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Introduction
Creating Transit Station Communities:  A Transit-Oriented Development
Workbook has been prepared to help local jurisdictions and transit agencies
in the central Puget Sound region achieve transit-oriented land use devel-
opment.  The workbook focuses on the role that high capacity transit sta-
tions can play in stimulating and supporting local land use changes.  The
overall purpose for promoting transit-oriented land use development at
transit stations is to increase regionwide transit use and support local growth
management objectives.

For the purposes of this workbook, high capacity transit stations include
light rail and commuter rail stations as well as major bus transit centers and
ferry terminals.  These transit facilities provide locations that can generally
support an intensive mix of residential and commercial development close to
the station.  Transit-oriented development is usually focused on land within
one-quarter mile to one-half mile radius of the station facility — approxi-
mately a 5-10 minute walking distance.

The Concept of Transit Station Communities
Many transit stations will function as more than just major transit access
points.  They will often serve as community focal points with a variety of
land use activities.  In this workbook they are referred to as  “transit station
communities.”  A transit station community is a concept that encompasses
both transit-oriented development and community building.

At its core, a transit station community is a
compact, mixed use activity area centered
around a transit station that by design en-
courages residents, workers, and shoppers to
drive their cars less and ride mass transit more.
The centerpiece of a transit community is the
transit station — connecting the residents
and workers to the rest of the region — and
the civic and public spaces that surround it.
The design, configuration, and mix of
buildings and activities emphasize pedestrian-
oriented environments and encourage use of
public transportation.  The land uses within
a transit station community are linked with
convenient pedestrian walkways, and park-
ing is managed to discourage dependence on
the automobile.

The land area in the immediate vicinity of a transit station
generally offers an excellent opportunity for transit-oriented
development.



2 PUGET SOUND REGIONAL COUNCIL

CREATING TRANSIT STATION COMMUNITIES: A TRANSIT-ORIENTED DEVELOPMENT WORKBOOK

Housing is a major component of a
transit station community, along
with commercial retail, employ-
ment, and cultural and recreational
attractions. A variety of housing
types — small-lot single-family
homes, townhouses, condomini-
ums, and apartments — promote a
more compact and diverse commu-
nity.   Commercial uses might
include food markets, restaurants,
theaters, offices and even light-in-

dustrial activities.  Urban open spaces and parks furnish focal points for
community activity while streets provide settings for social interaction and ac-
tive community life with wide sidewalks, street trees, and seating for pedestrians.

Transit-oriented development and transit station community building usu-
ally involve more than a single site or development.  Transit-oriented
development principles are achieved by coordinating several developments
and public improvements.  For example, a single-purpose mid-rise apart-
ment building next to a transit station may not, in itself, achieve all
transit-oriented development characteristics. However, if neighborhood com-
mercial services and an office complex are added nearby and connected with
attractive pedestrian paths, transit-oriented development can be achieved.
Coordination between the various activities is most important.

A transit station community serves as more than just a major transit
access point, it is a community focal point.

TRANSIT-ORIENTED DEVELOPMENT THROUGHOUT THE U.S.
In recent years, transit-oriented development at station areas has emerged as a strategy
for increasing transit ridership and managing growth in many different regions throughout
the country.

• In San Diego, residential developments have been built at a number of new rail
stations and planning is underway to convert more surface parking into housing.

• In Washington D.C., the transit agency and local governments have assembled land
and provided developers incentives to achieve mixed-use developments at a number
of station locations.

• In the San Francisco Bay Area, after 25 years of little influence on land use, Bay Area
Rapid Transit (BART) is actively involved in a number of transit-oriented development
projects at park-and-ride lots.

• In Portland, Tri-Met has used transit-oriented land use development at station
locations as a major element in securing additional federal transit funding.

• In Los Angeles, station area development is supported by state legislation, called
the Transit Village Act, which promotes transit-friendly development around stations.

These and other regional transit systems, including St. Louis, Atlanta, Baltimore, Dallas,
Sacramento, San Jose, and Denver, are capitalizing on recent investments in public transit
to stimulate land use changes and build transit station communities.
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The Benefits of Transit-Oriented Development
Focusing growth around tran-
sit stations is a way to
capitalize on expensive pub-
lic transit investments to help
produce a number of local
and regional benefits.

For transit agencies, the most
direct benefit of transit-based
development is increased rid-
ership and, in turn, increased
revenues from operations.
Data on the link between tran-
sit ridership and station
proximity show that residents
living near stations are 5 to 6
times more likely to use tran-
sit to commute to work than
are other residents in the region.

For local governments and regional planning agencies, transit communities
represent opportunities for more intensive development and less sprawl re-
sulting in reduced auto congestion, reduced air pollution, and lower
infrastructure costs.  Transit-oriented development can be a major tool in
achieving local and regional growth management objectives.

Among the many other benefits of transit-oriented development include:

• builds strong, cohesive, and sustainable communities by providing a
focal point for concentrating growth

• increases the quantity of affordable housing and creates opportunities
for more diverse housing options

• increases a local community’s economic activity, property values, and
tax base

• provides more travel options and better living environments for the transit
dependent

• increases the transit trips to a station area and decreases the number of
auto trips within the station vicinity

• improves air and water quality, and other environmental concerns due
to reduced auto use

• increases safety for pedestrians and bicyclists, and creates a convenient
and attractive setting for non-auto trips

Transit station communities offer a wide range of commercial and public
services in a pedestrian-friendly setting.
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• provides workers and residents with commercial, public, and recreational
services close to where they live or work

Everyone can gain — transit agencies see transit-oriented development as a
way to attract additional riders; developers see opportunities for different
forms of development with excellent transit access; land use planners look at
transit-oriented development as a move toward a more compact, livable, and
sustainable communities with reduced auto dependence; and local officials
see it as a way to increase an area’s tax base.

Opportunities Exist Throughout the Region
The central Puget Sound region is in a unique position to capitalize on a large
future investment in regional transit facilities.  Currently, there are less than 30
major transit “stations” in the region.  These include about 15 bus transit cen-
ters of various types and sizes and 12 ferry terminal locations. Over the next 10
to 20 years, as many as 100 new transit stations will be constructed throughout
the region.  Many of these locations will offer excellent opportunities for tran-
sit-oriented land use development near stations.

Transit-oriented development builds strong, cohesive communities that provides many benefits.
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FIGURE 1
Existing and Planned Transit Stations

COMMUTER RAIL LIGHT RAIL BUS FERRY

SNOHOMISH COUNTY
Everett 2 5 1 -
Mukilteo 1 - - 1
Edmonds 1 - - 1
Lynnwood 1 3 1 -
Mountlake Terrace - 1 - -

KING COUNTY
Shoreline 1 - 1 -
Seattle 4 20 3 2
Vashon Island - - - 2
Burien - - 1 -
SeaTac - 2 1 -
Des Moines - 1 - -
Federal Way - 3 1 -
Kirkland - 3 1 -
Redmond - 3 1 -
Bellevue - 6 2 -
Mercer Island - 1 1 -
Issaquah - 1 1 -
Renton - 3 1 -
Tukwila 1 3 1 -
Kent 1 - 1 -
Auburn 1 - - -

KITSAP COUNTY
Kingston - - - 1
Poulsbo - - 1 -
Silverdale - - 1 -
Bainbridge Island - - 1 1
Bremerton - - 1 1
Southworth - - - 1
Gorst - - 1 -

PIERCE COUNTY
Sumner - - - 1
Puyallup 1 - 1 -
Milton - 1 - -
Fife - 1 - -
Gig Harbor - - 1 -
Tacoma 2 6 - 1
Parkland/PLU - - 1 -
Lakewood 1 - 1 -

TOTAL 17 63 27 12

APPROXIMATE LOCATION, NUMBER AND TYPE OF MAJOR TRANSIT STATIONS THAT EXIST OR ARE PLANNED IN
THE CENTRAL PUGET SOUND REGION (1999-2020)
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Regional Transit Stations in the Central Puget Sound Region
EXISTING AND POTENTIAL FUTURE LOCATIONS (1999-2020)
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INVESTMENTS IN NEW TRANSIT STATIONS

The most dramatic increase in capital facility investment will come from
Sound Transit, the region’s Regional Transit Authority.  In the first phase
alone, the Ten-Year Regional Transit System Plan (also known as Sound Move)
includes the development of approximately 26 light rail stations, 15 com-
muter rail stations, and six major bus transit centers.  These facilities will be
linked by rail and regional express bus services and integrated with local bus
connections. Future phases of Sound Transit system (known as the Regional
Transit Long Range Vision) could include an additional 50-60 new transit
facilities, including light rail, commuter rail, and bus transit stations.

Other investments in public transit station facilities will be made by local tran-
sit agencies and the Washington State Department of Transportation (WSDOT).
King County Metro, Pierce Transit, Community Transit, Everett Transit, and
Kitsap Transit all have plans to expand their network of bus transit centers.
WSDOT has plans to redevelop many of its existing ferry terminals and make
investments in building
new passenger termi-
nals for future
passenger-only ferry
services.  The combined
investments that will be
made by each of the
transit providers in the
region — Sound Tran-
sit, WSDOT, local
agencies — will provide
numerous and varied
station development
challenges and oppor-
tunities throughout the
four county region.

OPPORTUNITIES TO ENCOURAGE LAND USE CHANGES

Transit-oriented development is certainly not a new concept.  The streetcar
suburbs developed at the turn of the century are models of transit-oriented
development because they provided easy and convenient access to the street-
car network.  Many locations throughout the central Puget Sound region
already contain transit-oriented development, including Capitol Hill and
University District in Seattle, downtown Edmonds, downtown Kirkland,
and downtown Bainbridge Island.

In Sumner, the new commuter rail station has the potential to revitalize an older
downtown area.
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STATION AREA PLANNING IN THE CENTRAL PUGET SOUND REGION

Numerous jurisdictions throughout the region have or are in the process of  preparing
comprehensive plans that include general location, design, access, and land use objectives
for the planned transit facilities within their boundaries.  Some cities have prepared specific
station area plans, city center plans, or other studies that more directly address the transit
station area and how the facilities will impact the immediate surroundings.   A few
jurisdictions have adopted specific design guidelines or zoning code provisions to support
their plans, such as Tacoma’s Tacoma Dome Station Mixed-Use Zoning District.  Other
examples of on-going activities include:

· Kent, Sumner, and Auburn are adjusting their land use regulations and upgrading
their pedestrian connections into their older downtowns in support of future
commuter rail service.

· Mill Creek, Federal Way, and Silverdale are planning new downtown areas that
embrace transit-oriented development objectives to be served by bus transit centers.

· Seattle, SeaTac, and Tukwila are conducting planning efforts for potential light rail
stations within the city including developing station area market studies.

· King County has developed a Transit-Oriented Development (TOD) Program that
is focused on attracting housing development above new parking structures at
transit centers.

In Federal Way, a new bus transit facility provides an opportunity to establish a new downtown
where there is an existing mall.



PUGET SOUND REGIONAL COUNCIL 9

Introduction

The region’s transit system
will connect a rich matrix of
diverse communities, ranging
from metropolitan down-
towns, historic neighbor-
hoods, emerging suburban
centers, and redeveloping
small town centers.   Many
of the planned future transit
stations will be constructed in
locations that can and should
support significant changes in
land use activity. Because of
their diversity in physical setting, social character, local objectives, and ad-
ministrative structure, each station area must be addressed individually.

Some of the common challenges involved in supporting high levels of transit
service include low employment densities, nonexistent residential development,
poor pedestrian linkages between buildings and transit stops, and the segrega-
tion of land uses in general.  Most of these challenges can be addressed by
encouraging infill and increased density, improving the pedestrian environ-
ment, locating buildings closer to transit stops, and allowing commercial and
residential uses near employment areas.

DIFFERENT STATIONS OFFER DIFFERENT OPPORTUNITIES

Regional transit planning in the central Puget Sound region features numer-
ous and varied opportunities for creating and enhancing station communities.
Many of these transit facility investments will serve as redevelopment focal
points in their local communities.

Light rail stations in Seattle, Tacoma, SeaTac, and Tukwila offer the chance
to build more compact mixed-use, pedestrian-oriented centers.  Sensitive infill
development, appropriate infrastructure and open space, and careful integra-
tion of transportation systems will be very important considerations.  Fast,
frequent, all-day services will provide numerous opportunities to encourage
transit-oriented land development patterns near stations.

Commuter rail stations will connect many older towns that historically were
developed around existing rail lines such as Auburn, Kent, and Puyallup.
Commuter rail will also link to emerging employment centers such as Tukwila.
Because commuter rail service is oriented to peak-period commute trips, the
development opportunities will be different than at light rail stations.

In Seattle, a light rail extension to Northgate will support expansion of
commercial development.
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Regional bus transit centers offer
diverse opportunities in both ur-
ban and suburban settings.  In
many cases there is the opportu-
nity to stimulate the development
of emerging downtowns, such as
within Burien, Lynnwood, and
Federal Way.  Some of the bus tran-
sit centers could be converted to
rail stations in the future.   Devel-
opment opportunities will differ
dramatically based on community
objectives and how the transit fa-
cilities function.

Ferry terminals provide unique chal-
lenges because of space constraints
due to the need for large staging ar-
eas and multimodal access.
However, because of their water-
front amenity and good transit
connections — such as commuter
rail in Edmonds and Mukilteo —
many ferry terminals will provide
exciting redevelopment opportuni-

ties.  Also, future WSDOT investment in a passenger ferries promises to add
significantly to land development options at certain locations.

Obstacles to Transit-Oriented Development
The growing dominance of automobile use over transit and foot transporta-
tion in the last half century has produced patterns of auto-oriented development
that have become common place and accepted as the norm, particularly in the
development community’s mindset.  In fact, auto-oriented development has
been so dominant that many cities’ development codes contain provisions,
such as setbacks, use restrictions, and parking requirements, that actually pre-
clude transit-oriented development.

It is not often easy to convince potential developers and financiers that transit-
oriented development patterns emerging from a more balanced transportation
system can be profitable.  Sometimes a developer’s efforts to use transit-ori-
ented development principles are impeded by conservative lending institutions

Introduction

In Mukilteo, a new ferry terminal will connect with a commuter rail
station.



PUGET SOUND REGIONAL COUNCIL 11

Introduction

or “formula tenants” who demand that their facilities adhere to specific auto-
oriented site planning models.  In most cases, local governments must make
special efforts to educate and interest developers in the special development
opportunities found in transit station areas.

Beyond the institutional barriers, creating transit station communities can
also involve substantial infrastructure investment needs that require exten-
sive public investment.  Usually several funding sources must be combined,
requiring a  “menu” of funding sources local governments can use to piece
together a funding program.  Complicating the problem, a number of fund-
ing strategies that have been used successfully in other parts of the country
are not available to jurisdictions in Washington State, such as tax increment
financing and other tax abatement programs.

Finally, achieving transit-oriented development and creating transit station
communities involves special challenges that require a coordinated team ef-
fort.  The cooperation and coordination between all participants needed to
create station area transit-oriented
development places additional
hurdles in the development process.
Achieving transit-oriented develop-
ment depends on all parties
achieving their goals and managing
their responsibilities.  The major
players that will be involved in the
station area development process in-
clude local jurisdiction staff and
elected officials, transit agency staff
and  their governing boards, prop-
erty owners and the development
community, and the general public.

Participants in Station Area Development
Each community with a high-capacity transit station has a unique context
and the station area planning process will vary  between jurisdictions.  One
common element is the need to understand the interests and motivations of
other participants in the station area development effort.  Below is a general
description of some of the roles of various partners in the transit-oriented
development process.

The local jurisdiction  plays the most significant role in the station area
planning and development process.  It is are responsible for leading the

Transit-oriented development generally requires a team effort involving
local jurisdictions, transit agencies, developers, and the public.
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planning and coordination effort.  Local
governments will frame the regulatory en-

vironment and build much of the
supporting infrastructure.   They

should also conduct market analy-
ses, work with local residents, and

promote the area’s opportunities
to developers.

The public transit agencies
are responsible for station de-
sign and construction, which

will have an impact on devel-
opment opportunities.  As part

of mitigating the impacts of the
new stations, transit agencies may

also construct supporting infra-
structure, such as road and signal

improvements.  Transit agencies could
participate in joint-use parking programs

and joint development at stations.  In addition,
the manner in which local bus service coordinates with

regional transit will, in part, determine the effectiveness of the total transit
system and the extent of transit-oriented development opportunities.

Property owners, developers, and citizens should be invited into all phases
of planning and development work, from providing input early in the sta-
tion siting decisions to helping to develop a realistic market strategy, and,
ultimately, to reviewing the implementation measures.  Their perspective
is necessary to help ensure that the strategic planning is realistic, that there
is broad-based community support, and that the implementation steps have
the desired effect.

Structure and Contents of the Workbook
Much has been written about transit-oriented development, primarily on
the planning and design steps of the process.  This workbook augments the
literature by concentrating on the pragmatic implementation steps needed
to achieve transit-oriented development by following basic physical design
characteristics, developing a market-based development strategy, creating

The Kent commuter
rail station will
improve access to
downtown.
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IMPLEMENTATION

FIGURE 2

Responsibilities in the Station Area Planning and Development Process

•Coordinate input on
alignment selection and
alternative station
locations.

•Mobilize the local
community.

•Lead station area
planning.

•Incorporate public and
transit agency input.

•Participate in
station siting
decisions.

•Actively
participate in all
phases of
planning.

•Identify local
impacts and
concerns.

•Participate in
station design.

•Review and
provide input to
regulatory
changes.

•Evaluate alternate
alignments and station
locations.

•Support station area
planning with technical
information.

•Purchase necessary land
and right-of-way.

•Design and construct
stations.

•Build auxiliary facilities
to support station.

•Assist with code revision
and analysis.

•Build infrastructure to
mitigate impacts.

A. Design and
build station

•Provide early input
regarding potential
development
opportunities.

•Engage actively in the
station area planning
process.

•Review economic
analysis and station area
opportunities.

•Review land acquisition
needs.

PRELIMINARY

•Issue permits for
station facility.

•Focus public input.

•Audit and revise
regulations.

•Simplify permit process.

•Build supporting
infrastructure.

•Secure funding and
determine level of
mitigation.

D. Undertake
public/private
development

B. Revise
regulatory
system

C. Fund and build
improvements

•Identify current
regulatory problems and
propose incentives.

•Contribute to mitigation
of development impacts.

•Help set priorities.

•Coordinate
sefforts between
local business
groups and
developers.

•Institute incentive
programs.

•Help create a development
authority.

•Work with lending
institutions to improve
financing.

•Construct joint-use
parking.

PLANNING

PLANNING
STATION AREA

•Seek joint development
by selling or leasing
unneeded land.

•Lease or sell air rights
over parking.

•Assemble land for
development.

•Seek financing.

•Design and build
development.

GOVERNMENT CITIZENS TRANSIT AGENCIES DEVELOPER
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an effective regulatory environment, funding
capital infrastructure, and building public/pri-
vate partnerships.

Part I  – Guiding Principles for Creating
Transit Station Communities — describes the
land use characteristics that define transit-ori-
ented development in transit station areas.  This
section provides an overview of “guiding prin-
ciples” of transit-oriented development.  Local
communities should develop more specific
guidelines tailored to their communities based

on these principles. The guiding principles are grouped into the following
categories:

• Mix of compact land development activities.

• Site layout and design that encourage walking.

• Well-managed parking that accommodates the pedestrian.

Part II – Assessing the Market for Transit-Oriented Development — pro-
vides a framework for understanding the real estate market and assessing
development potential at station locations. This section outlines how local
planners can develop a work program for a market analysis and how to trans-
late a market analysis into a market strategy to attract desired development.

Part III – Implementation Tools for Creating Transit Station Communi-
ties — focuses on the specific strategies that can be used to help create
transit-oriented development at station areas.  Strategies are grouped within
three major areas:

• Creating a permit and regulatory environment that encourages rather
than discourages transit-oriented development.

• Pursuing various funding sources that will support development activity
and leverage private investment.

• Promoting the development opportunities through public actions by
working proactively with the development community.

These strategy areas are based on the premise that to achieve transit-oriented
development, local jurisdictions and other public agencies must do more than
just passively allow transit-oriented development at station areas.  They must
also encourage it, support it with public investment, and actively pursue part-
nerships with the development community.

Transit station
communities
incorporate a range
of different design
and planning
elements.
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Part I — Guiding Principles for Creating Transit Station Communities

Although all station areas have unique characteristics, there are a number of
common, fundamental principles that should be addressed for each area to
function as a transit station community.  These “guiding principles” are in-
tended to provide broad direction for planning in the vicinity of transit sta-
tion areas to create transit-oriented and pedestrian-friendly land use devel-
opment.  Each jurisdiction needs to determine how and to what extent the
guiding principles are addressed in their station areas.  Local jurisdictions
should consider these principles in developing more specific transit-supportive
land use guidelines for their station area communities.

The guiding principles address a broad range of land use planning issues
that affect the creation of station area communities.  Most of the concepts
are already evident in older streetcar neighborhoods and business districts in
many communities throughout the Puget Sound region.  However, newer
communities developed in the latter half of the century often lack the pat-
terns and characteristics that encourage transit use or walking.

The guiding principles are grouped into three major categories:

COMPACT, MIXED-USE DEVELOPMENT.

A sufficient variety and intensity of land uses should be
provided within walking distance of the station facility.

Pedestrian-Friendly Design.

Building siting and orientation should be designed to create
an environment that is conducive to walking in the vicinity
of the station facility.

Parking and Access Management.

Automobile and bicycle parking should be planned in a
way that balances the needs of motorized travel and bicycling
and walking.

Guiding Principles for Creating
Transit Station Communities

Part I
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IMPLICATIONS OF DIFFERENT STATION TYPES

As mentioned, each station area has its own unique characteristics that deter-
mine how the guiding principles should be applied.  Most likely, the mix of
uses and development configuration for a light rail station in SeaTac will be
different from a bus transit center in Lynnwood.  Local transit-oriented de-
velopment teams must adapt the principles to fit community goals, station
area context, and local market conditions.

Another consideration affecting station area development is the station type
and its function.  Each major type of station — light rail, commuter rail,
bus, and ferry — has different transportation characteristics, development
impacts, and design considerations.  Figure 3 presents some basic informa-
tion to keep in mind for each major station type.

Compact, Mixed-Use Development
Two related and dependent concepts are combined in this category:
compact development and mixed-use development.  Compact de-
velopment refers to the relative density or intensity of land use activ-
ity in a given area.  Mixed-use development refers to the variety of
land uses that are in close proximity to one another.  Taken together,
a compact mix of land uses is where many different activities, such
as housing, jobs, and entertainment, are clustered at relatively high
densities within walking distance of a transit station facility.  The
key concept behind compact, mixed-use development is to create

station communities where a variety of daily activities are closely integrated
rather than separated or spread out.

Density and mix of land uses will vary depending on where the station
community is located and the type of transit service available.  Generally
speaking, station areas with higher levels of transit service will support a
more intensive mix and variety of land uses.  Land uses within walking
distance of a station facility should be planned at densities that provide
enough transit riders to support a multitude of commercial uses so that
many routine activities can be performed without using a car.  The mix of
uses within each station community should strike a balance between satis-
fying market demand for different land uses, complementing the physical
character of an area, and generating the ridership necessary to support the
type of transit service that will be provided.

IMPORTANCE OF COMPACT, MIXED-USE DEVELOPMENT

Transit station areas are excellent locations to encourage a mix of different
land uses and compact development.  The mix and density of land use devel-
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•Generally provide
facilities for walk-ons.

•Small to large parking lots.

•Large staging areas
needed for auto loading.

•Moderate to low volumes
compared to light rail.

•Less frequent:  30
minutes headways,
commute period only.

•Often serve older down-
towns of various sizes.

•Along existing
established alignments.

•From simple platforms,
to large multimodal
terminals

•Usually have moderate
to large parking lots assoc-
iated with the facility-use
parking at employment
centers.

•Parking varies considerably

•Underground, at-grade,
or aerial configurations.

•Sometimes combined.
with private development.

•Varies, although
typically lower than rail.

•Frequent: 15-30 minute
headways depending on
time of day.

•Located in a wide
variety of areas.

•Often on or near major
roadway corridors with
good vehicle access.

•Varies, considerably
from major infrastructure
investment to simple
waiting areas.

VOLUME OF

PASSENGERS

FREQUENCY

OF SERVICES

LOCATION

STATION DESCRIPTION

FIGURE 3
Typical Characteristics and Considerations of Different Station Types

LIGHT RAIL COMMUTER RAIL BUS TRANSIT CENTER FERRY TERMINAL

TYPICAL CHARACTERISTICS

TYPICAL CONSIDERATIONS

COMPACT

MIXED-USE

DEVELOPMENT

•High, especially on week-
ends and commute periods.

•Varies according to ferry
run and time of day.

•Established waterfronts,
from major urban
centers to small towns
or neighborhoods.

•High volumes.

•Very frequent:  5 to 10
minute headways, all
day service.

•From high-intensity
urban centers to small
neighborhood centers.

OTHER

CHARACTERISTICS

•Parking lots can have a
substantial impact on
development and
pedestrian access

•Large locomotives
reduce ability to serve
dense areas

Larger, auto-oriented
station footprints make
pedestrian access a
challenge.  Special ef-
forts may be needed to
stimulate the deve-
lopment market.

Pedestrian connections
are necessary if the
station is to stimulate
residential and
employment-focused
development in the
vicinity of the station.

Creates high parking
demand that must be
managed carefully to
avoid impacts on
adjacent development.
Opportunities for joint
use parking.

•Infrastructure and
vehicles good for serving
dense areas.

•Great flexibility due to
variety of station and
alignment types.

Development often
includes infill within
established areas.  Key
issues include: zoning to
allow higher density,
design guidelines, and
range of housing types.

Design guidelines and
sidewalk improvements
are very important.
Provision for easy bus
transfers must be bal-
anced with pedestrian
connections.

Discourage minimum
parking requirements that
result in dedicating large
areas of surface parking.
Institute residential
parking zones and me-
tered parking to prevent
impacts to local areas.

•Pedestrian access can
be hampered by auto
parking and circulation.

•Influx of  traffic can
congest communities

Large expanses of
surface devoted to auto
can be a serious barrier
to development. When
located in auto-oriented
areas, longterm phased
redevelopment stra-
tegies are appropriate.

Connect to trails and
pathways.  Parking areas
must have good pedes-
trian routes.  New deve-
lopment should provide
interior and perimeter
pedestrian links.

Investigate joint-use
possibilities.  When land
values increase, consider
consolidating  parking
into garages with
ground floor uses and
redevelop adjacent land
at higher densities.

•Moderate to high vehicle
impacts, depending on
situation

•Numerous and frequent
bus routes pose challenges
to pedestrian design

Generally provide less of
a stimulus for develop-
ment unless other induce-
ments are provided.
Design stations to
minimize impacts to
adjacent properties.

Varies with station area
characteristics.
Attractive pedestrian
amenities are a good
way to offset bus noise
and layover impacts.

Highly dependent upon
characteristics of the
area. Opportunities for
joint-use parking with
other uses, such as
restaurants and theaters.
Pursue structure parking
when possible.

PARKING

MANAGEMENT

PEDESTRIAN-FRIENDLY

DESIGN
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A transit station community will generally include a wide range of different land uses that
complement each other.

opment at station areas has a direct impact on the function and character of
a station community and, in turn, influences transit ridership.  The more
people that live and work in, or are otherwise attracted to, a station area, the
greater the opportunity for encouraging transit use.

A compact mix of land use activities helps to create transit station areas where
people do not need to rely on a car to conduct essential trips.  Placing local
retail, parks, daycare, civic services, and transit stops within station areas rein-
forces the opportunity to walk or bike for many errands, as well as combine a
trip on transit with other stops.  Beyond the transportation benefits, compact
mixed use can also create more livable and active station communities and can
increase economic opportunities in and around the station area.

COMMUNITY CENTER

SHOPPING CENTER

PUBLIC PLAZA

TRANSIT CENTER

OFFICES OVER RETAIL

TOWNHOUSES

OFFICE BUILDINGS

HOUSING

HOTEL

PARKING GARAGE
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GUIDING PRINCIPLES TO ACHIEVE COMPACT, MIXED USE
DEVELOPMENT

SITE AND DESIGN TRANSIT STATION FACILITIES TO MAXIMIZE DEVELOPMENT

OPPORTUNITIES.
Transit facilities should be planned, sited, and designed to be a major
focus of a station area.  To maximize pedestrian access, stations should
be sited in areas that have or are planned to accommodate a high density
of mixed land uses, including major employment locations, significant
cultural or educational facilities, and other regional destinations.  While
park-and-ride lots are extremely important components to building
the ridership of the overall transit system, they typically detract from
the uses, densities, and activities that create a pedestrian-oriented station
community.  Stations that will have a significant amount of parking
(200 or more surface parking spaces) should be sited in locations where
major development is not planned for the immediate future.

DETERMINING ACCEPTABLE WALKING DISTANCES

Walking is the most convenient means of transportation for short distances up to 500
yards, but as distance increases, the car or bus or bike becomes more attractive.  The
secret of successful pedestrian improvements is to reduce the walk length with shortcuts,
intensify activity, and improve intermediate distance alternatives such as bus, bicycle
and taxi.  It is usually best to focus on small improvements.  Shortening a walk from 700
to 500 feet could benefit more people than reducing a 2,000-foot distance to 1000 feet.

Acceptable walking distances will vary considerably depending on topography, weather
conditions, pedestrian environment, walking routes, trip purpose, and level of transit
service. Research on transit riders generally cites that on average individuals are willing
to walk between 1,000 to 2,000 feet to get to a major transit station.  That is between a
quarter-mile and a half-mile or a 5 to 10-minute walk.  In determining more specific
distances, keep the following in mind:

• The most important influences on how far people will walk are whether the walkway
system is direct and complete and the walk environment is enjoyable and safe.

• People will walk farther to transit stations that provide a very high level of transit
service, such as to a light rail facility.

• People will tend to walk farther between a station and residential or employment
than they will to retail establishments.

• People will walk only very short distances (less than 500 feet) to transfer between
travel modes (e.g., between car and bus, or bus and rail).
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ESTABLISH A COMPACT MIX OF

LAND USES WITHIN A DEFINED

STATION AREA.
A station area should generally

include parcels within one-
quarter mile to one-half mile
walking distance of the transit
facility. However, barriers such
as busy streets or steep slopes
can reduce this distance, while
pleasant walking routes, such
as an unrestricted pedestrian
path, can increase the size of a
station area. Each station area
should be specifically defined
based on local conditions,
including the level of transit
service provided, the likely
purposes of the trips to be
taken, and the pedestrian

qualities in the immediate vicinity of the facility.  Within a defined
station area, the mix and density of land uses should be planned based
on the location and access to the station.   The highest density
developments should, ideally, be located closest to the transit facility.

ESTABLISH A RANGE OF COMPLEMENTARY LAND USES WITHIN THE STATION AREA.
Different land uses serve different needs and help to support and
generate different kinds of transit trips.  Successful transit stations
are generally used throughout the day off-peak periods as well as
peak periods.   Stations that attract trips all day generally serve many
trip purposes providing access to work, shopping, recreation, and
other activities.  Ideally, a transit station area serves both as a
destination (such as an employment location) and as a point of origin
for trips from nearby residential develop-ment.   Different station
areas will have different mixes and types of land uses, but should be
considered for as many of the following as possible:  employment,
residential, commercial retail, public or civic uses, and recreational
station community, adding to the vitality of street life opportunities,
such as small parks.

The mix of land uses should support and generate trips throughout the day.
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CONCENTRATE COMMERCIAL RETAIL CLOSE TO THE STATION FACILITY.
The amount and type of commercial retail uses will vary considerably
between station areas because they are based on local market
conditions and community objectives.  At a minimum, commercial
uses should provide opportunities for transit riders to conduct some
non-work errands as part of the commute trip or during the
workday.  Retail services reduce the need for making other trips on
the way to and from the station and make using transit more
convenient.  A wider variety of commercial uses helps to attract
additional transit patrons to station areas and creates an active,
interesting place for people to walk.  Generally speaking, a small
amount of retail space can serve a local neighborhood’s day-to-day
needs, which are the kind that generate a lot of trips.

ESTABLISH AN EMPLOYMENT BASE CLOSE TO THE STATION FACILITY.
An employment base in a station area is an excellent way to attract
transit riders.  Job sites provide a regular daily destination at specific
periods each day where frequent transit service can be concentrated.
To the extent possible, the job sites should be located near the
commercial core to provide services for employees.  Research indicates
that at employment densities of 25 jobs per gross acre will support
frequent, peak period transit service.  For a station area of  600 acres
approximately one-half-mile walking radius this would be about
15,000 jobs.  Office employment provides the opportunities for the
greatest job-intensities and therefore the greatest ridership potential.

USING GROSS VS. NET DENSITY

There are two primary ways of measuring density — gross density and net density.  Gross
density means the total number of units (e.g., jobs, households, population) divided by
the total land area.  Net density refers to the total units divided by the net land area,
excluding roads, public open space, parking lots, environmentally sensitive areas, and
other land area that does not contain buildings.  The difference between net and gross
can be considerable, since area for roads and parking alone can often consume 20 percent
of a land in a station area.  Both measures are useful for different purposes.

Net density is a good measure for a specific project site because it deals only with the
land that is available for development and represents how efficiently a specific site has
been utilized.  Gross density is a better measure for a large area, such as a station area,
because it more accurately captures how all land buildable and unbuildable contributes
to the pedestrian environment and overall intensity of development.
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PROMOTE RESIDENTIAL DEVELOPMENT OPPORTUNITIES

NEAR TRANSIT FACILITIES.
Residential development near stations provides a ready

market for transit trips.  A variety of housing types,
costs, and ownership will establish diversity in a
community and will lead to more transit trips
throughout the day.  More people will be around the
and supporting local commercial establishments.
Research indicates that 15 housing units per gross acre
will support a high level of bus or rail service to a station
area. High-density single-family, townhouses, and

apartments should be combined to achieve an adequate housing
density.  To maintain a good balance of activity, the number of jobs
in the station area should not exceed the number of households by
more than 3 to 1.

Parcels should be identified within the station
area that may be appropriate for development
or redevelopment.

ESTABLISHING DENSITY TARGETS

Although density is only one variable influencing transit use, numerous studies have
found that transit ridership increases significantly with increased land use density. There
is no magic number for an appropriate density target for transit station communities.
Many different variables should influence any density targets that are established.  For
example, household densities can be lower if employment and commercial densities are
high, and vice versa.  Transit stations without associated parking would require higher
land use densities than those with parking available; and rail stations with 5-10 minute
headways would obviously support higher densities than stations with 30 minute
headways.   Consider the following general guidelines in establishing density targets:

• Residential densities should approach 7-8 households per gross acre to support
local bus service connections to a transit station.  Household densities should reach,
at minimum, 10-20 dwelling units per gross acre close to a transit station facility.

• Employment densities of  25 jobs per gross acre will support frequent high-capacity
transit service if employment is clustered close to the facility.  A density of 50 jobs
per acre is a preferred target for higher frequency and high-volume service provided
by light rail.

• Commercial uses with surface parking should strive to achieve an floor area ratio (FAR)
of between .5 to 1.0; and an FAR of 2.0 can be easily achieved with structured parking.
Density is less important for commercial retail than is a mix of appropriate services.
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ENCOURAGE INFILL AND/OR REDEVELOPMENT OF UNDERDEVELOPED LAND.
Underdeveloped or underutilized parcels should be identified within
a station area as potential opportunities for new development.  An
infill strategy cultivates the efficient use of land and can be a way of
increasing density gradually near stations.  Any infill development
should be integrated with existing uses that are complementary to the
established neighborhood.  Existing and planned infrastructure capacity
should be assessed and infrastructure upgrades and other mitigation
measures determined to support new development.  Where capacities
would be exceeded by new uses, the benefits should be weighed against
potential negative impacts.

ENCOURAGE THE MIX OF USES BOTH WITHIN BUILDINGS AND ON ADJACENT SITES.
Mixed use can occur when more than one land use is within a
single building or when different uses are located in separate
buildings close to each other. The important component is that
good walking access must exist between the different land uses.
Mixed use within buildings (known as “vertical mixed use”) is an
excellent way to increase building density while integrating mutually
supportive land uses.  Residential above commercial will create all-
day activity and a functional place for pedestrians while in-creasing
transit rider-ship.  The same can be achieved with mixed use in
separate buildings (known as “horizontal mixed use”) if they are in
close proximity and have adequate pedestrian connections.

DISCOURAGE AUTOMOBILE-ORIENTED LAND USES IN THE STATION AREA.
Land uses that relate to automobile usage, such as gas stations, car
washes, storage facilities, motels, and warehousing, should be
discouraged in station areas.  Such developments minimize pedestrian
activity and transit usage by spreading out land uses and generating
non-transit trips, such as large-scale freight deliveries, that conflict with
transit operations and pedestrian activity.  Where they do occur, they
should be designed for
pedestrian activity.  Other
land uses that require
large tracts of land, such
as certain industrial uses,
may not be appropriate
within the station area.

A mixed use strategy should include both vertical (above) and horizontal mix
of different land uses.
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NEW RESEARCH ON TRANSIT-SUPPORTIVE LAND USE DENSITIES

A wide range of studies conducted over the past 25 years support the conclusion that
greater densities result in increased transit ridership. It is relatively easy to understand
the relationship between density and transit use. More routes to a relatively large
number of points can be offered, the cost per rider of operating transit is reduced as
ridership increases, and increased density allows transit service to be provided more
frequently. Where numerous activities are accessible within a small area, the average
trip distance between activities decreases and the likelihood of walking or bicycling
increases.

A recent study conducted by Parsons Brinckerhoff for the Transit Cooperative Research
Program (Commuter Rail and Light Rail Transit Corridors:  The Land Use Connection,
TCRP, 1996) focused specifically on the effects of density at rail stations. The study
analyzed 261 stations on 19 light rail lines in 11 regions and 550 stations on 47
commuter rail lines in six regions.  The study confirms previous findings that transit
adjacent to higher density residential and employment locations will have a significant
impact on transit use, holding constant other factors that influence ridership.   More
importantly, the study demonstrates the considerable difference that exist between
light rail and commuter rail stations, especially regarding their relationship to a region’s
central business district and the ridership impacts of different land uses.

The TCRP study shows that light rail and commuter rail serve distinctly different markets
and land use patterns. Light rail, with its more closely spaced stations, attracts more
riders per station when it is located in denser residential areas and functions well in
regions with a wide range of central business district sizes.  Commuter rail depends
more on park-and-ride lots at stations in lower-density, high-income suburban areas
farther from a central business district. Light rail is most effective in attracting
passengers close to a central business district, whereas commuter rail attracts the largest
number of its riders far (about 35 miles out) from the central business district. Light
rail, with its more frequent service, averages about twice as many daily boarders per
station as commuter rail.

Commuter rail ridership appears to be most dependent on employment density
increases within a major central business district, whereas light rail ridership is
influenced more by household density increases at stations along a rail alignment.
For residential, the study found that a 10 percent increase in household densities
near light rail stations yields on average 5.9 percent more riders per station, whereas
similar household density increases at commuter rail stations result in only a 2.5
percent increase.  For employment, the study showed that a 10 percent increase in
employment density within the central business district increased light rail boardings
at stations by about 4.0 percent.  For commuter rail, a 10 percent increase in central
business district employment density yielded on average 7.1 percent more boardings.
The study concludes that there is a strong need to integrate transit planning with
land use planning at the earliest possible stage.
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LOCATE PUBLIC BUILDINGS WITHIN THE STATION AREA.
Civic buildings in station areas, such as a
city hall, courthouse, post office, police and
fire stations, and a community center,
provide residents and workers with
important public services.  These land uses
provide a good way to increase the activity
in a station area and establish a destination
for transit riders.  The additional activity
will help attract retail business and further
develop the attractiveness of a station area.

ESTABLISH ADEQUATE PARK SPACE IN A STATION AREA.
Parks, plazas, or other public open spaces
provide informal gathering places and
recreation opportunities that add to the
vitality of a station area.  Parks should be
integrated into the fabric of the community, developed in locations
that are convenient to residents, workers, transit riders, and other
visitors to a station area.  Park space might include a number of
small parks or a central park that serves as the living room of the
station area community.

CONSIDER THE IMPORTANCE OF LAND USES OUTSIDE OF THE DEFINED STATION AREA.
Station areas should be developed as a part of, and not separate from,
the surrounding community.  Geographic areas that are close to but
outside of a defined station area should be recognized for their
importance in developing the station area.  These areas provide an
important customer base that will support both the commercial core
and transit station facility.  Adjacent neighborhoods often provide
opportunities for lower-density development that could generate
transit ridership and also provide the space necessary for large, land-
intensive developments.  Some public and private uses which require
larger land areas, such as community parks and industrial sites, should
be located outside the immediate vicinity of the station area
withstrong street and pedestrian connections to the station facility.

SEATTLE MIXED LAND USE STUDY

A study of mixed-use development for the City of Seattle indicates that mixed-use projects
are most likely to succeed where commercial uses are clustered in compact areas
surrounded by reasonably dense residential areas.  The study concludes that the
requirements for mixed-use development, and even requirements for ground floor retail,
can be successful when applied in the cores of existing commercial centers such as in
transit station communities.

Park space provides recreation opportunities for
people that live and work in a station community.
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PROTECT AND PRESERVE IMPORTANT NATURAL FEATURES.
Although station areas have an urban character, natural features can
and should be incorporated into the mix of land uses.  Natural features
provide visual relief, establish a unique character for a community, and
serve the dual purpose of resource protection (e.g., wetlands) and public
access (e.g., trails).  Major creeks, riparian habitat, slopes, and other
sensitive environmental features should be conserved and protected as
open space amenities and incorporated into the design of station areas.
Pedestrian access should be provided when appropriate.

PROTECT AND PRESERVE HISTORIC CHARACTER.
Because they were developed before the automobile became the
dominant transportation mode, most historic areas are by their very
nature pedestrian-oriented mixed-use districts.  The key to successful
transit station community building in these situations will be sensitive
infill development that is in keeping with its older neigh-borhoods.
For areas with a distinctive historic character, design guidelines should
be developed that ensure that new buildings incorporate some of the
elements, qualities, and materials common in the district.

A CHECKLIST FOR PLANNING A MIX OF LAND USES

• Are land uses complementary?

• Are uses linked by sidewalks or paths?

• Do uses create all day activity?

• Are uses within walking distance?

• Do buildings fit in with each other?

ESTABLISHING MIXED-USE TARGETS

To ensure that an adequate mix of different land use activities is created within a station
area, jurisdictions in other regions have established targets for mixed-use development.
Below are some examples.  Actual development needs be monitored on a regular basis
and zoning adjusted if targets are not met.  Local targets should be based on specific
station area land use goals.

• Public uses, including park space and civic uses 5 to 15 percent of total land area

• Commercial retail space 10 to 50 percent of total land area

• Residential development 20 to 80 percent of total land area

• Employment 20 to 60 percent of total land area
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Pedestrian-Friendly Land Use Design
In pedestrian-friendly areas, land use activities are designed and ar-
ranged in a way that emphasizes travel on foot rather than driving by
car.  Creating an environment at a pedestrian scale requires careful
consideration of the dimensions of the human body and the propor-
tion of spaces that people use.  The factors that encourage people to
walk are often subtle, but they most regularly focus upon the creation
of a pleasant environment for the pedestrian.

Most people do not feel comfortable walking in a wide open area with busy
traffic passing closely by.  Pedestrians are, instead, drawn to streets and paths
with a feeling of intimacy and enclosure.  This feeling can be created by locat-
ing buildings close to the sidewalk, by lining the street with trees, and by
buffering the sidewalk with planting
strips or parked cars.  People on foot en-
joy small details, such as displays in shop
windows, street-level lighting and signs,
and public art and displays.

To achieve pedestrian-friendly design,
the circulation network must serve as
the framework for placing and orient-
ing buildings. Whenever possible, pe-
destrian routes should be along, not
separate from, the street system.  Streets
should be designed for all travel modes,
not just cars.  Clear, formalized, narrow,
and interconnected streets and small
blocks make destinations visible and
easier to access.  They also provide the
shortest and most direct route for pe-
destrians and bicyclists.

IMPORTANCE OF PEDESTRIAN-FRIENDLY DESIGN

Increasing the likelihood that people will walk to and within a station area
significantly increases the probability that they will use public transit and
improves the viability of the entire station community.  A ‘walkable’ envi-
ronment is the key ingredient to a successful station community.  Just locat-
ing a mix of high-density development does not guarantee a good walking
environment.  Success in attracting people to walk rather than drive depends
on the quality of the walkways, type of destinations, perceptions of safety,
and number of obstacles or conflicts encountered along the way.   If projects
are to be more transit-oriented, they must be sensitive to the differing re-
quirements of pedestrians, bicyclists, and transit customers.

Pedestrian-friendly
design requires
careful attention to
ensure that
development is done
at a human-scale.
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GUIDING PRINCIPLES TO
ACHIEVE PEDESTRIAN-FRIENDLY
DESIGN

IDENTIFY AND ENHANCE ‘PEDESTRIAN

STREETS’ WITHIN THE STATION AREA.
Pedestrian streets should be identified
that are primarily designed to serve
people on foot.  Auto travel should be
minimized, speeds reduced, on-street
parking allowed, and bike travel
encouraged.  Pedestrian streets should
be designed with street widths, turning
radii, and design speeds kept to a
minimum, without compromising
automobile safety, on-street parking, or
bike access.

DESIGN STREET RIGHT-OF-WAY FOR PEDESTRIAN TRAVEL.
The design of the street right-of-way is very important in enhancing
the walking environment.  Narrow streets help to slow traffic, reduce
crossing distances, and provide space for landscaping, bike access, and
on-street parking.  Wider sidewalks, limited curb cuts, street trees,
awnings, and arcades can help to create a more active pedestrian
environment.  Public works standards should be reviewed and revised
if necessary to ensure that new street design projects are sensitive to
pedestrian needs.

Small changes to existing street right-of-way standards can make a
big difference in creating a pedestrian-friendly environment.

STREEET PLANS AND BLOCK SIZE

An interconnected street system is essential to making a station area function as a
pedestrian-oriented activity center.  A major function of the street system is to facilitate
pedestrian circulation within the district and to link adjacent neighborhoods.  The street
system should provide direct connections to transit facilities, commercial uses, parks, and
other destinations in the station area.  The street pattern should be simple, memorable,
and direct.  The street hierarchy should include principal arterials for fast, through traffic,
minor arterials for direct local connections, and local streets for direct access to other
land uses within a station area.  Dead-end streets, cul-de-sacs, and circuitous routes
should be avoided wherever possible.  In areas where large blocks exist, new internal
streets should be built to provide pedestrian-friendly connections to work places.
Development sites, including parking lots, should be subdivided into blocks by local streets
with sidewalks.  Block perimeters should average 1,200 feet, with a range of 800 feet
minimum to 1,600 feet maximum.
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ESTABLISH CONTINUOUS AND UNINTERRUPTED WALKING ROUTES.
A continuous sidewalk system should be established within the station
area.  Pedestrian routes should be located along or visible from all
streets and provide clear, comfortable, and direct access to the core
commercial area and transit stop.  To establish walking
routes, block sizes should be kept small.  Where street
connections are not feasible, short pedestrian paths
should provide walking connections.  Walkways should
be provided between buildings when blocks are large.

ENSURE SAFE, CONVENIENT, AND FREQUENT STREET CROSSINGS.
Pedestrians must be able to cross streets easily and safely
at many different points within the station area if they
are to do without their automobiles.  Signalized, well-
signed pedestrian crossings should be provided at all
road intersections in the station area.  “Bulbs” and
median strips should be used to shorten or break up
crossing distances, and mid-block crossings should be
established where intersections are far apart.

DESIGN INTERSECTIONS THAT BALANCE PEDESTRIAN AND AUTO MOVEMENTS.
Intersections should be designed to facilitate both pedestrian and
vehicular movement by slowing traffic and reducing pedestrian
crossing distances.  Minimizing curb radii at intersections reduces
pedestrian crossing distances, as well as the speed of cars.  Unless
absolutely necessary for safety, right- and left-turn lanes at
intersections should be avoided.

Direct connections should be made
between building entrances and
public walkways.

IMPORTANCE OF STREET CROSSINGS

Transit passengers are likely to make frequent crossings, some at mid block, depending
on the location and design of the transit stop.  Adjacent street design must recognize
the need for easy, safe, and fast pedestrian access, by providing sufficient auto and
pedestrian visibility distances, stop signs or manually operated traffic signals, and clearly
marked pedestrian crossings.  Under-crossings and bridges or other routes requiring
grade changes are discouraged because they are more circuitous and are often unused.
Use only when addressing critical access problems in already developed areas where at-
grade options are unsafe or inconvenient.
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LOCATE BUILDING ENTRANCES CLOSE TO PUBLIC WALKWAYS.
Buildings within station areas should be required to be built to (or
close to) the sidewalk edge.   This creates better access for pedestrians
and establishes an interesting walking environment connected to other
land use activities.  Larger setbacks are okay in certain cases, such as
to create streetside outdoor cafes and pedestrian plazas.  Parking should
be in back of or within these buildings.

ORIENT COMMERCIAL ESTABLISHMENTS BASED ON THEIR DIFFERENT NEEDS.
Large, anchor stores have greater parking needs and depend on
visibility from the street.  Such stores should be oriented to arterials,
as well as station entrances where possible.  Smaller businesses are
more dependent on pedestrian visibility and easy walking access.
These businesses should be in buildings along pedestrian streets.
Businesses that have entrances oriented to parking lots should also

have entrances oriented to the street.

DESIGN PARKING AREAS FOR PEDESTRIAN MOVEMENT.
All parking lots within the station area
should be planted with sufficient trees and
screened from streets with buildings or
landscaped treatments.  Lots should have
clearly delineated walkways throughout to
allow pedestrians easy access to building
entrances.  Connections should be made
from parking lot walkways to public
walkways.

ACCOMMODATING CARS IN STATION AREAS

Transit station communities should be developed recognizing that many trips even within
the station area — will still be made using cars.  To that end, the street system within the
station area is very important and needs to be designed to accommodate the, at times,
conflicting demands of auto and pedestrian travel.  The traditional grid pattern with
interconnected streets and small blocks provides the greatest level of accessibility within
station areas and to the rest of the community.  A grid (or other dense network of
interconnected streets) has the shortest trip lengths, greatest choice of routes, and is
easiest to expand.  In contrast, typical suburban street systems create large blocks with
wide arterial spacing and few local street connections.  These areas often lack direct
routes between station areas and adjacent neighborhoods.  Research has demonstrated
that grid network designs can result in more direct routing of vehicles than suburban
street networks. Comparisons of activity areas with similar land uses have shown that
vehicle miles traveled can be reduced by between 10 to 40 percent where streets are
interconnected along a system of small blocks.

Awnings and seating areas are ways of encouraging pedestrian activity.
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ESTABLISH A COORDINATED SYSTEM OF BIKEWAYS.
Important destinations, such as core commercial areas, transit stops,
employment centers, schools, and other community facilities should
be linked by bike routes.  Designated bike lanes should be provided on
through streets that converge on the commercial core at or adjacent to
the transit station.  Bikeways should provide direct connections between
the station facility and other land use activities in the station area.

PROVIDE ATTRACTIVE, SAFE, AND CONVENIENT TRANSIT STOPS.
Comfortable waiting areas, designed for year-round weather
conditions, should be provided at all transit stops within the station
area.  Shelters should be designed with passenger safety and comfort
in mind, should be easily recognized yet blend in with the
surroundings, and should provide appropriate amenities, such as
adequate lighting, trash cans, and a bike rack.

PROVIDE PEDESTRIAN AMENITIES WITHIN THE STATION AREA.
Incorporate landscaping, weather protection, public art, street
furniture, street lighting, public phones, and other pedestrian
amenities in public and private developments.  These amenities will
establish a more comfortable and visually interesting place for
pedestrians.  Small details also help to create an identifiable character
for an area, such as providing an adequate supply of public benches,
requiring that continuous awnings be provided, or planting street
trees at regular intervals along pedestrian streets.

STREET TREES, LIGHTING, AND WEATHER PROTECTION

Street trees, lighting, and weather protection are important pedestrian amenities to
consider in a station area.  Light fixtures along pedestrian routes should be between
10 and 12 feet in height, incorporate ornamental features and details, provide .75 to
1.5 foot-candles of illumination, and serve as buffers between pathways and roadways.
Weather protection could include awnings along buildings, trees with a continuos
canopy, and free-standing shelters in exposed areas.  Street trees should be spaced no
more than 30 feet apart in planter strips or tree wells.  Trees can also be integrated
into the street design within the parking lane.  Tree species should be selected to
create a unified image for the street and provide an effective canopy.  Lining streets
with a selected species of trees can help to identify neighborhoods and will signify
them as important pedestrian routes.
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Parking and Access Management
Station area communities are not intended to be auto-free.  Cars will
continue to be a major transportation option to access station areas
and transit facilities.  However, a major objective of station communi-
ties is to balance the need for automobile access with the desire to
create compact, mixed-use, pedestrian-friendly station areas that em-
phasize transit, walking, and biking.

Providing parking for station area users transit riders, shoppers, work-
ers, and residents is one of the most difficult tasks to be confronted

in creating a station area community.  Parking management can help bal-
ance the conflicting demands of various travel modes.  Parking manage-
ment should address the supply, cost, location, and design of automobile
as well as bicycle parking.  Among the issues that should be considered
include: appropriate parking standards, strategies for redeveloping existing
lots, structured parking facilities, and on-street parking.

IMPORTANCE OF PARKING AND ACCESS MANAGEMENT

Managing the growth of surface parking represents a major challenge to transit-
oriented development.  Typical suburban development projects devote 50 to
75 percent of their sites to surface parking.  The result is land use densities
that are too low to serve with frequent and fast regional transit service.  A
more limited parking supply encourages residents, employees, and shoppers
to use transit.

Properly designed, and located, parking lots will have significantly less impact on the pedestrian environment.
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Surface lots separate buildings from public streets, making it difficult for
pedestrians to walk between buildings and to transit facilities.  Parking man-
agement provides alternative strategies to traditional surface parking and
can result in more compact developments. If properly designed and located,
auto parking can be provided to meet demand and not negatively impact
the pedestrian environment.

GUIDING PRINCIPLES FOR EFFECTIVE PARKING MANAGEMENT

CAREFULLY CONTROL THE TOTAL SUPPLY OF PARKING.
Too much parking in a station area discourages transit-oriented
development by discouraging pedestrians, since parking lots are an
unpleasant pedestrian environment and make distances between uses
inconveniently great.  Large parking lots also thwart transit-oriented
development by consuming land that might otherwise be developed
with uses that could attract new transit riders.  Finally, abundant,
free parking makes driving too convenient, which is a disincentive
for people to use transit.  Controlling the parking supply is an excellent
way to shift people to other modes of travel including transit.

USE PARKING CHARGES TO CONTROL DEMAND FOR PARKING.
There is no such thing as free parking; it is always paid by somebody
usually the employer or business.  Shifting the cost of parking from
the employer or retailer to the vehicle driver can significantly increase
transit use and nonmotorized travel.  To discourage auto commuters,
preferential parking rates should be given to short-term parking and
ride-share vehicles; higher rates should be charged for all-day parking.

THE HIGH COSTS OF PARKING

By some estimates, less than 5 percent of automobile commuters in the U.S. pay to park.
This “free” parking acts as a major incentive to drive, regardless of trip length. Surface
parking can cost between $3,000 and $5,000 per space to construct, depending upon
land prices and other factors. When costs such as maintenance and property taxes are
factored in, parking is far from free — somebody is paying for it.  People now pay the
costs of “free” parking through lower wages or higher prices on goods. Directly charging
drivers for the cost of their parking space would result in a more efficient method of
covering the costs of parking while encouraging alternative travel modes.  Many tools
that influence parking pricing are available to local officials. Parking cash-out policies
are preferred by many economists as a method to correct distortions in the transportation
market. Other tools include parking taxes and surcharges, and reduced parking rates for
carpools at municipal parking facilities.
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Over time, parking garages, lower parking
requirements and shared parking can allow for
more intensive development of land.

KEEP THE SIZE OF SURFACE LOTS SMALL.
Where large surface parking lots exist, they should be visually and
functionally segmented into several smaller lots, using landscaping,
street placement, or building design.  Generally, surface lots should
not exceed two acres in size.  Additional parking can be fitted into
small spaces behind buildings, adding to the supply of parking without
the visual or physical impact of large lots.

DESIGN AND PLAN SURFACE LOTS TO CONVERT TO OTHER USES OVER TIME.
The amount of land devoted to surface lots could be
reduced over time if redevelopment is considered in
advance.  As land values increase, redevelopment of
parking areas to more intensive land use or to
structured parking is more likely.  This type of strategy
allows for surface lots as a temporary, first phase of a
longer-term development strategy.

Encourage the development of parking structures.

The single most effective way of reducing the impact
of large areas devoted to parking is to build parking
structures. Property values, proximity to riders, and
existing development character all play a role in the
viability of structured park-and-ride facilities.  When
planning and designing park-and-ride facilities, create
an environment that encourages walking.

THE INFLUENCE OF EXCESSIVE OFF-STREET, SURFACE PARKING

An on-street parking space requires about 190 square feet of land compared to about
340 square feet for an off-street parking space which requires drive aisles, landscaping,
and other extra features.  Using typical suburban off-street parking requirements, a station
area of mixed uses would need almost two blocks of surface parking for every one block
of two-story buildings. This means that 2/3 of all land would be reserved for cars and 1/
3 for people (mainly buildings and landscaping.)   Because density — building up rather
than out — is a key strategy for clustering growth, the extra land area devoted to parking
can cause a serious problem. If densities are increased, more land area must be devoted
to parking and the distance between buildings increases, making the environment more
hostile to pedestrians. Under many current parking standards used within the region, it
would be nearly impossible to achieve a pedestrian-scaled environment or transit-
supportive densities at station areas. The best solution for station area development is to
lower parking ratios and put as much parking as possible on-street, in garages or, better
yet, underground.
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ENCOURAGE DEVELOPMENT ON STREET-SIDE EDGES OF PARKING STRUCTURES.
Design parking lots and structures so they do
not dominate the frontage of pedestrian-
oriented streets or establish impediments to
pedestrian routes.  Retail or other land uses
should be located on the ground floor and
incorporated into the building’s design.
Portions of parking structures that do not have
first-level retail uses should be designed to
have an appearance that blends with
neighboring structures.

CAREFULLY PLAN AND DESIGN PARK-AND-RIDE LOTS.
While park-and-ride lots are extremely important components to
building transit ridership of the overall system, they do not
necessarily complement the uses, activities, and densities of a mixed-
use station area.  The location and type of park-and-ride lots should
be considered in terms of the goals and function of the entire transit
system.  At station areas where transit-oriented development is being
encouraged, park-and-ride lots
should be carefully sited.
Surface lots should not over-
whelm the area or create barriers
for accessing the station.

LOCATE PARKING LOTS BEHIND BUILDINGS

OR IN THE INTERIOR OF A BLOCK.
Surface parking should not
discourage pedestrian access to
building entrances from the
transit station or stop.  When
parking lots are provided along a
pedestrian street, they should be
screened to reduce the visual
impact of rows of parked cars and
define the street side edge of a
sidewalk.  Alleys or driveways off
side streets should be encouraged
to provide parking access from
the rear.

Commercial deve-
lopment in the
ground floor of a
parking structure
will help to inte-
grate it into the
community.

REVISING PARKING REQUIREMENTS

Many jurisdictions set minimum on-site parking
requirements at about 1 stall per 200 to 250 square
feet for commercial uses and 1.5 to 2 stalls for each
dwelling unit.  At 1 stall per 250 square feet, the
resulting commercial floor-to-land-area ratio (FAR)
would be approximately .35 to .4 FAR, whereas an FAR
of 1 is more appropriate.  The parking standards are
generally too high to achieve transit-oriented
development and may not be needed given the high
level of transit access in a station area.  Specific parking
standards or performance criteria should be established
that modify parking requirements based on the station
area land use objectives and the level of transit service
available.

Both maximum parking “allowances” and minimum
parking “requirements” for all commercial and
employment development should be established within
the station area.  Minimum requirements help to avoid
“spillover” parking in retail areas or nearby
neighborhoods, maximums guard against overly
generous parking supplies that discourage transit use.
Short-term parking controls should be utilized in
commercial core areas to discourage commuter parking
near retail uses.
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Walkways within parking lots will help reduce the impact that large lots have on pedestrian activity.

SOME PARKING DESIGN CONSIDERATIONS

Parking lots should be configured to reinforce the street with active, visually interesting
features.  Entrances to parking should be carefully controlled when they occur across a
public walkway; parking entrances should avoid crossing heavily travel pedestrian routes.
Whenever possible, parking should be sited in the rear or to the side of a building and
accessed from an alley or side drive.  Garage entrances should be recessed behind the
front facade to reduce their visual impact.
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Design parking lots and garages with pedestrians in mind.

All auto drivers become pedestrians after they park.  Pedestrian
walkways should be provided within parking lots to all building
entrances and out to the street.  Walkways should be clearly
delineated, well lit, and provide a complete, interconnected
circulation system.  Landscaping, canopies, or other weather
protection should also be used to provide shade and cover along
walkways.

Provide adequate bicycle parking.

Provide bicycle parking that is centrally located and easily accessible
to building entries in commercial areas, at major employment sites,
and close to public facilities.  Bike parking should be closer to the
building than auto parking and visible from the street or parking
lots.  Surveys should be conducted of actual demand, but the base
supply for bike parking should always exceed expected demand to
ensure availability.  Bicycle parking should be separated from
wheelchair access or other walkways.

Encourage joint use of parking spaces.

Parking demands fluctuate at different times of the day, creating
opportunities for joint use of the same space by different users.  Shared
parking is convenient to all nearby uses.  Joint-use parking is
recommended for adjacent uses with staggered peak periods of
demand.  Retail, office, and entertainment uses can generally share
parking areas and quantities.

Support the creation of public community parking lots.

Common lots can provide a supply of parking that is pedestrian-
friendly, good for short-term use, and close to businesses.
Coordinated redevelopment plans for urbanized areas could identify
sites for shared parking lots or structures that are mutually financed
through assessment districts or other mechanisms.
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Provide on-street parking on pedestrian streets.

On-street parking is critical to keeping the focus of a community on
the street, rather than the interior of lots.  On-street parking helps to
create street activity, as well as buffer the pedestrian from vehicle
traffic.  It provides convenient access for guests or patrons, reinforcing
the orientation of building entries to the street.  On-street parking
can be compatible with bicycle travel, provided that auto speeds are
slow enough to allow bicyclists to travel safely in the street.

Ensure convenient access for transit vehicles.

The location and design of parking lots should not cause conflicts
with transit vehicle circulation.  Parking lot entrances and exist
should be located away from heavy bus traffic where possible.  Where
transit riders must cross parking lots to enter buses, safe travel routes
should be provided.

REDUCING THE IMPACT OF LARGE PARKING FACILITIES

Consider locating large park-and-ride lots a short distance away from the station facility to
provide more land for compact, mixed use development close to the transit facility.  Freeway
interchanges and major arterials and other locations where pedestrian activity is not
encouraged are good locations for large park-and-ride lots.  Another strategy is to break up
large lots into smaller lots throughout the station areas. This will allow parking facilities to
serve both the transit station facility and nearby uses.
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This chapter of the workbook
provides a framework for prepar-
ing an analysis of the market
potential for transit-oriented de-
velopment.   The framework is
broken up into three major sec-
tions.  The first section describes
the importance of understanding
the market context in determin-
ing development potential in
station areas.  The second section
identifies basic “ground rules”
that should be considered in con-
ducting a market analysis.  The
final section describes a sequence
of steps in assessing the market
for transit-oriented development.

Market Context for Assessing Development Potential
The presence of a transit line, the location of stations, and the demand fac-
tors that stimulate transit ridership all have a bearing on the nature and amount
of transit-oriented development near stations.  However, many other vari-
ables also play important roles in determining the amount of development
to plan for.  Two of the more significant factors are:  (1) the state of the
present and future regional economy, and (2) opportunities for real estate
development in the specific corridor where the transit station is located.

All transit-oriented development projects are different, reflecting the specific
location, land value, nearby development pattern, local demographics, his-

Locations throughout the region will need to be evaluated to determine
their market potential for transit-oriented development.

Part II

Assessing the Market for
Transit-Oriented Development
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tory of the area, and related factors.  Public policy can
also have a powerful impact on the nature, magnitude,
and timing of transit-oriented developments.  Designa-
tion of urban growth areas, implementation of regional
and local plans, aggressive zoning, and establishing rigor-
ous standards for density and design in rail corridors are
all measures that can support or, if not done properly,
detract from development at stations.

All successful development, including transit-oriented
development, responds to real estate opportunities.  De-
velopers and investors make real estate market decisions
to locate near transit based on the belief that their projects
can be enhanced by proximity to transit.  The funda-
mental investment decision responds to an identified
real estate market opportunity.  If the target real estate
market does not exist, then the necessary development
capital will not be invested.

A theme throughout this workbook is that real estate de-
velopers and investors make market-driven real estate de-
cisions, not transit decisions.  Those decisions are based
on a thoughtful understanding of supply and demand, a

realization that there is an unserved or underserved market, and/or a belief that
a new project can capture market share from less desirable, poorly located, or
otherwise less advantaged projects.

MARKET STUDY VERSUS MARKET STRATEGY

Market studies should be distinguished from market strategies.  A market study
has a limited shelf life.  Supply and demand are constantly in flux and local
market conditions can change considerably in a year’s time, particularly if the
development community is aggressive in responding to market opportuni-
ties. The pattern begins with understanding the greater region down through
the corridor, corridor segments, particular station locations, and opportunity
sites.  A market study or analysis is particularly appropriate for a project that
is “ready to go” and, therefore, must respond to the current opportunity in
the marketplace.

In contrast, a market strategy examines the tools, programs, incentives, policies
and other levers to enhance the opportunity for a particular type of transit-
oriented development.  A market strategy is a long-term, proactive process that
does not merely respond to current unmet demand.  Market and implementa-
tion strategies involve the shaping of conditions to create and respond to

Supply and demand are the key determinants of
market potential for transit-oriented development.
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opportunities.  Such efforts
are frequently the responsibil-
ity of the public sector and in-
clude strategies, such as re-
moving regulatory constraints
and other barriers, providing
both incentives and support-
ive policies, cleaning up
blight, installing infrastruc-
ture and amenities, and re-
ducing crime.

This chapter focuses primarily on methods and rationale for conducting a market
study.  Market implementation strategies are discussed in more detail in Part
III of this workbook.

A typical market cycle “rhythm” is best characterized as a period of growth
followed by a downturn.

Phase I - Recovery

Phase II - Expansion Phase III - Hypersupply

Phase IV - Recession

Declining Vacancy
New Condominiums

Increasing Vacancy
New Condominiums

Declining Vacancy
No New Condominiums

Increasing Vacancy
More Completions

FOUR PHASES OF THE REAL ESTATE MARKET CYCLE

Phase I —  At the bottom of a cycle, the marketplace is in a state of oversupply, either from
previous new construction or from the lack of demand.  Vacancy rates are at their peak.  As a
market begins to pass beyond the bottom of a cycle, demand growth begins to slowly absorb
the existing oversupply.  As excess space is absorbed, vacancy rates begin to fall, allowing
rental rates in the market to stabilize and even increase.  Eventually the market reaches
equilibrium, where supply and demand are in balance and the only excess space is that which
is expected to fulfill future demand.

Phase II — Demand growth continues to increase, creating a need for additional space.  As
vacancy rates fall below the equilibrium, rents begin to rise until they reach a cost-feasible
level.  At this point new construction typically commences.  During periods of tight supply,
rapid rental growth — also known as rent spikes — can be experienced.  Once cost-feasible
rents are achieved, demand growth and supply growth may continue at similar rates for a
period of time.  As long as demand growth rates are higher than supply growth rates, vacancy
rates will continue to fall.  The cycle peak is called the inflection point, a point at which the
rate of demand growth drops below the rate of supply growth.

Phase III — When the inflection point is reached, vacancy rates are at their lowest and well
below the equilibrium; the market is still strong.  Supply growth is higher than demand growth
— known as hypersupply — and this causes vacancy rates to rise back toward  the market
equilibrium.  While there is no oversupply during this period, new supply completions compete
for tenants in the marketplace.  As more space is delivered to the market, rental rate growth
slows.  Eventually market participants realize that the market has turned; commitments to
new construction typically slow or stop.

Phase IV — The market moves past equilibrium, with high supply growth and a decrease in
demand.  During this down-cycle landlords realize that they will lose market share if their
rental rates are not competitive. Market liquidity is also low or nonexistent as the bid-ask
spread in property prices becomes too wide.  The cycle eventually reaches bottom as new
construction and completions cease, or as demand growth turns up and begins to grow at a
rate higher than that of new supply being added to the marketplace.
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POTENTIAL COMPONENTS OF A MARKET STRATEGY TO PROMOTE TRANSIT-
ORIENTED DEVELOPMENT

• Preparing a regional demographic and economic forecast that is broken down to the
corridor or station level.

• Establishing supportive intergovernmental agreements.

• Working with decision-makers to draft enabling legislation to support transit-oriented
development.

• Writing model policy and codes for adoption by local governments.

• Supporting public relations and advertising to promote desired projects.

• Removing regulatory barriers from existing local codes.

• Investing public dollars strategically to effect change, including infrastructure and
utilities.

• Removing other barriers, such as derelict buildings, unkempt properties, and crime.

• Providing on-going advertising and public relations efforts to publicize successful transit-
oriented developments.

• Conducting educational programs at the local level for lenders, developers, and others.

Ground Rules for Evaluating Market Potential
The market for transit-oriented development is determined by a wide range
of factors.  Each station location will have different influences and will re-
spond to different strategies.  This section provides some common “ground
rules” for better understanding these influences on development potential at
transit stations.  The ground rules provide direction for shaping an analysis
of market potential, writing public policy, or working directly on a transit-
oriented development project. The ground rules also provide information
that will help in assessing development opportunities and constraints around
transit stations.

GROUND RULE #1
DEFINE TRANSIT-ORIENTED DEVELOPMENT OBJECTIVES

Individuals and groups responsible for promoting “transit-oriented develop-
ment” in a particular area should work together to develop a common under-
standing of the specific transit-oriented development objectives.  Defining
the transit-oriented development objectives provides consistency in interpret-
ing how a variety of transit-oriented developments can be successfully devel-
oped in different areas.  A clear definition of the development objectives is
needed to accurately access the market potential at each station location.
Part I of this workbook — Guiding Principles for Creating Transit Station
Communities — provides a framework that will help define transit-oriented
development objectives.
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GROUND RULE #2
UNDERSTAND RESPONSIBILITIES FOR TRANSIT-ORIENTED DEVELOPMENT

Once transit-oriented development ob-
jectives are defined, the responsibility for
implementation must also be deter-
mined.  Some of the desired objectives
are the responsibility of the private sec-
tor, while others fall to the public sector
to implement.  Many transit-oriented
development responsibilities are  shared
by both the public and private sectors.
Figure 4 provides an example of how
public and private implementation re-
sponsibilities might be shared.

Success in large scale development projects hinges on a team of
experienced professionals working toward key deals.

FACTORS FOR SUCCESSFUL TRANSIT-ORIENTED DEVELOPMENT

• A strong overall market.  A stronger market for development, particularly higher density
residential and office space, will help create the critical mass of development at station
area locations.

• The locational advantages of each station area.  These advantages are carefully considered
by potential investors, and successful development is focused at those station areas
with multiple advantages, including good auto access, as well as transit access.

• Land use and transportation planning coordinated at the regional and local levels.

• Land use regulations that permit higher density residential and commercial development
at station areas.

• The public sector actively involved in development partnerships with the private sector.
Public sector actions can include investment in pedestrian and transit improvements,
land assembly, site preparation, and development subsidies.

The real estate industry, like any major industry, is subject to cycles.  This is true of the industry
as a whole and each of its components (residential, retail, office, industrial, and other sectors).
Real estate industry cycles tend to be long, usually four to seven years of growth followed by
two to four years of slowdown and recovery before growth takes off again. At the top of a
growth curve land costs are high because of the supply-and-demand relationship and the demand
for building services in a strong market.  Logic suggests that for a local government to purchase
land near stations in advance of development at the top of the growth cycle would be poor
timing.  It may be better to wait for the market to “cool down” and then acquire property.
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FIGURE 4

Responsibility for Achieving Transit-Oriented Development

RESPONSIBILITY

SELECTED TRANSIT-ORIENTED DEVELOPMENT ACTIVITIES PUBLIC PRIVATE

Define a station area where development is concentrated •

Design and site stations to maximize pedestrian access •

Establish a wide range of land use activities • •

Promote development densities to support transit use • •

Develop a commercial core within the station area • •

Promote adequate commercial land use intensities

Provide an adequate amount of retail • •

Promote residential development near station areas •

Encourage a mix of different housing types • •

Promote residential units above ground • •

Promote and provide incentives for infill •

Plan and manage parking effectively • •

GROUND RULE # 3
DETERMINE REALISTIC EXPECTATIONS FOR EACH STATION AREA

Building transit-oriented development requires a change from traditional ex-
pectations.  For example, communities will need to understand the benefits of
higher density developments and lenders will need to consider more complex
financing strategies involving multiple land uses. There must be realistic expec-
tations about what can or cannot be achieved with any individual transit-ori-
ented development project.  No single development project will likely incorpo-
rate all the features desired for transit-oriented development. But collectively, a
group of projects in a transit station community area can and should achieve
many of the preferred characteristics.

GROUND RULE # 4
UNDERSTAND THAT DEVELOPERS MAKE REAL ESTATE DECISIONS

Developers make real estate market and investment
decisions, not light rail or transit decisions. While
developers may base their decision on the belief that
their projects will be enhanced by proximity to tran-
sit, the fundamental investment decisions are in re-
sponse to a real estate market opportunity.  This
understanding is essential to achieving transit-ori-
ented development. If the target real estate market
does not exist, the necessary development capital
will not be invested.

Each station location will have unique features
and its own market charateristics.
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GROUND RULE #5
DEMONSTRATE PUBLIC COMMITMENT TO PRIVATE INVESTMENT

Knowledgeable private investors and developers are often reluctant to “pio-
neer” non-traditional developments.  This is especially true in locations that
are economically distressed, have little in the way of recent investment by
others, or have a reputation for crime or other social problems.  A station
area plan should outline the public investments necessary to spur private
development.  The most significant of barriers to investment must be re-
moved or neutralized by public commitment in the form of personnel and
capital.  This sends a clear signal that the public sector is prepared to pave the
way and make it safe for private capital to follow.

STRATEGIC IMPROVEMENT PLAN FOR THE CITY OF AUBURN

The city of Auburn undertook an ambitious Main Street improvement project to prepare the
downtown for ultimate transit station development and to encourage private investment.
Based on a strategic downtown improvement plan, the city initiated a series of street and
pedestrian improvements that, along with a reduced interest loan program, led to significant
private storefront and parking improvements.  With a much more attractive setting, the city
is poised to take advantage of the potential station area development opportunities.

LOCATION

Regional
Urban Center

GENERAL DEFINITION

A regional urban center is an area of
high density and intensity of uses
that support the primary transit
connections in the region (e.g.,
Downtown Seattle, Bellevue, Everett,
and Tacoma).

A community or town center is a
focal point for a smaller community
or a major grouping of neighbor-
hoods, such as Kirkland, Puyallup,
and Edmonds.

A typical suburban center is a major
gathering place, such as a shopping
center or office park (e.g., South-
center, Northgate, Tacoma Mall,
Lynnwood).

FIGURE 5

Development Opportunities at Different Station Locations

TYPES OF DEVELOPMENT OPPORTUNITIES

• Mixes of high-density and high-intensity uses which include mid-
rise and high-rise offices, retail and specialty shopping, support
services, high- and medium-density residential, and cultural and
public facilities.

• Opportunities for redevelopment and infill development.

• Medium-to high-density housing, commercial uses, and office uses.

• Redevelopment and infill opportunities.

• Scale of development is lower in neighborhoods.

• Small-scale mixed uses along main streets connecting to transit facility.

Community or
Town Center

Emerging
Suburban Center

• Primarily commercial and office-related uses, with some oppor-
tunities for medium-density multifamily development.

• Opportunities for future development of parking lots and
redevelopment of obsolete buildings.
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GROUND RULE #6
CONSIDER LOCATION AS PRIMARY DETERMINANT OF MARKET POTENTIAL

While the transit station type and level-of-service characteristics can influ-
ence the type of development in a station area, the real estate market will be
influenced most heavily by the station’s location and setting.  Therefore, when
projecting new development opportunities, consider the location very care-
fully.  Figure 5 presents relative transit-oriented development opportunities
at various types of generalized locations.  Each site must, of course, be evalu-
ated individually with regard to its unique characteristics.

Market Research and Analysis
Market research for transit-oriented development involves analyzing market
and economic conditions at various geographic levels.  The objective of the
market analysis is to look at the state of the economy and real estate market
at the regional level and work down to the site level.  This graduated process
recognizes the relationship between the region, the corridor, the corridor
segment, the station area, and individual sites.

It is important to understand the relationships between the different levels of
the market because the regional economy and market influence the develop-
ment that occurs at and around stations.  Also, the transit corridor must com-
pete for market share with other corridors in the region, and each station area
may compete with other station areas for new development — depending upon

FACTORS INFLUENCING THE FEASIBILITY OF TRANSIT-ORIENTED DEVELOPMENT

• Relatively higher densities enable a lower land cost per unit.

• Lower up-front infrastructure costs are required prior to building and selling the first
units, compared with a conventional master-planned community.

• Greater product flexibility throughout the neighborhood enables quick response to
changing market demand characteristics.

• The market can be deeper than just “new home buyers.”

• Residual value is enhanced.  Appreciation of dwelling units in later phases of development
should occur at a higher rate than within conventional master-planned communities.

• Integrated-use development creates a broader, more balanced tax base for local
governments.

• Public maintenance and infrastructure costs are lower for higher-density development
because of the greater economies of scale, shorter runs of lower cost infrastructure (for
example, intersections rather than overpasses).

• The retail environment is constantly renewed as the shopfronts change, upgrade and evolve.
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The real estate market
is influenced by the
region, the corridor,
the corridor segment,
the station area, and
individual sites.

the land uses.  A com-
prehensive market
analysis examines the
regional economy,
including the prob-
able opportunities
for population and
employment growth
and the resulting
need to add to the re-
gional inventory of
housing, retail, of-
fice, industrial, and
institutional/public
facilities.

THREE LEVELS OF MARKET ANALYSIS

There are three key levels to focus on in the process for conducting a market
analysis of development potential at a transit station area. The different levels
require the skills of a number of people as well as a variety of data sources.

The first key level is the regional market analysis.   This broad scale analysis is
conducted to determine “the big picture” economic and demographic context
for transit-oriented development in general.  This level of analysis provides an
understanding of the housing and job growth environment in which transit-
oriented developments do business and compete for market share. Regional
and corridor forecasts are highly complex and demand a lot of resources.  They
are best performed by a regional planning entity having the broadest geographic
responsibility, such as the Puget Sound Regional Council.

The second level is the corridor-segment market analysis, which defines the
development potential of specific segments of the corridor.  In urban regions
it may be typical for particular types of land uses to concentrate in a particu-
lar sector or a region, or along certain corridors.  For example, in the Seattle
area, there is a significant concentration of industrial and commercial devel-
opment in the Duwamish River corridor.  Any transit corridor in this sector
would have to plan for continued commercial and industrial uses.

The corridor segment market analysis is probably best performed by an eco-
nomics consultant working closely with the city or transit agency staff.  Local
government can assist considerably in the process by collecting and performing
ongoing maintenance of the necessary demographic and economic data.  In-
formation on building permits, local demographics, employment, property
values, and similar items is extremely valuable in the market research process.
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The final level is the market analysis for the station area and specific sites.
This analysis is the more detailed because it deals with a specific group of
properties.  It is at this level that careful consideration is given to specific land
use relationships and the opportunities for the desired development projects
to support transit. The detailed analysis of the station area and individual
sites is probably best performed by local government staff working with pri-
vate developers and neighborhood interests.

The following discussion outlines the general steps for evaluating the devel-
opment potential of station areas at each of the three key levels in the market
analysis process, with a focus on station area opportunities.

CONDUCTING A REGIONAL MARKET ANALYSIS

To determine the develop-
ment potential of a transit
station area there must be a
clear understanding of real
estate market conditions
and demographics, both re-
gional and local.  The re-
gional analysis establishes a
detailed picture of histori-
cal, current, and projected
population, household, and
employment growth.  Be-
low are some steps to follow
in conducting a regional
market analysis.

DEVELOP A REGIONAL AND LOCAL DEMOGRAPHIC PROFILE — Regional and
local demographic data can be collected from many different sources,
including state and regional agencies, public institutions, and private
research firms.  The regional demographic analysis should provide, at
minimum, the following information: population size, household size,
age distribution of the population, income composition of households,
and employment by sectors.

DETERMINE THE POPULATION AND EMPLOYMENT GROWTH FOR THE TRANSIT

CORRIDORS — The next step is to identify and quantify the potential
regional employment growth and housing development that can
reasonably be expected to occur in each corridor.  The basic information
to be derived includes the demand for housing units, based on population
and household size, and the demand for commercial and industrial uses
(square footage) based on employment growth.

sububan neighborhood

mixed use corridor

urban corridor

urban neighborhood

regional 10 mintues bus corridor

feeder buslight rail

urban 10 mintues
bus corridor

A corridor segment links a variety of different station types
and must be part of any market analysis.
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The potential regional growth will not necessarily be distributed evenly
among transit corridors.  Any corridor may capture a disproportionate
share of the market, depending on such factors as: the pattern of existing
land uses, investment history, quality of the built environment, proximity
to buying power, relative lack of crime, and social conditions.  These
factors have a direct bearing on investment and the ability to produce
revenues, through sale or rents, commensurate with that investment.

ESTIMATE THE TYPE AND AMOUNT OF DEVELOPMENT LIKELY TO BE ATTRACTED

TO THE TRANSIT CORRIDOR — The final step in the regional/corridor
analysis is to identify the type of development likely to be attracted to
the individual transit station corridor and whether transit facilities will
effect a shift in demand to the corridor.  This step identifies the
competitive position of areas along the corridor and considers how
competitive conditions will be changed or enhanced by transit facilities.

This step should establish the current and projected market supply and
demand for moderate-density housing, commercial retail, commercial
office, and light industrial uses.  For each type of use it is important to
collect existing market data for the area, including primary research on
market conditions (for example, interviews with real estate professionals
and developers).  Information on current market conditions, as well as
knowledge of the key demographic and economic trends, is useful in
determining future demand for different types of uses.  From this
information, conclusions may be drawn about the level and type of
development that may occur in the transit corridor area.

CONDUCTING A CORRIDOR SEGMENT MARKET ANALYSIS

This level of market analysis identifies development potential based on gen-
eral market conditions and development opportunities within a specific seg-
ment of a corridor.  Just as no two stations are exactly alike, corridor seg-
ments can vary.  And, while a full corridor has a general competitive position

REAL ESTATE MARKETS ARE UNFORGIVING

Markets respond to people’s needs, their desires, and especially their ability to pay to meet
those needs and desires.  In a real estate context, development responds to the needs and
desires of people in the form of housing, places to work, places to shop, places to learn, and
places for recreation.  People are the market; people know what they like and don’t like; and
people can and will reject a real estate product that is not responsive to their needs and
desires.  Transit-oriented development principles should reinforce market needs and desires,
not oppose them.  For example, a policy requiring unrealistic — or premature — reduction of
automobiles in a transit-oriented development may damage the project’s market acceptance.
Projects should be designed to establish a desirable base and then evolve over time.
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Greater than 10,000 (44)

8,000 to 10,000 (23)

5,000 to 8,000 (56)

2,000 to 5,000 (49)

Less than 2,000 (47)

Regional Population Growth by FAZ (1999-2020)
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The corridor analysis provides a better understanding of different market areas and helps define what can occur at
specific station areas.

REGIONAL FORECASTS AND ESTIMATES

In Washington State, the Office of Financial Management forecasts population for counties.
At the regional level, population, employment, household, and other demographic information
is forecasted, estimated, and reported by regional transportation planning organizations
(RTPOs), such as the Puget Sound Regional Council.  The Council provides estimates for the
region and, working with local jurisdictions,  further allocates growth to cities in the region
and to smaller geographic subareas, such as Forecast Analysis Zones (FAZs) and Traffic Analysis
Zones (TAZs).

within a region, each segment of that corridor may have different potential
opportunities.

While the corridor-level analysis yields conclusions about future trends and
competitive positions, the segment analysis provides quantitative projections
of development by specific type.  The analysis provides an understanding of
different market areas and helps define what can occur at specific station areas.

The demographic profiles of specific corridor segments are determined by allo-
cating the population and demographic information to small geographic areas,
such as the Forecast Analysis Zone (FAZ) or Traffic Analysis Zone (TAZ).  The
corridor segment profiles are used to estimate demand for housing and em-
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ployment within the different segments along the corridor. For example, in a
commercial or industrial corridor, such as along the Duwamish River in Se-
attle, the analysis should include detailed information on the types of indus-
tries located in the corridor and types of travel behavior common to employees
who work for these industries.

Below are some steps to follow in conducting a corridor-level market analysis.

IDENTIFY CURRENT REAL ESTATE MARKET CONDITIONS WITHIN EACH SEGMENT

— This involves collecting data on the real estate market and estimated
demand for specific land uses within the corridor segments.  This
information helps define the investment potential and market strength
for certain types of uses.  Real estate market information can be collected
from many different sources, including real estate brokerage firms,
appraisers, property management companies, the Multiple Listing Service,
and government agencies.

The tasks to complete this step include:

• Identify characteristics of the corridor segments that may impact market
areas, such as geographic constraints, demographics, and competing
development.

• Identify market areas for the predominant land uses within each segment
area, including residential, commercial, office, and light industrial.

• Collect real estate market data for the corridor, including rents, vacancies,
sale prices, and land values.

IMPACT OF TRANSIT INVESTMENT ON MARKET POTENTIAL

Where regional market conditions are favorable,  experience indicates that transit investments are capable of positive
impacts on station area market potential.  Combining transit investments with private real estate projects appears
to strengthen these effects.

Robert Cervero, a transportation researcher at the University of California at Berkeley, examined how transit
investments and joint development affect indicators of office market conditions, such as average rents, vacancy
rates, and absorption rates.  His research showed that average office rents near stations rose with increases in
system-wide transit ridership.  Joint development projects added more than $3.00 per gross square foot to annual
office rents.  Also, office vacancy rates were lower, while average building densities were higher.

Additional research has found that, as a general rule, real estate values for all land uses rise in a station area with
high quality transit service. The percentage increase will vary based on site-specific circumstances and the quality
of transit service.  For example, light rail transit tends to generate up to a 10 percent increase in housing unit prices
when located within 2,000 feet of a station – approximately 5 city blocks.  Commercial retail rents were also found
to be somewhat higher at transit stations when located within 1,000 feet of a light rail station.

In Portland, a recent study found that homes located within 1500 feet of light-rail stations sold at a premium of
almost 10 percent more than similar housing beyond that distance.
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QUANTIFY DEVELOPMENT POTENTIAL.  The development potential within the
corridor segments is determined using the real estate market data and de-
mographic estimates.  Tasks to complete this step include the following:

• Estimate potential residential development based on household
projections and a breakdown by type of housing units.

• Estimate potential sustainable retail, which is related to number of local
households, transit, urban form, and building configurations.

• Estimate potential office demand.

• Compare each transit segment’s retail and office components within the
corridor and the overall market.

• Adjust each individual transit segment’s retail and office components to
maintain feasible absorption rates for additional space (square footage).

CONDUCTING A STATION AREA MARKET ANALYSIS

With station area market analysis, specific development opportunities within
the station area are evaluated.  The purpose of this analysis is to determine
what land uses — and in what concentrations and mixes—may work for
specific station areas and properties.  The station area analysis builds on the
information gathered from the regional and corridor segment market stud-
ies.  Steps in this process are described below.

DEFINE THE TRANSIT STATION MARKET AREA.  To conduct a detailed market
analysis for a station area, market study areas must be defined for different
types of land uses, such as residential, retail, or office.  Market areas are
based on a number of features, including the demand requirements for
specific uses, natural features, transportation links, population density con-
centrations, and locations of competitive development.  The study area

Each corridor
segment will offer
unique challenges
and opportunities.
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Intensifed SR-99
Corridor

High Density
Residential

Mixed Density
Residents
Community

Pedestrian Linkage Between
HCT Station & SeaTac Mall

High Capacity
Transit System

High Intensity
Compact Mixed-Use Core

Enhanced Road
Network with
Pedestrian Facility

for residential housing usu-
ally extends beyond the sta-
tion area and may include
several neighborhoods.  For
local retail uses, the study area
considers competitive stores
and shops within a one- to
two-mile radius of the tran-
sit station.  The analysis for
office uses is based on local
and regional market supply
and demand analysis.

• IDENTIFY CURRENT AND

PROJECTED POPULATION CHAR-
ACTERISTICS AND OTHER DE-
MOGRAPHIC INFORMATION FOR

THE STATION AREA.  —Data on
population, households, and
employment for the station
area should be summarized
from information collected

for the regional profile and corridor analysis.  The goal is to determine
what share of the corridor segment growth can reasonably be expected
within the station area.  This step is important because it will define the
potential for capturing households and jobs within the station area.  If
forecasts for population and jobs appear low for the station area, or more
potential exists for other areas to capture the growth, then the opportuni-
ties for certain types of development may be limited.

• CONDUCT A NEIGHBORHOOD PLANNING REVIEW —  The next step is to re-
view of existing neighborhood efforts and issues related to land use and
transportation planning.  Each neighborhood and station area is a distinct
entity reflecting local history, development patterns, and the needs and
desires of residents and businesses.  The analysis should incorporate con-
clusions from all documentation pertaining to individual neighborhood
planning efforts affected by the transit corridor.

The station area might include a ‘core’ that is in the immediate vicinity of a
station and a ‘frame’ that surrounds the core.
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• IDENTIFY CURRENT REAL ESTATE MARKET CONDITIONS FOR THE STATION AREA

— Detailed market research provides information on market conditions
in a specific station area and how it compares with other areas along the
corridor.  The real estate market analysis should include information on
apartment rents and vacancies, home sale activity and prices, retail and
office rents and vacancies, current raw land values by land
use type, and land-to-building value ratio, to determine
redevelopment potential.

• QUANTIFY DEVELOPMENT POTENTIAL — This part
of the analysis includes determining the in-
dividual potential for both residential
and non-residential growth within
the station area.  For residen-
tial development, consid-
erations should include
projected household com-
position change, types of hous-
ing available, optimum housing mix
based on target market preferences, and com-
parison of housing demand to other
stations within the corridor.  For non-
residential (retail, office, industrial, institutional)
uses, considerations should include estimated retail
potential based on local household consumer buying power,

LAND USE TYPE

SINGLE-FAMILY

RESIDENTIAL

MULTI-FAMILY

CURRENT MARKET

Located on the periphery
of station area

Product is already
established in study area –
vacancies are low

Local market is currently
expanding by 200,000
square feet

Some new class “A” office
near station area –
demand is currently low

No industrial in study area

NEAR-TERM

DEMAND

Low

High

Good

Marginal

None

COMPATIBILITY WITH STUDY AREA

Opportunities for infill at higher
densities

Good opportunities for increases
multi-family housing

Some opportunities for
additional convenience and
service retail

New class “A” office is compat-
ible though demand may be
adequate

Not compatible with existing
development and identified sites

FIGURE 6

Example of Market Potential Summary

ECONOMIC CONDITIONS

EXAMPLES, NOT ACTUAL MARKET RATE FIGURES

Per square foot sales price =
$100 to $110

Average rents = $0.80 to $1.00
per square foot per month

Leases = $1.10 per square foot,
triple net per month

RETAIL

OFFICE

LIGHT INDUSTRIAL

Leases rates for class A space =
$15 to $20 per square foot per
year

Lease rates for space = $6.60 to
$9.80 per square feet per year

Vacant or
underutilized
parcels close to a
station facility
represent a
significant potential
for development.
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PROPERTY CURRENT ENVIRONMENTAL

LOCATION LAND USE ZONING ACCESS PARKING UTILITIES PROBLEMS

1 Vacant Multi-Family Good NA Connections None
Available

2 Vacant Multi-Family No access NA Connections Steep Slopes
Available

3 Residential Single-Family Good Parking Yes None
House/Vacant Provided

4 Vacant Park/Open Space None NA No Wetlands

5 Retail Store/ Commercial Access 20 spaces Yes None
Vacant Provided

6 Parking Lot Commercial Access 100 spaces Yes None
Provided

7 Industrial Site Industrial Access is good 50 spaces Yes Toxic Soils

8 Vacant Industrial No access None Will Need Not Surveyed
Extensions

FIGURE 7

Summary of Market Potential for Individual Sites within a Station Area

Each parcel with
a station area will
have unique
market
characteristics.

office demand based on employment
change, and comparison with retail and
office demand to the aggregate market
within the corridor to check the reason-
ableness of demand assumptions.

• IDENTIFY VACANT OR UNDERUTILIZED

SITES WITHIN THE TRANSIT AREA — Paral-
lel with the market demand and supply
analysis for specific land uses within the
station area, possible sites for develop-
ment or redevelopment should be iden-
tified.  This analysis should use existing
information provided by local agencies
that define and categorize existing land
use within the study area.  If no vacant
land information is available, an inven-
tory is needed.  The vacant land inven-

tory should provide the following information for each parcel: location in
relationship to the station area, parcel size, current zoning, adjacent land
uses, land value, ownership, availability for development, and any other
descriptive information available.  The locations of the properties should
be mapped out and a database created, preferably using geographic infor-
mation systems.
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GET FEEDBACK FROM STAKEHOLDERS

Planners from the City of Seattle interviewed developers, financing and legal professionals,
and realtors concerning development around transit stations.  One of the issues identified
was the difficulty in locating and acquiring property for redevelopment.  They also identified
the need for a productive working relationship between public and private sectors.

In addition, Seattle conducted case studies of other cities’ experiences with transit-oriented
development at light rail stations.  This research showed that light rail alone has only a limited
influence on growth near stations.  The greatest opportunity lies in implementing development
strategies specific to each station area in order to influence the amount and quality of transit-
oriented development — and to promote pedestrian activity and transit use.

• PROVIDE A SUMMARY OF MARKET POTENTIAL BY LAND USE TYPE — Based on the
analysis of demand and market potential for specific types of development
and the inventory of potential properties for development, a summary of
the market potential for the station area should be created.  This summary
should include, but not be limited to, land use type, current market, eco-
nomic conditions, overall demand, and compatibility with the study area.
Some station areas may be better suited for residential housing, others for
employment uses. The following table depicts an example of how to sum-
marize and show development potential for different uses.

• UNDERSTAND AND DETAIL DEVELOPMENT OPPORTUNITIES FOR SPECIFIC PROP-
ERTIES —  Once specific properties with development potential are identi-
fied, the next task is to conduct a detailed analysis of these properties.
Issues and constraints that may impact the potential for development in-
clude: site characteristics, zoning and land use controls, environmental
constraints, parking and access, and utilities and services.  Each property
should be rated against established goals and criteria for development within
transit station areas.   The table below illustrates a hypothetical market
potential summary.

Market analysis for transit-oriented development involves understanding mul-
tiple levels of the economy and the real estate market.  A comprehensive
market analysis process involves the review and assessment of market factors
at various levels within the regional market.  Such an analysis is not a means
to an end.  Rather, it provides a general idea of the types of development that
could locate and be successful within the station area.  The information gath-
ered from a market analysis should be incorporated into an action plan or
market strategy for promoting transit-oriented development.
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After station area design concepts have been de-
veloped and a market analysis has been conducted,
specific implementation actions need to be iden-
tified to make transit-oriented development
happen.  This chapter of the workbook focuses
on the implementation strategies that local juris-
dictions can use to help create transit-oriented
development at station areas.

Implementation strategies are grouped within
three major areas:

• Creating a permit and regulatory
environment that encourages rather than
discourages transit-oriented development.

• Pursuing various funding sources that will
support development activity and leverage
private investment.

• Promoting development opportunities through public actions by working
proactively with the development community.

These strategy areas are based on the premise that to achieve transit-oriented
development jurisdictions must do more than just passively allow transit-
oriented development at station areas.  They must encourage the development
community to participate in transit-oriented development, promote private
development through public investment, and actively pursue partnerships with
the development community.

Implementing transit-oriented development will require
attention in three major areas: regulatory environment, public
funding sources, and public/private partnerships.

Part III

Implementing Transit-Oriented
Development in Station Communities
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Regulations that Encourage Transit-Oriented Development

A station area plan contains special standards for a specific area, as well as
describing responsibilities of the public and private sectors.

EXAMPLES OF POTENTIAL STATION AREA IMPLEMENTATION STRATEGIES

• Adopt a market strategy for transit-oriented development
• Prepare specific transit-oriented development guidelines
• Conduct outreach and technical assistance activities
• Adopt new or modify existing development incentives
• Seek passage of state enabling legislation as needed
• Create a transit-oriented development revolving fund
• Prepare station area development profiles and maps
• Undertake joint development projects
• Prepare public/private master plans
• Continue or create public/public partnerships
• Buy land at critical locations from willing sellers
• Use interim land use controls to preserve opportunities

Although transit-oriented development has been hailed for a number of years
as an excellent alternative to conventional low-density development, it has still
not been institutionalized within the permit and regulatory environment of
most jurisdictions in the nation and region.  According to a report published in
the New Urban News, for every dollar invested in transit-supportive land use

developments, over $1,400 is
still invested in conventional
suburban development.   For
this to change, local commu-
nities will need to take a hard
look at how their zoning and
development codes either
frustrate or accommodate sta-
tion area development
activities.
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Described below are three ways of creating a more effective regulatory and
permit review environment for transit-oriented development.

• Modify zoning and development regulations to encourage rather than
discourage transit-oriented development.

• Develop appropriate mechanisms to ensure that regulations are tailored
to individual station areas.

• Simplify and streamline the permit review process.

Adequate commercial and residential densities should be
allowed to support private development interest in station areas.

THE IMPORTANCE OF PREPARING A STATION AREA PLAN

Preparing a station area plan is the first step that must be undertaken before land use
regulations are modified. A station area plan generally contains special standards for a
specific area, including regulations to protect particular natural features, design guidelines
specifically tailored for a site, or detailed responsibilities of the public and private sectors.
In addition, a station area plan can directly impose impact fee requirements to ensure
that capital improvements contained in the plan can mitigate potential adverse impacts
of a proposed development. A programmatic environmental impact statement (see Planned
Actions under GMA later in this chapter) adopted as part of a station area plan streamlines
the permit review process by eliminating the need for additional environmental
documentation.  A station area plan can be a “one-stop shop” where a particular area’s
development policies, land use regulations, capital improvements program, and financing
measures are all contained in one package. By precisely correlating land uses with
supporting infrastructure, developers and local governments can avoid inefficient over
or under-sizing of streets, sewers, water lines, and the like.  Preparing a station area plan
requires collecting and analyzing detailed data and necessitates extensive staff time,
especially if the plan contains regulations not used elsewhere in the jurisdiction.

MODIFY ZONING AND DEVELOPMENT REGULATIONS

Many local zoning codes unwittingly discourage transit-oriented develop-
ment through regulations designed to promote automobile-oriented,
single-purpose, suburban-scale development.
Identifying and eliminating these regulatory
barriers is a necessary first step for creating
successful transit station communities.  This
process is sometimes described as a ‘regula-
tory audit’.  The guiding principles in Part I
of this workbook should be used to deter-
mine whether existing zoning regulations
help or hinder the development of transit sta-
tion communities.
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Some Questions to Ask  in Conducting a Regulatory Audit

YES NO

❑ ❑ Does your code restrict small lot development or zero-lot line
development?

❑ ❑ Does your code allow a full range of housing types, including
cottages, duplexes, and accessory housing?

❑ ❑ Does your code include physical requirements that might
effectively restrict the ability to achieve allowable densities?

❑ ❑ Does your code include a minimum density requirement?

❑ ❑ Does your code allow residential above ground-level
commercial uses?

❑ ❑ Does your code contain performance criteria for determining
what specific uses are and are not allowed in a station area?

❑ ❑ Does your code provide incentives for developers to provide
parks, a plaza, or other public open space?

❑ ❑ Does your code have different standards for streets that have
been designated as primary pedestrian streets?

❑ ❑ Does your code require convenient access between a building
entry and public walkways?

❑ ❑ Does your code require (or provide incentives for) buildings to
be built along the public right-of-way?

❑ ❑ Does your code require wider sidewalks in the station area?

❑ ❑ Does your code require that a street grid be continued and/or
established in the station area?

❑ ❑ Does your code require pedestrian connections within parking
lots?

❑ ❑ Does your code require expanded street and building lighting
requirements in the station area?

❑ ❑ Does your code restrict the number and frequency of curb cuts
along streets in a station area?

❑ ❑ Does your code require pedestrian amenities such as weather
protection, public seating, or other improvements?

❑ ❑ Does your code have special provisions for infill development
on small or undersized lots?

❑ ❑ Does your code allow a waiver of parking based on level of
transit access to the site or availability of on-street parking?

FIGURE 8
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In modifying regulations, it is important to take into consideration market
forces as discussed in the previous chapter. Land use regulations that are too
stringent may discourage all development activity while regulations that are
too broad may allow development that is not desirable.  An economic analy-
sis of new regulations should be conducted to ensure they do not represent a
true disincentive to positive development.  Appendix A contains more detail
on completing a regulatory audit for transit-oriented development.

TAILOR REGULATORY MECHANISMS TO THE STATION AREA

In conducting a zoning or regulatory audit you may find that many of the
objectives you want to achieve within a station area are not desired or appropri-
ate in other parts of the jurisdiction.  For instance, implementing reduced
parking requirements jurisdiction-wide could cause problems in certain areas.

There are many ways to apply or fine-tune regulations to achieve desired
objectives in a station area.  Many jurisdictions in the region already use
different techniques to tailor their code to historic districts, growth centers,
or other unique areas.  Below are some common ways that zoning regula-
tions can be tailored for use in achieving station area objectives.

NEW ZONE CLASSIFICATIONS

The most common and basic way to implement new land use objectives is to
create new zone classifications that can be used within a defined station area.
This approach is useful if the land use objectives in other parts of the juris-

EXPERIENCES MODIFYING DEVELOPMENT REGULATIONS AND PERMIT PROCEDURES

• The city of Tacoma is planning to use five new “Mixed-Use Center Districts” to
encourage development in activity centers.  Each zone is tailored to the residential,
commercial, or industrial character of the center.  The new zones replace existing
zoning entirely and are combined with additional design and engineering guidelines.

• The city of Seattle contains two pedestrian overlay zones that reduce parking
requirements, limit parking lot development in commercial cores, and requires
pedestrian-oriented ground level uses.

• The city of Redmond conducted an evaluation of its existing procedures by
interviewing past permit applicants, staff, and design review board members.  As a
result of this effort, the city modified its permit review process to make it more
effective for both applicant and city staff.

• The city of Gresham, Oregon, created four new zones for a new center around a
light rail station.  Each zone encourages a minimum amount of certain  development,
but then allows intermixing of other types, subject to compliance with transit-
supportive development standards.  This scheme ensures a mix of uses, as desired in
the center plan, but gives considerable flexibility.
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diction are much different
and minor modifications to
existing classifications will not
work.  Emerging urban areas
may need to use new classifi-
cations if they are to achieve
some of the more dramatic
changes needed at their sta-
tion areas.  The drawbacks are
that new classifications could
make the land use code more
complicated and difficult to
use for the developer, the
community, and the planner.

TRANSIT OVERLAY ZONE

If the current zoning needs only minor modifications, an “overlay zone” might
be appropriate.  An overlay zone retains the existing zoning, but adds some
supplemental provisions that apply only to the station area.  In some cases an
overlay zone is more restrictive, such as prohibiting auto-oriented uses, while in
other cases it may be more flexible, such as allowing existing parking spaces as
part of a new development’s requirement.  The advantage of an overlay zone is
that you can tailor regulations for a specific area without having to add an
entirely new district to your zoning code.  An overlay zone may also be less
threatening to local property owners than entirely new zoning.  One disadvan-
tage to an overlay zone is the additional layer of rules that can increase complexity.

NEW ZONING DISTRICTS

Another approach is to create an entirely new type of zoning district with
its own land uses and development standards.  An advantage to an entirely
new zoning district is that regulations can be specifically tailored to center
objectives and can be more clear and simple.  However, if a larger center is
treated as one large mixed-use district, it could be difficult to manage dis-
tribution of land uses according to your center plan.  For instance, if there
is a strong market for office space you might end up with nothing but new
office buildings in a zone where you had hoped to get a mix of uses.  This
might also be confusing to developers who have done projects in other
parts of the jurisdiction.

DESIGN GUIDELINES

Another way to ensure that land use regulations are tailored to a commu-
nity is to develop and use transit-oriented development design guidelines.

In Tacoma, new zoning classifications were developed for the Tacoma Dome
Station Area.
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Design review can be an important regu-
latory tool for developing transit-oriented
communities.  Generally, design guide-
lines are used in conjunction with zoning
requirements in directing new develop-
ment to achieve public objectives.
Whereas zoning codes can regulate
quantifiable and easily determined char-
acteristics such as use, height, bulk, and
setbacks, design guidelines are more suc-
cessful in addressing other objectives such
as building design, pedestrian orienta-
tion, building scale with respect to its
surroundings and special site design is-
sues.  While zoning provisions usually rely on specific formulas or criteria,
design guidelines can be much more flexible.

For example, most zoning codes deal with parking lot landscaping by speci-
fying a specific quantity of trees and landscaping per unit of parking or a
specific width of border planting around a parking lot.  Design guidelines
can be written that specify a design objective and allow a number of ways to
achieve the goal, many of which might be more effective and less costly than
the formula provided in the zoning code.  To quote a common analogy, “if a
zoning code is a butcher knife, then design guidelines are a scalpel.”  Design
guidelines are a way to add flexibility to project review while ensuring that
specific objectives for the station area are met.

TYPES OF DESIGN REVIEW GUIDELINES

Design guidelines can be used to address a number of objectives that are important to
the success of transit- oriented development, including:

• Site planning–integration of large site development, provision of street grid, site
design of corner lots, orientation of parking, safety and security, and side and rear
yard compatibility with neighbors.

• Pedestrian orientation–access to site, on-site pedestrian circulation building entries,
pedestrian safety, weather protection and amenities.

• Vehicular access and parking–access streets and entries, design of parking lots,
incentives to reduce the amount of parking.

• Building design–building scale and relationship to human scale, fit with
surroundings,  fit with historic character of district, material and colors, lighting,
and mechanical equipment and service areas.

• Landscaping–integration with site design and building, special opportunities or context.

Design guidelines provide communities a tool to more accurately
reflect local priorities.
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PREPARING A DESIGN GUIDELINE REVIEW PROCESS

DETERMINE HOW PROJECTS WILL BE REVIEWED WITH RESPECT TO THE GUIDELINES.
— Will review be done by administrative staff, or by a special design review board?  How
can review be accomplished without increasing the permit time?  If projects are to be
reviewed by a review board, such as is done in Edmonds or Redmond, the guidelines
themselves can be more general and subject to interpretation.  On the other hand, if the
guidelines are to be administered by staff such as in Kirkland or Kent, then they must be
a little more specific and less reliant on subjective judgment.  In either case, the guidelines
must provide clear and understandable criteria on which to base review decisions.

IDENTIFY GUIDELINES THAT CAN WORK EFFECTIVELY WITH OTHER LOCAL DEVE-
LOPMENT REGULATIONS.  — Guidelines should not unnecessarily duplicate or contradict
zoning code provisions.  Where a guideline addresses the same issue as another code
provision, it should be cross referenced to avoid confusion.  Guidelines can be used to add
flexibility to a zoning code.  For example, the zoning code might call for a specific minimum
building setback unless an exception is agreed to as part of the design review process.
The Seattle design guideline program allows permit applicants to use the design review
process to seek design “departures” (more flexibility) from the city’s tightly constrictive
and formulaic zoning code.

ESTABLISH A PROCESS THAT ALLOWS DEVELOPMENT TO FIT WITH THE DESIRABLE

ASPECTS OF ITS LOCAL CONTEXT.  — Historic district guidelines are the most obvious
example of this principle because there is a well defined design character to reinforce. In
other areas the context may not be as obvious and the design guidelines should be focused
toward redevelopment objectives.  For example, Tukwila’s design guidelines for Highway
99 emphasize the characteristics envisioned in the corridor redevelopment plan and
acknowledge that the highway’s existing development character will change over time.
Seattle’s design guideline program is based on a set of general, city-wide guidelines, but
local communities can refine guidelines for the particular area to address special conditions,
architectural context or community revitalization objectives.

ENSURE THAT PROCESS WILL NOT ADD SIGNIFICANT DEVELOPMENT COSTS OR DELAY

PERMITS. — While people might think that a design review process will add cost and
time to a project, this is not necessarily the case.  Case studies in Seattle and Kirkland
found that design review was not a significant factor in development costs.  Many
communities, such as Redmond, Seattle and Woodinville, are experiencing more
development now than before design review was established.  However, it is very important
that the cost and time implications of proposed design guidelines and review procedures
be studied prior to adoption.  This can be done by working directly with local developers
and by comparing the effects of similar design review programs of other communities.

DEVELOP GUIDELINES THAT ARE CLEAR, CONCISE AND WELL ILLUSTRATED.  In the
broadest sense, effective design guidelines are primarily a communication tool.  Guidelines
should help project proponents better understand and respond to objectives, help staff
evaluate proposals objectively and fairly, and help community members articulate and
achieve their objectives.  Design review takes place most effectively when each party can
explain themselves and understand the other’s intentions.  Examples and illustrations are
invaluable in explaining spatial relationships and design concepts.  “Portfolios” of exemplary
projects can help to further explain the city’s objectives.
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SIMPLIFY THE PERMIT
REVIEW PROCESS

Many private developers
cite length of time and un-
certainty in the permit
process as primary barriers
to development.  The per-
mit review process plays a
large role in both the time
and level of certainty in get-
ting development approval.
Facilitating the permit pro-
cess can provide a powerful
incentive for transit-ori-
ented development.  Below
are a number of ways to
streamline permit review in
station areas.

REMOVE OR CONSOLIDATE STEPS IN THE PROCESS

Identify permit review steps that can occur concurrently or may be unneces-
sary within a station area.   For instance, development at transit station areas
may be able to avoid concurrency review requirements under state law due to
the high degree of transit accessibility.

MAKE SURE THE

APPLICABLE REGULATIONS ARE ORGANIZED AND EASILY ACCESSIBLE

Simplify the process for developers and the community by preparing a code
packet that contains all the regulations for the station area.  The packet is
especially useful in attracting developers from outside the area and in facili-
tating more complex mixed-use projects.

REVIEW PRIOR APPEALS TO IDENTIFY OPPORTUNITIES

Review of appeals or requests for exemptions from regulations can unearth
procedural and regulatory difficulties.  For example, Seattle was able to provide
more affordable housing by relaxing open space standards that were difficult to
meet in small residential projects.

ALLOW FOR FLEXIBILITY IN THE PERMIT PROCESS

Some applicants may favor a speedy, predictable process while others may
prefer some flexibility to achieve a less-traditional proposal.  Applicants
could choose between a fast-track method that must meet predetermined
standards, and a flexible method with performance criteria and a more
interactive review process.

A programmatic EIS for the entire station area reduces project-level review for
each development that is proposed.
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Identifying adequate funding sources for station area development can be an
enormous hurdle.

CONDUCT SOME OF THE PERMIT STEPS IN ADVANCE OF THE

DEVELOPMENT PROPOSALS

Examining specific impact issues in a planning process, such as transporta-
tion or utility capacity, can reduce project uncertainty and permit review
time for developers.  This is especially true if the plan specifically evaluates
the impacts and establishes mitigation for the level of development envi-
sioned in the plan.

Funding Sources for Transit-Oriented Development
If a station area is not served with sufficient streets, sidewalks, utilities, parks,
schools, and other community facilities, transit-oriented land use develop-

ment will not occur.  Pub-
lic capital investment is a
proven way to induce pri-
vate development.  Once
the infrastructure needs are
identified in the planning
process, the most pressing
infrastructure question is
“How can we pay for the
improvements?”

There is no single source of
funds designed to facilitate

transit-oriented development at station areas. The sources of capital funding
available are the same as those used for regular municipal infrastructure devel-
opment.  The funding challenge is to use these resources in such a way as to
maximize the potential development opportunities in a station area.

LIGHT RAIL STATION AREA PLANNING UNDERWAY IN SEATTLE

Station area planning in Seattle is built upon the neighborhood planning process.  Through
station area planning, the city helps to guide Sound Transit in locating the light rail line and
its stations in Seattle. The central section of the light rail system within the city of Seattle
will include about 20 stations.  Seattle hired a team of consultants to conduct a market
analysis, assess transit-oriented development potential on a station-by-station basis, and
prepare station area plans when an alignment is selected.  A market study for each station
area will identify the kinds of activities and services that might be attracted to the light rail
station areas and then strategies will be developed to encourage that type of development
in keeping with the community’s vision.  Finding adequate funding to complete the plans
and improvements will be the next major obstacle for the city to address.
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A PLANNED ACTION ENVIRONMENTAL IMPACT STATEMENT

In 1995, the State legislature incorporated the concept of a planned action environmental
review into the State Environmental Policy Act (SEPA) and the Growth Management Act
(GMA).  The new law allows local governments to prepare a “planned action” or
programmatic Environmental Impact Statement (EIS) that can eliminate or reduce the
requirement for project-level SEPA review, provided the proposal is within the parameters
of the original planned action evaluation.  Local jurisdictions, planning under GMA, were
given the option of adopting this new project action as part of their local SEPA Ordinance.
An example of a planned action might be one in which a jurisdiction has a strong interest
in how specific properties are developed, such as directing specific types of development
around a proposed transit station. The EIS for a planned action would provide a level of
environmental analysis that is similar to what would normally be required at the project
level. The planned action must be adopted by a city ordinance. The planned action ordinance
would indicate where in the EIS the environmental impacts have been addressed, and
should include mitigation measures. If desired, the ordinance may set a time limit for
planned action designation. Prior to ordinance adoption, an intensive level of public review
for both the ElS and the proposed planned action ordinance is crucial. Since there is no
threshold determination or EIS required for individual projects proposed and found
consistent with the planned action, there would be no opportunity for public review or
appeal of the adequacy of the environmental documents or the threshold.

Below is a list of capital infrastructure funding sources from the federal,
state, and regional and local levels.  No one source of funding will meet the
infrastructure needs of a station area.   A number of funding sources are
needed as part of comprehensive, targeted funding strategy.  A targeted
funding strategy will allow jurisdictions to link funding for infrastructure
with the likely beneficiaries of the proposed improvement.  This allows
jurisdictions to extend their limited resources and lets them benefit from
the increased value created by the public investment.

FEDERAL FUNDING SOURCES

TRANSPORTATION

EQUITY ACT FOR THE 21ST CENTURY

The new Transportation Equity Act for the 21st Century — called TEA-21
— passed by U.S. Congress in 1997 commits over $200 billion in
transportation investments through the year 2003.  TEA-21 picks up where
the Intermodal Surface Transportation Efficiency Act (ISTEA) of 1991 left
off by placing federal priority on intermodal connections and providing regions
with the funding flexibility to meet their specific needs.  About 18 percent of
all TEA-21 funding is allocated to transit (up from 17 percent in ISTEA).
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TEA-21 federal funds have increased for making
improvements to the pedestrian environment.

More important is that about 40 percent of funds
are flexible for a wide variety  of transportation
needs.  The major categories of ISTEA funding
have generally remained the same under TEA-21.
These include:

• SURFACE TRANSPORTATION PROGRAM (STP).
Eligible projects include all travel modes — roads,
transit, bicycle, pedestrian, marine and ports.  STP
funds include a 10 percent set-aside for
“enhancement” projects, including non-motorized
facilities.  The program is regionally administered
in the four-county Puget Sound region (King,
Pierce, Snohomish, and Kitsap counties).

• STATEWIDE COMPETITIVE ALLOCATION. Eligible projects include those
associated with economic development, public/private partnerships, and
unique, innovative projects.  Approximately $30 million has been available
for distribution per year on a statewide competitive basis.

• CONGESTION MANAGEMENT AND AIR QUALITY (CMAQ).  CMAQ funds
projects designed to help achieve federal clean air standards by reducing
transportation-related emissions.  Station area improvement projects should
compete well for CMAQ funding consideration.

TRANSPORTATION AND

COMMUNITY AND SYSTEMS PRESERVATION PILOT PROGRAM (TCSP)

The TCSP (administered by the Federal Highway Administration) is a new
funding source under TEA-21 which may prove to be an excellent source for
funding transportation improvements in station areas.  Initiated in 1999, the
pilot program is designed to address the relationship between transportation
projects and land use development.  Specifically, the program funds will be
targeted to transportation projects that can demonstrate a positive influence
on private land development.  United States Department of Transportation
is particularly interested in supporting projects that are ready to begin so that
results can be collected, documented, and shared fairly quickly with others.
The program provides funding over a five year period, with $20 million in
fiscal year 1999 and as much as $50 million for each subsequent year.  In
1999, the Puget Sound Regional Council received TCSP funds to initiate
station area planning assistance activities.
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ECONOMIC DEVELOPMENT TECHNICAL ASSISTANCE GRANT PROGRAM

This program is administered by the U.S. Department of Commerce’s Eco-
nomic Development Administration (EDA).  Grants are targeted to solving
specific economic development problems, determining  development op-
portunities, and expanding local organizational capacity in distressed areas.
The intent of the program is to lead to near-term (1 to 5 years) generation or
retention of  private sector jobs and promote economic diversification.  The
program focus is on distressed rural areas and state and federally designated
enterprise zones.  Because priority is placed on assisting economically dis-
tressed areas, many station areas in the central Puget Sound region may nor
compete well for these funds.  Grant awards generally range between $20,000
to $25,000 per project.  Grants require a 25 percent match.

FTA LIVABLE COMMUNITIES INITIATIVE

In 1994, the Federal Transit Administration (FTA) launched the Livable Com-
munities Initiative providing financial support for linking land use and tran-
sit investments.   The Initiative funds community facilities located adjacent
to rail and bus lines that are aimed at increasing transit ridership.  The initia-
tive brings together several funding sources (Block Grants, Surface Transpor-
tation Program, and Congestion Mitigation and Air Quality funds) for projects
that maximize the use of transit.   The Livable Communities Initiative pro-
vides a new funding mechanism for transportation related projects that often
have difficulty securing conventional funding.

Examples of Livable Communities Initiative funding include a $1.9 million
grant for the development of a child care center at a station in Baltimore, a
$10 million grant for the extension of pedestrian walkways at a Atlanta

NEW FEDERAL PROGRAM — LOCATION EFFICIENT MORTGAGES

In a transit station community, residents can walk to a grocery store, ride public transit to
work, and use a bike to run errands on the weekend.  Research in Chicago showed that
residents near a major transit facility were likely to own just one car per household and
drive fewer than 900 miles per month.  The research also found that monthly transportation
costs were just $380 per month for residents near stations compared to about $660 per
month for a typical suburban dweller.   These costs savings will be able to be put toward
housing costs under a new program initiated by the National Resources Defense Council
in cooperation with Fannie Mae.  The program, called Location Efficient Mortgages or
LEM, enables banks to grant households living in close proximity to transit service a
higher loan to debt ratio.   The lower transportation costs of station community households
are subtracted from principal, interest, taxes, and insurance when calculating mortgage
qualifications.  This program could help low-moderate income and first-time home buyers
break into the home ownership market.  Market tests are being conducted in Chicago,
San Francisco, and Seattle.
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The FTA Livable Communities Initiative is intended to support planning and
implementation projects that link transit and land use development.

MARTA station,
$4.5 million for im-
proved station area
landscaping, light-
ing, and other
station area enhance-
ments at a San
Francisco BART sta-
tion, and $2 million
land acquisition
scheme for a station
on the MAX  line in
Portland.  Each year

the funding levels are different depending on availability of discretionary
funds and there is no formal application process.  Generally less than 30
projects are funded nationwide per year.  Requests for funding should be
made to the regional FTA office through the Metropolitan Planning Orga-
nization — the Puget Sound Regional Council.

SECTION 5309 NEW STARTS FUNDING

One of the main FTA funding programs is the “new starts” program, which
funds the building and extensions of fixed-guideway transit (rail or bus) sys-
tems.  In 1997, the FTA developed new guidelines for choosing among

PORTLAND AND FEDERAL NEW START FUNDING

The Portland experience of linking land use and transit investments has had national
implications for the federal role in funding light rail construction projects and made a
critical difference in securing rail funding in the Portland region.  During construction of
the Westside MAX project, the federal Office of Management and Budget  (OMB) initially
recommended against funding the extension based on its narrowly defined cost-effectiveness
equation.  The Federal Transit Administration (FTA) took the lead in urging OMB to consider
the benefits of land use when associated with light rail development.  To finalize the
agreement with OMB, FTA took the unprecedented step of making funding for the Westside
extension contingent on land use changes in the corridor. OMB agreed the project was
warranted if its land use benefits were backed up by law.  The full funding grant was amended
to require the enactment of local and regional plans that would positively impact transit
ridership through land use changes at stations. In Portland, MAX has strong bipartisan
support because it is widely seen as an investment tool to build a livable community.  This
experience has important implications and lessons regarding the potential for future
authorization of federal funding for new rail starts in the central Puget Sound region.
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competing projects that give increased emphasis on transit-supportive land
use planning.  The new guidelines identify “transit supportive existing land
use policies and future patterns” as one of the key criterion.  Among the
specific elements that the FTA is looking for include: supportive zoning regu-
lations near transit stations, tools to implement land use policies, and a
demonstrated ability to actually achieve planned land use changes.  As the
FTA decides among competing projects, priority will be given to those that
link new development to transit stations.  This new criterion has been instru-
mental in helping the Portland region increase its share of federal funding
support.  Competition is growing for this funding source as more and more
regions begin implementation of new fixed-guideway transit systems.

TRANSIT-ORIENTED DEVELOPMENT (TOD) REVOLVING FUND

Jurisdictions can take advantage of changes in FTA rules (1997) that allow
local agencies to use funds generated by joint development for other transit-
oriented development activities.   For example, income for the sale of surplus
property or air-rights development can be deposited into a revolving fund
for the purpose of supporting other transit-oriented development activities.
To the extent that the original expenditure was financed by federal funds, the
jurisdiction will have somewhat greater flexibility in how the revolving fund
can be invested.

COMMUNITY DEVELOPMENT BLOCK GRANT (CDBG)

CDBG provides eligible
communities with direct
grants for the purpose of
neighborhood revitalization,
economic development, ex-
panding affordable housing
opportunities or improving
community facilities and
services.  The grants are in-
tended for the principal
benefit of low- and moder-
ate-income households.
Eligible communities are cit-
ies with populations greater

CBDG funds can be used on a wide range of community revitalization projects.
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than 50,000, other local governments designated as central cities of metro-
politan areas and urban counties with more than 200,000 residents (excluding
residents of eligible cities).  Eligible activities include, but are not limited to:

• Acquiring real property for program purposes.

• Reconstructing or rehabilitating housing and other property.

• Building public facilities and improvements, such as streets, sidewalks,
sewers, and water systems.

• Assisting for-profit businesses with special economic development
activities.

• Assisting low-income homebuyers directly through down-payment
assistance, subsidized interest rates or helping with closing costs.

JOHN HEINZ NEIGHBORHOOD DEVELOPMENT PROGRAM

The John Heinz Neighborhood Development Program provides funding for
local organizations engaged in development activities that are focused on
low- and moderate-income households.  The funding support offered through
this program must be matched by some other source of funds secured by the
organization.  Eligible activities are similar to the CDBG program.

SECTION 108 LOAN GUARANTEE PROGRAM

Section 108 program is designed to assist local governments that are partici-
pating in the CDBG program with federally guaranteed loans to support
large economic development projects.  This program allows local govern-
ments access to larger pools of capital by allowing them to pledge future
CDBG grants as support for the loans.  The loan must be used for projects
that meet at least one of the three program objectives: eliminating urban
blight; creating or retaining jobs for low- and moderate-income residents;
and meeting urgent community development needs.

Generally, the type of project best suited for this program would generate
sufficient cash flow to meet the debt service requirements of the loan, leav-
ing the CDBG funds available for other local programs.  The statute was

SECTION 108 IN ACTION

The Section 108 program was recently used to augment the project financing for large
scale developments in Seattle and Spokane.  The city of Seattle used this mechanism to
provide $24 million to support the Pacfic Place retail development in downtown Seattle.
In Spokane, the program was tapped to support the River Park retail development.  In
both cases, the projects were seen as cornerstones of downtown revitalization and
important to retain and expand the retail job base.
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revised in 1994 to allow funds to be used for facilities that do not generate
cash flow, if an alternate source of funds is identified to repay the loan.

ECONOMIC DEVELOPMENT INITIATIVE

The Economic Development Initiative (EDI) offers local governments that
use Section 108 loan guarantees a mechanism to reduce the level of risk to
their CDBG funds.  Section 108 requires a grantee to pledge up to 5 years
of CDBG funds to support the loan.  The EDI offers grants
that can be used to provide additional security for a Section
108 loan, thereby reducing the grantee’s CDBG exposure in
the event of a loan default.  Alternately, the grantee could use
the EDI funds in direct support for the project, thus reducing
the reliance on the Section 108 loan.

EMPOWERMENT ZONES

AND ENTERPRISE COMMUNITIES (EZ/EC) INITIATIVES

The EZ/EC initiative targets tax incentives, grants and loans
to designated low-income areas for the purpose of fostering
job creation and business expansion opportunities.  To apply
for EZ/EC status, local jurisdictions and states must identify
local needs and develop strategies to meet those needs.  Once
designated, these jurisdictions may apply for priority fund-
ing under several HUD programs such as CDBG and EDI.
In addition, EZ employers are eligible for a number of other
incentives, such as wage tax credits, increased tax expensing
for capital equipment purchases, and tax-exempt bond fi-
nancing for property, land and improvements.

COMMUNITY AND INDIVIDUAL

INVESTMENT CORPORATION (CIIC) INITIATIVE

The CIIC initiative provides capital for community-based or-
ganizations that invest in low-income areas.  Many
lower-income neighborhood businesses face significant chal-
lenges in securing traditional bank financing for business
expansion.  This CIIC provides initial capital for forgivable
loans for workforce development, job creation, business growth,
and rental housing rehabilitation.  The program is designed to
augment organizations’ private sources of capital.

A variety of federal programs are focused
on increasing the supply of affordable
housing options.



82 PUGET SOUND REGIONAL COUNCIL

CREATING TRANSIT STATION COMMUNITIES: A TRANSIT-ORIENTED DEVELOPMENT WORKBOOK

DRAFT

HOME INVESTMENT PARTNERSHIP PROGRAM (HOME)

HOME is the largest federal block grant program whose focus is providing
affordable housing opportunities.  HUD establishes Home Investment Trust
Funds for each participating jurisdiction, providing a line of credit that can
be tapped for various forms of housing assistance.  This program focuses on
low-income households, as 90 percent of benefiting households must be at
or below 60 percent of the HUD-adjusted median income for the area.
Incomes of receiving families cannot exceed 80 percent of the median for
the area.

HOMEOWNERSHIP ZONES INITIATIVE (HZI)

The HZI program is designed to address blighted and under-utilized areas
in inner cities and inner suburbs by providing grants and loans for housing
development and to stimulate investment in the area.  Funding for this
program is from the Economic Development Initiative and Section 108
loan programs.

WASHINGTON STATE FUNDING SOURCES

THE TRANSPORTATION FUND

The Transportation Fund, created by the Washington State Legislature in
1990, receives motor vehicle excise tax (MVET) revenue.  Since the fund is
subject to legislative appropriation every two years, its long-term potential is
unknown.  In recent years, the fund has been primarily dedicated to expand-

PUBLIC WORKS TRUST FUND LOAN CRITERIA

• Counties and cities must have a local adopted one-quarter of one percent (0.25%)
real estate excise tax.

• Counties and cities planning under the Growth Management Act (GMA) must be in
compliance with adoption time lines for their comprehensive plan and development
regulations.

• Counties, cities, and special purpose districts not planning under GMA must have
adopted a Capital Facilities Plan for each eligible system they own that meets Public
Works Board standards.
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ing capacity of state highways.  Because the fund is not constrained by the
state’s 18th Amendment, transit and transit-supportive improvements are eli-
gible and could receive future funding.  However, the fiscal realities of state
transportation funding are such that it is unlikely that this will be a signifi-
cant source of transit-oriented development related revenues.  Transit
investments are likely to be focused on HOV and other high-capacity transit
infrastructure.

TRANSPORTATION IMPROVEMENT BOARD

The Transportation Improvement Board (TIB) is an independent agency founded
in 1988 that distributes funds through the Urban Arterial Trust Account (UATA)
and the Transportation Improvement Account (TIA).  Competition for funding
is fierce and projects are ranked based on specific criteria.  The UATA funds city
and urban county road projects to reduce congestion, improve safety, and ad-
dress design and structural problems.  The TIA funds projects to alleviate
congestion resulting from economic development and population growth.  The
UATA is projected to award $35 million per year and the TIA $40 million per
year, both on a statewide competitive basis.

PUBLIC WORKS TRUST FUND

Administered by the State Department of Community, Trade and Economic
Development, the Public Works Trust Fund is a revolving loan program pro-
viding low-interest loans to local governments and special-purpose districts for
the repair, replacement, rehabilitation, reconstruction, or improvement of ex-
isting public works systems.  Qualifying projects include bridges, roads, domestic
water, sanitary sewer, storm sewer, and solid waste systems.  Only existing roads
or facilities are eligible for a loan.  Since transit-oriented development projects
are often infill-type develop-
ment, this program would
be applicable where existing
infrastructure is insufficient
to meet the higher demands
of more dense development.

Numerous state sources can help fund local parks and trails which are an
important feature in transit station areas.
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INTERAGENCY COMMITTEE FOR OUTDOOR RECREATION

The Interagency Committee for Outdoor Recreation (IAC) administers sev-
eral publicly funded grant programs that help finance recreation and
conservation projects throughout the state.  To be considered for IAC grants
the proposed project must be operated and maintained in perpetuity for the
purposes for which funding is sought and project sponsors must complete a
systematic planning process prior to seeking funding.  This is a good source
for  parks and amenities that can make a station area more attractive.

WASHINGTON WILDLIFE AND RECREATION PROGRAM

This program funds four categories of wildlife and recreation projects: water
access, local parks, trails, and urban wildlife habitats.  Historically, grant awards

have ranged between $10,000 and $500,000 per project.
The grants require a 50 percent match from the local
agency.  In general, projects are evaluated based on need,
project scope, site suitability, design, cost efficiency, com-
munity support, urgency of acquisition, inclusion in a
comprehensive plan, and proximity to populated areas.
This is potentially a good source for trails and natural
system enhancements with station areas.  The three project
categories are described below:

• WATER ACCESS PROJECTS — These projects must
provide physical access to a shoreline for water-based
recreation.  Examples of eligible projects include the
acquisition of waterfront property and the development
of canoe and fishing access points.

• LOCAL PARK PROJECTS —This is the broadest project
category and includes the acquisition, development,
and renovation of parks.  Examples of projects funded
in this category include athletic fields, tennis courts,
swimming pools, open play areas, and more general
recreational facilities.

• TRAIL PROJECTS —This category funds regional trail
system projects.  Projects funded in this category have
included portions of the Burke-Gilman Trail System,
King County Green River Trail, and the Ruston Way
Trail.

Construction loan
programs provide
a flexible source of
funds for roadways
and other public
works projects.
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CONSTRUCTION LOAN PROGRAM

This program provides loans for the repair, replacement, rehabilitation, re-
construction, or improvement of existing roads or facilities.  Project selection
is based on two criteria: 1) the ability to demonstrate good management
practices (60 percent) and 2) project need (40 percent).  During the 1998-
99 application cycle approximately $190 million is available for construction
loans.  The maximum funding level during a biennium is $7 million for a
jurisdiction with a population under 100,000, and $10 million for a juris-
diction with a population over 100,000.

Applications are accepted in early spring and evaluated by the state Public
Works Board.  Project recommendations are submitted to the State Legis-
lature for approval and appropriation of funds.  Typically, it is a year between
application submittal and fund distribution.  The application process is
very competitive; approximately 100 construction loan applications are re-
ceived annually with only about 50 receiving loans.

Any loan award must be matched from locally generated revenue.  A loan’s
interest rate is driven by the size of the local matching funds:  3 percent
interest with a 10 percent match, 2 percent with a 20 percent match, and 1
percent with a 30 percent match.  The term of the loan is 20 years, with
annual payments due on July 1st.  Projects must be completed within 30
months after contract execution.  The program is highly competitive and
requires a local match.

PRE-CONSTRUCTION LOAN PROGRAM

This program is intended to help local governments accelerate the construc-
tion of public works improvements and to provide more flexible financing
options.  The loan may be used for pre-construction activities associated
with repair and replacement projects, including preliminary engineering,
design engineering, bid-document preparation, right-of-way acquisition, and

VOTER APPROVED INITIATIVES

In cases where transit-oriented development is desired, but the market may not be
providing the type and intensity of use, there may be a role for voted general obligation
bonds.  The improvements would serve the existing community by providing needed
amenities, encouraging new development in the area, and assisting in mitigating some
of the potential impacts from the new projects.

One of the recommendations that has come out of the Housing Action Agenda in the
city of Seattle is to fund a package of neighborhood improvements by ballot measure to
provide the necessary neighborhood amenities to support new housing development.
This is in recognition that the public sector has a significant role in preparing for and
encouraging new, higher density residential development.
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environmental studies.  It is estimated that the program will have $10 mil-
lion to loan during the 1998-99 application cycle.  The maximum funding
level per jurisdiction is $1 million, and the funded project must be com-
pleted within 18 months after contract execution.

The program has two application cycles each year:  one in the fall and one in
the spring.  The spring application is included as part of the Construction Loan
Program application.  Interest rates are based on the size of the local match and
the loan term is five years.  Since legislative approval is not necessary for pre-
construction loans, contracting begins immediately following the approval of
the Public Works Board.

COMMUNITY ECONOMIC REVITALIZATION BOARD (CERB)
This program awards loans and grants in unique circumstances to local gov-
ernments to help finance the construction of new public infrastructure required
by private sector development.  Its purposes include encouraging the expan-
sion of business and industry to provide stability in income and employment,
and strengthening the economies of areas with high unemployment.  An
emphasis is placed on the creation and retention of manufacturing jobs.  Eli-
gible projects include sanitary and storm sewers, domestic and industrial water,
access roads, bridges, railroad spurs, electricity, natural gas, general purpose
industrial buildings, and port facilities.  Applications must provide evidence
that a private development or expansion is ready to occur and will only occur
if CERB funds are provided.

Projects receiving loans are typically located in natural resource-based econo-
mies in rural areas with high unemployment rates.  The primary criterion for
receiving a CERB loan is demonstration of need.  There is a $750,000 loan
limit per project.  Since these grants go to areas of high unemployment, they
have, at least for the present, little applicability for Puget Sound.  However,
they might be used for brownfield development or in a relatively depressed
subarea within the region.

REGIONAL AND LOCAL FUNDING SOURCES

PUBLIC WORKS CONSTRUCTION PROGRAM

Administered by the Central Puget Sound Economic Development District
(CPSEDD), the purpose of this program is to provide grants to fund the
construction of facilities that attract new industry, encourage business expan-
sion, diversify the economy, and generate long-term private sector jobs.  The
primary evaluation criterion is the number of private sector jobs generated or
retained by the public investment.  Since the goal of this program is job
expansion, there may be limited applicability to transit-oriented develop-
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Regional and local
funding sources
provide oppor-
tunities to support
improvements that
are not generally
addressed in state
and federal
programs.

ment.  Eligible projects include wa-
ter and sewer facilities primarily
serving industry and commerce, ac-
cess roads to industrial sites or
industrial parks, port improvements,
and business incubator buildings.

During the past five years CPSEDD
has provided $5 million in grants
through this program.  The maxi-
mum funding level per project is $1
million, but the District has the dis-
cretion to add a 10 percent
($100,000) bonus to a grant award.
In general, the grant can only fund
50 percent of a project’s total budget.
However, more than 50 percent of the
project’s budget may be funded if it is located in an area with an unemploy-
ment level that exceeds the national average by at least 2 percent.  The
remaining project budget must be funded with non-federal funds.  This source
is most applicable to industrial employment centers and requires a match.  It
may be a possible source for commuter rail stations that are impacted by
increasing rail movement.

TRANSIT STATION DEVELOPMENT ENVIRONMENTAL MITIGATION

This source could be used for mitigation measures at station areas and for
improvements or project elements that will serve to enhance the transit-ori-
ented development potential of the area.  Examples include enhanced
streetscape improvements, enhanced accessibility to station, signal improve-
ments, public art, incorporation of open space or urban park improvements,
signage, and sidewalk enhancements.  The level of impact must be substanti-
ated, but this is a potentially important source.

LOCAL CAPITAL IMPROVEMENT BUDGET

A local government’s most reliable source of capital funding is its own capi-
tal improvement budget.  While these revenues are within the direct control
of local government and are generally predictable, there is often fierce com-
petition among the jurisdiction’s many priorities.  In most communities,
the needs for capital funding far exceed expected resources.  Thus, the chal-
lenge for funding transit-oriented improvements is generally one of raising
the priority within the overall list of needs.
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The Kent LID has helped to revitalize the downtown area.

A supporting argument for assign-
ing a high priority to transit-oriented
projects is the potential return to the
community in the form of higher
property taxes and sales taxes from
the construction of transit-oriented
development projects.  Because lo-
cal government investments are
leveraging the transit investment in
the area, the development potential
around stations offers a significant
opportunity for a high return on the
local investment.

63-20 FINANCING

Another municipal funding option is the so-called “63-20” funding mecha-
nism.  63-20 financing is an alternative method of obtaining tax-exempt
financing that is available under the Internal Revenue Code.  This method
allows a nonprofit corporation to issue tax-exempt debt on behalf of a political
subdivision for the purpose of financing facilities.  However, bond proceeds
cannot be used to finance working capital or to purchase an existing facility
from a person who will continue to use the facility after the bonds are issued.

The issuer of the bonds must be organized under the general nonprofit cor-
poration law of the state.  The articles of incorporation must provide that
none of the corporation’s income would benefit a private person.  If the fi-
nanced facility is leased to an entity other than the nonprofit issuer of the
debt, the tenant is required to be either a governmental entity or a charitable
organization.  To qualify for 63-20 financing, certain requirements must be
met, including the transfer of the facility’s title to the government entity once
the debt is retired.  One of the critical requirements that must be met is
compliance with “private use” requirements.  The purpose of this require-
ment is to limit the volume of tax-exempt bonds that finance private activities.

LOCAL IMPROVEMENT DISTRICT

A Local Improvement District (LID) is a special taxing district that is formed
for the purpose of funding a capital project or a series of improvements.  Bonds
are sold and repaid through a special property tax assessment on benefited
properties in proportion to the estimated project benefits.  To proceed with this
mechanism, the proposing entity must demonstrate that the benefits exceed
the cost of the project and must gain an affirmative vote from the owners of a
minimum of 60 percent of the combined assessed value within the proposed
LID.  This can be a difficult mechanism to implement where there are many
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LOCAL FUNDING SOURCES IN ACTION

LID Financing — A critical element of the financing package for the development of the
Downtown Transit Tunnel in Seattle was the formation of the local improvement district
and subsequent LID special assessment.  While this was a relatively minor share of total
funding, it was used to demonstrate local commitment to the project and helped to
secure a significant infusion of federal transit funds.

63-20 Financing — The 63-20 financing technique was recently used by Weyerhauser
Real Estate Company to finance the new I-5 interchange at Northwest Landing in Dupont.
Since this project was developed, this method has received significant interest in the
private-sector development community as a promising mechanism to jointly fund
necessary infrastructure improvements that benefit private property.

TBD Funding — In recent years King County and the south county cities (Renton, Tukwila,
Auburn, and others) worked strenuously to create a TBD to fund needed regional
improvements. In the end, the group settled for implementation of an interlocal agreement
rather than formation of a TBD, concluding that the statute would need to be reworked
by the State Legislature before it could be effectively utilized.

A recent State Supreme Court opinion may offer clarification of the legal uncertainties
surrounding TBDs. In an April 1998 decision in Granite Falls Library Capital Improvement
Area vs Taxpayers of Granite Falls Library Improvement Area, the Court determined that
the Library Board was sufficiently independent of the City and that the bond assessment
did not violate the tax uniformity clause of the constitution. These issues closely parallel
the concerns relating to TBDs. As a result, local jurisdiction may want to revisit the issue
in light of this decision.

affected property owners and the project benefits are not clearly evident.  This
is a time-tested method of financing improvements, if project benefits can be
linked to the improvements.  An economic analysis might be undertaken to
assess benefits.

TRANSPORTATION BENEFIT DISTRICT

As described in the 1987 statute authorizing the formation of Transportation
Benefit Districts (TBDs), the districts are designed to enhance the “capabil-
ity of cities, towns, and counties to make and fund transportation
improvements necessitated by economic development.” However, unresolved
legal issues surrounding implementation have prevented TBDs from fulfill-
ing the apparent promise of the original legislation.  The outstanding issues
are sufficiently complex that no TBD has yet been established, despite the
efforts of several jurisdictions over the years.  In the event that legal issues can
be sufficiently resolved, local jurisdictions will still face policy and imple-
mentation feasibility issues relating to the formation of a district and securing
sufficient funding for capital projects.
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SOURCE

TRANSPORTATION FUND

URBAN ARTERIAL TRUST

ACCOUNT AND

TRANSPORTATION

IMPROVEMENT ACCOUNT

PUBLIC WORKS TRUST

FUND

FEDERAL

TRANSPORTATION FUNDS

TRANSIT STATION

DEVELOPMENT

MITIGATION

LOCAL BONDS

LOCAL CAPITAL

IMPROVEMENT BUDGET

PUBLIC WORKS

CONSTRUCTION

PROGRAM

ECONOMIC DEVELOPMENT

TECHNICAL ASSISTANCE

GRANT PROGRAM

63-20 FINANCING

LOCAL IMPROVEMENT

DISTRICT

TRANSPORTATION

BENEFIT DISTRICT

OUTDOOR RECREATION

GRANTS

WASHINGTON WILDLIFE

AND RECREATION

PROGRAM

ADMINISTERING AGENCY

WSDOT

Transportation
Improvement Board

State Department of
Community, Trade and
Economic Development

USDOT, WSDOT and
PSRC

Sound Transit

Municipal
governments

Municipal
governments

Central Puget Sound
Economic
Development District

US Dept. of Commerce’s
Economic Development
Administration

Non-profit entity on
behalf of a municipal
government

Municipal
governments

Municipal
governments

Interagency
Committee for
Outdoor Recreation

Washington Wildlife
and Recreation
Programs

PERMITTED USES

Roads, highways,
transit facilities

Transportation
improvements,
primarily road
facilities

Bridges, roads, water,
sewer, storm water and
solid waste systems

Highway, roads, bridges,
transit facilities

Miscellaneous
supporting facilities

All public
infrastructure

All public
infrastructure

Roads, water and sewer
facilities, port facilities

Planning, development
and market feasibility
analyses.

All infrastructure
projects with some
exceptions

All infrastructure

Transportation
improvements

Public facilities
associated with
outdoor recreation

Water access, local
parks, trail systems
and wildlife habitats

SUMMARY OF SELECTED FUNDING SOURCES

APPLICABILITY

Not highly probable, as most funds are targeted to major
highway and arterial roadways.

Can be an important component of transportation funding
package, most awards are less than $3 million.

Competitive low interest loan programs that must be
matched with local money.  In some cases can provide the
“final piece” of the puzzle.

Transit funding could be a significant contributor in terms
of station area planning and development.

In some cases, mitigation for station area and corridor
impacts may be used to encourage transit supportive
development opportunities.  Due to limitations on total
available funding, may have limited benefit.

A significant source of local capital funds.  Voted bonds
provide new revenue for projects, while councilmanic
bonds must be repaid from existing revenues.

The most reliable source of local funds.  Never enough to
address all local needs.  Opportunity to focus activity in
station areas will likely come at the expense of other areas.
Becomes a question of priorities.

Designed to support job creation.  May have limited
applicability.  Possible use in industrial areas along light
rail and commuter rail lines.

Funds are targeted to economically distressed areas.  Not
highly applicable in current economic conditions.

A mechanism where public bonds can be used if secured
by lease agreement.  Generally requires a credit-worthy
private developer willing to enter into a lease to support
to the bond offering.

A mechanism to assess the beneficiaries of public facilities
to pay for improvements.  Must be approved by affected
property owners.

Similar to LIDs but can be used to fund a program of
improvements.  May not be constitutional under current
state law.  No jurisdictions have attempted to implement.

May be an appropriate source for station area amenities,
especially at multimodal terminal sites along the
waterfront.

May offer a source of funds for supporting public amenities
in station areas.  Also could offer opportunities to fund
mitigation projects.

FIGURE 9
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Creating station communities will involve
satisfying many different interests.

Public Actions that
Promote Transit-Oriented Development
Public regulations and permit procedures may allow or
even encourage development but something more is of-
ten needed.  Public agencies can actively initiate station
area development through public actions and by engag-
ing in a public-private partnership.  Opportunities to
leverage public investments in station areas can maxi-
mize the potential for private investment. This section
describes some of the more proactive measures that can
be taken to create transit station communities.  These
measures are grouped into the following categories:

• PROMOTE PRIVATE DEVELOPMENT THROUGH PUBLIC ACTIONS.  Strategies
discussed under this category include: actively marketing development
opportunities, establishing development incentives, and providing
necessary public facilities and infrastructure.

• PARTICIPATE IN THE PRIVATE DEVELOPMENT PROCESS.  Strategies include:
packaging and preparing land for development, helping to secure project
financing, and participating in joint development activities.

• CREATE NEW DEVELOPMENT ENTITIES.  Strategies in this category include
creating a public development authority (PDA), establishing a
community development corporation (CDC), and working through non-
profit development organizations.

PROMOTE PRIVATE DEVELOPMENT THROUGH PUBLIC ACTIONS

MARKET POTENTIAL DEVELOPMENT OPPORTUNITIES

The marketing strategy should be used as a vehicle to “sell” transit-oriented
development opportunities at the station area to the variety of players that
make up the development community — developers, property owners,
bankers, and others. Determining what the development community cares
about will help to prepare the market strategy.  A useful starting point is to
interview members of the local development community about some of the
obstacles and opportunities transit-oriented development at station locations.

A market strategy should be a long-term proactive process that does more
than merely respond to current market demand.  Although a market strategy
should recognize the conditions of a local market, a long-term strategy should
be distinguished from a market analysis which generally deals with a point in
time.   A market strategy should involve the shaping of conditions to create
and respond to opportunities.
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IMPORTANCE OF PROACTIVE PUBLIC ACTIONS

Often public agencies will have to take a step beyond simply allowing transit-oriented
development and begin to proactively encourage, promote, and pursue it.  The emerging
trend of transit-oriented development in the United States has depended heavily on the
leadership of both local jurisdictions and transit agencies. The leadership generally requires
proactive measures in land assembly, infrastructure investment, shared parking, expedited
permits and reviews, write-down of land costs/lease payments (in return for project
revenue participation), and direct financial participation (issuance of tax-exempt bonds,
loan guarantees, equity participation). Additionally, experience throughout the country
has shown the importance of a project champion — an elected or appointed official or a
neighborhood activist — who persists in pushing the project and keeping it on course
amidst inevitable obstacles and delays.

Imagine that you are a developer submitting a development application. As a developer,
which scenario below is likely to attract your investment? While these scenarios might
be extreme examples, they illustrate the importance of an efficient regulatory review
process combined with proactive public actions.

Scenario #1

Six weeks after application, city staff completes an initial report stating the following is
needed before the application will be considered:

• A zoning code amendment to allow mixed-use development.

• A conditional use permit and three variances.

• Neighborhood endorsement, even though the project meets city requirements.

• Wider streets for the city’s new fire trucks.

Scenario #2

Two weeks later, city staff completes a preliminary approval certificate for the development,
which states that the project:

• Meets the requirements of the city plan, regulations, and design standards.

• Requires no concurrency review because the site is located within a defined station area.

• Requires no environmental impact statement because its environmental mitigation
measures are consistent with the district-wide environmental review.

• Qualifies for a 50 percent parking reduction due to its transportation demand
management measures.

• May provide a contribution to the shared parking structure fund in lieu of the
other 50 percent of otherwise required parking.

• Qualifies for a 10-year property tax abatement because it is located in a city-
designated target area and includes the required percentage of affordable housing.

In addition, a letter is received from the transit agency, endorsing the proposed project
and offering its adjacent site for an expanded transit-oriented development project.

A third letter soon follows from the president of the chamber of commerce, offering to
set up a press conference with the developer, project investors, the mayor, and others to
promote the development.
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The strategy should pull together all of the public sector efforts into a coher-
ent whole.  One of the lessons learned from discussions with the development
community is that private investment follows public commitment.  A mar-
ket strategy involves advertising that level of public commitment to the private
investors and developers.

Messages that should be communicated to the development community in-
clude: the desire and readiness for transit-oriented development, the existing
market demand for transit-oriented development, the opportunity in saved
time and money to developers, and the flexibility and certainty of a
jurisdiction’s permit review process.

Communication strategies might include: directly contacting realtors with
sites available for purchase, preparing pamphlets such as development pro-
files on specific locations, setting up a transit-oriented development speakers’
bureau, conducting media events like a ground breaking or grand opening,
or designating a staff person who will actively seek developers.

ESTABLISH DEVELOPMENT INCENTIVES

At times more than just promotion is needed to generate interest in station
area development.  Often developers will need an incentive of some sort if
they are going to commit to the generally more risky practice of transit-

TAX ABATEMENTS FOR TRANSIT-ORIENTED DEVELOPMENT

In 1995 the Washington State Legislature authorized local governments to offer tax
abatements for new or rehabilitated  multiunit housing in targeted urban areas.  Chapter
84.14 RCW provides a mechanism for cities to offer 10-year tax abatement on the value
of improvements for such housing projects.  The incentive is designed to encourage new
housing development in urban centers where there is currently insufficient supply.

This relatively new mechanism is potentially a valuable tool in promoting transit-oriented
development.  Cities could designate station areas as targeted housing areas and adopt
appropriate transit-oriented development design guidelines for projects seeking the
favorable tax treatment.  This would be a significant inducement for higher density housing
near transit.

A drawback of this mechanism is that it is only available to cities with a population of at
least 100,000 or, in a county planning under the Growth Management Act where no
such city exists, the largest city or town in that county.  In the Puget Sound region this
would  only include Seattle, Tacoma, Bellevue, Everett, and Bremerton.

A possible legislative amendment that would maximize the transit-oriented development
potential in the region would be to extend the eligibility to all cities within the Sound
Transit district or the entire central Puget Sound region.
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Federal Way is promoting transit-oriented development at its city center that can be served by regional express bus services.

oriented development.  A wide variety of incentives are available to local
jurisdictions to foster private development interest.   Incentives can be in the
form of density bonuses for providing certain amenities, favorable permit
review procedures for certain development, or direct cash outlays for public
improvements that support a development.

Incentives that have been tried with success include covering the cost of a mar-
ket analysis for a site or preparing a prototypical pro forma to demonstrate the
feasibility of various types of development to potential financiers.  One of the
strongest incentives that have been used are tax incentives.  Both Minneapolis/
St. Paul and Portland provide developers the potential for reductions in their
property taxes if certain conditions are met.   Jurisdictions in Washington State
are constrained somewhat from providing direct tax benefits for transit-ori-
ented development, but small changes in state legislation could make it possible.

PROVIDE PUBLIC FACILITIES AND INFRASTRUCTURE

Before private capital will come to a station area, some infrastructure im-
provements are often needed to improve the safety, appearance, or function
of a location.  Infrastructure investments also demonstrate a public commit-
ment to an area and can signal increased investments over time – always a
good sign to the development community.  BART, in California, and other
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systems have used this strategy with considerable success.  Some of the public
improvements at station areas could include a police substation, a pedestrian
plaza, a bus turnaround facility, new drainage and water systems, and placing
certain utilities underground.

Public facilities, such as libraries, performing arts centers, recreation centers,
parks, and city halls, can be a powerful magnet.  The city of Kirkland per-
suaded the King County Library System to build its new library inconjuction
with a city parking garage, the existing transit center, a senior center, and
Peter Kirk Downtown Park.  The city of Kent is planning parking facilities
that will benefit the public market on weekends while serving commuters on
weekdays.  In developing a capital improvement program, location should
develop a strategic plan for investments in public facilities and infrastructure
that support transit-oriented development locations near station facility.

PARTICIPATE IN THE PRIVATE DEVELOPMENT PROCESS

Based on experiences in other regions over the past few decades, transit-sup-
portive growth does not necessarily gravitate to transit stations without
proactive measures from public agencies.  These proactive measures are de-
signed to invite, encourage, and persuade private sector participation in
creating transit station communities.  Often aggressive action on the part of
both public and private sector is needed.   In particular, transit agencies and
local governments need to be more entrepreneurial, to seek and utilize regu-

EXAMPLE OF INCENTIVES FOR TRANSIT-ORIENTED DEVELOPMENT

Use Incentives to Establish Minimum Densities — Communities can set forth a range of
both minimum densities and maximum densities to ensure residential development is
occurring at densities desired. Incentives, in the form of bonuses, expedited development
review, and impact fee waivers can be offered to developers in exchange for desired densities.

Offer Density Bonuses — Additional height or building intensity is often provided for projects
that include a certain percentage of  “affordable” housing units.  These density bonuses can
encourage transit-oriented development while contributing to a community’s supply of
affordable housing.

Expedite Development Applications in  Exchange for Density — The costs of holding
undeveloped land during the course of the permit review process can be substantial. Because
time is money to a developer, a fast-track permit process can be an attractive incentive.

Reduce Traffic Impact Fees — The city of Bellevue’s system for levying traffic impact fees is
also incentive-based. Fees are based on the location and type of development and its impacts.
The city is divided into more than a dozen subareas, and fees vary among the subareas
depending on whether alternative modes are available. Impact fees for development in
downtown Bellevue are lower relative to other parts of the city because of the high level of
transit service. In some cases, the difference in fees between areas can be 100 percent.
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latory tools and flexibility, to provide
incentives or financing where appro-
priate, and to vigorously pursue and
follow through with opportunities to
work with the private sector.

Similarly, private sector developers
should have a better understanding of
the requirements of and tools available
to a government agency, show flexibil-
ity in meeting those requirements, take

a long-term rather than short-term view of the economic potential of a project,
and be willing to take calculated risks in certain cases. Each side needs to
develop greater trust in the other.

Public activities that spur private development can be powerful, but there are
constitutional and legal limitations to the roles that public governments can
take.  Communities in Washington State generally have fewer tools than com-
munities in many other states when it comes to encouraging private
development and redevelopment.  This is primarily the result of two provi-
sions in the State Constitution.

Public park development is an excellent way to attract private
investment in a station area.

CONSTITUTIONAL LIMITATIONS IN WASHINGTON STATE

Unconstitutional gifts of public property — Generally, government expenditures that
are made to further a fundamental government purpose are not considered a gift.  Where
a clear government purpose is not present, the payments or transfer of property are
evaluated based on the consideration received and the donative intent.  The  transaction
may result in a benefit to private parties, so long as the private benefit is incidental to the
public benefit.

Unconstitutional lending of credit — Washington courts have determined that a
municipal corporation has violated this provision “when (1) it creates an unjustified risk
of loss to public assets and (2) when it enters into a transaction with a private entity that
creates the customary relation of lender and borrower.”  As with the public gifts provision,
the issue turns on whether the public receives fair consideration for its investment.  The
primary purpose of any public investment must be an identifiable public benefit.  Any
private benefits accruing from the investments must be incidental to the public benefit.

In Tacoma vs. Taxpayers (108Wn.2d 679, 702 (1987), a city program that paid for energy
conservation measures installed in homes and commercial buildings was determined not
to violate the constitution, as the public benefit of reduced electricity demand was
sufficient consideration for the public investments made.  Thus, for public participation
in development opportunities it is important that the public benefit be adequately
demonstrated and reasonably in line with the level of public investment.
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The first is a prohibition on the lending of public credit, which effectively
limits most forms of direct financial incentives that could be offered.  The
second is the uniformity clause of the constitution, which mandates that all
property within a given independent taxing authority be assessed at the same
rate.  The limitation has effectively eliminated many of the more powerful
value-capture financing mechanisms, such as tax increment financing, where
the increased property value associated with a particular improvement is as-
sessed to pay the cost of building the improvement.

PACKAGE AND

ASSEMBLE LAND FOR DEVELOPMENT

Public action in helping to package, secure, and
assemble land for transit-oriented development
purposes can be one of the more powerful tools
for creating transit station communities. At some
station locations the land surrounding the sta-
tion is owned by one or two major land owners.
Most stations, however, are surrounded by land
owned by numerous individuals and organiza-
tions, each with varying degrees of interest and
ability in creating transit station communities.
Assembly of land can be an effective way to
achieve development that is of sufficient size to
be economically viable and spur a change in sta-
tion area land use patterns.

In addition, transit agencies often own land that is
adjacent or close to stations.  The land can be ac-
quired to create a construction staging area or used
as surface parking lots.  As a station area grows,
these surface lots can represent development op-
portunities.  Transit agencies have been successful
with replacing surface parking with structured
parking and freeing land for residential and/or
commercial development.   The conversion of sur-
face parking lots into development sites can be
important for stimulating transit ridership and
helping to jump start additional station area de-
velopment opportunities.

Transit agencies generally have more flexibility
in acquiring land for transit purposes than do

TAX INCENTIVES IN OREGON

In 1995, the Oregon state legislature
authorized tax exemptions that encourage the
construction of housing and mixed use
projects within walking distance of transit to
take maximum advantage of the public
investment in light rail and transit systems.
The state law allows cities and counties to
adopt an ordinance providing for a property
tax exemption on eligible improvements for
up to 10 years for new multiple-unit housing
or mixed use developments located near light
rail stations or transit routes.  Eugene,
Gresham, Portland and Salem already have
multiple-unit tax abatement ordinances for
the “core areas” of their cities that were
adopted under a prior state law. In October
1996, the city of Portland adopted the first
ordinance under the new state law.  The state
law includes requirements that rental rates
or sales prices must be “accessible to a broad
range of the general public” and projects must
“enhance the effectiveness of” and be
“physically or functionally related to” light rail
or transit.  Before adopting an ordinance to
implement the state law, a city or county must
hold a public hearing, make findings and reach
the conclusion that eligible housing would not
be built in eligible areas without a tax
exemption. The model ordinance includes a
public benefit value standard. The standard is
that the estimated project costs of providing
public benefits are equal to the present value
of the tax exemption to the project. If the cost
is less than the value, the term of the
abatement may be reduced. If more, some
standards may be modified or waived.
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local governments.  Transit agencies often acquire excess property for ingress/
egress, construction staging, or as a buffer zone from adjacent properties.

When acquiring properties, consider-
ation should be given to opportunities
for future use of the land and its de-
velopment potential.  Joint
development possibilities should be
considered at the time of the initial
property acquisition.   In other regions,
assembly of land has generally been
done by public development authori-
ties.  However, some of the transit
agencies in this region are invested with
eminent domain power under their
governing statues.

As stated previously, the state constitu-
tion limits the ability of agencies and

jurisdictions in the state to participate in certain private development activities.
This includes their capabilities to pursue a land assembly or land banking strat-
egy to foster economic development or redevelopment.  The Washington
constitution limits a public agency’s land acquisition powers to identifiable
public purposes.

Acquiring property for the purpose of reselling to the private sector in an
effort to promote a particular type of development will likely not pass the
legal test. Thus, to be strictly compliant with the constitution, a municipal
corporation can only perform land assembly functions in support of a clearly

identifiable public purpose.  Below are
some ways local governments can help
package and assemble land for devel-
opment purposes.

• SURPLUS PUBLIC PROPERTY.   Local
governments can have an effect on
the development pattern near
transit stations through the disposal
of surplus public properties in the
area.  In some cases, property that
is required for the development of
the transit system may be returned
to the private sector if it is developed
to be supportive of transit.  Given
the importance of housing

WASHINGTON STATE LAW ON “PUBLIC PURPOSE”
The Washington constitution limits a public agency’s land
acquisition powers to identifiable public purposes.  The
test of a public purpose should be whether the expenditure
confers direct benefit of a reasonably general character
to a significant part of the public, as distinguished from a
remote theoretical benefit.  (United States v. Town of North
Bonneville, 94 Wn.2nd 827 (1980), quoting 16 E. McQuillin,
Municipal Corporations, §39.19 (3rd Ed. 1979).

TAX INCENTIVES IN MINNESOTA

In 1996, the Minnesota state legislature authorized a 12
to 15 percent tax break for commercial and industrial
development locating within 1/4 mile of high frequency
bus route stations. High frequency stations are defined as
either regional transfer hubs, or stations served by routes
with 30 minute or shorter headways during peak periods.
The law applies to new development and to improvements
to commercial or industrial buildings. Retail and hotel/
motel developments are excluded from the program. This
program was established to encourage increased bus
accessibility to commercial developments for customers
as well as employees. The incentive has also helped in
supporting the federal welfare reform objective of getting
low-income workers to jobs.
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development
near
transit,
this
strategy
could
be
designed
t o
meet

mutually compatible policy objectives
for both transit-oriented development
and increased housing supply.

To determine the applicability of this
approach, an inventory of publicly
owned property should be conducted
within the transit station market area.
The inventory should include all types
of public ownership, including, but
not limited to, unused rights-of-way,
utility corridors, parks, schools, gen-
eral government buildings, police and
fire stations, public housing, and park-
and-ride facilities.

Once the inventory is complete, the potential real estate opportunities of
these sites should be explored, including the possibilities of redeveloping the
entire site, a portion of the site, or the air rights over the site.  Depending on
the conclusions drawn from the inventory and real estate market analysis,
property identified as potentially available can be made available through an

Potential development sites near a station should be identified for
possible acquisition.

WESTLAKE CENTER PROJECT IN SEATTLE

In the initial concept for the development of Westlake Center in downtown Seattle, the
city attempted to acquire all the necessary property for the development.  A portion of
the property would have been resold to a private entity for the purpose of developing
the retail and office elements, while the balance of the property would be developed into
an urban park.  The courts ruled that the stated purpose of “avoiding retail flight to the
suburbs” was not a sufficient public benefit and determined the transaction to be in
violation of the state constitution.  Eventually, the commercial  component was acquired
and developed by private interests, while the park was acquired and developed by the
city.  In a subsequent challenge, the court ruled that the city’s purchase of the park site
was a public purpose and any private benefits that accrued to neighboring properties
were considered incidental to the public benefit.
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request for proposal (RFP)process, either as a direct sale or through a long-
term lease agreement.

• LEASING LAND FOR PRIVATE DEVELOPMENT.  The leasing option should be
considered if the public entity wants to retain an interest in the property.
This may be necessary to preserve future public use options for the
property, as was the case when the Seattle School District leased surplus
schools for housing and retail development.  Another reason to consider
a lease may be the desire to establish an income stream, as opposed to
receiving a lump sum payment as in the case of a sale.  The income
stream scenario offers the potential for the public entity to share in future
benefits that may be at least partially attributable to the increasing use of
the transit facilities.

• SELLING PUBLICLY HELD LAND FOR PRIVATE DEVELOPMENT.  The option of
selling surplus property will likely be the approach preferred by the
development community, as this will ensure maximum control over the
property.  From the public side, this may also be preferred as it offers a
clean division of responsibility and removes the public entity from the
private development function.  Selling the property does not have to
diminish the role for public policy considerations in the development of
the site.

The public entity can stipulate certain public policy requirements of the
new development as part of the purchase and sale agreement and thus

ensure that certain minimum
transit-oriented development
standards are met.  These
additional requirements may
have an effect on the value of
the property to the private
developer.  As a result, the
public value of these policy
requirements may need to be
paid for through lower land
cost.  These issues will be
subject to negotiation and
should be clearly identified
during the RFP process.

TRANSIT-ORIENTED DEVELOPMENT AT BAY AREA RAPID
TRANSIT (BART)
Bay Area Rapid Transit (BART) in the San Francisco area has, after
many years of passive involvement, firmly established itself as an
active participant in a transit-based development program. A Joint
Development Subcommittee of the BART Board of Directors oversees
all station area efforts throughout the region.  Interest has been so
high that several board members are involved in individual station
area plans.  BART staff has been identified to negotiate with private
developers and with local municipalities, both for development on
city owned land and on the surrounding land on a quarter mile around
the station. Currently BART is actively seeking to lease its parking
lots at some stations for private housing development, particularly
affordable housing.  Direct revenue to BART is cited as only a secondary
goal.  Increased ridership, station area security, and station area
attractiveness are described among the primary goals of the transit-
oriented development program.
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Private development opportunities at the Tacoma Dome station have been
enhanced by strategic public investments.

PARTICIPATE IN OR HELP

IN SECURING PROJECT

FINANCING.

In some cases, aggressive fi-
nancial participation and risk
sharing can help to stimulate
transit-oriented develop-
ment.  One means of risk
sharing is the underwriting of
land costs in return for
project participation.  As an
example, an agency might
accept below-market rents on
land leased to a developer in
return for a percentage of
project revenues over a speci-
fied period.  Transit agencies
throughout the country have
used this technique with suc-
cess, including BART in San Francisco, Metro in Washington D.C., and in
San Diego.

Public agencies are often in the position to make funding available for public-
private development at below commercial rates.  Among the approaches is the

PROJECT FINANCING INCENTIVES

During the city of Auburn’s centennial year, 1991, all of Auburn’s commercial banks agreed
to write special low-interest loans for projects to enhance the visual appearance of
buildings and businesses within the Auburn Business Improvement Area (BIA) that met
design conditions set by a design review board.  The participating banks set aside a total
of $32,000, which was loaned at approximately 1 percent below prime, with a 5-year
amortization.  The participating banks also agreed to waive normal loan fees.

The low-interest loans were available for the following uses:

• Changes to building exterior facades that are visible to pedestrians; specifically,
facade renovation, awning, canopies, painting, windows, lighting, sidewalks, entry
ways, cornices, and signage.

• Structural changes directly related to facade changes.

• Landscaping of buildings and parking lots and  enhancements of the streetscape,
including the purchase and installation of street trees.

The loan program, as well as other city-sponsored and BIA activities, resulted in dramatic
improvements to downtown Auburn.
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issuance of tax exempt bonds, low interest loans, loan guarantees, grants, and
direct equity participation.   In pursuing these approaches, public agencies
should determine whether they wish to be viewed as lenders or landlords, silent
investors, or active partners.  Once they have made this determination, they are
able to assess the security required to protect their investment and the appro-
priate extent of their investment.

RESEARCH OF JOINT DEVELOPMENT THROUGHOUT THE U.S.
Joint development projects are commercial, residential, industrial or mixed use
developments that are undertaken in concert with transit facilities.  They may include
private and nonprofit development activities usually associated with fixed guideways
(rail or busways) transit systems that are new or being modernized or extended.  Joint
development projects may also be associated with bus facilities, transit malls, and federal,
state or local investments in facilities (such as a bus terminal).  Federal funds may be used
to facilitate development that enhances transit; they may not be used purely for private
development such as construction of purely retail, residential, or other commercial
revenue-producing facilities.

Robert Cevero, a professor and researcher at the University of California, studied some
115 joint development projects at rail stations around the country. His findings, while
specific to joint development at rail stations, can apply generally to transit-oriented
development projects at any type of station.  Among his findings are:

• There are many varieties of joint development, although joint leases of station space
and station restoration cost sharing are most common.

• Joint development revenues represent a small percentage of transit agency revenues.
This may reflect transit’s inexperience with real estate dealings as well as legal
restrictions that limit transit’s development activities.

• Joint development improves farebox yields by generating more trips.

• Office rents around stations increase most sharply during the year before station
opening and also increase as ridership increases.  Systemwide ridership, not station
ridership, is the most significant influence on office rent increases.

• Station proximity will generally lower office vacancy rates.

• Office rents near terminus stations are generally lower than at stations along the
rail alignment. This may reflect distance to a downtown as well as the presence of
large park-and-ride lots.

• Private sector development interests view joint development projects as good
investments due to their capacities to produce higher rents.

Most significantly, Cevero found that the commercial market that dominated station
area joint development over the last two decades has resulted in a commercial space
surplus.  He views the challenge for station development in the future as attracting more
residential development.  Regions throughout the country, many with long histories of
rail, have found that clustered residential development has a substantial impact on
increasing transit ridership.
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STATUTORY AUTHORIZATION FOR JOINT DEVELOPMENT

The Regional Transportation Authority statue broadly grant sufficient powers to actively
participate in joint development opportunities at station sites.  RCW 81.112 states an
authority “may contract with any public or private entity for the provision or receipt of
services, facilities, or property rights to provide revenues for the system.”  In addition, an
authority may “contract with any governmental entity or private person, firm or
corporation for the use by either contracting party of all or any part of the facilities,
structure, lands, interests in lands, air rights over lands and rights of way of all kinds for
the purpose of planning, constructing, or operating any facility or performing any services
that the authority may be authorized to perform.”

Metropolitan Municipal Corporations are authorized under RCW 35.58.  As with Regional
Transit Authorities, metropolitan municipal corporations have broad powers to acquire,
develop, and regulate the use of transportation facilities and properties.

Public Transportation Benefit Areas (PTBAs) are generally limited to exercising powers related
to providing public transportation services in a designated area (RCW 36.57).  Services are
defined as “the transportation of passengers, package, and incidental baggage by means
other than charted bus or sight-seeing bus, together with the necessary passenger terminals
and parking facilities or other properties necessary for passengers and vehicular access to
and from such people moving systems.” PTBAs lack explicit powers to enter into joint
development projects involving commercial activities such as retail, office, and hotel services.

Another strategy might be to use flexible development approaches such as de-
sign build/turnkey.  Public agencies have traditionally been constrained in the
development approaches available to them to implement projects.  Strict pro-
curement rules and competitive bidding procedures often can limit involvement
in the joint development process.  However, as joint development statutes be-
come more flexible, transit agencies can use alternative development approaches
in order to retain control over project design and use of public funds while also
getting the benefit of private sector experience in development and private
sector project delivery systems.

These alternative development approaches can include partnering, turnkey,
and/or design/build.  Using these approaches, governments may be taking
on additional risks that the private sector might not be willing to bear.  As an
example, since insurance and performance bonding are typically much less
expensive for a public agency than for large construction companies, this
shifting risk can result in reduced project costs.

PARTICIPATE IN JOINT DEVELOPMENT

“Joint Development” involves public and private sector cooperation in plan-
ning, design, and construction of residential, commercial, or mixed use
projects near transit in a manner that maximizes the skills and contributions



104 PUGET SOUND REGIONAL COUNCIL

CREATING TRANSIT STATION COMMUNITIES: A TRANSIT-ORIENTED DEVELOPMENT WORKBOOK

DRAFT
of each sector.  Joint development is based on the concept that transit invest-
ment and commercial development can be integrated to create value, both
financially and in terms of public benefit.  Specifically, joint development is a
means whereby land or air rights in the vicinity of transit facilities are sold,
leased, or managed so that the public can share in the value enhancements
generated by the public investments.

It may be beneficial to purchase a portion of a project (as a condominium
ownership) for a public purpose such as a library or office building.  The
advantage to a developer would be a signed tenant and guaranteed revenue
source.  The advantage to the city would be a well-integrated mixed-use project
and well-located facility.

The federal Department of Transportation has launched a series of initia-
tives, spearheaded by the Federal Transit Administration (FTA), to promote
transit-oriented development.  Chief among these are rule changes that ex-
pand a local transit agency’s ability to use federal grant funds for
transit-oriented development activities.  The new guidelines allow agencies
the flexibility of acquiring and retaining land for the purpose of undertaking
joint development projects. The FTA encourages transit properties to seek
appropriate joint development opportunities at and near transit station areas
“where such projects are physically or functionally related to the provision of
transit service, and where they increase transit revenues through proceeds
from the joint development.”

In the past, transit agencies were required to sell land that was not directly
related to transit operations and return the money to the federal government.

TRANSIT-ORIENTED DEVELOPMENT AT SOUND TRANSIT STATIONS

Sound Transit acknowledged early on that transit-oriented development in the vicinity
of rail and bus stations would play a influential role in the success of the regional
transit system.   Although local jurisdictions will have lead authority for station area
planning, Sound Transit can help by working with jurisdictions and the private sector
to support local initiatives.  The Transit-Oriented Development Task Force, composed
of Sound Transit board members, was formed to further clarify the agency’s role and
responsibi l it ies in achieving transit-oriented development.  Task Force
recommendations include:

• Preserve development opportunities on Sound Transit property where there is
development potential and where it is supported by local station area plans.

• Promote transit-oriented development in the acquisition, use, and disposition
of excess land in cooperation with local jurisdictions.

• Preserve transit-oriented development options through interlocal agreements,
especially at station facilities where access and land use issues could significantly
affect system operations.
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JOINT VENTURES WITH HOUSING AUTHORITIES

The city of Seattle has recently embarked upon a major
review of housing supply and affordability issues.  The
Housing Action Agenda is a public/private cooperation
effort to evaluate the current housing options in the
potential benefits of  coordination planning for housing
near regional transit facilities as a means of promoting
new affordable and market rate housing.  In addition,
there is a recognition of the many efforts underway
throughout the region and a suggestion for coordinated
approaches.

The purpose of allowing and encouraging “transit-oriented joint development”
projects is to secure a revenue stream for the transit system and shape land use
activities in the vicinity of the station to increase transit use.

Although the federal government has become an active player in joint devel-
opment at stations, the main implementation engines will still be the local
transit agencies and local governments. In addition to state constitutional
limitations, the ability of public agencies to participate in joint development
is limited to the powers granted or implied in the relevant authorizing stat-
utes.  Transit agencies are creations of state law and, based on the authorizing
legislation, have different abilities to participate in joint development activi-
ties.  In the central Puget Sound region, the seven public transportation
agencies operate under five different sections of state authorizing legislation.

Washington State Ferries operates as a division of the State Department of
Transportation. As a department of the City of Everett, Everett Transit oper-
ates under statutes governing local governments.  The other public transit
providers operate under different statutes entirely.  Community Transit, Pierce
Transit, and Kitsap Transit operate under the Public Transportation Benefit
Area (PTBA) statute; King County Metro is governed by the Metropolitan
Municipal Corporation statute; and Sound Transit is governed by the Re-
gional Transportation Authority statute.   Each of these statutes provide for
different levels of involvement in participating in joint development.

In addition to the individual authorizing statutes of each agency, powers
related to joint development in PTBAs are also found in the Transporta-
tion Centers statute.  As the statute is currently organized, transit agencies
that engage in the development and operation of a transportation center
are not expressly authorized to provide directly or lease space for signifi-
cant commercial activities such as office, housing, retail, or hotel use.  As
these are likely to be the types of uses that might generate sufficient eco-
nomic returns to gain private-sector interest, the statute appears to limit
the commercial viability of joint development in transportation centers.
Toward this end, efforts to amend this leg-
islation by removing these apparent
limitations have been pursued — so far
without success.

A potentially attractive way for public agen-
cies to participate in the development
process is to establish joint ventures between
housing authorities and private developers.
Such a coalition allows the integration of
market rate housing with affordable hous-
ing.  There are numerous housing initiatives
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While the constitutional and programmatic obstacles to joint development present some
serious limitations, the concept of combining public and private activities is still viable
and potentially attractive in the Puget Sound region.  Three current projects provide
examples of the potential for joint development in this region. These joint development
examples incorporate different development initiatives and real estate agreements that
help to illustrate that joint development has promise as a viable redevelopment tool in a
variety of different contexts.

Housing Development at a Bus Transit Center.  This project is a joint development
opportunity as part of King County’s program to lease air rights over park-and-ride lots.
In October 1998, King County Department of Transportation released a request for
proposals to develop structured parking and housing on the Overlake park-and-ride site.
The site is approximately five acres in size and is currently owned and operated as a park-
and-ride lot by King County Metro Transit.  King County is seeking a developer to design,
construct, and manage new housing units above the park-and-ride in a four-story
development above two levels of structured parking.  The site boasts expansive views of
Lake Washington, downtown Bellevue and Seattle, to the Olympic Mountains.  There are
approximately 600 firms and 22,600 employees in the Overlake area.  Grocery stores,
restaurants, personal services and major retailers such as Sears and Fred Meyer are within
walking distance.   It is envisioned the park-and-ride will occupy one level of parking and
will be maintained and operated by the selected developer.  The formal relationship between
King County and the selected developer is anticipated to be in the form of a long-term
air rights lease.  Other arrangements proposed by the selected developer will be considered.
The city of Redmond is supportive of the project and is currently considering new zoning
and development regulations.

Bus Improvements in the University District.   While the Overlake site is an example
of a transit provider initiated project on public land, this Seattle project  is an example of
a public initiative on private land.   The proposal is for an off-street bus layover/mixed-
use project in the heart of the University District within the city of Seattle.  King County
Metro desperately needs dedicated bus layover space in this key transit-oriented district
and is exploring opportunities for establishing an underground facility.  The property
owner, a local parking association, is considering the development of a mix of uses such
as housing and start-up business space as well as replacement of current surface parking.
This proposal was initially proposed as part of the University District Urban Center Plan
and is currently being pursued by the property owner, city of Seattle, King County Metro
and the community.  It is most likely that the facility will remain in private ownership
with the layover facility being a tenant.

Public Improvements with a Private Development.   This joint development example
arose out of Seattle’s Capitol Hill Neighborhood Plan.  Local community members, looking
for a more prominent site for the neighborhood library, open space and public parking,
approached a local developer to provide space in his project.  During the summer and fall
of 1998, community members, city staff, and the private development team worked on a
proposal to allow increased height and to incorporate open space, public parking and a
ground floor library.  Under the proposal the private developer would sell a portion the
building to the library under a condominium arrangement and retain operation of the
retail, parking and residential elements of the project. Some of the elements that increase
this project’s feasibility are allowing parking development under the street right-of-way,
public street improvements, and interactive design review.  When completed, the project
will add housing, commercial, and public activities to this key focus of Broadway’s business
district and potential future light rail transit station area.
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that are currently under way where transit-oriented development principles
could be introduced.  Transit-oriented development should be recognized as
a significant housing opportunity, and transit-oriented development prin-
ciples should be integrated wherever possible.

CREATE NEW ENTITIES TO SPUR DEVELOPMENT OPPORTUNITIES

A Public Development Authority, Community Development Corporation,
or other nonprofit development entity may be established to accomplish pre-
development activities such as land assembly, a feasibility analysis, and
acquisition of grants for low-income housing or other fundable projects.
Described below are ways these development entities can contribute toward
creating transit station communities.

PUBLIC DEVELOPMENT AUTHORITIES

Public Development Authorities (PDAs) are public corporations authorized
under state law (RCW 35.21.730).  As such, they are independent legal entities
chartered by a city, town, or county.  These entities were established by the
State Legislature as a more efficient way to administer a public service. The
purpose of a PDA is to promote some specific public good.  In the city of
Seattle, where a number of such authorities have been established, their purposes
include providing low
income housing, the
development and
operation of the Seattle
Art Museum, services
for Seattle’s American
Indian residents, and
historic preservation.

A PDA is governed by
a board that is com-
prised of members
elected by the constitu-
ency or appointed by
the chartering govern-
ment.  The board is
responsible for the op-
erations of the authority
through the hiring of a staff and/or through its own efforts.  The board must
comply with the authority’s charter.  The chartering government monitors, but
does not operate, the PDA.  A PDA is expected to be self-supporting, but not
necessarily profitable.  It may receive funds from governments, including fed-

Transit facility development can become an integral part of a private venture.
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eral grant money.  Other sources of funds include revenues
from operations and private donations (these are generally
made to a nonprofit affiliate).

Although a PDA cannot levy taxes, its chartering government
can and then pass the revenue on to the authority.  For ex-
ample, Seattle voters passed a special Museum Development
Authority tax levy in 1986.  PDAs also have the ability to
issue debt at a lower, tax-exempt instrument rate.  These bonds
can be (and generally are) backed by the chartering govern-
ment.  The amount of the government-backed debt counts
against the government’s debt capacity, so such issues are
closely coordinated with the chartering government.  Repay-
ment of bonds should be provided for from the authority’s
own sources of funds.

PDAs have the authority to administer federal programs and
to receive federal or state funds.  They can own, sell, and trans-
fer property, enter into contracts, sue and be sued, loan and
borrow funds, limit liability to their own assets, and provide
any public service.  PDAs are not allowed to levy taxes or spe-
cial assessments and they have no power of eminent domain.
Authority is limited to the boundary of the chartering govern-
ment, unless expanded by a contract with another government.

It is the responsibility of the governing body to oversee a PDAs operations and
funds and to ensure that the authority is accomplishing the purposes of its
program.  The city of Seattle requires that its PDAs file an audited annual
report.  The authorities are monitored by the Office of Management and Bud-
get.  The city can intervene or dissolve its PDAs under certain circumstances, as
occurred recently with the Central Area Public Development Authority.

Using a PDA to facilitate transit-oriented development offers some advan-
tages.  First, the authority is an independent agency dedicated to its particular
purpose.  As such, it has a clear mission and is less constrained in pursuing its
mission.  As long as it keeps within the bounds of its charter, the PDA can
often act more decisively and flexibly than a program within a government.
This often results in greater efficiency in the delivery of services.

This flexibility means that a PDA can establish a structure that is most suited to
the fulfillment of its purpose.  For example, a nonprofit organization can be
established to work closely with an authority and provide revenues.  Indepen-
dence can also offer more flexibility on costs.  Staff are employees of the authority,
not the government, so salaries and benefits can be based on market rates

Assembling the many layers of station
area development could be enhanced
by the creation of a separate
development agency.
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rather than government structure.  At
the same time, PDAs can receive
property from the government, so
anything the government can source
cheaply can be given, or sold at cost,
to the authority.

PDAs often have strong participa-
tion by citizens interested in an
authority’s particular program, who
can serve as board members without
having to participate in the govern-
ment as a whole.  A PDA can issue
debt — which can be guaranteed by
the chartering government — at
lower, tax-exempt rates.  This gives
a small, often little known public
entity access to low-cost funds.  Be-
cause the PDAs have more flexibility
in administering federal funds and
because they are less restricted with
regard to lending of credit, these en-
tities are often good conduits of
federal funds.

A PDA is meant to be self-supporting.  This might be accomplished through
federal grants, nonprofit contributions, or fees for PDA-provided services or

A PDA can focus attention on a complicated station area development.

SOUTHEAST EFFECTIVE DEVELOPMENT (SEED)
SEED, a community development corporation in southeast Seattle has played a major
role in local redevelopment.  Founded in 1975 by a group of local business owners to
improve the quality of Southeast Seattle neighborhoods, SEED brought over $80 million
into the Rainer Valley for community development, affordable housing, and cultural
projects.  Some of more notable efforts include:

• Development of Rainer Valley Square, the first major retail center in southeast
Seattle in 30 years.

• The development and management of over 700 units of affordable housing and
creation of nonprofit housing associations to extend the program’s efforts

• The establishment of the Rainer Valley Cultural Center and several public arts
programs.

These types of community based efforts can be a valuable asset in station area
redevelopment, especially if work is focused to meet local needs.
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PDA-owned public facilities.  Since such an entity cannot levy taxes, it is ap-
propriate for only those programs that can be self-sustaining.  Therefore, while
this structure offers some distinct advantages, creating such an entity to en-
courage transit-oriented development in station areas may not be practical in
all cases.

COMMUNITY DEVELOPMENT CORPORATIONS

Community Development Corporations (CDCs) are nonprofit organizations
that have a community-based board of directors, provide services to a defined
geographic community, and engage in some sort of economic development
activity.  CDCs are formed to do commercial and housing development in
neighborhoods where markets are not defined.  They usually emerge when the
market is either not meeting, or is pricing out, legitimate community needs.
CDCs help provide capital to markets that are not getting access to private
capital and help the community retain ownership of real estate assets.  Ex-
amples of existing corporations in Seattle include the South East Effective
Development (SEED), the Capitol Hill Housing Improvement Program
(CHHIP), and the Central Area Development Association (CADA).

Because CDCs are nonprofit organizations, it is important to understand
their use and limitations.  These corporations are especially appropriate where
active community groups wish to initiate redevelopment.  They can appeal
to neighborhood planning groups because they can help to ensure that local
participation and input are a part of each project.  They may be particularly
helpful to neighborhoods that are trying to implement larger projects, such
as community centers or mixed-use facilities with open space.

PRIVATE NONPROFIT ORGANIZATIONS

Private Nonprofit Organizations (NPOs) are empowered under state law to
serve a number of charitable purposes, but are also limited by state law in
that no one associated with such an organization may receive any profit or
financial gain from its activities.  Many nonprofit organizations seek tax ex-
empt status under Section 501(c)(3) of the Internal Revenue Code.  Such an
exemption may be a prerequisite for participation in various city, state, or
federal programs and may enable the organization to obtain funding from
other charitable organizations or foundations or offer donors the benefits of
a charitable deduction.  Examples of nonprofit organizations include the
Northwest AIDS Foundation, Plymouth Housing Group, Fremont Public
Association, and Seattle Men’s Chorus.
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Selected Resources

GENERAL

Access by Design: Transit’s Role in Land Development, A Developer’s Manual,
Mass Transit Administration, Maryland Department of Transportation,
Baltimore, Maryland, September 1988.

Building Livable Communities: A Policymaker’s Guide to Transit-Oriented
Development, The Center for Livable Communities, Local Government
Commission, Sacramento, California, August 1996.

Challenges to Quality Urban Development, Quality Urban Environment
Technical Work Group, King County, Seattle, Washington.

Consideration of Transit in Project Development, Orange County Transit
District, Garden Grove, California, November 1988.

Designing for Transit: A manual for Integrating Public Transportation and
Land Development in the San Diego Metropolitan Area, Metropolitan
Transit Development Board (MTDB), San Diego, California, July 1993.

Developing Your Center:  A Step-by-Step Approach, Puget Sound Regional
Council, Seattle, Washington, May 1996.

An Evaluation of the Relationships between Transit and Urban Form, Robert
Cervero and Samuel Seskin, Research Results Digest, Number 7, Transit
Cooperative Research Program, Transportation Research Board,
Washington, D.C., June 1995.

“Financing Joint Development: Changes in the Transit Perspective,”
Michael Geffard, Urban Land, Vol. 55, No. 7, July 1996.

Getting People Walking: Municipal Strategies to Increase Pedestrian Travel,
Washington State Department of Transportation, Energy Outreach Center,
and Washington State Energy Office, Olympia, Washington, 1996.

Moving Toward More Community-Oriented Transportation Strategies for the
San Francisco Bay Area: A Resource Guide, Metropolitan Transportation
Commission, Oakland, California, December 1996.

Planning and Design for Transit, TriMet, Tri-County Metropolitan
Transportation District of Oregon, Portland, Oregon, March 1993.

Planning and Design for Transit Handbook, TriMet, Tri-County
Metropolitan Transportation District of Oregon, Portland, Oregon,
January 1996.

Planning for Transit-Friendly Land Use: A Handbook for New Jersey
Communities, New Jersey Transit, Newark, New Jersey, June 1994.
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“Promoting Transit-Oriented Development,” David Salvesen, Urban Land,

Vol. 55, No. 7, July 1996.

“Transit-Focused Development: A Progress Report,” Douglas Porter, Journal
of the American Planning Association, Vol. 64, No. 4, Autumn 1998.

STATION AREA CASE STUDIES

Better Models for Superstores: Alternatives to Big-Box Sprawl, Constance
E. Beaumont, National Trust for Historic Preservation:  Washington,
D.C., 1997.

Case Studies of Transit-Oriented Development, Seattle Station Area Planning,
City of Seattle, Seattle, Washington, July 31, 1998.

Land Use in Commuter Rail Station Areas: Analysis and Final Report,
Recommendations for Integrating Commuter Rail Stations with Surrounding
Communities, Metra and Northeast Illinois Planning Commission,
Chicago, Illinois, November 1991.

Mixed-Use Development Standard Study, Thomas and Potter for the City
of Seattle, Seattle, Washington.

1992-1997 Westside Light Rail Station Area Design, Planning, and
Development Program:  Accomplishments, Lessons Learned and Close Out
Programs, Tri-Met, Tri-County Metropolitan Transportation District of
Oregon, Portland, Oregon, January 1998. [DRAFT]

Planning, Developing, and Implementing Community-Sensitive Transit,
Federal Transit Administration, Livable Communities Initiative,
Washington, D.C., October 1997.

Redevelopment for Livable Communities, Conference Report, Energy
Outreach Center and Puget Sound Regional Council, Tacoma,
Washington, May 27-29, 1997.

The Role of Transit in Creating Livable Metropolitan Communities, TCRP
Report 22, Transit Cooperative Research Program, Transportation
Research Board, Washington, D.C., 1997.

Transit-Focused Development: A Synthesis of Transit Practice, TCRP Synthesis
20, Transit Cooperative Research Program, Transportation Research
Board, Washington, D.C., 1997.

STATION AREA LAND USE REGULATIONS

Creating Transit-Supportive Land Use Regulation, Planning Advisory Service
Report Number 468, American Planning Association, Chicago, Illinois,
December 1996.
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Creating Transit Supportive Regulations: A Compendium of Codes, Standards,

and Guidelines, Municipal Research and Services Center of Washington,
Seattle, Washington, August 1995.

Creating Transportation Choices through Zoning, Sno-Tran, Snohomish
County Transportation Authority, Lynnwood, Washington, October 1994.

Infill Development:  Strategies for Shaping Livable Neighborhoods, Municipal
Research and Services Center of Washington, Seattle, Washington, July 1997.

Land Use and Development Mechanisms Around Passenger Rail Stations:  A
Lynnwood Station Area Study Technical Memorandum, Sno-Tran,
Snohomish County Transportation Authority for the City of Lynnwood,
Lynnwood, Washington, July 1988.

Light Rail Station Area Interim Protection Ordinance, Section 135, and
Station Community Planning Areas, Sections 136-142, Hillsboro Zoning
Ordinance No. 1945, City of Hillsboro, Hillsboro, Oregon, 1994-1997.

Mode Enhancement through Land Use Design:  Development Design Strategies
to Encourage the Use of Alternative Transportation Modes, Stevens/Garland
Associates, Inc. for the County of San Diego, California, San Diego,
California, July 1991.

Smart Development Code Handbook and Appendix, Transportation and
Growth Management Program, Oregon Department of Transportation
and Oregon Department of Land Conservation and Development,
Salem, Oregon, August 1997.

Tacoma Transit Supportive Development Standards, City of Tacoma,
Tacoma, Washington, June 1996.

Transit Development District, Downtown Plan District, and Civic
Neighborhood Plan District, Community Development Plan, City of
Gresham, Gresham, Oregon, 1995.

Transit Overlay District, Clark County, Vancouver, Washington, June 1995.

Transit Overlay Zone, Light Rail Transit Station Zone and Gateway Plan
District, Title 33 Planning and Zoning, City of Portland, Portland,
Oregon, 1987–1996.

Transit Village Development Planning Act of 1994, AB 3152, State of
California, Sacramento, California, February 23, 1994.

Zoning Tool Kit:  The Handbook for Evaluating and Updating Comprehensive
Plan and Zoning Maps, Bureau of Planning, City of Portland, Portland,
Oregon, February 1997.
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The following are some of the questions that should be asked when conduct-
ing a regulatory audit to identify regulations that may limit opportunities for
transit-oriented development.  These questions do not address all possible
limitations or circumstances, but provide a starting point for the analysis.
Also provided are references to resources and actual experiences in the central
Puget Sound region to modify zoning and land use regulations to better
support transit-oriented development.

One document in particular that should be useful in reviewing your land use
regulations is Creating Transit Supportive Regulations: A Compendium of Codes,
Standards, and Guidelines prepared by the Municipal Research and Services
Center of Washington.  This is an excellent resource of actual local examples
and experiences.  Also useful are: Creating Transit-Supportive Land Use Regu-
lations, American Planning Association, PAS Report Number 468, and
Creating Transportation Choices through Zoning, Sno-Tran.  Full references
are included in the Resource section at the end of Part III.

Questions To Ask in Conducting a Regulatory Audit

Do your regulations include physical requirements that restrict densities?

While some zoning ordinances restrict commercial and industrial intensities
through floor area ratio (FAR ) maximums, it is more likely that develop-
ment intensity will be inadvertently restricted by a combination of features,
including parking requirements, height limitations, setbacks, landscaping re-
quirements, and lot coverage maximums.  One way to identify how these
standards interact is to design a hypothetical transit-oriented development
on a specific site in the station area to see if the regulations would preclude or
discourage the project.

Do your regulations include a minimum density requirement?

A more assertive means to achieve higher density is to set minimum density
requirements.  Minimum density requirements can backfire unless you set
the range of densities to conform to the market.  For example, if the market
favors single-family residences and you set the minimum density at 20 dwell-
ing units per acre, be prepared for complaints that you are actually inhibiting
development.  This still may be the appropriate step if you can demonstrate
that demand will ultimately justify higher density and a greater return on
land investment.

Conducting a Regulatory Audit
APPENDIX A
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Do your regulations allow a full range of housing types?

The most effective way of increasing housing supply, density, and affordabil-
ity is to allow for a full range of housing types.   Housing types should include
apartment buildings, cottages, duplexes, and accessory housing.  The Seattle
Housing Options is an excellent compendium of housing projects providing
detailed information about a wide variety of housing types.

Do your regulations place restrictions on development outside the

station area?

Local zoning codes often allow too much development over too large an area.
The result is low-intensity sprawl throughout the community.  If develop-
ment can go anywhere, developers will typically seek out the least expensive
land and auto-oriented locations.  To focus development in desired locations,
it may be necessary for you to limit the zoned potential of lands remote from
the station area.  While direct down zoning of property can be difficult; it is
sometimes possible to rezone outlying lands for the less intense auto or in-
dustrial activities.  This provides a place for non-transit-oriented development
uses to relocate and preserves property values for rezoned lands.

Do your regulations allow residential above ground level commercial uses?

Vertical mixed use promotes greater inten-
sity and allows pedestrian-oriented uses at
the street level with other uses above. Make
sure that the first floor use requirement does
not apply to sites where retail and similar
services are not viable, or else redevelopment
will be impeded and the business core scat-
tered.  Also, be sure to define
pedestrian-oriented uses clearly or else un-
wanted uses can occur.

Do your regulations include special design requirements for

‘pedestrian streets’?

Identify key streets or districts where special pedestrian-oriented requirements
apply. While pedestrian orientation is desirable along all streets in station
areas, you should identify specific streets where pedestrian orientation is most
important.  Along these streets there should be pedestrian-priority standards

The Seattle Pedestrian-Oriented Overlay Zone
limits ground floor uses to the following:
personal and household retail sales and services,
eating and drinking establishments, customer
services, and entertainment uses.  Drive-in
business, including gas stations, are prohibited.
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regarding driveways, building frontage, and
parking location.  Businesses will continue
to access parking and service areas, but these
should not detract from the pedestrian char-
acter of the streets in the station area.

Do your regulations require convenient

access between building and walkways?

Require convenient access to the building en-
try, to the sidewalk, and to on-site pedestrian
paths.  Creating Transit-Supportive Regulations
(page 5) presents several excerpts from local codes in the Puget Sound region
and other areas of Washington State that address this issue.

Do your regulations require buildings to be built along the public

right-of-way?

Many development regulations inadvertently prevent pedestrian-oriented site
design by requiring front setbacks for commercial properties.  Front setbacks
for commercial properties should be removed or reduced in station areas.
Require or provide incentives for buildings to front directly on or close to the
right-of-way.  Remove or minimize front yard setback requirements from
code, except as necessary to allow 12-foot-wide sidewalks.   (See Creating
Transit-Supportive Regulations, page 16.)

Do your regulations require that street grid be continued and/or

established?

Depending on topography, transit-oriented
development is usually best served by a grid
network of streets, sidewalks, and pedestrian/
bike paths.  Blocks or development parcels
should generally be less than 400 feet on a
side.  If there is a parcel in the station area
greater than two or three acres, you may want
to require that a street — or at least a pedes-
trian way — be included as part of the
development.  Creating Transit-Supportive
Regulations describes provisions to address
this consideration on page 6.

The City of Kent Downtown Design Review
Handbook identifies two categories of
pedestrian-oriented streets and sets standards
for vehicle access, site design, parking location,
and setbacks for each category.

The Woodinville Interim Downtown Design
Guidelines require all development projects on
properties of more than one acre which front
on two streets to provide through access or
“through streets” between the streets.  Required
through streets may be part of the parking lot/
site circulation, but parking, other than parallel
parking, fronting directly on the street should
be minimized.

Appendix A
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Do your regulations require pedestrian connections within parking lots?

The importance of better circulation in parking lots has been proven in
highly successful developments such as University Village and the Oak Tree
area.  Creating Transit-Supportive Regulations includes several sample provi-
sions on page 36.

Do your regulations require expanded street and building lighting

requirements?

Design guidelines should prohibit dead-end spaces, blind corners, and hid-
den entrances.  Another valuable method to upgrade the inherent safety of
proposed development is to have the police department review development
proposals with respect to their Crime Prevention through Environmental

Design (CPTED) program.  (See Safe Cities Guidelines for
Planning Design and Management and Creating Transit-Sup-
portive Regulations, page 12.)

Do your regulations require bicycle parking?

Require provision for bicycle facilities, such as bike racks
and lockers.  The requirement for bicycle facilities is be-
coming more common.  (See Creating Transit-Supportive
Regulations, page 44.)

Do your regulations provide incentives for plazas or

other public open space?

The extent to which the provision of open space is a pri-
vate developer responsibility rather than a public
responsibility is a major question.  It may be that the gov-
ernment constructs new parks or plazas as an incentive for
development.  On the other hand, if the local government
is focusing on other infrastructure, such as streets, parking

garages, and/or public facilities, then the jurisdiction might rely on develop-
ers to include plazas, gardens, and other open spaces as part of its projects. In
requiring open space as part of site development, you must make sure that it
provides both a public and a private benefit and does not become a deterrent
or burden to positive development projects.  Some local governments allow
developers to pay a fee in lieu of open space.  In this case, you should make
sure that the fees collected in the station area are spent for open space within
the station area.

A specially marked or paved
crosswalk should be provided
through parking lots greater than
150 feet long or more than two
bays deep.  Generally, walkways
should be provided every four
rows, and a maximum distance of
150 feet should be maintained
between paths.  Other guidelines
set minimum pathway width at 6
feet and require raised pavement
or painted markings across a
travel lane.  The distances should
be considered somewhat flexible
to account for the length of the
parking lot and driveway
locations.
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Do your regulations address pedestrian-

oriented design features?

Properly prepared design guidelines for sta-
tion areas can ensure that new development
is pedestrian-friendly without inflicting a sig-
nificant cost.  In many cases the provisions
can be stated simply enough for administra-
tive review, without the need for a design
review board.  The design guidelines do not
necessarily need to include provisions for de-
sign quality, building materials, or
architectural style, although such provisions
can be very effective in creating a “sense of place.”

At a minimum, design guidelines should address the following issues: re-
quire pedestrian-friendly facades, avoid blank walls, provide weather
protection, provide sheltered waiting areas, provide pedestrian-oriented
signs, and locate service areas and storage away from pedestrian routes.
Design guidelines for historic areas are especially important in maintaining
an older community’s character.

Do your regulations address location and access issues?

Often, parking can best be provided in small lots around the perimeter of a
station area.  But there are certain situations where large lots or structures
might serve a high-demand area, such as a commuter rail station at a com-
munity college or sports arena.  A high-volume feeder road might also
necessitate a large parking facility to minimize traffic through the center.

Do you regulations establish performance criteria to determine the

amount of parking?

Business owners, commuters, transit agen-
cies, developers, and residents have different
parking objectives.  Therefore, it is essential
to establish criteria to determine the appro-
priate parking supply.  It is difficult to
establish rules of thumb to determine sta-
tion area parking needs because the
quantities are dependent upon type of uses,
population, type of station, and many other
factors.

The Woodinville Downtown Design Guidelines
require building entrances to be enhanced and
present a menu of options for developers to choose
from, including weather protection, extra
landscaping, pedestrian facilities, providing special
pedestrian scaled lighting, adjacent window
displays, or other methods as approved by the city.

The city of Kirkland based its design standards on
the following strategic policy:  “Throughout
downtown Kirkland, minimize the number of
driveways by restricting curb cuts and by
encouraging property and business owners to
combine parking lot entrances and coordinate
parking areas.  Encourage side and rear parking
areas by restricting parking in front yards.  Require
extensive screening in front yard parking.”

Appendix A
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Using performance criteria rather than strict standards may be one way to
address parking needs on an area-wide basis. Creating Transit-Supportive
Regulations includes an extensive section on parking measures starting on
page 25.

Do your regulations set parking requirements as low as possible?

Many codes set minimum on-site parking requirements at about 1 stall per
200 to 250 square feet for commercial and 1.5 to 2 stalls per dwelling unit.
These parking standards are generally too high to achieve transit-oriented
densities without structured parking.  It is important to remember that each
parking space occupies about 300 square feet.  Unless parking is stacked in a
multi-level garage, it can take as much land as the use.  For example, 1 stall
per 250 square feet generally produces a maximum floor area ratio (FAR) of
.5 and more often a .35 to .4 FAR.  By contrast, 1.0 FAR is much more
appropriate in high-capacity transit station areas.

Do your regulations include parking location and design standards?

Parking lot design standards for location, access, pedestrian circulation, and
landscaping are important elements in creating an attractive, efficient, pedes-
trian-oriented transit station community.  The following issues should be
addressed: pedestrian circulation, parking entrances and driveways, location
of parking lots, parking lot design details, and landscaping adjacent to neigh-
boring properties and along the street.
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There are potentially powerful tools currently in use elsewhere in the coun-
try that could be brought to bear in the central Puget Sound region with
appropriate state legislative action.  In some cases, this would require that
existing statutory authority be amended to improve transit-oriented devel-
opment implementation success. The following is a brief description of
potential new tools for encouraging transit-oriented development.

Tax Incentives for Transit-Oriented Development
In Washington State, local governments are restricted in their ability to di-
rectly support private development through the use of tax incentives.  However,
there are some types of development activity that are eligible for favorable tax
treatment, such as affordable housing and historic preservation.  Below are
examples of how tax incentives are currently used and ways they could be
extended to transit-oriented development projects.

SALES TAX EXEMPTION OR DEFERRAL ON CONSTRUCTION

In the State of Washington, sales tax is charged on the value of construc-
tion labor and materials. Recently, the State Legislature provided for
exemptions or deferrals for several activities deemed to have significant
public benefit, including:

• Exemption of sales tax on new or expanding manufacturing facilities in
economically distressed counties.

• Exemption for construction of high-technology manufacturing facilities.

• Deferral for three years and repayment over five years for equipment or
pilot-scale facilities for high technology.

• Deferral of sales tax on construction of the Mariners baseball stadium
(Safeco Field) for five years with a repayment schedule of ten years.

• Deferral of sales tax on construction of the Emerald Downs thoroughbred
racetrack for five years to be repaid over the next ten years.

An exemption or deferral of the sales tax on construction of transit-ori-
ented development projects would offer a significant financial inducement
to developers.

Pursuing Potential
State Legislative Changes

APPENDIX B
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LEASEHOLD EXCISE TAX EXEMPTION OR DEFERRAL

This type of exemption would be somewhat analogous to property tax abate-
ment.  In the State of Washington, when public property is leased to a private
party the lease payments are subject to leasehold excise tax of 12.84 percent
of the contract rent.  This tax is in lieu of the regular property tax, since
public property is excluded from property assessments.

Currently, there is no explicit exemption for transit-oriented development,
though a housing proposal could qualify if it were a publicly subsidized low-
income housing project.  The exemption would be available as an inducement
for the potential leasing of transit-owned property, including air rights above
stations, for private development.  Examples of current exemptions include:

• Student housing at public schools and colleges.

• Property in a special review district that is listed on a federal or state
register of historical property.

• Leases to nonprofit organizations for the operation of camps and other
recreational activities conducted for disabled persons.

• Interests in the public or entertainment areas of a professional baseball
stadium in Seattle which contains natural turf and a retractable roof.

TAX ABATEMENT PROGRAMS

Tax abatement programs are currently available to certain cities in the region
to encourage multi-unit housing in targeted housing areas authorized under
RCW 84.14. The intent of the legislation was to encourage new housing
opportunities in under-served areas by forgiving property tax payments for a
specified period of time.  Unfortunately, as the law is currently structured,
only four cities in the Puget Sound region (Seattle, Everett, Tacoma, and
Bellevue) are eligible to offer this potentially powerful inducement.

Possible legislative action that could be considered includes expanding the
list of eligible communities to other local governments and/or allowing tax
abatements within major transit station areas.  Station areas could be defined
as the quarter-mile or 2000-foot radius around stations, including light rail,
commuter rail, ferry, and major bus transit centers.  This would limit the use
of this incentive program in the new communities to transit-oriented devel-
opment and encourage the maximum practical housing opportunities within
easy access to regional transit facilities.

Any new transit-oriented development tax incentive would require a stan-
dard definition of transit-oriented development specifying the type and
characteristics of a project that would qualify as a transit-oriented develop-
ment and thus be eligible for the exemption.
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TAX INCREMENT FINANCING

Tax increment financing (TIF), also known as community redevelopment
financing, is a mechanism local governments in many states use to finance
public improvements and thereby encourage redevelopment.  In 1952, Cali-
fornia became the first state to use tax increment financing.  Widespread use
in most states did not occur until the 1970s.

In part, utilization of this type of financing was spurred by changes in federal
urban renewal and community development policies.  These changes limited
the amount of federal aid available to large urban areas for redevelopment
projects.  Currently, more than 30 states have legislation that allows the use
of tax increment financing.

In the early 1980s, the Washington Legislature passed tax increment financing
legislation, which immediately raised a number of issues regarding the consti-
tutionality of this financing mechanism.  There were two principle concerns:

1. Whether the addition of tax increment financing districts would lead to
violation of the uniformity clause of the Constitution; and

2. Whether property owners within a tax increment financing district receive
privileges that are not available to other property owners.

In 1996, the State Supreme Court ruled on the test case City of Spokane v.
State of Washington that tax increment financing was not permitted on con-
stitutional grounds.  In 1982 and 1985, Constitutional amendments, subject
to voter approval, were proposed to eliminate the legal questions surround-
ing the use of tax increment financing.  Both amendments were defeated in
statewide votes.

Tax increment financing helps to sustain or revitalize urban areas by funding
selected public improvements that attract private development.  Some of these
improvements include roads, parking, sewers, sidewalks, lighting, landscaping,
and parks.  In general terms, this is how tax increment financing works:

• The sponsoring city or county establishes the tax increment financing
district by drawing boundaries around a geographic area that is thought
to benefit by the public improvements.

• The properties located in the financing district are assessed to establish
a base level assessed value against which to measure increases.

• The sponsoring city or county issues bonds to pay for the public
improvements.

• The public improvements are built.

• The assessed values of properties in the district increase due to the new
development the public improvements attract.
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• Annual tax revenues generated from the increased assessed values (that
is, the “increment” of value) are captured to pay for the tax increment
financing bonds.

• During the bond pay-off period, the overlying taxing districts (for
example, port, county, and state) collect taxes only on the previously
established base level assessed values of the properties.

• Once the bonds are retired, the tax increment financing district is dissolved
and taxes are collected on the much higher current assessed values.

Allowable Land Uses at Transportation Centers
Another incentive for transit-oriented development would be to remove the
restrictions currently placed on the types of activities allowed at “transporta-
tion centers’. The transportation centers statute (Chapter 81.75 RCW) could
be amended to expressly allow for the incorporation of commercial elements
within transit facilities.  These elements would provide additional revenues

to offset costs associated with the provision of
public transit services and facilities.  During re-
cent legislative sessions the following
amendments were suggested for possible action.

• Expand the list of services available within a
transportation center to include commercial
activities such as retail services, offices,
professional services, and any other use which
may prove beneficial to the users of the
transportation system.

• Remove any authorization for any municipal
corporation to operate the additional services,
while allowing these entities to lease either the
entire center or some portion to another entity
for the purposes of providing the additional
services.

These amendments would provide express statu-
tory authority for joint development opportunities that are consistent with
the goals of the Growth Management Act and transit-oriented development
principles.  The greatest benefit appears to be for Public Transportation Ben-
efit Areas, where the authority for pursuing joint development opportunities
is most unclear.

In 1994, the State of California passed a bill
titled “California’s Transit Village Act” (AD
3152).  The bill encourages cities and counties
to plan more intensive development around
rail stations, but it provides few fiscal powers
or special powers to do so.  Efforts have been
made since then to have the bill expanded to
provide more fiscal incentives, perhaps
granting designated “transit village districts”
priority access to discretionary state funds and
federal funds.  Additional authority has been
sought to create special redevelopment
districts around stations with special land
assemblage and tax financing privileges.
Proposals also include granting developers
density bonuses within the district.



PUGET SOUND REGIONAL COUNCIL 125

APPENDIX C

Glossary

Air Rights.
The control of development above a property being used for another
purpose at ground level.  Development could occur above an existing
use such as right-of-way or parking.

Auto-Oriented Development.
Configured and designed to facilitate access and circulation primarily
by automobile.  Common components include building orientation to
the parking lot, highly visible parking in front of the building and large
blocks with wide streets.

Bus Transit Center.
A major bus stop or station at the meeting point of several routes.
Designed to facilitate passenger transfers (e.g., passenger waiting areas)
and accommodate numerous buses (e.g., vehicle staging areas).

Commercial Core.
Portion of the station area that will be targeted for the highest intensity
of commercial activity.   Appropriate make-up of the commercial core
will vary depending on the particular station area, but, in general, the
uses on the ground floor should be pedestrian-oriented, such as
commercial retail or personal services.

Compact Development.
Refers to the relative density or intensity of development in a given area.

Density/Intensity.
Often used interchangeably.  Density refers to the number of housing
units or square feet of commercial space per unit of land, usually per
acre.  Intensity refers to the level or concentration of activity occurring
on a site or in an area.

Density Bonus.
Provision in development regulations that allows greater floor space or
more housing per acre in exchange for certain public amenities.
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Design Guidelines.
Standards which are usually applied in a particular area (e.g., downtown
or transit station area) or to a particular use (e.g., multi-dwelling housing)
to protect investment and/or establish a unifying look for an area.  Design
guidelines can be administered by the permitting staff or by a design
professional depending on the level of discretion exercised in the review.
Typical guidelines might focus on issues such as building orientation,
certain architectural details and the streetscape.

Development Regulations.
A local jurisdiction’s zoning or land use code, which regulates factors
such as the type of land use, densities, height and bulk, landscaping,
parking requirements, and some elements of design.  Development
regulations may also include a separate subdivision code that typically
includes standards for street layout and design.

Eminent Domain.
The right of government to “take” private property at fair market value
for a public purpose.

Employment Sectors.
Refers to the categorization of employment by Standard Industrial
Classification (SIC).  Generally grouped as Manufacturing, Wholesale/
Transportation/Communications/Utilities (WTCU), Retail Trade,
Finance/Insurance/Real Estate/Service (FIRES), and Government/
Education.  SIC codes are currently in the process of being replaced by
the new North American Industry Classification System (NAICS).

Floor Area Ratio (FAR).
A measure of development density expressed as the amount of building
floor area divided by the development site land area.

High Capacity Transit.
Transit systems operating, in whole or part, on a fixed guideway, dedicated
right-of-way or freeway/express facility, designed to carry a large number
of riders at higher speeds than conventional transit.  Examples include
express bus on HOV lanes, passenger ferry service, commuter rail and
light rail.
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High Capacity Transit Station.
The facility which provides access to and from high capacity transit,
including the right-of-way, passenger waiting platforms, ticket vending
machines, weather protection, kiss-and-ride area, and bike parking.  For
the purpose of this workbook, this includes light rail and commuter rail
stations, bus transit centers, and ferry terminals.

Infill Development.
Development that takes place on vacant or underutilized parcels within
an area that is already characterized by urban development and has access
to urban services.

Joint Development.
Projects financed and developed jointly by public agencies and private
developers.  Joint development associated with a transit facility often
involves a transit agency.

Joint-Use Parking.
Use of the same parking spaces by adjacent uses that have staggered
peak periods of demand, thereby reducing the amount of land consumed
by parking.  Also referred to as “shared parking”.

Land Assembly.
Consolidation of separate adjacent parcels under one ownership in order
to facilitate larger-scale developments.  Used by the public sector to
encourage private development.

Land Banking.
A process established to set aside land to be used for a specific purpose at
a later date.

Land-to-Building Value Ratio.
A measure used to indicate redevelopment potential.  If the ratio is above
a certain threshold, the building is considered to be of a lesser value
than it would be possible for the land to support.

Market Study.
Analysis of current market conditions to assess development
opportunities.  Usually undertaken by a developer to study the likely
success of a specific development proposal.
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Market Strategy.
A long-term proactive process that seeks to shape conditions to create
and respond to development opportunities.  Usually undertaken by the
public sector to attract private development.

Mitigation.
Steps taken to moderate the impact of construction or operation of a
project.  Often called for in an Environmental Impact Statement required
for compliance with SEPA.

Mixed Use Development.
Complementary land uses located within a single structure or in close
proximity to one another and connected by safe, direct walkways.

Overlay Zone.
A method used to apply provisions in a specific area which supplement
the standards of the underlying or base zone.  An overlay zone might
restrict certain uses or allow higher densities than would be permitted in
the same zone in other parts of the city.

Parking Management.
Actions taken to alter parking supply, operation, and/or demand.

Pedestrian Streets.
Primarily designed to serve people on foot.  Street width, travel speed,
and turning radii should be minimized and pedestrian amenities should
be enhanced in order to focus on the comfort and safety of pedestrians.

Planned Action/Programmatic EIS.
The Environmental Impact Statement (EIS) for a general program of
interrelated projects (such as development around a transit station), as
opposed to a specific project or action.  Utilized to attract development
by simplifying the environmental review at the project level.

Public-Private Partnership.
A cooperative venture between a public agency and private corporation
for the purpose of accomplishing a program or project, such as a joint
development.

Pro Forma.
A detailed analysis of the costs, projected sales and/or revenues, and
risks associated with a development project; usually prepared by the
developer to support an application to a lender or to attract investors.
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State Environmental Policy Act (SEPA).
A state law requiring an analysis of the environmental impacts of state
and local actions.

Tax Abatement.
A reduction in taxes, usually for a specified period of time, granted as
an incentive to encourage development in a particular area or of a
particular type.

Tax Increment Financing.
A technique allowing new tax revenues, generated by new development,
to be retained and put to use in and around the area where the
development has taken place.

Transit-Oriented/Pedestrian-Friendly Development.
Because transit users are most often pedestrians, the elements that support
transit and pedestrian activity are generally the same.  In short, transit-
oriented development (TOD) is pedestrian-friendly development focused
around a major transit access point.  Elements include compact, mixed
use development pattern with facilities and design that enhance the
environment for pedestrians in terms of safety, walking distances,
comfort, and the visual appeal of the surroundings.

Transit Station Area.
An area within 1/4 to 1/2 mile walking distance (5 to 10 minutes) of a
high capacity transit station which may contain transit-related activities
and be designed for higher density development.  When planning a
transit station area, it is also important to consider its relationship to the
surrounding area from which transit riders will be drawn.

Transit Station Area Plan.
A detailed plan for a station area that deals with issues such as land use,
access and circulation, needed improvements, development opportunities
and incentives, and parking.

Transit Station Community.
A diverse mix of activities, focused around a transit station, where people
live and work.

Underutilized Property.
Land that is not developed to its highest potential.  This could include a
parcel that is partially vacant or has surface parking, as well as a parcel
with a high land-to-building value ratio.
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