a  co u n ty ’s T O D  goals.

Local incentives are 
designed to increase transit ridership and 

reduce traffic congestion. )
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T he P h ilad elp h ia  n in e  coun ty  reg io n  is serv ed  by  the 
D elaw are  V alley R eg io n 
al P lann ing  C om m ission  
(D V R P C ). T his m e tro p o li
tan  p lan n in g  o rgan ization  
(M P O ) w as c rea ted  in 1965
in o rder to  p lan  fo r o rderly  grow th  and  d eve lopm en t 
fo r the  reg ion . It deals w ith  issues o f  tran sp o rta tio n , 
lan d  use, open space, housing , and  eco n o m ic  d ev e lo p 
m ent.

A s an M PO , th is o rgan ization  focuses on long  range 
p lan n in g , em p h asiz in g  the  im portance  o f  tran s it-o ri
en ted  d ev e lo p m en t (T O D ) in creating  livab le  co m 
m unities. T hey  recen tly  co m p le ted  an in ven to ry  o f  all 
T O D s in the  reg ion , 
and  have he ld  m ark e t
p laces  th a t b rin g  d ev e l
opers and  co m m u n i
ties to g e th er to  create 
fu tu re T O D  pro jec ts.
T hey  use the  T ransit 
and  C o m m u n ity  D e 
velopm en t In itia tive 
to  g ive gran ts to  co m 
m u n ities  to  p ro m o te  
T O D  p lan n in g  and  d e
velopm ent. T hey  are 
lega lly  p rec lu d ed  from  
b ein g  a d ev e lo p m en t 
p artner, b u t they  w ork  
d iligen tly  to  educate

I

co m m unities th a t can b rin g  abou t change th ro u g h  d e
velopm ent.

E x tensive  tran sit in fra stru c tu re  serves the  P h ilade lph ia  
region. T here  are over 340 fixed  rail s ta tions in the re 
g ion , con n ectin g  the  city  o f  P h ilad elp h ia  w ith  its o u tly 
ing  suburbs as w ell as o th er reg ional cen ters and  m ajo r 
cities a long  the  E astern  Seaboard .

N ew  Jersey  T ran sit is one o rgan ization  in c lu d ed  in th is 
M PO . T hey  have d ev e lo p ed  a p ro g ram  desig n ed  to  en 
courage  tran sit friend ly  com m unities a long  th e ir  s ta 
tions. T he N e w  Jersey  D ep artm en t o f  T ransporta tion  
has d ev e lo p ed  a tran sit-o rien ted  d ev e lo p m en t in itia tive  
fo r th e  en tire  state, as w ell as a sm art g row th  p lan .

In P en n sy lv an ia , th ere  are few er T O D  re la ted  p ro 
gram s th a t have been  d e
veloped. T here  is cu rren tly  
no  d ed ica ted  state fund ing  
fo r tran sit in P ennsy lvan ia , 
an d  th ere  are few er recen t 

N ew  S tarts p ro jec ts. T he state  is less urban than  N ew  
Jersey, so the  p o p u la tio n  in general is less fam ilia r w ith  
transit.

In the  city  o f  P h iladelph ia , T O D  has had  m a jo r setbacks. 
H isto rically , the  d ev e lo p m en t p a tte rn s  in P h ilade lph ia  
have been  m o re  tran sit-ad jacen t o r tran sit-h o stile , p re 
c lu d in g  th e  p o ssib ility  o f  e ffec tive  tran sit-o rien ted  d e 
velopm ent. C u rren t sta tions are p rim arily  su rrounded

by  large p ark in g  lots 
o r by  industrial zones 
th a t d o n ’t rea lly  g en 
era te  large num b ers 
o f  riders . T he tran sit 
agency  d o esn ’t have 
enough  assem b led  
lan d  to  c reate  th e ir 
ow n T O D , an d  the 
o ld er in fra stru c tu re  in 
the  tran sit sy stem  is in 
n eed  o f  m a jo r capital 
investm ent.

Reluctant to give up parking to
development, the character of most transit

stations in remain auto oriented.L________________________________ J

P h ilad e lp h ia ’s tran sit 
D V R P C  is h e lp in g  m u n ic ip a li tie s  re d e fin e  s ta t io n  a re a s ,  im agency  has n o t yet
age courtesv o f  Karin Morris. . , • . • • , .

' v en tu red  in to  jo in t de-
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v elopm en t to  bring  ab o u t T O D  along  th e ir system . R e
luctan t to  g ive  up p a rk in g  to  d ev e lo p m en t, the  ch arac te r 
o f  m ost s tations rem ains au to  o rien ted . A lthough  there  
are m any rail lines runn ing  th ro u g h  dense  co m m u n i
ties , they  are legally  p ro h ib ited  as a tran sit agency  to  
p a rtn e r w ith  deve lopers in 
o rd e r to  p u rsu e  land  d ev e l
opm ent, All th ese  add  up to  
m ake the  P h ilad e lp h ia  area 
a ch a llen g e  fo r tran s it-o ri
en ted  developm ent.

T he D V R P C  chose  45 lo 
ca tions in the  reg ion  that 
co u ld  p o ten tia lly  becom e TO D , T hese  sites e ith er had 
vacan t o r u n d eru tilized  lan d  near the  tran sit sta tions 
w ith  acco m p an y in g  d ev e lo p m en t p re ssu res  in the  area. 
In o rder to  be co n sid ered  a p rim e  location  fo r T O D , 
th e  com m u n ity  a lready  had  to  be su p p o rtiv e  o f  TO D  
and  p u b lic  utility  in frastru c tu re  had  to  a lready  be in 
p lace . G o o d  road  access w as also  essen tia l, as w as the 
frequency  o f  th e  ex isting  tran sit service.

N ew  P en n sy lv an ia  leg isla tion  a llow s the  tran sit ag en 
cy to  w ork  d irec tly  w ith  locals in c rea ting  T R ID s, T he 
T R ID  area  w ill benefit d irec tly  fro m  d ev e lo p m en t 
w ith in  the  d is tric t by sharing  in creased  tax  revenues 
from  the  p ro jec ts  to  d eve lop  tran sit in frastru c tu re  and  
com m u n ity  im provem ents.

So far, there  have been only  a few  exam ples o f  true 
T O D  in th e  region. M un ic ipa litie s  have been the  d riv 
ing fo rce b eh ind  the  d ev e lo p m en t o f  T O D , and  change 
has been increm ental. In terest in T O D  fo r th e  P h ilad e l
p h ia  reg ion  is g row ing , bu t change is slow , and  since 
D V R P C  has no au tho rity  to  im p lem en t T O D  they  m ust 
rely  on o thers to  im p lem en t the  p lans th a t they  m ake.

R e g i o n a l  V i s i o n i n g
Alan Hoffman, The Mission Group, San Diego, California 
alan @m i ss i ongroupon line, corn

It is im p o rtan t to  do  regional v ision ing  in o rd e r to  fo 
cus the  a tten tion  o f  the  p u b lic , s takeho lders, and  the 
g overnm en t. P atterns o f  g row th  th a t have been used in 
th e  p a s t have lo st re levance , and  the  fu tu re  will only  
becom e m ore in co m p atib le  w ith  ex isting  system s.

S ince p a tte rn s  o f  g row th  need  to  ch an g e  significantly , 
and  it is im p o rtan t th a t all s takeho lders p a rtic ip a te  in 
v ision ing  in o rder to  add ress m ajo r concerns.

P eop le  usually  d o n ’t p a rtic ip a te  in p u b lic  p ro cesses  for
a nu m b er o f  reasons. O ften  
p eo p le  see the  v ision ing  
p ro cess as m erely  ano th er 
se t o f  m eetings w hose o u t
com es will not really  affect 
any fu tu re  p ro cesses . T im e 
is a lso  a m ajo r b arrier for 
partic ip a tio n . R esu lts o f  
v ision ing  are  not seen for 

years, w hich  is a tim e ho rizo n  d ifficu lt to  com prehend . 
T his p ro cess  is seen  as som eone  e lse ’s p ro b lem , and  
daily  concerns often  seem  m ore im p o rtan t than  m aking  
p lans fo r th irty  years in the  fu ture. D esp ite  all o f  these  
obstac les, it is im p o rtan t to  no te th a t a lthough  p eo p le  
m ay not be in tere sted  in p artic ip a tin g  in the  p ro cess , 
they  still w an t to  have a say in the  ou tcom es o f  the 
p rocess.

In understand ing  p u b lic  in v o lv em en t in the  v ision ing  
p ro cess , it is im p o rtan t to  note tw o  key d im ensions 
in how  m em bers o f  the  p u b lic  co n sid er issues o f  re
g ional g row th  and  developm en t. T he first d im en sio n  
is th e ir a ttitu d e  tow ards p u b lic  space. Som e w ant to 
create  s ign ifican t p u b lic  spaces and  p laces th a t re p re 
sen t the  p u b lic  realm . O thers p re fe r the  p riv a te  realm , 
w ith  m ore control and  safety, even  i f  th e ir ac tiv ities  are 
m ore lim ited .

T he second  d im ension  is p e o p le ’s a ttitu d e  tow ards 
p u b lic  investm ent. S om e are  in favo r o f  spend ing  p u b 
lic m oney on im p o rtan t p ro jec ts. O thers a re  tax  averse  
and  b elieve in sp end ing  as little  as p o ss ib le  on essential 
p ro jec ts.

U sing  th ese  tw o  d im en sio n s, fou r g roups can be id en 
tified  w ith  d is tin c t a ttitudes tow ards pub lic  space and 
p u b lic  investm ent. E ach  o f  th ese  g roups focuses on 
a d iffe ren t tim e fram e and  has w idely  vary ing  v iew 
poin ts.

T he first g roup  has been  te rm ed  the  “U rb an  U to p ian s .” 
T hey  are p o sitiv e  tow ards in v estm en t in p u b lic  spaces,
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and w an t m oney  spen t by the p u b lic  to bu ild  g reat cities. 
T h ey  are fu tu re -o rien ted  and  see the po ten tia l fo r p u b 
lic spaces. T hey  su pport in c reased  u rb an  density , and  
key  issues fo r them  inc lude  the creation  o f  a “ rea l” city, 
and  the im p o rtan ce  o f  
p rep arin g  fo r “d ro u g h t” 
years th ro u g h  the adop
tion o f  “ su sta in ab le” 
design . T h ey  ch o o se  to 
use tran sit o r w a lk  to 
th e ir destinations. T hey  
shop  at c o m er stores or 
at s tree t-level re tail.

T h e  “ S uburban  E de- 
n ites” are w illin g  to 
spend  p u b lic  m oney, 
bu t d o n ’t like it spen t 
on  p u b lic  spaces. T hey  
are p ast-o rien ted , and 
see the p as t as a lost 
parad ise . T hey  w an t to 
lim it fu tu re  g ro w th  as change only  m eans bad  th ings to 
them . T h ey  see grow th  as causing  traffic and  p ark in g  
p rob lem s. T hey  love p riv a te  space, and  use w ords like 
“o v er-b u ilt” and  “co n g ested .” T h eir key  issues include 
au to  access and  p ark in g  availab ility . T h ey  are p rim ar
ily  au to -o rien ted  an d  shop at large “ lifesty le  cen te rs .”

T h e th ird  g roup  is the “ L ittle  G u y s.” T h ey  are negative 
tow ards p u b lic  investm en t, and  neu tra l tow ard  pub lic  
space. T hey  focus on  the p resen t, and  have  few er re 
sou rces than the “ S uburban  E d en ites .” T h ey  d o n ’t have 
the  v is io n  o f  o th er g roups, and  are m ost con cern ed  
ab o u t eco n o m ic  surv ival. T hey  in sist that w e “ have to 
m ain ta in  w ha t w e hav e ,” and  are m o st likely  to co m 
p la in  ab o u t leak ing  school roo fs o r p o th o led  streets as a 
reaso n  n o t to spend  m o n ey  on  la rger v isions. Issues for 
th em  inc lude  p rio ritiz in g  o f  spend ing  and  jo b s. T hey  
shop  a t large “ b ig  b ox” retailers.

T h e  fourth  group , the “V ic tim s,” are n ega tive  tow ards 
bo th  p u b lic  in v estm en t and  p u b lic  spaces. T hey  focus 
on “n ev e r” and  w an t the “p eo p le” to so rt th ings out, 
w ith o u t in terfe ren ce  fro m  the governm ent. T hey  are 
co n cern ed  m o st abou t p o litica l co rru p tio n  and  in d iv id 
ual righ ts. T h ey  w an t to be le ft to them selves and  are

stro n g ly  au to -o rien ted . T h ey  likely  shop  at a “ trusted  
supp lier.”

It is im p o rtan t to  un d erstan d  h o w  these  g roups th ink
in  o rder to  bu ild  co a li
tions am ong  the groups. 
A n  exam ple  o f  th is can  
be seen  in  the  p roposa l 
to  bu ild  a n ew  base
ball p a rk  in  S an  D i
ego, C alifo rn ia . W hen  
the ballpark  w as first 
p ro p o sed , the “U rban  
U to p ian s” in sisted  that 
the  n ew  p ark  shou ld  be 
dow ntow n. T he “ S ub
u rb an  E d en ites” sup
p o rted  the b u ild ing  o f  a 
n ew  park , bu t w an ted  to 
ensu re  tha t they  w ou ld  
have  a p lace  to  park  
w h en  it w as com pleted . 

T he “ L ittle  G u y s” co m p la in ed  that the p a rk  shou ld  not 
be bu ilt a t all w h en  the schoo ls n eed ed  m ore in v est
m ent. T he “V ictim s” d id  no t su pport the p ark  a t all and  
ju s t  saw  it as m o re  “ scam m ing  o f  the p u b lic .” In the 
end, the S an  D iego  Padres bu ilt a co a litio n  b etw een  
the “ S uburban  E d en ites” and  the “U rban  U to p ian s” by 
loca ting  the b a llpark  dow ntow n , bu t by p u ttin g  it in  a 
p ark -lik e  setting  w ith  p len ty  o f  space around  it.

In  th is m atrix  o f  p u b lic  op in ion , it is crucial tha t co a li
tions be bu ilt b e tw een  g roups in  o rder to successfu lly  
co m p le te  p ro jec ts. C oalitions can  be bu ilt h o rizo n ta lly  
on the m atrix , betw een  the “U rban  U to p ian s” and  the 
“ Suburban  E d en ites” fo r exam ple , o r vertically , but 
bu ild ing  coa litions d iag o n a lly  is in c red ib ly  d ifficult, i f  
n o t im possib le .

T he cha llenge  fo r tran sit p ro jec ts  is to appeal to the 
sensib ilities  o f  each group. In o rd e r to appeal to “U r
ban U to p ian s ,” transit ag en cies w ill need  to overcom e 
m odal biases. T hey  w ill need  to show  “ S uburban  E d e
n ites” the real im pacts  o f  transit in v estm en t on traffic 
and  park ing . “ L ittle G u y s” w ill need  to see how  the 
in v estm en t w ill save tim e and  m oney  in  the long  run. 
T he “V ic tim s” w ill need  to be show n that the p ro jec t is

The Four San Diegos

Attitudes
toward
Public

Investment

S u b u r b a n

Edenites

U rb an

U topians

Victims Little

G u y s

Attitudes toward Public Space

h < --------------------- > a
S a n  D ieg a n s  te n d  to  c lu s te r  in to  fo u r  g ro u p s  b a se d  on 
th e i r  a t t i tu d e s  to w a rd  p u b lic  sp a c e  a n d  p u b lic  in v e s t
m e n t.  Image courtesy o f  The Mission Group.

K a iU /v U v titm . Z O O S
77

S a lt L a k e  C u



R eg io n a l D e c is io n  M aking

cost-effective . In  o rd e r to  sell a large-sca le  tran sit p ro 
gram , the n eed s o f  each  g roup  m u st be understood .

T he cha llenge  fo r tran sit-o rien ted  d ev e lo p m en t w ill be 
sim ilar. “U rb an  U to p ian s” strong ly  su p p o rt T O D , and 
w ill be on  y o u r side. “ S u burban  E d en ites” w ill n eed  to 
be show n  tha t the u rban  desig n  is w ell-done  and  tha t 
the p ark in g  w ill w ork fo r the p ro jec t. E nsu ring  tha t 
th ere  are sign ifican t o pportun ities  fo r locals w ill w in  
o v er “L ittle  G u y s.” It is unc lea r w ha t w ill help “ v ic 
tim s” to  su pport tran sit-o rien ted  developm ent.

In  conc lusion , it is essen tia l that the v is io n in g  p ro cess 
o ccu r in  a pub lic  fo ru m  in  o rd e r to  bu ild  coa litions 
am ong  g roups and  help  the p u b lic  understand  the tim e 
fram es o f  these types o f  p ro jec ts. P lanners m u st also  
take seriously  the concerns o f  those  p artic ip a tin g , and 
ensu re  tha t ev e ry o n e ’s story  gets told. A  so lid  and w ell 
th o u g h t-o u t v is io n  can  have a m a jo r im p act on  an  ur
ban  reg io n  w hen  the pub lic  sees tha t v isio n  as their 
ow n.

R e g i o n a l  D e c i s i o n  M a k i n g :  

T h e  E n v i s i o n  U t a h  E x p e r i e n c e
Robert Grow, Envision Utah, Salt Lake City, Utah 
rgrow@ omm. com

F ro m  the beg inn ing , there  w as a lo t o f  pub lic  in te re st in  
the reg io n a l v is io n in g  p ro cess o f  E nv ision  U tah. T he 
E nv ision  U tah  p ro cess  b egan  w ith  the p rem ise  tha t the 
p u b lic  has a r ig h t to choose  its fu tu re  and  tha t pub lic  
official shou ld  serve  th a t vision.

U tah  faces som e serious g ro w th  cha llenges tha t E nv i
sion  U tah  aim s to  help  the  e lec ted  o fficials o f  U tah  co n 
front. T here  w ill be m o re  th an  a m illio n  new  residen ts  
in  U tah  by 2020, and  cu rren t g ro w th  p a tte rn s  w ould  
consum e 87%  m o re  land  th an  is cu rren tly  u rban ized  by 
tha t year. W ater and  a ir quality  are a lw ays issues in  the 
W est, as are issues o f  co n g estio n  and ris in g  p erso n al 
costs.

E nv ision  U tah  co nduc ted  a va lues ana lysis  to d eterm ine 
needs and va lu es o f  the la rger U tah  com m unity . T hey

saw  values as s tab le  and  enduring , the  “tid e s” th a t a f
fec t o u r p erso n a l cho ices, as o pposed  to  the  “w av es.” 
V alues are w idely  shared , and can  create  consensus 
am ong  d iv erse  groups.

O nce basic 
values w ere 
e v a lu a te d ,  
h u n d r e d s  
o f  m eetings 
w ere held  
w ith  th o u 
sands o f  
pub lic  p a r
t i c i p a n t s .
P u b l i c  
a w a r e n e s s  
c a m p a ig n s  
helped  to
ed u cate  the pub lic  and  m ak e  th em  aw are  o f  the p lan 
n in g  p ro cess  tha t w as o ccu rring  in  their com m unities, 
and  en co u rag ed  them  to partic ipa te .

T h e  ou tco m e o f  m any  pub lic  m eetin g s and in p u t from  
m any  s takeho lders  w as a b asic  “Q uality  G row th  S tra t
eg y ” w ith  six  overa ll goals: en h an ce  a ir quality , in 
crease  m ob ility  and  tran sp o rta tio n  cho ices, p reserve  
critica l lands, conserve  w ate r re so u rces , p ro v id e  h o u s
ing  opportun ities , and  m ax im ize  efficiency  in  p u b lic  
in fra stru c tu re  investm ents.

By w ork ing  early  w ith  the pu b lic , E nv ision  U tah  hopes 
to  bu ild  consensus fo r a co m m o n  fu tu re  founded  upon 
w idely -he ld  and  deep ly  fe lt values. T h is  p ro cess c re 
ated  civ ic  capacity  bo th  in  the pub lic  and  in  the r e 
g ional leaders to  im p lem en t the  Q uality  G row th  S tra t
egy. T h is p rocess also  serves to m itig a te  the a ttitu d e  o f  
“N IM B Y ” th ro u g h o u t the reg ion .

T he E nv ision  U tah  o rg an iza tio n  understands that 
g row th  in  U tah  w ill con tinue , and w ith  b e tte r p lan n in g  
p ro cesses  they  are w ork ing  too keep  U tah  beau tifu l, 
p ro sp ero u s, and  n e ig h b o rly  fo r fu tu re  generations.

lL a iltw iu tu m , 2 0 0 5 S a it L a k e  C ity



Driven To Spend

K ev in  M c C a r ty ,  Surface Transportation Policy Project,
Washington, D.C.
kinccarty(5).transact.org

“D riven  to S p en d ” is p a rt o f  a series o f  repo rts  jo in tly  
au th o red  by the C en ter fo r N e ig h b o rh o o d  T echno l
ogy  and  the S urface  T ran sp o rta tio n  P o licy  P ro ject. 
T he p u rp o se  o f  the series is to call a tten tio n  to the e f
fects o f  tran sp o rta tio n  costs on  fam ilies, the  benefits o f  
ba lanced  tran sp o rta tio n  system s, the o pportun ities  to 
in v est in  cho ices, and  the n eed  to  invest p u b lic  funds 
differently .

T ran sp o rta tio n  expenses p e r h o u seho ld  are co n sis
ten tly  rising . T ran sp o rta tio n  no w  m akes up 19%  o f  a 
h o u seh o ld ’s budget. W ith  the ris in g  costs o f  gaso line , 
th is p ercen tag e  w ill su re ly  clim b. In  A u g u st o f  2005 
th ere  w as a b r ie f  and  sharp  ju m p  in  the p rice  o f  g aso 
line, se lling  fo r m ore  th an  $3 .00  p e r ga llon  in  m any  
A m erican  cities. D u rin g  tha t m on th , m ore  th an  7%  o f  
h o u seh o ld  in co m e w as spen t on  gas. T his w ill becom e 
a b ig g er and  b ig g er issue  as costs con tin u e  to rise  m uch  
fa s te r th an  h o u seh o ld  incom es.

S tud ies hav e  sh o w n  
th a t c ities tha t have 
serious sp raw l p ro b 
lem s are m ore ex p en 
sive p laces to live.
T h e  co u n try ’s m ost 
sp raw lin g  c ities also  
boast the h ig h est p e r 
h o u seh o ld  tran sp o rta 
tio n  costs. T his co st is 
a lso  d irec tly  re la ted  to 
the  am oun t o f  pub lic  
funds th a t are spen t on 
p u b lic  tran sp o rta tio n  
system s as com pared  
to  ro ad  spend ing . C it
ies th a t spend  a g rea ter 
p ercen tag e  o f  th e ir tran sp o rta tio n  b udget on  roads also  
hav e  the  h ig h est p erso n a l tran sp o rta tio n  costs.

A s A m erican s, w e spend  m ore th an  any  o th er co u n 
try  on  an  ind iv idua l h o u seh o ld  basis to get around. We

A m e r ic a n s  s p e n d  m o re  on  t r a n s p o r ta t io n  th a n  a n y  o th e r
n a tio n  on e a r th .  Image courtesy o f  Kevin McCarty.

m ore w as the low est, a t 14%.

spend  n ea rly  tw ice  w hat the  average  E u ro p ean  does, 
and  n ea rly  th ree  tim es m ore th an  residen ts  o f  w ealthy  
A sian  cities. W hen  costs rise , they  affec t the p o o rest 
fam ilies the m ost. T hose w ho are below  the  po v erty  
line are spend ing  n ea rly  40%  o f  th e ir incom e on  tran s
p o rta tio n  costs.

F am ily  and  reg io n a l econom ics n eed  to  be m ad e  a p r i
ority. W e have  sh ifted  tran sp o rta tio n  costs too  fa r into 
p erso n al econom ies, and  tw o-th irds o f  the p o p u la tio n  
is being  serio u sly  h u rt financially . W ith  h ig h  gas p ric 
es affec ting  ev ery th ing  in  o u r econom y, m ost states are 
a t a p o in t w here  they  can  no  lo n g er a ffo rd  to m ain ta in  
the in fra stru c tu re  tha t has a lready  been  built, le t a lone 
add  to it. T he w ay  in  w h ich  w e have p lan n ed  ou r c it
ies has crea ted  som e serious econom ic p ro b lem s.A s 
m ain ten an ce  costs increase , s tates w ill have to ra ise

tax es  sign ifican tly  to 
m ain ta in  ro ad s and 
h ig h w ay s, pu ttin g  
m ore financia l strain  
on  ind iv idua l fam i
lies.

K ey  find ings o f  the 
D riv en  to  S pend 
rep o rt in c lu d e  an  
in crease  in  tran s
p o rta tio n  costs as a 
p e rcen tag e  o f  fam ily  
h o u seho ld  incom e. 
T he U S average  is 
no w  19%  and  rising . 
F louston  area  fam i
lies spen t the m ost, 
a t 21% , and  B alti-

W hen  h o u sin g  and  tran sp o rta tio n  costs a re  com bined , 
som e cities are in creasin g  at am az ing  ra tes. T he h ig h 
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Driven To Spend
est in the  na tion  w as the  T am pa area, w ith  a co m b in ed  
cost o f  57 .7%  o f  h o u seh o ld  incom e fo r transporta tion  
and  housing . P ittsburgh  is the  low est, a t 45 .8% . T hese  
costs are  re la ted  d irec tly  to  the  am o u n t o f  p u b lic  funds 
in v ested  in tran s it system s. P o rtlan d  has lo w ered  the 
average  o f  h ousing  and  
transporta tion  costs by 
in v estin g  heav ily  in its 
tran sit system . B y re d u c 
ing  th is  po rtion  o f  h o u se
ho ld  expend itu res, a huge 
am oun t o f  m oney  is saved  
th ro u g h o u t the  reg io n , and  
in stead  o f  p u m p in g  ou r funds in to  o il com pan ies, re 
g ional econom ies are benefited.

A cross the  country , w e are s im ply  n o t h av ing  the  co n 
versation  th a t n eed s to  take  p lace . O u r n a tio n s lead 
ers are loo k in g  fo r m ore  
reserv es  to  tem porarily  
dam pen  gas p rices, w hen 
w e really  n ee d  to  be re 
th in k in g  the w ay th a t w e 
p lan  o u r cities. A lm ost 
w ithou t excep tion , new  d ev e lo p m en ts  in o u r c ities are 
en tire ly  au to -o rien ted . U ntil th is  changes, o u r com plete  
depen d en ce  on increasing ly  scarce  o il w ill continue.

T he key m essag e  from  th is rep o rt is ab o u t tran sp o r
tation  fund ing . F edera l fund ing  fo r tran sit p ea k ed  in 
2 0 0 0 , an d  has been dec lin in g  ab o u t $1 b illion  dollars 
annually . F or every  d o lla r th a t the  F edera l T ran sp o rta 

tion  A dm in istra tion  spends, the F edera l H ighw ay  A d 
m in is tra tio n  spends m o re  than fou r dollars. O ur fu n d 
ing  n eed s to  be m uch  m o re  balanced.

R eco m m en d a tio n s from  the  rep o rt are tha t w e stop
ac ting  like it is “ business 
as u su a l” in the  tran sp o rta 
tion  w orld . L eaders n eed  
to  stop to  co n sid er op tions 
and  m ak e  carefu l p lans. 
W e also  n eed  to  start tak ing  
fu ll advan tage  o f  the  la w ’s 
flex ib ility  w ith  tran sp o rta 

tion  dollars. T h ree  o u t o f  fou r do llars in core  tran s
p o rta tio n  p ro g ram s can law fu lly  be tran sfe rred  o v er to  
tran sit p rogram s.

A s gas p rices  con tin u e  to  increase , they  m ay  fo rce  us
to  do w ha t com m on sense 
w as unab le  to  do. T h e  n a 
tio n  m ay  finally  beg in  to  
listen  to  those  w ho have 
been p ro m o tin g  the  im 
p o rtan ce  o f  tran sit fo r d e 

cades. T ran sit agencies n ee d  to  take  ad v an tag e  o f  the 
gas p ro b lem s o f  A m erica  to  show  how  they  can tru ly  
benefit h o u seho lds th ro u g h o u t the  reg io n  th a t th ey  ser
vice. F inally , o u r leaders m ay  finally  beg in  to  lis ten  to  
the  p u b lic  ou tcry  o v er the c o m er th a t w e have p a in ted  
ou rse lves in to  w ith  the  au to -o rien ted  p lan n in g  th a t w e 
have fo cu sed  on fo r so m any  years.
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Just the Facts: Understanding 
the Real Benefits of TOD

H a n a n  K iv e tt ,  DMJM+IIarris, Fairfax, Virginia 
B a r b a r a  B . B ro w n , University of Utah, Salt Lake City, Utah 
J a n  W ells, Rutgers University, New Brunswick, New Jersey 
M a r iia  Z im m e rm a n , Reconnecting America,
Washington, D.C.

C a n  D r iv e r s  B e c o m e  H a p p y  R i d e r s ?
Barbara B. Brown, University o f Utah, Salt Lake City, Utah 
barbara.brown@fcs.iitah.edii

W h at is the equ a tio n  fo r ca r d rivers to  becom e transit 
riders?  T ran sit w as a d ifficu lt sell to U tahns. T here  
is a b e lie f  tha t w este rners w o n ’t get ou t o f  th e ir cars. 
G e ttin g  p eo p le  to  use tran sit becam e a behav io ral ch a l
lenge fo r tran sit p lan n ers  in  the S alt L ake C ity  reg ion .

An in d iv id u a l’s first ex p erien ce  on a rail line is v ery  
im portan t. I t ’s im p o rtan t to  un d erstan d  how  to ‘s e ll’ 
tran sit to com m uters. A esth e tics and  co m fo rt are im 
p o rtan t facto rs w hen  try ing  to  appeal to new  rid ers , as 
is the overall “good  fee lin g ” o f  using  transit. W h en  in 
d iv iduals  have  a reaso n  to try  o u t the system  the first 
tim e, they  are m o re  likely  to  becom e p erm an en t r id 
ers.

A  b ig  p art o f  p ro m o tin g  S alt L a k e ’s T R A X  sy stem  to 
riders w as the W in ter O lym pics in  2002. T he p re p a ra 
tio n  and  ex h ib itio n  o f  this b ig  ev en t d isp laced  m any  
d rivers, especia lly  U n iv er
sity  o f  U tah  studen ts. C o n 
stru c tio n  on  cam pus took  
m an y  o f  the p ark in g  spaces 
av a ilab le  to  studen ts and 
faculty . M any  studen ts w ere upset by these in co n v e
n iences. A  w ay to p ro m o te  the new  rail line as a re li
able w ay to  get to  school w as necessary . T he real ch a l
lenge w as getting  p eo p le  on  cam pus to try  using  the 
T R A X  system . A fte r the in itial first rid es w ere  over, a 
study  su g g ested  tha t m en  w ere m o re  likely  to  becom e 
p erm an en t tran sit rid ers , w hile w o m en  w ould  m ain ly  
sp lit th e ir com m ute  b e tw een  the rail line and  th e ir ow n 
p riv a te  car.

It w as also  found  that T R A X  p ro m o ted  a p ro -S a it L ake 
attitude in  its users. O ne su rvey  re sp o n d en t exp ressed

the fee ling  tha t T R A X  m ad e S alt L ake C ity  “b ig  city  
co o l.” A s this fee ling  deve loped , m o re  and  m o re  p e o 
p le  cam e to  su pport tran sit sy stem  expansions.

T here  are also  m easu rab le  hea lth  benefits assoc ia ted  
w ith  p eo p le  w ho use transit. T R A X  w as so ld  to  riders 
as a com fortab le , fa s te r and  m o re  co n v en ien t w ay to 
travel. T h at co m fo rt a lso  helps to red u ce  the stress o f

S a lt L a k e ’s T R A X  s ta t io n  a t  th e  U n iv e rs ity  o f
U ta h  O ly m p ic  S ta d iu m . Photo courtcsy  o f  B arbara Brown.

com m uting . T he advan tages o f  riders  w alk ing  m ore  
are also  apparen t. It is be lieved  tha t i f  tran sit riders 
w a lk  to the rail sta tion , they  will be m o re  likely  to  w alk  
to  o th er p laces  they  n eed  to go as w ell. T hese  factors 
will re su lt in  a b e tte r overall pub lic  h ea lth  situation . 
T he lesson  learned  is th a t g e tting  the p u b lic  to  try  tran 

sit early  on  is essen tia l, b e 
cause  a fte r the in itial ride , 
the benefits ou tw eigh  any  
p reco n ce iv ed  skep tic ism .

I n d i c a t o r s  f o r  S u c c e s s
Jan Wells, Rutgers University, New Brunswick, New Jersey 
jawel I s@rci.rutgers.edu

T he n u m b er one in d ica to r fo r success o f  a tran s it-o ri
en ted  d ev e lo p m en t (T O D ) is n o t econom ics; it is a c 
tually  m easu red  by quality  o f  life. T he elem en ts that 
lead  to  the desired  resu lts  o f  a T O D  are sup p o rt from  
g overnm en t, as well as su p p o rt fro m  the com m unity .

T he state o f  N ew  Jersey  has a ttem p ted  to  su p p o rt T O D

When individuals have a reason to try out 
the system the first time, they are more likely

to become permanent riders.
i  J
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J u s t  t h e  F a c t s :  U n d e r s t a n d i n g  t h e  R e a l  B e n e f i t s  o f  T O D
villages b y  se tting  m oney  aside  to finance these n e ig h 
borhoods. T he state  o f  N ew  Jersey  no w  has six teen  
T O D  v illages. T h e  q uality  o f  these  n e ig h b o rh o o d s has 
been  m o n ito red  by state  agencies to m o n ito r im p ro v e
m en ts as w e ll as the cha llenges tha t they  face.

T he m o n ey  that has been  set aside  fo r these d ev e lo p 
m en ts can  on ly  be app lied  fo r by these  six teen  tran 
sit v illages. T h is  m o n ey  can  be used  fo r a n u m b er o f  
th ings from  stree t signs to lig h tin g  needs. T he city  
b o a rd  assists in d e term in in g  w hich  v illag es  rece iv e  fi
n an c in g  and  how  m u ch  fund ing  they  w ill receive .

O ne o f  the cha llenges th a t the co n stru c tio n  o f  these 
v illag es  has p resen ted  is 
the re lu c tan ce  by ex isting  
co m m unities to accep t new  
h ousing . T here  is an  un 
w illingness to d eve lop  new  
h ousing  because  m an y  see 
added  h o u sin g  as b rin g 
ing m o re  schoo l-age ch il
dren. R esiden ts  are averse 
to h o u sin g  as th ey  see it 
as causing  a rise  in  their 
p ro p e rty  tax  to sup p o rt ad 
d itio n a l schoo l expansions.
W h en  a s itu a tio n  like this 
occurs in  a v illage, the 
fund ing  o f  th e ir p ro jec ts  
can  th en  be lim ited  and  aud ited  by the city. T h is tech 
n iq u e  is a w ay  o f  b a lanc ing  d ev e lo p m en t in  the v il
lage.

T he tran sit v illag e  task  fo rce  faces cha llenges in  co l
lecting  in fo rm atio n  from  these d istric ts. M any  o f  these 
areas are n o t as tech n o lo g ica lly  advanced  as o ther 
reg io n s m ig h t be. A ccess to com pu ters and  co m m u 
n ica tin g  through  e-m ail has b eco m e a sign ifican t p a rt 
in  determ  ining the success o f  a T O D . It is im p o rtan t 
fo r these co m m unities to be connected  to th e ir g o v 
ernm ents. T h e  im provem en ts are d ifficu lt to eva lua te  
quickly , w h ich  w ou ld  m ak e  it p o ssib le  to eva lua te  the 
v illag es  in  “rea l tim e .”

R e a l i t y  T O D
M ania Zimmerman, Reconnecting America, Washington, D.C. 
mzimmcrman@rcconncctingamcrica.org

A rlin g to n  C ounty , V irg in ia  has had  success w ith  d e 
v e lo p m en t along  the R o ssly n -B a lls to n  ra il line. T he 
coun ty  g o v ern m en t took  con tro l o v er w h ere  to located  
the tracks, so in stead  o f  b u ild in g  the ra il line along  
H ig h w ay  66 like the V irg in ia D ep artm en t o f  T ran sp o r
ta tio n  had  suggested , the ra il sta tions and  tracks w ere  
laid  on  a d ec lin in g  re ta il street. T h is s tree t had  served  
as the C o u n ty ’s m a in  stree t and  a lready  had  re ta il on  it 
and  ho u sin g  ad jacen t.

T h e  benefits  that re su lted  
from  the new  ra il line o c
cu rred  w ith in  the  c ity  in 
stead  o f  along  the border. 
N ew  d ev e lo p m en ts  along  
the stree t im proved  a d e 
clin ing  d o w n to w n  area  and 
led  to m o re  com m u n ity  su p 
port. T h e  d ev e lo p m en t site 
also  con trib u ted  to c rea tion  
o f  m o re  w a lk ab le  p laces 
along  the corridor. It b e 
cam e p o ss ib le  fo r residen ts  
to trave l th ro u g h  the city  
w ith o u t using  a car.

E m p lo y ers , day  care, g ro cery  stores, and  schoo ls w ere  
all w ith in  reach  o f  the ra il line. T here  d ev e lo p ed  an  
in creased  d iv ersity  o f  op tions, m o re  cho ices in  re s ta u 
ran ts , housing , and  shopp ing , and  m o re  ac tiv ity  on  the 
streets and  sidew alks o f  the  corridor. O n  the dow nside, 
p ro p e rty  va lues in  the n e ig h b o rh o o d s have  d ram atica l
ly  increased  w ith  the d ev e lo p m en t o f  m o re  am en ities , 
b asica lly  e lim in a tin g  affo rd ab le  h o u sin g  op tions in  the 
corridor.

T h e  u ltim ate  goal o f  T O D  deve lopers shou ld  be to c re 
ate com m unities . M ix in g  o f  uses is im p o rtan t in  c rea t
ing  a co m m u n ity  tha t feels connected . C om m unities 
can  fo llow  the exam ple  o f  the R o ssly n -B a lls to n  co r
r id o r to m ak e  n e ig h b o rh o o d s tha t are w alkab le , co n 
n ec ted , and  m o re  livab le  in  th e ir ow n  cities.

^ ------- 1--------
T O D  in  th e  A r l in g to n ,  V irg in ia ’s R o ss ly n  B a lls to n
C o r r id o r .  Photo courtcsy  o f  M an ia  Z im m erm an.
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Property Values and Transit
Effie S. S ta llsm ith , Federal Transit Administration, 
Washington, D.C.
T aiw o  J a iy e o b a , Sacramento Regional Transit Authority,
Sacramento, California
A le x a n d e r  Q u in n , Bay Area Economics,
Sacramento, California
B ra d  B a rb e r ,  Oquirrh Institute, Salt Lake City, Utah 
R o ry  C a m p b e ll ,  Hanson Bridgett, San Francisco, California

M any p eo p le  w orry  th a t the  add ition  o f  tran sit in fra 
structu re  to  th e ir n e ig h b o rh o o d s and  co m m unities will 
adverse ly  affec t th e ir p ro p e rty  values. T he w orry  th a t 
tran s it w ill hu rt lan d  v a lu e  has c rea ted  a n eg a tiv e  force 
in co m m unities try in g  to  b u ild  n ew  tran s it facilities. 
B y p lan n in g  early  fo r such  concerns, o ffic ia ls and  d e 
v e lo p ers  can m itig a te  the  level o f  resistance to  transit 
p ro jec ts  and  can be tte r in fo rm  the p u b lic  o f  the  m any  
benefits  that transit b rin g s  to their com m  unity.

Economic Impacts of Light Rail
R o ry  C a m p b e ll ,  Hanson Bridgett, San Francisco, California

A s T O D  construc tion  gains p o p u la rity  th ro u g h o u t the 
U n ited  S tates, m o re  and  m o re  p eo p le  w ill be ask ing  
the  sam e question : how  w ill tran sit affec t the  v a lu e  o f  
m y  p ro p e rty ?  E conom ic stud ies are often  used  w hen 
th ese  types o f  concerns from  the  p u b lic  arise. T hese  
stud ies w ork  to  m ak e  issues th a t a re  m ain ly  qualita tive  
in to  a q u an tita tiv e  issue. S tud ies have been con d u c ted  
in areas w here  ligh t rail tran sit has been construc ted , 
show ing  the  befo re  and  a fte r effec ts o f  the  tran sit d e 
velopm en t. T h ese  stud ies can be used  to  estim ate  the 
im p acts  tha t sim ilar d ev e lo p m en t w ill have in areas 
th a t have para lle l charac teristics.

In the  case o f  S acram en to , m any  
p eo p le  becam e seriously  co n 
ce rn ed  w hen the  ex tension  o f  the 
lig h t rail sy stem  to  co n n ect to 
the  a irp o rt w as p lan n ed  to  b isect 
th e ir n e ig h b o rh o o d , especia lly  
th o se  w ho w ere  re la tive ly  new  
to  the  neig h b o rh o o d . A study w as co m m issio n ed  to 
an a ly ze  the  effec ts o f  lig h t rail on p ro p e rty  va lu es and  
crim e rates in sim ilar co m m unities in the  S acram ento  
m etro p o litan  area. T he central p u rp o se  o f  the  study

w as to  de term ine  the  d ifferences betw een  h o m eo w n 
e r ’s p ercep tio n s ab o u t the  affec t on p ro p e rty  va lu e  and  
apprecia tion  rates an d  the  actual im p act on p roperty  
values.

Several p u b lic  counc ils  w ere  in c lu d ed  in the  study  p ro 
cess in o rd e r to  g ive th em  the  b ack g ro u n d  they  w ould  
n eed  to  ta lk  to  th e ir constituen ts  ab o u t the  im pacts  on 
th e ir com m unities. In m ak in g  the  p ro cess  open and  
in fo rm ative , the  tran sit au tho rity  hoped  tha t it w ould  
a id  fu tu re  p ro jec t dev e lo p ers in und erstan d in g  the  eco 
n o m ic  im pacts  o f  tran sit in the S acram ento  region.

T hree  facto rs w ere fo cu sed  on du rin g  the  study: local 
and  reg ional p ercep tio n s , su rro u n d in g  am en ities  and  
n u isan ces, and  co m p arab le  sales. B y se lec ting  ex is t
ing  co rrido rs th a t had  been affec ted  by ligh t rail tran 
sit, ana lysts  w ere able to  lo o k  at s im ilar areas th a t had  
a lready  been im p acted  by transit. F ive  n e ig h b o rh o o d s 
011 the S acram en to  lig h t rail sy stem  w ere selec ted , and  
the  sales p rices  o f  p ro p e rtie s  in these  n e ig h b o rh o o d s 
w ere  co m p ared  to  the  p rices  in areas fu rther from  the 
rail line.

A m u lti-reg ressio n  ana lysis  iso la ted  d is tan ce  from  rail 
fro m  the  m any  facto rs affec ting  p ro p e rty  sales p rice , 
u sing  p rice  p e r square fo o t as the  sing le d ep en d en t 
variable. R esu lts  w ere  m ad e  w ith  a 95%  confidence in 
terva l, m ean in g  th a t resu lts w o u ld  be co n sis ten t m ore  
than  95%  o f  the  tim e. O verall, 1,300 ind iv idual p ro p 

erty  sales reco rds w ere used  from  
areas su rround ing  14 separate  rail 
s ta tions in a 12 m o n th  period .

T he q u an tita tiv e  ana lysis  found  
th a t th ere  w as no  causal re la tio n 
ship  betw een  com m ercia l o r re s i

dential p ro p e rty  v a lu es  and  p ro x im ity  to  a lig h t rail s ta 
tion  o r line, a t least a t a 95%  confidence in terval. T here  
w as also  no  re la tionsh ip  found  betw een  residen tia l ap 
p rec ia tio n  rates and  p ro x im ity  to  rail. W hile  th is study
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P ro p erty  V a lu es  an d  T ra n sit
m ay  be a d issap o in tm en t fo r m an y  com m unities  tha t 
are cou n tin g  on  sign ifican t gains in  p ro p e rty  values 
a round  ra il, S acram en to  w as p leased  w ith  this re su lt as 
it p ro v ed  tha t the fe a r that ra il w ou ld  decrease  p ro p e rty  
values w as baseless.

A  q u alita tiv e  su rvey  w as co nduc ted  to 
an a ly ze  h o m eo w n e r’s feelings ab o u t 
the p ro p e rty  th a t they  p u rch ased  in  the 
study  neigh b o rh o o d s. R eal esta te  b ro 
kers w ere  also  in te rv iew ed  to g e t a p ro 
fessio n a l op in io n  on ho w  the lig h t ra il 
line had  a ffec ted  sales. It w as found  that 
n early  h a lf  o f  all re sp o n d en ts  w ere  o f  
the op in io n  tha t p ro x im ity  to lig h t ra il 
w o u ld  have a slig h t econom ic im p act 
on  th e ir re s id en tia l p ro p erties . M ore 
th an  60%  o f  b rokers fe lt tha t there w as 
no  im p ac t on  p ro p erty  values; h o w ev 
er, 77%  o f  b rokers fe lt tha t in  the long  
ru n  LR T w o u ld  have a sligh tly  p ositive  
im p ac t on  values.

ENVISION UTAH 
QUALITY GROWTH STRATEGY

KMping Utah RMtittftd Pirnfwrau* and Nnghoorty for Future Gmeratkxu

the c ity  w as g iv en  h igh  m arks fo r its d ev e lo p m en t and  
livability . E n v is io n  U tah  is an  o rgan iza tio n  th a t seeks 
to p ro m o te  these ch arac te ris tic s , as w e ll as encourage 
q uality  g ro w th  and  su sta in ab ility  th ro u g h o u t the state.

To ach ieve these goals. E n v is io n  U tah  
deve loped  “W asatch  C ho ices 20 4 0 ” , 
a co llab o ra tiv e  p ro g ram  w ith  the W a
satch  F ro n t R eg io n al C ouncil and  the 
M o un ta in lands A sso c ia tio n  o f  G o v ern 
m ents. F o u r scenarios w ere  crea ted  to 
show  the p u b lic  g roups that p a r tic ip a t
ed in  the p ro g ram  ho w  various p la n 
n ing  cho ices a ffec ted  the quality  o f  
life in  the reg ion . S cenarios d iffe red  in  
th e ir land  co n su m p tio n  and  tran sp o rta 
tion  netw orks, as w e ll as the density  
and  p a tte rn  o f  grow th .

E n v is io n  U ta h ’s Q u a li ty  
G ro w th  S tr a te g y  seeks to  a d  
d re s s  U ta h ’s r a p id  g ro w th .

T he co n c lu sio n  o f  the study  w as tha t the p re sen ce  o f  
lig h t ra il in  a n e ig h b o rh o o d  had  no  sign ifican t, m ea 
surab le  im p ac t on  p ro p erty  values in  the S acram ento  
reg ion , b u t an tic ip a ted  th a t as traffic co n g estio n  in 
creases lig h t ra il tran sp o rta tio n  w ill becom e in creas
ing ly  a ttractive .

The Role of Transit in the Regional Economy
Brad Barber, Oquirrh Institute, Salt Lake City, Utah 
bbarber@utah.gov

M any  com m unities have the goal o f  d ev e lo p in g  a 
strong  and  susta inab le  reg io n a l econom y, as w ell as a 
hea lthy  env ironm en t. In  o rd e r to ach iev e  this, strong  
and  g row ing  p ro p e rty  values are  needed , as w e ll as a 
b a lan ced  and  effic ien t tran sp o rta tio n  system , a go o d  
quality  o f  life, accessib le  rec rea tio n a l areas, and  co l
lab o ra tiv e  governance .

In  A u g u st o f  2005, O u tside  m ag az in e  n am ed  S alt L ake 
C ity  as the “N u m b er O ne D ream  T ow n,” c iting  its 
p ro g ressiv e  v iew  o f  sustainab ility , p ro x im ity  to o u t
d o o r rec rea tio n a l areas, lig h t ra il sy stem  developm en t, 
g ro w in g  jo b  o p portun ities , and  affo rdab le  housing . 
W hile  the a ir quality  w as m en tio n ed  as “p ro b lem a tic ,”

U tah  has g ro w n  rap id ly  in  re cen t years, 
exceed ing  the n a tio n al average  eco 
nom ically . A s the W asatch  R eg io n  co n 

tinues to grow , m an y  cho ices w ill need  to be m ad e  as 
to the pa tte rns and  p rio rities  th a t are fo llow ed . T axable 
p ro p e rty  values hav e  g ro w n  stead ily  since 2000 w hen  
the  first lig h t ra il line w as b u ilt in  S alt L ak e  C ounty. In  
each o f  the  scenarios defined  b y  E nv ision  U tah  tran sit 
is ad d ressed  d ifferently . T he scenario  tha t includes the 
m o st am bitious transit n e tw o rk  a lso  consum es the least 
am o u n t o f  land  and  increases value fo r land  tha t is a l
read y  developed .

SAMTRAMS
Taiwo Jaiyeoba, Sacramento Regional Transit Authority,
Sacramento, California
TJaiycoba@sacrt.com
Alexander Quinn, Bay Area Economics, Sacramento, California 
a_quinn@bael .com

T here  has been  a g rea t tran sfo rm atio n  in  the B ay A rea  
w ith  the com ing  o f  ra il transit. In the en tire  reg ion , a c 
cess to ra il tran sit has becom e critica l to ad d ressin g  the 
housing  needs o f  a g ro w in g  pop u la tio n . H ousing  has 
been  g ro w in g  up all a round  B ay A rea  R ap id  T ransit 
stations, b u t co n tro l o f  the housing  fo rm  has becom e 
an  issue fo r p lanners and  the tran sit ag en cy  to address.

W h ile  it is n o t typ ical fo r tran sit au tho rities  to ac t as
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P ro p erty  V alue and  T ra n sit

developers, th is ro le  can  b e  very  beneficial. T h e  first 
benefit o f  b e in g  in v o lv ed  in  the  d ev e lo p m en t o f  the  site 
su rro u n d in g  the  tran sit s ta tions is the  ab ility  to  influ
ence the  ty p e  o f  g row th  tow ards b e in g  tran sit o rien ted  
and  su p porting  in c reased  ridersh ip . Secondly , i f  the 
lan d  is p u t on a long  term  
g ro u n d  lease  to  a d ev e l
oper, the  tran sit au th o r
ity  will b e  ab le  to  secu re  
a dep en d ab le  cash  flow  
from  th e  d ev e lo p m en t o f  
th e  site.

T h e  San M ateo  C ounty  
T ransit A gency  (S A M 
T R A N S ) w as in the  p ro 
cess o f  acq u irin g  a right- 
o f-w ay  fo r connection  to 
th e  B A R T system . T he 
C o lm a S tation  area was 
a k ey  co m p o n en t to  co n 
nec ting  the  local system  
to  the  reg ional B A R T 
netw ork . A certa in  p iece  
o f  p ro p e rty  req u ired  th a t a large sev eran ce  co m p o n en t 
b e  p a id  to  an ad jo in ing  lan d  o w n er in o rd e r to  co m 
p en sa te  fo r decrease  in  value fo r the  b usiness th a t was 
lo ca ted  on the  property . In the  end, the  sev eran ce  p rice  
w as so high th a t S A M T R A N S  d ec id ed  to  p u rch ase  
th e  en tire  property . As a new  p ro p e rty  ow ner, S A M 
T R A N S  b ecam e h igh ly  in te re sted  in th e  d eve lopm en t 
th a t o ccu rred  on the  p ro p e rty  and  th a t it sup p o rt th e ir 
tran s it goals.

N o t w an ting  to  lose control o f  the  p roperty , S A M 
T R A N S  d ec id ed  to  o ffer a long-term  g ro u n d  lease  (a 
50-75 y ea r rental p erio d ) to  the  developer. W h ile  this 
ty p e  o f  lease  is usually  no t a ttrac tiv e  to  a developer, 
th e  d em an d  fo r p ro p e rty  w as such th a t several dev e l
opers w ere still in terested . T he p ro jec t w as p rep lan n ed  
fo r 144 housing  units, and  a request fo r p roposal was

issu ed  fo r in tere sted  developers. O nce th e  dev e lo p er 
w as chosen , S A M T R A N S  n eg o tia ted  the  term s o f  the 
g ro u n d  lease , c rea ting  a revenue  stream  o f  $360 ,000  
p e r year. T he cap ita lized  value o f  the  g ro u n d  lease 
en d ed  up re tu rn ing  m o re  to  the  tran sit agency  than  the

orig inal p ro p e rty  in v est
m en t, and  a lso  sh ifted  
m ark e t risks aw ay  from  
S A M T R A N S , b e in g  as
su m ed  b y  the  developer.

Several factors w ere in 
strum ental in m ak in g  
the  p ro jec t happen. T he 
p reapprova l p ro cess  and  
env ironm enta l rev iew  
p rocess was co m p le ted  
b y  the  tim e the  dev e lo p er 
was ready  to  begin . T he 
d ev e lo p e r ju s t  had  to  c re 
ate p lans and  app ly  for 
the  p erm it w ithou t fear 
o f  p u b lic  p ro te s t o r en v i
ronm ental uncertain ty . In 

dev e lo p in g  sim ila r p ro jec ts  it is im p o rtan t th a t tran sit 
agencies c rea te  a situation  th a t a dev e lo p er w ou ld  look  
for. It is m uch  easie r fo r th e  dev e lo p er to  b eg in  to  in 
vest and  p ro ceed  w ith the  p ro jec t i f  issues o f  approval 
and  com m u n ity  in p u t have been  reso lved . T he p ro p 
erty  is m uch  m o re  valuab le  to  a d ev e lo p e r i f  the  land  
is ready  fo r qu ick  d ev e lo p m en t once th e  in v estm en t o f  
capital beg ins.

T his p rocess can help tran sit agencies c reate  value from  
o th erw ise  d o rm an t p ro p e rtie s  th a t th ey  d o n ’t w an t to  
lose control of. H av ing  control o f  the  lan d  a round  th e ir 
system s, tran sit agencies can  also  in fluence the  c rea tion  
o f  retail and  housing  a round  th e ir stations, c rea ting  vi
able co m m unities th a t will su p p o rt rail and  increase  
ridersh ip  num bers.

P ro p e r ty  v a lu e s  in  th e  S a c r a m e n to  s tu d y  w e re  a n a -  
ly z ied  a c c o rd in g  to  th e i r  p ro x im ity  to  t r a n s i t  s ta tio n s .
Image courtesy o f  Taiwo Jaiyeoba.
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Reinventing Communities

M a r iia  Z im m e rm a n , Reconnecting America,
Washington, D.C.
J a c k y  G r im s h a w , Center for Neighborhood Technology, 
Chicago, Illinois
A la n  J o n e s , Steer Davies Gleave, London, England 
D a v id  D ix o n , Goody, Clancy and Associates, Boston, 
Massachusetts

O v er tim e, cities go th rough  changes, som etim es m a 
jo r  changes. T he cha llenge  th a t som e o f  these  co m 
m u n ities  face is p reserv in g  th e ir ch a rac te r and  iden tity  
w h ile  adap tin g  to  change. Several com m unities have 
been  able to  p reserv e  the values and  ch a rac te r o f  their 
cities w h ile  add ressing  new  urban trends.

L i v e r p o o l ,  U K : R e i n v e n t i n g  t h e  C i ty
Alan Jones, Steer Davies Gleave,
London, England 
alan.jones@sdgworld.net

dise S tree t d ev e lo p m en t w here  67%  o f  v isito rs are 
p lan n ed  to  arrive  b y  n o n -ca r m odes.

T he M ersey tram  C ity  C en tre  loop  is a lso  co m p lem en t
ed  b y  an ex tensive  C ity  C en tre  M o v em en t S trategy

\Through careful planning and public in 
volvement, Liverpool was able to preserve 
and revitalize much of its historic core while 
adapting to ever-changing demographics and 

community issues.
V ^
w hich  includes the  rem oval o f  e lev a ted  freew ays, the 
conversion  o f  stree ts from  one-w ay  to  tw o -w ay  o p era 
tion, the in troduction  o f  20m ph zones, and  sign ifican t 
im p ro v em en ts  to  p edestrian  p u b lic  re a lm .’

L iverpoo l, E n g lan d  is un ique 
fo r m an y  reasons, includ ing  
its age and layou t, M ersey - 
travel, the  c ity ’s p assen g er 
tran sp o rt au thority , has been  
deve lop ing  a L ig h t R ail T ran 
sit system , (M ersey tram ) to 
con tribu te  to  the  w id er reg en 
eration  o f  the C ity -R eg ion , 
p articu la rly  the  h isto ric  city  
cen tre  w h ere  m ajo r red ev el
o p m en t in itia tives are under
way.

In the  c ity  cen tre  a M ersey 
tram  C ity  C en tre  L oop  is 
p lan n ed  w hich  links the  w a 
te rfro n t and  the core  o f  the
city  centre. T he L oop  w ill link  to  A lb ert D ock, a m ajo r 
to u ris t destination ; the K ings W aterfron t developm en t, 
w hich  includes a n e w  arena and  conven tion  centre; and 
the
P arad ise  S treet d ev e lo p m en t w hich  featu res o v er 1 
m illio n  sq  ft o f  new  retail and  le isu re  floorspace. A 
M ersey tram /b u s in te rch an g e  is a fea tu re  o f  the  P ara 

O ne o f  the k ey  factors in su ccessfu lly  im p lem en tin g
the  n ew  rail system  w as 
p u b lic  invo lvem en t. T hey  
in v o lv ed  the p u b lic  in ev 
ery  asp ec t o f  the p lan n in g  
and  d ev e lo p m en t stages. 
T hey  tried  to  get as m uch  
feedback , p o sitiv e  or n e g a 
tive, ab o u t the p lans they  
had fo r the city.

T here  w ere  several fa c 
tors th a t u ltim ate ly  m ade 
the M ersey tram  system  a 
success. T hey  p lan n ed  the 
stops a round  very  dense 
residen tia l areas, co m 
m erc ia l and  retail cen ters, 
and  p u b lic  facilities such 
as schoo ls and  hospitals. 
T hey  g a in ed  a lo t o f  su p 
p o rt from  the local g o v e rn 
m en t and  citizens. M ost 

im portan tly , they  tried  to  k eep  th ings as s im p le  as p o s 
sible.

T hrough  carefu l p lan n in g  and  p u b lic  invo lvem en t, 
L iverpoo l w as ab le  to  p reserv e  and  rev ita lize  m uch  o f  
its h isto ric  core  w h ile  adap tin g  to  ever-ch an g in g  d e
m o g rap h ics  and  co m m u n ity  issues.

L iv e rp o o l is u n d e rg o in g  a m a jo r  re d e v e lo p m e n t.
Image courtesy o f  A lan Jones.
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R e i n v e n t i n g  C o m m u n i t i e s

S m a r t  G r o w t h  in  I n d u s t r i a l  &  C o m m u n i t y  

D e v e l o p m e n t
Jacky Grimshaw, Center for Neighborhood Technology, Chicago, 
Illinois
jacky@cnt.org

O ver tim e the d em o g rap h ic  m ix  o f  c ities change, as 
w e ll as d ev e lo p m en ta l and  tran sp o rta tio n  needs. A  
recen t stu d y  iden tified  several co m m unities  in C ook 
C ounty, Illino is  th a t w ere  in  n eed  o f  “re in v en tin g .” 
T hese  co m m u n ities  had  h ig h  unem ploym ent, and  had 
o p p o rtu n ities  fo r ca rgo -o rien ted  d ev e lo p m en t (C O D ) 
as w ell as tran sit-o rien ted  d ev e lo p m en t (T O D ). T he 
g o al w as to  help  rev ita lize  these  areas and  p rov ide 
th em  w ith  an  affo rd ab le  m eth o d  o f  transit.

T here  w ere  som e defin ite  advan tages to the co m m u n i
ties in  question . O ne o f  the b ig g est advan tages w as 
th e ir access to  ex isting  ra il lines and  m a jo r h ighw ays. 
B ecause  o f  the ex isting  
lines they  w ere  ab le  to  keep  
costs  m u ch  lo w er th an  ar
eas w here  n ew  lines m u st 
be p u t in.

Changing demographics, market forces, 
and values are changing urban neighbor
hoods. New opportunities for denser, livelier, 

and more livable neighborhoods are 
developing around the country.

T O D s fo r ad d itio n a l housing , as w e ll as C O D s to  cre 
ate m o re  jo b s  to  ju m p  start the local econom y. T h ro u g h  
p ro p e r p lan n in g  o f  T O D s and  C O D s the ch a rac te r and 
iden tity  o f  these  co m m unities w ill be p rese rv ed  and  
they  m ay  once again  flourish.

R e i n v e n t i n g  t h e  U r b a n  V i l l a g e
David Dixon, Goody, Clancy and Associates, Boston, MA. 
david.dixon@goodyclancy.com

T he 21 st cen tu ry  n e ig h b o rh o o d  is d eve lop ing  in  vastly  
d iffe ren t w ays th an  n e ig h b o rh o o d s fro m  last century. 
M o st n e ig h b o rh o o d s fro m  the 20 th  cen tu ry  w ere  very  
hom o g en eo u s, based  on  p eo p le  o f  the sam e race , sam e 
incom e, and  sam e age. H ow ever, today  a lo t o f  n e ig h 
borhoods are beco m in g  m o re  and  m o re  d iverse  in  all 
o f  the sam e areas. C han g in g  d em ograph ics, m ark e t 
fo rces, and  va lu es are ch an g in g  urban  n e ighborhoods. 
N ew  op p o rtu n ities  fo r denser, livelier, and  m o re  livable

n e ig h b o rh o o d s are d ev e l
op ing  a round  the country.

A n o th er b ig  advan tage  w as
p u b lic  invo lvem en t. F ro m  the very  beg in n in g  they  had 
the support and  in p u t o f  the com m unity . T h is  aspec t 
is m o re  im p o rtan t th an  any  o th er in  a red ev e lo p m en t 
p ro jec t. F ind ing  o u t the  c itizens need s, w an ts, and  d e
sires helps to gu ide the d ev e lo p m en t p ro cess in  a w ay 
that w ill be m o st beneficial to the com m unity . A n o th er 
re su lt o f  pub lic  in v o lv em en t is the sense  o f  ow nersh ip  
tha t the c itizen s develop . I f  they  w an t it, and  get it, 
th en  they  w ill be m o re  likely  to  take  care o f  it.

T he m o v em en t and  d is trib u tio n  o f  goods w as o f  g reat 
im p o rtan ce  to  these local econom ies. T hey  w an ted  to 
help  p re serv e  the ch a rac te r o f  this asp ec t o f  the co m 
m unity. O nce aga in , because  o f  th e ir ex isting  in fra 
s tructu re  and  c lose p ro x im ity  to  m a jo r h ighw ays, they 
found  th is co u ld  be easily  acco m p lish ed  i f  p lanned  
correctly .

P lanners d ev e lo p ed  m as te r  p lan s fo r brow nfields and  
o th er a reas w ith in  these co m m u n ities, h o p ing  to  create

A lo n g  w ith  these d iver
sity changes has also  com e 
a ch an g e  in  perspective .
T here  are m o re  and  m ore  

p eo p le  these  days tha t do  n o t see the typ ical s ing le
fam ily  hom e w ith  large yard  as w h a t they  w ant. T here 
are m an y  th a t value  an  urban  condo  m o re  th an  a yard. 
W h at p eo p le  v iew  as the idea l house is changing .

C ities are  also  com in g  to  b e tte r understand  the p ro b 
lem s w ith  spraw l and  the benefits o f  m o re  co m p ac t d e 
velopm en t. S p raw l low ers p e o p le ’s g en era l h ea lth  as 
it red u ces daily  p h y sica l activity . A  to w n  o r city  can  
n ev e r rea lly  sup p o rt the costs  o f  spraw l. C ities in  the 
n o rth  easte rn  U n ited  S ta tes cou ld  save an  estim ated  40 
b illio n  d o llars  by using a m u ch  m o re  co m p ac t d ev e lo p 
m en t strategy.

A s w ith  o ther aspects  o f  dev e lo p m en t, there is a g reat 
n eed  fo r the com m u n ity  to  becom e invo lved . T he sup
p o rt and  v is io n  o f  the com m u n ity  is n ecessa ry  in  o rder 
to m ak e  the changes that w ill best benefit them . W ith 
o u t the p ro p e r support g reat ideas can  fail.
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Weaving Transit Through Mature 
Neighborhoods

M ig u e l D el V alle , Transportation Management Consultant, 
Dallas, Texas
E llen  G re e n b e rg ,  Freedman Tung & Bottomley,
San Francisco, California
D a n  K o p p le , DPK&A Architects. Philadelphia. Pennsylvania 
D ia n e  G e o rg o p u lo s , Massllousing, Boston, Massachusetts

D ev elo p in g  rail fac ilities in m ature neig h b o rh o o d s is 
a cha llenge. In add ition  to  n av ig a tin g  ex is tin g  in fra 
structu re , increasing  density  and  ch an g in g  d em o g rap h 
ics add  to  the  ch a llen g e  o f  w eav ing  rail tran sit th rough  
m atu re  neighborhoods. In add ition  to  th ese  obstacles, 
in creased  accessib ility  m ay be seen as an in trusion  to  a 
w e ll-e s tab lish ed  ne ighborhood .

H o w  t o  B e g i n
Ellen Greenberg, Freedman Tung & Bottomley,
San Francisco, California 
ellen@ftburbandesign.com

T he first question  w e  shou ld  ask  is ho w  can transit m ak e  
fo r a go o d  neighbor?  W h a t steps are n ecessary  to  en 
sure the  tran sit system  co m plim en ts the  n e ighborhoods 
ex is tin g  b u ilt en v iro n m en t w hile  increasing  access and  
m o b ility ?  P lacem ak in g  is 
an exam ple  o f  one so lution 
to this com p lex  task. E l
ev a tin g  the  ro le  o f  tran sit in 
p lacem ak in g  increases o p 
p o rtu n ity  fo r ach iev em en t 
o f  tran sit-o rien ted  d ev e lo p 
m en t (T O D ) p ro jec ts. It is 
also  essen tial th a t th e  su it
ab ility  o f  p ro p o sed  p ro jec ts  
is exam ined . W ithou t th is 
co n sid era tio n , chances for 
success are sign ifican tly  
decreased .

T he safe ty  o f  w o rk e rs  and  the m em b ers  o f  the co m 
m unity  w ho use the  tran sit system s is p a ram o u n t to  the 
success o f  any T O D  pro jec t. C o llis ions, derailm en ts, 
and  p o ssib le  con tam ination  from  hazardous m ateria ls 
are all exam ples o f  p o ssib le  d ev asta tin g  resu lts  from

neglectfu l safety  and  stab ility  standards. A t every  stage 
o f  a tran s it p ro jec t, safety  and  stab ility  o f  the  co m m u 
nity  is essen tial.

O th er considera tions m igh t include ex p o su re  to  noise 
and  v ib ration , as well as the  im pacts  from  construc tion  
and  upgrade. S ta tion  layou t and  design  are also  im p o r
tan t aspects in p ro v id in g  co m m u n ity  friend ly  tran sit 
sta tions. T he in teg ra tion  o f  landscape and  stree tscape 
p ro v id e  fo r a seam less transition  from  the  b u ilt co m 
m unity  to  the  in tro d u ced  tran sit e lem ent.

In o rd e r to  in troduce  th riv in g  tran sit developm ent, 
m any  factors need  to  b e  addressed . D ensity  an d  acces
sib ility  shou ld  b e  en h an ced  by  any  proposa l to  in fuse 
tran sit design  in m atu re  areas. W ith p ro p e r p lacem en t 
and  effo rt to  red u ce  the negative  im pacts assoc ia ted  
w ith  T O D  in u rban ized  areas, m any  p ro jec ts  will en joy  
p o sitiv e  resu lts, im pro v in g  q uality  o f  life fo r all m em 
bers o f  the com m unity .

P h i l a d e l p h i a ’s  F r a n k f o r d  

T r a n s p o r t a t i o n  C e n t e r
Dan Kopple, DPK&A Architects, Philadelphia, Pennsylvania 
dpk@dpka.com

F irs t co n ceiv ed  in 1910, the F ran k fo rd  T ran sp o rta 
tion C en ter p ro jec t has b een  a lo n g  tim e in the m a k 
ing. F rom  th a t tim e, the  p ro jec t has ex p e rien ced  m any

delays. A fte r construc tion  
began , the  second  W orld  
W ar p rev en ted  the  use o f  
steel fo r e lev a ted  structu res 
and  the  b u ild in g  o f  the  s ta 
tion  in the  fash ion  in w hich 
it w as o rig inally  desig n ed  
w as no lo n g er possib le . 
A lth o u g h  the  p lans fo r the 
tran sit cen te r w ere p laced  
on hold, the  su rround ing  
ne ig h b o rh o o d  w as b u ilt 
a round  the  site w ith  the 
in ten tion  o f  one day  co m 

p le tin g  the  p ro jec t. F o llo w in g  the  w a r’s end , a te rm i
nal w as b u ilt, b u t no t at the  sca le  th a t the  orig inal p lans 
detailed .

T he ex isting  term inal is the focal p o in t o f  the su rro u n d 
ing com m unity , w hich  is supported  by  the  ac tiv ity  tha t

Density and accessibility should be en
hanced by any proposal to infuse transit de 

sign in mature areas.

I
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W e a v i n g  T r a n s i t  T h r o u g h
the cen te r generates. T he te rm inal con trib u ted  to the 
com m unity  and  im p ro v ed  re s id e n t’s ab ility  to co m 
m u te  to w o rk , sh o pp ing  d istric ts, an d  dow ntow n  areas. 
W ith  tex tiles and  industry  g ro w th  o f  the 19 2 0 ’s, the 
term inal becam e the life line fo r econom ic stab ility  fo r 
a large p a rt o f  the com m u n ity  and  its m em bers.
A p ro jec t w as in itia ted  by the local tran sit agency  in 
the su m m er o f  1995 w ith  the goal o f  design ing  a new  
in term o d al term inal facility  a t the en d  o f  the F ran k fo rd  
p o rtio n  o f  the B lue L ine. T he n eed  fo r a new  term inal 
to rep lace  the an tiq u a ted  s tructu re  w as great. A key 
co m p o n en t o f  the B lue L ine, the im p ro v em en ts had  to 
n o t on ly  co m p lim en t the ex isting  fabric  and  fu n c tio n  
o f  the com m unity , bu t increase  econom ic o p p o rtu n i
ties an d  transit efficiency  as w ell. T he goal in c lu d ed  
a rriv in g  and  d eparting  w ith  th ree m in u te  h eadw ays to 
in terchange  w ith  36 bus docks an d  a track less tro lley  
system . In add ition  to a m o re  effic ien t transit system , 
a 1,10 0 -sta ll p a rk in g  g arage w as in c lu d ed  to add  to the 
accessib ility  o f  the pro ject.

A lth o u g h  the p ro jec t inv o lv ed  a leng thy  co n stru c
tion  ph ase , perh ap s the m o st cha lleng ing  a sp ec t o f  the 
desig n  w as to estab lish  an  aesth e tica lly  p leasin g  and  
com fortab le  s tructu re  that w o u ld  sign ifican tly  p ro m o te  
increased  ridersh ip . F u rth erm o re , spec ia l a tten tion  
w as g iv en  to design ing  a lay o u t conduc ive to transit 
o perations w ith  the goal o f  a m o re  effic ien t transfer 
o f  users o f  the tran sit system s. T he p lac in g  o f  re ta il 
space on  g round  level w as 
to facilita te  the com m erc ia l 
v ita lity  that the cen te r had  
en joyed  in  the past. T he 
p rese rv a tio n  o f  the ex isting  
econom ic dev ices su ch  as 
the su p erm ark e t an d  o ther
re ta il spaces also  becam e im p o rtan t factors in  the re 
desig n  p rocess.

N earin g  com pletion , the p ro jec t has s ince w o n  a M erit 
A w ard fro m  the A m erican  Institu te  o f  A rch itec ts  o f  
P h iladelph ia . In  ad d itio n  to the red es ig n  o f  the transit 
structu re , the p ro jec t a lso  has in c lu d ed  m od ifica tion  to 
the m ain ten an ce  and  sto rage  facility  at the term inal. 
T his p ro jec t w ill be one to w a tch  as the city  m easu res 
the success o f  th e ir ex tensive  efforts to  rev ita lize  the 
ev e r im p o rtan t te rm inal know n as the F ran k fo rd  T ran s
p o rta tio n  C enter.

M a t u r e  N e i g h b o r h o o d s  

B o s t o n ’s  A s h m o n t  S t a t i o n
Diane Georgopulos, MassHousing, Boston, Massachusetts 
dgeorgopulos@masshousing.com
A sh m o n t S ta tion  is lo ca ted  in  the D o rch ester n e ig h 
bo rh o o d  o f  B oston , M assachusetts . T his ren o v a tio n  
in v o lv ed  an  in term odal sta tion  serv ing  the M assach u 
setts B ay  T ran sp o rta tio n  A u thority  (M T B A ) com m uter 
ra il red  line, as w e ll as the M attap an  T ro lley  and  vari
ous buses. In  an  effo rt to ac t as a ca ta ly st fo r sensib le  
g row th , the goal o f  the com m u n ity  w as to encourage 
T O D  starting  w ith  the ren o v a tio n  o f  the tran sit s ta 
tion.

T he p ro jec t began  a fte r M T B A  had  secu red  fund ing  
th ro u g h  a bond  fo r the in ten d ed  ren o v a tio n  o f  A sh 
m o n t S tation . It is im p o rtan t tha t there be a w illin g 
ness a t the state level to su p p o rt p u b lic  tran sit in  o rd e r 
fo r th is type o f  p ro jec t to  g e t o f f  the ground. S o m e
tim es, g e tting  state  su p p o rt fo r can  be a m a jo r p a r t o f  
the battle. T he su p p o rt o f  the M assach u se tts  G o v ern o r 
M itt R om ney  has been  in stru m en ta l in  the c rea tion  o f  
a m aste r agency  know n as the O ffice o f  C o m m o n 
w ea lth  D evelopm en t, w h ich  coord in a ted  econom ic 
d eve lopm en t, housing , env ironm en ta l, and  tran sp o rta 
tio n  agencies. U n d e r this system , the m a in  focus is an  
a ttem p t to m ak e p u b lic  financing  w ork .

M assH o u sin g  is an  agency  th a t funds these types o f  
p ro jec ts  th ro u g h  bonds, len d in g  m o n ey  to developers

so lic itin g  assistance . In 
exchange fo r this fund ing , 
M assH o u sin g  rece iv es  a 
co n cessio n  fo r affo rdab le  
housing  d ev e lo p m en t at 
a rate o f  80%  m ark e t and  
20%  affo rdab le . A n o th er 

w ay  to insure  financ ia l ab ility  is by in tro d u cin g  low - 
incom e h ousing  tax  c red it incen tives. T hese  incen tives 
are  based  on  federa l gu idelines gen e ra ted  from  p o p u 
la tio n  and  incom e statistics. D ue to B o s to n ’s ex trem e
ly h ig h  bu ild ing  costs, a ffo rdab le  h ousing  becom es 
even  harder to p ro d u ce  at a sign ifican t rate. T here  is 
a “pa tch  w o rk ” o f  sources needed  fo r the fund ing  o f  
any  one p ro jec t dea ling  w ith  affo rdab le  h ousing  in  the 
reg ion .

T h e  state  also  includes financia l su p p o rt from  a T O D

The preservation of the existing economic 
devices such as the supermarket and other 
retail spaces also became important factors 

in the redesign process.
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W e a v i n g  T r a n s i t  T h r o u g h  M a t u r e  N e i g h b o r h o o d s

fund  ta rg e ted  to  o ffse t the  costs o f  th is  k in d  o f  dev e l
opm ent. F requently , a d ev e lo p e r w ou ld  do  every th ing  
p o ss ib le  to  arrive  at n ecessa ry  lev e l o f  financia l co m 
m itm en t; how ever, u ltim ate ly  th ere  w as ju s t  no t enough  
fund ing  to  co v er costs. As an o th er op tion , developers 
are  enco u rag ed  to  go to  the  P rice F o u ndation  fo r ad d i
tio n al financing  under g reen  b u ild ing  p rac tices , as w ell 
as E n erg y  S tar standards. E v e ry  effo rt w as m ade to  
w o rk  to w ard s susta inab le  liv ing . T his fu n d in g  source 
supports  th e  d eve lopm en t 
o f  a w id er m ark e t fo r sus
ta in ab le  design  p rincip les.

A shm ont S ta tion  is cu rren t
ly  in  its final s tages o f  d e 
sign. T here  hav e  been  s ig 
n ifican t setbacks in  fund ing  
and  d ev e lo p e r support. T his resu lts in a p h ase  o f  rede
sign , an a ttem p t to  reconcile  the  d iffe rence in fund ing  
d iscrepancies. T his is ju s t  one exam ple  o f  th e  types 
o f  ro ad  b locks th a t can  p rev en t the  p ro g ress  o f  a T O D  
p ro jec t fo r even  the  m o st ex p erien ced  p layers.

O ne o f  the  challenges at the  A shm ont S ta tion  p ro jec t 
has been the  selec tion  o f  re ta ile rs fo r the  p ro jec t. A l
th o u g h  the  idea o f  local business ow ners occupy ing  
re ta il space  in  th is ty p e  o f  setting  is favo rab le , finance 
ap p ro v al g u ide lines lim it a local s to re s ’ ab ility  to  qu al
ify  fo r the space. L arg e ly  based  on vo lum e o f  sales, 
fu n d in g  fo r cha in  stores becom es a m ore desirab le  risk  
over the  local sm all business ow ners. T his issue calls 
fo r p lan n ers  to  be w ary  o f  dec isions th a t m ig h t resu lt in

p rec io u s revenue being  lo st to  ou t o f  state  businesses.

In the design  m ee tin g s , the  idea supported  by  the 
board  w as th a t the vo lum e o f  the  s tructu re  w as to  be 
la rger than  th a t o f  its su rro u n d in g  contex t. H ow ever, 
th ere  d eve loped  a d e lin ea tio n  b etw een  the  “o ld  g u ard ” 
and  the  “new  g u ard ” . T he “o ld  g u ard ” fe lt th a t the 
bu ild ing  shou ld  stop at e igh t floors. T he “new  g u ard ” 
on the  o ther han d  fe lt th a t th ey  shou ld  no t stop  at eight.

W ith  a cu rren t sp lit o f  75%  
m ark e t and  25%  affo rd 
ab le hou sin g , the  “ new  
g u ard ” fe lt th a t th ey  cou ld  
go m u ch  higher. O ne o f  
the  deve lopers in the  red e
sign p h ase  is in terested  in 
p lac in g  co n d o m in iu m s on 

the  u pper tw o  o r th ree  floors. T h is w ou ld  in crease  the 
m ix ed  use asp ec t o f  the  space and  p ro v id e  fo r a m ore  
d iverse  com m unity .

W ith  these  ex am p les, w e can begin  to  see som e o f  
the  cha llenges facing  designers and  p lan n ers  try in g  to 
inco rp o ra te  tran sit in to  m atu re  urban env ironm en ts. 
A lthough  p ro d u c in g  effec tive  T O D  in ex is tin g  urban 
areas p ro v es  to  be difficult, the  re su lt is an  im portan t 
a ttrac tio n  fo r im p o rtan t infill developm ent. W ith  in 
novative  ideas in p ro d u c in g  co m m u n ity  friend ly  T O D , 
w e can rev ita lize  an area socia lly  and  eco n o m ica lly  
and  p ro d u ce  th e  q uality  o f  d ev e lo p m en t th a t m ust be 
en co u rag ed  in o u r com m unities.
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Infill and Revitalization

K ris t i  D e L a u re n ti is ,  Metropolitan Planning Council, 
Chicago, Illinois.
B o b  R u zzo , MassIIousing, Boston, Massachusetts 
R a n d y  J o n e s , .Tones Payne Group, Boston Massachusetts 
F r a n  W a g s ta ff , Mid-Peninsula Housing Coalition, 
Foster City, California

W ith the  con tinuous change o f  urban d eve lopm en t, 
there is d eve lop ing  a g rea te r need  to p lan  m ore efficien t 
c ities. T his is an opp o rtu n ity  to be ab le  to  transfo rm  
b lig h ted  areas o f  our cities into successfu l tran s it-o ri
en ted  deve lo p m en ts (T O D ), add ing  to  the  c ity ’s v iab il
ity  w ith o u t using up additional lan d  in the  suburbs or 
ex -urbs. Infill d ev e lo p m en t is cha lleng ing , bu t done 
co rrec tly  it can transfo rm  d ep ressed  areas in to  desir
able an d  livab le  com m  unities.

R e i n v e n t i n g  t h e  U r b a n  V i l l a g e
Randy .Tones, .Tones Payne Group, Boston, Massachusetts 
rjones@jonespayne.com

In o rder to  create  a successfu l tran sit-o rien ted  d ev e lo p 
m en t (T O D ), the first step  is to reco n n ec t lan d  use and  
transporta tion . B y  connecting  n e ig h b o rh o o d s to  tran sit 
y o u  will be able to  get a h ig h er share o f  tran sit users, 
and  y o u  will be able to  im p lem en t m o re  rev ita liza tion  
w ith in  m ix ed -u se  n e ig h b o rh o o d s. To do th is, it is im 
p o rtan t to  have an app ro p ria te  site design  w ith a lte r
n a tiv e  m o d es o f  tran sp o r
tation  in c lu d in g  sidew alks 
and  b ikew ays th a t can co n 
n ec t to  transit. C ase  stud ies 
in the  B oston  area illustra te  
w ays o f  “ re in v en tin g ” the 
urban village.

C an ton  Tow n C en te r w as a m ix ed  use tran sit-o rien ted  
d ev e lo p m en t th a t p ro v id ed  eco n o m ic  opp o rtu n ities  by 
in co rp o ra tin g  housing  above retail space an d  p lan n in g  
the space in to  an easily  w alk ab le  com m unity . T he 
area was rezo n ed  for in c reased  density , an d  an active , 
m ix ed -u se  cen te r w as developed . F ive new  housing  
deve lopm en ts w ere  c rea ted  w ith  tran sp o rta tio n  links to 
the center.

T he F o rest H ills V illage  p ro jec t w as an effo rt to  tran s
form  an ex isting  n e ig h b o rh o o d  w ith  a tran sit cen te r into 
a m o re  co n n ected  T O D . E ffo rts w ere  m ad e  to increase  
d ensity  w h ile  p rese rv in g  open space. T he F o rest H ills 
S quare w as d ev e lo p ed  as the  cen te r o f  the p ro jec t, and  
th is square  is no w  the  heart o f  the urban village, the 
co m m u n ity  c rossroads, d estina tion , and  m eetin g  p lace . 
A lib rary  and  arts cen te r in the square estab lishes a c iv 
ic p re sen ce  in the  n e ighborhood .

In concl usion, B oston  con tinues p lan n in g  fo r the  fu ture, 
also  in co rp o ra tin g  a regional p ersp ec tiv e . A rch itects, 
p lan n ers , and  deve lopers from  d iffe ren t m u n ic ip a litie s  
n ee d  to  get on the  sam e p ag e  to  w ork  for a successfu l 
reg ion  th a t p ro m o tes  w alkab le  con n ectio n s to  p u b lic  
tran sit and  m o re  co m p ac t redevelopm ent.

N e i g h b o r h o o d  R e v i t a l i z a t i o n
Fran Wagstaff, Mid-Peninsula Housing Coalition, Foster City, 
California
wagst aff@ mi dpen -hou s i n g. org

S an ta C lara , C alifo rn ia , a suburb  n ea r S ilicon  Valley, 
is one o f  the m o st expensive  areas to live in the U n ited  
S tates. An affo rdab le  housing  p ro jec t w as d esig n ed  to 
inco rp o ra te  a ffo rdab le  condos an d  stud ios n ea r the ligh t 
rail line in S an ta C lara. T his p a rticu la r d ev e lo p m en t 
w as successfu l because it w as financed  by tax  cred its, 
tax -ex em p t bonds, an a ffo rdab le  housing  p ro g ram , as 
w ell as o ther gran ts and  bonds.

T he p ro jec t w as a w ay  to infill nex t to the lig h t rail
in o rder to in crease  rider
ship. T his w as successfu l 
in p a r t because  th ey  lo w 
ered  the  am o u n t o f  p a rk 
ing  av a ilab le  to tenan ts and  
su p p lied  every o n e  w ith  a 
tran sit pass. Som e o f  the 

p ro b lem s th a t the tenan ts  faced  w ere  th a t even  w ith  the 
tran sit p ass  they  w ere  still a suburb  o f  the valley  and  so 
m o s t p eo p le  th o u g h t th a t the  tran sit line still d id n ’t get 
them  close enough  to  w here  they  w orked .

B ecau se  it is such a new  idea  to  p ro v id e  m ix ed -u se  
housing  and  tran sit-o rien ted  d ev e lo p m en t n ea r rail 
lines, m an y  consu ltan ts  research  how  th ey  can better 
serve  the com m u n ity  an d  the  p eo p le  liv ing  in th e ir a f
fo rdab le  housing  p ro jec ts. P ro jects  across C alifo rn ia

It is important to have an appropriate site 
design with alternative modes of 

transportation including sidewalks and 
bikeways that can connect to transit.
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I n f i l l  a n d  R e v i t a l i z a t i o n
con tinue to  c reate  m o re  a ffo rdab le  infill hou sin g , a t
tem p tin g  to  allev ia te  the  ub iqu itous p ro b lem s o f  hous
ing and  tran sp o rta tio n  th ro u g h o u t the state.

D o e s  L ife  R e a l l y  H a v e  t o  B e  S o  H a r d ?
Bob Ruzzo, MassHousing, Boston, Massachusetts 
mazzo@masshousing.com

M assH o u sin g  is the state o f  M assach u se tts ’ affo rdab le  
housing  bank. T hey  are one o f  the few  financia l in stitu 
tions th a t so lely  finance m ix ed -u se  a ffo rdab le  housing . 
T he in stitu tio n  w as crea ted  in  1966 and  has financed  
m ore than  six  b illio n  do llars in a ffo rdab le  housing. 
W ith the recen t d em an d  fo r housing  b ecau se  o f  lo w er 
in terest ra tes, M assH o u sin g  has been  w o rk in g  on a few  
p ro jec ts  th a t po ten tia lly  can  b e  very successfu l g iven  
the r ig h t c ircum stances.

T he A m ory  S tree t R esidences is a 64 unit p ro jec t 
a im ed  to  a llev ia te  som e housing  d em an d  in the B oston  
reg ion . T he p ro jec t is lo ca ted  in R oxbury , M assach u 
setts w h ere  the  m ed ian  househo ld  incom e is $27 ,133 . 
T he housing  b u ilt is 100%  affo rdab le  and  is c lose to 
a tran sit line. M assH o u sin g  fe lt th a t it w o u ld  serve as 
a ca ta ly st fo r fu rth e r n e ig h b o rh o o d  rev ita liza tio n , and  
w o u ld  co m p lem en t an overall rev ita liza tio n  p lan  fo r 
the Jackson  S quare  area.

A n o th er p ro jec t funded  by  M assH o u sin g  is lo ca ted  in 
N ew to n , M assach u se tts , w h ere  the m edian  househo ld  
incom e is $86 ,052 . A rb o r P o in t a t W ood land  S tation  
has tran sfo rm ed  a “ sea o f  asp h a lt” in to  a vertical g a 
rag e  and  ren ta l housing . It is lo ca ted  across the stree t 
from  the co m m u ter line and  lig h t rail. T he area w as a 
park  and  rid e  lo t and  has now  tran sfo rm ed  in to  a live 
and  rid e  com m unity .

A n o th er p ro jec t is near A sh m o n t S ta tion  in D o rch es
ter, M assachuse tts . A sh m o n t station w as one o f  the 
p ro jec ts  M assH o u sin g  supported , hop ing  th a t it w o u ld  
a lso  change the face o f  a s trugg ling  neighborhood . 
T h e  area is in p o o r cond ition , and  one w ay  to  g e t m ore

Aerial Vic*

B o s to n ’s A s h m o n t S ta tio n . Im age courtesy  B ob Ruzzo.

fund ing  fo r com m unity  im provem en ts is to  p ro v id e  
m ore affo rdab le  housing  in o rd e r to  b rin g  in m ore tax  
c red it and  subsidy  sources. T h is p a rticu la r p ro jec t is 
a lso  nex t to  a tran sit sta tion , and  includes 105 ren ta l 
units and  20 ,000  square fee t o f  ne ig h b o rh o o d  re tail.

M assH o u sin g  has learn ed  m any lessons reg ard in g  c re 
ation  o f  a ffo rdab le  housing  in the B oston  reg ion . T hey  
have found  th a t using m any subsidy  sources they  can 
red u ce  th e ir risk  in the d ev e lo p m en t p rocess. A p o ss i
b le  so lu tion  to  keep  p ro jec ts  in the  “affo rd ab le” ran g e  
m ay b e  to  create  m ark e t-b ased  condom in ium  housing  
on top o f  a ffo rdab le  ren ta l units. T hey  reco m m en d  tha t 
any g roup  try ing  to  create  a ffo rdab le  housing  develop  
a c lo se  re la tio n sh ip  to  th e ir local affo rdab le  housing  
agencies, w h ich  are lo ca ted  in m ost states. A p artn e r
ship  w ith  local tran sit agencies is a lso  helpful. D esp ite  
all th is, one m ust ex p ec t the u nexpected  in creating  
these  types o f  p ro jec ts.
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M a r k  F a r r a r ,  Millennium Partners, San Francisco, 
California
J e f f  M illte r ,  Unidev LLC, Bethesda, Maryland 
J a m e s  H e n ck e , PB PlaceMaking, Portland, Oregon

H o w  M a n y  W a y s  C a n  Y o u  C r e a t e

O w n e r s h i p  H o u s i n g  N e a r  T r a n s i t ?

F o r m o st fam ilies in  A m erica  today, the largest sing le 
in v estm en t they  w ill ev er m ak e  is b u y in g  a hom e. W ith 
the second  largest m o n th ly  expense (a fter housing ) g o 
ing  to tran sp o rta tio n  costs, it is on ly  n a tu ra l tha t p lan 
ners w ould  seek  to address the issues o f  affo rdab ility  
fo r these tw o expenses. B u t how  do y o u  m ak e  hom e 
ow nersh ip  av a ilab le  to a g rea te r n u m b er o f  fam ilies?  
T he goals o f  tran sit and the goals o f  hom e b u ild ers  are 
qu ite  d iffe ren t, so how  do w e b rin g  these  tw o groups 
together?

B a l t i m o r e ’s  S t a t e  C e n t e r  T O D
James Hencke, PB PlaceMaking, Portland, Oregon 
hencke@pdworld.com

T he S tate C en ter tran sit-o rien ted  d ev e lo p m en t (TO D ) 
consists o f  ap p ro x im a te ly  55 acres in  B a ltim o re ’s E u- 
taw  d istric t. T he site is located  b e tw een  tw o ra il co rri
do rs, m a jo r su rface  stree ts, and  v iab le neigh b o rh o o d s. 
T hese  facto rs c rea te  a p e rfec t se tting  fo r successfu l 
tran sit o rien ted  developm ent.

T he M ary land  D ep artm en t o f  T ran sp o rta tio n  (M D O T ) 
ow ns a sign ifican t p o rtio n  o f  the site, cu rren tly  u sed  for 
park ing . T he d ep artm en t saw  p o ten tia l fo r a transit- 
o rien ted  d ev e lo p m en t th ro u g h  tran sfo rm in g  an  ag ing  
office com plex , the M D O T  p ark in g  lots, an d  a 31 acre 
p u b lic  h o u sin g  com plex . S ite  p lans inc lude  o v er 3 ,000 
h o u sin g  un its , office space, retail space (inc lud ing  a 
g rocery  sto re , c inem a, and  restau ran ts), a ho te l, open  
space and  ad d itio n al park ing . T h ese  ch arac te ristic s , 
and  n ea rb y  transit, can  create  a v iab le and w alkab le  
com m unity .

T he p lan  resto res the h isto ric  s tree t g rid  o f  the site and 
re-configures the cu rren t p u b lic  h o u sin g  in to  a m ix ed - 
in co m e/m ix ed -o w n ersh ip  co m m u n ity  o f  tow nhouses, 
lo fts, and ap a rtm en t b u ild ings. In  add ition , the p lan

H ousing  fo r the d ev e lo p m en t w o u ld  inc lude  3 ,000 
units, w ith  a m ix tu re  o f  fo r sale  and ren ta l housing , in  
a d iv ersity  o f  types. M o st o f  the h o u sin g  w as b u ilt to 
be  ren ted  o r so ld  a t m ark e t rates, w ith  ab o u t 10%  o f  the 
housing  to b e  p riced  b e lo w  m ark e t rates.

C rea tio n  o f  a d is tric t d ev e lo p m en t co rp o ra tio n  was key 
to the im p lem en ta tio n  o f  the S ta te  C en ter p lan . T he 
d is tric t d ev e lo p m en t co rp o ra tio n  b ro u g h t expertise  and 
leadersh ip  to the p rocess. T hey  w ere also  resp o n sib le  
fo r fac ilita tin g  the p o licy  goals tha t w ere se t and  for 
co o rd in a tin g  the financing . T he co rp o ra tio n  w as also  
re sp o n sib le  fo r a ttrac ting  fu rth e r p riv a te  funds fo r the 
co m p le tio n  o f  the p ro jec t.
E ssen tia l to the p ro cess  w ere the c lien ts and  consu ltan ts

aims to create over 5,000 jobs in the area.

B a lt im o re ’s S ta te  C e n te r  T O D  w ill c o n n e c t tw o
ra il  c o r r id o r s .  Photo courtesy  o f  Jam es Hencke.

w ho w ere p assio n a te  ab o u t try ing  to m ak e  B altim ore  a 
b e tte r  p lace  to live. T h ey  cou ld  see the p o ten tia l o f  the 
co m m u n ity  and  so u g h t to  cap ita lize  on  th e ir strengths. 
T he M ary land  D ep artm en t o f  T ran sp o rta tio n  w as v i
s io n ary  in  the leadersh ip  o f  the p ro jec t, w h ich  m ade 
the p artn ersh ip  as su ccessfu l as it has been .

P l e a s a n t  H il l  B A R T  T r a n s i t  V i l l a g e
M ark F arrar, Millennium Partners, San Francisco, California 
mfan'ar@millenniumptrs.com

In  the long  road  to d ev e lo p in g  T O D , it is im p o rtan t that 
pa tien ce  and  p ersev eran ce  p revail. T he P leasan t H ill
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B A R T  T ransit V illage p ro jec t o f  C o n traco sta  C ounty, 
C alifo rn ia  has been  a lo n g  tim e in  com ing , bu t it is 
no w  so lid ly  su p p o rted  and  in te re st in  the p ro jec t has 
n ev e r b een  better.

T he P leasan t H ill p ro jec t sits in  an  un in co rp o ra ted  
sec tion  o f  C o n tracosta  C ounty, ab o u t 15 m iles east o f  
S an  F rancisco . T he d ev e lo p m en t goal is “ to generate  
new  sources o f  in co m e and  to in crease  transit ridersh ip  
th rough  co o p era tiv e  D istric t-o w n ed  p ro p e rtie s .'’

T he o n -site  B ay  A rea  R ap id  T ransit (B A R T ) station  
and  su rro u n d in g  n e ig h b o rh o o d s p ro v id e  an  o p p o rtu n i
ty to create  a transit o rien ted  u rban  infill developm ent. 
T he d ev e lo p m en t p lan  ou tlines a m ixed-use  p ro jec t 
w ith  550 h o u sin g  u n its , co m m er
cial and  re ta il s tructu res on  leased  
lan d  from  the county, and  co n v e
n ien t B A R T  access.

T he d esig n  team  had  m any  p re -ex 
is tin g  cond itions to deal w ith , as 
w ell as a p u b lic  ex trem ely  hostile  
to developm en t. O ne o f  the largest 
obstacles to o vercom e w as p o litica l 
opposition . T he site sits in  an  area 
ad jacen t to th ree coun ties, and  each 
had  th e ir ow n  d ev e lo p m en t p lan  fo r 
the area. A lth o u g h  it took a lo t o f  
tim e, it w as essen tia l to the success 
o f  the p ro jec t tha t all o f  the su r
ro u n d in g  com m unities su p p o rt the 
new  developm ent.

H ow M any W ays Can You C reate

P ark ing , as w ith  all T O D s, w as a 
b ig  issue. T he B A R T  req u irem en t 
is a 1:1 rep lacem en t fo r all p a rk 
ing  stalls rem oved . In  o rd e r to do 
this, a large p ark in g  s tructu re  had  to 
be construc ted , w hich  w as a large 
cap ita l ou tlay  early  in  the p ro jec t. T he red ev e lo p m en t 
agency  fu n d ed  the rep lacem en t o f  the p ark ing , and  
B A R T  con trib u ted  the lan d  in  exchange  fo r shared  
lease  rev en u e  from  the p ro jec t.

A  chare tte  p ro cess w as undertaken , and  fo rtu n a te ly  the 
com m u n ity  and  B A R T  w ere  op en  to the concep ts  o f

new  urban ism . A  d ev e lo p m en t code w as p ro d u ced  in  
o rd e r to  ensu re  tha t the n ew  d ev e lo p m en t p lan  w as in  
keep ing  w ith  the co m m u n ity -su p p o rted  chare tte  plan. 
T oday the p ro jec t is u nder construc tion , and  in tere st in  
the fo r sale  housing  at the site is strong. A lth o u g h  the 
ro a d  w as long , n ea rly  ten  years, the designers have a 
p lan  tha t the com m u n ity  supports  and  tha t the d ev e l
o p er feels confiden t w ill b e  financ ia lly  successfu l.

Transit-Oriented Workforce Housing Solutions
Jeff Minter, Unidev LLC, Bethesda, Maryland 
j m i n ter@un idevl lc.com

T he goal o f  affo rdab le , tran sit-o rien ted  w ork fo rce  
housing  is to p ro v id e  q u ality  housing  fo r w orkers w ho 

o th erw ise  co u ld  n o t affo rd  to ren t 
o r ow n  a hom e n ea r th e ir w o rk 
p lace . F in d in g  app ro p ria te  a ffo rd 
ab le h ousing  n ea r em plo y m en t 
cen ters and  d o w ntow ns can  be d if
ficu lt fo r m o d era te  w ag e  w o rk ers 
(p rim arily  those  em p lo y ed  in  the 
serv ice  sector, socia l serv ice  w o rk 
ers, teachers, and  o th er p u b lic  em 
p loyees). B y  p lan n in g  p laces that 
are healthy, in teractive , and  acces
sib le , you  can  create  p laces w here 
those in  the w o rk fo rce  w ill w an t to 
live, n o t w here  they  have to live.

T his app roach  to the crea tion  o f  
w ork fo rce  h ousing  uses the g o v 
e rn m en ta l/n o n -p ro fit ag en cy  as the 
base fo r c rea ting  affo rdab le  h o u s
ing  options. It is also  essen tia l that 
the h ousing  rem a in  affo rdab le  o v er 
the lo ng -te rm , no t ju s t  fo r the first 
buyer.

F u n d in g  fo r w ork fo rce  housing  
p ro jec ts  sh o u ld  com e from  p riv a te  sources en ab led  by 
n on-profit agencies. F u n d in g  can b e  had  from  in v es t
m en t b an k ers , financial firm s, F ann ie  M ae, and  local 
g o v ern m en ta l g roups. W hen  federa l funds are taken , 
th ey  com e w ith  a lo n g  list o f  add itiona l req u irem en ts , 
w hich  w ill on ly  add  to the co m p lex ity  o f  the p ro jec t. It 
is best to fu n d  on  the local level.

O w n ersh ip  H o u sin g  N ear T ran sit?

B A R T ’s P le a s a n t  H ill s ta t io n  a re a  
w ill b e  c o n v e r te d  in to  a T O D  th a t  
w ill se rv e  th e  s u r ro u n d in g
co m m u n ity . Photo courtesy o f Mark Farrar & 
McLarand, Vasquez, Emsiek, & Partners.
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H ow M any W ays Can You C rea te  O w n ersh ip  H o u sin g  N ear T ran sit?

M any agencies choose to  use a g ro u n d  lease o w ner
ship  structure . T his m ean s sim p ly  th a t the  agency  re 
ta in s ow nersh ip  o f  the  land , bu t g ives the  h om eow ner 
a long-term  lease on th e  land  on w hich  th e  hom e is 
built. T here  are several benefits from  this type o f  leas
ing, F irst o f  all, s ince the  
h o m eo w n er is n o t p ay in g  
fo r th e  land , hom e p rices are 
u sually  20%  less than m ar
k e t price . T h e  agency  also  
re ta in s con tro l over the fi
n an c in g  o f  the  hom e, w hich  
allow s them  to keep  con tro l 
o v er d ev e lo p m en t and  a f
fo rd ab ility  o f  the  hom es in 
th e  p ro jec t. T he agency  can 
then  co n tro l the  un it p rice  
app rec ia tio n  an d  has a say  
in the  re sa le  p rocess. It also  
g ives the  agency  an incom e 
stream  th a t can be used  for 
fu tu re  developm ents.

U sually , p ro jec ts  th a t focus on w o rk fo rce  housing  are 
located  in areas th a t have a serious affo rd ab ility  gap. 
T h e  affo rd ab ility  gap  rep resen ts  the  d iffe rence  betw een  
th e  an n u a l incom e n eed ed  to  p u rch ase  a m ed ian  p riced  
hom e in an area and  the  m ed ian  incom e o f  th a t area. 
P u b lic  em ployees often earn m uch  less than  th e  area 
m ed ian  incom e.

Such is the  case  in H aw aii, w here  hom e p rice  ap p re
c iation  fa r ou tpaces the  g row th  in m ed ian  incom e. In 
2004  the m edian  fam ily  incom e in E w a B each , H aw aii 
w as $56 ,300 . F irefigh ters, p o lice  officers, teachers,

and  m edical assistan ts  all m ade sign ifican tly  less than 
the  m ed ian  incom e. T he m edian  hom e p rice  in this area 
w as $699 ,000 . B y  sub trac ting  the m edian  incom e from  
the incom e n eed ed  to q u a lify  fo r the hom e ($167 ,000), 
yo u  get the “affo rd ab ility  g ap ” o f  $111,000.

B y using  too ls  fo r creating  
affo rdab le  housing , such as 
g ro u n d  leasing , tax exem pt 
construc tion  lo an s,red u c tio n  
o f  d e v e lo p e r’s p rofit, and  
in terest ra te  red u ctio n , the 
hom e p rice  can be red u ced  
by  20-30% , w h ich  reduces 
the  incom e n eed ed  to  p u r
chase the hom e by 40-50% . 
In th e  case  o f  E w a B each , 
H aw aii, p lanners w ere  able 
to  red u ce  the  an n u a l incom e 
req u ired  fo r hom e p u rch ase  
by $64 ,000 , and  the total 
dow n p ay m en t n eed ed  to 
$6 ,700 , w ell w ith in  reach  

o f  a p u b lic  w o rk e r in th e  area.

In conc lusion , th is ty p e  o f  p rog ram  w orks w ell fo r  any 
type o f  landho lder, p a rticu la rly  n o n-p ro fit g o v ern m en 
tal en tities. It can p ro v id e  m ortgage  financing  and  as
sis tance  fo r hom eow ners and  w ill p ro d u ce  substan tia l 
benefits fo r the o w n er o f  the lan d  and  the n ew  hom e 
ow ner.

K ey  to  c re a t in g  a f fo rd a b le  h o u s in g  is b le n d in g  it 
w ith  th e  n e ig h b o rh o o d  so it is n o t see n  as 
lo w -in co m e  h o u s in g . Image courtcsy o f  JcffM intcr.
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The Kinder Gentler Road: 
Context Sensitive Solutions

A n g e lo  P a p a s ta m o s ,  Utah Department of Transportation, 
Salt Lake City, Utah
J o h n  M c N a m a ra ,  DMJM Harris Planning,
Phoenix, Arizona
E m ily  D re n n e n , Bay Area Ail- Quality Management,
San Francisco, California
B a r b a r a  M c C a n n , McCann Consulting, Washington, D.C.

C o n tex t sen sitiv e  so lu tions (C SS) is a p h ilo so p h y  tha t 
gu ides tran sp o rta tio n  agencies w herein  safe tran sp o rta 
tion  so lu tions are p lan n ed , designed , construc ted , and 
m ain ta in ed  in harm ony  w ith  the  com m unity  and  the 
env ironm en t. B y im p lem en tin g  co n tex t sensitive  so lu 
tions, new  ro ad  p ro jec ts  w ill ex p erien ce  m o re  co m m u 
n ity  support and  m o re  efficien t ou tcom es. T h ese  types 
o f  so lu tions w ill also  be m o re  effec tive  in crea tin g  
co m m unities th a t are m o re  livab le  fo r all residen ts.

C o m p l e t e  t h e  S t r e e t s
B arbara McCann, McCann Consulting, Washington, D.C. 

barbara@bmccann.net

C rea tin g  safe, com fo rtab le , and  co n v en ien t streets for 
all m o d es o f  tran sp o rta tio n  is the  goal o f  the  C om ple te  
the  S treets C om m ittee . T his co m m ittee  is com posed  o f  
several m em bers, in c lu d in g  A m erica  B ikes, A m erica 
W alks, the  A m erican  S ociety  o f  L an d scap e  A rchitects, 
the  A m erican  P lan 
n in g  A ssocia tion , S m art 
G row th  A m erica, and the 
A m erican  A ssocia tion  o f  
R etired  Persons.

M ost o f  Am e r ic a ’s streets 
today  are inadequate. 
N early  o n e-q u arte r o f  all 
w a lk in g  trips take p lace
011 roads w ith o u t s id e
w alks or shou lders, and 
b ike  lanes are ava ilab le  
fo r on ly  ab o u t 5 %  o f  
b ike  trips. T he m o st fre 
q u en t com plain ts  are  th a t 
th ere  are too  few  s id e 

c o m p l e t e  s t re e ts ”  p la n  fo r  all m o d e s  o f
t r a n s p o r ta t io n .  Photo courtesy o f  Barbara McCann.

w alks, th a t au to  d rivers are  in sen sitiv e  to  o th er m odes 
o f  tran sp o rta tio n , and tha t ro ad  su rfaces are  hostile  on 
n o n -au to  users.

A com ple te  stree ts p o licy  ensu res th a t the  en tire  rig h t o f  
w ay  is rou tine ly  designed  and  opera ted  to  enab le  safe 
access fo r all users. T he U S D ep artm en t o f  T ranspor
tation  no w  reco g n izes  the  n eed  fo r a co m p le te  stree ts 
po licy , and  in 2000  p u t ou t a n ew  p o licy  th a t states 
tha t b icycle  and p edestrian  w ays shall be estab lished  in 
all new  co nstruc tion  o r reco n stru c tio n  p ro jec ts  excep t 
w here  p ro h ib ited  by law , is too  costly , or w h ere  there  
is an absence  o f  need . T he in ten t o f  th is p o licy  is tha t 
s treets designed  to  serve all users becom es the  no rm , 
in stead  o f  the  exception .

T he T hu n d erh ead  A lliance has issued  a rep o rt on c it
ies w ith  “co m p le te  s tree ts” p o lic ies. T here  are abou t 
tw o  dozen  ju risd ic tio n s  w ith  som e so rt o f  “com plete  
stree ts” policy , and  m o st o f  them  only  co v er b icycle  
and  p ed estrian  uses. P o rtlan d  has one o f  the  m o st fo r
w ard  th in k in g  p o lic ies , w h ich  app lies to  all ju r isd ic 
tions in the  reg ion . It requ ires co m p le te  streets in new  
construc tion , and  devo tes 1% o f  sta te  transporta tion  
do llars to  p edestrian  and b icycle  im provem en ts.

B oulder, C o lo rado  is no w  d esig n in g  all its arte ria ls 
as m u ltim o d al co rridors. In C o lum bus, O hio , p ro jec ts  
m u s t show  acco m m o d atio n  fo r p ed estrian s  and b icy 
clists in o rder to  rece iv e  funding . S an ta B arbara , C ali
fo rn ia  no w  has b ike  lanes or p av ed  shou lders on 67%

o f  its arterials. T here  is 
g row ing  su p p o rt across 
the  coun try  fo r com plete  
stree ts in our co m m u n i
ties.

T here  are m an y  benefits  
o f  co m p le te  streets. D e 
sign ing  an in tersec tion  
fo r p edestrian  trave l can 
red u ce  p ed estrian  risk  by 
28% . F o r o lder A m eri
cans, co m p le te  streets 
are essen tial. M ore than 
20%  o f  A m ericans over 
the  age o f  65 do n o t 
drive. M ore than  50%
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T he K inder G en tler  R oad: C on text S e n s it iv e  S o lu tio n s

o f  these p eop le  say th ey  stay  at hom e on  a g iv en  day  
b ecau se  th ey  lack  tran sp o rta tio n  options. C om ple te  
stree ts  also  p ro m o te  w alk ing , w h ich  encourages m ore 
h ea lth y  lifesty les. R esiden ts  o f  n e ig h b o rh o o d s w ith  
sidew alks are 65%  m ore 
likely  to w alk  on  their ow n 
streets.

P eop le  w ith  d isab ilities  are 
also  ben efited  b y  com plete  
streets. M ore th an  20%  o f  
A m ericans have a d isab il
ity  tha t lim its th e ir daily  
ac tiv ities. C om ple te  streets w ith  curb  cuts and  o ther 
featu res reduce iso la tio n  and  encourages in d ep en d en ce  
fo r those w ith  d iffering  ab ilities. A co m p le te  streets 
p o licy  can also  red u ce  traffic in o u r com m unities. O f  
all trips tak en  in  m etro p o litan  areas in  A m erica , 28%  
are one m ile  o r less. W ith com plete  p ed estr ian  and  b i
cycle  ne tw orks, traffic can  b e  sign ifican tly  red u ced  as 
p eo p le  are g iv en  the o p tio n  o f  n o t using  their car.

T he C om ple te  S treets com m ittee  is cu rren tly  in  the 
m id st o f  a th ree -y ea r cam p a ig n  to sp read  the w ord  to 
help  com m unities im p lem en t these po licies. F o r m ore 
in fo rm atio n  on  how  y o u  can  help  y o u r co m m u n ity  b e 
com e com ple te , go to w w w .co m p le testree ts .o rg .

E c o n o m i c  E f f e c t s  o f  T r a f f i c  C a l m i n g
Emily Drennen, Bay Area Air Quality Management,
San Francisco, California 
bicyclcsf@yahoo.com

T raffic ca lm ing  a im s to rec la im  p u b lic  space th rough  
eng ineering  too ls th a t reduce au to  speed  and  create  
safer s treets fo r p ed estrian s , b icy c lis ts , tran sit riders, 
and  o ther road  users. M o st w e ll-k n o w n  exam ples o f  
this re la tive ly  n ew  eng ineering  trend  inc lude  speed  
b um ps, p ed estr ian  co u n td o w n  signals, s tree t trees, and 
b ik e  lanes.

Sm all b u sin esses  are  o ften  the m o st vo ca l opponen ts 
to traffic ca lm ing  b ecau se  o f  fe a r o f  change and  lost 
revenues. I f  there is enough  sm all bu sin ess  o p position  
p ro jec ts  can  b e  s topped  altogether. H ow ever, som e 
re search  show s that traffic ca lm ing  p ro jec ts  can ac tu 
ally  im prove b u sin ess. I f  bu sin ess  ow ners cou ld  learn

K a iU /v iu t ic m , 2 0 0 5

ab o u t these benefits, traffic ca lm ing  p ro jec ts  cou ld  be 
ap p ro v ed  m ore quickly , w ith  less cost and  hassle , and 
w ith  m ore com m u n ity  support. T h is  w ould  increase  
safe ty  and  liv ab ility  in  our co m m unities  m uch  m ore

effectively.

A recen t research  p ro jec t 
w as co m p le ted  in  o rder to 
d eve lop  m ore app ropria te  
o u treach  m ateria ls  to sm all 
b u sin esses  to reduce o p 
p o sitio n  to traffic ca lm ing  
p ro jec ts. V alencia S tree t is 

in  S an  F ran c isc o ’s M issio n  D istric t, a p rim arily  low - 
incom e, w ork ing -c lass, and  im m ig ran t n e ighborhood . 
T h e  stree t has a lo t o f  p ed estrian , b us, b ike , and  auto 
ac tiv ity  along  its leng th , and  the v ast m ajo rity  o f  d e 
v e lo p m en ts  are m ixed-use , w ith  residen tia l units over 
stree t-leve l retail. T he p ro jec t ana lyzed  how  m erchan ts 
on  V alencia S tree t w ere im pacted  b y  b ik e  lanes four 
years a fte r in sta lla tio n

P rio r to the in sta lla tio n  o f  the b ik e  lanes in  M arch  
1999, V alencia S tree t had  tw o au to  traffic lanes in each  
d irec tion . T he stree t w as th en  converted  in to  one tra f
fic lane and  b ik e  lane  in each  d irec tion , w ith  a tu rn ing  
lane d o w n  the m id d le  o f  the road. C urbside  park in g  
w as n o t im pacted .

T h e  research  su rveyed  b u sin esses  w ith  sto refron ts  w ith  
custom ers com ing  in  from  the street, such  as serv ices, 
food , or re ta il. It d id  no t include re sid en tia l, office, in 
dustria l, o r o ther com m erc ia l types. T he in ten t w as to 
ana lyze b u sin esses  th a t re lied  on  p u llin g  in  p eo p le  o ff  
the street.

T here  w ere 122 e lig ib le  b u sin esses  th a t fell in to  this 
ca tegory , and  27 w ere in terv iew ed  (a 22%  sam pling). 
O f  the b u sin esses  su rveyed , the average tim e they  have 
b ee n  lo ca ted  on  V alencia S treet w as 11.7 years. T he 
long  tenu res rep resen ted  by  these resu lts lend  valid ity  
to the responses in  this survey.

T h e  v as t m ajo rity  o f  the in te rv iew ees exp ressed  su p 
p o rt fo r the b ik e  lanes. S ix ty-five p e rcen t o f  the m er
chan ts  b e liev ed  tha t the b ik e  lanes have had  a g en 
erally  p o sitiv e  im p act on  th e ir bu sin ess  and  on ly  one
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m erch an t sa id  th a t the  b ike lanes had  a n eg a tiv e  effect 
“ but on ly  very  fa in tly  so .”

S ix ty-five p e rcen t also  said  th a t th ey  w o u ld  su pport 
m ore  traffic ca lm ing  on  V alencia S treet, and  n o n e  w ere 
o p p o sed  to  the idea o f  m ore  traffic ca lm ing . S everal 
m erchan ts  th o u g h t th a t V alencia S treet d id n ’t n eed  any 
m ore  traffic ca lm ing , bu t w ere supportive  o f  the con 
cept.

T raffic ca lm ing  can  increase  re s id en tia l and  co m m er
cial p ro p erty  v alues, w hich a ttrac ts  w ealth ie r residen ts 
to  the  area and  can in crease  retail sales and  b ring  eco 
n o m ic  rev ita liza tio n  to  a com m erc ia l corridor. T raffic 
ca lm in g  also  creates m ore a ttrac tiv e  en v ironm en ts, re
duces au to  speed , and  in creases safety  for p ed estrian s , 
b icyclis ts , d rivers, and  o ther users o f  the  stree t, w hich 
is go o d  for business.

T raffic ca lm in g  encourages loca l res id en ts  to  buy  in 
th e ir ow n n eig h b o rh o o d s, and  also  a ttracts  custom ers 
from  a w ider area due to  reduced  travel tim e, hassle, 
and  cost. T raffic ca lm ing  can  also  help  p eo p le  live 
less ca r-d ep en d en t lifesty les, w hich  w ill in crease  the 
am o u n t o f  d iscre tionary  incom e they  can spend  on 
th ings o th er than  transporta tion .

M ost businesses are co n cern ed  abou t the  quality  and  
quan tity  o f  cu sto m er p ark in g  and  access fo r delivery  
trucks. F in d in g  th e  righ t am o u n t and  ty p e  o f  park in g  
supp ly  is key. P o o r b icycle , p ed estrian , and  tran sit co n 
d itions can harm  businesses by losing  w o rk er tim e and  
p ro d u c tiv ity  to  g rid lo ck , and  by im p airin g  em ployee 
recru itm en t. C onverse ly , im p ro v ed  tran sp o rta tio n  fa
cilities  can p ro v id e  m ore co n v en ien ce  fo r em ployees. 
M ost traffic ca lm ing  p ro jec ts  o ften  req u ire  o n ly  m in i
m al “dow n tim e” fo r co n stru c tio n , and  m ost do n o t re
q u ire  any in v estm en t from  business ow ners.

N early  th ree -q u arte rs  o f  th o se  su rveyed  on V alencia 
S treet th o u g h t th a t the  b ike lanes in c reased  the  s tre e t’s 
a ttractiveness. S u rp rising  p ercen tag es  o f  m erchan ts 
rep o rted  th a t reduced  auto speed  (46% ) an d  increased  
congestion  (41% ) w ere go o d  co n d itio n s for business.

F ifty -s ix  p e rcen t o f  m erchan ts  be lieved  th a t the  b ike 
lanes en co u rag ed  area residen ts  to  do m ore o f  their

shopp ing  locally , w h ile  44%  th o u g h t th a t the  b ike lanes 
a ttrac ted  n ew  custom ers from  ou tside  o f  the  area 
E ven  though  very  few  m erchan ts th o u g h t th a t the 
b ike lanes had  any n eg a tiv e  effec t on th e ir business, it 
shou ld  be n o ted  th a t nearly  all o f  them  m en tio n ed  the 
im p o rtan ce  o f  cu sto m er p a rk in g  to  th e ir businesses.

O v er tw o -th ird s  th o u g h t th a t th e  b ike lanes increased  
co n v en ien ce  for th e ir em ployees, and  77%  o f  the  in ter
v iew ees th o u g h t th a t th e  co nstruc tion  o f  the  b ike lanes 
had  “no  e ffec t” on th e ir businesses, o r d id n ’t rem em 
ber/know  ab o u t th e  construc tion .

O utreach  b rochures and  p u b lic  p resen ta tio n s  shou ld  be 
dev e lo p ed  fo r an au d ien ce  o f  urban sm all businesses, 
w hich  sh o u ld  p ro v id e  general in fo rm ation  ab o u t tra f
fic ca lm ing , in fo rm atio n  ab o u t how  traffic ca lm ing  has 
a ffec ted  o th er m erchan ts , and  how  the  p ro p o sed  p ro j
ec t w o u ld  spec ifically  im p act th e ir businesses. B u si
n ess ow ners co u ld  then  use th is in fo rm ation  to  m ake 
in fo rm ed  decisions.

H opefu lly , in fo rm ation  o f  th is k in d  w ill reduce initial 
o p p o sitio n  and  increase  co m m u n ity  su pport fo r traffic 
ca lm ing  p ro jec ts. T h is could , in tu rn , reduce the  tim e 
and  costs  req u ired  for p ro jec t im p lem en ta tio n , w hich 
cou ld  th en  increase  the n u m b er and  scope o f  traffic 
ca lm ing  p ro jec ts  a ju risd ic tio n  is ab le  to  com plete .

S t a t e  R o u t e  1 7 9
John McNamara, DM.TM Harris Planning, Phoenix, Arizona 
j ohn. m cnam ara@dmj mharri s. c om

R u n n in g  th rough  the  m ost scen ic  coun try  in A m erica  
acco rd ing  to  U S A  Today m agaz ine, S ta te  R oute  179 
is undergo ing  a m ajo r renovation  p rocess. In 2002 a 
fou r lane  freew ay  w as p ro p o sed  to  rep lace  a segm en t 
o f  S tate R o u te  179 to  m eet the g row ing  traffic needs 
o f  m ore than  four m illion  v isito rs  p e r year in the  red 
rock coun try  o f  S edona, A rizona. T he so lu tion  d id  n o t 
pay  a tten tion  to  the  co n tex t in w hich  it w as p lan n ed , 
an d  gav e  little  reg ard  to  th e  su rro u n d in g  lan d  uses and  
env ironm en t.

In N o v em b er o f 2002 a com m unity  g roup  ca llin g  th em 
selves the  V oice o f  C ho ice  th rea ten ed  to  sue the  A ri
zo n a  D ep artm en t o f  T ransporta tion  over th e  proposa l.
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T he K inder G en tler  R oad: C on text S e n s it iv e  S o lu tio n s

U ltim a te ly  it w as dec ided  to s ta rt the p ro jec t o v er w ith  
a needs based  im p lem en ta tio n  p lan , using  a p lann ing  
p ro cess  tha t w o u ld  p u t all s tak eh o ld e r g roups on  an  
equal foo ting  and  em brace 
the p rin c ip les  o f  C SS.

S takeho lders for the p ro j
ec t inc lu d ed  the F ederal 
H ighw ay  A dm in istra tion  
(F H A ), the C oco n in o  N a 
tional F orest, the A rizona 
D ep artm en t o f  T ran sp o r
tation , C o con ino  C ounty,
Y avapai C ounty , the C ity  
o f  S edona, and  the B ig  
Park  R eg ional C o o rd in a t
ing  C ouncil. Invo lv ing  
co m m u n ity  m em bers, the 
sing le p u rp o se  o f  the p ro j
ec t w as to reach  consensus on  the p lann ing , design , 
and  co n stru c tio n  o f  SR  1 79.

It w as d e term in ed  tha t a co n tex t sensitive  so lu tion  
w o u ld  be ab so lu te ly  essen tia l for th is p ro je c t’s success. 
A co n tex t sensitive  so lu tion  is defined  as one that ad 
dresses the tran sp o rta tio n  need , b ecom es a com m u n ity  
asset, and  is a lso  com patib le  w ith  the n a tu ra l and  bu ilt 
env ironm en t. Im p lem en ta tio n  o f  a co n tex t sensitive 
so lu tio n  w o u ld  have m in im al im pacts , w ou ld  be aes
th e tica lly  in teg ra ted , w o u ld  be safe and  feasib le , and 
w o u ld  inv o lv e  com m u n ity  m em bers and  stakeho lders 
in  a co llab o ra tiv e  p lan n in g  and  d esig n  effort.

A s p art o f  the needs based  im p lem en ta tio n  p lan , four 
team s w ere  estab lished , in c lu d in g  an  execu tive  team  
(m ade up o f  tw o m em bers from  each  stakeho lder 
g roup), a pub lic  o u treach  team , a p ro jec t m an ag em en t 
team , and an  A rizona D O T  techn ical team .

T he en tire  p ro cess  w as m u ltid isc ip lin a ry  from  co n cep t 
to construc tion . A ll p lann ing , design , and co n stru c 
tion  o b serv a tio n  w as done by  one m u ltid ic ip lin ary  
team  th ro u g h  a co llab o ra tiv e  d ec is io n  m ak ing  process. 
T ran sp o rta tio n  p lan n ers  w ere  invo lved , as w ere  en g i
neers, u rban  designers, landscape  arch itects , g raph ic  
artists , en v ironm en ta l spec ia lis ts , and  pub lic  ou treach  
facilita to rs.

D uring  P hase  1 it w as defined  h o w  dec isions w o u ld  
be m ade, and  w h o  w o u ld  m ake those d ec isions, and

pub lic  ou treach  w as em 
ph asized  th ro u g h o u t the 
d ec is io n -m ak in g  p rocess. 
Focus g roups w ere  held  
and  key co m m u n ity  leaders 
w ere  invo lved . P ub lic  d e 
bate  w as inv ited  tha t w ou ld  
in fo rm  the re s t o f  the p ro 
cess.

P hase  2 w as co m p o sed  o f  a 
co m m u n ity  desig n  charette  
p rocess. T h ese  w ere  m u lti
day  even ts w ith  an  in itia l 
co rrid o r tou r and  con tinual 
feedback . D uring  the first 

charette , co re  va lues w ere  identified , w h ich  b ecam e 
the basis o f  the p ro jec t v is io n  sta tem ent. T h ese  in c lu d 
ed w alkab ility , sustainability , connectiv ity , character, 
scen ic  beauty, p u b lic  safety, en v iro n m en ta l p ro tec tion , 
m u lti-pu rpose , co n tex t sensitiv ity , m u lti-m o d a l, fo o t
p rin t, reg iona l co o rd ina tion , and  eco n o m ic  su sta in 
ability . T he second  chare tte  w as a gam in g  w orkshop , 
w h ere  g roups dev e lo p ed  4 -6  co n cep ts  for the ten -m ile  
corridor. F ac ilita ted  by  p lanners, this charette  p ro d u ced  
80 d iffe ren t p lan n in g  concep ts. A series o f  screen ing  
w o rk sh o p s sifted  the p lan n in g  co n cep ts  d o w n  to three 
final se lec tions. T he las t ch a re tte  w as a tten d ed  by  m o re  
th an  one th ousand  peop le , and  each  p lan  w as d escribed  
and  illu stra ted  thoroughly . P artic ipan ts  w ere  asked  to 
se lec t th e ir p re ferred  concep t, p rio ritized  by segm ents 
from  the th ree finalists.

T he re su lt o f  th is p ro cess w as a p re ferred  co n cep t p lan  
that everyone cou ld  feel th ey  had  a p art in. T he p re 
ferred  co n cep t p lan  inc lu d ed  a tw o  lane co rrid o r w ith  
scen ic  pu llou ts , ro u n d -ab o u t in te rsec tions, acco m o d a
tions for a n ew  shu ttle  tran sit system , and  con tinuous 
b ikew ay  and  p ed es tr ian  facilities. W hile  this p rocess 
w as m u ch  lo n g er and  m ore expensive  than  the o rig inal 
p lan n in g  fo r S R  179, the final p ro d u c t w as m uch  m ore  
sensitive  to  the su rround ing  area, and  m o st im p o rtan t
ly, w as strong ly  supported  by  the pub lic . C o n stru c tio n  
on  the p ro jec t began  in  Jan u ary  2006.

P u b lic  w o rk s h o p s  p ro d u c e d  so lu tio n s  to  v a r io u s  is
su es  s u r ro u n d in g  th e  re c o n s tru c t io n  o f  s ta te  ro u te
179. Photo courtesy o f  John McNamara.
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Housing Development: 
Collaborations and Quarrels

R o n  S te w a r t ,  Zimmer Gunsul Frasca. Portland, Oregon 
G ita  D ev, Dev Architects, San Francisco, California 
S a m a n th a  D e K o v en , Metropolitan Planning Council, 
Chicago, Illinois

T here  is a g ro w in g  d isparity  betw een  an  a rea ’s housing  
p rices  and  the ab ility  o f  local w orkers to  a ffo rd  to  live 
near w ork. T h is d isp arity  has had  an im p act on busi
nesses across the country , and  m easu res  have been tak 
en by the business secto rs in C h icago  and  the San F ran 
c isco  B ay A rea to  c lose the housing  affo rdab ility  gap. 
T hese  m easu res  inc lu d ed  p ro v id in g  em p lo y ee  housing  
benefits, ad v o catin g  fo r a f
fo rdab le  w o rk fo rce  h ous
ing, and  using econom ic 
in fluence to  gu ide p o licy  
decisions.

As the value o f  h ousing  around  eco n o m ic  and  busi
ness cen ters con tinues to increase , em ployees w ork ing  
in these  cen ters  often  can n o t a ffo rd  to  live near their 
p lace  o f  em ploym en t. P artn ersh ip s  have fo rm ed  be
tw een  em ployers and  co m m u n ities , and  em ployees 
have gen era ted  in creased  need  fo r a ffo rdab le  housing. 
In som e cases, the  business com m u n ity  has em erg ed  as 
a s trong  ad v o cate  fo r a ffo rdab le  housing .

Chicago’s Employer Assisted Housing Program
Samantha DeKoven, Metropolitan Planning Council,
Chicago, Illinois 
sdekoven@metroplanning.org

In m an y  areas o f  m etro p o litan  C h icago , jo b  and  p o p u 
lation  g row th  have ou tpaced  the g row th  in affo rdab le  
w o rk fo rce  housing . A ffo rd ab le  ho u sin g  is defined  by 
the g o v ern m en t as housing  th a t costs less than  30%  o f  
a w o rk e r’s m o n th ly  incom e. H ousing  costs are m ore 
than  m an y  w ork ing  fam ilies can  afford . F urther, in the 
C hicago  area the nu m b er o f  rental p ro p e rtie s  has d e
c lin ed  th rough  co n d o m in iu m  conversion  and  lack  o f  
new  co n stru c tio n , ex acerb a tin g  the housing  p ro b lem s 
in the  region.

T he d ispara te  grow th  rates betw een  jo b s  and  affo rdab le  
housing  have fo rced  w orkers to  live fu rth e r aw ay in 
m o re  affo rdab le  areas, w hich  increases transpo rta tion  
costs in both  tim e and  m oney. As a resu lt, em ployee 
co m m u te  tim es in the C hicago  reg ion  have increased  
ten p e rcen t in the last decade , and  em p lo y ees spend  
ap p ro x im a te ly  one ex tra  w o rk -w eek  p e r y ea r in  traffic. 
T his adverse ly  affects em p lo y ee  m o ra le  and  increases 
em p lo y ee  ta rd in ess  and  absen teeism . O ften , these  e f
fects lead  to  h ig h er tu rn o v er rates, w hich  tran sla te  into 
h ig h er recru itm en t and  tra in in g  costs  fo r em ployers.

E m p lo y er-A ssis ted  H ousing  (E A H ) is a cost-e ffective  
w ay em ployers can help  th e ir em ployees w ith  hous
ing. E A H  is “an em p lo y er-p ro v id ed , easy -to -ad m in - 
is te r benefit th a t h e lps em ployees buy o r re n t a hom e 
c lo se r to  w o rk .” E ach  E A H  p lan  is cu sto m ized  fo r the

em p lo y er and  th e ir w o rk 
fo rce and  m ay  include any 
com b in atio n  o f  the  fo llo w 
ing: em p lo y ee  counse ling  
ab o u t hom e ow n ersh ip  and  
financing , financial help  

w ith  c lo sin g  costs, m o rtg ag e  assis tance , rental ass is
tance , em p lo y ee  sav ings p lan s, fo rg ivab le  loans, and  
so on. T he focus o f  E A H  is to  leverage  p riv a te  sec to r 
in v estm en t in housing  so lu tions th a t enco u rag e  em 
p lo y ees  to  live near w ork  and  streng then  the  su rro u n d 
ing  com m unity . A t th e  sam e tim e, em ployers benefit 
from  im p ro v ed  loyalty , reduced  tu rnover, and  re la ted  
savings.

T he S ta te  o f  Illino is  encourages E A H  by p ro v id in g  tax 
cred its  fo r em ployers and  m atch in g  funds fo r em p lo y 
ees. T he state  offers em p lo y ers a tax c red it o f  $0.50 
fo r each  $1 .00  in v ested  in E A H  fo r h o m eow nersh ip  
and  rental p rog ram s. F o r em ployees, the state w ill 
m atch  $1 .00  fo r each $1.00 o f  dow n p ay m en t and  c lo s
ing cost assistance  p ro v id ed  by an  em p lo y er to  an  em 
p loyee. T he state w ill a lso  re im burse  som e counse ling  
costs  fo r successfu l p u rchases. In o rder to  receive  state 
m atch in g  funds, the b u y e r’s h o u seho ld  incom e is re
stric ted  to  80 p e rcen t o f  the  area m ed ian  incom e.

T he tax cred its and  sav ings fro m  in creased  em ployee 
re ten tion  m ak e  the  net co st o f  an E A H  p ro g ram  sig 
n ifican tly  lo w er th an  the  e m p lo y e r’s expend itu re . A n

The focus of employer assisted housing is 
to encourage employees to live near work and 

strengthen the surrounding community.
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H o u s i n g  D e v e l o p m e n t :  C o l l a b o r a t i o n s  a n d  Q u a r r e l s
Housing as Linchpin for Sustainable Growthem p lo y er can  he lp  20 em ployees buy  n ew  hom es w ith  

ju s t  $30 ,000  (a fte r tak ing  in to  acco u n t the tax benefits). 
T his is ex trem ely  co st-e ffec tiv e  w h en  co m p ared  to  the 
h ig h  costs o f  turnover.

O ne success sto ry  in  the C h icago  area  is S ystem  S en
sor, a m an u fac tu rin g  com pany. A h o u sin g  p ro g ram , 
im p lem en ted  b y  the nonprofit Joseph  C orpora tion , has 
h e lp ed  m ore th an  60 em ployees buy their ow n  hom es 
in  the area. T h e  com pany  
saved  $100 ,000  in  yearly  
costs due to  red u ced  tu rn 
over, absen teeism , and  
tard iness. N ew sw eek  d id  
a story  on  the co m p an y ’s 
h ousing  p ro g ram , w h ich  
w as the k in d  o f  h ig h -p ro 
file free p u b lic ity  that any  co m p an y  w o u ld  love. T he 
ow n er o f  the com pany  ended  up se lling  the com pany  
and  ded ica tin g  h is tim e to  o rgan izations advancing  
w o rk fo rce  h o u sin g  so lu tions.

T he M etro p o litan  P lann ing  C ouncil has lea rn ed  key  
lessons ab o u t em ployer- 
ass is ted  housing . F irst, 
engage a nonprofit h o u s
ing  counse ling  o rg an iza
tion  to  rem o v e  the hassles 
o f  ad m in is tra tio n  from  the 
em p lo y er and  p ro v id e  em 
p lo y ees  w ith  h o m eb u y er 
counseling . In add ition , 
p a rtn e r w ith  local g o v ern 
m en t to  leverage  ex isting  
ho m eb u y er ass is tan ce  p ro 
gram s fo r buyers need ing  
d eep er subsidy..

B y  engag ing  business lead 
ers in  h o u sin g  issues, they  learn  the value o f  affo rdab le  
h o u sin g  and  can  becom e k ey  sp o k esp eo p le  su p p o rt
ing  p o licy  change. As federa l fund ing  fo r affo rdab le  
h ousing  is th rea tened , p u b lic -p riv a te  partn ersh ip s  like 
em p lo y er-ass is ted  h o u sin g  w ill becom e m ore  im p o r
tan t to com m unities  and  fam ilies. EAH is a p ro m is
ing  stra tegy  to  su p p lem en t g o v ern m en t resou rces and  
m ain ta in  n eed ed  su p p o rt fo r affo rd ab le  housing .

Gita Dev, Dev Architects, San Francisco, California 
gd@devarchitects.com

A reg io n a l ap p ro ach  has been  used  in  the San F ran c is
co  area  to  p ro m o te  sm art grow th . As in  C h icago , em 
p loyers n o ticed  the lack  o f  a ffo rdab le  w o rk fo rce  h o u s
ing  a ro u n d  the B ay  A rea. In add ition , som e em ployers 
h av e  s ta rted  to m ove o u t o f  the reg io n  because  their

em ployees can n o t affo rd  
to  live w ith in  a reaso n ab le  
com m u tin g  distance.

E m ployers in  the B ay  A rea 
h av e  fo rm ed  reg io n a l o rg a
n iza tions to  ass is t in  so lv 
ing  the affo rd ab le  w o rk 

fo rce  ho u sin g  p rog ram s: the B ay  A rea C ouncil, the San 
F ran c isco  H o u sin g  A ction  C oalition , and  the S ilicon  
V alley L ead ersh ip  G roup.

T h e  B ay  A rea C ouncil (B A C ) is an  o rg an iza tio n  o f  
business and  com m u n ity  leaders tha t focuses on  leg is

la tive  advocacy. C rea ted  in  
1945, they  n o w  c la im  275 
o f  the la rg est em ployers 
in  the reg io n  as m em bers. 
T h e ir m issio n  is to  m o b i
lize business leadersh ip  in  
the reg io n  on  k ey  issues 
tha t w ill a ffec t the quality  
o f  life  and  business clim ate  
in  the B ay  Area. T hey  ed u 
cate  business leaders on 
gov ern m en ta l leg isla tio n  
tha t w ill im p ro v e  h ousing  
supp ly  and  su p p o rt tran 
s it-o rien ted  developm ent. 
B A C  reco g n izes tha t the 
h o u sin g  crisis has n ega tive  

im pacts n o t ju s t  quality  o f  life , bu t a lso  on  the eco 
nom ic  com petitiveness o f  the S an  F rancisco  region.

B A C  advocates fo r a h o u sin g  and  jo b  balance, ad 
equa te  ho u sin g  supp ly  in  all areas, and  pub lishes the 
“B ay  A rea  H o u sin g  P rofile” each year. T h is  p rofile  is 
an  annual rep o rt card  fo r local com m unities to  le t them

M a n y  e m p lo y e r  a ss is ted  h o u s in g  p ro g ra m s  in c lu d e  
e d u c a tio n  on  h o u s in g  fin an c e .
Photo courtesy o f  Samantha DeKoven.
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H o u s i n g  D e v e l o p m e n t :  C o l l a b o r a t i o n s  a n d  Q u a r r e l s

k n o w  how  w ell they  are add ressing  the affo rdab le  
housing  jo b  balance. Further, B A C  has estab lish ed  the 
B ay A rea S m art G row th  Fund, w hich  is a $66 m illion  
rea l-esta te  equ ity  fund. T his fund  is ev a lu a ted  w ith  a 
“doub le  b o tto m -lin e ,” u sin g  financial as w ell as social 
factors. T he fund  is used to  develop  new  housing  stock  
an d  c rea ted  new  jo b s.

T he San F ran c isco  H o u sin g  A ction C oalition  p rom otes 
a p ro -h o u sin g  cu ltu re  in the  city  o f  San F rancisco . T he 
coa lition  has th ree  areas o f  focus: advocacy , en d o rse 
m en ts, an d  education . C oalition  m em bers ad v o cate  for 
ch an g in g  local lan d  use p o l
icies to  en co u rag e  affo rd 
ab le w o rk fo rce  housing.
T he coalition  m ay  choose , 
fo r exam ple , to  “en d o rse” 
and  advocate  fo r a specific 
new  developm en t. T his 
p ro v id es needed  support 
fo r a d ev e lo p e r to  g e t a p ro jec t approved .

T he coalition  p ro v id es need ed  com m unity  education  
an d  ou treach  to  in form  the  p u b lic  on housing  issues. 
T hey  also  p ro v id e  assis tance  to  n e ig h b o rh o o d  asso 
c ia tions faced  w ith  d ev e lo p m en t an d  arrange tou rs to  
fo ste r com m on g ro u n d  in the  com m unity . T hese  tours 
show  skeptical n e ig h b o rh o o d  asso c ia tio n s  w h a t a ffo rd 
ab le w o rk fo rce  housing  ac tua lly  looks like, an d  th a t is 
w ill no t be a b ligh t on th e ir  com m unity .

T he S ilicon  V alley L eadersh ip  G roup  is an o rg an iza
tion  o f  the  largest S ilicon  Valley em ployers. B egun  by 
D av id  P ack a rd  (o f  H ew le tt-P ack ard ) in 1977, its in ten t 
w as to  c reate  a v o ice  fo r businesses in  the  area. T heir 
co re  m issio n  is to  ac tive ly  w o rk  w ith  g o v ern m en t 
g roups to find  innovative  so lu tions to transporta tion , 
housing , education , and  env ironm enta l cha llenges. 
T he strong  business in terests rep resen ted  in  th is hands- 
on o rgan ization  m ak e  it m o re  effec tive  than  o th er o rg a
n izations in the B ay A rea. B ecause o f  its eco n o m ic  in 
fluence, this o rgan ization  can  p ersu ad e  e lec ted  po licy  
m ak ers m o re  effec tively  w hen  it advocates fo r affo rd 

ab le w o rk fo rce  housing  
an d  tran sp o rta tio n  in fra 
s tru c tu re  near em p lo y m en t 
cen ters.

M ak ing  housing  affo rd 
ab le s treng thens n e ighbor
hoods, benefits em ployees 

financially , and  benefits em ployers th rough  b etter em 
p lo y ee  re ten tio n  an d  m orale . T hese  case stud ies show  
h o w  local business can o rgan ize , in fluence, advocate , 
and  create  p artn e rsh ip s  to in fluence the d ev e lo p m en t 
o f  a com m unity  an d  p ro v id e  m o re  affo rdab le  housing  
in the  reg ion . C ities w ith  sim ila r issues o f  housing  and  
tran sp o rta tio n  affo rdab ility  can fo llow  the exam ples o f  
these  g roups to  im prove the  eco n o m ic  and  social v i
ab ility  o f  th e ir com m unities.
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TOD and Work: 
It’s a Real Connection

M a r y  L e a ry ,  George Mason University, Fairfax, Virginia 
R o b e r t  H o d d e r ,  AARP Public Policy Institute,
Washington, D.C.
S tev e  R a n e y , Cities 21, Palo Alto, California 
K a r la  K a ra s h ,  TranSystems Corporation,
Medford, Massachusetts

H o w  T r a n s i t  C h o i c e s  a r e  M a d e
Karla Karash, TranSystems Corporation, Medford,
Massachusetts
khkarash@transystcms.com

A recen t study analyzed how  people m ake choices re 
garding housing location and transportation  choice. The 
objective o f  the study w as to understand the decision 
m aking process in order to p rovide practical advice for 
transit agencies. Two sets o f  focus groups w ere used, one 
set aged 20-30, and an o lder set aged 55 and above. An 
Internet panel w as also surveyed. This panel w as com 
posed o f  865 partic ipants, 
all o f  w hich are considering 
m oving or have m oved in 
the last tw o years and also 
live in a m etropolitan  area 
w ith good rail transit ser
vice.

T he surveys covered questions about neighborhoods, 
jobs, p sycho logy  and o ther re levant inform ation on tran
sit and w ork. A fter this, a m odel w as developed accord
ing to the survey responses. From the m odel, a basic 
understanding  o f  m otivators fo r living in a transit o ri
ented developm ent (TO D ) w as established. H ighest on 
the m otivation list fo r choosing  a com pact neighborhood 
w as the im portance o f  the opinions o f  o ther people such 
as fam ily  and friends. O ther factors include p rox im ity  to 
shopping, affordability, being able to re ly  on few er cars, 
p rox im ity  to transit, and being able to be friends w ith 
neighbors.

A few  things w ere also learned about connections to 
w ork. A  change in  jo b  or school location  was a significant 
reason for m oving fo r 32 percen t o f  survey respondents. 
Fifty-three percen t o f  respondents answ ered that their 
com m ute distance was a significant reason  fo r selecting 
their current hom e over others available. H ow ever, over

45 percen t o f  the respondents lived 10 o r m ore m iles 
aw ay from  w ork, even though they rated their com m ute 
distance as not very  convenient. A lthough those living 
in TO D s lived c loser to w ork on average than those in 
m ore suburban neighborhoods, around a third o f  those 
in TO D s also lived 10 o r m ore m iles from  work.

A nother im portan t facto r in w hy  people choose to live in 
T O D s is their level o f  “green values.” S urvey respond
ers w ere asked to say w hether they agreed o r disagreed 
w ith 17 statem ents. T hese statem ents included env iron
m ental judgem en ts such as “P ro tecting  the environm ent 
should be given top priority, even i f  it m eans an increase 
in taxes.” O ther statem ents w ere positive statem ents 
about m oving to a TO D  and about staying active. T he 
sam ple was split in to  tw o groups— the high green val
ues group and the low green values group. The results 
show ed that 70 percen t o f  the people w ho lived in TO D s 
w ere in the high green values group w hereas 48 percen t 
o f  the people in suburban/rural com m unities w ere in the 
high green values group.

S ixty percen t o f  the respondents living in T O D s either
w alked  o r took transit to 
w ork com pared to 36 per
cent o f  the respondents w ho 
lived in non-TO D  areas. 
W ithin TO D s 66 percen t o f  
the respondents in the high 
green value group w alked 

o r took transit to w ork versus 44 percen t o f  the respon
dents in the low green value group. W hen the trips w ere 
not involv ing  w ork, the TO D  residents w ere tw o and a 
h a lf  tim es m ore likely to w alk  o r take transit than the 
non-TO D  residents.

From all this data, w e can conclude that a p e rso n ’s be
hav io r in using transit depends on their values and also 
on the location o f  their hom e. It w as found that a large 
group o f  people have positive attitudes tow ards som e 
aspects o f  urban living, and that m any o f  these sam e 
people m ight be called “p ro-env ironm ent.”

Preferred Employer Assisted Housing and 
Low Income Upward Mobility
Steve Raney, Cities 21, Palo Alto, California 
steve_raney@cities21.org

T ransit can im prove the quality  o f  life fo r m any p eo 
p le, but the m ost cost-effective peak hour trip reduction

Cities continue to attempt to build them
selves out of congestion problems, but the op
posite result is being seen more and more in 
our communities due to increasing commute 

distances.
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TOD an d  W ork: It’s  a  R eal C o n n ectio n
schem e will be a shift in housing location fo r w orkers. 
N ew  program s are being developed  by C ities21 to influ
ence better housing  location and m itigate the traffic con 
gestion problem s that are choking our cities, A  prim ary 
goal o f  C itie s2 1 is to transform  suburbs in o rder to m ake 
them  better places to live fo r the nex t generation. Fund
ing w as provided by the federal governm ent in order 
to encourage innovative solutions to housing issues that 
m any cities are facing.

The underly ing question fo r these program s is how  do 
w e change behav ior to be m ore sustainable? M any fac
tors determ ine housing choice, and these program s help 
to push com m ute d istance to w ork h igher up that list. 
T hese program s advocate developm ent o f  “com pact 
n eighborhoods” w hich are defined as housing  that is 
w ithin o n e-h a lf m ile o f  em ploym ent. With shorter com 
m ute tim es our streets w ill be significantly  less congest-

M any com plain  that a princip le issue is that w e sim 
ply d o n ’t have innovative housing choices. T he hom e 
build ing industry has no genuine innovation, w ith no 
truly m eaningful im provem ents to their p roduct offered 
to the custom er. H ousing is largely m ass produced, and 
hom es, unlike cars o r clothing, d o n ’t vary m uch accord
ing to personal preferences. T hese program s advocate 
fo r apartm ents and condos located in well connected 
com m unities w ith very short com m utes.

The ideal w ould be that w ork w ould  be so close to hom e 
that w alk ing  w ould  be a real transportation choice, “C o
locating” hom e and w ork w ill reduce yearly com m ute 
m iles across the nation. The average today is 7,500 
m iles o f  com m ute distance each year. C ities continue to 
attem pt to build them selves out o f  congestion  problem s, 
but the opposite resu lt is being  seen m ore and m ore in 
our com m unities due to increasing  com m ute distances.

There are three steps to the P referred  E m ployer A ssist
ed H ousing (PE A H ) program . First o f  all, a city agrees 
to a preference schem e designating  qualifications for 
households to achieve preferred  status and financial in 
centives fo r developers w ho adopt such schem es. N ext, 
applicab le rental o r for-sale housing units are priced 
to ensure high dem and. Lastly, “p referred” people are 
granted priority  fo r those housing units and m ove in. 
S im ilar to program s giv ing teachers and police officers

preference in housing selection, this program  gives pref
erence based on com m ute im pact,

PE A H  can  be applied  relatively  easily  to suburban  office 
parks. The g reatest outcom es w ould  be realized  from  
suburbs w ith expensive housing and serious congestion 
problem s. O ffice parks have large park ing  lots that have 
been serv ing  as “ land banks” fo r fu ture developm ent fo r 
years, and several urban designers around the country 
are being em ployed to convert these parks into hous
ing for w orkers em ployed  inside the office park. Som e 
have suggested  that co-location  o f  housing and em ploy
m ent w ill happen in the long-run, but recen t trends have 
show n that such is n o t the case in m any cities. T he aver
age w ork com m ute today is increasing, thus the jo b s / 
housing m ism atch continues to grow. PEA H  hopes to 
reverse this trend.

P rogram s such as PEA H  hope to develop a w in-w in situ
ation fo r all in terested  groups. E m ployees w ould  benefit 
by decrease in com m ute tim e, reducing  transportation 
costs and tim e stuck in  traffic. C ities w ould benefit from  
reduced dem and on public infrastructure, allow ing  them  
to put funds into o ther program s. E m ployers w ould  ben
efit from  reduced  em ployee turnover. W ith a better qual
ity o f  life due to m ore free tim e, em ployees w ill be m ore 
likely to stay at the job . D evelopers w ill profit from  the 
program  due to low ered traffic m itigation  fees and con
struction costs in established areas. With som e develop
ers paying  m ore than $4,000 per unit in  traffic im pact 
fees, the savings will be very real in new  com m unities 
w ith short com m ute distances.

The L ow  Incom e U pw ard M obility (L IU M ) program  
selves to solve the housing affordability  crisis. T he p ro 
gram  w ill w ork hand-in-hand w ith the PEA H  program  
to provide conveniently  located housing to w orkers in 
low er paid jobs. The LIU M  program  also com bines job  
train ing and education fo r low  incom e households. The 
program  will help low incom e residents w ho w ork in 
affluent com m unities to be able to afford  to live in  those 
sam e com m unities.T hus, each com m unity  will be able 
to ‘house its o w n .’

This program  also encourages good com m utes. Those 
with the shortest com m utes are given preference to those 
with longer com m utes. A lso, i f  som eone changes jobs 
there is a $100 change in association fees, term ed as a
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“com m ute m itigation tax .” This serves as a financial ir
ritan t to encourage those that have increased their com 
m ute distance to m ove out o f  the com m unity  into a m ore 
effectively co-located housing unit, but it also encour
ages those w ith short com m utes to stay w here they are.

It is anticipated  that the L IU M  program , in  conjunction  
w ith  the PE A H  program , w ill also help increase equal
ity, stop discrim ination , and increase diversity  in m any 
com m unities. For the people who w ould live in  these 
com m unities there w ould  be num erous benefits includ
ing less iso lation, better air to breathe, m ore m oney to 
spend on things o ther than transportation, and added 
free tim e for o ther activities.

T here is defin itely  a n eed  to end  spraw l and  long com 
m utes that are becom ing  an  epidem ic in this country 
today. E m ployers and local governm ents should get in 
volved to ensure that po licies are im plem ented and en
forced. In  doing this, com m unities w ill becom e m ore 
livable, sustainable, and econom ically  feasible.

For m ore inform ation  on active proposals and research, 
p lease see: http://w w w .cities21 .org/w orkerH sng.h tm

A A R P
Robert Hodder, AARP Public Policy Institute,
Washington, D.C. 
rhodder@aarp.org

T he A m erican  A ssocia tion  o f  R etired Persons (A A RP) 
is a nonprofit organization that helps peop le  over the age 
o f  50 have independence, choice, and contro l in  w ays 
that are beneficial and  affordable to them  and  to society 
as a w hole. A A R P  has a ten-year strategic p lan  to pursue 
a social im pact agenda, w hich includes social security  
reform , health  care reform , and support for developm ent 
o f  m ore livable com m unities.

A ge dem ographics show  that the popula tion  o f  persons 
over the age o f  50 is p rojected  to double by 2050 and the 
popu lation  o f  persons over 65 is pro jected  to double by 
2030. The built environm ent is auto centered , has a lack 
o f  a lternative m odes o f  transporta tion  and services, and 
is based on  segregated  land expansion. T he bu ilt env i

ronm ent does no t suit the tw enty percen t o f  people over 
65 who do not drive. Those in  the baby boom  generation  
are reaching  this status and society has an  in terest in ac 
com m odating  them.

Sixty-five percen t o f  all peop le  w ho are at re tirem ent age 
now  are still w orking. M ore people are re tiring  later for 
sim ilar reasons. O ne-th ird  o f  all people w ho retire go 
back  to w ork  because o f  financial issues. H a lf  o f  these 
people reported  that they are forced to re tu rn  to w ork 
due to health  expenses, one-th ird  o f  them  confessed that 
they did no t save enough for retirem ent, and another 
third said they started saving too late.

There is a sharp decrease in  people o lder than 75 years 
w ho continue to drive. W hile som e are forced to stop 
driv ing due to safety concerns, m ost choose not to drive. 
For those who do not drive, their only o ther transporta
tion choice is to be a passenger in  a car. S ince this is not 
alw ays convenient, they often  cannot do things on their 
ow n as m uch  as they w ould like. M any elderly who 
cannot drive feel that they are isolated from  the co m 
m unity w hen it com es to w orking, social activ ities and 
shopping.

T ransit-oriented developm ent is a viable so lution for 
m any older A m ericans. TO D  focuses on the “ Four D ’s” : 
density, diversity, design, and distance. D iversity  and 
density  p rovides “eyes on  the street,” w hich increases 
safety and reduces crim e. Som e design  and distance 
princip les include build ing  around transit, m ixing uses, 
creating  a com m unity  identity, m aking  the developm ent 
pedestrian  friendly, and enhancing  recreational ava il
ability. The key po in t is to allow  a person  to “age in 
a p lace .” T he design o f  a com m unity  w ill determ ine 
w hether an  elderly person  can  live independently.

A n  aging popu lation  is a g lobal phenom enon. A s our 
populations lose the ability  to m ove independently , we 
m ust provide com m unities that are better p lanned to ac 
com m odate o lder residents. W ith a little forethought and 
solid design  practices, we can  create m ore livable co m 
m unities for everyone, no t ju s t the elderly. In  this way, 
we can  not only live longer than ever before, bu t also 
better than ever.
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Keeping Our Children Moving

L a v in ia  G o rd o n , City of Portland, Oregon 
J a c k y  K e n n e d y , Green Communities Canada, Toronto, 
Ontario, Canada 
info@saferoutestoschooI.ca

G reen  C om m unities w as fo rm ed  in 1996 in C anada 
and  serves as a nonprofit o rgan ization  that delivers  in 
n o v ativ e  en v iro n m en ta l p ro g ram s and  serv ices th ro u g h  
h o u seh o ld  and  co m m u n ity  p artic ip a tio n  to  p rom ote  
h ea lth ie r env ironm en ts. G reen  C o m m unities  su p 
po rts  o rgan iza tions w o rk 
ing to  attain  en v iro n m en ta l 
susta inab ility ; includ ing  
h ea lth y  eco sy stem s, su s
ta inab le  resou rce  use, clean 
air, w ater and  soil. In 2005 th e ir n am e w as changed  
to G reen  C o m m unities C anada to reflect the o rg an i
za tio n ’s national range. T his o rgan ization  h as  m any 
d iffe ren t p ro g ram s desig n ed  to targe t specific areas o f  
en v iro n m en ta l concern .

T he A c tiv e  S afe R outes to  S choo l (A S R T S ) p rogram  
began  in 1996 as a p riv a te  p ro jec t in T oronto  w ith  on ly  
th ree  schoo ls p artic ipa ting . O v er the  p ast n in e  years 
the p rog ram  has grow n to o v er one th o u san d  schools. 
It is now  in eigh teen  O n tario  co m m unities and  is now  
su p p o rted  by  G reen  C om m unities  C anada. T he co m 
m unity  has n o ticed  the p o sitiv e  effec t from  th is p ro 
gram  and  in turn  A SR T S is su p p o rted  by  a n u m b er o f  
local en tities in c lu d in g  sch o o l boards, p u b lic  hea lth  
units, transporta tion  staff, p o litic ian s , p o lice , and  the 
m edia.

A SR T S p ro m o tes safe, 
healthy , and  en v iro n m en ta l
ly  friend ly  w ays for ch ildren  
to  get to  and  from  school.
B y  p lan n in g  co m m unities 
a round  the  au to m o b ile  and 
n o t a ro u n d  p eop le , p lanners 
are creating  a lack  o f  safe
ty  on the  streets. D irectly  
re la ted  to  these  p lan n in g  m ethods, m any  com m unity  
schoo ls are clo sing  and  fo rcing  d ep en d en cy  on schoo l 
buses and  paren ts  to  ch au ffe r th e ir ch ild ren  long  d is 

tances to  school. W hen co m m unities are p lan n ed  only  
fo r adu lts (the au tom ob ile ), then  ch ild ren  are fo rced  to  
be re lian t on th e ir paren ts  o r o th er adu lts to  get a round  
th e ir n e ig h b o rh o o d s. Too often  p lanners do  n o t co n 
sid er the m ob ility  o f  ch ild ren  in o u r com m unities.

In the 1960’s, 70%  o f  ch ild ren  in C anada w a lk ed  or 
cy c led  to  school. B y  2000  th a t n u m b er had  decreased  
d ram atica lly  to 13%. S ta tis tics  show  that on ly  1 in 4 
ch ild ren  are ac tive and  becom e less active as th ey  ad 
vance  to  h igh  school. S tudies have show n th a t there  is 
a d irec t link  b e tw een  p hysical ac tiv ity  and  academ ic 
p erfo rm an ce  in ch ildren .

V ehicle use is a t an all tim e 
high. In fact, m ost co m 
m ute p a tte rn s  to  and  from  
schoo l co n trib u te  to  the 

75%  o f  v eh ic le  trips in a day that are less than one m ile  
in d istance . M ore and  m ore p eop le  are  being  fo rced  to  
use v eh ic les due to the n on-w alkab ility  o f  their co m 
m u n ities  o r the in conven ience  o f  w a lk ing . T his h ab it 
can create  a h azard o u s en v iro n m en t fo r ch ildren  and  
com m unities . A  m ore sed en ta ry  lifesty le  as w ell as d e 
c reased  air qua lity  are p articu la rly  harm fu l to  o u r ch il
dren.

In 2002  A SR T S lau n ch ed  “ S tepp ing  O u t,” a th ree  year 
p ilo t p ro jec t p e rfo rm ed  in ten O n tario  co m m unities to  
test the efficacy o f  p ro v id in g  seed  funds to co m m u n i
ties fo r in itia ting  A SR T S program s. T he p ro jec t c re 
a ted  s tro n g er ties in co m m u n ities, in creased  p h y sica l 
activ ity , reduced  a ir p o llu tion  by e lim in a tin g  58 tons 
o f  green  h o u se  gas em issio n s and  ad d ressed  traffic and 
safe ty  issues. A t least 510 schoo ls in 22 d istric ts p a r
tic ip a ted , am oun ting  to  m ore than 220 ,000  students.

A S R T S ’s approach  to im 
p lem en tin g  these  p rog ram s 
w as to  s ta rt w ith  sm all 
steps. In the first p h ase  o f  
the p rog ram  p eo p le  are 
asked  to m ake sim ple  and  
sm all cho ices th a t w ill add  
up to  b ig  changes over 
tim e. W e all n eed  tim e to  

g et o v er o u r add ic tion  to cars, and  by  m ak in g  in c re 
m en tal changes w e can ach ieve this.
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K e e p i n g  O u r  C h i l d r e n  M o v in g

T he S tepp ing  O u t p ro g ram  runs on a sch o o l y ea r sch ed 
ule, In  the fall the p ro g ram  is s ta rted  w ith  In terna tional 
W alk to School W eek fo r p a rtic ip a tin g  schoo ls. T he 
nex t m on th  "‘W alking W ednesdays” are started , w here 
studen ts are encouraged  
to w alk  to g e th er in g roups 
first once m onth ly , then 
once a w eek. “ W alking 
School B u s” o rgan ization  
beg in s in  the sp ring  o f  the 
schoo l year, once students 
are regu larly  w alk ing  to 
school. A  w alk ing  school 
bus is an o rgan ization  o f  p aren ts  that arran g e  fo r their 
ch ild ren  to w alk  to schoo l together, acco m p an ied  by 
tw o adults. T he w alk ing  school bus m akes schedu led  
“ s to p s” along  a defined rou te w here  ch ild ren  can w ait 
to m ee t up w ith  th e ir c lassm ates. A SR T S hopes tha t 
once paren ts  have d eve loped  a tru sting  re la tio n sh ip  
w ith  one another, they w ill begin  to h av e  a w alk ing  
school bus m o re  regu larly  than once a w eek.

In 2005 A SR T S launched  the I W alk C lub  in O n tar
io, C anada. T he goal o f  the I W alk C lub  is to reduce 
veh ic le  em issions, enco u rag e  p h y sica l activ ity , and  
p ro m o te  h ea lth y  lifesty les. Schoo ls across the  w orld  
w ere  co n n ected  th rough  this p ro g ram  w ith  the goal 
o f  “w alk ing  around  the w o rld .” In the 83 schools 
that p artic ip a ted , studen ts  k ep t track  o f  the d istances 
that they w ere  w alk in g  each w eek , and  that d istance  
w as m ap p ed  in  o rder to show  how  far the schoo l w as 
“ w alk ing  together.” W hen all o f  the schoo ls ca lcu la ted  
the d istance that they h ad  w alked , it w as m o re  than 
270 ,000  k ilom eters.

Schools tha t w ish  to b e  inv o lv ed  in  su ch  a p ro g ram  
shou ld  sta rt o u t sm all. D uring  the firs t year, reasonab le  
g oals sh o u ld  b e  set. In  the second  year, rev iew  the p ro 
g ram  and  m ak e changes, seek ing  to increase  p a rtic ip a 
tion. D uring  the th ird  y ea r they  can  b e  m o re  am bitious 
and  try  to g e t p o licy  changes w ritten  in to  schoo l b o ard

p lans. Schoo ls also  d o n ’t need  to w orry  ab o u t creating  
their p rogram . T h ere  are p len ty  o f  resou rces availab le  
online. T he U nited  S ta te s ’ eq u iv a len t o f  the A ctive  
S afe R outes to S chool p ro g ram  can  b e  found  at www.

saferou tesin fo .o rg .

L iab ility  is a b ig  issue 
in any w alk ing  p rogram . 
S afe ty  sh o u ld  b e  the n u m 
b e r one issue , and  ch ild ren  
shou ld  never w alk  alone. 
P aren ts shou ld  alw ays ac 
com p an y  ch ild ren  w hen  

w alk ing  to school. W hen they reach g rade six  y ou  can 
arran g e  a w alk ing  buddy tha t they can w alk  to school 
w ith  regularly . F o r w alk ing  school buses yo u  shou ld  
p lan  on  h av ing  one ad u lt fo r every  fou r ch ild ren . I f  p a r
ents are n o t co m fo rtab le  w ith  their ch ild  p artic ip a tin g  
in the w alk ing  p ro g ram , they shou ld  n o t be fo rced  to 
partic ipa te . O nce  paren ts  feel safe  w ith  the o th er p a r
en ts, then w a lk in g  schoo l buses can be qu ite  effective, 
and  can m ak e  som e lo n g -te rm  changes in the co m m u 
nity.

A SR T S w as one o f  the firs t p ro g ram s o f  its k in d s and  
has had  the op p o rtu n ity  to learn  th ro u g h  tria l and  erro r 
fo r o th er co m m unities that are look ing  to im p lem en t a 
s im ilar p rogram . S eed  funds hav e  h elped  to m o tiv a te  
partn ers to do m ore. T h ese  seed  funds are d istribu ted  
on an  as-n eed ed  basis, b u t have sh o w n  to rea lly  m o ti
vate “in  ch a rg e” in d iv idua ls  to  c reate  ch an g e  in  their 
com m unities. A SR T S has crea ted  read y  to use re so u rc 
es such  as b ro ch u res , m aps, too ls and  C D -R O M s to 
a ssis t in m ak in g  this p ro g ram  p o ssib le  in o th er areas.

T he n ex t step  in  the G reen  C o m m unities  p ro g ram  is to 
g e t m o re  fund ing  to expand  p ro jec ts, g e t m o re  aw are
ness and  p artic ip a tio n  from  co m m u n ity  m em b ers, and 
b eco m e m o re  co n n ected  w ith  city  p lanners to create  
w alk ab le  co m m unities th a t w ill h e lp  their cause.
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A Citizen’s Guide to Getting the 
Most Out of New Development

D a v id  G o ld b e rg , Communications Director, Smart Growth 
America, Decataur, Georgia
L isa  N isen so n , U.S. Neighborhood Protection Agency, 
Washington, D.C.
M a r ile e  U tte r ,  Citiventure, Denver, Colorado

C h o o s i n g  o u r  C o m m u n i t y ’s  F u t u r e

S m art G row th  A m erica  has p ro d u ced  a re fe ren ce  b o o k  
fo r use b y  the p u b lic  to  b e tte r  add ress issues in th e ir 
ow n com m unities. T he in ten t o f  th is b o o k  is to  b e tte r 
ed u cate  the  p u b lic  in e ffec
tive w ays to in terac t w ith 
deve lopers and  p lan n ers  
and  to  red u ce  the  p u b lic ’s 
fear o f  the d ev e lo p m en t 
p ro cess . M ost c itizens are 
at a d isad v an tag e  w hen it 
com es to  ta lk ing  to  p la n 
ners and  d eve lopers, sim ply  
b ecau se  they  d o n ’t under
stand  the vocabu lary  o f  the 
p ro cess . E v ery o n e  w ants 
to  see p o sitiv e  changes in 
th e ir co m m u n ities, and  the 
su rest w ay to create  cities 
w e are all p ro u d  o f  is to  inc lude  the in v o lv em en t o f  an 
in fo rm ed  pub lic . T his b o o k  helps to  g ive in fo rm ation  
to  the p u b lic  th a t w ill help  them  b eco m e p a rt o f  the 
p lan n in g  p rocess.

E v ery  y ea r in every  city  in the  country , there  are m a 
jo r  “n o t in m y  b ack y a rd ” (N IM B Y ) fights. T his b o o k  
focuses 011 p lan n in g  issues th a t are go ing  to  be  faced  
by  p eo p le  in an ex isting  com m  unity  and  are also  the 
issues th a t m o st freq u en tly  deve lop  into N IM B Y  co n 
flict. T h ese  issues a re  b ig -b o x  developm en t, infill 
red ev elo p m en t, m ix ed -u se  d eve lopm en t, m ix in g  o f  
h o u sin g  types, g reen fie ld  d eve lopm en t, an d  co m m u 
n ity  p lann ing .

S m art G row th  A m erica  d id  research  to find  o u t w h a t 
p eo p le  w an t m o st from  the  p u b lic  p artic ip a tio n  p ro 
cess. F irs t o f  all, c itizens w an t to  feel like they  are

p artic ip a tin g  in the b eg in n in g  o f  a p lan n in g  p ro cess , 
n o t a t the en d  w hen m o st o f  the  m a jo r dec isions have 
a lready  been  m ade. C itizens also  w an t p laces  th a t are 
safe and  a ttrac tive , and  th a t have g o o d  access to  daily  
n ecessitie s . T h ey  a lso  w an t to fix p laces  that are n o w  
b ein g  lived  in , p re se rv in g  the b es t p laces  as op p o sed  to 
spend ing  m o re  m o n ey  to  d eve lop  new  neigh b o rh o o d s. 
U ltim ate ly , the  average citizen  w an ts fa irness and  d e 
m o cracy  in the  p lan n in g  p ro cess , w ith  low  p erso n a l 
cost an d  effec tive  use o f  p u b lic  funds.

T he b o o k  th a t w as p ro d u ced , titled  “C h oosing  our 
C o m m u n ity ’s F u tu re” educates the p u b lic  in the  basics 
o f  the  p lan n in g  p rocess. It covers the  steps in the p la n 
n in g  and  zon ing  p ro cess , as w ell as the acco m p an y in g

zon ing  and  d ev e lo p m en t 
regu la tions. K ey  p layers 
and  th e ir ro les are  d is 
cussed , as w ell as questions 
tha t the p u b lic  sh o u ld  get 
an sw ered  from  these  key 
p lay ers  b e fo re  the p ro jec t 
p ro g resses. T he b o o k  co v 
ers several aspects o f  this 
p ro cess  to  g ive  the  re ad e r 
a sense o f  w ha t m u st be a 
concern  o f  the p u b lic  and  
w hat sh o u ld n ’t be a serious 
worry.

A n o th er ch ap te r o f  the  b o o k  helps in ev a lu a tin g  the 
p o ten tia l im pacts  o f  the  developm en t. In struc tions for 
ev a lu a tin g  densities  are inc luded , as w ell as help  in as
sessing  traffic im pacts  o f  the p ro jec t. O f  p articu la r in 
te re st to m an y  co m m unities  are  the  im pacts  o f  b ig -b o x  
cen ters, w hich  are co v ered  ex ten siv e ly  in th is chapter. 
H ousing  issues are add ressed , as w ell as security , safe
ty, and  p ro p e rty  value im pacts.

E n v iro n m en ta l im pacts  are n o t easily  u nderstood  in the 
d ev e lo p m en t o f  new  pro jec ts. A n o th er ch ap te r covers 
app licab le  en v iro n m en ta l law s, such as a ir quality , w a 
ter quality , and  open  space issues. It in struc ts  citizens 
how  to successfu lly  use en v iro n m en ta l reg u la tio n s  for 
their benefit w ith o u t ab u sin g  the law.

C ase stud ies from  around  the cou n try  th a t read ers can 
app ly  to  th e ir ow n situations are rev iew ed  in the book .

V i

Everyone wants to see positive changes in 
their communities, and the surest way to cre
ate cities we are all proud of is to include the 

involvement of an informed public.

I
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A C i t i z e n ’s  G u i d e  t o  G e t t i n g  t h e  M o s t  O u t  o f  N e w  D e v e l o p m e n t

L essons on  effec tive  pub lic  en g ag em en t tha t w ill 
b rin g  benefit to the co m m u n ity  are g iven , as w ell as 
in s tru c tio n s  on  h o w  pub lic  d esig n  charettes  are co n 
ducted . M any  citizens face 
very  sim ila r c ircum stances 
across the country , and  the 
pub lic  can  use each  o ther 
as re fe ren ce  fo r re so lv in g  
th e ir ow n  co m m u n ity ’s is 
sues.

T he final ch ap te r o f  the b o o k  offers lessons from  c iti
zens w h o  w ere  successfu lly  engaged  in  the p lan n in g  
p rocess. T hese  “ local h e ro es” can  show  h o w  to reduce 
o p p o sitio n  and  fear o f  change in  lo ca l com m unities.

C l a r e n d o n  S t a t i o n

In  the 1970’s A rling ton , V irgin ia d ec id ed  to  p u t the 
n ew ly  p lan n ed  M etro  line th ro u g h  ex isting  n e ig h b o r
hoods, as op p o sed  to d irec tly  ad jacen t to  the h ig h w ay  
righ t-o f-w ay . A lthough  it has taken  several years, this 
dec is io n  is rea lly  p ay in g  o f f  today. A long  w ith  this d e 
c ision  w as the d ec is io n  to  d rastica lly  in crease  the d en 
sities in  the sta tion  areas w h ile  p u ttin g  g ro w th  b o u n d 
aries a round  th em  to p reserve  the lo w er densities  o f  
the su rround ing  neigh b o rh o o d s. It w as th o u g h t at the 
tim e tha t the pub lic  w o u ld  be m ore likely  to  accep t this 
d ec is io n  i f  they  d id n ’t feel tha t their hom es w o u ld  be 
th rea ten ed  by the n ew  M etro  project.

C laren d o n  S ta tio n  has b een  the last s tation  in  A rlin g 
ton  to re ach  “b u ild  o u t.” T he com m u n ity  a round  C lar
endon  S ta tio n  h ad  som e serious concerns ab o u t the 
n ew  deve lopm en t, and  had to figu re  ou t the p lan n in g  
p ro cess  on  th e ir ow n  to get these issues addressed .

A n im p o rtan t p a rt o f  th is w as figu ring  ou t w h o  w as 
go ing  to m ake the im p o rtan t dec isions. T his is d iffe r
en t fo r every  city  in  the country . In  A rlin g to n ’s case, 
s ince the coun ty  co n tro lled  the area, dec isions w ere  
n o t m ade by  a m ayor, b u t by  several b o ard  m em bers. 
It is n o t a lw ays c lea r w h a t in d iv id u a l b o ard  m em bers

v iew s are ab o u t n ew  d eve lopm en t, so it is im portan t 
to  do  som e ou tside  re search  on  the b o ard  m em b er and  
seek  to un d erstan d  the b ack g ro u n d  tha t they  are co m 

ing  from .

A lso, it is im p o rtan t to 
k n o w  w hen  the p lan n ed  
pub lic  in p u t p e rio d  w ill be. 
K n o w in g  h o w  to use this 
p e rio d  as a pub lic  g roup  is 
essen tial. S tick ing  to the 

estab lish ed  p lan n in g  p rocess w ill he lp  to  k n o w  w h a t is 
req u ired  and  show  the d ec is io n  m akers tha t y ou  k n o w  
w h a t y ou  are doing.

H irin g  a law y er is so m eth in g  tha t som e pub lic  g roups 
do as a firs t step , w ith o u t a llo w in g  the es tab lish ed  p ro 
cess to  ru n  its course. In  C la ren d o n ’s case, the pub lic  
h ad  to h ire  a law y er w h en  they  saw  tha t no n e  o f  the d e
c isio n  m akers w o u ld  lis ten  to  them . T hey  in tro d u ced  
him  at their first m eeting , b u t had  him  sit in the back  
in  o rd e r to n o t m ake the m eetin g  adversaria l. L aw y ers 
can b e  beneficial w hen  n eed ed , b u t it is im p o rtan t to 
keep  in  m in d  w h a t k in d  o f  m essage  that sends to  those 
m ak in g  the decisions.

T he C laren d o n  S ta tion  area has m atu red  o v er the years, 
w ith  20 m illion  square  feet o f  re ta il and  office space 
ad d ed  since the line w as bu ilt. T raffic coun ts are low er 
in  the neigh b o rh o o d , b u t the densities  are m u ch  higher. 
T h e  first bu ild in g s to b e  b u ilt w ere  affo rdab le  housing  
and  g o v ern m en t offices, e lem en ts tha t w ill b e  w illin g  
to  go in  w h en  the fu tu re o f  the d ev e lo p m en t is uncer
tain . Today the d ev e lo p m en t is in  its fo u rth  phase , w ith  
u ltra -h ig h  va lu e  h o u sin g  and  re ta il being  built.

T he pub lic  can  and  sh o u ld  be in v o lv ed  in  the p lan n in g  
o f  n ew  d ev e lo p m en ts  in  th e ir com m unities. W hen  the 
pub lic  invo lves itse lf  effectively , the ou tcom es are 
m ore v iab le  and  m ore su p p o rted  by the com m unity  
as a w hole. It is hoped  tha t the gu ide  “ C h oosing  O ur 
C o m m u n ity ’s F u tu re” w ill aid  c itizens in  becom ing  
key  p lay ers  in  the p lan n in g  o f  th e ir n e ighborhoods.
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Access by Design

S tev e  D o tte r r e r ,  City of Portland Bureau of Planning, 
Portland, Oregon
R o b e r t  H ick e y , Urban Ecology, Oakland, California 
M a t t  H a y n e s , Fehr & Peers Associates,
San Francisco, California
R o b e r t  H o d d e r , AARP Public Policy Institute, 
Washington, D.C.

P lanners and  eng ineers m u st design  com m unities th a t 
are accessib le  an d  su sta in ab le  from  early  in the  design  
p rocess. W hen  accessib ility  is co n sid ered  early  on, not 
on ly  will the  com m u n ity  function  m o re  com pletely , but 
th e  p ro cess will be m uch  s im p le r than  i f  accessib ility  is 
m ere ly  an afte rthough t.

S a c r a m e n t o  P e d e s t r i a n  M a s t e r  P l a n
Matt Haynes, Fehr & Peers Associates,
San Francisco, California 
m.haynes@fehrandpeers.com

C alifo rn ia ’s capital has a p o p u la tio n  o f  450 ,000  and  
is rap id ly  g row ing . D ue to the stead y  flow  o f  p eo p le  
m ak in g  th e ir w ay  to  S acram en to , a p lan  has been  im 
p lem en ted  to  c reate  a w a lkab le  capital c ity  th rough  
p o lic ies , im p ro v em en ts , and  in teg ra tion  o f  system s.

Po lic ies fo r S acram en to  are d esig n ed  to  create  a w alk- 
ab le  p ed estrian  en v iro n m en t th rough  connectiv ity , 
travel w ay character, and  
co n tex t character. C o n n ec
tiv ity  dea ls w ith  th e  w ay 
housing  and  o ther d ev e lo p 
m en ts are d ev e lo p ed  and  
how  well th ey  co n n ect w ith 
th e ir su rround ings. N ew  n e ighborhoods sh o u ld  be d e
sig n ed  a ro u n d  a cen tra lized  location  a llo w in g  p eop le  
cho ice  in how  th ey  com m ute. T he focus fo r ex isting  
ne ighborhoods sh o u ld  be on im pro v in g  ex isting  fa 
cilities and  ad d ressin g  accessib ility  issues. I f  a n e ig h 
bo rh o o d  canno t co n n ect cul de sacs fo r au to  access, 
at least it can m ak e  them  m o re  easily  co n n ected  for 
pedestrians.

T ravel w ay  ch a rac te r deals w ith  desig n in g  pedestrian  
travel w ays th a t are clear, accessib le , an d  sep ara ted

from  roadw ays 
by  shrubbery , 
tree  lines, or o th 
er buffers. S ide
w alks shou ld  
be at least four 
feet w ide, and  
in som e p laces 
m uch  w ider, w ith  
additional space 
need ed  fo r s tree t 
fu rn itu re  and  o th 
er am enities.

In dea ling  w ith  
con tex t ch a rac
ter, m ix ed  use 
d ev e lo p m en t is a 
g reat w ay  to  g en 
erate  w alkab le  
c o m m u n i t i e s .
T hrough  zon ing , 
the  density  o f  an 
area can be in 
creased , and  by 
p ro v id in g  incen tives to  those  w illing  to  redevelop  in 
ex isting  areas, d ev e lo p m en t can be fo rced  in to  a cen 
tra lized  area. P o lic ies th a t increase  accessib ility  can 
increase  levels o f  w a lk in g  and  decrease  driv ing.

Im provem en ts m u st be p rio ritized  and  fo cu sed  on in 
frastruc tu re  th a t affects w a lkab ility  in c lu d in g  stree t

and  s id ew alk  w id ths, stree t 
ligh ting , and  connectiv ity . 
D em an d  fo r im provem en ts 
is d e term in ed  by lan d  use 
and  d ev e lo p m en t types, 

p re sen ce  o f  p u b lic  p laces , and  ava ilab ility  o f  tran sit 
facilities. Top p rio rity  p ro jec ts  are  in areas w ith  land  
uses th a t su pport p ed estrian  connections bu t th a t lack  
facilities.

W alkab ility  depends on the  cond ition  o f  the  ex isting  
in frastructu re . In c rea ting  the  S acram en to  P edestrian  
M aste r P lan , neig h b o rh o o d s w ith  defic ien t ped estrian  
in frastru c tu re  w ere  m ap p ed  in G IS  to create  a “defi
ciency  in d ex .” It w as fo u n d  th a t m o st neighborhoods 
lack ing  in frastru c tu re  w ere  lo ca ted  on the  p e rim e te r o f  
the  city.

The focus for existing neighborhoods 
should be on improving existing facilities 

and addressing accessibility issues.

H ig h  w a lk a b il i ty  m e a n s  ease , 
c o m fo r t,  a n d  sa fe ty  fo r  p e d e s tr i 
an s . Photo courtesy  o f  lid  Cox.

L o w  w a lk a b il i ty  m e a n s  d e f ic ie n t 
p e d e s tr ia n  in f r a s t r u c tu r e .
Photo courtesy  o f  lid C ox.
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A c c e s s  by D esig n
P ed estrian  dem and  in  th ese  areas is in fluenced  by d e
v e lopm en t type, in c lu d in g  the  m ix o f  use and  the  in ten 
sity  o f  use. D em and  is a lso  in fluenced  by the  p resen ce  
o f  p u b lic  space an d  parks , as w ell as the  ava ilab ility  o f  
tran sit facilities.

S ac ram en to ’s m aster p lan  w as d ev e lo p ed  ou t o f  a p u b 
lic in v o lv em en t p rocess. P lan n ers rev iew ed  ex isting  
p o lic ies  an d  tr ied  to  in teg ra te  the  new  p ed estrian  m as
te r  p lan  w ith  them . T hrough  a series o f  p u b lic  w o rk 
shops and  s tak eh o ld e r g roup  p artic ip a tio n , specific 
p ro jec t areas w ere  identified . D esign  gu idelines w ere  
crea ted  th a t w o u ld  show  how  to  m ake stree t co rners 
an d  sidew alks m ore accessib le , as w ell as how  to  p lan  
an  effec tive  bu ffer zone an d  cro ssin g  facilities.

P lanners in this p ro cess  learn ed  it w as im p o rtan t to  in 
volve the  p u b lic  early  in the  p lan n in g  o f  neighb o rh o o d  
areas. T hey  also  learn ed  th a t G1S app lica tions can be a 
pow erfu l an d  effec tive  tool to  understand  th e  area th a t 
th ey  w an ted  to  study. It h elped  them  to  p rio ritize  the 
im p ro v em en ts th ey  w an ted  to  build .

A A R P
Robert Hodder, AARP Public Policy Institute,
Washington, D.C. 
rhodder@aarp.org

T he A A R P is a nonpro fit o rgan iza tio n  th a t helps p e o 
p le  o v er the  age o f  50 have indep en d en ce , choice , and  
contro l in  w ays th a t are beneficial and  affo rdab le  to  
them  and  to  socie ty  as a w hole. A A R P  has a ten -y ear 
stra teg ic  p lan  to  p u rsu e  a social im p act agenda, w hich  
includes social secu rity  re fo rm , health  ca re  re fo rm , 
an d  sup p o rt fo r d ev e lo p m en t o f  m ore livab le  co m m u 
nities.

T he A A R P defines a livab le  com m unity  as a p lace  th a t 
has affo rd ab le  an d  ap p ro p ria te  housing , supportive  
com m u n ity  serv ices, and  adequate  m ob ility  op tions, 
w h ich  to g e th e r facilita te  personal in d ep en d en ce  and  
en g ag em en t o f  res id en ts  in c iv ic  and  social life.

A ge dem o g rap h ics show  th a t the  p o p u la tio n  o f  persons 
o v er th e  age o f  50 is p ro jec ted  to  d oub le  by 2050  and  
th e  p o p u la tio n  o f  p erso n s o v er 65 is p ro jec ted  to  d o u 
b le by 2030. T he bu ilt en v iro n m en t is au to  cen tered ,

has a lack  o f  a lte rn a tiv e  m odes o f  tran sp o rta tio n  and  
serv ices, and  is b ased  on seg reg a ted  lan d  expansion . 
T h e  bu ilt en v iro n m en t does not su it the  tw en ty  p ercen t 
o f  p eo p le  o v er 65 w h o  do no t drive. T h e  baby  boom  
g enera tion  is reach in g  th is age, an d  socie ty  has an in 
te re s t in acco m m o d atin g  them .

M o b ility  and  com m u n ity  en g ag em en t sta tistics show  
th a t perso n s o v er 75 years o f  age m ost often  travel as 
p assen g ers  in a vehicle . T his show s th a t the  elderly  are 
no t the  only  ones affec ted  by the  bu ilt env ironm en t, 
b u t fam ily  m em bers o r  friends w h o  have to  spend  
tim e to  tak e  them  aro u n d  are also  affec ted . W hen  fam 
ily m em bers o r friends are not ab le  to  chauffeur, the  
e lderly  m iss ou t on th ings they  w an t to  do. A A R P  is 
seek in g  to  ex p an d  housing  affo rdab ility  types and  d e
signs, streng then  safety  an d  security , im p ro v e  travel 
oppo rtu n ities , and  enhance m ob ility  op tions in o rder 
to  benefit these  p eo p le  as w ell as th e ir fam ilies.

T ran sit-o rien ted  d ev e lo p m en t focuses on the  “ F our 
D ’s” : density , d iversity , design , and  distance. D iv er
sity  an d  density  p ro v id e  “ eyes on th e  s tree t,” w hich  
increases safety  an d  red u ces crim e. Som e design  and  
d is tan ce  p rin c ip les  in c lu d e  b u ild ing  a ro u n d  transit, 
m ix ing  uses, c rea ting  a com m u n ity  identity , m ak ing  
the  d ev e lo p m en t p ed estrian  friendly , and  enhancing  
recreational availab ility . T he key  p o in t is to  a llo w  a 
p erso n  to  “age in a p lace .” T h e  design  o f  a com m unity  
w ill de term ine  w h e th e r an elderly  perso n  can live in 
dependently .

T O D  p r in c ip le s  m a k e  l iv a b le  c o m m u n itie s  fo r  
p e o p le  o f  a ll ag es , in c lu d in g  se n io rs .
Photo courtesy o f  Robert Hodder.
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A c c e s s  by D esig n

An ag ing  p o p u la tio n  is a global phen o m en o n . A s our 
p o p u la tio n s lose the ab ility  to  m ove independen tly , w e 
m ust p ro v id e  co m m unities th a t are b e tte r  p lan n ed  to  
acco m m o d ate  o ld er residen ts. W ith a little  fo re though t 
an d  so lid  design  p rac tices , w e can create  m ore livab le 
co m m unities fo r everyone , not ju s t  the  elderly . In this 
way, w e can no t on ly  live lo n g er than  ev e r b efo re , b u t 
a lso  better.

E n g a g i n g  L o w - l n c o m e  C o m m u n i t i e s
Robert Hickey, Urban Ecology, Oakland, California 
robcrt@urbanccology.org

A d isp ro p o rtio n a te  nu m b er o f  p eo p le  w ho live in low  
incom e areas, often  p eo p le  o f  color, are hurt due to  
tran sp o rta tio n  issues. B ecause  low  incom e residen ts 
are  m ore o ften  p ed estrian s , they  are m ore likely  than  
h igher incom e p eo p le  to  b e  hit by  a ca r an d  k illed  or 
hosp italized .

C ars are expensive , so in lo w er incom e areas th ere  is 
m ore tran sit use. In som e m etropo litan  areas it is m ore 
than  30%  h ig h er in  low  incom e areas th an  in the  region 
as a w hole. T here  are  often  h ig h er num bers o f  fam i
lies and  ch ild ren  in lo w -in co m e areas. T his also  has 
im p lica tio n s fo r tran sp o rta tio n  safety. A recen t report 
in C alifo rn ia  found  th a t b e in g  inside  a car, as an  o c 
cupan t, is the  nu m b er one lead in g  cause o f  death  for 
ch ild ren  u nder the age o f  seventeen .

T w o-paren t fam ilies now  
spend  tw ice  as m uch on 
ch ild ren ’s tran sp o rta tio n  
than  they  do on ch ild re n ’s 
health  care. I f  y ou  go to  a 
low  incom e com m unity  you  
w ill no t get a lo t o f  support 
a ro u n d  the idea o f  “w a lk ab ility ” the  w ay yo u  m igh t 
in upper m idd le class neighborhoods. B u t y ou  will get 
nodd ing  heads w hen y ou  talk  ab o u t how  lack o f  w a lk 
ab ility  affects th ese  com m unities. T he cha llenge is b e 
ing  ab le to  ta lk  ab o u t these  issues in w ays th a t m ean 
so m eth in g  to  each com m unity .
A case  study will illu stra te  concep ts  th a t can be  im p le 
m en ted  in o rd e r to  b e tte r invo lve low  incom e co m m u 
nity  m em bers. T he 16th S treet B ay  A rea R ap id  T ransit 
(B A R T ) station  is lo ca ted  in San F ran c isco ’s M ission

neighborhood . T he area has a m ix o f  incom es, b u t is 
p red o m in an tly  low  incom e. A ro u n d  the  station  there 
have been  serious p ro b lem s w ith  drug  dea ling  and  
p rostitu tion . A lthough  the  area w as genera ting  m ore 
riders than  m any o th er s ta tions on the  B A R T  system , 
the  station  i ts e lf  w as no t b e in g  used, due to  its rep u ta
tion  fo r illegal ac tiv ities.

C om m unity  concerns had  gen e ra ted  p iecem eal so lu 
tions. P lan ters  w ere  filled  w ith  concrete  to p rev en t the 
h id ing  o f  drugs in the soil. F en cin g  and  b arrie rs  had 
m ade the  area no t on ly  unattractive , b u t m ore unsafe 
than  before . C om m uters d id n ’t use the  station  a fte r 5 
pm  as the  station  w as w ell know n to  be  a dangerous 
p lace  to  be in the  even ing .

T he U rban  E co logy  g roup  w as in v ited  to  facilita te  a 
com m u n ity  in v o lv em en t p ro cess  in o rd e r to  com e up 
w ith  design  so lu tions th a t w o u ld  m ake th e  station  m ore 
user-friend ly  and  less o f  a hub fo r crim e. U rban  E co l
ogy team ed  up w ith  a com m unity  partner, M ission  
H ousing , w hich  h elped  to  o rgan ize  ten an ts  as p a r tic i
p an ts  in p lan n in g  m eetings. M ission  H o u s in g ’s ex is t
ing  re la tionsh ip  w ith  the  com m unity  h elped  to  invo lve 
m ore p eo p le  than  w o u ld  have been  p o ss ib le  w ithou t 
them .

T he first m eetin g s he ld  in the n e ig h b o rh o o d  w ere  to 
see w ha t the residen ts  p e rce iv ed  as the  p ro b lem s w ith

the  16th S tree t sta tion  area. 
F o cu s g roups w ere co n 
v en ed  at the  youth  cen te r 
an d  at sen io r cen ters in 
o rd e r to  b e tte r understand  
the  com m unity .

Tw o w orkshops w ere held  
to  w alk  residen ts  th rough  the  design  p ro cess , help ing  
them  to develop  so lu tions to the p ro b lem s identified . 
D uring  the first w o rk sh o p  tim e w as in v ested  in find ing  
com m on  g ro u n d  am o n g  the  p artic ip an ts , and  a m ission  
s ta tem en t w as crafted , w hich  w as referred  b ack  to  o f
ten  in the  w orkshop . S eparated  in to  sm aller g roups, 
residen ts  b ra in sto rm ed  design  so lu tions using th ree  d i
m ensional m odels.

K a iU /v U v titm . Z O O S
116

S a lt L a k e  C u

mailto:robcrt@urbanccology.org


A c c e s s  by D esig n

In  the second  w o rkshop , a lternatives w ere  c ritiq u ed  in  
o rd e r to se lec t e lem en ts tha t w ere  m o st desirab le . D u r
ing  the session  safety  w as m o re  tho rough ly  addressed . 
A t the conclusion , p re fe rred  a lternatives w ere  se lec t
ed.

S o lu tions to the s ta tio n ’s p ro b lem s w ere  d eve loped  u s
ing  the p re fe rred  a lte rna tives se lec ted  in  the w o rk sh o p  
p rocess. T he p laza  w as ac tiva ted , enab ling  a d iv er
sity  o f  uses and  users at d iffe ren t tim es o f  day. F ences 
and  b arriers  tha t b locked  s igh t lines w ere  elim inated . 
A m o re  w e lco m in g  desig n  w as created , w ith  am en i
ties like benches, steps fo r sitting , and  ad eq u ate  lig h t
ing. S pace w as inc lu d ed  fo r n ig h ttim e  p erfo rm an ces, 
vendors, and  p assiv e  uses in  o rd e r to  m ak e  the station  
seem  m o re  like a p laza  th an  ju s t  a tran sit station.

In  the  end, U rb an  E co logy  iden tified  th ree  keys to  
successfu l com m unity  en g ag em en t w ith  low  incom e 
residen ts . F irs t o f  all, re la tio n sh ip s  w ere  c reated  by 
p artn e rin g  w ith  com m unity  g roups. In  th is w ay, they 
w ere  ab le  to  b ring  in  p eo p le  w h o  o th erw ise  w o u ld  n o t

have fe lt com fortab le . It w as these re la tio n sh ip s  w ith  
com m u n ity  m em b ers  tha t m o tiv a ted  p eo p le  to  a ttend  
m eetings. Secondly , cred ib ility  w as im portan t, m ostly  
com in g  from  the good  rep u ta tio n  o f  the com m unity  
partners. T h e ir re la tio n sh ip s  h e lp ed  the com m unity  
take the p ro cess  seriously . Lastly , it is im p o rtan t to 
m ee t p eo p le  w h ere  they  are  at, w ith  th e ir language , 
w ith  th e ir location , and  w ith  th e ir identity . T hey  m ade 
sure to m ee t in  the com m unity , to  p ro v id e  ch ild  care 
and  tran sla tio n  serv ices fo r those  w h o  n eed ed  it, and 
m ad e  sure tha t everyone had  an  o p portun ity  to  express 
th e ir op in ion .

U rb an  E co logy  used  fo u r p rin c ip le  m eth o d s to  help  the 
com m unity  becom e inv o lv ed  in  the v isio n in g  and  d e
sign  p rocess. T hey  to o k  field  trips ou tside  the  co m m u 
n ity  to  get res id en ts  to  start th in k in g  ou tside  th e ir daily  
experience . T hey  show ed  th em  co m m unities w here 
d esig n  served  s im ila r need s, w h ich  w as m u ch  m o re  e f
fective  th an  try ing  to  exp la in  the p rincip le .

S econdly , they  w ere  ce rta in  to  s im plify  the p rocess. 
B y av o id in g  “p lan n er-ese” and  avo id ing  ja rg o n  that 
the resid en ts  w o u ld  n o t understand , they  w ere  ab le  to 
sim ply  and  effec tively  co m m u n ica te  w ith  partic ipan ts .

T hird , they  used  p h o to  sim u la tions and  th ree  d im en 
sional m o d e lin g  to  illu stra te  alternatives. In stead  o f  
ask ing  th em  to try  to  understand  a p lan  o r sec tio n  o f  
the p ro jec t, they  used sim u la tions and  m o d e ls  th a t w ere 
m o re  easily  u nderstood  by a w id e r aud ience.

L ast o f  all, they  to o k  o p portun ity  to  have p artic ip an ts  
tra in  one an o th er in  the  key  issues. W hen  resid en ts  
w ere  asked  to  exp la in  the v is io n  and  desig n  so lu tions 
to  each  o th er they  becam e m o re  fluen t in  the  co m m u 
n ity  p lan n in g  p rocess. T his n o t on ly  h elped  the 16th  
S tree t s ta tio n  p ro jec t to  p ro g ress , bu t w ill be  a benefit 
to  the com m unity  in  fu tu re  p ro jec ts.

P la n n e r s  in v o lv ed  c o m m u n ity  m e m b e rs  in  d ev e l
o p in g  d es ig n  so lu tio n s  to  c r im e  p ro b le m s  a ro u n d
th e  16 th  S tr e e t  s ta t io n . P hoto courtesy  o f  R obert Hickey.

R tu im iu tu m . 1 0 0 5 S a lt L a k e  C ity



It T a k e s  T w o t o  T a n g o

A lice  R o g a n , OCTA, Orange, California 
S te p h a n ie  V an ce , Center for Tranportation Excellence, 
Washington, D.C.
M ik e  T u rn e r ,  Regional Transportation District,
Denver, Colorado
H o w a rd  S te e re , Valley Metro Rail, Phoenix, Arizona

B uild ing  a successfu l tran sit p ro jec t requ ires co m m u 
n ity  support. B y invo lv ing  
the  p u b lic  early  in the  p la n 
n in g  p ro cess , p lan n ers  can 
he lp  b u ild  consensus in the 
com m u n ity  as w ell as id en ti
fy issues th a t m ay n o t have been  o rig in a lly  considered . 
P u b lic  in v o lv em en t can also  p ro v id e  valuab le  d irec tion  
fo r a successfu l tran sit-o rien ted  d ev e lo p m en t (T O D ). 
C ities across the na tion  are g a in ing  valuab le ex p e ri
ence w ith  o u treach  too ls th a t can exped ite  the p u b lic  
in v o lv em en t p ro cess  and  red u ce  com m unity  conflic t 
o v e r new  p ro jec ts.

B a l l o t  B o x  T a n g o
Stephanie Vance, Center for Tranportation Excellence, 
Washington, D.C.
Vancc@advocacyguiai.com

In som e w ays, a p u b lic  in itia tive  o r re feren d u m  is one 
o f  the  m ost d ram atic  form s o f  p u b lic  p artic ipa tion . 
T hey  can be co m p ared  to  a com m u n ity  “bak e  sa le” 
w ith  p ro ceed s go ing  to  tran s it p ro jec ts. A successfu l 
“ bake sa le” can p u sh  a tran sit p ro jec t rig h t th ro u g h  
to  construc tion , w hereas a d iv is iv e  p ro cess  w ill add  
m onths and  years to  d ev e lo p m en t p ro jec ts.

T he need  fo r local tran sit financing  is in creasin g  across 
the  country. T h ere  w ere a reco rd  n u m b er o f  local tran sit 
in itia tives p asse d  in the  2004  election . T hey  are p a ss 
ing in urban, ru ra l, and  suburban  ju risd ic tio n s , re g a rd 
less o f  p o litica l lean ings. In 2005 and  2006  th ere  are 
m ore than th irty  co m m u n ities  w ith  tran sit in itia tives on 
the  ballo t. It is becom ing  a h ig h er p rio rity  in co m m u 
n ities across the n a tio n  to  have com plete  and  efficien t 
tran sit system s. O ne w ay th a t the  p u b lic  can express 
th is is th ro u g h  the  p assin g  o f  a tran sit in itia tive  to  fund  
n ew  p ro jec ts.

G e ttin g  an in itia tive  p assed  can be a g ru e lin g  p ro cess 
i f  the  p u b lic  is n o t b eh in d  the  b ill. W ith th a t said , here 
are the top  ten ideas fo r gain ing  com m unity  su p p o rt for 
tran sit in itia tives:

10. It m ust be  all ab o u t p eo p le , n o t th ings. Focus your 
efforts on how  the  new  p ro jec t w ill he lp  peop le . D o n ’t 
focus too  m uch  tim e on the  “ th in g ” th a t is go ing  to  be 
built, b u t how  it w ill a ffec t the  p eo p le  in the reg ion .

9. Show  the  p u b lic  w h a t’s in it fo r them . B e as sp e 
cific as p o ssib le , and  sh o w  
the  p u b lic  c learly  how  they  
w ill p e rso n a lly  benefit from  
the  new  pro jec t.

8 . R each  o u t early  and  often  to  the  m ost a ffec ted  co m 
m unities. D o n ’t av o id  con troversy , b u t try  to  neu tra lize  
it. Seek o u t the  g roups th a t y ou  th ink  will op p o se  the 
in itia tiv e  and  try  to  g e t th e ir su pport very early  in the 
p rocess.

7. U n d e r p ro m ise  and  o v er deliver. P eo p le  w an t accu 
ra te  ideas on w ha t the  p ro jec t is go ing  to  co st and  w hat 
th e y ’ll get ou t o f  it. It is m ore effec tive  to  tell p eo p le  
they  are ge tting  less and  ac tua lly  g ive  it to  them  than  to  
p ro m ise  them  m ore and  n ev e r deliver. I t’s w onderfu l i f  
y o u  can do m ore than y ou  p ro m ised , bu t i f  y ou  p ro m 
ise too  m uch  and  p eo p le  are d isap p o in ted , they  will 
rem em b er th a t the n ex t tim e y ou  ask fo r th e ir support.

6 . B u ild  coa litions th a t can d e liv e r y o u r m essage to  
d iffe ren t groups. D ifferen t p eo p le  listen  to  d iffe ren t 
sources to  d eve lop  th e ir op in ions. F o r exam ple , som e 
p eo p le  listen  to  th e ir re lig io u s leaders befo re  fo rm ing  
an op in ion , and  o thers listen  m ore to  env ironm enta l 
g roups o r p o litica l leaders. It is im p o rtan t to  have  your 
cause  su p p o rted  from  various g roups w ith in  the  co m 
m unity.

K /u U n /iw tta n . 2 0 0 5
118

S a lt L a k e  C ity

mailto:Vancc@advocacyguiai.com


It T a k e s  T w o t o  T a n g o
5. U n d erstan d  y o u r popu lation . T he p o p u la tio n  in a 
g iven  area w ill con ta in  v ario u s levels o f  su pport ran g 
ing  from  “die hard  su p p o rters” to  “d ie hard  c ritic s .” It 
is im p o rtan t to  ta rg e t the m idd le  o f  the  sp ec tru m  and 
g et th e ir support. It is usually  a w aste  o f  energy  and  
resou rces try in g  to  co n v in ce  the p eo p le  w ho  w ill o p 
p o se  regard less o f  the p ro jec t details . S pend  y o u r tim e 
an d  m oney  on those  w h o  are u n dec ided  o r “g e ttab le” 
opponen ts.

4. D o n ’t le t the critics  get yo u  dow n. R em em b er th a t 
y o u ’re p ay in g  m ore a tten tion  to  th em  than  m o st o f  the 
p u b lic . S om etim es resp o n d in g  to  critics can ac tua lly  
m ake th e ir issues m ore heard  than  sim ply  tak in g  no 
ac tion  at all.

3. Y our w o rd  is y o u r bond . E veryone d ea lin g  w ith  the 
cam paign  m ust w orry  ab o u t accoun tab ility , from  the 
agency  as a w hole , to  in te re st g roups, to  ind iv idual 
spokespeop le . A  w e ll-ea rn ed  repu ta tion  w ill be p ric e 
less in fu tu re  com m unity  p ro jec ts.

2. T ake o f f  the b linders. R em em b er th a t the p ro jec t is 
a very  sm all p a r t o f  the actual daily  lives o f  the av e r
age citizen . It is on ly  w hen  y ou  are tho rough ly  sick o f  
send ing  the  sam e m essage  o v er and  o v er th a t y o u ’ll 
sta rt to  see results.

1. E veryone know s th a t tran sit rocks, so use it to  your 
advan tage! W hen it com es to  tran sit it d o e sn ’t m atter 
w h a t y o u r po litica l a lig n 
m ent, age, re lig ion , or 
incom e level, p eo p le  are 
show ing  m ore an d  m ore 
th a t they  are w illin g  to  pay  
to  get o u t o f  traffic jam s, 
an d  m ake co m m u tin g  eas
ier. U se th is b ro ad  g roup  to 
d ev e lo p  a b road  base  o f  d e 
v o ted  tran sit supporters.

A  successfu l tran sit in itia 
tive no t only  funds a new  
p ro jec t, b u t can increase  
p u b lic  aw areness o f  tran s
p o rta tio n  issues. U se the 
tim e th a t you  are  w o rk in g  
on the  in itia tive  to  educate

the  p u b lic  and  m ak e tran sit p a r t o f  the  co m m u n ity ’s 
ong o in g  d iscourse .

O v e r c o m i n g  G o v e r n m e n t a l  D i s t r u s t
Mike Turner, Regional Transportation District,
Denver, Colorado 
niike.tumer@rtd-denver.coni

D e n v e r’s 1-70 E ast C o rrid o r p ro jec t includes h ighw ay 
im p ro v em en ts  as w ell as a new  rap id  tran sit line from  
D en v er to  the D en v er In ternational A irport. M any 
governm ental agencies are invo lved , in c lu d in g  the  R e
gional T ran sit D istric t, the Federal T ran sit A d m in is tra 
tion , D en v er R egional C ouncil o f  G overnm en ts, the 
A rm y  C orps o f  E ng ineers, and  the  Federal E m ergency  
M an ag em en t A gency . T he p ro jec t is especia lly  ch a l
len g in g  because  the co m m u n ities  inv o lv ed  are p rim ar
ily low -incom e, m inority  co m m unities  w ith  a h istory  
o f  governm ental d is tru st s tem m ing  from  the w ay p re 
v io u s p ro jec ts  have been handled.

T he 1-70 p ro jec t is being  used as a case  study to  an a 
lyze the effec tiveness o f  com m unity  im p act a sse ss
m ents, d ea lin g  especia lly  w ith  issues o f  env ironm enta l 
ju s tic e . T he orig inal construc tion  o f  1-70 sp lit m any  o f  
the  co m m unities along  the  co rrid o r in tw o, and  there 
w ere  m any  con d em n atio n  issues the  d ev e lo p ed  from  
the  orig inal p ro jec t. T he ch a llen g e  o f  the  new  East 
C o rrid o r p ro jec t w as to  ov erco m e the  deep ly  roo ted  
com m u n ity  d istrust.

D e n v e r ’s 1-70 p ro je c t  h e ld  b lo c k  m e e tin g s  to  a d 
d re ss  c o m m u n ity  c o n c e rn s . Photo courtesy o f  Mike Turner.

Several p rin c ip les  w ere 
found  to  be keys to  o v er
com ing  distrust. You m ust 
b u ild  on ex is tin g  re la tio n 
ships, inc lude  everyone, 
co n tac t the p u b lic  early  
and  o ften , be com m itted , 
ask fo r o p in ions in stead  o f  
te llin g  th em  w h a t yo u  th ink  
the issues are, and  p ro v id e  
low -tech  so lu tions. T he 
last o f  these  p re sen ted  a 
cha llenge. S ince the co m 
m u n ities  w ere  p rim arily  
low  incom e, m ost p eop le  
d id n ’t ow n co m p u ters so a
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web site wasn’t enough to keep people informed. They 
found that flyers and mailings were the preferred meth
od o f communication.

The project organization worked to “brand” the proj
ect early in the process. Advertisements were located 
inside the community to develop familiarity with the 
project. They also had representatives wear yellow 
shirts with the project logo any
time they were in the communi
ty, This developed familiarity in 
the community that if  someone 
was handing out flyers or doing 
surveys in a yellow shirt they 
knew that they were working on 
behalf o f the 1-70 project.

Individuals from the community 
were given jobs as “outreach in
dividuals,” receiving pay to pro
mote community involvement 
in the project. The outreach 
individuals were given training 
on going from house to house to 
talk with community members.
The training included common 
methods in going “door to door,” 
ethnic courtesies, as well as information on the histo
ries o f the neighborhoods. They were also trained in 
losing the “technospeak” in order to make the project 
issues understandable to all.

W henever possible, bilingual teams were paired to go 
door to door with a questionnaire. They discovered 
major community concerns and educated them on the 
project’s goals. They also invited community members 
to upcoming project meetings.

The first series o f meetings were block meetings. These 
were more intimate meetings hosted by a neighbor in 
a backyard or park, o f no more than 15 people. Issues 
that the block was concerned with were discussed, and 
meals and translation were provided.

Next were neighborhood meetings, with up to 120 in 
attendance. Flyers were distributed to make the com
munity aware o f the meetings. Food, translation, and

child care were all provided. During these meetings 
larger neighborhood issues were discussed.

The final series o f meetings were corridor-wide meet
ings. These were the largest meetings, with up to 250 
participants. Newsletters, flyers, and advertisements 
were all used to publicize the meetings. These meet
ings were intended to bring together all perspectives in

an open and dynamic meeting.

Project organizers learned that 
client support was an abso
lute must. Wider support sig
nificantly reduced the level o f 
acrimony during the planning 
process. They also worked to 
eliminate agency bias and re
duce team hierarchy. They 
found it was essential that they 
engage people in the project, 
treating them with respect as 
they developed open communi
cation channels. The methods 
that they developed during the 
1-70 project have set a prece
dent that will be used for other 
studies in order to improve the 

state o f government trust throughout the country.

Phoenix’s Valley Metro Rail
H ow ard Steere, Valley Metro Rail, Phoenix, Arizona 
h s t e ere@ val 1 eym e tro. org

The Phoenix, Arizona region is the fastest growing 
region in the United States with more than 100,000 
new residents each year. The population is expected to 
double in the next thirty years, and that growth has and 
will continue to put added pressure on the transporta
tion system. As new people move to the outskirts of 
the valley, vehicle miles traveled increases much faster 
than population, and the number o f new vehicles on 
the road will also increase faster than the population. 
Part of the solution to this problem is a light rail line, 
called Valley Metro Rail (VMR), Light rail is being 
developed as a regional solution to address growing 
transportation challenges.

Community members were hired by 
Denver’s 1-70 project to work as commu
nity outreach representatives. Photo courtcsy  o f
M ike Turner.
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Transportation infrastructure has not kept pace with the 
growing Phoenix population. Within the next twenty 
years travel speeds on the freeways and arterial roads 
will be reduced to less than half o f current speeds. Al
though Phoenix is the 16th largest region in the United 
States, its transit system ranks 34th in size.

Phoenix’s Valley Metro Rail system is the result of 
years of work to improve the transit system in the
region. Photo courtesy  o f  H ow ard Stccrc.

Over the past decade there have been a number o f ini
tiatives to try to address Phoenix’s transportation prob
lems. In 1989 was the ValTrans proposal. This was a 
regional election, proposing major improvements to 
transit, including 40-50 miles o f elevated light rail. 
This was definitely too much too soon, and was sound
ly defeated.

In 1996, Tempe was the first to lead the way by suc
cessfully passing a transit referendum. In 1998, Mesa 
passed a Quality o f Life tax, which was not a dedicated 
transit tax, but also pays for the arts, an aquatic center, 
and other amenities. In March 2005, Phoenix passed 
Transit 2000. These elections provided the revenue 
needed to pay for the Valley Metro Rail project and 
other transit improvements.

The initial 20-mile VMR line stretches through the 
heart o f Phoenix and Tempe, and ends about a mile into 
Mesa. The route follows the valley’s highest traveled 
corridor through the urban core. This corridor needs 
increased transportation capacity, but it’s expensive or 
impossible to do road widening. There are 18 stations

in Phoenix to serve the many destinations and employ
ment centers along the route. There are 9 stations in 
Tempe and Mesa.

VMR has launched a massive community outreach 
campaign that includes various personal meetings with 
community members, businesses, and stakeholders, as 
well as community events, telephone hotlines, e-mails, 
and online surveys. There are four major elements to 
V M R’s outreach plan. They are communication, op
erations, marketing assistance, and staffing.

Communication is essential to any community involve
ment project. VMR established a 24/7 project hotline 
where concerns could be voices and information about 
the project could be discussed. The public was made 
aware o f street closures through email, website infor
mation, as well as by hand-delivered flyer. Periodic 
construction update meetings were held, and a com
munity advisory board (CAB) was established for each 
section o f the project. CABs are designed to provide 
input on contractor community relations and serve as a 
voice for the community. CABs can also give bonuses 
to contractors for minimizing community impacts and 
doing a good job. They serve as the voice o f the com
munity during construction, and attend monthly con
struction review meetings.

Operations is the second element o f the outreach plan. 
Signage and traffic circulation was a major consider
ation from the beginning. Access was maintained to 
all buildings along the construction line at all times in

order to not impair businesses. With 3,500 businesses 
along the 20-mile route, VMR aimed to assist them in 
whatever way possible during the construction phase 
o f the project.
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Marketing assistance was also a consideration during 
the project. Business promotions were made to en
courage people to continue to patronize businesses in 
the construction zone, even if  it was temporarily less 
convenient. A light rail 
discount card was pro
duced with a directory 
o f businesses along the 
route. Contractors and 
staff employed by VMR 
were also encouraged 
to patronize businesses 
along the corridor. Busi
ness owners from other 
cities who had experi
enced light rail construc
tion were also brought in 
to discuss issues facing 
those along the VMR 
alignment.

Staffing is the fourth element in the Outreach Plan. In 
order to facilitate public involvement in the process, 
five “community outreach coordinators” were hired, 
each o f which is assigned to a specific section o f line. 
Their job is to handle community concerns that arise 
around their designated track section. Two business 
outreach specialists were hired, as well as four public

involvement specialists to administer the community 
advisory board program.

during the outreach pro
cess. There is a poor 
public understanding 
of the agency’s role in 
the project, as well as 
the city’s responsibili
ties. Communication 
between VMR and the 
partnering cities has 
been challenging as 
well. Overcoming the 
“us vs. them” mental
ity has also been d if
ficult. Partnering ses
sions with each o f the 

participating cities were 
established in order to 
develop a more coop-

Building a light rail system is a long and complex pro
cess. The Valley Metro Rail project has been a long 
time in coming, but is something that is sorely need
ed in the Phoenix region. The project is currently on 
schedule and should be operational in 2008.

Several issues have come up

Valley Metro Rail launched a media campaign across 
the Phoenix region to increase awareness of the new
transit project.. Photo courtesy  o f  H ow ard Steere.

erative relationship.
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Colorado’s Fastrack’s Story: 
Connecting TOD to Community

Katherine Perez, Transportation and Land Use 
Collaborative of Southern California, Azusa, California 
Bill Sirois, Regional Transportation District,
Denver, Colorado
Rosemary Rodriguez, Denver City Council,
Denver, Colorado
Micki Kaplan, City of Boulder, Colorado

Fastracks
Bill Sirois, Regional Transportation District, Denver, Colorado 
bill. sirois@rtd-denver. com

In November o f 2004, citizens in the Denver area initi
ated by referendum the construction o f one o f the most 
exciting transit systems a metropolitan region has ever 
seen in this country. The FasTracks development in
corporates light-rail, commuter rail, and bus rapid tran
sit into a comprehensive program that will service sev
eral corridors throughout 
the Denver metropolitan re
gion. These corridors will 
be built concurrently, with 
anticipated completion by 
2016.

The FasTracks project incorporates light 
rail, commuter rail, and bus rapid transit into 
a comprehensive program that will service 

several corridors throughout the 
Denver metropolitan area.

units, retail, office space, and parks within walking dis
tance o f a station.

In the Denver region, TOD coordination cannot be j ust 
one person or one m unicipality’s job. On such a large 
project, there are many municipalities, citizens, and 
professionals involved in making TOD happen.

D enver’s Regional Transportation District (RTD) has 
been focused on educating voters and municipalities 
on the benefits o f transit. Their focus is now changing 
to construction and development around new transit 
lines. This changes the relationship between RTD and 
municipalities. During the ballot process RTD had to 
present the plan it had for the citizen’s approval and 
now RTD and involved municipalities have to go back 
to square one in planning for TOD. Usually RTD de
fers the TOD process to local governments because 
they have land use powers, but RTD is a concerned 
land owner as well and thus has a role in TOD.

The main concern RTD is dealing with now is how 
to bring about successful TOD partnering with local 
municipalities. RTD is particularly interested in devel

oping a tracking system to

j

The development o f a transit system on such a large 
scale provides some unique opportunities for plan
ners, developers, and citizens. The transit lines may 
spur new growth in the areas through which they pass. 
Though this has the potential for adding to the fabric 
o f the communities around the corridors, many stories 
can be told o f previous transit projects that have torn 
apart neighborhoods and divided communities, deeply 
scarring the urban social fabric. Many in the Denver 
region hope that a focus on transit-oriented develop
ment (TOD) around the new transportation system will 
not only prevent dividing communities but will build 
stronger, more sustainable communities.

TOD is a new breed o f mixed-use development intend
ed to increase vitality by providing more activities in 
one area around a transit stop. In many cases, TOD 
includes a mix of medium- and high-density housing

show how FasTracks influ
ences TOD in the Denver 
region.

The public is somewhat 
interested in TOD but has 

also been skeptical, so TOD growth is not yet an effec
tive marketing angle for selling the new transit lines. 
There is still sizeable interest that is generating many 
TOD proposals from developers and concerned citi
zens. This enthusiasm was the reason for undertaking 
a project to include TOD, despite the risks involved in 
this type o f development.

West Corridor
Rosem ary Rodriguez, Denver City Council, Denver, Colorado 
rosemaiy.rodriguez@ci.denver.co.us

The West Corridor o f the new system includes four 
transit stops, two o f which are designed to be “walk- 
up” stops that are more community-friendly. The com
munities affected are mostly Latino, and residents are 
often from lower-income households. Almost 40% of 
those living in the area already use transit regularly.
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Colorado’s Fastrack’s Story:
In neighborhoods such as this, TOD should be corn- 
munity-serving, rather than commuter-serving. As 
such, it is essential to include a significant amount of 
green space in the TOD design as the neighborhood is 
presently lacking in open space and public parks. The 
stations on the West Corridor will almost certainly be 
used heavily, and for that reason, they deserve to be 
focal points for the community rather than part o f a

dividing rail line. TOD around the stations must inte
grate into the community without displacing the com
munity.

Sheridan Station is located on the West Corridor in a 
community where a large portion o f the housing is con
sidered blighted and the area density is low. Though 
the city isn’t buying land in this area, those who have 
bought land are leasing it to developers for a dollar a 
year to stimulate growth in the community. It seems

Connecting TOD to Community
that much can be done to influence development by ac
commodating the development community in this and 
other ways. Also, there is a real opportunity to work 
with the housing authority for the two stations located 
in these neighborhoods. For these areas, TOD may 
well be the beginning o f re-growth in these neighbor
hoods.

Boulder
Micki K aplan, City of Boulder, Colorado 
kaplanm@ci.boiilder.co.us

With 50,000 commuters and 100,000 residents, Boul
der is experiencing an imbalance o f external workers 
to residents. Boulder has also been losing tax revenue 
for the past five years as businesses have left to relo
cate outside the city. Boulder’s industries are gener
ally high-tech, but its population also includes 30,000 
students. Affordable housing in Boulder is in short 
supply. Given these pressures, Boulder is looking to 
transform the 11 acre area around the new transit sta
tion into a transit village compatible with these needs, 
including housing, retail, and open space.

Boulder has purchased the land and has funding for 
building the first phase on three acres. The next phase 
includes affordable housing on the remainder o f the 11 
acres. This housing is also intended for the elderly as 
more and more retired people arrive in Boulder. Land 
may be purchased through financing with block grants 
through the local housing authority. This is much more 
achievable when transit agencies and housing authori
ties work together.

The next few years will be challenging as the Fastracks 
project gets underway. The successes and failures of 
the project can serve other regions that are seeking 
to develop more wide-scale transit systems to inform 
their own decision making. RTD anticipates that as 
TOD is built along the new system, the support for 
TOD will increase, and the market will drive future 
development and spur additional smart growth in the 
Denver region.
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M a r k e t i n g  C a m p a i g n s

Kim Duncan, TriMet, Portland, Oregon 
Tim Healy, Sound Transit, Seattle, Washington 
Alan Matheson, Envision Utah, Salt Lake City, Utah 
Maria Garcia Berry, CRL Associated, Denver, Colorado

Envision Utah
Alan M atheson, Envision Utah, Salt Lake City, Utah 
amatheson@cuf-envision.org

Envision Utah is a non-profit, non-partisan organiza
tion, created to bring the public together in partner
ships. Envision Utah attempts to address growth chal
lenges and aid in the implementation o f a common 
vision.

The approach to communication is different for Envi
sion Utah as a non-profit, due to some practical as well 
as political restraints. W hen first organized in 1997, 
the atmosphere regarding community planning was 
much different than it is today. Envision Utah was ac
cused o f having many ulterior motives, and the topic 
o f public transit was not openly discussed. Today the 
climate has changed in Utah regarding growth, and 
Envision Utah’s vision is discussed regularly in local 
political campaigns.

Envision Utah felt that the government was not effec
tively addressing growth issues, and it was decided that 
a grassroots approach was best to bring attention to se
rious problems in the region. Several workshops were 
held in order to develop tools to promote support of 
quality growth. Increased 
transit mobility and transit 
choices were determined to 
be critical elements in fu
ture growth plans.
Communicating Envisions Utah’s goals to the public 
has been challenging. As it has no authority to change 
public policy, Envision Utah m ust work through per
suasion and public education. Wirthlin Worldwide, a 
research agency, was involved to evaluate the values 
o f the people living in the region, in order to deter
mine how to best communicate common ideals. With

an annual marketing budget o f only $150,000, Envi
sion Utah’s relationship with the media was been key 
to getting the message out. The media has responded 
positively throughout the process, and Envision Utah 
has gotten a lot o f free publicity through media cover
age. The Governor’s 
Growth Summit was 
even aired by every 
media network dur
ing primetime, add
ing greatly to the vis
ibility o f the Envision 
Utah organization.

In 2000 Envision 
Utah became in
volved in a cam
paign to pass a ref
erendum to increase 
sales tax in order to Envision Utah actively 
pay for transporta- pursued public involvment 
tion improvements. in planning process.

. ,  . . . Im age cou rtesy  o f  A lan  M atheson.
Although they were
not allowed to campaign directly for the passing o f the 
referendum, they focused on educating the public on 
how their choices would affect the future o f their re
gion. When the referendum passed, Envision Utah was 
largely credited for the success o f the effort.

In 2004 a new transportation campaign was begun 
to influence elected officials to support investment 
in transit choices. Envision Utah was given reduced 
media rates, which helped immensely. They produced 
several guest opinion pieces in support o f transit op
tions, as well as a 30-min documentary shown on tele
vision. The documentary focused on the future in order

to show the public how the 
priorities they made today 
would influence how they 
would live in the future. 
Several popular past public 

investments were identified, such as the Salt Lake In
ternational Airport and 1-15, and viewers were encour
aged to contact their elected officials to show support 
for investment in other public projects.

Wasatch Choices 2040 is a recent campaign that Envi
sion Utah has worked on to develop long-range plans

( Envision Utah has found that it is 
essential that they speak to people’s 

values and their community’s history. )
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for the region. The main purpose o f the campaign was 
not to change public policy as much as it was to in
crease the level o f public involvement. They met with 
mayors and city administrators from over 60 munici
palities in the state, and individualized letters were sent 
out by the m ayor’s offices to invite participation by the 
public in a series o f workshops. Invitations were also 
sent out in water bills and local newsletters. In the end 
they had more than 1000 people to the public work
shops. Most participants reported that they attended 
due to the personalized letter from their mayor.

Envision Utah has found that it is essential that they 
speak to people’s values and their community’s his
tory. Everyone is interested in living in a quality com
munity, but it takes some education in order to help the 
public understand how their choices today can affect 
the quality o f their communities in the future.

“Spending Too Much Time in Your Car?”
Tim Healy, Sound Transit, Seattle, Washington 
healyt@soundtransit.org

Seattle’s SoundTransit system offers regional trans
portation services to four counties in the Seattle metro
politan area. Being a relatively new agency, they have 
a need to establish a recognizable brand and to build 
awareness o f their services.

Using information from the Claritas Corporation, 
SoundTransit analyzed the market in the Seattle region 
in order to focus their efforts on a specific target audi
ence. By analyzing specific demo
graphic, lifestyle, and media use 
habits they were able to identify the 
“lifestyle clusters” that were most 
likely to respond to a new transit 
campaign. Five groups were iden
tified that are regular transit users.
These groups include the urban 
“up and comers,” the “struggling 
metro mix,” the “urban singles,” 
the “metro singles,” and those who 
have fallen on “difficult times.”

The Claritas Corp. study also iden
tified fifteen groups as a secondary

market. This market does not have to use public transit, 
but can be influenced by media to do so. SoundTransit 
chose to gear their marketing to the secondary market 
as the primary market was more likely to rely on tran
sit without media influence.

SoundTransit’s approach to marketing to this second
ary market was to cut through the “clutter” o f adver
tising by using humor. They wanted to avoid lecturing 
the public on why they should be using transit, but in
stead highlight the benefits o f choosing to use transit. 
They focused on the comfort o f public transit, conges
tion avoidance, time savings, low level o f stress when 
using transit, and the lower cost as compared to driv
ing. During the advertising campaign, they found that 
the cost o f the commute was the least appealing to the 
public, but that time savings from not being in conges
tion was most important to this market.

An advertising agency was hired that was good at hu
mor and would come up with creative advertising. The 
agency created ads that showed how trapped people 
felt while sitting in their cars during peak congestion. 
In the latest campaign they focused on the humorous 
results o f people being stuck in their cars for long pe
riods o f time. The ads have been placed on billboards 
around the city, as well as in newspapers and direct 
mail. SoundTransit has also paid to sponsor traffic re
ports in order to target those most interested in saving 
commute time. Another type o f advertising that has 
been successful has been “in your face” advertising on 
gas pumps.

SoundTransit’s marketing campaign focused on the time consumed by
traffic congestion. Photo courtesy  o f  Tim Healy.
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SoundTransit has also found success in sponsoring 
sporting events. They have found that if  they encour
age people to take a “one-time'’ trip to a baseball or 
basketball game in the downtown area, they are more 
likely to try it out on a weekday for their commute.

The results o f SoundTransit’s recent campaigns have 
been increasingly positive. Ridership on the transit 
system in the region has consistently increased, and 
awareness and approval o f the public transportation 
has increased throughout the region.

Denver’s Fastracks
M aria  G arcia B erry, CRL Associated, Denver, Colorado 
glondon@crlassociates.com

The Regional Transportation District (RTD) serves a 
seven county area in the Denver region. W hen it was 
created in 1970 by the legislature, RTD was given tax 
authority. They have tried since 1973 to raise the sales 
tax in order to fund public transportation, but their first 
victory came in 2004.

The Denver area is politically divided, with equal parts 
Democrat, Republican, and Independent. In order to 
pass any referendum, it is essential that you create a 
coalition with at least two o f these voting blocks. RTD 
proposed their new “Fasttracks” system, which was a 
bold new addition o f 119 miles o f transit to their ex
isting system, with a cost 
o f more than $4.6 billion, 
the largest transit only ini
tiative Colorado had ever 
seen. They certainly needed 
to understand the voters in 
order to pass the proposal.

A “transit alliance” was created o f elected officials and 
members o f the private sector with the goal o f educat
ing the public on the effects o f public transit. A poll 
was done in June o f 2002 to gauge the appetite in the 
region for more transit. By 2003 they developed a tar
geted profile o f the group that would be most opposed 
to the idea o f new transit investment. The profile they 
created was o f a male between the age o f 40 and 65. He 
was more likely to vote Republican, was a suburbanite, 
and did not currently have access to transit.

RTD held 27 focus groups in 18 months, and tried to 
pinpoint the general opinion o f the public on transit. 
The most fervent supporters had more education and 
more disposable income. These people were most in
terested in the increase in property value that would 
be felt from adding transit. The women in the focus 
groups largely felt that the proposed additions to the 
transit systems should have happened ten years previ
ous, which was a similar opinion found in most o f the 
conservative voters in the groups.

In the focus groups, those who had lived in Denver less 
than ten years, had a college degree, had disposable 
income, and had many transportation choices loved 
and supported the initiative to expand the transit sys
tem. Those who were native to Denver and had fewer 
choices in transportation strongly opposed the aggres
sive plan to expand transportation systems.

It soon came out that the governor o f Colorado was 
going to strongly oppose the Fastracks initiative. He 
wanted to construct the system one quarter at a time 
instead o f planning for the entire system at once. In 
polling and focus groups it was found that residents 
wanted the transit to come on-line sooner rather than 
later. A coalition was built with 31 mayors in the Den
ver region who came out in support o f the proposal. 
During focus groups, residents expressed the feeling 
that the mayor o f Denver, who was highly popular in

the metro Denver area, had 
much more influence on 
their opinion than the gov
ernor o f the state. When 
this mayor expressed sup
port for Fastracks, many 
residents supported the 
initiative.

Another obstacle that the backers o f the Fastracks ini
tiative had to overcome was the fact that 2004 was 
a major election year. They needed their initiative to 
stand out on the ballot for residents to pay attention to 
it. Not only was Colorado a swing state in the presiden
tial election, but they also had an open senate seat, both 
o f which were hotly contested races. As a result, the ra
dio stations tripled their advertising rates, which made 
radio spots unaffordable to the Fastracks promoters.
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They held a petition drive to get the issue on the bal
lot, and placed adds on newspaper websites in order 
to reach younger voters who were less likely to buy a 
newspaper, but who would read the news online. In 
March o f 2004 a community outreach program was 
begun. They discovered that very few people under
stood what Fastracks was, 
and were initially opposed 
to it due to their lack of 
understanding. When the 
public understood the com
plete nature o f the plan, they 
strongly supported it.

During the outreach program, the public expressed the 
feeling that rail felt upscale and highly attractive. The 
opposition to the proposal said that it was too big and

too fast. The majority, on the other hand, thought that 
the 12 years o f the plan was too long.

In the end, the initiative won by more than 15% of the 
vote. Surprisingly, the least supportive communities 
were the transit dependent communities. Conserva

tive Republican groups 
were quite supportive of 
the initiative. During the 
entire process RTD found 
that there are many myths 
about who will or will not 
vote for transit, but that 

those myths can be shattered and a successful initia
tive can be passed with the right groups supporting the 
cause.
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Partnering with the Community

Jose Martinez, Orange County Transportation Authority, 
Orange, California
Ted Nguyen, Orange County Transportation Authority, 
Orange, California
Tomika Hughey, Washington Metropolitan Transit Authority, 
Washington, D.C.
Bill Knowles, Utah Transit Authority,Salt Lake City, Utah

Surfing for Community Support in the O.C.
Ted Nguyen, Orange County Transportation Authority,
Orange, California 
tednguyen@oeta.net

Orange County has been working for a long time to 
build a mass transit system. The proposed system is 
called CenterLine, and includes a 9-mile starter line, 
with 87 miles o f total rail in the master plan. This net
work has never really taken off. H alf o f the funding 
was to come from Orange County’s Measure M, a 
voter approved transportation package from 1990. The 
other main source was to be federal funds, but the proj
ect didn’t receive the anticipated funds. In the end, the 
board o f directors decided to put the project on hold, 
and it has since been converted into a bus rapid transit 
(BRT) project.

Planners attribute this conversion to BRT to lack o f 
public support for the light rail plan. Several factors 
influenced this lack o f support. First o f all, all deci
sions need to remain local 
decisions. When citizens 
feel like someone else is 
forcing a decision on them, 
they resist. Second, the tim
ing also needs to be right. Southern California had just 
completed a large scale renovation o f its freeway sys
tem, so the people didn’t see the need for mass transit. 
Additionally, within a project, the leader has a tremen
dous impact. A dynamic and visionary leader goes a 
long way in making a project work.

Because public works projects are so expensive, most 
o f them need federal government funding in order to 
be built. The money they’d counted on for the Orange 
County light rail network to be built ended up being

allocated somewhere else, leaving the project high and 
dry. Any project needs support from the state’s fed
eral delegation in order to get what needs to be done 
in Washington D.C accomplished. The last factor is 
community outreach. This outreach should be as well 
engineered as the project design itself, if  not more so. 
Without a well planned outreach, the best design in the 
world won’t get built.

Orange County’s light rail system was changed to 
a bus rapid transit line, due to lack of sufficient
funding. Image courtesy o f  Ted Nguyen.

The planners o f Orange County discovered that the me
dia can be a powerful tool. As they sought for public 
participation, they broadcast details about a “Extreme 
Traffic Makeover” contest. By getting the public in
volved, it let them know that their opinion was valued. 
The contest helped people understand that the plan
ning/transit commission truly did want to help them 
and fix the neediest projects. With what they learned 
from the contest, the planning commission was able to 
know what transportation problems were the worst.

After fixing the most fre
quently cited problem, the 
commission was able to fo

cus on the other projects with the highest impact and 
lowest costs. Because o f the outreach, people were 
more aware o f the efforts o f the planning committee 
and gave more support to it.

Planners in the county have learned the importance o f 
community outreach, and have seen success in focus
ing on community involvement. Support for transpor
tation renewal projects has increased, and planners 
continue to ask for public input on their future plans, 
in order to ensure that they have the community’s best 
interests in mind.

By getting the public involved, it let them
know that their opinion was valued.

L__  ___J
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Partnering with the Community
A Model in Community Outreach: 
Planning for the Anacostia Streetcar Project
Tomika Hughey, Washington Metropolitan Transit Authority, 
Washington, D.C.

Salt Lake’s TRAX University Line
Bill Knowles, Utah Transit Authority, Salt Lake City Utah

thughey@wmata.com

The Anacostia Streetcar Project was initiated in 2003 
by the Washington Metropolitan Area Transit Author
ity 011 behalf o f the District o f Columbia. The project 
adds 35 miles o f rail line in the Washington D.C. area.

A major segment will follow an existing right o f way 
to connect two communities. Four stops were planned 
along the route, but after the public input segment of 
the project, two more stops were added. The new route 
helps tie many places together and improves access for 
everyone along the corridor.

When a project affects a community, it is important to 
know about the community and the issues that are im
portant to the citizens there. Effort can be made either 
before or after a project is planned to get the support. 
Either way takes a lot o f work, time, and expense, but 
it pays off. When the effort is made before a project is 
begun, the payoff is bigger. Many projects have been 
shelved because the citizens have been neglected.

One key to the outreach is identifying the real leaders. 
Elected officials are the leaders on paper, but usually 
there is a respected community figure that has greater 
influence. I f  you find the real leader, whoever they 
may be, the success in reaching the community is com
pounded. When it’s done sensitively, the public audi
ences really are effective resources that go a long way 
to bringing in the community support.

Currently, the Anacostia project is resolving logistical 
problems. Having encountered difficulties in acquir
ing the desired right-of-way, they are currently analyz
ing the implications o f an in-street alignment for the 
streetcar project. A community Streetcar Task Force is 
also being developed to provide ongoing advice to the 
project team.

During the construction o f the University Line o f the 
Utah Transit Authority’s TRAX light rail system, ef
fort was made to involve the business community in 
the project. Running along 400 South, the new line 
would eventually serve not only the University of 
Utah, but also many businesses located along the pro
posed right-of-way. UTA made great effort to get the 
support o f the business owners before the project be
gan construction.

Business leaders and engineers or contractors have 
different ways o f looking at a project. Meetings were 
arranged just with the businessmen to draw up “rules” 
for the construction. After gathering lists o f ideas to 
make the project more business friendly, contractors 
were approached to ask if  they could meet business 
ow ner’s requests. After meeting with both sides indi
vidually, the city council was approached and condi
tions for approval for the new line were submitted. It 
was hoped that this approach to the project would in
terrupt the flow o f business the least, and would avoid 
the problems that businesses had during the construc
tion o f the Main Street line.

One o f the unique things about the project was an in
centive that was offered for the contractors if  they met 
and exceeded expectations. Instead o f working on the 
whole project at once it was completed in stages, in or
der to disturb individual businesses for the least amount 
o f time. A 24 hour hotline was set up to resolve public 
and business ow ner’s concerns. The businesses also 
requested 48-hour notice before utilities were shut off, 
in order to make appropriate accommodations.

One o f the reasons this project was so successful is be
cause o f the outreach. The city told the business own
ers what they’d like to accomplish, then asked “How 
can we get your support?” As expectations were met 
and exceeded, people who once were vocal opponents 
became friends and allies. Sensitive projects, when 
handled properly, will create a groundswell o f support 
for future projects. As the outreach continues during 
all phases o f the project, the community will contrib
ute to making the entire project succeed.
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Traction Power to the People

Alan Wulkan, Parsons Brinckerhoff, Phoenix, Arizona 
Cal Marsella, Regional Transportation District, 
Denver, Colorado
Wulf Grote, Valley Metro Rail, Phoenix, Arizona 
Carol Galbreght, Capitol Metro, Austin, Texas

Recently there have been many issues regarding mass 
transit on the ballot throughout the United States, Some 
have resulted in failure, but fortunately many result in 
a positive response from the public. Communities can 
learn from other successful campaigns and the major 
issues that voters were interested in,

Denver’s RTD: Developing Transit Initiatives
C al M arsella, Regional Transportation District,
Denver, Colorado 
cal.marsella@rtd-denver.com

Mass transit in Denver, Colorado promised in a cam
paign for mass transit that 300 daily bus trips could 
be removed with the construction o f just one rail line. 
This campaign, being as successful as it was, caused an 
increase o f riders to the new system. Estimating 8,000 
riders a day, the Metro Rail was unprepared for the
12,000 riders that were attracted to the system caus
ing a clog o f parking in the available lots provided by 
Metro, along with the neighboring business’s parking 
lots. Although these results were exciting for the Re
gional Transportation District (RTD), it showed that 
additional planning needed to happen as the FasTracks 
plan was implemented.

Because the cost o f infrastructure is a large obstacle, 
Denver Metro Rail worked with available funds to cre
ate an affordable plan for the city. The original rail sta
tion located in the center o f the city was purchased and 
is being remodeled for m odem  use. Although the price 
o f the building was expensive, it would save on finan
cial and social costs in comparison to building a new 
structure. The comprehensive plan also included bus 
rapid transit (BRT). Although BRT is not as costly as a 
rail line, it is also not as fast or reliable. Another solu
tion to dedicating expensive land to the single use of 
rail line is doubling up uses. A freeway with a rail line

included was built into the comprehensive plan in ar
eas that need to satisfy both types o f commuter needs.

Support is needed from all comers o f a community 
to implement a large and costly plan. RTD used easy 
to read pamphlets to illustrate the master plan issued 
to the public in an effort to gain needed votes during 
their campaign to pass the initiative. To gather infor
mation on public interest, the RTD created MIS, or 
M ajor Investment Studies which gave them a clear un
derstanding on what the needs o f the public were. The 
environmental community gave its support to the plan 
because mass transit and transit-oriented development 
lifts some o f the weight that development and auto
mobiles place on the environment. As a result o f the 
Metro Plan, the city saw infill occur in blighted busi
ness areas.

Through the Denver Metro Rail Plan, RTD learned 
several valuable lessons. It is essential that transit 
agencies only promise what they can deliver, and then 
deliver what was promised. The ‘Us versus Them ’ sce
nario will fail as it polarizes the public on an issue that 
they should be educated on in order to make the best 
decision. Campaign teams, although costly, can aid in

o
'•oka.

RTD’s Fastracks plan will add needed 
transit infrastructure to the Denver area.
Photo courtesy o f  Cal Marsella.
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gaining the votes needed. When the public sees that 
they will get what they asked for, they are more likely 
to vote for your party again. Businesses are a major 
partner in our cities and their interests must be satisfied 
along with the community’s.

How Austin Said Yes to Commuter Rail
Carol Galbreght, Capitol Metro, Austin, Texas

“All Systems Go” was the campaign slogan for the 
Austin, Texas commuter rail system. The plan for the 
city was to double the amount o f buses on the road, 
build more commuter rail, and extend already existing 
lines to make Austin a more viable and livable city. 
In order to get this system off the ground, a one cent 
tax increase was all that was needed in order to collect 
needed funds. The campaign was then split into three 
phases.

Phase 1 was to do background research on the types of 
planning that the city needed. An ad campaign caught 
the public’s interest with humorous commercials and 
songs featuring celebrities that the community would 
instantly recognize. Only the facts were used in the ads 
to promote the transit systems.

The second phase stirred up public interest and in
volvement in the project. The organization Envision 
Central Texas worked with the public in workshops 
to create a plan for transit and roads that best fit the 
com munity’s needs. A cha
rette process was held that 
involved more than 8,000 
citizens and elected offi
cials. This design process 
produced input for a draft 
long-range transportation 
plan, drawing from more 
than 180 meetings. Finally, 
the third phase took all the 
back ground data on the 
city and the public’s in
volvement and sorted it 
into a plan that would work 
for the city.

With a powerful campaign,

the plan won public approval 62% to 38%. The stron
gest support was from suburban Republicans and inner 
city Democrats. The use o f humor and familiar faces 
and voices to educate the public on simple facts about 
the benefits o f mass transit was a successful tool. Key 
to the success o f the campaign was a good plan from 
the beginning, working with the community to make it 
their own. The campaign had to be cost effective and 
organized in order to confront the concerns o f major 
critics.

The bus rapid transit (BRT) line will open in 2007. 
Stations are being designed and built, and traffic en
gineering is currently happening. Construction on 
the commuter rail line begins in 2006. Existing rail 
lines are being modified to allow for passenger ser
vice, which will begin in 2008. Future connections are 
already being considered and planned for. Community 
outreach is ongoing in order to make the construction 
process as painless as possible.

Phoenix’s Proposition 4 0 0
W ulf G rote, Valley Metro Rail, Phoenix, Arizona 

wgrote @valleym e tro. org
As growth has continued in Phoenix, Arizona, a re
gional rail system needed to be developed for the city. 
Proposition 400, a plan to build a mass transit system 
for Phoenix, fought its way into approval for more than 
two decades. At its original introduction in 1985, a half 
cent tax increase was proposed for improvement and

construction o f highways 
and plans for the transit 
system. The proposition 
failed several times until 
2000 when it was finally 
approved. The proposition 
formed the Transportation 
Policy Committee which 
organized 23 members in 
order to create a regional 
transit plan for the city 
that included the interest 
o f business communities, 
citizens, and the regional 
and federal governments.

The plan funding was split

I
Austin’s transit authority involved the public in 
planning new transit projects.
Photo courtcsy o f  Carol Galbreght.
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two-thirds highway and one- 
third rail. Major opposing par
ties o f the project launched 
a million dollar ad campaign 
against the project. Instead o f 
rail, they wanted the money 
spent on a freeway system built 
in the direction o f their own 
property. Two weeks before 
the public voted the opposition 
spent an additional one million 
more o f their own money turn
ing the polls in their favor. The 
Transportation Policy Commit
tee, as a last minute effort to gain 
back support, spent another half 
million in television commercials, taking proposition 
400 into the winning circle. The success o f the project 
can be attributed to strong public support o f light rail,

which was the primary target 
o f the opposition ads. With the 
majority o f elected officials 
supporting the light rail plan, 
the public support was enough 
to pass the initiative for a half- 
cent sales tax increase.

The plan worked effectively. 
Even though rail transit was 
only one third o f the plan, it 
will help reduce delay o f traf
fic by 50%. The involvement 
o f the business community was 
also a key to the success o f the 
campaign. They worked with 

the legislature and also helped to inform the public 
about the real issues that the new proposal was seeking 
to address.

The public was given more than 150 op
portunities to express their opinion on 
Phoenix’s proposed transit system.
Image courtesy o f  W ulf Grote.
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How to Plan and Design a 
High-Performance Transit 

Oriented Development

GB Arrington, Principal Practice Leader, PB PlaceMaking,
Portland, Oregon
arri ngton @pbwor!d. com

The Art of Community Building

There is a rich mix o f transit-oriented development 
(TOD) in the United States today, with the vast major
ity o f it created around rail-based transportation. There 
are many tools that must be used in order to create a 
successful, new development in the flourishing TOD 
market. While implementing these tools will add to the 
expense and time involved in creating a high perfor
mance TOD, the benefits added to the community will 
be numerous and long-lasting.

The evolution o f transit-oriented development in any 
city starts with advocacy and planning in the public 
sector. Some communities will become “early adap
tors” in creating TOD, and it will eventually move 
into the mainstream as more developers become ex
perienced with the process o f this type o f community 
building and it becomes accepted practice for good de
velopment.

TOD or TAD?

The majority o f developments 
today in the United States 
around rail stations are not 
TODs. Most are merely transit- 
adjacent developments (TAD). 
It is not enough for development 
simply to be next to transit, but 
transit must be allowed to shape 
the development form at these 
stations. TOD is illegal in most 
cities today, not overtly, but be
cause o f the underlying theory 
and policy. Most communities 
only support and promote auto
oriented development.

In order to understand how TODs develop different
ly than TADs, it is important to see how the behavior 
o f users o f TODs is different. Residents o f TODs are 
twice as likely not to own a car than the average US 
household. They are five times more likely to commute 
by transit than others in their region. They are usually 
people who used transit before moving to the TOD, but 
have “self selected” because the development is conve
nient for them in relation to work or school. Residents

Station area design determines the differ
ence in transit oriented design.
Image courtcsy o f  GB Arrington.

also use the transit system more than they did before, 
simply because they live within a five minute walk o f 
a station.

Keys to Success

There are four major keys to the success o f creating a 
high performance TOD. First o f all, get the planning 
right. Planning for TOD must begin early, long before 
any construction begins. It should continue through the 
entire development process, and should continue long 

after the project is “finished” in 
order to continue to promote the 
central principles o f TOD in the 
new community.

Second, apply the power o f 
partnerships. TOD is institution
ally messy, and involves many 
parties, which can become ex
tremely complicated. Those 
most successful at TOD are 
those who are most successful 
at building partnerships. Each 
member o f the partnership must 
give up something in order to 
get more back. Transit authori
ties are particularly reluctant to 
give up control in a project, but 
those who do are more success
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ful in achieving their goals.

Third, the project must be market driven, not TOD 
driven. It’s vital that the fundamental market dynam
ics o f the region are understood before the project be
gins. The development must be transit supportive, but 
not transit dependent. This 
means that you can build a 
new development before 
the transit system comes, 
becoming fully functional 
by the time the station is 
built, only becoming better 
with the added amenity of 
the transit.

Lastly, design for the pedestrian. Remember that ev
ery transit trip begins and ends with a pedestrian trip. 
Make the development accessible and enjoyable for 
the pedestrian.

Planning for TOD

To successfully plan for TOD, proactive steps must be 
taken by planners early in the development process. 
A successful development will fit into the regional vi
sion. Leadership is also important for the project to 
move forward. Creation o f TOD is a complicated pro
cess, and a local leader with a long-term vision must be 
a strong proponent o f the project.

Funding is also a challenge to TOD. It takes a lot o f 
money to create a successful project, so significant fi
nancial backers must be assembled. Station area plans 
must also be developed, with entitlement issues re
solved quickly. In the end, the entire process o f plan
ning for TOD must be streamlined by local planning 
officials in order to make TOD less complicated to de
velop. Sprawl is relatively simple to create today, and 
it happens easily for those involved. TOD is complex 
and messy, and planners can have a significant impact 
in transforming the “red tape” into a “red carpet” for 
those wanting to be involved in this type o f community 
building.

Density is one issue that can significantly affect tran
sit-oriented development success. The Pearl District

o f Portland, Oregon is one case study for the impact 
changing density levels on a project. Having transit 
come to the area moved the density level up in the 
community, and there was a higher return on invest
ment for the financial backers o f the project. It was 
originally planned for 16 units per acre, but the density

maximums were moved up 
to 130 units per acre in ex
change for infrastructure 
investment by the develop
ers. The market has now 
pushed the density level 
above 130 units per acre, 
and there have been more 

than 2700 residential units built, with more than $750 
million in development since 1997.
Changes in density can affect the modal split in a com
munity. In order to support a bus system, you must 
have a minimum o f 6 or 7 developmental units (DU) 
per acre. A rail line needs 9 to 25 DU per acre. A t fifty 
or more DU per acre the number o f auto and non-auto 
trips are equal. An increase in density by 10% trans
lates into 5% more transit trips. When you take a long
term view and begin planning early, density can be a 
beneficial and successful key to improving your com
munity.

An example o f a community that has planned well for 
TOD is the Rosslyn-Ballston corridor in Virginia. A 
TOD plan was adopted in 1974, and since that time 
there has been more than 25 million square feet o f of
fice space developed and 14,400 housing units built 
along the corridor. Today more than 25% o f the hous
ing in the entire county is located at stations between 
the Rosslyn and Ballston stations. The entire commu
nity shifted from almost completely auto-oriented to 
distinctly pedestrian oriented. As a result o f the de
velopment o f this TOD, 73% of the commuters walk 
to transit in Arlington! They have successfully shown 
that when land use patterns change, transportation be
havior is significantly changed.

Market for TOD

The market or TOD is firmly established. In fact, 
mixed-use TOD was rated a top prospect in 2005 
Emerging Trends in Real Estate. Communities that
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have adopted TOD in their areas have since significant 
increases in property values and rental rates. The de
mand is 110 longer debatable.

Developers have come to support TOD because it out
performs most other real estate products. The demand 
for TOD around the country has increased much faster 
than other forms o f development in recent years. De
veloper’s largest concern is dealing with entitlements. 
It is essential that planners hoping to encourage TOD 
in their communities get entitlements in place in order 
to get rid o f the uncertainty for developers.

Market research has found that by 2025 there will be 
more than 14.6 million households that will want to 
live next to transit. Practically all communities in the 
United States lack the plans to allow this demand to 
be met. Sixty-four percent o f the demand will be from 
households without children, either childless couples 
or single households.

Surveys o f residents in Portland TODs found that sev
eral factors draw people to live in these communities. 
Overall, it was found that residents like “the ability to 
walk to a pint o f milk.” In other words, they like the 
independence and convenience o f living in a commu
nity where their needs can easily be met. They want a 
well designed community and quality services in their 
community that can be easily reached by foot. De
velopers have found that it 
is more profitable to sell a 
community than a house.
They sell the fact that you 
can walk to the main street, 
to restaurants, and to parks.
Planning these amenities 
add to the cost o f the devel
opment, but it merely increases the value o f the homes 
within the community.

In order to create such a market in your community, 
leadership is absolutely vital. A political champion is 
the key to building coalitions, marshalling resources, 
and resolving disputes. In Englewood, Colorado, the 
leadership o f the city was the key to a successful TOD. 
A 55 acre failed mall site was converted into a highly 
successful TOD. A new city hall was built in the TOD,

and 438 residential units. It was the city that assembled 
the land and created the housing in order to support the 
long-term growth in the area.

Build a Place, Not a Project

TODs must be an effort to build a place that will be 
supported by the community and influence future de
velopment. It should not be a project that is built hast
ily in a community, with no regard given to the broader 
goals o f the area. The planning o f a TOD must be part 
o f the community strategy for the area. Planners should 
not enter a neighborhood with a fully form plan for the 
community, but ask the community what their vision 
is for the area, and ask them how transit can help them 
achieve their goals. It is vital that community members 
are engaged early in the conversation about the devel
opment o f new places in their neighborhoods.

It is essential that the land around the station is used ef
ficiently to maximize the location as the catalyst for the 
surrounding land. The Round, in the city o f Beaverton, 
Oregon, is a development at Beaverton Central Sta
tion with 240 residential units and more than 500,000 
square feet o f office and retail space. The Round also 
holds the distinction o f being the world headquarters 
o f Linux, a software development company. A recent 
survey by Jones Lang LaSalle found that 70% of em
ployers in the “knowledge economy” preferred TOD

sites to other sites due to 
their character o f place and 
activity.

Eastside Village in Plano, 
Texas, is the most success
ful example o f TOD on the 
Dallas Area Rapid Transit 

system. The city was involved early in the process, 
and as a result the station was moved in order to take 
advantage o f city-owned land to create a “place” in 
the community. The city assembled a 3.6 acre site and 
also upzoned the area to a higher density level around 
the station. Robert Shaw was selected to develop the 
project, and he required that a higher density was es
tablished in order to make the place function. It took 
three months o f working with the existing neighbor
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hoods and businesses in order to get the density that he 
required. The development no longer has a park and 
ride next to the station, but has a parking structure in 
the development, but uses the area around the station 
for more productive uses.

Mix o f uses is a strategy that is difficult to implement, 
but highly beneficial. The mix o f use can either be 
horizontal or vertical in orientation, with vertical being 
much more difficult than horizontal. However, mixing 
of uses vertically gives the most benefit in boosting 
transit ridership and reducing auto-use in the commu
nity. In order for mixed-use development to be suc
cessful, an experienced developer must be involved. A 
developer with existing relationships with lenders and 
contractors is the key making mixed-use developments 
work.

Transit and the Automobile

In order to design transit in a way to maximize opera
tions while opening the door for TOD, it is essential 
that all stakeholders are involved early in the planning 
process. Organize a charette with all stakeholders at 
the table and encourage them to help make decisions 
in the design process. Create a tool that can be applied 
to each phase o f the design and is understandable to 
those who will be creating the project. It is also impor
tant to help the engineers o f the project understand the 
thought process behind the decisions that have been 
made in order to help the realization o f the project re
flect the stakeholder’s interests.

In creating a transit system, it is important to recog
nize that no all stations will have a large development 
with hundreds o f residents and businesses. Some sta
tions will be primarily auto oriented, and will need to 
be planned accordingly.

Parking is always a huge challenge for transit-oriented 
development. It often determines if  the development is 
a financial success or not, and parking is also the dis
tinction between a TOD or a TAD.

Structured parking may cost anywhere from four to 
ten times more than surface parking, which may add 
$20,000 or more to the cost o f each residential unit in

the development. One problem with planning for TOD 
is that although TODs behave differently than tradi
tional developments, there are no definitive parking 
ratios for TODs that set a standard throughout the in
dustry. Lenders usually require conventional parking 
ratios for TODs, even if  cities and communities do not. 
Many cities say that their most common tool to induce 
TOD is the ability to reduce parking requirements near 
stations, but they also say that it is their least effec
tive. In order to make parking a working part o f the 
equation, cities must be able to require, not ju st allow, 
reduced parking requirements for TODs.

To successfully create parking requirements for a 
TOD, maximums must be set by the city. Cities should 
make the maximum parking requirement 125% of the 
existing minimum, and remove the minimum parking 
standards for TODs. Developers must also be provided 
a way out of this limit if  they absolutely need more 
parking.

There are some rules o f thumb to be followed for 
“parking” a TOD. Reduce the residential parking by 
20%, office parking by 15%, and up to 25% for mixed 
use areas. When parking is reduced, that adds greater 
responsibility for management o f that parking, in order 
to control demand.

Mockingbird Station, on the DART system in Dallas, 
Texas, was required to build much more parking than 
they ultimately needed. It is estimated that $6 million 
was spent in excess parking. The development was re
quired to behave like any other development in Dal
las, without consideration for its orientation toward a 
different transit mode. In the end these excess costs 
are passed down to homebuyers and renters in the de
velopment, making the TOD less affordable than it 
would have been if  parking was evaluated differently 
in TODs.

Some cities have seen some success in converting exist
ing transit parking areas to TOD. There have been more 
than fifty conversions already planned or underway in 
the US today. There are two contributing factors to this 
rise in conversions. First o f all, the new Federal Transit 
Agency Joint Development Rule allows transit agen
cies to sell the land that the parking is on to private de
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velopers and keep the money. Secondly, land value has 
increased rapidly along transit networks across the US, 
making other land uses more desirable. One major bar
rier to this phenomenon is the 1:1 parking replacement 
requirement in place in virtually every city. Having to 
replace each stall that is removed with another parking 
stall somewhere else discourages the conversion. The 
elimination o f this rule is seen as a major priority for 
the encouragement o f TOD around the country.

What Kind of TOD?

With the varying types and densities o f TODs devel
oping around the Unites States, it is important that 
new developments are matched with the character and 
needs o f existing communities. A mismatch between a 
community and a kind o f TOD can determine the fail
ure o f a new project.

Several key elements can determine what form a TOD 
takes. First o f all, density needs to be set for the TOD. 
Appropriate densities vary from place to place, but in 
the end the density should be higher than the existing 
community average. Also, a quality pedestrian envi
ronment m ust be developed in order to create the kind 
o f place that people will be willing to experience and 
support. Uses should be mixed, as appropriate to the 
specific site. There must also be a designed and defined 
center, a place that is created as the heart o f the devel
opment.

The m ost important word in creating a TOD is “no.” 
In order to create the kind o f place that will ultimately 
be successful, it is important to be selective with new

tenants for the TOD. These choices should be evalu
ated by determining how the outcome will relate to the 
community.

In creating a TOD, the m ost important part o f the proj
ect is the first 600 feet around the station. This is the 
area that needs the greatest intensity o f use. From 600 
to 1500 feet, intermediate densities should be imple
mented, gradually stepping down into the existing 
community. Buildings should be oriented appropri
ately to the station and other transportation networks, 
both auto and pedestrian.

Conclusions

The market for TOD today is real, and growing stronger 
each year. It is essential that planners prepare for grow
ing demand for TOD in their cities and make the pro
cess easier to get through. Planners should prohibit uses 
that they don’t want in their communities and should 
encourage design o f distinct places and communities, 
not merely new projects. Communities new to TOD 
design should start with “demonstration” projects that 
implement just a few aspects o f transit-oriented devel
opment. Trying to create a full-blown TOD when a city 
is new at the process can make the entire development 
process seem overly burdensome and difficult and dis
courage developers that would otherwise be interested 
in being involved. Creation o f partnerships between 
stakeholders is essential to a successful TOD. Last o f 
all, focus the design on the pedestrian, and link the new 
place to the vision o f the existing community in order 
to achieve greater support and participation by those 
who will be neighbors to the new development.
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Liveable Lattes: TOD and 
Commuter Rail Station Planning

Art Brown, MetroLink, Buena Park, California 
Mahlon Clements, Zimmer Gunsul Frasca,
Seattle, Washington
Kammy Horne, DMJM Harris, Phoenix, Arizona 
Louise Rice Lawson, City of Hercules, California

Everett Station
Mahlon Clements, Zimmer Gunsul Frasca, Seattle, Washington 
mclements(5).zgf.com

Everett, Washington is a growing high-tech center, lo
cated 30 miles north o f Seattle, The city has grown 
over the past few decades as Boeing has expanded op
erations there, and major transportation problems have 
emerged as the city has expanded.

eral factors. The site chosen is near downtown Everett, 
but not in the immediate downtown area. A develop
ment downtown would have cost the city more than 
three times more, and would not have been able to be 
as large as the station is today. The city owned a brown- 
field property one-half mile from downtown, near the 
river. The station was located here in order to create a 
link between the larger brownfield site and downtown, 
with the view that this brownfield site would become a 
prime location for future development.

There are many transit choices to be made at Everett 
Station. The commuter rail line to Seattle comes to 
the station, as well as the Amtrak lines to Chicago and 
Vancouver. Light rail and street car connections can be 
made there, as well as local and regional bus services. 
There are also facilities for taxis, bicycles, and private 
cars. Due to its proximity to downtown there are also 
significant pedestrian linkages to the station.

In recent years, Everett has 
leveraged a large amount of 
development by using com
muter rail. A major com
muter hub has been built 
as part o f the system, with 
great success in drawing more people into regular use 
o f the transit system. They attribute their success to 
four key issues: partnerships, location, transit choices, 
and placemaking.

From its inception, Everett Station was intended to be 
more than just a transit center. Several complementary 
partnerships were formed that have developed into ad
ditional uses at the station.
Eight colleges now offer 
extension education servic
es at the development, as 
well as job training and im
migrant resources. A hous
ing resource center is lo
cated in the station, as well 
as a large meeting room for public or private use. With 
these added partnerships, the building is now in use at 
all hours, rather than just the busy commute hours.

When choosing the site, the city took into account sev-

\The station’s present location was chosen 
in order to create a link between the larger 
brownfield site and downtown Everett, with the 
view that this brownfield site would become a 

prime location for future development.
V  ^

Another goal o f the city in 
developing Everett Station 
was the creation o f a sig
nificant public space. They 
began first by soliciting ad
vice from the community 
in public meetings. By al

lowing the public to determine what kind o f place the 
station would be, actual needs could be met there, as 
opposed to what the planners viewed as community 
needs. The city created the building first, not worrying 
early on who was going to occupy the tenant spaces. 
They made the building inviting, a place where people 
would meet, whether or not they were using transit. 
Artists were also involved in the planning process in

order to make some great 
places for display o f public 
art.

So where’s the transit-ori
ented development in all 
o f this? The city planners 
took a localized approach 

to spurring growth in the station area, wanting to draw 
in services for the locals before they brought in outside 
people. Today there is lots o f parking around the sta
tion, and TOD has been resisted by some o f the decision 
makers in the city. An overlay district has been created
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Liveable Lattes: TOD and Commuter Rail Station Planning
for the station area showing what a long-term vision 
for the area could be. Several principles have been 
incorporated into the planning for this district that will 
spur future development in the area. They include:

Build upon existing assets
Improve area appearance
Develop clear connections to the station
Encourage transit-supportive development
Encourage quality similar to the station itself
Create a district with a strong sense o f place
Improve public safety
Encourage reuse o f existing buildings
Focus development as an employment center

The community is proud o f Everett Station today. 
Since its opening in 2002, the area has only improved 
in character and community value. It has received ar
chitectural and planning awards, and support for tran
sit-oriented development around the station is grow
ing.

United States Senator Patty Murray spoke about Ev
erett Station, “Everett Station does three things that 1 
really care about, it makes education more accessible, 
it improves our transportation network, and it invests 
in the people o f this community. When you put it all 
together you have one remarkable facility that will 
make a big difference in people’s lives”

Ogden/Weber Transit Corridor Study
Kam m y H orne, DMJM Harris, Phoenix, Arizona 
kammy.h orne@dmj mharri s .com

Ogden, Utah is approximately thirty miles north of Salt 
Lake City. Transit-oriented development started early 
in Ogden’s history when the transcontinental railroad 
first came through in 1869. Many o f Ogden’s indus
tries have revolved around its proximity to significant 
rail connections. A recent transit corridor study has 
been conducted in order to better serve the Ogden 
community and improve connections between major 
centers within the city.

A large intermodal transit center is now located in 
downtown Ogden. This intermodal center will be one 
stop on a major commuter rail project that will link

Pleasant View (just north o f Ogden) to Salt Lake City. 
The transit study looked at improving connections be
tween the intermodal center and Weber State Univer
sity, on the east side o f the city, and McKay Dee Hos
pital, four miles to the south o f the transit center.

In the study, existing north-south and east-west connec
tions were analyzed. Other modes were also looked at 
to determine which mode would be best to connect the 
transit station with these other centers. A stakeholder 
team was developed, including Weber State students, 
elected officials, business leaders, senior citizens, and 
environmental groups.

Everett Station has become a community center, as 
well as a significant transit hub.
Photo courtesy o f  M ahlon Clements.

A good deal o f time was spent on purpose. The stake
holders worked on creating goals that would be the 
best use o f public funds and that could be measured 
in the future to determine if  they were successful. The 
study’s purpose was determined to be the following: 
Provide a high quality transit service that connects the 
Ogden Intermodal Center, Central Business District, 
Weber State University and McKay Dee Hospital.

Several needs were identified within the scope o f this 
purpose. A distribution service was needed that would 
connect these centers to the intermodal center. Revital
ization was determined to be needed in the downtown 
central business district. A more visible presence was
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needed for transit in the 
Ogden area, and frequency, 
reliability, comfort, travel 
time, simple routes, and 
convenience all needed to 
improve for the transit sys
tem.

Overall, the study process 
was seen as an opportunity for involving the public in 
the decision making process, not just informing them of 
coming changes. It was found that people are willing to 
give some creative input into the process and that they 
want to be included in decisions that will affect their 
quality o f life. While the public doesn’t always under
stand the implications o f transit investments, they are 
willing to learn and will be supportive o f choices that 
they feel they have been a part o f making.

Hercules, California
Louise Rice Lawson, City of Hercules, California

The community o f Hercules, California is located on 
San Pablo Bay, north o f San Francisco. Home to only
23,000 people, the population is young, and serves 
mostly as a bedroom community for the larger met
ropolitan area. Since 1893 it has been connected to 
San Francisco by boat and by train. In the 1960’s the 
city o f Hercules began the planning process to develop 
additional residential areas. Hercules’ location on the 
bay and along the 1-80 corridor are prime factors in its 
desire to develop its transit system.

In the 1990’s the industrial areas o f the city were 
cleaned in phases in order to open the lands as new 
developable areas. In 2001 a charette visioning process 
was held to aid the community in planning their own 
environments. It was at this stage that the concept of 
transit-oriented development began to have wide sup
port from the community, who expressed a desire for 
the new developments to be walkable and close to tran
sit.

The master plan for the 
development, as generated 
by the community charette, 
includes four districts, each 
with a distinct character: a 
waterfront district, a central 
district, a new town center, 
and a hill town. The master 
plan document was written 

to provide design and regulatory framework for the 
new residential units to be built, as well as for the com
mercial spaces, parks, and public spaces.

The multimodal center planned for Hercules will in
clude ferry, bus, and rail transit access. Both the Union 
Pacific railroad and the Capital Corridor companies 
have partnered with the city to make the project a suc
cess. A quality consulting team has also been assem
bled to make this project one o f the most significant 
TODs in California.

A critical component o f the transit center will include 
the San Francisco Bay trail, which will connect the 
area to regional recreational uses. The ferry terminal 
and rail station will be connected to parking areas, as 
well as pedestrian trails. Hercules is also included on 
the Capital Corridor’s 1 70 mile commuter rail plans, 
connecting Sacramento to the Bay Area. The ferry ter
minal is anticipated to attract a ridership o f 250,000 by 
2025. RDA funds will be invested to support opera
tions for the first 3 years, until ridership is increased, 
at which point more capital funds will be invested to 
support the high cost o f ferry operations.

The project is underway, and has strong public sup
port, since the public crafted the master plan. The area 
is becoming more pedestrian friendly, and the access to 
transit for the community will be excellent.
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Developing TOD Around Rail

Ron Stewart, Moderator, Zimmer Gunsul Frasca, Portland, Oregon 
Cheri Bush, Dallas Area Rapid Transit, Dallas, Texas 
Tim Van Meter, Van Meter Williams Pollack. Denver, Colorado 
Reed Everett-Lee, Carter & Burgess, Ft. Lauderdale, Florida

The creation o f transit-oriented developments (TOD) 
around rail requires the collaboration o f many stake
holders. Communities must support the development, 
agencies must aid in the plan
ning process, and developers and 
designers must invest time and 
money into making the develop
ment possible economically and 
logistically. Regulations need to 
be supportive o f the creation of 
TODs, and the developer needs 
to be capable and willing to participate. Without these 
groups getting together on the issues important to tran
sit-oriented development, the creation o f new livable 
communities will be much more difficult.

““If you plan cities for cars and 
traffic, you get cars and traffic. 

If you plan for people and places,

you get people and places.”

In St. Louis, Missouri, M etroLink has been supported 
since its inception by Citizens for M odem Transit, a 
citizens group that has been instrumental in creating 
community support for light rail. The citizen’s group 
has now shifted their focus to support the steps neces
sary to create transit-oriented developments at Metro
Link stations.

Houston is famous for its lack o f zoning ordinances, 
so the Metro system o f Houston has relied on commu
nity non-governmental organizations and management 
districts to generate the tax revenue needed to create 

TODs. Tax increment financing 
(TIF) has also been implemented 
to fund TOD projects.

Fred Kent

TOD Case Studies
Reed Everett-Lee, Carter & Burgess, Ft. Lauderdale, Florida 
rccd.cvcrctt-lce@c-b.com

Many issues affect the outcome o f a transit-oriented 
development process. One o f the primary issues that 
must be addressed is the land use and development 
policy that governs the form o f a TOD. A focus on 
land use issues can be the difference in a successful or 
unsuccessful development.

The Valley Metro Rail system is now under construc
tion in the Phoenix, Arizona metropolitan area. Phoe
nix, Tempe, and Mesa have each used overlay districts 
to support the development o f TODs in their cities and 
focus the development on pedestrian use.

MetroTransit in Minneapolis/St. Paul, Minnesota has 
focused on station area master plans. They have de
veloped zoning overlay districts for each o f the station 
areas to implement their master plans. Minimum floor- 
area ratios have also been set in order to create the den
sity needed to make the TODs at stations successful.

From this small sample o f how 
the cities o f the US address the 
creation o f TOD, it is apparent 

that each city is different in how they address land is
sues. Even with favorable regulation and ordinances 
TOD does not automatically happen. However, a lack 
o f supportive regulation does not necessarily preclude 
the creation o f TODs. In the end, a partnership must be 
created o f those with the common goal o f more transit- 
oriented development in their community.

Dallas Area Rapid Transit
Cheri Bush, Dallas Area Rapid Transit, Dallas, Texas 
cbush@dart.org

The DART system o f the Dallas area has had remark
able support from the suburban communities sur
rounding the City o f Dallas. The city has no supportive 
zoning ordinances for TOD, but the suburban commu
nities are actively developing station area plans and as
sembling property to create mixed-use districts along 
the DART system.

The Dallas Area Rapid Transit systems serves an area 
o f 700 square miles and twelve member cities, and has 
experienced growth over the last few years that would 
have seemed highly unlikely even ten years ago. De
mand for TOD housing units is expected to double in 
the next twenty years, and by 2025 Dallas will rank 
second only to Los Angeles in total number o f TOD 
units, if growth continues at current rates.
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In 1996 the first leg o f the DART system opened, with 
many skeptics doubting Texans would be willing to get 
out o f their cars. With the average Dallas resident stuck 
in traffic for 61 hours a year, it’s not surprising that 
many now see the benefits o f rail transit and want to 
live within walking distance o f a DART station.

Today DART estimates that there is approximately 
$1.3 billion in TOD investment along their network, 
within one-quarter mile o f existing and planned sta
tions. Studies have shown that residential property 
values in TODs have consistently increased at a faster 
pace than residential areas not served by rail. In recent 
years there has been a 39% increase in residential val
ues and 53% increase in office space values.

Mockingbird Station has been a success story for 
DART. A developer created a 240 unit residential de
velopment at the station from an old telephone cable 
warehouse. The development grew to include retail 
and other amenities, and today it is 96% occupied, with 
more development planned for the area.

East Plano was suffering from a deteriorating down
town, so when a DART station was planned for their 
downtown district the city was proactive in assembling

Dallas’s Mockingbird Station.
Photo courtesy o f  Cheri Hush, DART.

property and planning how they would encourage 
growth at the station. A t the 15th Street Village De
velopment in Plano, developer Richard Howe planned 
town homes and condos, choosing the spot because o f 
proximity to the station.

Other developments along the DART system include 
Galatyn Park, a popular place for community events, 
and West Village, with more upscale development. 
Downtown Dallas has also experienced a growth in ac
tivity with the advent o f the DART rail system. Several 
older buildings have been redeveloped for residential 
use, with a wide mix o f for sale and rental properties.

Near Cedar Station on the south side o f Dallas is a de
velopment that has created a community in what was

Future plans for Irving Station.
Photo courtesy o f  Cheri Hush, DART.

once a light industrial area. An old Sears’ distribution 
center was converted into residential lofts, and the 
ground floor o f the building was made into live/work 
units for local artists and small stores owned and op
erated by residents o f the community. The developer 
donated land for the new Dallas Police administration 
building in order to bring in the element o f safety and 
restore activity to a once-blighted neighborhood.

As DART expands its rail system, several communi
ties are preparing for the newly planned stations. The 
Farm er’s Branch station is scheduled for completion in 
2009 or 2010, but the city has already purchased 95% 
o f the property around the station and passed a formed 
based zoning code. The Carrollton Square community 
is not only getting a light rail line from DART, but is 
also going to be connected to Denton County to the 
north. They are actively planning to become a multi
modal hub at the completion o f the DART station in 
2010. Likewise, Irving Station is getting their zoning 
aligned to support a TOD when their new station is 
completed.
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DART has learned a few lessons in helping transit-ori
ented development become reality. Overall, the market 
will influence what is built, but you must have a con
cept for what you’d like to see in that neighborhood. 
The process o f creating a TOD is a joint venture of 
cities, transit agencies, and developers/investors. All of 
these groups must have a passion for the creation o f the 
TOD, Also, it is important that a mixed used develop
ment fit with the existing neighborhood, and you must 
accept the fact that every station will not be a large de
velopment, Sometimes a small neighborhood station is 
more in keeping with the community that is in place. It 
may take a lot of time and effort to get a TOD built, but 
in the end the tax base o f the city will increase, and the 
overall quality o f life will improve for everyone.

Ten Years of TOD in Denver
Tim Van Meter, Van Meter Williams Pollack. Denver, Colorado 
tim@vmwp.com

In 2004 the voters o f Denver voted in favor o f a tax 
that would fund the completion o f their transit system, 
at a cost o f $4.7 billion. This was a landmark achieve
ment for a region that many doubted would ever create 
and use a transit system. The Denver Regional Council 
o f Governments (DRCOG) has outlined as a goal the 
creation o f “higher-density, mixed-use, transit and pe
destrian-oriented urban centers throughout the Denver 
region.” Blueprint Denver, the comprehensive plan for 
Denver, also supports TOD as the organizing concept 
for the region, and recognizes the “important relation
ship between land use and transportation.” With this 
foundation o f support, Denver has a plan for a system 
that will transform the way o f life of many residents of 
the region.

Today the Denver region has three operating transit 
corridors. The first corridor built, the Central Corridor, 
is five miles long and has 14 stations. With this corridor 
D enver’s transit authority was transformed from a bus 
only system into a multi-modal system, successfully 
incorporating light rail into their general plan. Incre
mental changes in the developments along the corridor 
have happened over the years o f operation.

The RTD found that there was a widespread misun
derstanding about the relationship o f transit to land

use, and that a new train station alone was not going 
to transform a neighborhood. Many factors are re
quired for change to take place along a new system. 
They also found that assembling land to build a TOD 
on their system was the biggest obstacle to overcome. 
Today the Central Corridor is a huge asset to the com
munities it serves, and has been successfully operated 
since 1994, with a spur added in 2002.

The Southwest Corridor was completed in 2000 in or
der to expand the service o f the Central Corridor. It 
was built in the right-of-way o f a highway, severely 
limiting the TOD options for the corridor; however, 
twenty-year ridership projections were reached on the 
first day o f operation, showing that the demand for ad
ditional transit was strong in the Denver region. The 
city pushed heavily for a major development at Engle
wood, and fast-tracked the development in order to 
open it at the same time that the station opened. Many 
opportunities were lost at other stations. A t the Mineral 
& Santa Fe Station a large development was built, but 
it was not situated to be conducive to pedestrian access 
from the station due to a lack o f political will and vi
sion on the part o f the stakeholders. It is considered a 
transit adjacent development (TAD), not a true TOD.

TOD on Denver’s Southwest Corridor.
Photo courtesy o f  Tim Van Meter, Van Meter Williams Pollock.

In building the Southwest Corridor RTD learned the 
importance o f paying attention to the market in plan
ning for transit-oriented developments. Transit is an 
amenity, not the main driver o f TOD. In order to be 
successful, development must follow certain formulaic 
conventions o f the development industry.

The Southeast/T-REX Corridor is expected to open in
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A transit ready development on Denver’s Fas
tracks system. Photo courtesy o f Tim Van Meter. Van M eter Williams 
Pollock.

the fall o f 2006 in response to severe congestion on 
the highways into downtown Denver. It is being built 
in conjunction with the widening o f a freeway. During 
this project, many o f the jurisdictions affected have be
gun planning early for development in their communi
ties. Flexible but predictable zoning codes have been 
developed to encourage TOD along the new corridor. 
Incentives have also been established to encourage 
high densities at the stations and urban style housing. 
Once again, this corridor is being built in the right-of- 
way o f a highway, seriously limiting the ability to cre
ate mixed-use communities along the new line.

As the construction o f the Southeast Corridor nears 
an end, the RTD has learned that land use should be a 
primary consideration in the planning o f a new transit 
corridor, not an after-thought. Building a light rail line 
in the cheapest right-of-way may seem like the best 
option financially, but in the end it makes the system 
more difficult to use, community difficult to establish 
in the new areas serviced by transit, and orients the 
rail line more to the automobile than to the pedestri
an. They also discovered that using the design/build 
process is great for transit, but makes building a TOD 
much more difficult, due to the disconnect with land- 
use planning.

D enver’s FasTracks plan will add 119 miles o f light 
rail and com m uter rail to the existing system. With an 
anticipated completion in 2016 and a cost o f $4.7 bil
lion, the plan is nothing if  not ambitious. The RTD has 
been pleased with the response from the public sec
tor. Early station planning is already happening for the 
new system, and developers are creating “transit ready 
developments,” primed for the addition o f transit as an 
amenity to their site. Even Boulder, historically a city 
that has shunned new growth, is looking at a 400 acre 
development around the new station in their city, which 
will make it one o f the most heavily used stations on 
the entire system. The construction o f previous corri
dors has prepared many for acceptance o f this form of 
development in their own communities.

RTD recognizes that the transit system is now focused 
more on the automobile than the pedestrian. It is en-

Denver’s Southeast Corridor in the highway right-
of-way. Photo courtesy o f  Tim Van Meter. Van M eter Williams Pollock.

couraging the development o f partnerships in order to 
better advocate for TOD in the Denver region. Land 
use planning and transit planning must be equal part
ners in the process o f creating transit-oriented develop
ment. It emphasizes the need to create places along the 
transit system, communities that relate directly to the 
system.
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D e s i g n  G u i d e l i n e s :

A  R o u n d t a b l e  D i s c u s s i o n

John Muth, Charlotte Area Transit System,
Charlotte, North Carolina
Laura Harmon, Charlottc-Mccklcnburg Planning 
Commission, Charlotte, North Carolina 
Brian McCarter, Zimmer Gunsul Frasca, Portland, Oregon 
Chris Augenstein, Valley Transportation Authority,
San Jose, California

Many public transportation systems have developed 
transit-oriented development (TOD) guidelines. These 
manuals help to educate developers and municipalities 
011 essential principles relevant to TOD, and take a lot 
o f the guess work out o f the complex planning pro
cess.

DART Station Area: Development Manual
Brian McCarter, Zimmer Gunsul Frasca, Portland, Oregon 
bmccarter@zgf. com

DART (Dallas Area Rapid Transit) has worked to de
velop a design manual that shows developers and m u
nicipalities in the North Texas 
region how to create quality ur
ban growth. The North Central 
Texas Council o f Governments 
has joined with DART in pro
moting this type o f sustainable, 
transit-oriented development.
DART’s manual includes sta
tion area designs, platform de
signs, as well as station area 
guidelines to inform the devel
opments adjacent to their sta
tions 011 appropriate densities 
and circulation patterns.

a hierarchy o f streets within the station area including 
the following:

• Local streets- forming development blocks of 
approximately 300 feet minimum to 380 feet maximum 
length; 2-3 travel lanes, two way circulation, parking 
both sides; 60 feet minimum to 70 feet maximum right- 
of-way.

As good TOD continues to develop in the 
region, DART hopes that more and more of 

groups will become interested in TOD and 
actively pursue its creation.

• Collector and access streets- at least one 
within a quarter mile radius o f the station providing 
continuous access from the nearest major street with 
feeder bus routes directly to the transit center; 2-3 
lanes maximum; boulevard section with a landscaped 
median keeps the scale appropriate; parking on one 
side away from station is optional

• Arterial streets- should not penetrate the in
terior o f a station area; if  present, arterial streets should 
only be at the edge o f a station area.

DART attempts to use building mass to define the
space in streets and intersec
tions. They encourage build
ing to the property line along 
at least half o f each block face 
to provide continuity along the 
streets. This will promote rid
ership as well as create a sense 
o f community. Comers are 
particularly important to define 
with buildings.

Station area plan included in DART’s 
development manual. 1 mage courtcsy o f  Cheri Hush.

A few basic principles can guide the beginning stages 
o f the TOD planning process. First, it is important to 
determine the environment o f the potential station (ur
ban vs. suburban). The station type and size should be 
well integrated with its environment. Second, provide

Open spaces should be sized 
appropriately for the density 
and scale o f surrounding devel
opment. For example, an ac
tively used small park is more 

inviting than a rarely used larger park and provides for 
a feeling o f safety among the people.

The intended audience for DART’s TOD manual in-
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elude its own board of directors, local planning de
partments, property owners, developers, planning and 
design consultants, and local citizens. As good TOD 
continues to develop in the region, DART hopes that 
more and more o f these groups will become interested 
in TOD and actively pursue its creation in keeping with 
these basic design principles.

Charlotte’s Transit Station Area Principles
Laura Harmon, Charlottc-Mccklcnburg Planning Commission,
Charlotte, North Carolina
lharmon@ci.charlotte.nc.us

Charlotte, North Carolina has been experiencing 
drastic growth over the last fifty years. Since 1960, 
Charlotte’s population has 
grown 168%, while the 
land area consumed has 
increased even more, by 
274%. This realization 
along with a projected 50% 
growth by 2030 propelled 
Charlotte to adopt a long- 
range transportation plan 
to mitigate this trend o f rapid land consumption.

The principle components o f Charlotte’s plan are inte
gration o f land use and transit, increased mobility, and 
development o f community character. The primary 
goal for land use and development was to concentrate 
a mix of complementary, well integrated land uses 
within walking distance o f the transit station. The em
phasis for the Charlotte plan is on residential, office, 
civic, and service oriented retail use.

The mobility component was intended to enhance the 
existing transportation network to promote good walk
ing, bicycle, and transit connections. Mobility also 
includes serving a variety o f travel markets, such as 
work trips, off-peak travel, or people who are depen
dent on public transit. Mobility involves improving 
access to selected areas, providing savings in travel 
times, and improving service reliability.

Character refers to the design itself, ensuring a rela
tionship between built environments. The goal was to 
use urban design to enhance the community identity of

station areas and to make them more attractive, safe, 
and convenient places. This is accomplished in part 
through setting height requirements around station 
centers, with the tallest buildings closer to the station. 
Street scale is another important element o f design that 
creates a safe atmosphere for pedestrians. Streetscap- 
ing, lighting, and street oriented design are high on the 
agenda.

Charlotte has focused the most development density in 
the quarter mile walking distance surrounding its tran
sit stations, with intensity dropping off out to the half
mile walking distance. Within this circle, the city has 
attempted to diversify land uses as much as possible 
and has put in place minimum density requirements of

fifteen to twenty dwelling 
units per acre for all new 
residential development.

These guidelines have 
helped in the advocacy 
process o f TOD in helping 
to educate local politicians 
and citizenry o f benefits o f 

such development. By having clear-cut reasons for 
guidelines, the citizens have been more accepting of 
policies once thought reprehensible, such as higher 
densities. The Transit Station Area Principles docu
ment was adopted by the Charlotte City Council in 
November o f 2001.

Community Design and 
Transportation Program
Chris Augenstein, Valley Transportation Authority,
San Jose, California 
ehi-is.augenstein@vta.org
One o f the consequences o f current development pat
terns has been the erosion o f the distinct identity and 
sense-of-place that sets one district or community apart 
from the next. Current development patterns tend to 
lack the human-scale elements that create uniqueness 
and identify because auto-oriented development does 
not value design at that scale. W hen complementary 
land uses are clustered together, trips can be combined 
or even eliminated, using limited transportation re
sources more effectively. This also helps achieve the 
kind o f critical mass that makes a vibrant public life
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possible.

Interconnection also plays an essential role in TOD. 
In well designed areas, residential subdivisions are 
connected with, not walled off from nearby stores and 
activities; transit stops, stations, and centers are func
tional intermodal transportation nodes; and station- 
area housing is dense and attractive, but also easily 
accessed by foot from the 
bus or train. Again, even 
from the transit agency 
perspective, cooperation of 
the local leadership plays 
an immense role in the success or failure o f any transit 
system.

As a transit agency, Valley Transportation Authority 
o f San Jose, California, has come up with a list o f 10 
“best practices'’ in integrating land use and transpor
tation, which are included in its toolkit “Community 
Design and Transportation’ (CDT). Some o f the more 
notable principles follow.

Target growth to cores, corridors, and station areas. 
First o f all, this reduces the need for residents to drive. 
Second, infilling and redeveloping existing areas di
verts growth away from the urban fringe, conserving 
open space. Also, focusing growth in these areas may

reduce the need for local governments to build and 
maintain costly new infrastructure

Intensify land use and activities. While not appropriate 
everywhere, placing a higher intensity o f uses on less 
land in strategic locations creates the critical mass of 
activity that is necessary to cultivate viable transporta
tion options, and ultimately, a sense-of-place.

Provide a diverse mix of 
uses. This can reduce com
plete dependence on au
tomobiles, and allow for 

greater community interaction through creating a pe
destrian environment.

Design in context. Design with attention to local con
text helps communities create a unique identity and 
forges the connection that establishes a continuous 
“urban fabric.'’ Design in context means that the mate
rials, design details, and architectural styles reflect and 
reinforce the unique character o f the neighborhood.

Manage parking. Parking is vital because it affects both 
the built environment and the transportation system. 
Because it takes up enormous amounts o f land, parking 
is perhaps the single most important element influenc
ing the design o f urban areas. Parking helps dictate the 
character o f a place, determining whether it will feel 
isolated or integrated to the community as a whole.

(“Sometimes you gotta create what you want 
to be part of.”

Geri Weitzman )
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Reduced Transit Parking 
at Rail Stations

Edward Thomas, Washington Metropolitan Area Transit 
Authority, Washington, D.C.
Val Menotti, San Francisco Bay Area Rapid Transit District, 
Oakland, California
Dan Hertz, Washington Metropolitan Area Transit Authority, 
Washington, D.C.
Jeffrey Tumlin, Nelson/Nygaard Consulting Associates,
San Francisco, California

The majority o f rail stations in our country are sur
rounded by large parking lots, catering primarily to 
those who live far from transit but still wish to enjoy 
the benefits o f rail. The idea behind transit-oriented de
velopment is that stations will become places in their 
own right, surrounded by communities that rely on the 
transit as a primary transportation mode. Until we are 
able to reduce the predominance o f parking at rail sta
tions the communities around them will not reach their 
potential o f being truly enjoyable, walkable, and desir
able communities.

San Francisco’s BART
Val Menotti, San Francisco Bay Area Rapid Transit District,
Oakland, California
vmenott@bait.gov

It has not been easy to get the Bay Area Rapid Transit 
system to where it is today. BART relies on the coop
eration o f regional agencies 
as well as local and state 
government. The first thing 
that needs to be considered 
in planning for a transit sys
tem is the overall land use 
at and around the system.
Stations and their environ
ments are especially important. There is a hierarchy of 
needs that need to be addressed at each station.

First o f all, stations must be accessible for pedestrians. 
If most o f the people who take the rail line have to 
drive to reach it, the convenience o f the transit system 
is severely reduced. Second, the station must be inte
gral to the wider transportation. If  people cannot walk 
to the station, there should be another mode o f trans

portation to the station that blends with the character 
o f the neighborhood. This rarely means a large parking 
lot. The third need is cost effectiveness. It would be 
pointless to build a rail system that would be losing 
money to the point that it cannot continue to operate 
because o f overwhelming overhead costs.

BART worked to make transit-oriented development 
(TOD) feasible around its stations. The density o f the 
areas around the proposed stations had to be examined 
so that the station would be able to support serving 
many riders per station. The overall character was es
sential so that the stations would be appealing. In order 
to have a successful TOD, it must not seem disconnect
ed by its surroundings. Finally, there had to be other 
access modes made such as buses so that potential pas
sengers can get to the stations. Overall, the policy had 
to be designed so that it fit the ideals o f TOD as well as 
the areas themselves so that they would be efficient to 
the users and still be profitable.

After making a general plan, experts developed three 
scenarios o f potential ridership based on parking lot 
size and location around transit stations. The three 
scenarios were termed “aggressive,'’ “medium,” and 
“conservative.” The aggressive scenario replaced all 
parking lots with development. The medium scenario 
had some parking replaced but not as much as the ag
gressive scenario. The conservative scenario would 
only have 50% of the spaces replaced.

When these scenarios were evaluated, the aggressive
method was ruled out be
cause it was not very fea
sible. The parking was 
what brought the majority 
o f riders, and if  all o f it was 
replaced, ridership would 
decrease too sharply. The 

medium scenario had a lot more riders than the conser
vative scenario because it had more riders due to there 
being more residences and businesses being nearby to 
bring more riders with cars. However, the conserva
tive scenario cost the most because o f the upkeep of 
the parking lots. Therefore, the scenario that was the 
m ost likely to succeed was the medium one. It allowed 
the most parking spaces to be replaced, but still enough 
parking so that businesses had adequate space.

Until we are able to reduce the 
predominance of parking at rail stations the 
communities around them will not reach their 
potential of being truly enjoyable, walkable, 

and desirable communities.
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Reduced Transit Parking at Rail Stations 
Parking Revenue Analysis
Dan Hertz, Washington Metropolitan Area Transit Authority,
Washington, D.C.
dhcrtz@wmata.com

When parking areas around transit are reduced, the 
total ridership for the transit system is affected. The 
impetus to reduce parking at transit stations usually 
comes from the public sector, which can affect the 
market value as well as the community value o f the 
station area.

To reduce parking at transit stations, most agencies re
quire that there is financial justification for eliminating 
parking space. Agencies that rely on parking around 
their stations for revenue 
generation may be partic
ularly averse to reducing 
parking. If consultants can 
determine the amount of 
ridership increase from de
velopment around stations, 
and how that will affect 
agency revenue, the transit 
agency may be more willing to allow parking reduc
tions. Market demand for parking must be understood, 
as well as the market demand for other developments 
around the station.

Other factors that must be considered in evaluating 
how much parking can feasibly be eliminated at transit 
stations include modal split, ridership demand, real es
tate revenue, land use type, and station location. Fare 
rates must also correspond to the cost o f parking in the 
downtown area, which can affect user’s willingness to 
ride transit.

Parking Reduction
Jeffrey Tumlin, Nelson/Nygaard Consulting Associates,
San Francisco, California 
jtumlin@nelsonnygaard.com

Vancouver, B.C. has worked to reduce parking areas 
around its transit stations. Vancouver is an unusual 
TOD city because it has a low population density com
pared to other TOD cities, but is still extremely effi
cient with 80% of its residences being single family 
households. This was a success because the city made

sure it was very connected and had focused growth 
that was carefully planned out.

One o f the things noticed by transportation groups was 
that road costs went down as parking was reduced did 
due to fewer cars being on the roads. Vancouver now 
has almost no parking because its transit system has 
been very thoughtfully planned. In the long term, the 
amount o f riders has increased as parking has been 
reduced, and the revenue to the transit agency has in
creased as ridership has increased.

In order to calculate the feasibility o f reduced park
ing, the first thing that must be evaluated is the land 
value o f the land being used by parking. Some park

ing is needed, but as TOD 
develops around stations, 
ridership will continue to 
increase, even with very 
little parking.

The next thing that must be 
explored is the social and 
environmental justice im

pacts o f replacing parking at station areas with TOD. 
Agencies must make sure that their plans use land and 
other resources conservatively. They also have to be 
considerate o f the people who live near the transit sys
tem, creating community support for TOD rather than 
strong opposition to new development. Other impacts 
must be also be examined that are more specific to the 
neighborhood context. Communication must happen 
between the planners and the elected officials. With
out this, the project will go nowhere.

Many medium sized cities are not sure if  they can 
make TOD work for them efficiently. They can in
deed work. TOD in medium cities just needs to be 
worked through analytically with analysis tools that 
would make it work well regardless o f the city’s size 
or economic state. As long as the place has an auto de
pendency that is exceedingly high, the transit system 
would be fully functional by getting rid o f more cars 
on the roads. The hardest part would be the transi
tion itself. People are slow to change, but will change 
when they see the effects on their quality o f life.
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Creating and Sustaining “Place” 
with Transit

Paul Zykovsky, Center for Livable Communities, 
Sacramento, California
Troy Russ, Glatting Jackson, Orlando, Florida 
Rebecca Draper, Los Angeles Neighborhood Initiative,
Los Angeles, California
Ellen Shubart, Campaign for Sensible Growth,
Chicago, Illinois

People are the catalyst that will turn a space in to a real 
place. Transit is a key element that can bring people to
gether and make viable and vibrant places. Four char
acteristics o f placemaking are sociability, access and 
linkage, uses and activities, and comfort and usage. 
These elements are each manifested at the intersection 
o f land use and transportation. At the same time, road
ways and poorly planned transportation can undermine 
efforts to create a great place.

Station Types and Urban Design 
Framework
Troy Russ, Glatting Jackson, Orlando, Florida 
tmss@glatting.com

The city o f Charlotte, North Carolina is implementing 
a system-wide transportation plan that focuses on plan
ning and design simulta
neously in order to create 
and support placemaking.

Using established princi
ples from their 2025 Cen
ters and Corridors Plan 
and a system wide station 
area framework, transit 
planners in the Charlotte 
area have defined the role 
o f stations in placemaking 
and the context that they 
reflect in the area. With 
this they have created an 
urban design framework 
that informs both the sta
tion area planning and the transit engineering of the 
system. The city is currently adding to the existing 
system, as well as retrofitting stations in order to be
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Charlotte’s 2025 Centers and Corridors Plan defines 
appropriate uses for transit station developments
based on urban location. Photo courtesy o f  Troy Russ.

more supportive o f placemaking and transit-oriented 
development (TOD).

With these basic principles in mind, transit planners 
have created four types o f plans for station service 
areas. The “walk-up” area, within a half-mile o f the 
station, is the first type. These stations serve a local
ized area immediately around the station and can be 
grouped to provide better service. They are usually lo
cated near a minor street.

The one-mile service area o f a station is served by bi
cycle and circulator buses. This is the most common 
type o f transit station. They are reliant on bus connec
tions to the station, but some users will arrive by car, so 
adequate parking is requisite for this type o f station.

The three-mile service area for a transit station is ac
cessed more by a feeder bus network or a large number 
o f private cars. Usually located near a major thorough
fare, it is essential that adequate facilities are provided 
for all modes o f travel near this type o f station.

The final type o f station has a five-mile service area. 
These are usually located toward the end o f the line 
o f a transit system. They are predominantly accessed 
by private car, and have good access to major roads 
and freeways. It is important to provide adequate park-

and-ride facilities at these 
stations.

In creating places at sta
tion along a transit sys
tem, it is also important 
to understand that each 
station will be different 
depending on the context 
o f the neighborhood that 
is serves. The Charlotte 
system has identified five 
context areas that define 
the types o f development 
that will happen at sta
tions along their system.

The first context type is the high intensity urban core. 
These areas have densities that are already transit sup
portive, but new transit stations will only increase
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service in these areas, not change the economics of 
the neighborhood. Since the TOD market is already 
strong, transit’s role is to fit in to the neighborhood and 
not disturb the existing conditions.

The second context type is the established urban 
neighborhood. These com
munities have individual 
characteristics that have 
been created over time that 
must be respected. Densi
ties are also transit sup
portive. Communities take 
the responsibility to create 
vibrant places around the station.

The third type is the industrial community. These ar
eas are not transit supportive, but are major employ
ment centers. Their street network is generally well 
connected, although there may be physical barriers to 
TOD. Development o f a TOD market in these areas 
may need assistance from the transit agency.

Established suburban neighborhoods are the fourth 
context type. This is the most common built form in 
the United States today. While these areas are well de
veloped, they lack orientation or respect for the public 
realm. Densities are not transit supportive in these ar
eas, and access usually comes from a few large roads. 
The market for TOD in 
these areas varies, and may 
need assistance to create 
public spaces.

The last type is new sub
urban neighborhoods and 
greenfields. These neigh
borhoods are developing
011 the outermost edge of 
the transit region, and are 
developing quite quickly. 
Connections to the tran
sit system are limited, but 
the opportunity for future 
connections is great. These 
“end o f the line” stations 
draw riders from a large 
area. The economics of

Technical assistance panels have helped communi
ties in the Chicago region to create smart growth
plans. Photo courtesy o f Ellen Shubart.

these areas are different, but the potential is greater, 
due to the open land found in these areas. There are 
usually few existing activity centers in these areas, and 
the market for TOD varies.

Using this understanding o f station area types and the
context that they are locat
ed in, Charlotte has created 
a new typology for the sta
tions 011 its transit system. 
These principles will help 
to make livable and attrac
tive public places that will 
benefit the communities

they serve for many years.

Chicago’s Campaign for Sensible Growth
Ellen Shubart, Campaign for Sensible Growth,
Chicago, Illinois 
eshubart@metropIanning.org

Composed o f more than two hundred Chicago area 
organizations, Campaign for Sensible Growth brings 
together government, civic, and business groups to 
protect natural resources, promote economic competi
tiveness, and support infill and redevelopment in the 
Chicago region. This organization is seeking to ad
dress the major issues affecting the quality o f life in 
Chicago through public policy lobbying and leader

ship education.

Chicago currently has the 
third largest labor pool 
in the United States, and 
expects to have a popula
tion o f nearly 10 million 
by 2020. Development 
patterns are not currently 
maximizing the region’s 
investment in commuter 
rail. Campaign for Sen
sible Growth is seeking to 
change development poli
cies in order to create more 
transit-supportive commu
nities and improve the qual
ity o f growth in the region.
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The organization has seen success in building com
munity through technical assistance panels (TAP), an 
intense two day panel review involving community 
members, the Campaign planners, and members of 
the Urban Land Institute (ULI). TAPs are hands-on 
experiences for local planners and community mem
bers, and rely heavily on local expertise. A t the end of 
the process, communities are given an action plan that 
they can implement.

Communities are selected for TAPs by the Campaign 
using three criteria. They must be facing growth chal
lenges, and have little internal capacity for that growth. 
They must also have TOD coming to their community 
or already in existence.

Several communities in the 
Chicago region have seen 
success with implementing 
TAP-provided action plans.
Hanover Park is an older 
suburb with a train sta
tion adjacent to 26 open acres. With a 6-lane highway 
separating the developable parcel and the train station, 
the community has been able to create a plan for the 
site using smart growth concepts that came from the 
TAP process. Midlothian is another older suburb with 
a newly built train station. The TAP process helped 
them to change policies that would encourage redevel
opment around the station 
area and eliminate auto-ori
ented businesses in the im
mediate vicinity.

The TAP program has been 
a success for Campaign for 
Sensible Growth. There are
more towns applying for the program than they can 
currently handle. Since the Campaign doesn’t want to 
compete with local planning consultants, they usually 
choose communities that lack the funds or staff to hire 
outside consulting. They have also found that many 
communities appreciate the prestige o f ULI, a major 
partner, and are more inclined to follow recommen
dations coming from ULI. Local leadership has been 
the key for implementation o f the recommended ac
tions. The cost o f the TAP program is usually between

Campaign for Sensible Growth has found 
that communities are more likely to really use 
a plan that they have had to fund as opposed 

to one that was simply given to them.

$15,000 and $30,000, with the local community pay
ing about one-third o f this cost. The Campaign has 
found that communities are more likely to really use a 
plan that they have had to fund as opposed to one that 
was simply given to them.

Los Angeles Neighborhood Initiative
Rebecca D raper, Los Angeles Neighborhood Initiative,
Los Angeles, California 
rebecca@Iani.org

Established in 1994, the Los Angeles Neighborhood 
Initiative (LANI) stimulates community driven neigh
borhood revitalization. LANI acts as the catalyst to 
leverage funds for local improvements, as wells as 
spearheading community involvement in planning of

community spaces. In the
12 years since their incep
tion, LANI has constructed 
more than $15 million in 
neighborhood improve
ments. They have also 

added an additional $30 million in public, private, and 
in-kind improvements.

A recent project the Neighborhood Initiative has been 
involved with is the Koreatown Pavilion Garden. The 
site was a busy pedestrian and auto thoroughfare, as 
well as a heavily used bus corridor. Transit stops were 
located on both sides o f the proposed garden, indicat

ing great potential for qual
ity public placemaking.

Prior to the improvement, 
the site was a barren lot 
o f an odd shape, created 
by the rerouting o f busy 

streets. In January 2004 the groundbreaking was held, 
bringing together various partners, including the Ko
rean American Chamber o f Commerce, the Los A n
geles M ayor’s Office, the Department o f Recreation 
and Parks, and several design and construction firms, 
among others.

The main goal o f the project was to make up for the 
lack o f a real symbol o f the Korean community’s heri
tage in the Los Angeles area. They wanted a place for
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gathering and celebrations, as well as a feeling o f in
creased security in the area.

Called “Da Wool 
Jung” (a place 
to live together 
in peace) by the 
Korean com
munity, the park 
will house an au
thentic Korean 
pavilion, import
ed from Korea.
Carpenters, roof
ers, and painters 
came from Ko
rea, and a tradi
tional celebration 
was held to bless 
the main beam of the structure as construction began 
in the park. During Phase 2 o f the project, landscaping 
and paving were installed, as well as other amenities 
that would ensure security and easy maintenance.

During Phase 3, additional Federal Transportation 
Agency funds were secured for the park with help

from Congressman Becerra’s office, and an additional 
$200,000 was added to the budget to improve transit 
infrastructure and for additional improvements to the

park site. The 
city o f Los Ange
les has entered an 
agreement for ba
sic maintenance 
o f the garden, 
and community 
participation has 
been organized 
to keep the area 
clean and safe. 
An adjoining el
ementary school 
has agreed to in
clude the park in 
its regular securi

ty patrol, and other funds have been secured for future 
upkeep and amenity replacement.

When completed, the Koreatown Pavilion Garden will 
be a place that the community can be proud of, and one 
that will hopefully improve the area as a place where 
people can gather and enjoy quality public space.

Los Angeles Neighborhood Initiative has worked with local groups to 
convert a vacant lot into a community park that is representative of
the local Korean community. Conceptual image courtesy o f  GDS Architects Inc.
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Industrial Water Views: 
The Last Urban Frontier

Robert Apodaca, McLarand Vasqucz Enisick & Partners, 
Oakland, California
Chek Tang, McLarand Vasqucz Enisick & Partners, Oakland, 
California
Dan Tangherlini, District Department of Transportation, 
Washington, D.C.

In cities throughout the United States private landown
ers and port authorities are searching for the highest 
and best use o f important waterfront land. These un
der-utilized areas are being 
changed to lively mixed- 
use developments to cre
ate impressive gateways to 
their respective cities. The
Bay Area and Washington DC both have exciting new 
projects that will drastically change neighborhoods 
that have been neglected for many years.

California’s Bay Area
Chek Tang, McLarand Vasqucz Emsiek & Partners, Oakland, 
California
ctang@mve-architects.com

Urban waterfront projects often have similar issues 
that need to be addressed. They will have a significant 
impact on transportation infrastructure and must devel
op good circulation plans. They also have similar land 
use patterns and must plan for density and intensity o f 
use. A balance o f public and private development must 
also be made in order to preserve open space along 
the waterfront. Environmental and ecological issues 
are major factors that can affect the project, and the 
natural resources and wildlife on the site must be pro
tected and respected. Lastly, urban waterfront projects 
require a regional vision.

San Francisco Bay is one o f the most scenic and most 
heavily populated areas o f coastline anywhere in the 
world. Like any site in a heavy populated area, much 
of this oceanfront land is very difficult to develop for 
a variety o f reasons. It has not been until recently that 
“urban pioneers” have started to consider new ways to 
make developments work in these areas.

It has not been until recently that “urban 
pioneers” have started to consider new ways 

make developments work in these areas.

The Oak to Ninth project is a 35-acre site in Oakland 
overlooking San Francisco Bay. The site is currently 
owned by the Port o f Oakland and is bisected by a 
transit line. The site planners have sought to use the 
transit line to “glue” together the community, rather

than allow it to divide the 
community in two. The 
concept o f this “transit 
village” is to incorporate 
mixed-use developments 
built near transportation 

hubs. These include a mix o f residential, retail, and of
fice space with attention to creating settings for people 
in which to interact.

With density set at 35-40 units per acre, there will be 
plenty o f park space in the project. Parking has been a 
challenge for the site. In order to serve 3000 develop
ment units, plenty o f parking was required. Because o f

A new development is being planned on San Fran
cisco’s waterfront to revitalize a neighborhood.
I mage courtesy o f Chek Tang.

the natural environmental and soil factors o f the site 
it was impossible to build parking underground. This 
made large parking structures requisite, which will add 
to the final price o f the project and the individual hous
ing units.
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The Richmond site is close to UC Berkley, and was 
once the site o f a chemical facility. Originally planned 
to be a new research and development facility, due to 
changing economics in the Bay Area the site is now 
planned to be a mixed use residential development. The 
developer wants to create a unique and self-contained 
waterfront district, not necessarily directly linked to 
the city o f Richmond, which is separated from the w a
terfront site by a freeway. Currently, there is no trans
portation connection to the site other than a freeway 
off-ramp. Planners have tried to develop a connection 
to the BART system, but the distance to the nearest sta
tion may make this unfeasible.

A site in San Francisco overlooks scenic Mission Bay 
and is not to far from SBC Park, home o f the Giants 
baseball team. The client wanted a mixed-use residen
tial area that could serve the nearby UC San Francisco 
campus. Due to retail stores preferring to stay in the 
nearby downtown area, the sense o f community at this 
site needed to be strong.

The project consists o f 100 luxury, market-rate con
dominium units. The development is comprised o f pe
rimeter two-story town homes masking a two-story in
terior parking structure. The remaining luxury flats and 
town homes are organized around a roo f garden ter
race which caps the parking garage. The entire build
ing structure is constructed o f poured-in place con
crete with a painted exterior plaster finish. Most o f the

The Anacostia Metro station area will be redevel
oped to connect to the new streetcar project, image
courtcsy o f  Dan Tangherlini.

town homes are reminiscent o f the San Francisco town 
home tradition with ground floor entry stoops, while 
the upper levels hint at the “penthouse” lifestyle. The

ground floor units have direct street access, while the 
other units are accessed by elevator from the garage.

Anacostia Streetcar Project
Dan Tangherlini, District Department of Transportation,
Washington, D.C.
dan.tangherlini@dc.gov

The Anacostia River is known as Washington’s “other 
river,” over-shadowed by the more well known and 
more scenic Potomac River. The Anacostia is consid
ered an industrial river, home to the Washington Naval 
yards. It also acts as a barrier between the struggling 
west side and the developing east side. The District 
Department o f Transportation envisioned a “connect
ed” river that would cease to be a barrier. To do this 
DDOT focused on transportation investment.

W ashington’s transit system moves people in and out 
o f the city extremely well, but the city does not have 
adequate transit to move around the city. The first pri
ority for the project was to connect the neighborhoods 
along the Anacostia waterfront with the rest o f the 
city.

It was proposed that they build a streetcar connection 
to the Anacostia Metro station, generally along the 
same corridor as an existing rail line through low den
sity residential and light industrial areas. The second 
iteration o f the Anacostia Streetcar Project realigned 
the streetcar to run directly through existing neigh
borhoods. The streetcar alignment would provide al
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ternative transit options in five o f the eight Anacostia 
Waterfront target areas, better connecting the area with 
the rest o f the Washington 
transit system.

Safety, access, and mobil
ity were all goals o f the 
Anacostia Streetcar Project.
Pedestrian safety has been 
a serious issue in the areas, 
and the presence o f a street
car would act as a traffic 
calming device. The street
cars would also improve access to the Bolling Air Force 
base which would bring 15,000 workers through the 
neighborhood daily, sparking further development.

The Metro station in the neighborhood is heavily used, 
but is not easily accessed. The streetcar connection will 
improve the neighborhood connection to the station, 
and development is currently being planned to make 
the station area itself a destination. District o f Colum
bia offices will be located here, as well as significant 
commercial development. Another government center

is planned at the end o f the streetcar line, which will 
include the future DDOT offices.

The next step facing DDOT 
in redeveloping the Anacos
tia waterfront is convincing 
the local community o f the 
benefits o f the project. Con
struction o f such a project 
through the local streets 
will be a bother to the lo
cals, but if  they understand 
the long-term benefits the 

project will be more widely supported. The community 
has concerns about economic development in the area, 
but is also concerned about increased traffic conges
tion. A taskforce has been established to act as a liason 
between the governmental agencies and the local lead
ership. Their end product will be guidance and recom
mendations 011 how best to proceed with the design and 
implementation o f the streetcar in the neighborhood.
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More Than Just Trains and Tracks: 
Station Art

Brenda Tierney, Regional Transportation District,
Denver, Colorado
David Allen, Arts in Transit, St. Louis, Missouri 
Michael McBride, Washington Metropolitan Area Transit 
Authority, Washington, D.C.
Michael Moonbird, Bad Dog Rediscovers America,
Salt Lake City, Utah

From large ceiling murals and gigantic sculptures, to 
small mosaic tiles on benches, transit art is becom
ing more common in stations all across America. Art 
in transit integrates artwork into transit environments 
that people use every day. Transit artwork enhances 
transit facilities, and is usually commissioned specifi
cally for transit properties. Transit art programs will 
enhance travel experiences o f transit users, and they 
will add value to transit facilities. This type o f artwork 
also serves to support the interests o f the communities 
around the transit system.

Art in transit encourages pride in neighborhoods and 
in transit organizations. It promotes ownership by the 
community o f local transit facilities, and because it 
enhances the quality o f the transit experience, it also 
builds ridership. More people are willing to ride public 
transportation, either bus or rail-line, when transit art 
is in stations.

WMATA
M ichael M cBride, Washington Metropolitan Area Transit
Authority, Washington, D.C.
mmcbride@wmata.com

The Washington Metropolitan Area Transit Authority 
has incorporated transit art into many o f its stations. 
Early involvement by a se
lected artist is vital in de
veloping a transit art pro
gram. Flaving the artist on 
the base plan for the design 
o f the facility makes the process simpler and more af
fordable. Also, through early artist involvement, larger 
and more complex themes and items can easily be es

tablished. The architects can then build around what 
the artist had in mind for the facility.

Examples o f early artist involvement can be found on 
such WMATA stations as: the Columbia Fleights Sta
tion by Akili Ron Anderson, the Largo Town Center 
Station by Ray King, and the Morgan Boulevard Sta
tion by Athena Tacha. All o f these stations have either

Arts in Transit commissions art for installation in 
transit projects. “Two Trees for Naylor Road” by 
Robert Cole © 2002. Photo courtesy o f  M ichael McBride.

large or complex artistic elements in their original 
plans. This shows that the artists and the designers 
met to create the layouts for the facility. Few problems 
were encountered in the construction o f the Columbia 
Fleights Station as a result o f early artist involvement. 
Some attribute the success o f the Washington Metro
politan Area Transit Authority to the extensive transit 
art incorporated in the stations.

Arts in Transit
David Allen, Arts in Transit, St. Louis, Missouri

The St. Louis Metro Arts in Transit program started
with very little funding. 
Eventually, they raised 
enough money and be
gan station projects. Since 
1986, over one-hundred 

and fifty temporary art station projects have been com
missioned along the St. Louis system.

Transit art programs enhance travel 
experiences of transit users, and add value to 

transit facilities. )
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More Than Just Trains and Tracks: Station Art
On the Hiawatha transit line in Minnneapolis, Minne
sota, a unique style o f transit art is present in many 
stations along the line. Different types o f interactive 
art pieces can be found in nearly all the stations. These 
“machines” display photo images with sound, have 
moving parts and mostly 
all need to be wound-up by 
the rider to enjoy the full 
effect o f the artwork.

Also, colored glass and 
glass structures are very 
prominent along the Hi
awatha Line, Most o f the
stations have their own unique paving patterns or sym
bols that relate to the area where the station is located. 
The Hiawatha Line is a prime example o f how incor
porating transit art in stations can improve the quality 
o f the environment for the riders and the surrounding 
community.

Kids and Station Art
M ichael M oonbird, Bad Dog Rediscovers America,
Salt Lake City, Utah 
m oon!yon@baddogk i ds.org

Bad Dog Rediscovers America is a non-profit group 
that works with children to create artwork. Bad D og’s 
mantra is “Imagine, Dare, Create!” Through this mind
set, the program incorporates children’s artwork with 
transit art stations.

In 2002, Bad Dog Redis
covers America received 
rights to design artwork 
for a Salt Lake City TRAX 
station. By enlisting the 
help o f students from Gua
dalupe Elementary School 
in the Salt Lake City metro 
area, Bad Dog worked to 
create designs for these
stations. The children would use computer design pro
grams to create images, and then collages were made 
from these images. After the final version was com
plete, large sheets o f stickers were printed out to later 
be placed on glass to create a large, translucent mu

Children were involved in art installations in Salt 
Lake City’s TRAX stations.
Photo courtesy o f  M ichael Moonbird.

ral. These murals can now be found at TRAX stations 
along 400 South in Salt Lake City,

Centerpiece murals were not the only creation o f Bad 
Dog for the Salt Lake TRAX system. Mosaic tiling

was installed on benches, 
and in the concrete at sev
eral o f the new stations. 
The design team studied 
the area around the stations 
before making the mosaic 
pieces in order to have the 
artwork correspond to the 
surrounding area.

An important issue is the question o f funding for elab
orate art projects for transit systems. Most money for 
station art comes from local funds that the transit agen
cy provides, and some areas take taxes for transit art. 
Local arts councils can also be called on for additional 
funding.

Involving children in the design o f transit stations has 
several benefits. When children are involved, the fre
quency o f station vandalism is drastically reduced. 
Public transportation is not limited only to adults, and 
children are riders as well. By having early involve
ment with transit, these children can understand the 
importance o f ridership and pass it on to others.

In closing, train and rail 
stations have undergone a 
significant change through 
transit art. Transit art en
hances the travel experi
ence o f the rider, supports 
the surrounding commu
nity, and most importantly, 
builds ridership. Transit art 
has a large impact at a rela
tively low cost and can last 

for years. Though every piece o f art is different from 
station to station, everyone can agree that the success 
o f the station art depends significantly on early artist 
involvement and serious involvement by the local arts 
community.
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Integrating Stationso  o

with Neighborhoods
Soren Simonsen, Cooper Roberts Simonsen Architecture,
Salt Lake City, Utah
Bert Gregory, Mithun Architects+Designers+Planners,
Seattle, Washington
Lon LaClaire, City o f Vancouver, British Columbia, Canada 
John Eddy, Ove Am p & Partners, San Francisco, California

In order for a transit system to 
be embraced and supported by 
the communities that it serves, it 
is essential that station areas and 
transit centers are successfully 
integrated into neighborhoods.
Many communities around the 
world have found that creating stations that connect to 
the neighborhoods they serve is a challenging process, 
but a process that will be highly beneficial to all stake
holders involved.

Sustainability in Station Design
Bert Gregory, Mithun Architects+Designers+Planners,
Seattle, Washington 
bertg@m i thun. com

Designing transit and transit neighborhoods with the 
precepts o f sustainability will be essential for the fu
ture o f our cities, our natural systems, and our children. 
It can also be an exciting catalyst for creating a vibrant 
and livable city.

Lloyd Crossing in Portland, Oregon is a project that 
seeks to integrate building infrastructure and the transit 
system to improve energy efficiency and economic vi
ability. The designers o f Lloyd Crossing have attempt
ed to contribute to the neighborhood identity and make 
it an enjoyable place to be for all users.

In 2003 the Lloyd District o f Portland was slated for 
a future light rail line. The development commission 
designated a 35 block area to be developed to revitalize 
the entire district. Eventually, the Lloyd District would 
be the intersection point o f two light rail lines, one to 
the airport, and the other a streetcar line connecting 
downtown Portland. The area had been sluggish in 
growth for several years, and the development com
mission wanted development at this light rail hub to

The designers o f the project encountered several chal
lenges while planning for Lloyd Crossing. A major ob
stacle was the cost o f storm water removal. In the Port
land area costs for water removal are twice the cost o f 
getting water to the site. With high levels o f rainfall ev
ery year in the Northwest, this could be a major added 
expense for a new development to build infrastructure 
to accommodate storm water runoff. Another issue was 

the rapid increase in natural gas 
costs. This encouraged depending 
on coal powered plants for energy. 
Increased coal power dependence 
would increase the levels o f toxic 
chemicals in the air. The goal o f 
the design group was to tackle 

these issues head-on and be creative in making a de
velopment entirely sustainable.

In the predevelopment phase o f the planning process, 
the design group created a metric for reducing environ
mental impact o f the project over time. The focus was 
on solar energy, water consumption and runoff, carbon 
balance, habitat, and materials. From a social per
spective, their goal was to convert the Lloyd District 
from one dominated by office space to a more 24-hour 
neighborhood with a mix o f uses throughout.

The planners wanted to make the area a “water neu
tral” area, using no more water than naturally fell as 
rainwater, and absorbing all runoff within the district. 
Each com er o f each block was designed with a “bio
swale” that would allow water to infiltrate quickly into 
the earth. A 45-year model was created to determine if  
the economics o f creating a “water neutral” area would 
back such a design. The economics were surprising, 
and the project was projected to begin making money 
after 15 years due to reduced runoff disposal.

By following this strategy o f retaining runoff rather 
than paying to remove it from the site, water demands 
would diminish and the economic value o f the water 
infiltration system would bring added value to the en
tire neighborhood.

The energy plan for the Lloyd Crossing station area 
was to shift the primary source o f power from coal to

spur n ew  grow th.

“In planning transit stations, 

it is important to remember 

that you are moving people.”
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wind power, a renewable, non-polluting resource. The 
overall plan for the district will add to the total square 
footage o f buildings, but will reduce consumption of 
energy in half. A neighborhood resource management 
agency will be created that will manage the resources 
o f the district on a smaller 
scale. Over time the money 
that will be made from more 
efficiently managing wa
ter and energy will be used 
to pay for urban design and 
purchase o f open space.

The catalyst project at the center o f the district will 
include a wastewater treatment plant, the streetcar sta
tion, and large residential towers. The designers hope 
that the Lloyd Crossing project will serve as a model of 
sustainable neighborhood development for communi
ties around the country, exhibiting the benefits o f ef
ficient and responsible resource management.

Vancouver: Planning for RAV
Lon LaC laire, City o f  Vancouver, British Columbia, Canada 
lon_laclairc@city.vancouvcr.bc.ca

Due to natural physical barriers, the Vancouver region 
relies on density to provide for new growth. With wa
ter surrounding the city on three sides, the growth of

the Vancouver metropolitan area has generally been 
towards the south and east. A transit system has been 
created that connects the downtown area with major 
regional hubs by bus and rail.

The new RAV line in Van
couver will connect the 
downtown area to the air
port to the south via the 
Richmond Town Center. 
This line will replace the 
existing bus rapid transit 
line that moves through the 

same corridor. Because o f high transit ridership it has 
become necessary to convert the BRT line to rail in or
der to achieve targets for regional transportation plans. 
It is projected that the RAV line will serve 100,000 
daily riders by 2010.

Because the system for the RAV line will be automat
ed, the entire line had to be fully grade separated, ei
ther underground or elevated. The cost for building the 
grade separated line will be $1.9 billion, with $1.35 
billion in public funds.

The RAV line will have nine stations in within the city 
o f Vancouver, with two additional future stations. O f 
the ten kilometer guideway, there will be nine kilome

ters o f underground rail and one ki
lometer o f elevated rail. The north
ern terminus will be the Waterfront 
Station, connecting the line to an 
existing transportation hub. The 
station will have connections to 
the cruise ship facility, a heliport, 
as well as to a float plane service 
that connects nearby islands. City 
planners were able to work with 
public and private sector groups to 
agree to move the entrance for the 
RAV station from an in-street stop 
to an off-street entrance in order 
to strengthen the connection to the 
existing adjoining development.

The Robson Station, near down
town Vancouver, is close to two

Vancouver’s new RAV line will connect dowtown with the airport and
Richmond. Photo courtcsy o f  Lon LaClaire, City o f  Vancouver.
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important bus and pedestrian streets. It will run un
derneath an existing pedestrian only street, between 
underground malls. The city was able to come to an 
agreement to move the station entrance to a more vis
ible location in order to connect to the underground 
malls while maintaining a significant on-street pres
ence for transit.

Near the Vancouver City Hall will be the Broadway/ 
City Hall Station. The station proposal would have put 
the station nearer the city building, but remote from 
Broadway, the main transit street. An effort was made 
to move the station closer to the street in order to make 
the RAV line more accessible and visible. Eventually 
the planned M illenium Line will intersect the RAV 
Line at the Broadway/City Hall Station, making the 
station area much more important as a transportation 
hub. The city plans to have several entrances to the sta
tion as ridership increases.

Cambie Street is a significant north-south route in Van
couver. The city has gone to great lengths to preserve 
the tree-lined character o f the street. The design pro
cess at this point has been much longer due to the need 
to elevate the train for a short distance. Different op
tions for the station area have been submitted in order 
to allow for stakeholder feedback and make decisions 
based on community interests.

Linking Streets and Platforms
John Eddy, OveArtip & Partners, San Francisco, California 
bridges@amp.com

In planning transit stations, it is important to remember 
that you are moving people. It is vital that you under
stand the routes that people will be taking to and from 
the station, and that you make clear the entrances and 
exits to expedite pedestrian flow.

Fulton Street Transit Center in New York City is the 
connection point o f nine transit lines. The designers of 
the station felt that it was important that the station be 
a “place” not merely a node, and gave the building a 
“front” for the benefit o f the neighborhood. The large,

bright nature of 
the glass build
ing makes 
finding the sta
tion easier for 
users.

L i v e r p o o l  
Street Station 
in London uses 
similar strate
gies to open 
up the station 
and bring lots 
o f natural light 
inside, making 
wayfinding in 
and out o f the 
station easily understandable.

Station entrances should be highly visible for some dis
tance. Entrances do not need to be the same for the en
tire system, but should be unique and integrate with the 
feel o f the neighborhoods that they serve. Signage must 
be easily seen. In London, the Metro signs are posted 
higher than any other signs on the street. They have no 
standard height, but are placed high enough that noth
ing can block the visibility o f the transit stops.

The Canary W harf Station is a unique and highly vis
ible station. It has become a neighborhood landmark, 
and everyone knows how to direct people to the transit 
stop. The large glass entrance brings daylight deep into 
the station, more than 50 feet underground. This not 
only makes the stop visible from the street, but also 
draws passengers up from the platform as they get off 
the train.

In any transit system, it is important that transit plan
ners test the system to see how it will work. Determine 
what kind o f passenger experience it will be, and try 
to anticipate obstacles that passengers will encounter. 
Carefully plan wayfinding indicators that will make 
using the system intuitive for new users.

London’s Canary Wharf Station.
Photo courtesv o f  John Eddv. ARU P.
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Making Streets Fit for 
Cities and Towns

Ellen Greenberg, Freedman, Tung, & Bottomlcy,
San Francisco, California
Norman Garrick, University of Connecticut, Mansfield, 
Connecticut
garri ck@engr.uconn. edu

Context sensitive design is essential in creating urban 
character in the nation’s cities. Several partners have 
organized in order to create a recommended practices 
manual, entitled “Context Sensitive Design for Major 
Urban Thoroughfares.” This project is supported by 
the Federal Highway Administration (FHA), the En
vironmental Protection Agency’s (EPA) Office o f Eco
nomics, Policy, and Innovation, and is sponsored by 
the Institute o f Transportation Engineers (ITE) and the 
Congress for the New Urbanism (CNU).

The final product o f  this 
consortium is chiefly geared 
toward an engineering audi
ence, especially those who 
have less experience with 
design, although it is in
tended to serve a multi-disciplinary audience. Design 
guidelines, even if  they are not formal standards, can 
be helpful to people with a background in engineering, 
since many engineers prefer specific, accepted, and 
well-researched information.

1. Create an Urban Street Network

Key features o f a good urban street network include 
density, connectivity, facilitation o f movement with 
multiple choices, and the creation o f a framework for 
development and for urban activity. Street networks 
form blocks, which are the fundamental structure of 
our development and activity patterns.

It can be difficult to have urbanity, depending on the 
pattern o f the network. For instance, Salt Lake City 
has good connectivity, but also has problems with 
scale because o f its large blocks. This is an issue often 
lamented by locals who have an interest in improving 
our urban form.

A comparison between central cities and outlying sub
urbs illustrates the difference between good and bad 
networks. It is most often in post-1950 suburbs that we 
see cul-de-sacs lacking connectivity. In talking about 
urban networks, today’s trend is emphasizing going 
back to the pattern seen prior to the 1950s, which sup
ports urban behavior and transit use.

2. Facilitate Mobility

Streets, by definition, facilitate mobility, but some o f 
the necessary elements are less obvious. The need to 
create mobility should not supercede the need to create 
place. Virtually every neighborhood being construct
ed in America today is designed to allow mobility for 
cars, but very few consider networks for other modes 
o f transportation.

Davis, California serves as a model that has developed 
during the last fifty years. Davis has the highest per

centage o f bike ridership in 
the nation, and this is pri
marily due to the fact that 
they incorporated specific 
plans in their codes to de
velop a continuous net
work for cars, for bikes, for 

transit, and for pedestrians. If we want citizens to use 
modes other than private automobiles, we must allow 
them to do so by creating integrated systems in our 
cities.

3. Recognize That Streets are Places

The issue o f streets as places, rather than mere facilita
tors o f mobility is an important one. I f  streets are de
signed to serve only one function -  to provide mobility
-  then they will fail in their other uses, such as stroll
ing, shopping, outdoor dining, and so on. Street activi
ties, something as simple as talking with a neighbor, 
for instance, can be extremely important to a street’s 
sense o f place.

4. Make Streets Safe for All Users

Urban streets must consider the needs o f all users, so 
the approach taken to freeway safety does not apply on 
city streets. In particular, appropriate levels o f traffic 
speed must be carefully considered in a mixed-use en

[
If we want citizens to use modes other than 
private automobiles, we must allow them to 

do so by creating integrated systems 
in our cities.
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vironment, especially considering that one’s chances 
o f being killed in an auto accident are greatly reduced 
when speeds are at or below twenty miles per hour. 
Good design can help encourage a level o f activity that 
provides a sense o f safety to users o f the space, where
as bad design can exacer
bate existing problems.

How Are We Doing?

The report card on how we 
are doing nationally with 
our urban streets is not en
couraging. Our failure to create integrated networks 
has been as detrimental for auto users as for those us
ing other transportation modes. This is one o f the few 
areas in which cars suffer 
as much as, if not more 
than, other travelers.

In the area o f mobility, we 
have focused too heavily on 
facilitating higher speeds 
and increased capacity for 
cars. This has presented 
major mobility and safety 
problems for pedestrians 
and cyclists

We are doing most poorly 
in terms o f place-making, 
especially in distinguish
ing the different needs of 
urban and rural places. In
both places, auto safety and simplicity have directed 
street design. We have failed to look at the diversity 
o f urban places, ignoring the unique contexts and what 
they may require.

Our highest grade, still only receiving a D-, is safety. 
However, once again this works primarily in favor of 
the auto user, failing to build speed control into street 
design and inhibiting pedestrians and cyclists. Part of

Planners must remember that streets are also
places. Photo courtesy o f  Norman Garrick.

the problem in this area is that incomplete networks 
have created problems for emergency access vehicles 
that can only be solved by widening streets, thus re
moving natural barriers to excessive speeding. More 
than with any o f the other elements, the language

about safety is critical. If 
it is perceived that safety 
is being compromised, the 
project will not be able to 
proceed. Planners need to 
emphasize that safety is a 
primary concern, not the 
primary concern.

It is also important to reflect on how we communicate 
about streets, whether visually or with language. Cross

sections, maps, and photo
graphs can convey clearly 
the context in which streets 
will be used, especially 
with respect to density 
and intensity. Words are 
important as well. Some 
commonly used words, 
like arterial and collector, 
give little indication as to 
whether they refer to free
ways or big roads, whether 
there will be sidewalks or 
not, and so on. Words like 
boulevard, avenue, street 
(appropriate to urban con
texts), expressway, high
way, and road (appropriate 

to rural contexts) convey more information about de
sign.

As planners working with creating streets that fit into 
a larger urban context, it is important that we consider 
these four concepts as we make changes in our com
munities. As streets become more appropriate in the 
context o f the city, our communities will become more 
safe, more enjoyable, and more livable.
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Developing Partnerships to 
Sustain Rail and TOD

Lynn Flint Shaw, Dallas Area Rapid Transit, Dallas, Texas 
Brigid Hynes-Cherin, Federal Transit Administration, 
Washington, D.C.
Marilee Utter, Citiventure Associates LLC, Denver, Colo
rado
Theresa O’Donnell, City of Dallas, Texas

In designing and building transit-oriented development 
(TOD), transit agencies, developers, and government 
officials must work together to achieve their shared 
goals while at the same time addressing their individual 
agendas. As transit systems mature these partnerships 
must continue to evolve in order to achieve sustainable 
and successful transit-oriented development.

Why Partnerships?
Brigid Hynes-Cherin, Federal Transit Administration, 
Washington, D.C. 
brigid.hynes-chcrin@fta.dot.gov

Transit plays a critical role in providing communities 
with the tools and resources to ease traffic congestion, 
make mobility choices, preserve green space, and pur
sue wise regional growth strategies. It gives support for 
community development and for business opportunity. 
It provides a way for people to reach jobs, education, 
healthcare, and commercial 
centers. These are all issues 
o f importance to partners
-  developers, investment 
bankers, city/county plan
ning agencies and communities.

Partnerships can come about in three basic ways. First, 
the transit agency can encourage or initiate joint devel
opment 011 its federally-supported property. Second, 
the transit agency can encourage new development 
near its planned or existing stations on property that it 
does not own. Finally, the transit agency can work with 
all o f its local partners, communities, city officials, and 
the development community, to plan its transit service 
in anticipation o f future TOD.

The Federal Transit Administration (FTA) is vitally in
terested in the development o f partnerships to sustain 
rail. FTA promotes partnerships in order to:

Create better linkages between transportation 
and land use.
Allow communities to select wide range of 
transportation alternatives and choices.

• Promote better use o f existing alternatives. 
Leverage funds with other federal and state 
agencies to meet local goals.

There are several programs in the FTA that can facili
tate partnerships between the transit agency and local 
developers and stakeholders. These programs include 
Joint Development, Transportation and Community 
and Systems Preservation Pilot (TCSP), and Transit- 
Oriented Development.

Joint Development is transit-oriented development 
that involves the use o f federally supported real es
tate or federal transit financial assistance. Transit and 
highway funds can be used for projects that provide 
revenue sources for transit agencies, and can help revi
talize communities by supporting public/private devel
opments that are physically and functionally related to 
transit. T E A -2 l’s flexibility has removed significant 
barriers to joint development, making it far more at
tractive to transit agencies.

TEA-21 presumes that the transit operator will recover
the reasonable costs o f a 
joint development through 
rents or other means. FTA 
has now determined that 
such revenue is program 

income, usable for any eligible transit purpose. Value 
capture is the process by which the community shares 
in the economic benefits from publicly funded transpor
tation improvements and facilities through increases in 
real property values (increased tax base), improved ac
cess to transit, and improved transportation services.

Decisions like this have provided both transit operators 
and developers with the financial incentive to invest in 
transit-oriented joint development projects.

Transportation and Community and Systems Preser-

In order for project success to be 
achieved, each partner must fulfill their own 

commitment to the group.
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vation Pilot Program (TCSP) came into being under 
TEA-21, This program consists o f research and capi
tal grants that will assist communities as they work to 
solve interrelated problems involving transportation, 
land use, environmental 
protection, public safety, 
and economic develop
ment. This is an extremely 
important program because 
it is designed to encourage 
new thinking in transpor
tation planning. Unfortu
nately, as with a number of 
other programs, the funds are earmarked.

Although there is no specific program in support of 
TOD, FTA has supported research to identify what is a 
TOD, and how to measure its progress and effective
ness. Our focus has been on how transit investment 
helps (or hinders) TOD, how TOD may contribute to 
the eventual success o f a transit project, and how the 
transit system can plan its alignment and station areas 
to encourage TOD.

FTA officials met with transit agencies, city planners, 
developers, bankers, and interested parties who felt 
that TOD is an important issue. They said that it re
quires close cooperation between all parties to make 
a successful TOD project. They also said that plan
ning beforehand and financing are two o f the critical 
issues in achieving success in TOD. True partnerships 
are key to obtaining sustainable, viable transit-oriented 
developments.

What Developers Want
Marilee Utter, Citiventure Associates LLC, Denver, Colorado 
citiventiire@aoI .com

Any effective partnership in developing TOD will 
include a developer. Although no two developers are 
alike, it is important to understand that they all oper
ate through the same basic process. The more planners 
understand the development process, the more likely 
they are to create a positive working relationship with 
developers.

The first stage, predevelopment, is the riskiest for de

velopers because o f the research and design work that 
goes into the project without any guarantee that the 
project will go forward or be profitable. Developers 
must hire many consultants and designers at this stage,

and need financing to do 
this. The second stage, or 
development stage, is the 
initial design o f the project 
and the site review, where 
all design specifics are de
cided. Bank financing be
gins to pay for some o f the 
project, and construction 

begins. Finally, the stabilization stage is the point at 
which a development, if  done right, will start to turn a 
profit. Developers pay the bank back for the construc
tion loan, and often the project is sold, hopefully at a 
profit. This entire process is long and complicated. It 
is reasonable for developers to expect most projects to 
take at least two years from initial design to stabiliza
tion.

Because TOD requires intensive investment in prede
velopment and can include heavy investment o f pub
lic dollars, the average timeframe for a developer to 
recoup a profit can take many years. The longer the 
time frame, the more potential a developer will lose 
money on the project. This is the single biggest hurdle 
to private investment in TODs.

The most complex type o f development is multi-use, 
multi-tenant, public/private partnership projects. When 
the public involvement process is added to this, a de
veloper can expect at least five years at a minimum 
to realize a profit, although seven years is more like
ly. There are not many development companies that 
can carry the debt required for a TOD for that long. 
Planners need to make it less risky for developers to 
become involved in this process, as it is much easier 
and more profitable for them to work on other types of 
development.

There are several things that planners and transit agen
cies can do to encourage developer involvement in 
TOD projects:

Spread financial risks between the public and 
private sectors, making the project a joint development
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venture.
Transit agencies or cities should assemble the 

land required for the TOD first and then sell it to the 
developer. This will provide consistency for the devel
oper, and will reduce the time that they are carrying the 
debt.
• Transit officials and concerned citizens must 
“shop” for the right developer for their project. N ot all 
developers are alike and finding the right one is key to 
a smooth project.
• Given the complexity o f TODs, transit officials 
need to hire professional consultants with experience 
in this type o f project.

As a market, TOD demand is growing quickly. If  done 
right, a TOD project can bring back a sizeable profit 
to the developer. Many developers are interested in 
TOD, but are turned off by city policies that make do
ing TOD much riskier than other projects. I f  cities and 
transit agencies are serious about creating TOD along 
their transit systems, they must understand and meet 
the needs o f interested developers.

Dallas
Theresa O ’Donnell, City of Dallas, Texas

Dallas started with a light rail plan in the early nineties, 
but with considerable public opposition. Dallas Area 
Rapid Transit (DART) discovered that the public was 
ignorant to the concept o f TOD. Through aggressive 
marketing and growing public use o f the transit system, 
the people o f Dallas caught on. Today the city cannot 
keep up with citizen demand for light rail stations with 
a TOD component. However, citizen demand has not 
had quite the effect it should truly have. Although the 
public’s interest in TOD in the city o f Dallas is great, 
the city itself has remained largely reactive, depending 
011 the private sector to initiate investment.

Many lessons have been learned regarding TOD since 
the first tracks were laid. First and foremost, the plan
ners have realized that it was essential to engage the 
public as early as possible in decisions about new de
velopment. This would largely eliminate significant 
opposition to new projects. Second, the city o f Dal
las must become more proactive during the planning

and development stage. As the city has come to realize 
this, they have developed and adopted a comprehen
sive plan, the first in the city’s history. In addition, the 
city has had substantial success with public workshops 
to educate the public and forge partnerships with key 
stakeholders.

The city’s com
prehensive plan 
or “N ew  Plan” 
seeks to write 
in and zone 
new TODs as 
quickly as pos
sible. Five 
m e c h a n i s m s  
are included in 
the N ew  Plan 
that will facili
tate increased 
investment and 
development in 
TODs.

A part
nership be
tween the city, 
the transit au 
community

councils.
Zoning changes to support TODs.

• Infrastructure to support new development. 
Financing mechanisms to fund improvements 
in infrastructure.

• Moving quickly to develop a TOD around a 
new university campus.

Several projects in the Dallas area are currently under
way, and there have been some successes already. As 
the New Plan is implemented, many stakeholders are 
optimistic that demand for TOD in the Dallas area will 
only increase. As partnerships in the area continue to 
strengthen, the ability o f these partnerships to create 
viable TOD will also improve.

DART w as involved in a p a r tn e r
ship to develop a new university  
cam pus on a greenfield site n ear a
tra n s it station, image courtesy o f  Theresa 
O 'Donnell.

thority (DART), and various
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Improving the Model Community: 
New Concepts for Columbia

Susan H artnett, City of Portland, Oregon 
Reid Ewing, National Center for Smart Growth, 
College Park, Maryland 
rewing@rci.rutgers.edu

During the 1960’s and 1970’s there was a movement in 
new town planning. Planners felt that if  an entire town 
was planned from the out
set it would function more 
efficiently than other cities, 
thus avoiding some o f the 
challenges that a town fac
es when they begin to grow.
Columbia, Maryland is known as one o f the best “new 
towns” in the United States. Planned by developer Jim 
Rouse, it became an icon for the new planning move
ment o f the time.

will take major improvements to go from a tradition
ally automobile oriented city to a more walkable one. 
Traditionally, the more walkable a downtown is the 
more successful it is. There are many important fac
tors to remember for establishing walkability in a com
munity.

One o f the most obvious factors is density. For any 
community to be walkable it must have a higher degree 
o f density than other areas. With a higher density it 
is easier to develop essential community needs within 
walking distance o f a maximum number o f people.

Part of the city’s vision today, along with 
the establishment of a real downtown, was to 

make their city more walkable.

In reality, Columbia has had to deal with major chal
lenges over the last few decades, like any other city. 
One o f those challenges is the lack o f a downtown. In 
most instances a downtown 
is something that gives a 
city a sense o f identity and 
uniqueness. Another chal
lenge the city faces is the 
fact that it was built for 
the automobile. Part o f the 
city’s vision today, along 
with the establishment o f 
a real downtown, was to 
make their city more walk- 
able.

The current city center o f 
Columbia is structured 
around a large shopping 
mall. The plan is to devel
op as much o f the vast mall 
parking lot as possible. They plan to concentrate the 
parking in parking structures rather than lots.

As it exists today, C olum bia, M ary lan d ’s dow n
town is centered around a com pletely au to -orien t
ed shopping m all. Photo courtesy o f  Reid liwing.

The larger challenge the city faces is walkability. It

Another factor is the length 
o f city blocks. Keeping 
blocks to a shorter length 
allows for more options 
and choices for pedestrians. 

There are also important safety issues that tend to be 
better addressed with the use o f shorter block lengths.

A mix o f land uses is vital to the survival o f a walkable 
community. A good example is the growing popularity 
o f residential development above commercial. A good 
mix allows for better accessibility to people’s needs. 
The mix o f uses is also a part o f what gives a commu

nity its identity.

The narrowing o f streets 
can play a big part in walk
ability. However, size is 
not the only factor. In fact, 
a more important role is that 
o f street design. If  a street 
is designed to allow for bet
ter pedestrian safety it may 
have more success than 
merely cutting the number 
o f lanes. People are not go
ing to cross streets that do 
not feel safe or pedestrian 
friendly. Along with this 
idea goes the importance 
o f safe street crossings by 

making them more visible and installing proper sig
nage.

Parks and other public areas play an important role
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in establishing walkability. Having the proper access 
to these areas is just as important as having them in 
the first place. Simply making the area more aestheti
cally pleasing by means 
o f streetscape, sidewalk 
design and street frontage 
o f buildings adds signifi
cantly to walkability. This 
can also be accomplished 
through the elimination of 
‘dead zones’ and the use 
o f well planned and placed 
public gathering spots.

Along with these major 
elements in walkability 
are smaller more distinct 
features that can have a 
more gradual effect. For 
instance, the use o f proper 
trees can have a positive effect. This is also important 
in issues related to safety. By using trees instead o f 
big bushes or shrubs it gives the streets and sidewalks 
a more open and safer feel.

A method that Columbia is particularly interested in is 
the minimization o f dead space. By focusing the park

ing needs into parking structures and redeveloping 
large parking lots you take away some o f the eyesores 
that tend to plague some downtown areas. People in

general do not like to walk 
across large parking lots 
to get to where they are 
going; they would just as 
soon drive across it.

Even very small details like 
street furniture, small-scale 
signage, special pavement 
types, and public art are all 
essential to not only give a 
community a more walk- 
able feel, but also give it a 
definite sense o f identity.

With a large movement 
toward new urbanism and 

smart growth, walkability has become an increasingly 
important attribute for a community. This is particu
larly important for communities which were developed 
mainly for an automobile oriented society. Columbia 
hopes to be an example o f the things cities can do to 
increase walkability, whether it be through large-scale 
projects or incremental improvements.

P lanners hope to convert portions of the C olum bia 
shopping mall p ark ing  into a w alkable, tran s it-o ri
ented dow ntow n. Photo courtesy o f Reid Ewing.
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Parking for Transit-Oriented 
Development

Zoyd Luce, Bay Area Rapid Transit District,
Oakland, California
Adam  M illard-B all, Nelson / Nygaard Consulting Associ
ates, San Francisco, California 
Terry Bellamy, Arlington County, Virginia 
K ristian  Kofoed, Department of Planning and Development, 
Seattle, Washington

There are three key factors at play in the amount of 
parking required for a transit-oriented development 
(TOD), the first being the density o f development. The 
second is the accessibility o f the TOD, and the third is 
the different types o f mixed use within a TOD. It may 
be true that a transit-oriented development requires less 
parking than other developments, but there are parking 
space requirements built into most planning and zon
ing systems that need to be amended and improved in 
order to make TOD successful. There are varying ap
proaches and methods to overcome zoning obstacles 
that require more parking in order to motivate people 
to get rid o f multiple cars and depend more on transit.

Getting Parking Right for TOD
Adam Millard-Ball, Nelson / Nygaard Consulting Associates,
San Francisco, California 
amillard-ball@nelsonnygaard.com

Where do parking requirements come from? Parking 
requirements are billed as 
a way to “alleviate traffic 
congestion.” At first it may 
seem that providing ample 
parking would alleviate 
traffic congestion by get
ting the cars off the streets 
and into parking spaces. However, what really hap
pens is that there ends up being more cars out on the 
streets traveling and in turn congesting the roads. In 
reality, the reason for so much parking is to prevent 
spillover parking problems.

The actual number o f parking spaces required for vari
ous uses is often based on data in the ITE (Institute 
o f Transportation Engineers) ‘’’Parking Generation”

manual. For a typical land use, 4 spaces are required 
per 1,000 square feet o f floor space. This number was 
generated with the assumption that there may be that 
many spaces required at the peak time o f the day in a 
peak shopping season. This number can certainly be 
reduced in a transit oriented setting, but how much is 
enough? There are three broad approaches for each lo
cal jurisdiction to use to decide how much is enough.

The first approach is to tailor parking requirements to 
match unique, local demand. One way o f doing this is 
to map out the projected amount o f density, transit ac
cess, income and household size. By finding out this 
information you can reduce parking in areas o f transit 
oriented developments in mixed-use areas and neigh
borhoods adjacent to transit.

The second option is to use incentives or even require 
parking strategies to reduce vehicle trips and promote 
smart growth. Some of the ways to make this happen 
is to constrain supply by setting parking maximums 
and giving incentives to people who utilize more tran
sit. You can use incentives by issuing residential park

ing passes with parking 
cash-out for those who are 
not going to use the park
ing spaces, or by provid
ing citizens with universal 
transit passes and incor
porating more bike/pedes

trian facilities in local improvements. Other ways of 
being able to constrain building o f more parking is to 
require shared parking. Private parking can be used by 
businesses during business hours when residents are 
more likely to be away from home in order to reduce 
spillover parking problems.

The third approach is to let developers themselves de
cide the economically optimum level o f parking, by

There are parking space requirements built 
into most planning and zoning systems that 
need to be amended and improved in order to 

make TOD successful.
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abolishing minimum parking requirements. By abol
ishing minimum parking requirements you let devel
opers get rid o f regulatory barriers that could stop a 
viable transit-oriented plan from being approved. If 
you are developing a residential area you need to re
member to only sell as many permits as parking spaces 
to eliminate spillover problems.

Parking in Arlington, Virginia
Terry Bellamy, Arlington County, Virginia 
tbella@arlingtonva.us

Arlington, Virginia is located in the core o f the Wash
ington D.C. region. City planners have worked dili
gently to meet transportation demand, and have devel
oped a balanced system. The city already has 11 metro 
stations, 22 metro-buses and 12 ART bus lines. The 
rider share o f people using transit to come into the city 
is over forty percent. There exists a system o f incen
tives for people to use transit or carpooling, along with 
a bike/walk benefit that pays $25 per month.

The city has developed different requirements for 
TOD, recognizing that developments along the Ross- 
lyn-Ballston Metrorail corridor generate fewer vehicle 
trips than traditional devel
opment. The requirements 
for TOD parking are usual
ly one space per 580 square 
feet o f commercial space, 
and 1.125 per residential 
unit.

The reduced parking plan creates both public and pri
vate benefits. Reduced parking ratios can greatly re
duce construction and maintenance costs for develop
ers since structured parking can cost between $15,000 
and $30,000 per space. For an average sized office de
velopment the site-plan development parking ratio can 
save over $30 per square foot compared with by-right 
parking requirements.

The newest program that Arlington is starting to in
corporate is the car share program. A pilot program 
was developed along the Rosslyn-Ballston corridor 
as a public/private partnership. The carshare fleet of 
vehicles has increased each year o f the program, and

most cars are located near Metro stations in the area. In 
addition, a subsidy was provided for the program, and 
carshare cars were given special privileges in order to 
increase the on-street visibility o f the program.

The main reason for Arlington’s success in transit is 
the area’s small size and density o f housing. With so 
many people and so many jobs it makes it a lot easier 
to get people on trains and busses instead o f using cars. 
This allows the city to have land uses that are more ef
ficient with less need for parking.

Putting Parking on a Diet
Kristian Kofoed, Department of Planning and Development,
Seattle, Washington
kristian.kofoed@seattle.gov

We all assume that TOD requires less parking than 
other developments, but it is important to realize that 
not all TODs are created equal. The Northgate neigh
borhood o f Seattle illustrates how important it is to be 
specific about how much parking is needed.

The neighborhood is centered around a shopping 
mall, and is currently transitioning from suburban to

urban. Three key compo
nents are coming together 
to transform the Northgate 
area into a successful TOD. 
First, it has the second bus
iest transit center outside o f 

downtown Seattle, with bus headways similar to light 
rail systems. Second, there is a shared political will 
to develop the transit center into a TOD. Third, there 
is the political will to change the existing parking re
quirements in order to support TOD.

Out o f date parking codes can hamper TOD projects 
when they require that more parking be built than is 
needed by the development’s visitors and residents. 
Requiring an oversupply o f parking spaces is waste
ful and expensive. When more parking spaces are 
built than needed, they sit empty. This oversupply can 
add significantly to a development’s cost, as an under
ground or structured parking space can cost as much as 
$25,000 to $35,000 to build. In turn, increased devel
opment costs lead to less production o f housing units

Reduced parking ratios can greatly reduce 
construction and maintenance costs for 

developers since structured parking can cost 
between $15,000 and $30,000 per space.
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and open space, and often result in unattractive build
ings, as parking location becomes the development’s 
driving design force.

A methodology has been developed in order to over
come parking requirements 
obstacles to TOD. In the 
methodology, step one is to 
determine the real parking 
demand. This can be de
termined using census data 
and roughly estimating 
demand based on vehicle 
availability per household. The second step is reduc
ing parking in areas where the demand is small, espe
cially near or adjacent to transit. Proximity to frequent 
transit service validates reduced parking demand, re
duced vehicle ownership, and reduced parking require
ments. The third step is to give developers the option 
o f reducing parking voluntarily. Developers are asked 
to demonstrate how their proposal will reduce parking 
demand in the neighborhood.

In 2005, the city o f Seattle adjusted parking require
ments for high density neighborhoods based on cen
sus data and a transit adjustment reduction to identify 
the true amount o f parking required. After the census 
data was collected and the parking reductions were

made, projects like North- 
gate were able to be built 
adjacent to transit without 
as much parking. North- 
gate was originally a huge 
parking lot that was trans
formed into a high density 
development adjacent to 

a train transit stop. The project includes an interior 
square and plazas with public green space, restaurants 
and other services. By implementing the methodology 
detailed, the project was able to proceed and create a 
more walkable, pedestrian friendly development, with 
reduced need for parking.
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Closing Plenary

E nrique  Penalosa, former mayor, Bogota, Colombia

Social and Environmental Sustainability 
in Cities

Over the next 25 years, the developing w orld’s urban 
population will increase by almost two billion inhabit
ants. W hat happens in the developing world will affect 
the entire planet. The battle for the environment will 
be won or lost in the developing world and primarily 
in its cities. Developing world cities can learn from 
advanced world cities and avoid their mistakes.

Bogota, Colombia, is a city o f 6.8 million people, with 
an average per capita in
come of $2,000. With 210 
inhabitants per hectare, the 
city is very dense. Bogota 
is typical o f most develop
ing cities, whether they are in India, China, Africa, etc. 
It has implemented many changes to address the issues 
o f growth, social justice, and environmental sustain
ability that any developing city could patterns its own 
policies after.

The most important and difficult urban challenge is to 
create a VISION. We cannot design an urban transport 
system unless we know what kind o f a city we want. 
We cannot know this until we know how we would like 
to live. What facilities do we want to focus on? When 
a city has a very limited budget as all developing cities 
have, they must choose where to spend their money 
carefully.

The friendlier to cars a city is, the less humane it 
becomes. The friendlier to cars a city is, the more it 
excludes the poor and other vulnerable people. The 
friendlier to cars a city is, fewer resources are left to 
the needs o f the poor: housing, nurseries, schools, li
braries, parks, and transportation. If public funds are 
not devoured by investments in road infrastructure you 
can avoid other series problems.

Bogota has focused on building top quality school in

frastructure in its poorest neighborhoods. By not using 
funds to expand traffic infrastructure, the city was able 
to use those funds for open space and schools,

Public Space

Is quality public pedestrian space a frivolity in a poor 
underdeveloped city?Or is it important for equality? 
During work hours, workers feel more or less the 
same, regardless o f income or social status. It is dur
ing leisure times that income differences are felt more 
acutely. High quality pedestrian public space begins at 
least to compensate for inequality.

Parks are not a luxury, they are as necessary as schools 
and hospitals, and we have to devote resources to their 
creations. In public space we meet as equals, regard
less o f our hierarchies. Social and economic differ

ences are erased. Any great 
city has to have great pub
lic spaces, where rich and 
poor alike want to spend 

time.

For 5,000 years, all city streets were only pedestrian. 
Cars have only become part o f the city for the last 80
90 years, but we have come to think they are as essen
tial to the city as anything else. We have become ac
customed to living with the side effects o f car-oriented 
cities, even though they are detrimental to the urban 
lifestyle. There are more than 300,000 children killed 
by cars every year across the planet. We have come to 
think o f this as normal that children must grow up fear
ing getting killed.

Once cars arrived they terrorized children away from 
the street the way wolves kept children away from 
forests in the Middle Ages. Over the last 80 years we 
have been making cities much more for cars mobility 
than for children’s happiness. When cars appeared we 
should have started to build a parallel road network: 
One for cars and the other exclusively pedestrian.

Why not create all new cities around a pedestrian-and- 
bicycle-only road network? It would cost nothing, only 
the forethought to plan ahead. In Bogota, the El Por- 
venir Promenade was built to meet the needs o f non
auto users. It is a 22 kilometer pedestrian and bike only

The friendlier to cars a city is, 
the less humane it becomes.
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“highway'’ through the city. New neighborhoods have 
begun to spring up around this highway,

Bogota has also worked to get cars off the sidewalks, 
and make pedestrians first class citizens again. Side
walks are not simply for getting from one place to an
other. They are for walking aimlessly, talking, playing, 
kissing, and enjoying the city.

To say that a sidewalk is wide enough to carve out 
parking bays as well as for people to walk by is equiv
alent to saying that a city’s 
main plaza or park can be 
turned into an open-air 
parking lot, just as long 
as enough space is left be
tween cars for people to 
walk by. There is not one 
constitution in the world 
today that has made park
ing a constitutional right, 
but that’s how we think 
about it today. For a long 
time, roads in Bogota were 
built without sidewalks, 
cars only. Now, streets are 
all planned with sidewalks, 
bike walks, benches, trees, 
etc.

Bogota has also bought 
a large amount o f land 
around the city for future 
park space. Currently, they 
are looking to invest $9 million in 300 hectares, about 
the size o f New York’s Central Park, on the outskirts of 
the city. This area will be inside the city in just a few 
years if  growth patterns continue at current rates.

Transportation

Different from other challenges such as health or edu
cation, urban transport does not improve with econom
ic development. Many issues are solved as societies get 
richer, but transport actually gets worse as more people 
buy personal cars, and traffic jam s become worse. One 
truth about urban transport is that it does not matter

what is done, traffic jam s will become worse unless a 
radically new model is adopted.

Which is the objective o f our transport policy? To pro
vide efficient mobility for all? Or to minimize traffic 
jam s for the higher income groups? Investments in in
frastructure for reducing peak-hour traffic jam s are re
gressive. In developing cities, flyovers, elevated high
ways, and other infrastructure aimed at reducing traffic 
jam s are evidence not o f progress, but o f inequality. 
Trying to solve traffic jam s building more road infra

structure is like trying to 
solve a weight problem by 
loosening your belt. It may 
be counterintuitive, but 
more road infrastructure 
brings about more traffic 
jams. This has been prov
en over and over again. 
It’s the same thing to have 
twice the number o f cars or 
to have the same number 
o f cars traveling twice the 
distance. When we expand 
the amount o f infrastruc
ture, we encourage people 
to drive more and develop
ment to move further from 
the city’s center.

Governments in the devel
oping world must make an 
explicit decision: No addi
tional investments are to be 

made in order to alleviate peak-hour traffic jams. As 
we make car use more inconvenient, people will turn 
away from it. Instead funds will go to public trans
port.

Bogota now has a complete bicycle network, encour
aging bicycle use, and not discriminating against the 
poor in infrastructure investment. Bogota now has
400,000 daily cyclists. Is it democratic that only citi
zens with a motor-vehicle have the right to safe mobil
ity? Unfortunately this is the case in the developing 
world today.

Governments in the developing world must 
make an explicit decision: No additional 
investments are to be made in order to 

alleviate peak-hour traffic jams.

Bogota now has an  extensive bicycle netw ork. Photo
courtesy o f  Enrique Penaiosa.
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More than sidewalks or bicycle paths, Bogota built 
them as symbols o f equality and respect for human 
dignity. In Bogota bicycling to work can save between 
13% and 26% o f a minimum wage earner’s income.
New laws require that roads o f a certain size must plan 
for bike paths.

C l o s i n g  P l e n a r y

much lower costs. By 2020 the system will be much 
expanded. By 2020 85% o f the city will be within 500 
meters o f the trunk system.

Bogota’s bus rapid tran
sit system, TransMilenio, 
moves more people per 
hour than most rail systems in the world. It is economi
cally impossible to serve a whole city transportation 
demand with rail systems. TransMilenio is moving 
more passengers per hour/mile than 90% of rail sys
tems at 5% the cost

If a few lanes are given exclusively to public trans
port, it is possible to structure mass transit systems, 
with similar speed and capacities as rail systems, at

Bogota’s bus rapid transit system, 
TransMilenio, moves more people per hour 

than most rail systems in the world.

While TransMilenio is an improved version o f Curi
tiba’s system, it has become a model. Six Colombi

an cities and many more 
worldwide are implement
ing similar systems. More 
than 240 missions from 42 
countries have visited Bo

gota to study its transportation systems.

The people o f Bogota have worked for years to in
crease equality in its transportation investments and 
to make the city more sustainable. While it still deals 
with many problems, the city is moving in the right di
rection to make the city more livable for all its people, 
not just the wealthy.
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