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Introduction and Overview
Purpose of the Resource Guide
This Resource Guide complements the Climate Leadership Academy (CLA) on Promising Practices
in Low-Carbon Transportation, an intensive peer-learning workshop for teams of senior
government officials and their key partners from 14 cities, counties, and states across the country.
The Resource Guide, a compilation of case studies and best available resources, is intended to help
local, state, regional practitioners do their jobs better by showcasing effective models and strategies
in reducing the carbon dioxide emissions associated with motorized transportation. More
specifically, the Resource Guide provides concrete examples and references to tools that can help
practitioners make the case for low-carbon transportation, including the environmental, economic
and equity reasons for seeking to expand transit, bicycling, walking; improve the integration of land
use and transportation planning; achieve financing; and reach consensus across sectors and
jurisdictions.

Low-Carbon Transportation
Transportation, the ability to move people and goods, is among the most influential factors shaping
economic development. Investment in transportation infrastructure, including transit, has allowed
cities from New York to Los Angeles to grow and thrive. Much of that growth, however, occurred
under conditions that are very different from the ones that cities face today. Population growth,
high fuel prices, and the increasing risk of climate disruption now necessitate more compact
development patterns served by more efficient modes of transportation. To put it simply, the
challenge for cities is how to move more people and goods, using less fossil fuel.
The transportation sector now
accounts for over a third of the
greenhouse gas (GHG)
emissions in the United
States, of which approximately
half are attributed to
passenger transport. 1
Emissions from transportation
sources have been growing
faster than those from any
other sector. Between 1990
and 2006, growth in these
emissions represented nearly
one-half (47%) of the increase
in total emissions. Growth in
vehicle miles traveled (VMT)
continues to outstrip
population growth in the
United States.
1

U.S. Environmental Protection Agency. 2009. Opportunities to Reduce Greenhouse Gas Emissions through Materials
and Land Management Practices, p. 3. http://www.epa.gov/oswer/docs/ghg_land_and_materials_management.pdf
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Efforts to reduce GHG emissions from automobiles typically involve three strategies: 1) improving
vehicle fuel efficiency; 2) finding alternative fuels; and 3) reducing VMT. In 2009, a report entitled
Moving Cooler: An Analysis of Transportation Strategies for Reducing Greenhouse Gas Emissions found
that advances in vehicle and fuel technology have the potential to significantly reduce GHG
emissions, but that these gains will largely be offset by increases in travel along with growth in the
U.S. population. 2 The report concludes that in order for the United States to meet GHG reduction
targets (60-80% below 1990 levels by 2050), the country must significantly reduce VMT. Such
reductions would require “considerable—in some cases major—changes to current transportation
systems and operations, travel behavior, land-use patterns, and public policy regulations.” 3
This Resource Guide focuses on the challenge of reducing VMT—and the associated GHG
emissions—by showcasing promising strategies, practices, and tools that get at several ambitious
and interconnected goals: improving mobility and economic competitiveness; avoiding the spiraling
costs of road construction and maintenance; and improving safety and quality of life. Moreover, the
Resource Guide centers on efforts to reduce VMT through the creation of low-carbon, multi-modal
transportation systems that work in concert with land-use planning and economic development.
The concept of smart growth, in other words, informs the notion of low-carbon transportation. The
Resource Guide highlights efforts to achieve development in ways that bring more people closer to
where they live, work, and play, and to provide multi-modal transportation systems that offer
mobility, accessibility, choice, and ease of use.

Key Challenges and Needs
Low-carbon, multi-modal transportation systems yield environmental, economic, and social equity
benefits, and yet these systems are rare in the United States. To better understand the obstacles that
transportation practitioners face in creating such systems, we interviewed dozens of prospective
CLA workshop participants, which included senior officials in city transportation and planning,
sustainability, state departments of transportation, and metropolitan planning organizations, as well
representatives of transportation equity organizations.
While local conditions varied across the cities, states and regions that these practitioners
represented, a set of common challenges emerged from the interviews:
Financing. The most common challenge that CLA participants identified was the lack of funding for
low-carbon transportation. As the federal government reduces funding for transportation and the
economic downturn limits tax revenue dedicated to public transportation, practitioners face deep
cuts in their budgets for the construction of low-carbon transportation infrastructure and in the
operation and maintenance of transit. Cities that have been able to build public transportation
infrastructure are finding that there is little money for important amenities, such as streetlights,
benches, public art, and landscaping, which enhance public safety and make transit more attractive
to commuters. Practitioners said that they needed to develop and expand new local and regional
sources of funding, such as tolling, parking fees, and tax revenue from new transit-oriented
development.

2
Cambridge Systematics. 2009. Moving Cooler: An Analysis of Transportation Strategies for Reducing Greenhouse Gas
Emissions. http://www.movingcooler.info/.
3

Ibid.
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Dealing with public opposition to low-carbon transportation. CLA participants often said that they
need help making the case for low-carbon transportation to a variety of audiences, including drivers
wedded to automobile use for most—if not all—of their daily transportation needs, as well as to
residents who oppose mixed-use development and greater building density. Many of these same
practitioners reported that their public transportation systems typically exceed ridership projections.
Still, trips made by car, often with a single occupant, dwarfed the number of trips made by transit
and other modes, such as walking and bicycling. Convincing commuters to use transit—especially
bus service, which is often seen as an alternative only for those who can’t afford a car—was said to
be especially difficult. CLA participants often also cited public opposition to redevelopment and new
zoning efforts intended to accommodate growth and support public transit by creating greater
building density. According to interviewees, local residents—particularly those in suburban
communities—were concerned with higher traffic resulting from mixed-use development; more
rental housing; and transit service, which can reportedly spark concern about crime. We were told
that cities need more effective and meaningful community engagement strategies, as well as better
processes for reaching consensus on the need for low-carbon transportation among a large number
of stakeholders.
Increasing the connectivity among low-carbon transportation modes. Increasingly cities are pursuing
a suite a transportation modes: bicycling and pedestrian facilities, bus, light rail, and heavy rail
service, and yet these modes often lack the interconnections that make for convenient and efficient
travel. Gaps in public transportation systems suggest poor coordination among the government
departments and neighboring jurisdictions that operate the various modes. CLA participants said
that they were seeking creative and affordable ways to increase the connectivity of their multimodal systems in order to make it easier, safer, and more convenient for people to travel to their
destinations.
Collaborating across sectors and jurisdictions. CLA participants reported a lack of coordination
among economic development, land-use, and transportation activities, which they said impeded
efforts to reduce the GHG emissions of transportation. Moreover, many local officials said that a
greater alignment was needed in the transportation priorities of local jurisdictions and state
departments of transportation (DOTs). Some local officials complained that their state DOTs were
overly focused on reducing congestion through expanded road capacity. They said that a closer
working relationship with state DOTs could help shift the focus from moving cars to moving people.

Transportation to Support Prosperity
A city’s transportation system can be either an asset or a liability. It can offer opportunity, moving
residents from home to work, to recreation and shopping, or it can isolate neighborhoods,
exacerbate congestion, increase the risk of climate disruption, degrade public health, and jeopardize
public safety. Currently, there are 37 regional transit systems serving 41 Metropolitan Statistical
Areas (MSAs) in the United States (see map next page). Nearly half of all Americans and two-thirds
of all U.S. workers live in those 41 MSAs. 4 These systems offer the foundation for a low-carbon
transportation future that boosts economic competitiveness and reduces climate risks.

4

Maintaining Diversity in America’s Transit-Rich Neighborhoods: Tools for Equitable Neighborhood Change. Dukakis
Center for Urban and Regional Policy, October 2010. http://www.dukakiscenter.org/report-summary/
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Image: http://transportationfortomorrow.com/final_report/chapter_3.htm

The U.S. highway network was developed with a focus on mobility—the ability to move between
places as quickly as possible. The United States has pursued a corresponding development pattern
that depends on the use of the private automobile, oftentimes creating long distances between
housing and commercial centers, creating low-density development that requires residents to drive
to work, school, shopping, and recreation. To be successful in planning a low-carbon transportation
system, mobility must be complemented by accessibility—the ability to reach goods, services, and
activities (i.e., school, work, recreation).
Moving goods, workers, and customers is critical to creating and sustaining a vibrant local economy.
It has long been understood that transportation bolsters economic growth. For decades, GDP in the
United States seemed to mirror growth in VMT. However, in 1996 this trend began to change. A
recent report by the Center for Clean Air Policy, Growing Wealthier: Smart Growth, Climate Changes
and Prosperity, found that GDP has outstripped the growth of VMT, and that while households
continued to drive more, they did not see their personal income increase proportionately. 5
Reducing VMT can have significant economic benefit to the community. An analysis of
transportation in Chicago, conducted by CEOs for Cities, found that the average daily commute for
city residents was 22 miles compared to 24.3 miles average commute in the most populous U.S.
cities. Over the course of a year, that equates to $5.8 billion fewer miles driven, saving Chicagoans a
total of $2.3 billion—money that is available to the local economy. 6

5

Growing Wealthier: Smart Growth, Climate Changes and Prosperity. Center for Clean Air Policy, January 2011

6

CEOs for Cities, 2008. Chicago’s Green Dividend, http://www.ceosforcities.org/pagefiles/CGD_elctrnc_new_look.pdf
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While an efficient, cost-effective transportation system benefits the local economy, moving goods
and connecting workers and customers with employment and retail centers, there has long been a
disconnect between economic development efforts and transportation planning. Increasingly cities
are confronting this problem. Case studies in the Resource Guide about Atlanta, Baltimore and
Minneapolis provide evidence of renewed collaboration among economic development interests,
land use, and transportation planners.

Transportation and Equitable Outcomes
As cities plan for new, low-carbon transportation systems, they have a unique opportunity to
improve the economic and health conditions of their residents in ways they never have before.
Historically, the negative impacts of transportation infrastructure (air quality, contamination,
physical barriers to other parts of the city and to jobs and services) have disproportionately affected
low-income, minority populations. The construction of new transit lines and other modes of public
transportation has the potential to reduce transportation costs; increase access to jobs, education,
and healthcare; and reinvigorate the neighborhoods of people who are in greatest need of such
public investments. In other words, accounting for equity in transportation represents another
economic reason for pursuing low-carbon transportation.
Public transportation investment in low-income communities, however, also comes with the risk of
displacement and gentrification, as property values increase. This Resource Guide includes a case
study on Denver’s TOD Fund, which represents a strategy for preserving affordable housing around
a transit corridor. The risks of displacement and gentrification also point to the need for meaningful
community engagement processes and more representative governance structures that enable all
participants to influence official decision-making.

Improving Collaboration
Transportation, land-use, and economic development are inherently complex and cross-disciplinary
challenges that cut across geographic and political boundaries. A lack of coordination within cities,
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states, and regions can lead to land-use and economic development that sabotages low-carbon
transportation and undercuts economic competiveness. Greater coordination requires collaborative
decision-making processes that lead to consensus among a variety of stakeholders. The case studies
on Atlanta and Baltimore demonstrate the potential for government agencies, organizations, and
community groups to work together in pursuit of ambitious transportation improvements.

Financing Low-Carbon Transportation
Creating low-carbon, multi-modal transportation systems that offer accessibility, connectivity, and
mobility will require significant investment in infrastructure improvements and operations.
Financing these capital projects and transit operations is especially complicated at a time when the
federal government is reducing transportation funding and the economic downturn reduces tax
revenue for the creation of all modes of public transportation—from rail to bike lanes, bus stations
to sidewalks.
At the time of publication, the priorities of the next federal transportation bill have yet to be decided
and its reauthorization is uncertain. While the federal government is expected to remain the largest
provider of transportation funding, cities are increasingly seeking other funding mechanisms (see
table next page). Of particular interest are strategies that attempt to recoup the public investment
and capture the value created by transportation, collectively known as “value capture” strategies.
A report by the National Surface Transportation Policy and Revenue Study Commission, estimates
that the United States needs to invest between $225B and $350B annually, as compared to the
current $87B/year, to maintain the current system and invest in a more advanced surface
transportation system. 7 It is increasingly clear that new funding sources and innovative financing are
needed. Cities, states, and regions must find ways to better link funding streams to VMT in ways
that provide incentives for the reduction of driving and the greater use of public transportation.
Such transportation systems would value system performance—the number of people served—over
system size.

7

http://transportationfortomorrow.com/final_report/index.htm
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Source: Value Capture for Transportation Financing: Report to the Minnesota Legislature,
http://www.cts.umn.edu/Research/Featured/ValueCapture/index.html.
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Case Studies

CASE STUDIES
The case studies showcase the following promising practices:
REDEVELOPMENT OF THE ATLANTA BELTLINE.................................................................................... 13
Transformation of a series of old rail lines into a 22-mile loop of public parks, multi-use trails
and transit encircling downtown Atlanta.
SNAPSHOT: RECONNECTING & REVITALIZING A MINNEAPOLIS NEIGHBORHOOD .................................... 20
Leveraging transportation improvements to create great places and stimulate private
investment.
SNAPSHOT: EL PASO SETS SITES ON REDUCING AUTO DEPENDENCE...................................................... 22
Taking steps to integrate land use and transportation in an effort to become the least cardependent city in the Southwest.
THE TRANSFORMATION OF NEW YORK CITY STREETS ............................................................................ 24
Quick and cost-effective approaches to creating multi-modal streets, while improving public
safety and quality of life.
SNAPSHOT: MTA AND OPEN SOURCE SOFTWARE ................................................................................... 29
Using open source software to provide real-time bus information to New York City’s MTA
customers.
BALTIMORE’S RED LINE ..........................................................................................................................31
How the city linked economic empowerment to a transit project, and how it created meaningful
engagement strategies after a history of conflict.
DENVER’S TRANSIT-ORIENTED DEVELOPMENT FUND............................................................................. 38
The creation of a TOD Fund in order to preserve affordable housing in transit-oriented
development.
MARYLAND’S SMART GROWTH INITIATIVE .............................................................................................44
How alignment of state and local policies helped to further smart growth and support
downtown revitalization.
SAN FRANCISCO’S SFPARK PILOT PROGRAM .......................................................................................... 49
A pilot project tests the use of demand-responsive pricing to manage city parking and reduce
circling, idling and congestion on downtown streets.
PLANNING THE FUTURE OF THE WASATCH FRONT ................................................................................. 52
Scenario planning helps foster collaboration and a shared vision for the future of the Wasatch
Front in Utah.
SNAPSHOT: TRIMET - PIONEERING THE FIELD OF OPEN DATA ................................................................ 58
The use of open data and open software to provide better information to customers and
facilitate multi-modal trip planning in Portland.
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The Atlanta BeltLine Trail, Photo: Christopher Martin

CASE STUDY: ATLANTA, GEORGIA

Redevelopment of the Atlanta BeltLine
Building a Live-Work-Play Corridor

Background Information
The Atlanta BeltLine Project represents an integrated approach to land
use, transportation, conservation, and sustainable development. The
BeltLine project will transform a series of old rail lines into a 22-mile loop
of public parks, multi-use trails, and transit encircling downtown Atlanta.
The project has been called the largest redevelopment project currently
underway in the United States and is expected to take 25 years and $2.8
billion to complete.
Transportation infrastructure has long shaped Atlanta. The city was
founded because of its strategic location at the intersection of two major
railroad networks. Today, it is home to the world’s busiest international
airport and to three intersecting interstate highways. For these reasons
and more, Atlanta has become the fastest growing region in the United
States. Population growth and a relatively sprawling development pattern
(Smart Growth America ranked it 4th most sprawling metro area of 83
studied) have led to increasing traffic and congestion. In 2010, Forbes
Magazine ranked Atlanta #3 on a list of “Worst Cities for Commuters”
based on travel time, road congestion and delays.
The redevelopment of the Atlanta BeltLine is one of the city’s key
strategies for improving transit, creating new housing near the downtown
core, and enhancing the quality of life for Atlanta residents seeking to live,
work, and recreate in the city. The project will link 45 Atlanta
neighborhoods and help redevelop more than 3,000 acres of underutilized
properties. The new transportation corridor will offer extensive bike
trails—as well as light rail service—and will create valuable greenspace for
park and recreation facilities, as well as stormwater management.

AT A GLANCE
Status:
• In-progress
Lead organization:
• Atlanta BeltLine, Inc.
Participating organizations:
• City of Atlanta
• Atlanta Development Authority
• The Atlanta BeltLine Partnership
• MARTA
• Trust for Public Land
• Atlanta Land Trust Collaborative
• Path Foundation
• Trees Atlanta
Timeline:
• 25 years to complete
implementation
Funding:
• Total expected cost $2.8B
Outcomes:
• 22-mile multi-use, multi-modal
corridor
Themes/Tools:
• Tax Allocation District
• Comprehensive Planning
• Multi-Modal Connectivity
• Brownfield Redevelopment
• Affordable Housing
• TOD
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Atlanta’s BeltLine corridor offers valuable lessons to cities attempting to spur redevelopment and to
create multi-modal, multi-use corridors.

Process
Since 2005, the City of Atlanta has pursued an aggressive program to plan and implement the
Atlanta BeltLine project. Today, the City has nearly 50% of the railroad right-of-way under its
control; it has completed 3.3 miles of trails has begun construction on an additional 2.5 miles. In
addition, four public parks along the BeltLine are scheduled to open in 2011; and seven of ten study
area master plans have been completed and adopted. The success of the project to date has hinged
on leadership, the strength of the partner organizations, and a meaningful public engagement
process.
Leadership and partnership. In 1999 the concept for the redevelopment of the Atlanta BeltLine was
first introduced in a graduate thesis by Ryan Gravel, a student at Georgia Tech. Early on, the most
ardent champion of the project was Former City Council President Cathy Woolard, who quickly
recognized the potential of the concept. Together, Woolard and Gravel worked to raise support for
the project among neighborhood groups, local foundations, and the Atlanta business community.
To support this effort, The Trust for Public Land commissioned Alexander Garvin, an internationally
respected park planner, to conduct the Emerald Necklace Study, which identified greenspace
opportunities along the BeltLine. Woolard and Gravel both served on the steering committee to
develop this study that defined the thirteen destination “jewels,” including eight parks and five
mixed- use redevelopment areas that would make up Atlanta’s Emerald Necklace.
In June 2004, Atlanta Mayor Shirley Franklin asked the Atlanta Development Authority (ADA) to
commission a feasibility study of financing the BeltLine through the creation of a Tax Allocation
District (TAD—refer to page 11 for more information). The study found that revenue generated
from the TAD would cover more than half of estimated project costs without raising the tax rate and
predicted substantial long-term economic development benefits for the city.
The BeltLine Partnership was created in April 2005 to support implementation. The Partnership was
tasked with raising money and awareness, and addressing social impacts. Mayor Franklin tapped
business and philanthropic leaders to serve on its board and on a capital campaign committee to
raise private funds for the project. With
significant public involvement—more than
1,600 participants attending 26 public
meetings—the ADA, several city departments,
and a team of consultants produced the
BeltLine Redevelopment Plan in November
2005, describing the major public infrastructure
projects that would comprise the BeltLine
Project.

Image: Atlanta BeltLine, Inc.

As a required document in creating the TAD
district, the Redevelopment Plan delineated
the boundaries of the district and its twelve
activity centers. The specifics of the project and
the $427M budget for its first five years were
Case Study: Atlanta, GA | 14

described in greater detail in the Five-Year Work Plan produced in 2006. The Work Plan was
informed by input from more than 10,000 community members and outlined the priorities, goals,
and organizational structure.

Development nodes along the Atlanta BeltLine. Image: www.BeltLine.org

The ADA also created the Atlanta BeltLine, Inc. in 2006, which was charged with managing the
project and coordinating all of the activities related to BeltLine implementation.
To ensure that new development in the BeltLine
district supported Atlanta’s Smart Growth vision, the
City created a zoning overlay district in 2007, and
developed master plans for ten key areas along the
BeltLine to support the vision. To date, seven of the
ten plans have been approved by the City Council,
two have encountered neighborhood resistance, and
the tenth is on hold pending an environmental
impact statement.
Throughout the planning process, the Metropolitan
Atlanta Rapid Transit Authority (MARTA) has been a
key partner and played a leading role in exploring the
transit options for the BeltLine. MARTA produced
Simulation of BeltLine near Ponce de Leon Avenue,
the
Inner Core Feasibility Study, which
Image: Atlanta BeltLine, Inc.
recommended the BeltLine for inclusion in its
Alternatives Analysis Study. Based on the findings of this analysis and extensive public input,
MARTA endorsed the full 22-mile loop of the BeltLine, and identified light rail as the Locally
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Preferred Alternative in January 2007. The BeltLine also scored as the highest ranking transit project
in the Atlanta Regional Commission's (ARC) model for congestion mitigation.
When the City Council unanimously adopted Atlanta’s first comprehensive transportation plan,
“ConnectAtlanta” in 2008, the Atlanta BeltLine was identified as a tier 1 project and a top priority
for implementation. 1
Funding and implementation. Atlanta BeltLine, Inc. (ABI) began its work by seeking to acquire the
land that would create the corridor and the network of trails and greenspace. ABI partnered with
the Trust for Public Land, which helped to purchase available land along the corridor and sold it to
the city as funds became available. Working closely with the Georgia DOT, who controlled portions
of the old railroad right-of-way, the city was also able to secure approximately 30% of the corridor
at almost no cost.
TAX ALLOCATION DISTRICT (Tax Increment Financing)
Local funds to support the Atlanta BeltLine Project are being generated through the establishment of a Tax
Allocation District (TAD). A TAD, more commonly known as a Tax Increment Financing or TIF, enables a community
to capture the value of the new development that will be prompted by public investment in infrastructure.
In June 2004, Mayor Franklin formed the BeltLine Tax Allocation District Steering Committee to determine the
feasibility of funding the BeltLine with a TAD. The feasibility study found that the TAD could generate up to $1.7
billion (60%) of the total $2.8 billion that would be required to complete the BeltLine as envisioned.
In 2005, the City of Atlanta, Fulton County and Atlanta Public Schools approved the TAD and agreed to continue to
receive the same 2005 level of tax revenue from properties within the BeltLine TAD for the next 25 years. The City
will issue bonds to make improvements in the district and, as new development occurs, the additional tax revenue
will be used to help pay off the bonds. The designated TAD district includes 6,500-acres, most of which is
underutilized or abandoned industrial properties (single family homes were intentionally excluded).
As part of the Community Engagement Framework, ABI established a Tax Allocation District Advisory Committee,
consisting of technical experts and community leaders, to guide the use of the TAD funds. Funds will be used to
acquire land and to improve trails, green space, schools, affordable housing and transportation. When the TAD
expires after 25 years, the City, County and School District will again receive the entire tax revenue generated by
properties within the BeltLine TAD, but the tax base is expected to be $20 billion greater than in 2005.

The availability of local funds generated by the TAD has allowed the City of Atlanta to leverage a
variety of state and federal grants, as well as other local funds and foundation support. In addition
to typical federal sources—$2 million raised in Transportation Enhancement Funds and $18 million
from the Surface Transportation Program—the BeltLine partners have proven successful in reaching
out to a wide variety of funding sources by emphasizing the multi-use nature of their projects. For
example, they’ve successfully leveraged watershed management funds by adding stormwater
treatment components to parks along the BeltLine. The PATH Foundation, a nonprofit organization
dedicated to building an off-road trail network in and around Atlanta, has also played an important
role helping to implement and fund the trail network.

1

For more information, please see ISC’s 2009 case study on the ConnectAtlanta Plan, part of the Transportation Efficiency
Resource Guide, http://www.iscvt.org/who_we_are/publications/Chicago_CLA_Resource_Guide.pdf.

Case Study: Atlanta, GA | 16

The Atlanta BeltLine Partnership continues to be the lead agency responsible for fundraising. The
Partnership has raised more than $35M towards its goal of $60M. A regional referendum is planned
for 2012 that will decide a 1% sales tax increase to support transportation projects. A significant
portion of the tax revenue would likely support implementation of the BeltLine. To fund the light
rail component of the project, ABI plans to pursue New Starts Funding through the FTA.
Community Engagement Framework. Since the conception of the BeltLine project, involvement of
the public and participation of the affected neighborhoods have been top priorities. However, ABI
recognized early on that the traditional mechanisms for involvement, which relied heavily on
Atlanta’s Neighborhood Planning Unites (NPUs) would not work for this project. The NPUs did not
provide a platform for broad citizen participation and were better poised to address neighborhood
issues rather than corridor-scale, cross-cutting ones. ABI determined that a new framework for
citizen involvement was needed. The BeltLine’s five-part Community Engagement Framework
(CEF) was designed to keep Atlanta residents informed and actively engaged in the BeltLine's
creation. The components of the CEF are as follows:
•

Tax Allocation District Advisory Committee: Makes recommendations on investments in the
TAD; ensures equitable and effective allocation of funds; provides independent review of
ABI’s work plan; and develops a decision support tool to measure the impacts of TAD
projects.

•

Atlanta BeltLine Affordable Housing Advisory Board: Guides the use of funds and helps reach
affordable housing goals.

•

Quarterly Briefings: Four times a year, ABI provides a public briefing, usually consisting of a
two hour-long session at Atlanta City Hall, Atlanta Public Schools, or other suitable venues.

•

Community Engagement Advocate Office: Educates and engages the public through the
implementation of the community engagement framework (CEF). The Community
Engagement Advocate staff also works directly with BeltLine Area Study Groups and other
individuals and groups as appropriate to assure the broadest opportunity for input and
involvement for the residents of Atlanta into the BeltLine’s CEF process.

•

Atlanta BeltLine Study Groups: Provide community input on planning of the BeltLine project.
To date, study groups have focused on master planning around five study areas along the
BeltLine.

ABI communications director, Ethan Davidson, reports that the Atlanta BeltLine has received
unprecedented levels of public engagement: “We have 6,000 fans on Facebook, of which 4,500 are
active users that check our updates and make comments,” he says. Through a series of meetings,
and events such as races, volunteer appreciation days, and neighborhood festivals, ABI and the
Atlanta BeltLine Partnership have raised the level of awareness by 30% since 2007. Today more
than 80% of city residents are knowledgeable about the project.

Outcomes and Promising Practices
The Atlanta BeltLine Project offers the potential not only to increase the transportation choices and
access to public greenspace for thousands of Atlanta residents, but also a significant economic
development opportunity for the city. The Atlanta BeltLine is expected to create more than 5,000
new units of affordable, workforce housing—generating more than 30,000 new jobs—and to
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remediate 1,100 acres of brownfields. In total, more than 3,000 acres of underutilized properties will
be redeveloped and put into use as a result of the project.
Creating connectivity. The Atlanta BeltLine offers an incredible opportunity to create connectivity
among the 45 neighborhoods surrounding Atlanta’s downtown core. The BeltLine will essentially
create a linear park connecting 40 existing parks and adding more than 1,200 acres of new
greenspace to the existing 700 acres. The end result will be a 40% increase in the City of Atlanta’s
public greenspace (notably, Atlanta currently has 85% fewer acres in parkland compared to similar
U.S. cities).
The BeltLine will also contribute to the creation of an interconnected, multi-modal transportation
system. The project will create more than 33-miles of multi-use trails, which include the 22-mile
loop plus many connectors to existing trails, parks, and other amenities. The addition of light rail
service will connect to the existing MARTA system, already the ninth-largest transit system in the
U.S. in terms of daily ridership (ConnectAtlanta 2008). In addition, a new modern streetcar line
creating an east-west connection across the City has received funding through a 2010 Tiger II grant.
Investing in workforce housing. The BeltLine includes Atlanta’s largest investment ever in affordable
workforce housing. Fifteen percent of the TAD funds (approximately $240 million) is set aside to
support affordable housing and is expected to help create 5,600 affordable units over the course of
the project.
To ensure that affordable housing options continue to be available along the BeltLine, a consortium
of public sector, philanthropic, private, and community stakeholders have created the Atlanta Land
Trust Collaborative. The Collaborative will help establish community land trusts that will acquire
land for the creation and preservation of affordable housing in and around the BeltLine TAD.
Additional support is available to potential homebuyers through the BeltLine Affordable Housing
Opportunity Program. This program, managed by ADA, provides homebuyers with down payment
assistance in the form of a second mortgage at 0% interest for up to 20% of the sales price (max
price is $252,890) of the home. The ADA also helps link potential homebuyers to homes by
highlighting available housing development projects along the corridor on their website.
These proactive programs and designated funding will help to counteract the potential for
gentrification and displacement along the BeltLine corridor.

Lessons Learned
Meaningful public engagement yields results. Creating a meaningful public involvement process for
a project of this size and scope proved a predictably challenging task. The framework proposed by
ABI was met with significant resistance, particularly from the NPUs that felt disempowered by a
public process that did not specifically include them.
While Davidson acknowledges some early criticism of the community engagement framework, he
feels that ABI’s approach has proven itself with time: “Over the years our framework has gotten
increasingly more effective and has been successful in gaining passionate support. We’ve had
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unprecedented levels of engagement for the City and probably the country. It’s very unusual that
we’ve got 20,000 impassioned advocates for a public transit project in the southern U.S.”
Davidson credits this success to the ability to reach deeply into the community, beyond the
traditional leaders. ABI has found that there are many people with great ideas who have become
disengaged from the current hierarchy and politics of the NPUs. While ABI continues to report to
the NPUs and solicit their input, the framework has successfully engaged many people outside the
NPU structure.
Demonstrate the benefits of increased density. Atlanta continues to struggle with increasing urban
density. According to the Livable Communities Coalition, the average density in Metro Atlanta is
only 1.3 dwelling units per acre. To support basic bus service a community should have at least four
dwelling units per acre, and density should exceed nine units per acre to support light rail. 2
Proposals to increase density have sparked resistance to the two study area plans that have yet to be
adopted. Concerns typically fall into one of two categories: that increasing density will detract from
the character of the neighborhood; and that it will exacerbate existing traffic and congestion. ABI
continues to work with the neighborhoods that have concerns about density and is confident that
progress in all subareas will demonstrate that well-planned, high density development can improve
local neighborhoods, and that access to transportation choices will reduce congestion.
Written by Debra Perry, Institute for Sustainable Communities.
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For More Information
Atlanta BeltLine, Inc. and the Atlanta BeltLine Partnership,
www.BeltLine.org
For more information about the Atlanta BeltLine TAD, visit
http://www.BeltLine.org/Funding/TaxAllocationDistrictTAD/tabid/1731/Default.aspx
Atlanta Development Authority,
www.atlantada.com
Connect Atlanta,
http://web.atlantaga.gov/connectatlanta/index.html
Contact:
Ethan Davidson, Director of Communications
edavidson@atlBeltLine.org, 404-614-8325
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SNAPSHOT: MINNEAPOLIS, MN

Reconnecting & Revitalizing a Minneapolis Neighborhood
Two interstate highways and the so-called Washington Avenue trench have long cut off the CedarRiverside neighborhood in Minneapolis from the rest of the city. A new light rail line promises to
reconnect and revitalize the neighborhood. For Minneapolis, the work in the neighborhood also
represents an opportunity to better integrate economic development, land use and transportation.
The Mississippi River, Interstate 94, and Interstate 35W form a triangle around Cedar-Riverside, a
neighborhood with a long history of immigration and now a high concentration of low-income,
minority residents, including more than 4,000 East Africans. Many of these residents live at the
Riverside Plaza, an 11-acre campus that is the largest affordable housing development in the State
of Minnesota (1,303 mixed income housing units). Riverside Plaza was designed by Ralph Rapson in
1973 and is on the National Register of Historic Places. The neighborhood contains several anchor
employers, three college campuses, a hospital, and two commercial nodes connected by Cedar
Avenue.
The Hiawatha Light Rail line, which was constructed in 2004,
already serves Cedar-Riverside with a station at the south end of
the neighborhood. A second station will be added to the central
part of the neighborhood that will be part of the new Central
Corridor light rail line. The new line is expected to be completed
in 2013.
“Working with our partners, we hope to make this the most
transformative station area we’ve ever had. We are trying to
make up for mistakes of the past, maximize the transit
investment and redevelopment potential and do right by
everyone who’s there,” says Barbara Sporlein, Minneapolis’s
Planning Director.
With a focus on place-making, Minneapolis is working to keep
streetscaping improvements, additional bike lanes, park
Riverside Plaza in Minneapolis.
improvements and pedestrian amenities in the project budget
Photo: Mulad
and to align local funding with these priorities. The emphasis on
place-making is meant to stimulate further private investment in the area and to avoid decisions
that have hindered redevelopment along the Hiawatha light rail corridor.
“With Hiawatha we were really focused on making high functioning stations, but not making great
places,” says Sporlein. “We didn’t do enough with connections, sidewalks, lighting, green spaces,
trees, storm water management, and development-related infrastructure. We are much better
prepared with the Central Corridor to make case for this as part of the light rail project, mitigation,
betterments and leveraging budgets.”
Minneapolis is also working to protect and improve the affordable housing in the area. The City and
a private real estate developer are working on a $130M renovation of Riverside Plaza. The project
received the largest allocation from the City’s Affordable Housing Trust Fund ($1.9M) and the
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largest housing revenue bond financing ($70M) in the City’s history. The project is expected to
create 200 construction jobs, 90 of which are reserved for Minneapolis residents.
The City and its partners are now investigating incentives for infill and redevelopment around
station areas. One idea has been to do an environmental review for the entire area which would
save time and money for prospective developers. The Cedar Riverside neighborhood seems to be an
appropriate location to test this idea as there are more than a dozen potential development parcels
in the area, most of which are owned by the City.
The work in Cedar-Riverside reflects an evolution in the region’s effort to maximize the economic
benefits of mass transit. “With the Hiawatha LRT, we were very much behind the curve in terms of
integrating our land use, transportation, housing, economic development and equity goals. With the
Central Corridor Project, we are just in time. With the Southwest Corridor (a third light rail project
currently in the design phase) we’ll be ahead of the curve. We’re getting better as we go,” says Katie
Hatt, who is an aide to Peter McLaughlin, the Hennepin County Commissioner.
According to Sporlein, one of the keys to success will be effective collaboration across city
departments (most notably Department of Community Planning and Economic Development and
Public Works), across jurisdictions and other public agencies (most notably Hennepin County,
Metropolitan County, Metro Transit, State of MN, University of MN), and private and non- profit
organizations including area property owners, business and neighborhood groups, and the Central
Corridor Funders Collaborative.
Written by Debra Perry, Institute for Sustainable Communities

For More Information
Contact:
Barbara Sporlein, Director of Planning, City of Minneapolis,
Barbara.Sporlein@ci.minneapolis.mn.us, 612-673-2597
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SNAPSHOT: EL PASO, TX

El Paso Sets Sights on Reducing Auto Dependence
El Paso is working to create a new BRT system that will provide reliable, affordable transportation,
and is pursuing smart growth strategies that include Transit-Oriented Development and formbased code. With the goal of becoming the least car dependent city in the southwest, El Paso has
taken a series of steps to build support for an integrated approach to transportation and land use.
Like many cities, El Paso once had a streetcar system serving walkable neighborhoods. However,
decades of sprawling development, low density subdivisions, and strip malls have created a
development pattern that is no longer conducive to efficient public transportation. By 2006, the
city’s bus system, Sun Metro, reached a peak of dysfunction: it lacked proper financial systems and
procedures, preventive maintenance was inadequate, and the quality of the service had suffered as a
result of not adapting to changes that had occurred over the past 20 years. 1
From this low point, El Paso charted a new course to reinvent its public transportation system and
create a more sustainable city. The first step was to revitalize the Sun Metro system. In 2006, the city
contracted with First Transit to manage bus service and to modernize the system, focusing on the
basics of good service while maintaining a flat budget. Within a year, Sun Metro’s ridership
increased by 7.8%. By 2008, 95% of the buses were on time, less than 1% missed service, 2 and Sun
Metro received the “Outstanding Metropolitan System” Award from the Texas Transit Association.
To further improve transportation options in El Paso, the City is now implementing four Bus Rapid
Transit (BRT) lines: the Mesa Corridor, Dyer Corridor, Alameda Corridor, and Montana Corridor.
The BRT concept was first introduced by the El Paso Metropolitan Planning Organization (MPO)
and was included in its 2007 long-range transportation plan, TransBorder 2035. In 2010, the El Paso
City Council, which also serves as the Mass Transit Department Board, approved BRT as the locally
preferred alternative in all four corridors. The Alameda and Mesa BRT will be implemented first,
currently scheduled for fall 2013, and all lines are expected to be in operation by 2017.
The El Paso BRT service will primarily operate in mixed traffic rather than in dedicated bus lanes. An
Alternatives Analysis conducted by the MPO indicated most of the ridership and mobility benefits
could be attained at less expense using Transportation Service Management (TSM) strategies such
as signal prioritization and queue jump lanes to maintain bus speeds and reduce delays. The system
will also include pre-board fare collection, level-platform boarding, real-time bus schedules, fewer
stops (stations are approximately 1 mile apart), and bus and station branding to differentiate from
local buses. City officials believe that BRT can provide many of the benefits of light rail—including
improved speed and reliability—but at a much lower cost of implementation. They anticipate using
federal grants to fund the Mesa, Montana, and Dyer lines and will use local funds for Alameda.
To attain the desired ridership levels, El Paso officials recognize the need to implement smart
growth principles that increase density and create transit-oriented development (TOD). As a first
step toward innovative land use planning, El Paso adopted a SmartCode in 2008. This form-based
1

Sun Metro Internal Audit, 2006. http://www.elpasotexas.gov/audit/_documents/Sun%20Metro%20Audit%20
Report%20(October%2011,%202006).pdf
2

Livable City Sustainability Plan. http://www.elpasotexas.gov/sustainability/_documents/Sustainability%20Plan.pdf
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zoning code is currently provided as an alternative to El Paso’s traditional Euclidean-based zoning
and provides flexibility that will allow for creative mixed-use, high density TOD. The City also
developed a land use plan, “Connecting El Paso,” focused specifically on five sites along the BRT
corridors with significant redevelopment potential. Conceptual plans for each site demonstrate the
application of the SmartCode and the benefits of the well-designed development that it allows.
These site-specific plans will also be used to guide future municipal investment in infrastructure. 3
In January 2011, the City Council unanimously approved Connecting El Paso, which provides strong
support for creating a multi-modal transportation system. Among the many supporting arguments
found in the plan is the concept that a robust public transit system will reduce the cost of living for
El Paso residents. A 2009 report by the Center for Neighborhood Technology (CNT) found that
while housing costs are relatively low, many El Paso residents are burdened by high transportation
costs. 4 Many households in the region spend more than 28% of their income on transportation and,
in some areas, transportation was more costly than housing. The City Council has adopted CNT’s
H+T Affordability Index as the measure of affordability for new El Paso developments.
Despite the progress to
date, the City continues
to struggle with changing
the “car culture.” Travel
times are still faster for
cars than transit, and
people still prefer the
reliability and freedom of
driving. Michael Medina,
a TXDOT Transportation
Planner in the El Paso
District, predicts the next
step will be changing the
CNT has analyzed over 330 metro regions in the U.S. To access the H+T Index, visit:
business model for
http://htaindex.cnt.org.
developers: “We need to sell developers on the new economic model to build differently, because in
the end it’s about them making a profit. The City of El Paso can help steer them away from the old
model by showing the benefits of a smart growth approach and traditional neighborhood design”

For More Information
Plan El Paso website,
http://planelpaso.org
Sun Metro website,
http://www.elpasotexas.gov/sunmetro/default.asp
Contact:
Kyle Ibarra, City of El Paso, BRT Coordinator, 915 621-6871, IbarraKX@elpasotexas.gov
3

To learn more about form-based zoning codes, visit the Form-Based Codes Institute at www.formbasedcodes.org.

4

http://www.cnt.org/repository/El%20Paso%20H+T%20Report.pdf.
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Summer Streets in NYC, http://www.nyc.gov/html/dot/summerstreets/html/home/home.shtml

CASE STUDY: NEW YORK, NEW YORK

AT A GLANCE
Status:
• In-progress

The Transformation of New York City Streets
Improving connectivity, safety, and quality of life

Lead organization:
• New York City Department of
Transportation
Advocacy organization:
• Transportation Alternatives

Background Information
The streets of New York City are undergoing a dramatic transformation.
The City is not only reconfiguring its streets to better accommodate
pedestrians and bicyclists, but also measurably improving safety. The
changes are enhancing the connectivity among transportation modes and
ultimately improving the quality of life of New Yorkers.

Timeline:
• 2007 to present

While New York has the lowest per capita car ownership of any city in the
U.S., the NYC Department of Transportation (DOT) has still found
significant opportunities to get New Yorkers out of their cars. According to
NYC DOT, 10% of auto trips in the city are less than one-half mile, 22%
are less than 1 mile, and 56% are less than three miles. All of these trips
could easily be made by bike. Through an aggressive program to retrofit its
busy streets, focusing largely on low-cost opportunities, New York City
aims to increase transportation options and create a bike and pedestrianfriendly environment. Specific targets include doubling bicycle commuting
over 2007 levels by 2012, and tripling it by 2017.

Outcomes:
• Multi-modal streets
• Increase in bike ridership
• Decrease in traffic fatalities
Themes/Tools:
• Bike and Pedestrian
Infrastructure
• Increasing Demand
• Public Safety

Process
In 2007, Mayor Michael Bloomberg released an ambitious plan to prepare
New York City for the anticipated arrival of one million more residents,
while strengthening the economy, addressing climate change, and
improving the quality of life for New Yorkers. This plan, entitled PlaNYC
2030, engaged more than 25 city agencies in planning for a sustainable
New York.
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Strategic planning. To further articulate how they would attain the goals of PlaNYC, NYC DOT
adopted the Sustainable Streets Strategic Plan in 2008. The plan put forth a vision for using the
available street space in a way that is more efficient, provides more choices, improves the reliability
of transit, and creates “streets that serve as public places in and of themselves.” In its plan, the
department sought ways to create new capacity for growth within the existing boundaries, a
significant challenge for a city with the highest population density in the country (104 persons/acre).
The department focused on implementing the City’s 1,800-mile Bicycle Master Plan, setting interim
goals such as the construction of 200 new bike lane miles by 2009, 15 miles of protected bike lanes
by 2010, and the installation of 5,000 new bike racks by 2011. The NYC DOT approach prioritized
building connections among existing facilities and public green space.
In 2009, NYC DOT released a complementary plan, “World Class Streets,” which defined a
planning approach that emphasized walking, designing attractive streetscapes, and creating streets
that serve as active public spaces. Specific strategies included a public plaza program, “complete
streets,” new standards for streetscaping, street furniture, public art programs, special programs
such as “Summer Streets,” 1 and projects to develop Broadway into the City's grand boulevard.
To implement the Sustainable Streets Strategic Plan and World Class Streets, the City adopted a
new Street Design Manual, which provides policies and design guidelines and aims to
institutionalize many of the innovative street and sidewalk design features that have been deployed
in the City. The manual was the product of an inter-agency task force, including the DOT,
Departments of Design and Construction, City Planning, Environmental Protection, Parks and
Recreation, Buildings, the Economic Development Corporation, the Landmarks Preservation
Commission, the Design Commission, and the Mayor’s Office. The manual is intended for use by
city agencies, design professionals, private developers, and community groups.
A low-cost pilot phase. New York City’s consultant, Jan Gehl, a Danish designer known for his
work in Copenhagen, has encouraged an incremental approach to implementation, in which
the city implements a new design on a section of street—or uses a low-cost approach to
demonstrate the results that can be achieved—before using the design more extensively.
The largest pilot project to date was the transformation of Broadway, which began in February
2009. An extended public patio was created nearly overnight, with paving made of epoxy gravel
glued in place, planters placed along the edges and aluminum lawn chairs set out. The
department's evaluation report, completed in January 2011, found that the change improved
traffic speeds in the area by around 17%, and that 74% of visitors considered their Times
Square experience much improved. Using the pilot project approach, the NYC DOT has been
able to try out new concepts quickly without going through a full-blown approval process.
Furthermore, because many of the road retrofit projects can be completed by the department
and don’t require significant alteration of existing infrastructure, a pilot phase is relatively easy
to implement and, if necessary, to undo.

1

Since 2007, NYC has coordinated the Summer Streets Program, temporarily closing sections of streets to motor vehicles
on three Saturdays in August. http://www.nyc.gov/html/dot/summerstreets/html/home/home.shtml.
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Outcomes and Promising Practices
In three years, the NYC DOT has implemented numerous transportation improvement projects and
programs, including car-free Times Square, new separated cycling lanes and pedestrian plazas
throughout the City, and dedicated bus lanes on Fordham Road in the Bronx and First and Second
Avenues in Manhattan. The department has built more than 200 miles of on –street bike lanes,
bringing the total to over 450 miles. Commuter cycling increased 26% from 2008 to 2009, and an
additional 13% from 2009
to 2010. 2 These projects
have produced
compelling results,
dramatically increasing
bike ridership and
reducing pedestrian
fatalities by 21% between
2001 and 2010. Traffic
fatality rates in 2009 and
2010 were the lowest
since the City began
recording data in 1910.
In addition to creating
space to accommodate
bikes and pedestrians, the
Image: Transportation Alternatives StreetBeat, June 4, 2009 edition
NYC DOT has also sought
to add other features, such as bike racks and a bike share program to further support the use of this
infrastructure. In December 2011, a new “Bikes in Buildings” law went into effect. The law
establishes a process for tenants of commercial office buildings with freight elevators to request
bicycle access to their workspaces. A building owner who receives a bike access request from a
tenant must grant the tenant bicycle access to their space by elevator or request an exception from
the city and provide an alternative bike parking solution or demonstrate specific hardship.
Tracking progress. To measure progress, the NYC DOT created a “Sustainable Streets Index.” The
Index is intended to help NYC DOT implement a performance-driven transportation policy as it
seeks to achieve the goals of PlaNYC. A report is published annually and made available online. The
Index captures trends in traffic, parking, travel and safety. The May 2011 report included and
analysis of travel speeds based on GPS data from millions of taxi trips and the results of face-to face
surveys regarding travel modes and trip purpose. The report also includes detailed statistics about
11 major projects implemented across the city, including their impacts on safety, usage for motor
vehicles, cyclists, pedestrians, bus riders and travel times in the project areas.

Lessons Learned
Lay the groundwork for change. According to polls by Quinnipiac University, a majority of New
Yorkers support the changes: 58% of New Yorkers approve of prohibiting cars in Times Square, and
54% of New Yorkers support the expansion of bike lanes. Despite the polling data, continued media
2

Sustainable Streets Index, http://www.nyc.gov/html/dot/html/about/ssi.shtml

Case Study: New York, NY | 26

attention on those who oppose the changes has created a strong sense of controversy. “It would
have been good to have an educational campaign about why street transformation is good for
mobility, safety, and transportation choice, and to explain that it wouldn’t impact drivers,” says Paul
Steely White of Transportation Alternatives, a nonprofit advocacy organization.
Craft messages that work. While New York City’s streetscape improvements have the potential to
yield a variety of benefits, there are three key messages that seem to resonate most with the public:
the creation of orderly streets that improve public safety and provide mobility choices.
When Transportation Alternatives held focus groups to test a variety of messages from
environmental to public health, the organization found the greatest public support for creating
orderly streets that provided a well-defined space for each type of user. The concept of orderly
streets proved far more popular than “green”
or “sustainable” streets. In this rational vision
of streets, “everyone has their space,”
explains White. A dedicated bus lane, for
example, reduces the turning, veering, and
maneuvering the buses have to do, which
ultimately leads to a safer street and quicker,
more reliable bus service.
Describing the value of the transportation
projects in terms of public safety has been
easy to do, given the compelling data
collected by NYC DOT. Traffic fatality rates in
Photo: Steven Vance.
NYC are now a quarter of the nationwide rate
and half that of other big cities. The City attributes the safety gains to the widespread street
improvements, expanded enforcement, and safety campaigns—particularly those focused on
seniors, schoolchildren, and unsafe drivers.
Safer streets are also more affordable streets. According to White, each traffic-related fatality can
cost a city from $2 to $3 million in tort-related expenses, property damage, and emergency
response.
When talking about the work to transform streets, White reports that the key message is about
creating choices: “A lot of people have an inherent reflective resistance to the city telling them
what’s good for them. It’s important to couch the argument in terms of choice. You aren’t telling
people they can’t drive, but telling them they have choice and giving them more freedom.”
Increasingly transportation advocates can also expect to find themselves making the economic
argument. Transportation Alternatives worked with NYU Urban Planning students to study two
New York City streets with high levels of retail activity. They found that pedestrians, bicyclists and
transit riders spent an average of $154 dollars per week at local businesses compared to drivers, who
averaged only $82 per week. With 88% of the people arriving in these neighborhoods by public
transit, bicycle, or on foot, the total value to local businesses was $72,000, compared to drivers’
contribution of only $2,700.
Use competition to identify better projects and to cultivate a sense of ownership. In order to allocate
limited resources fairly—and to foster local ownership of projects—the NYC DOT developed a
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number of competitive programs, including the Public Plaza Program. In recognition of the limited
amount of green space in the city (the lowest per capita in the United States), the department asks
communities to submit proposals for creating public plazas. Applicants must demonstrate local
support for the proposed plaza by providing letters of support from key community stakeholders,
such as adjacent properties/businesses, nearby institutions, elected officials, other neighborhood
property and business owners, nonprofit
groups, and neighborhood or block
associations. The involvement of the local
Community Board is strongly encouraged.
In the summer of 2011, DOT will launch a
similar competitive program for the creation of
“Pop-Up Cafés.” The concept, first piloted
with two Lower Manhattan restaurants in
2010, will select up to 12 locations to create
public spaces that provide outdoor seating in a
café-type setting. These streetscape improvements reinforce that public roads should be
spaces for people and not just for cars.

Photo: www.nyc.gov/html/dot/html/sidewalks/popupcafe.shtml

Written by Debra Perry, Institute for Sustainable Communities.
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For More Information
NYC Department of Transportation website,
http://www.nyc.gov/html/dot/html/home/home.shtml
Transportation Alternatives website,
www.transalt.org
Contact:
Paul Steely White, Executive Director of Transportation Alternatives,
Paul@transalt.org, 646-873-6033.
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SNAPSHOT: NEW YORK METROPOLITAN AREA

MTA AND OPEN SOURCE SOFTWARE
When a rider is waiting at a bus stop in the rain or at night, knowing when the bus will arrive is a
critical factor in deciding what transportation choice to make. Still, providing real-time bus
information to the public has long been one of the greatest technical challenges for transit agencies.
Over the past 15 years, the New York Metropolitan Transit
Authority (MTA) has struggled to deliver this data on a
system-wide basis. Technical and budgetary constraints
have derailed numerous attempts, leaving the largest
transit system in the United States with little real-time
information.
In late 2010, MTA worked with OpenPlans, a nonprofit
technology organization, to explore an open source
alternative. OpenPlans implemented and extended a
software package called OneBusAway, which was
developed in Seattle and had quickly become one of that
city’s most popular applications. Working with the MTA,
OpenPlans created MTA Bus Time, a pilot project that
deployed the software on the B63, a bus line in Brooklyn.

WHAT IS OPEN SOURCE SOFTWARE?
Software is “open source” when it is
freely distributed, and can be modified
by others for new uses. Open source
software is typically built by a diverse
community of contributors, both
independent and commercial, and can
be managed by individuals, nonprofit
foundations (such as Mozilla), or
companies (such as Google). Two of
the most famous open source
software projects are the Firefox web
browser and the Android mobile
phone operating system.

Riders can now access the locations of buses via personal computers, smart phones, or by SMS from
any mobile phone. Bus locations are represented as moving icons on a map, or are described based
on their distance from a particular stop. The software also gives MTA the ability to make the vehicle
location data available in real time so that third-party software developers can create applications,
analyses, and services based on the data.
“The transit system is quickly catching up with our 21st century expectation that real-time
information is available on the go for all New Yorkers,” said MTA Chairman Jay H. Walder. ”That
means knowing if your bus is on time before you leave home, getting updates on delays while
you’re out and about, and unlocking opportunities for better service across our entire network. MTA
BusTime is a big part of this new vision for bus service in New York.”
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While costs for the city-wide roll-out of similar proprietary systems were estimated at roughly
$140mm, MTA estimates that by pursuing the open source approach, the agency can save up to
70% of project costs. “This project demonstrates that open, standard hardware and software can
meet the needs of the biggest transit authorities and their riders at a fraction of the cost and in a
fraction of the time required to deploy legacy solutions,” said Nick Grossman, Director at
OpenPlans.
MTA is currently making plans to bring real-time bus information to all of New York City, applying
the results from this pilot to inform its decision-making. Researchers from Harvard University have
also been engaged to study the impacts of these new information resources on bus ridership.

Written by OpenPlans.

For More Information
MTA Developer’s Center:
http://mta.info/developers
MTA Bus Time, real-time vehicle locations:
http://bustime.mta.info
OneBusAway (Seattle):
http://onebusaway.org
Contact:
Mike Frumin, Senior Strategic Analyst, MTA Bus Customer Information Systems,
mfrumin@mtahq.com.
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Simulation of I-70 Light Rail Line, Image: Maryland Transit Administration

CASE STUDY: BALTIMORE, MARYLAND

AT A GLANCE
Status:
• In-progress

Baltimore’s Red Line
Transit, community engagement and economic
empowerment

Lead organization:
• Maryland Transit
Administration
Participating organizations:
• City of Baltimore
• Central Maryland
Transportation Alliance

Background Information
The Baltimore Red Line represents a model for community engagement
and the integration of social equity concerns and economic development
in the design and construction of a large transit project. Baltimore’s Red
Line is the city’s largest public works project in two decades. This 14.5mile light rail line—a project of the Maryland Transit Administration
(MTA)—will run east-west through the City of Baltimore and into
Baltimore County, and will connect to the existing Metro Subway, the
Central Light Rail Line, and MARC Commuter Train.

Timeline:
• Construction planned for
2013-2018
Funding:
• Total expected cost $1.78B
Outcomes:
• 14.5 mile light rail line to be
constructed

Although Maryland has the highest median income of any state in the
country, nearly a fifth of Baltimore residents live below the poverty level.
The unemployment rate has nearly doubled—from 3.7%-7.9%—since
2007. 1 The Red Line has the potential to achieve significant economic
benefits to residents and businesses in Baltimore, providing fast, reliable
transportation between downtown and major employment centers, and
sparking new housing and commercial development. Maximizing these
benefits is a fundamental goal for the MTA and the City of Baltimore.

Themes/Tools:
• Community Engagement
• Community Benefit
Agreements
• Collaboration

In recent decades, the City of Baltimore has experienced dramatic
increases in congestion: In 1982 drivers spent an average of nine hours per
year sitting in traffic; by 2003 this number had grown to 50 hours.
Congestion is not only a waste of time, but a waste of money—the
1

Maryland Budget and Tax Policy Committee, Poverty in a Rich State, 2007,
http://www.marylandpolicy.org/html/research/Poverty-12-07.asp
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equivalent of 40 million gallons of fuel consumed, which amounts to an average of $395 per resident
per year. 2 The length of the average commute in Maryland (31 minutes) earned it 49th place among
U.S. states, according to the 2005-2009 American Community Survey. The high costs of commuting
are of increasing concern: “More and more Maryland residents must sacrifice quality of life in order
to access employment opportunities and/or affordable housing, sacrifices that are increasingly
placing the state at a competitive disadvantage in attracting the talent needed by our top
employers,” explained Michelle Whelley, president of the Central Maryland Transportation Alliance
in a letter to the Baltimore Sun (Dec 20, 2010).

Image: www.baltimoreredline.com

Once completed, the Red Line will include 20 stations, 16 in Baltimore City and four in the
surrounding county. The line will become a critical link between centers of employment, housing
and downtown, carrying more than 59,000 residents a day across the Baltimore region. Construction
is scheduled to take place between 2013 and 2018 and is expected to cost $1.78 billion.

Process
Since initiating the planning process for the Baltimore Red Line, the MTA, the City, and the Central
Maryland Transportation Alliance (CMTA), 3 among other organizations, have worked to engage
local communities and deliver environmental and economic benefits to the City and the region.
With construction set to commence in less than two years, this process has already delivered
tangible results.
Engaging Citizens. In 2006, legislation was passed in Maryland requiring the formation of a Red
Line Citizens’ Advisory Council, including 15 members representing business, residents, service
providers and workers along the corridor. The group, organized through the MTA, is charged with
minimizing negative project impacts, maximizing community benefits, helping ensure that federal
dollars will be secured, and meeting the MTA’s legal requirements for public participation. The
2

Texas Transportation Institute, 2005 Urban Mobility Report
http://www.apta.com/resources/reportsandpublications/Documents/urban_mobility.pdf
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The 3-year old Central Maryland Transportation Alliance, a project of the Baltimore Community Foundation, is an
organization of business and nonprofit leaders that educates, advocates, and supports transportation improvements, such
as the Red Line, within Central Maryland.
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group has developed evaluation criteria for each part of its mission and advised the MTA on
community concerns and attitudes about route alternatives, which were identified in the Draft
Environmental Impact Statement.
A public-private partnership—including
the CMTA, the city, MTA and the Citizens
Planning and Housing Association—
kicked off early discussions about the Red
Line by organizing four tours for people
from Baltimore to other U.S. regions. Sixty
neighborhood activists, elected leaders,
developers and government officials visited
Portland, OR; Seattle, WA; Los Angeles,
CA; and Phoenix, AZ to learn from the
experiences of other regions and identify
best practices. The trips answered many
questions about light rail and convinced
Visit http;//www.youtube.com to view “Transit Around the Nation.”
participants that there were benefits that
the Red Line could bring to the Baltimore region. To share the lessons from the tour, the CMTA
created a 16-minute film entitled “Transit Around the Nation,” which was screened locally and
continues to be available on the CMTA website and on YouTube.
Establishing the Community Compact. In 2008, five years before construction of the Red Line was
scheduled to begin, the mayor of Baltimore convened a summit that was attended by over 300
community, business and advocacy group leaders. An outgrowth of the summit was a set of goals
and strategies developed in the summer of 2008 by four working groups in consultation with
Baltimore city departments and the MTA. That work led to the creation of the Red Line Community
Compact, a signed agreement among 70 agencies and organizations, including the City of
Baltimore, communities in the Red Line Corridor, the MTA, and other stakeholders committed to
ensuring economic and environmental benefits for the abutting neighborhoods.
The mayor then issued an executive order, which created a governance structure responsible for
carrying out the goals of the Community Compact. This structure comprised a Steering Committee
and four subcommittees on Economic Empowerment, Health and Environment, Neighborhood
Investment/Transit-Oriented Development (TOD), and Construction. The goal of the Community
Compact was not to evaluate transit route alternatives, but to ensure that the City and the MTA
maximized the benefits of the project to communities. While the decisions of the committees are not
legally binding, the committees can ensure action through agreements, memoranda of
understanding, and concrete actions consistent with the overall goals established by the Compact
committees.
Planning Stations, Preserving Neighborhoods. The MTA, Community Compact, Citizens’ Advisory
Council and CMTA have supported efforts to preserve existing neighborhoods and promote
economic development and community revitalization along the Red Line. For example, the MTA
responded to public opposition to involuntary displacement by agreeing not to use eminent
domain. The Maryland Legislature later codified this agreement for the Red Line. Baltimore has
directed many of its financial and technical resources to community investments along the transit
corridor. Historic properties are being designated and stabilized along the route.
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In addition to the Citizens’ Advisory Council and the Community Compact, the MTA has set up
seventeen Station Area Advisory Committees (SAACs) to help establish parameters for
development within a half-mile radius of the twenty new stations. The SAACs include citizens,
MTA and city staff, volunteer architects, and engineers. Over 400 people responded to MTA calls
recruiting volunteers to serve on the Station Area Advisory Committees. Meetings started in
October 2010. A goal of the Community Compact is for some of the SAACs to evolve into
Community Development Corporations that spark revitalization and development around the
stations after the Red Line commences operation. In 2011, the MTA hired five full-time community
liaisons who will work directly with the SAACs throughout the station design process, while
generally engaging local neighborhoods and increasing public awareness of the project.
The MTA and City of Baltimore are also working to ensure that new developments spurred by the
Red Line enhance local neighborhoods and support current revitalization efforts. In a groundbreaking executive order, the mayor is requiring community benefit agreements with private
developers for City-financed TOD projects at any Red Line station. 4 The Community Law Center
will help community organizations participate in these agreements.
To support neighborhood improvements, the City is also channeling Transportation Enhancement
funds to the Red Line communities of East Baltimore, West Baltimore and Central Baltimore and
Baltimore city voters have approved a bond for a Red Line Community Development Fund of $1.8
million for 2011 and 2012. A revamped city zoning code, now under review, promotes
neighborhood preservation, walkable communities and TOD for all existing and planned stations.
In support of these efforts, the State of Maryland has passed legislation that designates TOD as a
valid transportation purpose for use of public funds and land.

Outcomes and Promising Practices
Although construction has not begun, efforts are already underway to provide jobs for people along
the corridor. According to a jobs study commissioned by the Community Compact, the construction
of the Red Line is expected to
EAST BALTIMORE DEVELOPMENT, INC. WORKFORCE PIPELINE
generate 1,307 direct construction
and planning jobs during the
East Baltimore Development Inc. (EBDI)—a redevelopment
design and planning phase, and
project funded by public, foundation, and financial institutions—
8,494 direct construction jobs in
established a workforce pipeline for residents of the city in the
the construction phase. 5 Together,
design and construction of the Red Line, and represents a
model for the provision of economic opportunity to local
these jobs will translate to about
residents and businesses. In the first phase of EBDI’s project,
$539.7M in wages. In turn, this
57% of the jobs generated went to Baltimore city residents,
money will have a multiplier effect
over 25% of which were to people displaced from their homes
so that the total jobs created will
in the project area. Women and minority owned businesses and
amount to 15,000. Most of these
qualifying local businesses received 35% of all contracts.
jobs (83%) will be entry level,
4

Community benefit agreements are binding and enforced commitments between government officials and private
developers to address community concerns and needs—such as local employment, labor practices, and environmental
standards—in a development project. For more information, see Annie E. Casey Foundation, Community Benefit
Agreements: The Power, Practice and Promise of a Responsible Development Tool, 2007, www.aecf.org.
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Jacob France Institute, University of Baltimore, The Economic and Jobs Impacts of the Construction of the Red Line Mass
Transit System on Baltimore City, November 2009.
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lower skilled positions that may require only on-the-job training or post secondary vocational
training.
With the East Baltimore Development, Inc. (see box) and the Portland (OR) Tri-Met Yellow Line as
models for hiring local firms and residents, the Community Compact set clear goals for recruiting
and training residents and businesses to work on the Red Line. The Community Compact has
accomplished the following actions towards these goals to date:
•

An Economic Empowerment Office (EEO) has been established in the City Department of
Transportation (DOT).

•

The EEO commissioned a jobs study pointing out employment opportunities from the Red
Line and comparing them with the skills and occupations of residents.

•

The EEO is notifying residents about job opportunities.

•

The EEO and MTA are working to address alignment between the city’s Women/Minority
Business Enterprise (W/MBE) and the state’s Disadvantaged Business Enterprise (DBE)
programs so all W/MBEs in the city will be DBEs under state regulations and will be eligible
as subcontractors in the Request for Proposals/Sealed Competitive Bids process.

•

The MTA has agreed to undertake a marketing strategy for Red Line employment with the
city and to promote transportation-related career choices with educational institutions.

•

MTA will break bid opportunities into smaller packages to enable more DBEs and local
businesses to participate. 6

Approximately 20% of Baltimore residents along the Red Line route are employed in construction,
transportation and material moving—skills needed for construction of light rail. However, efforts to
employ residents in the design and construction of the Red Line are constrained by Federal Transit
Administration (FTA) rules that prohibit local hiring preferences on projects using federal money.
The City and MTA are working around this limit by identifying other opportunities for residents’
inclusion when city or state funding assistance or land is utilized.
Baltimore has also set up a workforce training incentive program through which contractors will be
reimbursed for hiring and training eligible candidates. The Uplands Redevelopment, a TOD project
next to a proposed station in the Red Line corridor, hired trainees through this program. 7 And the
MTA facilitated the hiring by an engineering firm of four high school summer interns to work on
projects and learn the skills involved in planning and engineering for transit facilities.

Lessons Learned
Baltimore’s residents have a history of skepticism of large transportation projects, beginning with
the “Highway to Nowhere,” an interstate highway project that destroyed one neighborhood and
threatened a park, several other neighborhoods and the Inner Harbor before citizens were able to
stop it. The extensive community engagement process associated with the Red Line project reflects
6

The Red Line Community Compact 2010 Annual Status Report, Defining the Success of the Baltimore Red Line in
Community Terms, Interview with Danyell Diggs.
http://gobaltimoreredline.com/pdf/RED_LINE_Community_Compact_ANNUAL_REPORT_2010_FINAL.pdf
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The project was delayed briefly in 2008 until the demolition firm met the city’s requirements for W/MBE subcontractors.
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a desire to build trust and address the needs of communities for economic development, better land
use, and greater environmental protection.
Building trust to better address local needs and avoid delays. From the outset of the Red Line project,
city officials and the MTA knew that keeping citizens engaged—particularly those from historically
underrepresented and disenfranchised communities—would help maximize the benefits of
investment in local residents and businesses while minimizing delays. Transportation officials also
recognized that they would be met with suspicion. So it was critical that their communications with
residents be clear and frank, and that they account for community feedback in their planning.
Beginning with informative trips to view other light rail projects, citizens have been given
opportunities to understand and contribute to the planning and design of the project. Still, officials
know that it will be challenging to maintain strong citizen engagement with a project that will take
another eight years to design and build. To maintain involvement, the City of Baltimore, MTA,
CMTA and others have taken the following steps:
•

Held regular meetings of the Citizens’ Advisory Council and subcommittees of the
Community Compact to monitor progress towards goals.

•

Sent out e-blasts to interested citizens every other week with updates and news about the
project.

•

Installed signs indicating the route of the Red Line.

•

Engaged citizens in transit use through a CMTA-initiated Rate Your Ride comment
program.

•

Acted to improve neighborhoods, including new sidewalks and lighting, and instituted local
hiring requirements along the Red Line route, demonstrating the city’s commitment to
community benefits.

•

Brought new people into the discussions through a 90-day effort to recruit members of the
Station Area Advisory Committees; scheduled out SAAC meetings for the next 15 months.

•

Encouraged Station Area Advisory Committees to become community development
corporations when their work is complete.

Look to new models for developing projects. The Red Line Community Compact had no legislative
authority or mandate when it was established, but its work created a new model for managing
transportation projects. The City, for example, is using a mayoral executive order to require
community benefit agreements for developers of TOD projects at any of the existing or proposed
stations. Moreover, zoning changes will make it easier to undertake TOD projects. The city and the
state are working to coordinate their incentives concerning W/MBEs and DBEs. And legislative
changes now enable the use of state transportation funds for TOD anywhere in Maryland.
However, some of these changes may apply only to the Red Line and not necessarily to other
transportation projects in the future. The state law that prevents the involuntary displacement of
residents also applies only to the Red Line, and the requirement for community benefit agreements
is based on a mayoral executive order, which another mayor may ignore. And while the MTA
committed to support workforce training in connection with the Red Line, some advocates want the
state to go further by changing state rules, in order to allow 0.5% of state highway funds to be used
for workforce training on any transportation project. Baltimore and the MTA would also like the
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Federal Transit Administration to do away with limitations on preferences in local hiring and
W/MBEs for FTA-funded projects. There is hope, however, that the momentum of the recent
advocacy successes may yet catalyze changes at higher levels of government.
A promising new development may help to advance the goals of the Red Line and institutionalize
some of its strategies. Baltimore was the recipient of $19M in funding from the Living Cities
Integration Initiative. With the award, the city intends to expand its efforts to link low-income
people to jobs, reinvest in communities and prepare residents and businesses to benefit from the
construction of the Red Line. The Baltimore Integration Partnership—a collaboration of the Mayor’s
Office, the Governor’s Office, foundations, nonprofits, community associations, institutions, and
businesses—will guide the project. One of the desired outcomes of this effort is to make policy
changes at the local, state and federal levels that perpetuate economic opportunities for low-income
people and their communities.
Written by Beth Humstone and updated by Debra Perry, Institute for Sustainable Communities.
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3D Model of Mile High Vista, a Planned Transit-Oriented Development. Image: Urban Land Conservancy

CASE STUDY: DENVER, COLORADO

Denver’s Transit-Oriented Development Fund
Ensuring the preservation of affordable housing
Background Information
As the Denver region implements what is arguably the most ambitious
public transit investment plan in the United States, it is also pursuing an
innovative funding approach to ensuring the long-term availability of
transit-accessible affordable housing. The Denver Transit-Oriented
Development Fund will ensure that over 1,000 low- and moderate-income
households benefit from not only affordable housing, but also from lowcost transit access to employment centers.
Growth in the 1990s put great stress on Denver: traffic congestion,
commute times, and vehicle miles traveled increased steeply and the
urban streetscape suffered as streets were widened and buildings were
removed to create parking lots. Population projections estimated that
Denver would add another 1.5 million new residents by 2035, an increase
of over 55% in 30 years. 1 In response to the growing need for public
transportation, the Denver Regional Transit District (RTD) developed
FasTracks, a project to add 122 miles of rail lines, 57 new rail stations and
18 miles of bus rapid transit to the Denver region. 2
Following an aggressive public campaign championed by Mayor
Hickenlooper in 2004, Denver voters approved a sales tax increase of $4.7
billion for FasTracks. Today, the estimated cost for completion of FasTracks
1

AT A GLANCE
Status:
• In-progress
Lead organizations:
• City of Denver, Office of
Economic Development and
• Office of Strategic Partnerships
• Enterprise Community Partners
• Urban Land Conservancy
Participating organizations:
• Colorado Housing and Finance
Authority
• MacArthur Foundation
• Mile High Community Loan Fund
• Rose Community Foundation
• US Bank
• Wells Fargo
Timeline:
• 2009-present
Funding:
• $15 million
Outcomes:
• Expected creation/preservation
of 1,000 affordable housing units
Themes/Tools:
• TOD
• Affordable Housing
• Collaboration/Partnership

Denver COG, http://www.drcog.org/documents/HH_Pop_Forecasts.2035.pdf

2

For more information, please see ISC’s 2009 case study on FasTracks, part of the Transportation Efficiency Resource
Guide, http://www.iscvt.org/who_we_are/publications/Chicago_CLA_Resource_Guide.pdf.
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is $6.5 billion and construction is scheduled to end in 2017.
One of the most distinctive features of Denver’s approach to public transit improvements is its
strong and steady commitment to linking land use and transportation planning. Demand for
housing within a half-mile of light rail stations is expected to grow from 45,000 households to
155,000 households in 2030. Some 40% of the increased demand is projected to come from lowincome households, yet property values are expected to rise along the transit corridors as FasTracks
is implemented and transit service is expanded. Higher property values create the risk of
gentrification, which can dislocate low- and moderate-income households, increase their housing
costs, and/or reduce their access to much-needed public transportation. It’s estimated that low- and
moderate- income households in the Denver metropolitan region already spend nearly 60% of their
income on housing and transportation. Without additional affordable housing near the new transit
infrastructure, residents would likely be forced to spend more money on their rents, or to move
away from downtown and spend more money (and time) commuting.
One effort, designed to prevent this outcome, is the creation of the Denver TOD Fund. By
developing more affordable housing along transit routes and at stations, the TOD Fund will also
assist in increasing transit ridership, reducing congestion and minimizing the environmental
impacts of sprawl.

Process
Bringing together the right partners. The Denver TOD Fund grew out of two years of discussion
about how to best finance the creation and preservation of affordable housing along FasTracks. The
City of Denver’s Office of Economic Development (OED) and Office of Strategic Partnerships (OSP)
led the creation of a unique public-private partnership to create and deploy the TOD Fund. The
OED is responsible for managing all of Denver’s affordable housing, a role that reinforces the
important link between affordable housing and a vibrant economy, while OSP is responsible for
serving as liaison between the city and the nonprofit sector.
Two more key partners brought critical skills to the project: The Urban Land Conservancy (ULC), a
local nonprofit organization with expertise in equity, experience in community development, and a
strong understanding of the real estate market; and Enterprise Community Partners, a national
nonprofit organization, specializing in financing affordable housing. Enterprise manages the fund
and is responsible for assembling loan capital. ULC is the sole borrower of the high-risk but lowcost funds to acquire, manage, preserve and dispose of properties.
Capitalizing the Fund. The Denver Office of Strategic Partnerships provided $2 million from the
local utility’s public benefit funds for energy efficiency, and the OED committed $500,000 from its
general funds. Additional start-up resources from Enterprise ($4M) and ULC ($1.5M) helped garner
an additional $2.25M—$2 million in program-related investments and $250,000 as a grant—from
the John D. and Catherine T. MacArthur Foundation.
From there, the partnership set out to attract more investors. Banks, local foundations, and the
Colorado Housing and Finance Authority (CHFA) soon joined the partners. Today the fund has
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$15M for acquiring, developing and preserving affordable housing within a half mile of transit
stations or a quarter mile of high frequency, high travel bus routes. 3
Operating the Fund. The purpose of the TOD Fund is not to provide long-term financing, but rather
to have funds readily available to purchase and hold properties while resources are assembled to
finance the rehabilitation, preservation, or development of affordable housing. Properties acquired
with the fund may be held for three to
five years The fund will operate for ten
TOD Fund Waterfall
years; at the end of that period, it is
projected that the fund will have
revolved twice and that the initial
investment will have leveraged an
additional $150M in development along
the transit corridor. The activity will
have helped create up to 2,200 jobs.
ULC has guaranteed that a minimum of
$6 million will be returned to lenders.
The average return on investment is
zero to 5% to individual investors. The
interest rate to ULC is locked at 3.5%.
The City of Denver is the first loss investor, followed by Enterprise Community Partners as second
loss investor, CHFA and foundations with third loss, and the financial institutions with senior debt
(see box). ULC invests 10% equity into each transaction.
Land banking is one approach ULC uses to increase affordability. ULC is able to purchase
properties before their values escalate further, as the benefit of proximate transit becomes more
apparent to the market. Only 25% of the fund may be used to acquire undeveloped land since it is
considered to be higher risk and doesn’t produce any revenue to support the debt and holding cost.
Another approach is a 99-year land lease to a developer with the provision that affordability be
guaranteed for the period which ULC holds the land. Land leases are not used during the period
when the property is financed by the Fund. However, when the developer has secured permanent
financing and is ready to develop the site, the TOD Fund is paid off and ULC and the developer
may negotiate for ULC to invest in the project by owning the land and providing development
rights to the developer using a 99-year land lease. Once developers take over the projects, they are
likely to use federal Low Income Housing Tax Credits in order to maintain affordability.
Maintenance of affordability is critical, and 15% of fund resources are targeted to serving very lowincome households (30% or less of Annual Median Income).
Selecting the projects. ULC selects projects based on advice of Enterprise, LLC, and City staff from
various departments who participate in an oversight committee. ULC also does research on
property availability and takes recommendations from local developers who identify the sites that
they eventually plan to develop. This selection is made in consideration of fund requirements to
have a mix of uses and a mix of hold lengths, which lead to a balance of projects along current and
3

The partners arrived at a $15M target for the fund by taking into account, among other factors, the federal Low Income
Housing Tax Credits the City of Denver could expect over the next ten years based on allocations in previous years; the
development costs associated with the estimated tax credits; and the anticipated project costs.
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future transit. The ULC generally targets three types of properties: existing federally-assisted rental
properties, existing unsubsidized affordable rental properties, and vacant or commercial properties
that could be developed with affordable housing.
The grant portion of the MacArthur monies was used to create an “early warning system,” which
helps partners track any affordable housing that is in jeopardy of losing its status, as well as any
market-rate housing at risk of becoming unaffordable. 4

Outcomes and Promising Practices
The fund became operational early in 2010
and within its first 18-months has been used
to support three projects. The first was to
preserve and rehabilitate the Dahlia
Apartments, 36 units located along a high
frequency bus line. This project was able to
utilize Neighborhood Stabilization Program
funds to leverage TOD funds. 5
The fund has also been used to purchase 1.2
acres of vacant land at Yale Circle, contiguous
to a rail station on the Southeast Corridor
line. Mercy Housing was initially the
developer of this site, but they have
suspended real estate development work in
Colorado. An RFP process will be used to
find a new developer for the Yale site.

Yale Circle Light Rail Station. Image: www.cltnetwork.org/

In March 2011, ULC closed on its third acquisition: the $2.1 million purchase of a 2-acre parcel
known as Mile High Vista. This site is a gateway between downtown and West Denver. As part of
the redevelopment plan, the City and County of Denver will purchase approximately 0.8 acres to
build a much-desired West Denver Library. ULC is the master developer for the site, and current
concepts envision mixed-use, multi-family workforce housing in partnership with the Del Norte
Neighborhood Development Corporation, as well as a commercial structure. The site is located on a
major high-frequency bus line and sits between two light rail stations within walking distance.
ULC is scheduled to close on a fourth property in June 2011 that will provide 50 affordable units in a
mixed-use development across from the Evans station. This project recently received a low-income
housing tax credit allocation. A fifth project under contract will preserve a mixed-use project with 16
apartment units and four retail units located in the Santa Fe Arts District near downtown Denver
and within five blocks of the 10th & Osage light rail station; it is expected to close in June 2011.

4

A case study by Enterprise, the National Housing Trust, and Reconnecting America, describes: “Denver’s housing
preservation ordinance requires owners of HUD-assisted properties to notify the city at least one year before opting out of
their contracts. With MacArthur Foundation support, the city is developing an early-warning system that includes
mandated opt-out notices and inventories of subsidized housing and unassisted housing with transit access.”

5

For more information about the Neighborhood Stabilization Grant Program, see www.hud.gov/nsp/

Case Study: Denver, CO | 41

Lessons Learned
New ways of working together create momentum for more collaboration. Denver’s partnership with
Enterprise Community Partners, nonprofit organizations, foundations, and lending institutions on
the TOD Fund took years to cultivate. In the next ten years, the partners will “have an opportunity
to institutionalize these arrangements and get agencies and other partners used to working with
one another,” according to Melinda Pollack of Enterprise. There is strong potential for other similar
associations, and the City is now considering taking a similar approach to economic development.
Fund partners, however, emphasize that it takes time, patience, and persistence to develop these
relationships. As Dace West at the Denver Office of Strategic Partnerships says, “It’s not about
coming together in a superficial way or for just one grant. You need to think and engage deeply
together, in order to actually enable decision-making and allow your group to go through conflict.”
New funding sources can lead to shifts in financing strategies in the region. Enterprise Community
Partners introduced the partners to new investment approaches that may serve as models for future
projects. One funding source that Enterprise promoted was Program-Related Investments (PRIs),
investments made by foundations to support their charitable purposes, usually with below-market
rate returns. PRIs have been used by major national foundations for some time, but have not been
used by many smaller, local foundations. 6 Enterprise successfully made the case about the unique
impact of PRIs to the Rose Community Foundation. Enterprise hopes that the successful use of PRIs
will demonstrate to other foundations that they are a wise local investment.
Enterprise also had to convince banks to participate. When the Fund was conceived, banks
preferred to hold debt for land acquisition for only two to three years; the TOD fund projects would
need financing for three to five. Enterprise demonstrated how the fund was aligned with the banks’
mission for community reinvestment. As a result, two banks agreed to become partners and to
accept lower rates of return through equity equivalent investments.
With the City’s support, the partners are working to persuade communities and neighboring
counties that are benefiting from FasTracks to participate in the fund. The partners have also
approached the Denver Metropolitan Planning Organization about potentially joining the
partnership and contributing to the fund.
Preserving affordability. The TOD Fund is a tool for preserving affordable housing where major
transit investments have been made. The fund enables ULC to act quickly to acquire property, hold
the property while developers assemble financing and ensure long-term affordability through
financing mechanisms or a long-term ground lease, when feasible.
As the Regional Transit District implements FasTracks, there appear to be opportunities to expand
the use of the TOD Fund model. The RTD has obtained legislative authority to enter into
agreements with for profit and nonprofit developers to promote affordable housing on land that it
owns. In addition, after significant community outreach by the local nonprofits, RTD has agreed to
support affordable housing in joint development projects. Solicitation materials (RFQ/RFPs) must
include affordable housing goals, which are to be determined in conjunction with the local
jurisdiction. Joint development agreements must demonstrate how those affordable housing goals
will be met. Although affordable housing is not mandated by RTD, these changes will provide more
6

Enterprise cautions that smaller communities may have difficulty obtaining PRIs from local foundations due to the size of
their assets and limited staff capacity.
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opportunities for affordable housing and transit to be linked in the Denver region.
Taking a regional approach. The partnership aims to grow the TOD Fund to $25 million over time
primarily by adding new regional partners. The current partners are eager to attract the support of
the surrounding municipalities because the City of Denver cannot alone meet the need for
affordable housing. The current $15M fund is expected to create and preserve at least 1,000 units
within city limits, which accounts for only 5% of the metropolitan region’s needs.
Still, there are many issues to resolve in going regional. Can Denver’s funds be used outside the
city? 7 Will additional foundations support the effort? Is there the staff capacity to raise additional
money? In addition, the Fund will need to be underwritten again. In spite of these hurdles, partners
are committed to regionalizing the Fund to maximize its many benefits.
Institutionalizing support for affordable housing requires up-front planning and public engagement.
Led by the Denver Community Planning & Development Department, other city agencies and key
partners—including RTD, the Denver Housing Authority, and the Chamber of Commerce—came
together to develop a TOD Strategic Plan in 2006. In support of this effort, the City has since
adopted plans for many station areas. In December 2010, Denver also adopted a new form-based
zoning code to support affordable housing preservation and mixed-use TOD. Despite this extensive
planning, there are still no specific affordable housing goals for each station area, and TOD Fund
partners continue to do considerable outreach to gain support for affordable housing and TOD.
Although the City of Denver and surrounding communities, including Lakewood, have devoted
considerable resources and time to advancing affordable housing in TODs, other communities
served by FasTracks have yet to take action. RTD’s new policies on affordable housing—and the
station area planning work now underway—should help move these jurisdictions to meeting
affordable housing needs in TOD developments.
Written by Beth Humstone and updated by Debra Perry, Institute for Sustainable Communities.

For More Information
City of Denver, Office of Economic Development:
www.denvergov.org/oed/
Enterprise Community Partners:
www.enterprisecommunity.org/
Urban Land Conservancy:
www.urbanlandc.org
FasTracks, RTD:
www.rtd-fastracks.com
Contact:
Melinda Pollack, (303) 376-5405 or mpollack@enterprisecommunity.org
7

As of April 2011, it seemed unlikely that funds could be used outside of the City of Denver.
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Downtown Hagerstown. Photo: Hagerstown, MD.

CASE STUDY: HAGERSTOWN, MARYLAND

AT A GLANCE
Status:
• In-progress

Maryland’s Smart Growth Initiative
How aligning state and local policies can promote infill
development and downtown revitalization

Lead organizations:
• State of Maryland
• City of Hagerstown
Timeline:
• 1997-2005

Background Information
Curbing sprawl is a multifaceted challenge. Reducing automobile
dependence and the trend of suburbanization will require smart land use
policies as much as smart transportation policies. Like many other policy
areas, there are critical roles to be played by the state as well as local
governments. A collaborative partnership between these entities can have
tangible and impressive results. Through incentives and regulations, states
can initiate a partnership with municipalities and provide critical guidance
on local land decisions that would yield greater economic and
environmental returns. The following case study describes how the state of
Maryland sought to accomplish just this.

Funding:
• $16M
Outcomes:
• State and local government
work together to achieve smart
growth and downtown
revitalization
Themes/Tools:
• Smart Growth
• Downtown Revitalization

One of the worst consequences of sprawl is that cities and older suburban
communities are left behind as housing and jobs jump to the outskirts of
towns, where land is seen as cheap and plentiful. At its peak, Baltimore
City, Maryland had almost one million people. By 2000, the population
had fallen to about 650,000. At the same time, the population of
Baltimore’s suburbs swelled by 67%, increasing driving distances between
basic destinations and escalating per capita public infrastructure costs
associated with water, sewer, emergency services, and roads. Some
Maryland towns fared even worse losing half of their population since
1950.
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In 1997, under Governor Parris Glendening, Maryland
passed the Smart Growth and Neighborhood
Conservation Initiative. This landmark law became
one of the best-known land use initiatives in the
country. It established “priority funding areas” (PFAs),
also known as smart growth areas, which designated
geographic priorities for infrastructure investment
made by the state. For the first time in the state’s
history, economic growth decisions would take into
consideration public infrastructure priorities. Under
the law, the preferred location for state funded
projects, such as schools and civic centers, would be
city centers and downtowns of existing communities,
as opposed to the outskirts of towns and on farmland
and open spaces.

Characteristics of a Priority Funding Area
• Any municipality existing before 1997,
the year the Act was passed.
• Areas inside the Washington and
Baltimore beltways.
• Areas designated by the Department of
Housing and Community Development.
• Areas pre-designated as enterprise
zones, neighborhood revitalization
areas, heritage areas and existing
industrial land.
Source: Maryland Department of Planning

The criteria for designating a smart growth area included permitted density, water and sewer
availability, and the inclusion of the area in local comprehensive plans. Specifically, smart growth
areas would be used to determine eligibility under programs such as Community Legacy, Maryland
Capital Access Program (MCAP), and Community Investment Tax Credits. These areas are the
preferred locations for major state funded projects (see map).
The designation of the smart growth areas allowed state decision-makers to add a critical smart
growth criterion to their economic growth investment decisions. State dollars could be specifically
directed toward established communities that already have other infrastructure improvements and
have more mixed land uses, and transportation choices where more of the state’s population lives
and works. The framework provided a basis for avoiding the development of open spaces, farmland,
and areas that would require extensive driving as the sole transportation option.

Image: MD Department of Planning
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Process
Shortly after signing the Smart Growth Initiative into law, Governor Glendening would face a
critical decision that would test the very principles of the initiative: where to build the satellite
campus of the University of Maryland (UMD), a state-funded institution.
Hagerstown: An historic city in decline. University officials knew they wanted to build the campus in
western Maryland, and had selected a site on the rural outskirts of Hagerstown, a mid-sized city
located in the northwestern part of the state. Hagerstown is just over 10 square miles and
equidistant (about 70 miles) from Washington, D.C., Baltimore City, and Harrisburg, Pennsylvania.
It is Maryland’s sixth largest city with a population of just under 40,000, and a greater metropolitan
area population of over 260,000 (US Census 2008). It is the center point of major railroad lines and
interstate highways and is the industrial and commercial hub of the MD-WV-PA tri-state region,
earning it the nickname “Hub City.”
Urban sprawl had taken its toll on this historic city, which was founded before the American
Revolution. At one point it had 30 trolley lines, the last of which shut down in 1947 due in large part
to competition from the automobile. By the 1990s, it had been steadily declining for decades, with a
downtown that had come to be viewed as unsafe. It was still the seat of Washington County
government, but the business base was deteriorating.
Choosing a home for the new Hagerstown education center. There were two options for the new
UMD satellite campus. The first site scouted by the university officials was on the outskirts of
Hagerstown composed of twenty acres of farmland at the Allegheny Power’s Friendship Technology
Park. The site did not have sewer, water, or electricity lines, was far from emergency, fire, and police
services, and would have required a new interchange on I-70, as it would be only reachable by car.
Mayor Robert E. Bruchey of Hagerstown had an alternate site in mind located in the heart of
downtown. The City offered to donate the Baldwin House for the project– an historic abandoned
building that was formerly a hotel, department store and warehouse located a half block from the
main square. Some negative factors included the perception of crime in the surrounding area and
that restoring the dilapidated Baldwin House could be more expensive than constructing a new
building on a farm. On the other hand, utility lines and public transit already served the site.
Governor Glendening considered both sites and heard from proponents of each. Technically both
sites were inside the newly defined smart growth areas. The farm site was just within the edge of
the boundary and the Baldwin House was at the epicenter. Under the new law, both were eligible
locations, but the Governor was keenly aware that one was strikingly more in line with the spirit of
the law. One would bring jobs, people, and business back to the downtown, the other would keep
them out of downtown. The governor made his decision: “It needs to go downtown.”1
In January 2005, a new 77,000 square foot campus opened its doors at the center of Hagerstown. It
included 68 offices and classrooms, a library and computer lab, and courses in subjects including
education, business, nursing, and social work. New restaurants and stores opened up on adjacent
blocks and pedestrian traffic increased.

1

Frece, John W., Sprawl and Politics: The Inside Story of Smart Growth in Maryland, Albany: State University of New
York Press, 2008.
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A state and local partnership. Officials in Hagerstown had been attempting to reuse the Baldwin
House site for some time. It first opened in 1880 and went through several transitions over the
years. The building became abandoned in the mid-1980s, and developers and the City itself made
efforts to renovate the site. The attempts were not successful either because various ideas fell
through or lining up financing proved too difficult.

“

Many local officials considered the state decision
[Locating the campus downtown] was a big
as a key factor in successful revitalization of the
help for us. We’re an older city, densely
downtown. The state’s smart growth framework
developed, and there is not a lot of parking.
positioned the governor to make the critical
Anything that can happen to encourage
decision that would trigger the revitalization that
people to stay downtown, either with a
the local officials desired. The $16M renovation
stick or a carrot, is great for us.
was met with complimentary actions by the City
to capitalize on the investment. Hagerstown
— Kathleen Maher,
designated the downtown as its own priority
Senior Planner with Hagerstown
investment area and strategically leveraged
several state programs. For example, the Community Legacy program was used to provide
mortgage assistance to a couple of dozen surrounding homeowners for home improvement, and
this helped boost property value in the area. Other programs such as Neighborhood Business
Development and Historic Preservation Tax Credits were also focused in the priority area, which
began to start seeing increased investment. 2

”

Outcomes and Promising Practices
Investment in the Hagerstown downtown has increased and it is believed to be tied to the major
new renovation and campus location. By the time the Education Center opened in 2005, other
redevelopment both municipal and private was also maturing. Years after the critical state
investment decision was made, the returns materialized. According to the U.S. Census,
Hagerstown’s city population has increased by 8% since 2000.
Maryland’s Smart Growth Initiative gained notoriety around the country. For Governor
Glendening, it became a central part of his legacy, and he toured the nation sharing Maryland’s
story. Rather than making him politically vulnerable, his smart growth vision earned him
recognition and praise. He was Governor for twelve years.

Lessons Learned
Maryland’s Smart Growth Initiative created the framework for state and local decisions to work in
unison in order to revitalize the state’s existing towns and communities. The law allowed for a
transparent decision-making structure that channels state dollars where they will deliver the highest
economic returns. The law also sought to meet the growing demand for mixed use communities
with diverse transportation choices – a critical path toward reducing greenhouse emissions and
battling climate change.
2

Noonan, James and Seneschal, Jacquelyn Magness. Smart Growth in Maryland: The Impact of a Coordinated Approach on
Community Revitalization across the State. Conference Paper. 2007.
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For Governor Glendening and his smart growth team, the university campus location case revealed
a shortcoming of the smart growth areas approach. Clearly not all areas within the boundaries have
equal smart growth potential. Both the downtown Baldwin House site and the farm at the edge of
Hagerstown lay within the smart growth area boundary. It took a forward thinking governor to
recognize the superior potential of one over the other. A leader less motivated to utilize state funds
to revitalize the state’s core communities could have easily acquiesced to the university’s original
desire to site the campus at the edge of town even if it would have required new utility
infrastructure and an interchange.
Governor Glendening continued to move smart growth policies and decisions through the General
Assembly, sometimes even if he didn’t need legislation. He wanted to ensure that smart growth
decisions could not be easily overturned by a successor, who was less committed to leveraging state
funds to revitalize town and city centers. The governor explained that, when possible, it is ultimately
more effective to require decisions that promote smart growth. It is important to be mindful of the
political parameters and not to overreach. Incentive programs are useful tools, and they are a good
way to introduce new ways of making decisions and doing business. However, when it comes to
establishing a sustained pattern of consistent pro-smart growth investment decisions, sticks can be
more powerful than carrots. After establishing the framework for the smart growth approach,
Governor Glendening continued to introduce new proposals to build and institutionalize as much
of the program as possible.
Written by Neha Bhatt, Smart Growth America.

For More Information
Smart Growth America:
http://www.smartgrowthamerica.org/
Maryland Department of Planning:
http://www.mdp.state.md.us
Maryland Department of Housing and Community Development:
http://www.dhcd.state.md.us/website/programs/pfa/Default.aspx
Contact:
Neha Bhatt, 202-251-9584 or nbhatt@smartgrowthamerica.org
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CASE STUDY: SAN FRANCISCO, CALIFORNIA

AT A GLANCE
Status:
• In-progress

San Francisco’s SFpark Pilot Program
Parking management to reduce congestion and lower
carbon emissions

Lead organization:
• San Francisco Municipal
Transportation Agency

Background Information
San Francisco, the seventh most congested city in the country, 1 is exploring
an innovative parking pricing scheme to reduce traffic and emissions. The
SFpark program, a pilot project of the San Francisco Municipal
Transportation Agency (SFMTA), promises to reduce circling for parking
and double parking, which are believed to account for 30% of downtown
congestion. SFpark aims to influence drivers’ behavior by adjusting parking
prices based on the supply and demand of parking. The program is based
on the principle that if parking prices are set just right, at least one
on-street parking space per block will be open at any given time. In just its
first year, the SFpark program provides valuable lessons for other
communities interested in dynamic parking pricing.

Timeline:
• Pilot, 2010–2012
• Evaluation and city-wide rollout, expected in 2012
Funding
• $19.8 million, U.S. Dept. of
Transportation
• $4.95 million, San Francisco
Municipal Transportation
Agency
Outcomes
• Pilot phase in eight areas of the
City

Process
Feasibility study. In 2005, SFMTA concluded a transit effectiveness study, 2
which found that congestion, exacerbated by drivers double-parking and
circling to find parking, was a primary factor in reducing the reliability and
speed of on-road transit. At the same time, city transportation officials
were seeking to develop a road pricing demonstration project, as well as
better manage the city’s parking supply. These efforts promised to
generate revenue Muni, the SFMTA’s transit system, which faced a large
budget deficit, as well as to relieve congestion and clean the air.
1

Participating organizations:
• For a complete list, see
http://sfpark.org/about-theproject/project-partners/

Themes/Tools
• Parking Management
• Demand-Responsive Pricing
• Open Source Data

http://www.forbes.com/2009/02/24/traffic-congested-cities-lifestyle-real-estate_congested_cities_slide_15.html

2

SFMTA conducted the feasibility study using U.S. DOT Value Pricing Pilot program grant money. See
www.ops.fhwa.dot.gov/tolling_pricing/value_pricing/pubs_reports/projectreports/sfcta_arearoad.htm#toc for study results.
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The SFMTA was uniquely positioned to use parking management to relieve congestion because it
has broad authority over most aspects of the city’s transportation system, including street design,
bike and pedestrian accessibility, transit (buses, street cars, light rail, cable cars), parking, and taxis.
Voters approved this consolidation of authority in 1999.
Innovative technology. SFMTA purchased smart parking meters
and in-street parking sensors for the SFpark pilot program. The
meters allow various forms of payment, including coins, SFMTA
smart cards, credit cards, and debit cards. A pay-by-phone option
will become available later in 2011. The parking meters allow the
program to manage the variable pricing that is scheduled to take
effect in May 2011.
In-street parking sensors, embedded in the asphalt, record data—
minute-by-minute—on turnover frequency and congestion
information by monitoring traffic flow speeds on the streets. The
SFMTA plans to analyze the data monthly and adjust parking prices
accordingly by transmitting them to the meters. The parking
sensors, which use wireless technology developed at the University
of California, Berkeley, may also be used to inform a variety of city
services, including monitoring air quality and noise pollution. A
small technology company called Streetline adapted the technology
to create the system that SFMTA uses in the SFpark program.

An in-street parking sensor records
parking space occupancy in real time.
Image: Peter DaSilva, NY Times

The pilot phase. The SFpark two-year pilot program will cost nearly $25M. SFpark is funded by a
$19.8M grant awarded under the U.S. DOT Urban Partnership Program and $4.95M contribution
from SFMTA. After securing federal funding, San Francisco began installing smart meters and
parking sensors in the summer of 2010 and officially launched its program in eight pilot areas on
April 21, 2011. The U.S. Department of Transportation will evaluate the program, a designated
federal demonstration project, after its completion in 2012. SFpark will use the pilot program to
develop a robust parking management proposal for city-wide implementation.

Outcomes and Promising Practices
“Just right” prices. SFpark hinges on the documented finding that if parking is cheap, drivers are
less willing to park in an off-street, priced lot or garage and more willing to circle for free or cheap
on-street parking. One key component of the program is to make parking pricing reflect the relative
value of a space, by its location and by time of day or week. SFpark meters may charge different
rates over the course of the day, with most meters using three time periods (9am-noon, noon-3pm,
and 3-6pm). Based on desirability and demand, the price for on-street metered parking will range,
from $0.25 to $6.00 per hour, and $1.00 to $10.00 in SFMTA-owned garages and lots. Beginning this
summer, SFMTA may adjust the hourly rates in the pilot areas in order to maintain occupancy rates
below 85%. Once every 30 days, the program can adjust all prices by up to 50 cents per hour.
Equity considerations. Up to one-third of households in San Francisco do not own a car. Many of
the people in these households include low-income residents, seniors and the disabled who rely on
surface public transportation. SFpark, which is designed to free up road space for Muni buses,
increases the speed and reliability of bus service for many of the people who rely on it the most.
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Real-time parking information. As of April 2011, SFpark provides the public with easily accessible
parking information in real-time to enable trip planning in advance or while en route. The pricing of
SFpark meters is obtainable via the internet, smartphone apps, and through electronic signs
displayed at the 15 municipal parking garages. The program incorporates the parking garages by
tying their parking prices to street parking availability. In conjunction, the SFMTA also plans to
communicate parking availability in municipal garages through the same technologies. Drivers, who
seek information about parking, will also be able to obtain information about SFMTA’s programs
that offer alternatives to driving.

Lessons Learned
Making the case. The SFMTA was able to gain support for SFpark because the program was based
on data and because it promised benefits to a variety of stakeholders. Finding a parking space would
be made easier and more convenient; the program would relieve congestion; and it would shift
some of the cost of operating the Muni system away from bus riders, people who least could afford
an increase in the cost of transportation.
Reaping economic benefits not revenue. The SFpark program is not expected to increase parking
revenue for the SFMTA on its own, and may actually reduce revenue as the city issues fewer parking
violations. But by making parking easier to find and to pay for, the SFMTA and the city expect to
benefit from reduced congestion, safer conditions for pedestrians and bicyclists, and better air
quality. The city also expects increased economic vitality by improving access to commercial areas.
The benefits of open source data. The city decided to make the data collected by the wireless sensors
public by creating a so-called Application Programming Interface (API)—an open source data feed
that software developers could use to create new apps. 3 One such free iPhone app is now available
for download at SFpark.org, allowing users to tracks the availability of parking spaces. An Android
app is in development. Developers can use San Francisco’s open-source data feed to incorporate
live parking availability and pricing information into third-party websites and applications.
Written by Elaine Wang, updated by Joyce Peters, Institute for Sustainable Communities.

Acknowledgements
Thanks to Jay Primus of SFMTA.

For More Information
SFpark website:
www.sfmta.com/SFpark
Contact:
Jay Primus, Jay.Primus@sfmta.com

3

See New York MTA snapshot on page 24 for more on open source data.

Case Study: San Francisco, CA | 51

The City Creek Center TOD Project Under Construction in Salt Lake City. Photo: Jeffrey D. Allred

CASE STUDY: WASATCH FRONT REGION, UTAH

AT A GLANCE

Planning the Future of the Wasatch Front
An integrated, collaborative, scenario planning process

Background Information
The 10-county Greater Wasatch Area in Utah has succeeded in building
collaboration and developing a shared regional vision—integrating
transportation and land use—through the use of scenario planning.
The Wasatch Front region, which comprises four counties within the
Greater Wasatch Area, stretches 100 miles north and south of Salt Lake
City and is home to almost eighty percent of Utah’s residents. The region
is experiencing a population boom. By 2040, officials anticipate a 65%–70%
population increase, from 2.1 million residents in 2009 to 3.5 million.
Concerns over Utah’s expected rise in population spurred stakeholders to
form Envision Utah in 1997. Originally a project of the Coalition for Utah’s
Future, Envision Utah is now a nonprofit organization that brings together
residents, elected officials, developers, business owners, conservationists,
and other stakeholders to coordinate activities around growth in the
region.
From 1997 to 1999, Envision Utah conducted public values research, held
over 200 workshops and involved more than 20,000 people to develop a
Quality Growth Strategy—a set of voluntary principles and tools to
implement a regional vision on a local scale—in an effort to make the
region more sustainable. The process gave Utahns a voice and common
goals emerged: ensuring safe, close-knit communities; providing

Status:
• Complete
Lead organizations:
• Envision Utah
• Mountainland Association of
Governments
• Wasatch Front Regional
Council
Participating organizations:
• Utah Department of
Transportation
• Utah Transit Authority
Timeline:
• 2004 – 2010
Funding:
• Public and private sources
Outcomes:
• Shared Regional Vision
Tools/Themes:
• Scenario Planning
• Collaboration
• Growth Management
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opportunities for their children; having time to do what matters most; and maintaining the security
of a good job.
To move from common goals to a common future vision, Envision Utah undertook a multi-year,
scenario planning process with extensive citizen engagement. The outcome of this process, “The
Wasatch Choice for 2040,” defines a shared vision for the integration of land use and transportation
that will guide development in the Wasatch Front for the next 30 years.

Process
In 2004, a coalition made up of the two Metropolitan Planning Organizations serving the Wasatch
Front—the Wasatch Front Regional Council (WFRC) and the Mountainland Association of
Governments (MAG) 1—together with the Utah Transit Authority (UTA) and the Utah Department
of Transportation (UDOT), sought the assistance of Envision Utah to create a vision for the four
counties of the Wasatch Front. Informed by the Quality Growth Strategy, Envision Utah conducted
a process that explored four potential growth scenarios, which resulted in the adoption of growth
principles and a vision for the future of the Wasatch Front.
Identifying options and soliciting input through scenario planning. A steering committee of local
leaders guided Envision Utah’s process for developing a regional vision. The committee comprised
mayors and county commissioners from Davis, Salt Lake, Utah, and Weber Counties, as well as
representatives of conservation groups, bicycle/pedestrian advocates, transit agencies, and business.
The involvement of so many stakeholders lent credibility to the process and helped to publicize it.
As a first step, Envision Utah created a broad public outreach process. Over 1,000 residents of the
four Counties attended thirteen community workshops between February and March of 2005. The
workshops got the public actively involved in working on portions of maps of the region, usually
closest to where they lived. Participants examined the relationship of the transportation system to
neighborhoods, jobs, farms, and open space. At workshops held in 2004, early in the process,
participants were asked to work in groups to solve a problem regarding the population increase
expected by 2040 and how the region would accommodate such growth. The exercise of reaching
group consensus helped to flesh out the problem and its potential solutions. Workshop participants
also completed surveys about environmental, growth, and transportation issues facing the region.
Following these workshops, Envision Utah analyzed the resulting maps, which typically included a
range of ideas. Working with a technical committee and the steering committee, Envision Utah
identified interesting trends, common themes, and creative ideas. The organization also found “hot
spots” in each county, where centers of development and employment were most popular. Citizens
generally wanted growth in older urban areas and along heavily used transportation corridors and
nodes. This information was used to develop four distinct scenarios involving transportation and
land use options.
Each scenario emphasized different growth options, including: current development types carried
forward, job centers, corridors, transit, roads, etc. The assumptions about population and
employment numbers were the same for each scenario, as was the estimated cost of transportation
1

WFRC and MAG are composed of mayors and county officials.
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improvements, but the four scenarios represented a wide-range of development types. The scenario
planning process was guided by three key questions:
•

Where do we want growth to occur in our region?

•

What type of growth do we prefer?

•

What type of transportation infrastructure is necessary to support the amount and type of
growth we prefer?

Each of the scenarios was analyzed using a modeling program called IMPACT, which projected the
long-term consequences of building out each scenario. For example, it estimated the average
number of miles a resident would travel each day, identified the mix of housing types, and showed
the impacts to water use, water quality, infrastructure, and taxes. Envision Utah then held a series of
open houses inviting the public back to look at the scenarios developed from their original input.
The relative costs and benefits of each of the patterns were also on display. Envision Utah also
identified the elements of the four scenarios that resonated most with people and that promised the
greatest benefits for the region. Then the organization again worked with the technical committee
and the steering committee to create the vision, which incorporated the best outputs of the public
outreach process.
The final report, entitled “Wasatch Choices 2040” is a set of growth principles meant to guide
land use and transportation planning along the Wasatch Front. Also included in the final report was
a vision map associated with the principles. The map showed one plausible illustration of how the
region might develop if it implemented the growth principles. WFRC, MAG, and Envision Utah
took the final report to every community in the four-county area and discussed how the vision could
be realized locally, using a set of available growth management tools. The map, in particular,
received a great deal of attention and helped gain widespread support for the report’s growth
principles. The elected officials of WFRC and MAG unanimously adopted the Wasatch Choices 2040
(WC2040) growth principles in late 2005.
Making a choice for the future. In 2009, WFRC wanted to employ the WC2040 planning process,
including the scenarios and growth principles, to make the regional vision more concrete. Envision
Utah renewed the WC2040 process and used an updated modeling analysis, along with extensive
consultations with planners, engineers and elected officials within the WFRC and transportation
agencies to refine WC2040 into the current vision, “The Wasatch Choice for 2040.” Now the vision
map indicates where types of growth will occur and how the transportation system will satisfy those
land uses. It focuses growth around activity centers, many of which are coordinated with transit
options—i.e. freeways, rail lines, BRT, and key boulevards—across the region. The intent is to guide
transportation investment to serve these centers, areas of growth, and special districts—such as
airports and universities—to ultimately expand the choices residents have to live, work, and
recreate.
The WFRC released a draft of the new vision in January 2010. The resulting public discussion
included a formal, 45-day public comment period. Then on May 27, 2010 the WFRC adopted the
final version of “The Wasatch Choice for 2040.” The WFRC has since used the plan to inform the
future land use assumptions as the WFRC updates the regional transportation plan that will be
adopted in May 2011.
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Outcomes and Promising Practices
Creating a culture of collaboration. Utah has a history of fragmentation among political jurisdictions.
Andrew Gruber, Executive Director of WFRC explains that the local jurisdictions often have a
“healthy suspicion of government,” which results in a “bunker mentality” that sees each jurisdiction
attempting to regulate growth in isolation. These jurisdictions are protective of their power to make
planning decisions internally. Doing what is politically viable may mean that implementation isn’t
always uniform at the municipal level. However, maintaining local autonomy is the only politically
viable option in Wasatch region.
The model of a nonprofit organization serving as a facilitator was appealing in the region because
Envision Utah has no regulatory authority. Envision Utah’s neutrality helped local jurisdictions
move past their reservations to hear about their community’s shared valued and learn about the
vision their residents wanted for their community. Envision Utah’s ability to maintain its neutral
stance has been a key to the success of the visioning process.
Collaboration was critical to the success of the Wasatch Choice for 2040. That ethic now permeates
how decisions are made in the region. “The table needs to be big and round. The first question we
ask is ‘who is not here who should be?’” says Andrew Gruber, Executive Director of WFRC.
Because of the collaborative process invoked by Envision Utah, the region is benefitting from a more
united stance on transportation. For example, although there has historically been tension between
the legislature and municipalities when it comes to the State DOT, in recent years UDOT has
become a key partner, according to Envision Utah’s Alan Matheson. “Now UTA and UDOT take a
united front in talking to the public and legislature about the need for a balanced transportation
system,”—a shift aided by Envision Utah’s collaborative process, Matheson said.
Getting the support of municipalities has required sustained effort. WFRC, MAG, and Envision
Utah met with each community and conveyed the message that in order to be successful regionally,
greater coordination was needed. “We’re all in this together and there’s been a common
commitment by the cities, the counties, the MPOs, and the transportation agencies. If the
communities don’t come through on their commitment to develop their land use consistent with
the vision, then the transportation system will not be as effective as it could be,” says Matheson.
By creating an open process and allowing the exploration of multiple scenarios, Envision Utah was
able to gain buy-in and bring sound analysis and an understanding of public opinions to persuade
local municipalities to act. Over time, many municipalities that were skeptical of the process have
asked Envision Utah to do visioning in their cities and towns. Since the initial WC2040 process,
Envision Utah has been engaged in a number of projects—everything from historic neighborhood
to multi-county visions—and has been involved in multiple demonstration projects to implement
their vision on a smaller scale.
A part of Envision Utah’s collaborative process hinged on getting the private sector involved from
the beginning. By supporting the Envision Utah process, businesses can take advantage of the
attention in the media and with the community. Envision Utah acknowledges businesses that
contribute funds to the process.
Businesses also recognize that economic development and quality of life are closely connected. “It’s
important to be able to say that you’re not just investing in a nice place today, but you’re investing
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in a region that has a plan in place to maintain and enhance that quality of life decades in the
future,” notes Matheson. By helping convey the message that if the transportation system works
well it means businesses being able to move goods and people and provide services more efficiently,
Envision Utah helped businesses make the connection to their bottom line, while understanding
how land use decisions affect affordability and their ability to recruit and retain talented workers.

Lessons Learned
Scenario planning makes for a powerful tool in land use and transportation planning. The scenario
planning process created by Envision Utah allowed residents, as well as local and regional
organizations, to better understand their options for managing growth and the corresponding
results. By helping people understand the trade-offs, the process moved participants from ideology
to problem-solving.
Envision Utah found that it helped to give people a little bit of time between each round of public
participation to let them absorb the information and think about consequences. “First, think about
what people want out of life and then think about how the region can provide that,” says Matheson.
“Getting people on board upfront, educating them on where they are going as a community, and
how decisions today will play out long-term is essential to building the necessary political will.”
Leadership plays a crucial role. Leaders should be respected community leaders who are levelheaded and bring credibility to the process. “The Wasatch Choice for 2040,” in part “grew out of a
history of good results with regional visioning and part of it was the leadership of Chuck Chappell,”
explains Matheson. Chappell was the Executive Director of WFRC and was instrumental in the early
development of the WC2040. Rather than simply taking city plans and overlaying the transportation
system, Chappell took the innovative step of integrating transportation and land use plans. “He
thought it made more sense to look at transportation and land-use from a regional perspective and
concurrently,” says Matheson. They all agreed it would be an important step forward and a new
way of doing business along the Wasatch Front.
Envision Utah has a history of strong connections with Utah’s leaders dating back to its inception in
1997. Former Utah Governor, Jon Huntsman Jr., was once Chair of Envision Utah and the
organization has maintained connections within the Governor’s office. The current Governor is a
former Vice Chair of Envision Utah and the current Lieutenant Governor is also a former Chair of
the organization. Envision Utah also has a long-standing relationship with the regional MPOs and
transportation agencies (the UTA and UDOT), which it developed during visioning scenarios and
the Wasatch Choices 2040 process. Many of these organizations are represented on Envision Utah’s
board. In turn, Envision Utah has a seat on the board of the WFRC. These relationships help build
support for Envision Utah’s collaborative process.
A variety of funders can increase the effectiveness of the neutral organizing party. Wasatch Choices
2040 was funded by a grant from the Federal Highways Administration and supplemented with
funds from WFRC, MAG, Utah DOT, and the Utah Transit Authority. WFRC also provided funding
for The Wasatch Choice for 2040. Envision Utah was able to raise additional funds from a variety of
private sources to support both projects. Getting widespread support via multiple funders is a part
of Envision Utah’s usual practice. Beyond sharing the financial burden, it allows Envision Utah to
avoid the perception that any one entity is trying to buy a particular outcome and allows the
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organization to maintain its position as a neutral facilitator of the process. Matheson believes that
giving businesses and public entities a financial stake in the process also creates impetus towards
action.
Plan with an eye to implementation. The impact of The Wasatch Choice for 2040 is just now
beginning to be realized. The biggest obstacle to implementation now is financing transit-oriented
development (TOD). About one-third of residents in the region want to live in a mixed-use,
walkable community, served by transit. Many people in the development community recognize this
shift, but the recent downturn in the economy has made
it difficult to carry out and fund TOD projects. In order to
From Day One it’s all about
be successful the region now needs good working models
implementation, it’s not about
of great TOD sites to build confidence among developers
developing a plan. It’s about
and lenders to continue to build.
changing our communities in

“

positive ways.

”

“The next step is to get some pilot projects developed,”
said Andrew Gruber, Executive Director of WFRC. A
— Alan Matheson,
consortium of Wasatch Front agencies plan to initiate
Executive
Director
of Envision Utah
some of these projects with the help of a $5 million
planning grant recently awarded by U.S. Housing and
Urban Development Sustainable Communities Program. Over the next three years, the grant
money will fund the creation of an affordable housing plan, the study of 6 TOD sites, and the
creation of a sustainability blueprint for local, regional, and national implementation. The funds will
also be used to support the adoption of the Wasatch Front Principles and 2040 Vision, and to
conduct public participation workshops.
Written by Joyce Peters, Institute for Sustainable Communities.
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SNAPSHOT: PORTLAND,OREGON

TRIMET: PIONEERING THE FIELD OF OPEN DATA
The “Open Data Revolution” in public transit
began in 2005 thanks to the vision of TriMet’s
GIS Manager Bibiana McHugh. TriMet is the
provider of bus, light rail and commuter rail
service in the Greater Portland, OR area. Open
data refers to information—such as data about
transit routes, schedules, and vehicle location—
that is made freely available, particularly in an
electronic format. “Open” data can be
downloaded for analysis or integrated directly
into other applications.

OPEN SOURCE DATA AND MOBILITY CHOICE
Making low-carbon transportation a reality is all
about choices—choosing to bike, ride, or carpool, and backing up those choices with solid
information. Therefore, it is in every transportation agency’s interest to help make that decision-making as seamless and effortless as
possible, by making the information its users
need easily and widely accessible. That’s what
“going open” is all about: putting information in
the hands of people that need it, and doing it in
such a way that keeps costs to a minimum and
maximizes flexibility.

McHugh led the charge to make TriMet’s data
freely available and to participate with Google
Transit, a website that allows users to plan
transit trips in Google Maps. The success of Google Transit proved to be a catalyst for the entire
industry. Today nearly 500 agencies participate by publishing their own transit data. In recent years,
TriMet has made nearly all of its data accessible for anyone to use. Software developers can find
schedules, stops, and even real-time arrival information at the TriMet Developer’s Center
(http://developer.trimet.org).
The act of publishing route and schedule data online may seem like a simple and obvious thing to
do, but in 2005, it was relatively unheard of. By publishing data online in an open format and with
standard terms, TriMet not only set an example that many agencies would come to follow, but it
sparked an explosion in the development of transit-related apps.
Since TriMet began publishing this data, over 40 “apps” have been developed using the data, each
at no cost to the agency, except the investment in making their data public and available. Hundreds
of applications have been built using transit system data from agencies all across the U.S.
TriMet and open source software. TriMet has also taken a forward-thinking approach when it comes
to the tools that power its information systems. Increasingly, the agency has looked to open source
software as it considers what it needs to buy and build.
In 2008, TriMet set out to replace its online system map. Instead of buying an expensive proprietary
solution, the agency built a map using the open source mapping tools. Once the new system map
was built, TriMet set about replacing the legacy trip planning engine that powered that feature on
the site. TriMet’s web site averages over 650,000 visits per month, about 240,000 of which are to
plan transit trips, making trip planning the single most popular function provided by the site.
The existing on-line TriMet Trip Planner, implemented in 2000, was limited in its capability to plan
transit-only trips. TriMet realized that the ability to plan multi-modal trips, a combination of transit,
walking, and biking, and to bring as much information as possible into one central location, would
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allow commuters to make informed decisions about their transit choices while encouraging the
sustainable modes and decreasing the number of drive-alone trips.
So, TriMet again set out to innovate by implementing a new open source solution. In the summer of
2009, with the aid of a federal grant, TriMet brought together a diverse group of agency
representatives and software developers to begin development of the open source software,
OpenTripPlanner. OpenTripPlanner is available to anyone who would like to deploy it for multimodal journey planning. A prototype is currently running using the data from nine cities on four
continents (see http://opentripplanner.com). TriMet plans to launch its new multi-modal trip
planner in 2011.

TriMet System Map, built using open source mapping tools. Image: http://maps.trimet.org.

Embracing open source, TriMet has demonstrated the flexibility to meet the changing needs of its
ridership, and the freedom to choose the best service and technology providers. TriMet also saves
thousands of dollars in licensing and support costs.
Written by OpenPlans.

For More Information
Contact:
Bibiana McHugh, IT Manager of GIS and Location-Based Service at TriMet,
mchughb@trimet.org
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Affordable Housing
The U.S. Department of Housing and Urban Development (HUD) defines "affordable" as housing
that costs no more than 30 percent of a household's monthly income, including utilities.
1. Driving: A Hard Bargain
This paper offers a model for how CNT's Housing and Transportation (H+T) analysis can inform and
guide regional planning. CNT produced this customized analysis incorporating detailed, local data
provided by the Chicago Metropolitan Agency for Planning and presents recommendations for
sustainable growth targeted to municipal, regional and state entities.
Center for Neighborhood Technology, July 2010, 24pp.
Downloadhttp://www.cnt.org/repository/DAHB.pdf
2. Housing and Transportation (H+T) Affordability Index
This web-based tool measures the affordability of metro regions based on the cost of transportation and
housing. Over 330 metro regions in the United States are covered, including Denver, El Paso, Eugene,
Kansas City, Minneapolis-St. Paul, Portland, St. Louis, Salt Lake City, San Francisco and Seattle.
Center for Neighborhood Technology
Websitehttp://htaindex.cnt.org
3. Preserving Affordable Housing Near Transit: Case Studies from Atlanta, Denver, Seattle
and Washington, D.C.
This is a collection of case studies examining what Atlanta, Denver, Seattle and Washington, D.C. are
doing to ensure that affordable housing is preserved as they pursue transit-oriented development. It
discusses how the cities are using various tools such as acquisition funds, tax increment financing, and
early warning systems.
By Leo Quigley, Center for Transit-Oriented Development, Sept 2010, 41pp.
Downloadhttp://www.reconnectingamerica.org/public/display_asset/preservingaffordable
housingneartransit2010
4. Realizing the Potential: Expanding Housing Opportunities Near Transit
This report, jointly sponsored by HUD, DOT and FTA, was developed to provide examples and lessons
learned to State and local governments making decisions about housing and transportation. It contains
five case studies demonstrating proactive that strategies can help overcome challenges to mixed income
TOD and help to catalyze the market for housing near transit. All of the cases are in cities that are
experiencing growth in their housing market and planning for fixed transit service.
Reconnecting America’s Center for Transit-Oriented Development, April 2007, 177pp.
Downloadhttp://www.reconnectingamerica.org/assets/Uploads/rtpfullreport.pdf
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Bus Rapid Transit (BRT)
Bus Rapid Transit is a transportation system that provides quicker, more reliable transport
than conventional buses and is typically less expensive than fixed rail service. BRT systems
operate within the right-of-way and utilize different strategies such as dedicated lanes, express
service, elevated platforms, off-board fare collection and intelligent transportation systems to
achieve more efficient service.
5. Bus Rapid Transit, Volume 1: Case Studies in Bus Rapid Transit
This report provides descriptions and discussions of the lessons learned from 26 BRT systems all over
the world, including 12 in the United States and two in Canada. Issues of relevance to cities exploring
BRT are also discussed, including performance, costs, and prospects for BRT.
Transportation Research Board: Transit Cooperative Research Program, 2003, 62pp.
Download  http://onlinepubs.trb.org/onlinepubs/tcrp/tcrp_rpt_90v1.pdf
6. National BRT Institute
This website provides links to key reports and presentations on BRT planning, funding options,
designing BRT systems, increasing ridership through vehicle and station design, and evaluations of
existing BRT services in the U.S.
Website  http://www.nbrti.org/

Collaboration
7. Building Regional Partnerships for Economic Growth and Opportunity
This report summarizes lessons from regions developing asset-based economic development strategies
based on partnerships. The findings are focused on the experiences of regional coordination entities,
workforce developers, and leading researchers and practitioners.
By Pete Carlson et al., Jobs for the Future, 2009, 20pp.
Download http://www.jff.org/sites/default/files/Bldg-RegPartner-EconGrowthOpp.pdf
8. Corridor Approaches to Integrating Land Transportation and Land Use
This report includes an inventory of notable practices that integrate land use and transportation
planning. Case studies document the successful experiences of several DOTs (New Jersey, Utah, Maine,
and Virginia) and other agencies (Chicago and Denver).
By ICF International, Transportation Research Board: National Cooperative Highway
Research Program, June 2009, 94pp.
Download  http://www.trb.org/notesdocs/NCHRP08-36(86)_FR.pdf
9. Metropolitan and Rural Transportation Planning: Case Studies and Checklists for
Regional Collaboration
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This guide provides tools for collaboration between MPOs and RPOs. Brief case studies illustrate
specific collaborative processes across a variety of areas.
National Association of Development Organizations (NADO) Research Foundation,
Association of Metropolitan Planning Organizations (AMPO), 2009, 24pp.
Downloadhttp://66.132.139.69/uploads/rpompo.pdf
10. Regional Coordination in Atlanta Metro and in the Twin Cities: Understanding the
Challenges and Opportunities of Coordinating Housing, Transportation and Workforce
Policies
This report explores regional perspectives on the coordination of housing, transportation and workforce
policies.
By Emily Salomon and Lynn Ross, National Housing Conference /Center for Housing
Policy, Jan 2010, 12pp.
Downloadhttp://www.nhc.org/media/documents/Regional_Coordination_in_Atlanta_an
d_Twin_Cities.pdf

Complete Streets
Complete Streets are designed and operated to safely accommodate all users including
pedestrians, bicyclists, motorists and transit riders of all ages and abilities.
11. Complete Streets: Best Policy and Implementation Practices, Chapter 5
This chapter from the Best Practices report describes how communities can transition from
traditional, auto-oriented transportation to a more inclusive and multimodal system. The chapter uses
examples from across the country to discuss the changes in planning, training, and performance
measurement that need to occur to support complete streets policies.
By Barbara McCann and Suzanne Rynne, editors. American Planning Association, 2010,
22pp.
Downloadhttp://www.completestreets.org/webdocs/resources/cs-bestpracticeschapter5.pdf
12. Complete Streets Policy Examples
This chart shows a variety of complete streets policy types from communities of different sizes and
geographic location.
The National Complete Street Coalition, 2pp.
Downloadhttp://www.completestreets.org/webdocs/policy/cs-chart-samplepolicy.pdf
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Congestion Pricing
Congestion pricing is roadway pricing, typically tolling, which varies by time of day based on the
level of congestion.
13. A Domestic Scan of Congestion Pricing and Managed Lanes
This report summarizes how MPOs and DOTS in ten major metropolitan areas are planning for
congestion pricing and managed lanes for both revenue generation and congestion management. The
experience of each metro is described with lessons learned. The report also considers the collaboration
that must occur between DOTs, MPOs and other agencies and explores how congestion pricing can be
formally integrated into the metropolitan planning process
FHWA, April 2009, 59pp.
Download  http://ops.fhwa.dot.gov/publications/fhwahep09044/fhwahep09044.pdf
14. Value Pricing Pilot Program
This website provides several useful resources for metropolitan areas looking to learn from other cities’
value pricing (also known as congestion pricing) experiences. Key pages include the project reports
page, sorted by pricing strategy or by state; planning and decision-making tools for states or metros;
and the publications and resources page. The primers in particular, all less than 30 pages, are useful
publications that provide clear overviews on key topics of economic efficiency, income-based equity
impacts, non-toll pricing strategies, technologies that enable congestion pricing, and the
interrelationships between transit use and congestion pricing.
FHWA, Updated Aug 2009
Website  http://ops.fhwa.dot.gov/tolling_pricing/value_pricing/

Financing
15. Alternative Funding Strategies for Improving Transportation Facilities
This report to the North Carolina DOT explores a variety of alternative funding strategies for
transportation facility improvements, including transportation corporations, transportation
improvement districts, tax increment financing, impact fees, transportation concurrency, and state
programs for achieving fair share mitigation of transportation impacts. Although not specific to
creating revenue streams for transportation choices other than roads, some of these strategies may be
adapted to that purpose.
By Kristine M. Williams, Center for Urban Transportation Research at the University of
South Florida, 2006, 67pp.
Downloadhttp://www.cutr.usf.edu/pub/files/Fairshare%20Report.pdf
16. CDFIs and Transit Oriented Development
This report, prepared for the Federal Reserve Bank of San Francisco, explores the potential role of
community development finance institutions in financing equitable TOD. The report articulates where
and how TOD aligns with the work of CDFIs and notes where there is a mismatch.
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Center for Transit-Oriented Development, Oct 2010
Downloadhttp://www.reconnectingamerica.org/assets/Uploads/1010_cdfi_transit_
oriented_design.pdf
17. Local Option Transportation Taxes in the United States (Part One: “Issues and Trends”)
This report provides an excellent synthesis of local option taxes, based on key findings from the authors'
50 state study (full state-by-state findings available here:
http://repositories.cdlib.org/cgi/viewcontent.cgi?article=1044&context=its). Key varieties of local option
taxation discussed include fuel taxes, vehicle taxes, property taxes, sales taxes, and employment taxes.
The report also discusses key political and economic issues of these options and compares them with
regards to equity, stability, transportation relevance, and typical applications.
By Todd Goldman, Sam Corbett, Martin Wachs, University of California at Berkeley,
Institute of Transportation Studies, 2001, 41pp.
Downloadwww.its.berkeley.edu/research/localoptiontax/exsumlocaloption.pdf
18. Transit—Finding Solutions to Fund Transit
This report describes state and local revenue options to fund mass transit, including transportationbased revenues (gas taxes, rental car tax, license/registration or title fees, tire tax, vehicle battery tax,
weight-mile truck fee, toll roads and congestion pricing) and development fees (development impact
fees, storm water fees, and real estate transfer fees).
By Phineas Baxandall, Ph.D., U.S. PIRG, Aug 2007, 23pp.
Downloadhttp://www.uspirg.org/uploads/Ob/Ja/ObJasQitETQqTrFtxbLjiw/U.S._trans
it_report_92007.pdf

Intelligent Transportation Systems
Intelligent Transportation Systems include a wide range of communication technologies that
can be integrated into the transportation system to relieve congestion, improve safety,
increase efficiency, and improve consumer choice.
19. RITA Intelligent Transportation Systems
This searchable clearinghouse of ITS case studies and guidances includes energy and environment
topics. The case studies include information on benefits, costs, lessons learned and standards used. A
resource guide for non-RITA resources is also available.
U.S. Department of Transportation, Research and Innovative Technology
Administration
Websitehttp://www.its.dot.gov/index.htm
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Land Use and Zoning (Smart Growth)
20. A Better Way to Zone
This book includes a framework for achieving better zoning codes over time that is based on how cities
should operate, rather than how they should look. It also takes into account how to change zoning over
time, rather than focus on what is ideal. The book provides a counterpoint to form-based zoning and
SmartCode. A description of each chapter is available at http://abetterwaytozone.com/home/contents.
By Donald L. Elliot, Island Press, 2008, 256pp.
Purchasehttp://abetterwaytozone.com/
21. Cost Effective GHG Reductions through Smart Growth and Improved Transportation
Choices: An Economic Case for Investment of Cap-and-Trade Revenues
This report provides a good overview of the economic case for climate-friendly transportation policies,
and provides cost-per-ton CO2 emission and VMT reduction estimates for sample policies.
By Steve Winkelman, Allison Bishins, Chuck Kooshian, Center for Clean Air Policy, June
2009, 25pp.
Downloadhttp://www.ccap.org/docs/resources/677/CCAP%20Smart%20Growth%20$%20per%20ton%20CO2%20(June%202009)%20FINAL%202.pdf
22. Growing Cooler: The Evidence on Urban Development and Climate Change
This book presents comprehensive evidence in favor of smart growth, useful for making the case for
smart growth, but does not provide cost benefit analyses
By Reid Ewing, Keith Bartholomew, Steve Winkelman, Jerry Walters, Don Chen, Urban
Land Institute, 2008, 150pp.
Downloadhttp://www.smartgrowthamerica.org/gcindex.html
23. Picturing Virtual Smart Growth
This resource provides visual examples of how utilizing smart growth principles can transform
communities into vital, thriving places. An interactive map allows users to compare a present day, real
place, to its virtual smart growth version.
Natural Resources Defense Council
Websitehttp://www.nrdc.org/smartGrowth/visions/default.asp
24. Smart Growth Toolkit
This flexible web-based toolkit can be used by local officials for everything from a 10-minute exercise of
crosschecking categories of zoning and smart growth policies options with those of the municipality, to
a multi day exercise to comprehensively improve local regulations to encourage long-term smart
growth. The website includes case studies and tools such as Quick Diagnostic, Policy Audit, Code and
Zoning Audit, Audit Summary, Project Scorecards, Incentives Matrix, and Strategy Builder.
Smart Growth Leadership Institute, a project of Smart Growth America, 2009
Websitehttp://www.smartgrowthtoolkit.net/
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25. SmartCode Central
This website provides free model code language in downloadable modules that use the SmartCode
framework. SmartCode is transect-based development code, and here is provided for all scales of
planning, from the region to the community to the block and building. The model code language is
designed to be locally calibrated.
Websitehttp://www.smartcodecentral.com

Light Rail
According to the Transportation Research Board, light rail is “A metropolitan electric railway
system characterized by its ability to operate single cars or short trains along exclusive rightsof-way at ground level, on aerial structures, in subways or, occasionally, in streets, and to
board and discharge passengers at track or car-floor level.”
26. Rail Transit in America: A Comprehensive Evaluation of Benefits
This report helps make the case that rail transit is particularly important in large, growing cities. The
study analyzes factors including costs and benefits, energy consumption and emissions, safety,
economic development, and parking. It finds that cities with larger, well-established rail systems have
significantly higher per capita transit ridership, lower average per capita vehicle ownership and
mileage, less traffic congestion, lower traffic death rates and lower consumer transportation
expenditures than otherwise comparable cities.
By Todd Litman, Victoria Transport Policy Institute, 2008, 66pp.
Downloadhttp://www.worldtransitresearch.info/research/2706/
27. The Rail Transit Debate
This article provides an excellent summary of the main arguments against rail transit and some of the
counter-arguments that have been made to address these concerns. This document can be a useful
reference for city officials looking to anticipate public reaction to proposed rail transit projects.
By Glenn Pascall, Discovery Institute: Inquiry Magazine, 2001, 24pp.
Downloadhttp://www.discovery.org/articleFiles/PDFs/pascallInquiry.pdf

Parking Management
28. Parking Management: Strategies, Evaluation and Planning
This report (a summary of the book Parking Management Best Practices by the same author)
investigates problems with current parking planning practices, discusses the costs of parking facilities
and the savings that can result from improved management, describes specific parking management
strategies and how they can be implemented, discusses parking management planning and evaluation,
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and describes how to develop the optimal parking management program in a particular situation. This
is a comprehensive resource that also helps make the case for parking management.
By Todd Litman, Victoria Transport Policy Institute, 2008, 30pp.
Downloadhttp://www.vtpi.org/park_man.pdf
29. People, Parking, and Cities
This article looks at the effect of parking regulations on sprawl, urbanization, and "good density" (e.g.
scaled for people) vs. "bad density"" (e.g. centered on cars) by contrasting the experiences of Los
Angeles with New York City and San Francisco.
By Michael Manville and Donald Shoup, University of California Transportation
Center—ACCESS, Fall 2004, 7pp.
Downloadhttp://shoup.bol.ucla.edu/People,Parking,Cities.pdf

Suburban Redevelopment and Infill
30. Barriers and Solutions to Land Assembly for Infill Development
This report identifies and discusses significant public, regulatory, and market-based barriers to land
assembly and infill development, and suggests strategies for overcoming them.
By Stella Tarnay, Urban Land Institute, 2004, 36pp.
Downloadhttp://www.uli.org/ResearchAndPublications/Reports/~/media/Documents/
ResearchAndPublications/Reports/Urban%20Revitalization/LandAssembly.ashx
31. Measuring the Air Quality and Transportation Impacts of Infill Development
This report summarizes three regional infill development scenarios to illustrate how regions can
calculate the air quality and transportation benefits of infill.
U.S. EPA, 2007, 77pp.
Downloadhttp://www.epa.gov/smartgrowth/pdf/transp_impacts_infill.pdf
32. Ten Principles for Reinventing America's Suburban Business Districts
This booklet describes ten principles that include analyzing the market, developing support, making a
strategic plan, mixing uses, creating a pedestrian-friendly place, managing parking, and allowing for
evolution. The booklet can be used to generate support from citizens and public officials for growing
suburban business districts smarter.
By Geoffrey Booth, et al, Urban Land Institute, 2002, 33pp.
Downloadhttp://www.uli.org/ResearchAndPublications/Reports/~/media/Documents/
ResearchAndPublications/Reports/TenPrinciples/TP_BusinessDistricts.ashx
33. Ten Principles for Smart Growth on the Suburban Fringe
This report is the culmination of several formative events: a forum for public officials, a workshop, and
a conference, each convened to examine development in the greenfields and solutions for better growth
in the suburbs.
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By Mary Beth Corrigan, et al, Urban Land Institute, 2004, 42pp.
Downloadhttp://www.uli.org/ResearchAndPublications/Reports/~/media/Documents/
ResearchAndPublications/Reports/TenPrinciples/TP_SuburbanFringe.ashx
34. The Transportation and Environmental Impacts of Infill versus Greenfield Development:
A Comparative Case Study Analysis
This analysis compares the travel, public infrastructure costs, environmental impacts, multi-modal
orientation and community accessibility impacts of infill vs. greenfield development at three sites: San
Diego CA, Montgomery County MD, and West Palm Beach FL. The methodology can be used by
others in making the case for infill development.
By Hagler Bailly Services, Inc. and Criterion Planners/Engineers, U.S. EPA, 1999, 35pp.
Downloadhttp://www.epa.gov/smartgrowth/pdf/infill_greenfield.pdf

Transit-Oriented Development (TOD)
Transit-Oriented Development is compact, mixed-use development within walking distance of
public transportation. TOD can provide convenience and affordability to residents by increasing
access to jobs, goods and services, and transportation choices. TOD increases transit ridership,
reduces automobile dependence and congestion, and creates healthier, walkable communities
35. Building Transit Oriented Development in Established Communities
This technical study provides a good discussion of how to address several common challenges of
creating TOD in established car-oriented communities, including focusing TOD around park-andride-lots, changes to regulations, parking management, development incentives, coordinating
stakeholders, incorporation of transit, pre-designating transit corridors, ensuring bike/ped access,
adapting transit to suburbs, location efficient mortgages, and ideas for dealing with community
resistance. Four page case studies are provided for some cities that have taken steps to become transit
oriented: Charlotte NC, Denver CO, Atlanta GA, Orlando FL, and Central Puget Sound region WA.
By Julie Goodwill and Sara J. Hendricks, Center for Urban Transportation Research at
the University of South Florida, 2002, 76pp.
Downloadhttp://www.nctr.usf.edu/pdf/473-135.pdf
36. Maintaining Diversity In America’s Transit-Rich Neighborhoods: Tools for Equitable
Neighborhood Change
This website presents the results of research into the diversity of transit-rich neighborhoods, the
symbiotic relationship between diverse neighborhoods and successful transit, and patterns of
neighborhood change in transit-rich neighborhoods. A report on this site discusses the underlying
mechanisms of neighborhood change; a toolkit explains policies to create equitable neighborhood change
in transit-rich neighborhoods.
Stephanie Pollack, Barry Bluestone, Chase Billingham, Dukakis Center for Urban and
Regional Policy at Northeastern University, 2010
Websitehttp://www.dukakiscenter.org/trnequity
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37. Mixed-Income Transit Oriented Development (MITOD) Action Guide
This interactive website provides guidance to practitioners seeking to foster mixed-income transitoriented development. The guide helps identify appropriate planning tools for achieving MITOD in
transit station areas by characteristics. It also includes data describing demographics and the market
potential of particular transit districts.
Reconnecting America and the Center for Transit-Oriented Development, 2010
Websitehttp://www.mitod.org
38. The Role of State DOTs in Support of Transit Oriented Development (TOD)
This report examines roles state DOTs can play to reduce barriers to transit-oriented development.
This resource is more appropriate where there is a TOD champion at the state DOT.
Transportation Research Board: National Cooperative Highway Research Program
2006, 71pp.
Downloadhttp://www.trb.org/NotesDocs/25-25%2820%29_FR.pdf
39. TOD Database
This database provides extensive economic and demographic information for every existing and
proposed fixed guideway transit station in the United States. Data are available at three geographic
levels (transit zone, transit shed, and transit region) for over 4,000 current and proposed stations in
almost 50 metropolitan areas.A guidebook that builds on the database, "Performance-Based TransitOriented Development Typology Guidebook", can be accessed here:
www.reconnectingamerica.org/public/display_asset/2010_performancebasedtodtypologyguidebook
Center for Transit Oriented Development
Websitehttp://toddata.cnt.org
40. TOD 203: Transit Corridors and TOD
This manual is part of a series produced by the Center for Transit-Oriented Development (CTOD).
This guidebook focusses on planning at the corridor-scale and the link between transit-oriented
development and economic development along the corridor. In addition to explaining the concept of
corridor planning, the guidebook helps to “make the case” for planning at this scale and articulate six
specific objectives and provides strategies, with case study examples, for achieving them.
Center for Transit Oriented Development, 2010, 28pp.
Downloadhttp://www.reconnectingamerica.org/public/stories/2514

Transportation and Economic Development
41. Community Benefits: Practical Tools for Proactive Development
This website explains the use of Community Benefit Agreements, a tool for ensuring communities
benefit from nearby development projects. The website profiles 15 CBA sites, including in those in the
states of WA, PA, CA, CO, and CT.
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Partnership for Working Families
Websitehttp://www.communitybenefits.org/section.php?id=155
42. Growing Wealthier: Smart Growth, Climate Change and Prosperity
This report organizes the current research and literature to articulate the economic benefits of smart
growth strategies and may be valuable to practitioners who are trying to make the case for reducing
VMT. It provides evidence that VMT is no longer correlated to GDP and differentiates between
economically productive travel and “empty miles” that are a drain on the economy.
By Chuck Kooshian and Steve Winkelman, Center for Clean Air Policy, Jan 2011, 98pp.
Downloadhttp:// and www.growingwealthier.info/index.aspx
43. Next Stop: New Jobs
This study demonstrates how CNT’s Employment Opportunity Optimizer Analysis tool (“The
Optimizer”), a GIS application, was used to analyze Chicago and identify which transit station areas
had the greatest potential to support new manufacturing and commercial development opportunities.
The steps in the analysis and the policies recommended for implementation are likely to be informative
for other communities that want to plan for economic development in connection with land use and
transportation.
Center for Neighborhood Technology, 2011, 24pp.
Downloadhttp://www.cnt.org/repository/NSNJ.pdf
44. Raise My Taxes, Please! Evaluating Household Savings From High Quality Public
Transit Service
The report investigates the costs and benefits of high quality transit service: concluding that while
public transit typically requires about $268 in subsidies and $104 in fares per capita per year, it
provides savings of $1,040 per capita. This resource can provide helpful information, making the case
to support investment in high quality transit.
Victoria Transport Policy Institute, Feb 2010, 19pp.
Downloadhttp://www.vtpi.org/raisetaxes.pdf
45. Recent Lessons from the Stimulus: Transportation Funding and Job Creation
This report documents how the $26.6 billion invested in transportation through the American Recovery
and Reinvestment Act (ARRA) affected job creation and economic development.The experiences of
ARRA grantees generally support previous studies which showed road repair projects produced 16%
more jobs per dollar than new road construction, and public transportation projects produced 31%
more jobs per dollar than new road construction.
Smart Growth America, Feb 2011, 16pp.
Downloadhttp://www.smartgrowthamerica.org/2011/02/04/new-report-reveals-smarttransportation-spending-creates-jobs-grows-the-economy/
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Transportation Demand Management
Transportation Demand Management, also referred to as mobility management, refers to a
variety of strategies that aim to change or reduce travel demand, particularly during peak
hours. TDM programs typically create incentives or disincentives for travelers to influence their
transportation decisions in an effort to relieve traffic and congestion.
46. Economics of Travel Demand Management: Comparative Cost Effectiveness and Public
Investment
This report summarizes and evaulates six TDM programs, including those in Seattle, Hayward, and
South Perth Australia, and describes how to use the TRIMMS model to evaluate the cost effectiveness
of TDM programs, downloadable here: http://www.nctr.usf.edu/spreadsheet/TRIMMS.zip
By Sisinnio Concas and Philip L. Winters, National Center for Transit Research at the
Center for Urban Transportation Research at the University of South Florida, 2007,
81pp.
Downloadhttp://www.nctr.usf.edu/pdf/77704.pdf
47. Online TDM Encyclopedia
This online resource if a comprehensive source of information regarding innovative approaches to
TDM. It describes dozens of strategies and contains information on TDM planning, evaluation and
implementation including references and case studies from around the world.
Victoria Transport Policy Institute, updated January 2011
Websitehttp://www.vtpi.org/tdm/
48. Public Transportation Promotional Materials Clearinghouse
This clearinghouse includes a gallery of TDM promotion advertising materials, most accompanied by a
brief description of how it was used; articles on how to designing a strategic promotion campaign; stock
images that can be used by ad designers; and a large collection of transit websites. This project is
funded by the Florida Department of Transportation.
Marketing Institute at the College of Business at Florida State University
Websitehttp://nctr.cob.fsu.edu

Transportation Equity
According to the Baltimore Metropolitan Council, “The concept of transportation equity seeks
to ensure that the needs of all communities, particularly low-income and minority communities
are addressed in transportation policy and the transportation planning process. Additionally,
transportation investments should work to ensure that both the benefits and impacts are
distributed equally. Transportation equity is about working to make a transportation system
that allows everyone – regardless of race, class, gender, age, or ability - to be able to access
good jobs, education, health care, places of worship, stores, and other needed services,
whether or not they have a car.”
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49. Communities of Opportunity: A Framework for a More Equitable and Sustainable
Future for All
This report describes a framework, "Communities of Opportunity,” for remedying chronic inequality.
The framework is based on analyses that show that poverty is spatially concentrated, and that housing
is central to accessing opportunities in our society.
John Powell et al, Kirwan Institute for the Study of Race and Ethnicity, The Ohio State
University, 2007, 24pp.
Downloadhttp://4909e99d35cada63e7f757471b7243be73e53e14.gripelements.com/public
ations/Comm_of_Opportunity_Jan_2007.pdf
50. Development Without Displacement, Development With Diversity
This analysis maps displacement and transit-oriented development dynamics in the Bay Area; it also
discusses equitable TOD strategies; it provides city-level case studies of community partnerships
around the bay area; it discusses TOD components of existing regional governance programs; and it
recommends regional actions.
Marisa Cravens et al., Association of Bay Area Governments, 2009, 66pp.
Downloadhttp://greatcommunities.org/intranet/library/sites-tools/dwd-final.pdf
51. Equitable Development Toolkit
This online toolkit includes 27 tools for reversing patterns of segregation and disinvestment, preventing
displacement, and promoting equitable revitalization. Tools are organized under affordable housing,
health and place, economic opportunity, and land use and environment.
PolicyLink
Websitehttp://www.policylink.org/site/c.lkIXLbMNJrE/b.5136575/k.39A1/Equitable_Deve
lopment_Toolkit.htm
52. Preserving Affordability and Access in Livable Communities: Subsidized Housing
Opportunities near Transit and the 50+ Population
This report explores the availability of affordable rental housing, near public transit, to low-income,
older people. The report makes three policy recommendations: preserve existing affordable housing;
integrate housing, transportation and land effectively; and improve and invest in public transportation
effectively
Rodney Harrell, PhD, Allison Brooks,Todd Nedwick, AARP Foundation, 2009, 53pp.
Downloadhttp://assets.aarp.org/rgcenter/ppi/liv-com/2009-15x.pdf
53. The Transportation Prescription
This policy guide explores the intersection of transportation, health, and equity. It also provides policy
and program recommendations for improving health outcomes in vulnerable communities, creating
economic opportunity, and enhancing environmental quality.
Judith Bell & Larry Cohen, PolicyLink, 36pp.
Downloadhttp://www.policylink.org/atf/cf/%7B97C6D565-BB43-406D-A6D5ECA3BBF35AF0%7D/transportationRX_final.pdf
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Value Capture
Value Capture refers to a set of tools and strategies to capture the increase in land values that
result from a public investment.
54. Capturing the Value of Transit
This report is geared to policy makers, transit planners and elected officials, who are interested in
harnessing a portion of the value that transit confers to surrounding properties in order to fund transit
infrastructure or related improvements in station areas. It discusses strategies such as assessment
districts, tax-increment financing, joint development, and development impact fees.
Center for Transit-Oriented Development, 2008, 38pp.
Download www.reconnectingamerica.org/assets/Uploads/ctodvalcapture110508v2.pdf
55. Financing Transit Systems Through Value Capture: An Annotated Bibliography
This annotated bibliography reviews decades of national and international research, case studies, and
reports on several aspects of capturing the development value of transportation systems: financing, cost
recovery prospects, effects of transit on property values, and walkability impacts on property values.
Jeffery J. Smith and Thomas Gihring, Victoria Transport Policy Institute, Nov 2010, 41pp.
Downloadhttp://www.vtpi.org/smith.pdf
56. Rails to Real Estate
This report documents real estate development patterns along three recently constructed light rail lines:
Hiawatha Line in the Minneapolis-St. Paul region, the Southeast Corridor in the Denver region, and
the Blue Line in the Charlotte region. The report find that demand for development along the lines was
uneven, and suggests that a corridor level approach to value capture might allow the value created in
strong market locations to help encourage development elsewhere in the corridor.
Center for Transit Oriented Development, March 2011, 80pp.
Downloadhttp://ctod.org/portal/sites/default/files/CTOD_R2R_Final_20110321.pdf
57. Value Capture And Tax-Increment Financing Options For Streetcar Construction
These case studies on the transit-oriented development experiences of Portland, Tampa and Seattle
helped shape the findings of a D.C.-based study that showed that it is possible to forego federal funding
and still fully pay for construction costs ($140 million) of a streetcar project by using three value
capture tools: tax increment financing, special assessment district, and sharing of private property
value increases. The study can be downloaded here: www.reconnectingamerica.org/public/reports/1044.
The Brooking Institution, HDR, Reconnecting America, RCLCO, 2009, 73pp.
Downloadwww.reconnectingamerica.org/public/download/brookingsvalueaddedtif2009
58. Value Capture for Transportation Finance: Report to the Minnesota Legislature
This report reviews the relationship between land values and transportation, and the legal and
economic frameworks for capturing the increased value of private land resulting from public
transportation investment. It describes and evaluates the major financing techniques of value capture
and provides specific examples of their implementation.
University of Minnesota, Center for Transportation Studies, June 2009, 56pp.
Downloadhttp://www.cts.umn.edu/Research/Featured/ValueCapture/index.html
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