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e J | Iezues of. B Liktsnial par year.
Reglonal Flaming When IART spered o 1574, miry suburban Bay froa communiies "downzoned” The amas | Leom maru
Suntainsiin Divsiopmend | direchy adpcent 1o tha statlon. Whan the D.C. Metraral aysiem cpansd in 1978, (ransit (R = ek kA e e P
Trimaporialon planrass. for Washinglon Mabnossil 83 woll as Salingban County, Wirginda, and Monigomery _ & aTie ._..._”H.,.—u_ﬂ.m..__._.ﬁ.._....

Counly, Masyland, tock a differsnt approsch, Tha Washinglon Mebrapofian Araa Transit =

Auiharty and local pridicions actvaly pursuad developman opporbunitizs in (he gquater-mik :.

arans anound thelr subaorban Metronad slaticns and have sinee than bacame a national modal |
for subirien "rarsi-oienbed developmeant.”

Taday, many of theas akdar suburban (Haces hawe franst ridership, waking and car awnsrshiy
rates thal resesmibla tha densest LS, clias. These oubcomas ana dirsciy sllrbilabis ko tha
prasance of tha Metraral ayelemn and tha amourt and byps of developmant bull eround the .~ |
 glafions. Dlher faciors alsa play B rols, such ap the Tecderal govarmmant's krga preasance in _ PR
ke reglan as & amplaver with many offices located rear iransi, and  mil-ayslern dealan |

Ihad finds a batber balonee of bigh-gually inner-city connesiiity wilh reglanal commuter seavice _

when comganed with ofher systams sush a5 BART et wern bull during the same pericd, | |OET ENEWSLETTER
'\l this dense, mibed davalapment around Metrorsd slations has net raplacad swo-ariented | | EPURS manily o-rvesketer
uprawl in Tha CLE. roglan, il has provided an allernative model for devslopmant outsida of the | feabares polcy updnses and
 urhan cone 1 Information om weaming el
i i _muai:!._..
| THE START OF SUBURBAN NETWORKS _

In canirast with BART and moss othar LS, regional ral syslems, many subwban DUE. |
| Malrorail stalions are immedialely stmoundad by 8 donsa bulling patlern, Dflen madewpof |
| pifiza buiidings wilh incrassing aenounts of residertial and ratall, thesa slofion afas conlrast
 with tha torer-dermily suburban form nesrby, Gompara Ikis wilh (he fand-uss palloms sroud |
| BART slalicra bk Morth Berkolay, Ashby, Framonl and facAstiur, whera (ha suburban

developmant is rlually unchanged sieco tha 167 0s.

in particutsr, the Rosslyn-Baksion Coeridor in Aringlon Counly has seen ta mesl changs, (Far |
aaki of comparisan, s corridor of older suburbs Is sivilar 1o parts of tha inner East Bay.}
| Bince 1972, when :EEE._ firsl opanad, hs eorridor has grown from closa (o 30000 o
| narly 80,000 téal jobs, | This two-squane-mila coridor weadtl oceupy fourtean square miks 1
il e AT &t fypload suburbsn densiges, 1n e arans around the e main slallons (yplaily
_n."___.!E mils afea) thara B naary 50 mifion squane fesd of tobsl daveiopment.® For Adfirgton
Counly averall by 2000, nedrly two fhirds of b jobs and 40 pevcent of Fousng units wara
| mesar Malroral stalians. And sinca Meiroral cpaned, 75 pareant of new develapment
| Brlingion Courdy has been localed near @ il slation. Swroundng tha Rossin slation alona,
fhara fa ovar 18 mifon squars fesl of devalopment, wih sighty mons office than residantial
" dovalopment

In tha newar suburhan Monigamary couty, Mangdand {Ihink Conira Cosla county], dense
davalopments wdsl around slefiors such s Siker Spring, Bethesds and Friondship Heighls |
¢ Pt 15,000, 10,000 and 10,000 daiy Psdrorsl boardngs respaciively). Sitker Spring has 7.3
| milfien squana feal of oifics space, 5, 200 Feusing unks, and a popuation densily of 15,800
pacgk pir squam mis — near as high as San Francisoo’s.
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(MEASURBG SUCCESS
Tha dersily and mbc of usas immedlately surmounding sutiwban Metroral slafions is lhe mosl
: oiwious indicalor af TOD success, Bl 10 msssing cldcomes, reval cholcas ane tha mosd
imperiart irdicator of the effecliveress of suborban TOD:

o D 30 percant of DUG. residerts who work aulslda (ha cily laka Iransl, This companes wilth
"only 17 parcerd of San Francisco residents. whao kats franst 1o fhair jobe oulsids of the dly, In
gersial, 1 ia cftul 1o gat & large shera of residenis lo choose transil over driving (or reserss
commide Irps. Mol anly s e kBea congealion kaving ha cily in the moming commmte, bul
parking is usualy cheap ar free in fhe sutrbs. 3o o stiracl reverss comimilens, transd must
b pariculany convanient and work destinallons must bo diroclly adjacant bo suburkan trensi.
D ba the design of mary Melrocal aladiors culaide of UG, this i@ tha casa for many raverse
- CammUters,

The tramsil use for resases comimulecs is even highar when going 16 jobs al auburban TOD
Incations, For examplas, al ha Sikver Spring Malraral Center in Montgomery Counly, Maryland
— & 150, D00-agquare-food cilice lower 300 feet fram Fe axl af fa Malrorad ._uﬁ__._ w— B2
parcert of warkers reskfng in D.C. ook fail b work,

Faverss commilag sna imponant bacausa Thay maka mone alfcken use of oésling
infrastnuchure. Eoch eddiionad ridar in B primary cammule direclion puls addillonal siramon
alraady-crowdad Infrasinuchume. In conlras!, it costs the rarsit agency very e o 81 amply
eals i ha raverae commule dikeclion, sc Thasa faras. help to cowar aperaling costs wilhout
minimal pressure on caplal infraslrucluoe.

High transt uga during off-paak periads ks just as crlizal Suburban residants wio would
urdirerfy drive beir cars ara Laking ranak Tor shar, non-waork frips, This ravel patlem
mprorns oilidcncy by adding ridens diring off-peak Bress wien (heng 15 avalabla capadly,
Bimilar to reverea comemiding, riders capbored dioring These bmes add fare resanus witfou
adding signiicanl aperaling coats. QN-pesk iders provide a markat for raladl dessdopment al |
affpaak limes, which in brn confribuies. o a saler, mane pesdaalrian Tieodly slalfon anea,

Thas bowe raba of car ownarship by resldenls who bva and work noar sibwrban TOOs
ocorkrhules to a heallhy depandence an fhe iransl syslem. [n 2004, 38 percant of bofh
Ealsion and Rosslyn anea residents commuted o work by bramsil versis 42 percent wino
chios alora. Baltsban area howsho'ds had 1.7 miamablies por household ard Rossiyn 1.1
par housaohald, o very low rabe for heusehalkds oulside the fegion's canrsd cily, By confrasd,
i avarsge San Francieco housahold has 1,1 cars per household and the retiorsd averags is
1.4 cars per housshold.
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isers of cerain subuskan Matrarad siations alsa have excaptionslly high welking ratns. The
greph on page 18 summarkzes (hese stalislics for saveral kiy suburban sladiors.” Al and [
dapariure from a skalion by foot (8 & marsure of a succesaful TOD, Inshar, fhis geis more
cars il tha road, reduces raffic impacts an swrreunding naighberboods, reduces the nased for
parking lols srourd stalions and provides sigrificant fool iraffic b enhence sefaly and anable |
e punoesaiul rotail i

Tha cporational eficiancas reauling trom the fravel bebenior dissuesed ol ana appanang in i
e proportion of tha Metraral operaling budged that 5 covered by fares, kown g Be
farshod racovary B8, For Mefronal the fansbox resowry (et was 71 percant in fiscal year

50087 In conbrast, tha farebon recowary ratio Tor BART was 52 peccent in Macal yanr 20077 |

)
1
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[i Welked Dirtrie
{ freim stasion fram shaliva

Waksd to station Dot Lo sialicn

'| st S0 il Pabinges Sirvey sl Fepe : :
; Move i S8, SO0 dders wers Mnlenwewed for e 2007 Malonal! Passovgor Sunay 19 lsam by wetef mawtE
o], gr] waiera came fo Me slafion, andiman Anfeing &f ek slon, bow Siey reached I i bnabinn

WHY IT WaRKS

1, Long-term planning and investmant.

The high quaily and derse ardronmenis araund suburban Washingion rensh slakons began
i fram tha sarliest ivesiment decisions, Oflen, systam planners sefectad mans epaniva A
: stalion lacalicns Med erabied iransformativrsl develapmeant palterns, as opposed o kcalions _
in gxistng highsvay or freighl ral rights-of-way. With ihese up-franl irsesiments came patonce |
in reslicing & vision. 1l back 20-28 years for the Rosslyn-Balslon carrdor ta reach crilical |
MaAsh,

2, Rpcagnizad resanun potential from dewelopmeant,

| Tha fransi agency, Washirgbon Malrapelian Araa Transit Aulberily, hed & fiscal imparative o

| promote joint desalapment near the salions becsiae it cked pny dedicaled fnding soics.
Pusling moes deselopmant immsadiately near stalions preyidad mers niders and revonuas,

_ Wora recanily, WRLATA, e been abila 10 sal ihe fand divsctly 1o developers and kesp tha
procasds (inetaad of long:lerm leasas, which aliraciad kbss infares| from dewelapers].

3, Securcd local pelical suppaort frem surrounding commaanitaes,

. The sariasl saccass in 70D cocurnsd in Ailingion County whara pabtical lsaders arguai al

| the Malroeail cauld be used 1o halp revive a siruggling econory. The spproach of tha paitical

| lewders sucosaded because ol aupport and bary-in fram the local residenls wha wara vary |
i in checizlon-maiking. Residenl suppoil was pramisad ona firm commilmert {o cantain |
{ha denza developmant in 8 roughly ano-quartar mie radiue around tha slations.

i, Prodected axisting nelghborhoods, i

| Tha poitical lsademship mada & commEmant ko protec] e exsling lw-denslly neightarhonds |
sagrounding the TOD, Thay alss picrasrad “zona parking® in ereas adacent (o msor comdon |
by resiricting parking in the neighbarhoods ned ba job centers, Rasklants would get parking
permits whin commuiers woud nol ba alicwed 1o park in the nearby residecdial araas

5. Recognized local govarnmant fiscal benofits to densily.
Giver Eha lange pubds dabd from the corstrustion of the Metrarad sysiem, building lanps

3 af s BAZ2010 12: 18 PN
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ameunls of dewsicamant arcund P stalions was an assy way 1o pay off 1his deb trough
addilianal proparsy boes and joint-develapment agresments withoud rasieg laaes fr glkbers in |

| ha comminy.

&, Captured mors knd around the stations than was needed.
WMATA punchased sionficant amaunts of Bnd around suburhan stalions as |l expanded,
Beacause tha kand uses &l tha lime ollen Fad been for Tarming, (he parcals wana lange and thiay

_purchazsad mooe fard tham fhay nopded.

APPLYING IT ELESEEWHERE
Eocma slamams of the DG, TOO slery are dilfioul or undesirsie lo replicals. For gl

s Tha tederal gowernmant has a policy (dating to the Carter Administration] to locate
Federal sgancies near Melrorall slallons, Federal employass rapraaent naarky 50
parcant of all ppak pericd Matroral iders, provading en unusual boosd for some suburban
slaliong. Im addilian, tha fadaral gowemment has for yoars provided employaes with &
S0 manth learmsil aubaidy (recenty increaged o S230ImMonih) — a e acdional
irconiive far many D.C. region residents o depand on Melrorai

= D,C.°s mastricilve halght lim#s madn sumounding cantars relalively alfractive for
Tigh-rise, sigralue alfice and residential lowens, and balpad pualy develepeant Bl might
olhoraisa hava bessnowithin the Gty core inbo suborban kecations.

= Far yaars DUC. had a wary poor repulation becausa of orime and unreliablo
povermment services. Inalher ciies, (s mighl have lad Lo complste sbandormand, In
ihe cass of OV, A5 Tha relion’s capkal, this was nol an cption. This made looalians
aubsidie fhe eity, bul with way good acceas, unususly altrmctivae for develapman,

= O.G. proporty taxes were higher than the sufisrbs.

& Soime of the dovelapment occurnad in saburban areas Just cutsida tha clly, which
makas sorme of thern mons ke exdensiors of the urban ervedops rathar e disfiocl
g :

& D.C. has |ow avio-owmership, which incresses (ha Frafhood thal O.C-hasad evarse
commedars wil usa transit. This supply of iranst-dependent suburb: bound commidans
Felpe suppon alforls Lo creats walkabls suerben job centars,

Eoma iassons from e 00C, anea’s TODs are mor appioable fo other regions. Far exampls,
e s e Trom:

® A fransparent and dependable development review process hal imslifed conldanca
friom reaidania ard devalopers, Thara was a strong commitment o boundaries for mans
intames development and prodeclion affened e aurmounding, kKevar-derally areas thal
raduced conlict in the dovelopmen! process. Likeatsa, juisdiclions estabished claar
procasass ol developsans.

® & commiment to a balancod mix of uses. JorBdictons el are parl of WWATH have
beszn ecmimilled fo balancing residantisl, offiza and mial uses arourd slatoms. For
eoargle, Arfingion Counly recguinsd residengal develoomenl i Malrarsd alatlons aven
when the merkal sirangly Tasoned relail and commeroal. This resubed in moss congislent
wisa al B il pebwodl and an anvireemend wihars rebal coud Shitve and suppard more
feeder-tramsit sarsicms

= Conneclions to axisting downtowns, Tha downlown area in Siver Springs, Maryband
pradaies tha developrsen] sround (e S Sgnings slalicn, localed il hadond 1he trwn
canbar, Lka mary dowmowns it had dedlined intha 18608 amd 1670s wilh {he riss of
alhar suburben locations, panicuarky nesarby shopping malls, Howaver, with the
inlroduction of the Malrerail stetian, e Nalkansl Oceanic and Alrmaepheric Sdminisiration |
refocaled naar the stabion. Later, Discovery Communications consaidatad saveral oflica
buikdings inla B single stnelura nacd 1o 1he slation: Rotail ard residenlial devslopment lave
since falowed, chsaly canrecting B older downiown with tha desvalopment mmadiatoly
riccd 1o tha slation

Litimately, whils esna b nush be lesen from (he suscess of spachic devalapmaent noar the
transll slafions, 0.C. also shows us thet ransE-orierted development will fol alone pravant
speawl. Desnlopmant around trarsh siations s only o smal pert of retrofitfing suburbia. Arass
immedialely beyond 0.C,'s modal TOD slations ramain at a standard Ioe-densily subirban
paitem Tha 0LG. subarbes and eonkbs axdand deeg ivba nral areas in Wrginia and Maryland
bazause therm are no physical barricrs and |here zra existing paflerns of =mak owns anound
welticds b sgua]. Drive-adona rales B many of (ke suburban job centers ore scorcely beller
e thasa i the Bay Area. Aad same of e maje esgkgment cantars do nal yel hava
trarall (thaugh dhere ore plans (o mdand tha Metroeall o Tyson's Corner, which, al 22 mdion
aipiare feal of office space, s twice tha se of downtown Dakisnd),

Bul tha siarhan TOHD thad SPUR encountaned at 0.C, suburban Metrorsil siafiors Busiralss

an altenalive path for wiling communitios of 1he more Than 100 rail sfalions in Morlhern
Calllornia, @
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The New Suburban Dream

Submitted by Bill Fulton on 31 August 2010 - 5:55pm
Maryland | Bill Fulten

My nephiew and his wife recently had their second child, and they are following a wall-worn path from the city
to the suburbs.

Four years ago, chiidiess and carless, they lived the urban life in the fashionable Washingten, D.C.,
neighborhoad of Cleveland Park. Child No. 1 pushed them four miles out, ko the expensive inner Maryland
suburb of Bethesda, where they bought a cozy two-bedroom condominlum that had been converted from an
apartment. Then, a couple of months ago, Child No, 2 pushed them another 12 miles farther out = bayond e
Baltway = to Rockville, where they bought a four-badroom, 2,200-square-foot house,

Mow they are living the suburban life - which means, inavitably, a large yard, two or three cars, and an
autobound life for all concerned, including their infant. Right?

Well, not exactly. Yes, Eric and Kate have headed for the suburbs. But their life lsn't really very autebound at
all. Suburbia to them means an end-unit townhome, one car, a dally bus trip to day care, & 10- to 15-minute
walk to the library and shopping at Rockville Town Square, and D,C. Metro commutes (13 minutes for him, 30

for her) to work and back.

This Is America’s New Suburban Dream. In a bot of ways, it's just like the old one - the famlllar scramble for 8
great school district, a lot of square footage, distance from urban grittiness, and proximity to schools, parks,
and libraries, But In impartant ways it's different.

When they say they live close to the playground, they don't mean it's five blecks to a city park; they mean it's
30 feat from their barbeque, across the common area of the townhome development. When they say they've
traded proximity for space, they don't mean they have to driva five miles to the store. They mean that by living
1,000 yards away from the Rockville Metro Stop - instead of 100 yards - they can get a four-bedroem
towinheme instead of a two-badroom condominiurm.

It's not an urhan life, exactly. Their townhome development - dating from the early 19605 — s not axactly a
Mew Urbanist's dream. It's basically a cul-de-sac development bounded on two sldes by strip shopping centers.
The streets look 2 lot like parking lots and it's not all that easy to walk along the sidewalks in and of the
development, as Eric and Kate often do, It's more Clarence Stein than Andres Duany. Clearly, it was designed
to accommadate people expecting to drive to the Red Line station when it opened In 1984, Yot even with these
drawbacks, [t has an appealing combination of suburban feel and urban access.

And thelr life is not so urban that theyve abandaned their car. The car is an essential component of life on
maost days — especlally to shuttle the kids around, run weekend errands, and, of course, go on vacation. Bul
Eric and Kate use tha ear differently, The trips are mostly short and it's possible to go a couple of days without

using the car at all.

But that doesn't necessarily mean their life is devold of the good things. A walk of about 15 minutes will take
them to the center of Rockville — 2 surprisingly rich and urbane place and becoming more so all the time,
Rockville is the county seat of Montgamery County =.an affluent and politically liberal county of almest 1 million
people - so there have leng been tall office bulldings in the downbtown. More recently, the dty, the county, and
private developers — Including Federal Realty - teamed up to transferm a former in-town shopplng mall inka
Rockville Town Square, a surprisingly dense downtown development project with a library, an "arts and
innovation center,” shops, and 6-story mixed-use buildings. Not surprisingly, the upper-floor condos aren't

hite fanare en-drcommode/ 2 765 Qa0
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doing well at the mement, but the whole thing Is walking distance from the Metro station — and from Erlc and
Kate's townhome. DuPont Circle or Cleveland Park It's not, but there's enough going on to keep most peapla =
especially most family-orlented peoplz - mare than busy.

The walk from Rockville Town Center to the townhome is filled with close-up views of parking lots and strip
centers along Maryland 355, This |s exactly the kind of property that inflll developers and plannars salivate over
as they think of mult-story mixed-use projects, which in turn terrifles most suburbanites, who fear ever-maore-
frightening traffic Infastation. Amazingly engugh for suburbanttes, however, Eric and Kate dont seem to ba
afraid of more urban-style development creeping toward thelr townhoma neighborhood.

Most smart growth evangelists would say that's because they understand the typical party line - that a
wialkable neighborhood works better as it gets denser, unlike an auto-orfented nalghborhood, which breaks
down because of traffic congestion when mera development arrves, That's true enough — though it's kind of a
nerdy way-to put it. I'd guess Erlc and Kate would think of it differently. To them, living in tha suburbs revolves
not around driving But around living. Though it's far from perfect, Rockville allows Eric aind Kate and thelr kids
to focus on Hving. Which, I think, has been the point of suburbs from the baginning.

@ 2040 California Planning & Development Report
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sunvey respondents scored 35 attitudinagl statements from
0 to 10 in terms of importance in influgncing their choice
of housing, The highest-rated issues are listed in the table
at right. Some attributes, such as having accass to com-
rruter rail, living in & neighborhood with a mix of housing
typas, and being able to easily Tavel to regional centersf
San Francisco, were not very important on average to all
rmovers but were important 1 certain market segmeanis.

We alzo asked the respondents to name the cne con-
sideration that most influenced their choice of hame.
The top consideration is praximity to key activitias —
wark, family, friends and school — followed by price.
Most Bay Area movers appear to trade off the other
desired attributes of their neighborhood after constrain-
ing their search by the overriding considerations of price
and proximity

What Do Bay Area Home-Seekers Want?

Top 10 Attributes of
Desirable Neighborhoods

1. safe to walk around
at night

&. Safe and convenient to walk
and bike for errands

3. Clean neighborhood

4. short commute to work

5. Neighborhood where there are
places to spend time

6. Need only one-or fewer
parking spots

. Plenty of indoor space
8. Parks nearby

9. Outdoor recreation
opportunities nearby

10. Quiet street



Market Segments Looking for Housing in the Bay Area

Using structural equations modeling to link
the attitudes with demographics, the study
defines eight market segments of movers.*

Transit-Preferring includas both families with
children and student households who rate minl-
mizing travel and access 1o high-quality transit
as most important. They are renters with very
lowe aute ownership rates and relatively low
incomaes,

Urban DINE=s (Double income Mo Kids) value
minimizing travel and access to high-guality
transit and regional centars, They are child-free,
have average income, and mest have anly one
car in the houwsehold.

— Young Brainiacs are vary well egucates and
younger on average. About a quarter have chil-
dren, and most have only one car in the house-
hoid. They place a high value on minimizing
travel, and on access to high-guality transit and
ragional centers

Ambitious Urbanites value all the attributes
They place the highest value on school guality,
followed closely by travel minimization, transit
accessibility and driving crientation. Most have
children and two cars.

— Mellow Couples value driving, a quiet and
clzan neighborhood and being able to walk to
do errands. They do not value travel minimiza-
tian, transit accessibility or access to regional
centers. They have higher incomes and are
oider on average, with Tew resident children.

Kids, Cars and Schools most value good-guality
schools, & quiet and clean neighbarhood, and
convenent drving. WMast are comprised of twa
working adults, two children and twao vehidles,

Aute-Oriented, Price-Conscious place [ow val-
uss on all the surveyed attributes. Some noted
that price was a dominant factar in choosing
their homa, They are predominantly renters,
earnn a lower income and have a low auto
awnership rate.

High-Income Suburbanites are predaminantly
married couples with high incomes, high auto
ownership rates and children, They value con-
veniant driving, and place very little valua on
transit accessibility, travel minimization or access
to regicnal centers,

* Each of the marfket sagmonts veas ohmn 3 fames = alifcugh he names oo nol aksays
predsely reflect the dhamcierstics of all members of tha segment.




Apply Strategies to Attract Target Market Segments

We have grouped strategies that are likely to help in
attracting the target segments into six categories:

Strategies to.improve the safety and
convenience of walking and bicycling

Strategies to improve neighborhood appearance
and guigtness

Strategies to improve transit reliability,
frequency and access

Strategies to improve school guality and access
Strategies to improve housing affordability
Strategies to improve parking management

The choice of target segments and strategies may be
based in part on ease of implementation. For example,
if 8 TOD community has suboptimal transit gquality anc
suboptimal walkability, it may be easier for the city to
rmprove the guality of walking in the short term, and
then consider ways to improve transit quality in the
langear tafmm.




Key Resources:

Pedbikeinfo.org provides a
comprehensive set of resources
for improving pedestrian and
bicyclist mobility and safety.

Toolkit for Impraving
Walkability in Alameda County,
published by the Alameada
County Transportation
Improvement Authority (2006),
provides information on
planning for, designing and
implementing pedestrian
improvements . in Alameda
County, wasnwacta2002.comd
ped-toalkitped toolkit_print.pdf

Community Design and
Transportation Program Manual
of Best Practices for Integrating
Transportation and Land Use
The Valley Transportation
“Authaority publishes this manual
of best practices as well as
technical guidelines for
accemmadating bicydes and
pedestrians. Call (408) 321-5744
for more information.

Strategies to Improve the Safety and Convenience of Walking and Bicycling

safe and cenvenient walking and cycling are vital for

attracting most market segments, Substituting walking Strategies to improve the safety and convenience of
and cycling for auto tips reduces vehicle miles traveled walking and bicycling are especially likely to attract
and creates both clearer and more quiet neighborhoods. tha following segments:

The survey revealed underlying preferences for traveling * Urban DINKs

oy these modes, particulady by the strong positive

i ; e = Young Brainiacs
responses 1o the follewing two attitudinal statemarits:

» Ambiticus Urbanites
Having a neighborhood where | feel safe .
enough walking at night was the highest-rated
statement and was almost universally valued.

Mellow Couples
= Wids, Cars and Schools
» High-lncome Suburbanites

Having a neighborhood where it is safe and
convenient to walk and bicycle for errands
was the second-highest-rated statement and was
also almost universally valued.

———— e

Follow-up interviews suggest the following strategies would
best aoaress the nead Tor a safe and secure neighbaorhood:

A sense of security when walking is created by the
presance of other people — eyes on the streat —
enjoying restaurants, bookstores, cafes, bars and
other nighttime activities, Nighttime lighting, side-
wialks and street crossings are also helpful,

The convaniance of walking and bioycling is best
supponted Dy shorening the distancas beteseen
destinations; [.&,, mixing land uses so that there ara
local retail and other destinations within a close
walk fram horme. Providing walking and bicycling
infrastructure and amentties i also important.




Strategies to Improve the Safety and Convenience of Walking and Bicycling
Strategies

® Zone for higher density nighttime wses to increase the number of “eyes on the street” during evening nours.
B Zone for mived use to reduce distances from residences and offices to restaurants, stores and other activities.
B Install pedestrian-scale lighting around the TOD to improve both safety and sacurity during evening hours.

B Provide pedestrian and bloycle amenities including wide, continuous sidewalks; well-marked and narrow crossings (e.q., bulb-outs,
flashing IighE,]; benches; and bike lanes, secure bike parking in well traveled locations and other biking amenities.

M Create narrovw streat widths and short blocks to improve pedestrian safety and more access.
B Avoid lange underutilized parking lots and other land uses that tend to make pedestrians feel unsafe,

Possible Performance Measures

B Walkability — the website wewwwalkscore.com provides a walkablity score using GIS mags.
B Sirset network walkability indicators, such as Intersection dansity and average block length

B Walk 2udits conducted by trained members of the community or professionals

W Resident and visitor survey — perceptions of safety and walkability

B Crime statistics




Key Resources:

Transportation for Livable
Communities [TLZ) grants
suppoert community-based
projects to improve livability
thraough transportation
projects, and are funded
through the Metropolitan
Transportation Commission
(MTC). For more information,
e, wwwmitc.ca.gowplanning’
smart_growth/tlc_grants. him

There are several advocacy
groups that maintain Web
sitet On community nojse
reduction, including model
ordinances and other naise-
reduction strategies. See;
wrsr noisenfi.ong
wisrnguiet.org
VUL RO S 0T

Consider scheduling regular
community-related
nelghborhooad dean-up
programs and small loans to
Iocal residents to improve
residences.

Strategies to Improve Neighborhood Appearance and Reduce Noise

some market segrnents hiave 2 preference for a quiet and
tlean neighbornood over other attributes. These market
segments mentioned distaste Tor general blight, broken
windows and unkempt public spaces. Accerding to our
interdiews, perceptions of cleanliness are best enhanced
thraugh quick removal of graffiti, trash and unwanted
items from public spaces, and through upkeep of land-
scaped areas, lawns, trees and parks.

Traffic-calming measures on residential streets wera
widely endorsad by survey participants and considered
of high value for reducing the speed of traffic, danger
of car crashes and car noise. Noisy late-night partias
and cars and motarcycles with loud engines were men-
tioned as being disturking. -

Strategies to improve neighborhood appearance
and cleanliness are espedally likely to attract the
following segments:

* Young Brainiacs

= Ambitious Urbanites

# Mellow Couples

= Wids, Cars and Schools

* High-Income Suburbanites

In spite of traffic-calming measures, it may be difficult
to attract those wha strongly value a guiet neighbor-
hood to the area immediately adjacent to a transit
station/corrider if noise levels are high. Market seg-
ments that place a high value an having & quiet and
clean ngighborhood might be better suited te living
either at the periphery aof a TOD, farther from sources
of naise, or perhaps in a less dense TOD (g.9., 8 subur-
ban town canter rather than an urban downtown).




Strategies to Impru'-.fe. Neighborhood Appearance and Reduce Noise
Strategies to Reduce Neighborhood Noise

B |nstall traffic-calming messwres {speed bumps, stop signs and traffic barriers on busy residential strests).
B Implementfanforce an ordinance to prevent noisy late-night parties.
B Impeove pedestrian amenities and pursue Transportation for Livable Commenities capital improvemant grants.

B Implementienforce fines for unnecessary honking and engine-revving.

Strategies TW.“EithDThEIﬂE! Cleanliness

Tﬂu:cu_.,n remove graffiti, rash and discarded persanal belnng:’-r-:_;a
B Maintain lawns, medians and parks with landscaping,

B Immediately fix broken windows and clean unkempt public spaces,
Possible Parformance Measures

.I_'.: .E E. E! i
.-:-Ir ﬂ
L)

B "Quality of neighborhood™ assessments or survey results of residents’ perceptions of cleanliness and quiet
B Speed of car traffic — posted limits and observed
B Daytime and nighttime decibel levels

A

s |.-—_|. .. -
plomertigity] !

B Number of complaints for noise-related issuas

|

B Acres of green spaceflandscaped space within the neighborhood




Strategies to Improve Transit Reliability, Frequency and Access

Goad quality transit service is fundamental to any successful
TOD, and = of particular importance to certain market seg-
rnents, espedally the Transit-Preferming, Urban DINKS, Young
Brainiacs and Ambitious Urbanites, TODs must be sited in
areas with both excellent transit service and well-designed

access 1o make transit appesling and convenient.

There are many strategies for improving the guality of
transit service, Transit reliability and frequency of service
sre r;arrICJ:a'|'_- important to the target market segments.
Improvements in customer senvice and provision of infor-
mation also can improve the quality of the transit
expenence. These-could incluge the provision of wel-lt
shalters with maps and schedules for all connecting tran-
sit systems, real-time transit arrival signs, clean stations,
adequate seating and retail amenities in and around the

Improvements-in transit quality and access are
especially likely to attract the following segments "

¢ Transit-Preferring
# Urban DINKs
s Young Brainiacs

v Ambitious Urbanites ; =

stations or stops. Many of these strategies, particularly
increases in the frequency and hours of transit service
operation, require significant resournces that transit agen-
cles may not possess. External sources of funding, such
as tax revenue or funding partnerships with the private
sactar, can be explored to fund additions to existing
tranzit service.

The Urban DINKs and Young Brainiacs rated access o
regional centers’San Francisco higher than ather segments
n terms of its impartance to their choice of residential loca-
ticn. Strategies to improve transit could ako incude
provision of good transit access to regional centers/San
Frand=co (8.q., increase in-availability and fregueancy of ded-
icatad bus service to ragional centers/San Francisco, or, for
new developments, codocation along rail lines or exprass
bus s=rvices that serve regional centers/San Francisoa).



Strategies to Improve Transit Reliability, Frequency and Access

Strategies for Transit Reliability and Access

B Design local access to transit to encourage walking and bicycling,

W Locate developments within walking distance of existing or planned high-oquality fransit routes.

B Enhance station area with dedicated busways or signal priority, and a network feeder system of buses into hub.
B Improve transit amenities refated fo sendee (e.q., real-time information, TransLink®, shelters).

Strategies for Transit Frequency/Schedule

B Increase transit service frequency in peak and non-peak hours,

W Extend transit hours of operation into evenings and weekends,

:"-'.tategies for Transit Access to Regional Centers/San Frandsco®

‘B Directly link TOD with regional centers/San Francisco™ without transfer or added wait time. Provide high leve of service at night and on

weekpnds,

B Build dedicated bus lane of express transit to ragional centers/San Francisce.

Possible Performance Measures

B Results of walk/bike audits

B Transit level of service measures

B Quality of transit station or bus stop amenities (lighting, seating, maps, schedubes, etc.)
B Percent of residents currently commuting by transit/change in transit ridership over time

B Travel time to San Francisco or other major job and entertainment centers by transit for commating and evenings/weekends

= Thesa measures reflect the fact that the focus groups conducted for this study indicatsd some pesple place a particular Importance on being near
San Francison, Howeser, for same individusk, acces to other regional job and entertainment centess [e.g., Cakland and San Jose) may be egually

or mare impertant

Key Resources:

Thers are numerous resources
available on strategies to
improve tramsit service, swch as
reports published through the
Federal Transit Cooperative
Research Program (TCRP).
wnnaLtorponline.org

One relevant report focused on
Bay Area transit systems is
Designing with Transit: Making
Transit Integral to East Bay
Commurities. Available from:
wanaLactransit.org/pdfidesigning
_wuith_transit.pdf

Trarsit systems and markets can
be assessed wsing a "transit
competitive index" (TCl) and
"service planning tool™ (5PT).
For an example, see LUsing
Transit Market Analysis Tools to
Evaluate Transit Service
Impravements for a Regional
Transportation Plan (TRB 0%-199;
wasew. trb-appoon.orgifiles 199, pdf

Ll



School quality & important to everyone with kids, and was
rated as particularly important to Ambitious Urbanites,
Kids, Cars and 5chools, High-Income Suburbanites, and to
a lesser extent, the Young Brainiacs. If 2 TOD is already
locatad in an area with pood schools, it may be possible to
attract these segments if other conditions important to
tham are present. | these cases, TOD developmant strate-
gies can take advantage of station areas adjacent to
existing good schools — whether public, private or char
ter sonools, This bundliing would position a TOD 1o attract
segments that value schools.

For TODs with less distinguished schoals, planners can
work in the community to advocate for improvements
to schoois and additional funding for school programs.
In cases where significant improverment of local schools
is not a viable option in the short term, planners could
focus on attracting market segments with less of a pri-

strategies to improve school quality and access are
especially likely to attract the following segments:

s Ambitious Urbanites
* Kids, Cars and Schools
* High-Income Suburbanites

= Young Brainiacs

Strategies to Improve School Quality and Access

erity an schools {i.e,; residents without school-aged chil-
dren} while working in the leng term to improve tha
schools. Segments that reported less of a priority on
good schools include the Transit-Preferring, the Urban
DiIMKs and the Mellow Couples,

-
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Strategies to Improve School Quality and Access

Strategies for School Quality

B Co-locate TODs with good-quality schools.

B Establish financlal support for kocal schools from TOD.

B Advocate for more funding for school programs.

B Include child-supportive amenities near transit, including child-care centers and after-school programs.
B Engage with/support local parent-teacher associations (PTAs).

B Engange local school officials or staff to address ways to improve the school,

Strategies for Access to Schools

B Create compact design for school campuses to ensure schools can be bullt in procdmity to TOD housing,
B Prioritize walkingimprove sidewalks and initiate “safe routes to schools” community-based programs.
B Establish bicycling programs with deslgnated routes and safe bicycle parking at schools,

Possible Perfarmance Measures

B School test scoresidropout rates/awards for quality schools or teachers

B Level of parental invalvement in PTA/school activities

B Walk sudit ratings for access to local school(s)

B Measures of competithveniss, such as length of waiting lists for placernent in school
B Share of credentialed teachers

B Average expenditure per pupil

Key Resources:

The University of California
Berkeley Center for Cities and
Schools publishes papers on
improving scheal guality in a
smart growth context, such as
Smart Schocls, Smart Growth:
investing in Education Facilities
and Stronger Communities
(2003). Avallable at
werw.citiesandschools.
barkeley.edu

Safe Routes to Schoolk offers
funding and rescurces for
programs te support walking
and bicycling to school. See
vrervesaferoutestoschools.org
wannnLsaferoutesinfo.org
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Income Levels of Market Segments
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Strategies to Improve Housing Affordability

Affordable housing is essential for lower-income market
segments to be able to lve in TODs that are in high
demand. The Transit-Prafernng and Auto-Oriented. Price-
Conscious segments would most benefit from stratagies
to improve housing affordability, as they are the lowest-
income market segments, but a significant share of other
markat segments are also low- and middle-income.

There are various approaches to maintaining and/or
creating affordability. Local jurisdictions can:

Directly address the in-
clusian of affordable
housing through ra-
guirements attached
to permits for develop-
ers, such as requiring
that a percentage of
homes be affordable
based on standard for-
mulas {i.e., “inclusion-
any hausing"), andfor

Annual gl s :
— 1 Incorme e incorparation of
| accassary units
B voowsram .
o B Do { grafrr-:.f flats"}, co-
Ppr RoUsing, co-aps ar
] sTm-Esag

rental units, Thess re-
guirements are often
paired with sllowances
for construction of

T EE

Strategies to improve housing affardability are
espedially likely to attract the following segments:

* Transit-Preferring
s Auto-Oriented, Price-Conscious

additicnal units or additional density (" density
bonuses”). Local jurisdictions can also assist
lower-incame residents through first-time home
purchase programs and lew-cost loan programes
for purchase or improvements.

Assist affordability through measures that reduce
transportation costs. For example, local jurisdic-
tions can reguire the unbundling of parking costs
from housing costs, allew or require the provision
of free or discounted transit passes, and provide
carshare, usually in exchange for reducing parking
reqguirements on the developer,

Expedite the entitlement process and support
higher-densiy development, thersby increasing
the supply of TOD units, to help reduce their
price,

While addressing affordability, developers must alsa either
be able 1o attract sufficient numbers of residents paying
market rates or receive government subsidies for projects
1o be built,



Strategies to Improve Housing Affordability

Strategies

B Provide inclusionary housing and encourage/permit shared housing, co-ops andlor ather forms of affordable housing.
B Provide support for housing costs through fiederal, state and local programs.

B Unbundle howsing and parking fees, or offer reduced parking and parking cash-out for residents,

B Support measures to increase the supply of TOD housing, such as expediting the entitlement process for developers,
H Provide discount transit tickets or monthly/long-term passes through universal residential passes or other programs,
B Develop/support wtilization of first-time home purchase assistance programs.

B Provide/support utilization of low-cost loans to improve property for low-income residents.

Possible Performance Measuras

B Percent of affordableldiscounted units inTOD

B Comparison of housing costs to income |evels using federal standards

B Awvailability of reduced-cost transit passes

B Availability of parking opt-outicash-out

B Comparison of TOD housing costs to |ocal/city/ragional average housing costs
B Comparison of combined howsing and estimated transportation costs to localidtylregional averages

B Availabilityluse of home purchase or improvement programs for low-income househelds

Key Resources:

The Mixed income Howsing TOD
Action Guide (2002) prasents a
three-step analysis procedure for
determining the most effective
strategies ang tools for
suppoerting affordable housing
around TG0s, Available from:
wirnwd. reconnectingamerica.ong

Building for the Boom (2008}
highlights promising practices and
rmodels to provide support for
[ow-income senior communities.
For more information, sea
wwanssmehousing.org

Thefe are nUMErcUs organiza-
tions throughout the Bay Ares
dedicated to assisting in develop-
ing affordable housing. One is
Housing Endowment and Regional
Trust (HEART) of San Matea
County, an crganization warking
to create affordable housing for
lowd- and moderate-inscmme
families, students and seriars,
For more information, see

wanw heartofsme,org

LZ



Key Resources:

The Metropolitan Transportation
Commission guidebook
Reforming Parking Folicles to
Upport Smart Growth; Parking
Best Practices for Supporting
Tramsit-Orfenfed Development
in the San Francisco Bay Ares
provides a comprehensive set of
strategies for managing parking
to support smart growth and
transit-oriented developmant.
Available from: wsrwmite.cagov

San Francisco has a new
approach to parking
management combining
innavative technolegiss and
strategies, Available from:
v sfmita.com/SFpark

Strategies to Improve Parking Management

People In some market segments want to drive around
gasily and have convenient access to freeways, readily
available parking and private garages. These interests may
be difficult to meet in the centext of a transit-criented
geveloprment, since TODs are built at high densities that
cannot ahways accommodate abundant parking and
garages for each rasidence. In addition, TCDs that provide
convenient dnving and parking may not be able to pro-
duce the bigh levels of transit usage, walking/bicyding and
other benefits that are key goals of TOD programs, such as
reductions in vehicle miles traveled, airquality emissions
and greenhouse gas production, and Increasss in the phys-
ical activity of residents.

Howaver, 1t is possible to partially meet the interest in con-
venient driving by making sure the parking supplies at the
TOD are well-managed. Parking policies and management
can be used to

Strategies to improve parking managemant are
likely to especizlly attract the following segments:

* Ambitious Urbanites

o Mellow Couples

» Wids, Cars and Schools

* High-Income Suburbanites

Frovide parking for rasidants who are willing to
pay for it by unbundiing the cost of parking from
housing, and allowing thaose who value parking to
obtain it even in & parking-restricted TOD, thus
making the most of the limited parking supply:

Share parking among users with demand at dif-
ferent times of day or days of the week, making
fuller use of imited parking;

Impment car-sharing to provide for the use of
cars by residents beyond their level of parking and
car ownershig; and

Reduce the negative impacts of cars through care-
tul placerment of entrances and exits, parking lifts
that reduce the footprint of parking, information
systamns that reduce cruising for parking and de-
sign appraaches that favor pedestrians in the
reighborhood.



Strategies to Improve Parking Management

Strategies

B Unbundle residential parking, allowing interesta;d.p?ﬁgm purchase more parking than average in a parking-restricted oD
environment.

B Require or support car-sharing programs at new developments above a threshold size, or develop shared programs betweian businesses,
govemnment agencies and residents to allow additional access to cars beyond the lavel of parking/residential car ownership.

B !mplemant residential parmit parking to establish o malntain preferential access to street parking for kocal residents.
B Allow and support technological improvements such as parking lifts, web- or phone-based payment and parking information systams.
B Allow shared parking among users with different schedules of demand.

Possible Performance Measures

B Availability of residential parking at the TOD for purchasefrent {fenath of waiting list)
. W Parking occupancy rates, average time spent looking for parking for residents of TOD
B Availability of car-share cars (number of cars at site, within one-quarter mile per resident, preregistration time requirad)

W Safety, comfort and convenience of residential parking

oy L
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Walkscore As A Planning Tool

Submitted by Bill Fulton on 4 February 2010 - 3:26pm
Bill Fulton

According to walkscore.com, T work in a walker's paradise. The walkscore of our office in Ventura, California, is
a5,

1 also live In a pretty good walking envirenment. My duplex has a walkscore of 7B—and that’s way betber than
the walkscars in the cavernous suburban howse T used to lhve in, which was 3.

So, what's all that warth?

The answer s something. Your walkscore now shows up on Zillow.com and Ziprealty.com when somebody
checks out your house, Recent real estate research has found that heuses with high walksceres command a

price premium, all other things being equal,

The permutations are endless - as we leamed this afterncon at the New Partners for Smart Growth conference in
Seatte,

At a panel this afternoon, Matt Lemer, the Chief Technology Officer of Front Seat — creator of walkscore.com —
was one of several follks who talked about how walkscore [s affecting real estate markets and planning

PrOcesses,

Mat only does your walkscore show up on Zillow and Ziprealty now, real estate agents In urban areas sre using

high walkscores in ads, The clear implication is that wallability Is a selling point - &nd walkscore.com Is pushing
the l1dea more and more. "Our whole theory of change with walkscore is that people who otherwise wouldn't care
about walking or transit are hungry for Information for real estate." Lerner sald, "This Is a way Lo Lalk to Ehem In
way that will affect thelr future carbon footprint and thelr health.” He noted that, other than LEED, "there are no
smiart growth metrics in the real estate listings."

He said walkscore s adding transit accessibility, roadway networks and "real" walking routes (rather than
as-the-crow-flles), and provides Iks data to any researcher who wanks to use it

In particular, he sald, walkscore plans to add road width, road speed, and density of intersections a5
measuremants of connectivity, not just distance,

Lerner alse sald walkscore can be used over time, to show which nefghborhoods are getting more walkable and
which are getting less wallable,

It's also possible to use walkscorn on planning projects. Harrlet Tregoning, planning director for the District of
Columbia, said she is using walkabillty as a metric in nefghborhosd planning - and said that even re-planning of
Edge Clty employment centers such as Tysons nn:._mm {(which, by the way, has a walkscore E.mn... can use
walkstore as a way to measure cutcomes.

Tregoning sald walkscore holds great potential as a way to inform discussions about plans, "Everybody wants all
that stuff [meaning coffes shops, librarles, bookstores, ete.] walking distance to thelr house,” she said, "It's
hard to explain that at four units per acre you're not going to get It, and that vast parking lots won't get it for
you elther. Walkscore Is a way bo show the you have to have enough people and encugh foot traffic to get it

A number of questicners asked whether walkscore was gelng to meve toward the idea of "placescore.” Lemner
sald they were consldering It and had even thought about creating a "Jane Jacobs score” by converting
Jacobs® criteria for vibrant nefghborheads Into an algorithm, But, he sald, “It starts to feel a little more political

LG
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because we'd be saying to people, your nelghborhood Isn't healthy. Walkscore s more objective, Some realtors
tell us their clients like a low walkscore because It's the get-away-from-it-all score.”

- Bifl Fulton

& 2010 California Planning & Development Report
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Are Siburban TODs OwerPorked?

Are Suburban TODs Over-Parked?

Robert Cervero, Arlie Adkins, and Cathleen Sullivan
University of Califernia, Berkeley

Abstract

A survey of 31 multi-family housing complexes near rail stations in the San Franciseo
Bay Area and Portland, Oregon, show peak parking demand is 25-30 percent below
supplies andl, for mast projects, falls below national standards, Peak parking demand
is generally less for less expansive projects with short walking distances to rail stations
that enjoy frequent peak-period services. Case stuy experiences suggest that wefl-
designed, short and direct walking paths to rail stops lessen peak parking. A national
survey of 80 LIS, cities with rail stations revealed that 75 percent have minimum TOD
parking requirements that mandate more parking than suburban design standards
gid 39 percent grant variances for housing projects near rail stops.

Parking and Transit in the U.S.

Excessive parking could explain why transit-oriented development (TOD) in the
United States often has failed to yield hoped-for benefits, such as big ridership
gains and less traffic congestion, Critics charge that many large-scale housing
projects near urban rail stations are "over-parked—more parking is provided
than is needed (Daisa 2004; Dunphy ecal. 2004). This can drive up the cost of hous-
ing, consume valuable land near transit, and impose such environmental costs as
increased impervious surface area,

Part of the blame for the surfeit of parking in TODs could be the reliance on park-
ing generation figures from the Institute of Transportation Engineers (ITE). Implic-
itly, ITE standards assume that car ownership levels are no different in rail-served
and non-rail-served areas. Outdated parking standards have a way of perpetuating
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themselves, A study of Southern California communities, for example, found the
vast majority based their parking requirements on those of surrounding commu-
nities or ITE standards, and only 3 percent conducted their own parking studies
{Willson 2000).

Research suggests neighborhoods designed according to TOD principles, Includ-
ing below-norm parking, are assoclated with lower car ownership rates (Dunphy
2004; Cervero et al, 2004; Renne 2009b), appreciably higher transit modal splits
for commuting (Cervera 1994; Lund et al. 2006), and fewer vehicle trips per day
{Cervero and Arringron 2008), In 2000, the number of AM peak vehicle trip ends
per dwelling unit was measured at 0.17 for the Rosslyn-Ballston TOD corridar in
Arlingeon County compared co an ITE average for similar housing of 0.54-—a three-
fold differential {Cervero et al. 2004).

The full cost of excessive parking supplies is large (Shoup 2005). From the private
consumer standpaoint, mandatory parking codes (eg, two off-street spaces per
dwelling unit) unnecessarily drive up the price of housing (Poticha and Wood
2008). Podium, tuck-under parking, or underground parking spaces can add
upwards of $60,000 to the cost of housing in pricey markets such as the San Fran-
cisco Bay Area. Requiring more parking than is needed also deters central-city
redevelopment, thus shifting growth to auto-oriented suburbs (Loukaitou-Sideris
and Banjeree 2000; Hess and Lombardi 2004), From a larger societal standpoint,
excess parking supplies impose such costs as inordinate land consumption (par-
ticularly In the case of surface lots); creation of more impervious surfaces that pol-
lute streamns and water supplies as well as raise temperatures {through heat-island
effeces); increased separation of buildings, which deters walking and encourages
motorized cravel; and the blemishing of natural landscapes.

Why might parking demand fall below parking supply for TOD housing projects?
Part of the explanation is “self-selection®—for lifestyle reasons, including the desire
to transit commute and reduce household expenditures on cars, people mave
into neighborhoods well-served by transic (Boarnet and Crane 2001). Using nested
logit analysis, a recent San Franclsco Bay Area study estimared that 40 percent
of the increased odds of rail commuting amaong TOD residents are due to self-
selection (Cervero 2007

Why, then, do planners continue to use ITE parking generation numbers? One rea-
son is that jt is difficult to break away from standard practices in the transporta-
tion field, often for political reasons, such as a fear among businesses of insufficient
customer parkirig and among reskdents that parking will spill into their neighbor-

48



Are Subwrban TODs Dver-Parkea?

hoods {Shoup 2005). In the past, the Urban Land Institute recommended that
suburban commercial projects be parked above conventional standards asa "mar-
keting advantage” and cautioned “when in doubt, over-build parking” (Dunphy
2004). Remarked the developer of a recently opened 44%-unit aparcment building
atopa Los Angeles subway station: “We never reduce the amount of parking at our
developments. People still want their cars” adding that "Nothing would make us
happier than to reduce the expensive underground parking” (Karp 2008).

Continued reliance on ITE numbers to judge the parking needs of new transit-
oriented housing is cause for concern, given the growing marker demand for
housing near transit, The Urban Land Insticute (2004) has estimated that around
one-third of newly-formed households in large metropolitan areas of the LS. are
highly receptive to TOD living. The Center for Transit Oriented Development
(CTOD) predicts that the demnand for housing near transit in America will more
than double by 2030 (Poricha and Wood 2009),

This seudy empirically investigates the proposition that TOD, and specifically
heusing near suburban rail stops, is “over-parked” in the L5, This is done by com-
paring parking generation rates for 31 housing complexes near rail stops in the
San Francisco Bay Area and Portland, Oregon, with on-site parking supplies and
with ITE parking generation rates. The ITE rates, representing averages for mostly
suburban settings in the LS, effectively serve as the "control group.” Factors that
explain parking demand also are investigated, both statistically and through case

analyses. The results of a national survey on parking codes of 80 LS. cities with rail

stops also are presented. The paper ends with several policy prescriptions thae fall
out of the research fndings.

Empirical Analysis .

To compare actual parking demand to supply levels and ITE rates, data were com-
piled for 31 multi-family rental housing projects in two rail-served areas Metro
Portland, Cregon (15 projects) and the East Bay of the San Francisco-Oakland
Bay Area (16 projects). These two regions were chosen, in part, to compare results
to a recent study of TOD vehicle trip generation rates conducted in both areas,
published in this journal (Cervero and Arrington 2008). All of the surveyed hous-
ing projects were within two-thirds of a mile of the nearest rall stop {the mean
straight-line distance was 1530 feet, or a lictle over a quarter mile). We refer to
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these projects as “transic oriented” purely in terms of their walkable proximity to
a rail stop.

Tahle 1 summarizes leey actributes of the projects, organized by the four BART {Bay
Area Rapid Transit) heavy-rail stations in the East Bay.and the nine MAX fight-
rail stagions in Metro Portland that were closest to the projects. The ITE mean
estimated parking generation rate is 1.2 vehicles per unit at peak periods. Table 1
shows that parking supplies clearly exceed this Agure in most cases: at only one of
the 13 rail stations in Portland (E. 162 Ave.)-was the average parking supply of afl
nearby multi-family housing projects below the ITE rate (and just barely). Among
the 31 individual projects, only two (Sequoia Square near the E. 162 Ave. station
and Diablo Oaks near the Measant Hill BART statton] had fewer than 1.2 spaces per
dwelling unit. The number of parking spaces per dwelling unit for all 31 projects
{i.e, the weighted average statistic) was 1.57, or about 31 percent above the ITE
standard. Housing projects in the East Bay had partcularly inflated parking sup-
plies relative to ITE's standards.

Given the suburban setting and character of most surveyed projects, many fea-
tured garden apartment designs, OF the 31 projects, 17 were 3 stories in height,
17 were 2 stories, and 4 were 4 stories. Table 1 reveals the expansiveness of many
prajects, with the surface area (devoted to parking driveways, open spaces, swim-
ming pools, etc.) typically being more than twice as large as the footpring of the
buildings. Amaong the 31 projects, the mean building coverage rate was 31 percent,
ranging from 18 percent to 54 percent. Frojects in Metro Portland tended to be
closer to stations than in the East Bay. East Bay projects, however, were genarally
in denser neighborhoods with relatively higher incomes.

Data Collection

Housing projects that were suburban in character and within walking distance
of rail stops in both regions were chosen for the study. Eforts alse were made to
coltect data from some of the same projects used to study TOD trip generation
{Cervero and Arrington 2008). Further winnowing down the sample frame was the
agreement of property owners and building managers to allow the research team
to collect dara on site. This was not always easy because of (1) when data were
collected—the wee hours of the morning when most tenants are at home asleep,
thus constituting "the peak™ and (2) how data were collected—driving through
each project and visually counting parked cars. In the end, 31 property owners and
managers agreed to let the research team on their sites to compile data,
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Table 1. Background Information on TOD Housing Projects
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Empirical data were collected during the late spring and early fall of 2008, corre-
sponding to the non-rainy period of both regions when school was still in session,
both considered to be peak conditions for parking, All parking counts were made
on a mid-week day when the odds of sorneone being away for an extended week-
end were the least, Data on the number of cars parked in on-site parking stalls
{including smaller stalls for motorcycles) were collected durlng both the peak
peried (defined as 12 midnight to 5 am.) and the off-peak (10 am. to 2 pm.}.

Comparison of Parking Generation Rates

Given that most surveyed housing projects had parking supplies that exceeded ITE
standards, was the seemingly over-supply of parking backed up by demand num-
bers as well? That is, is there empirical evidence thiat TODs are over-parked?

Parking demand levels recorded for the surveyed projects were compared to the
number of parking stalls as well as rates from the 2003 ITE manual for "Low/Mid-
Rise Apartments” (Land Use Category 221) in suburban locations. As noted, ITE's
average rate of peak parking on weekdays is 1.2 vehlcles per unic. This is a weighted
average drawn from 19 data observations, {The ITE manual defines weighted aver-
age as the sum of parked vehicles for all projects divided by the number of dwelling
units.)

The weighted-average peak-parking demand for all 31 projects was 1.15, This is 27
percent below the weighted-average peak parking supply shown earlier in Table
1{ie, 1-1.15/1.57 = 0.27, or 27%), It is just 4 percent below the ITE rate, however
(i, 1-1.15/1.20 = 0.04, or 4%). For Metro Pordand, the weighted average demand
was 1.07 parked vehicles per dwelling unit, and for the East Bay, it equaled the ITE
rarget—1.2.

Figure 1 breaks down the findings for the 31 individual projects. In Metro Pertland,
peak parking occupancies were less than supplies in all instances and less than the
ITE rate for 12 of the 15 surveyed projects. In the case of the 57-unit Gateway Ter-
race apartment complex near the MAX's Gateway Station, parking demand was
less than half the ITE average rate and cwo-thirds below supply levels (1.e, only one
third of stalls were occupied). Factors such as relative high vacancy rates could
explain lower demand for some of these projects; however, in general, vacancy
rates for surveyed rental projects were similar to reglonal averages and implicitly,
we assume, to projects in the ITE database. We acknowledge, however, that empty
rental units translate into empty parking stalls and, in some instances, relatively
low parking demand could be a result of relatively high vacancy rates.
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Figure 1. Metro Portland Results: Peak Parking Generation Rates (Parked Vehicles per Dwelling Unit)
Relative to Supply Levels and ITE Standard
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Figure 1. [cont'd.) East Bay Results: Peak Parking Generation Rates (Parked Vehicles per Dwelling Unit)
Relative to Supply Levels and ITE Standard
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A Subwerbn TOD Over-Parked?

In the East Bay, owning and parking a car seemed to be a bit more of a necessity for
TOD residents. Mone of the surveyed East Bay lots was saturated, with, on average,
around 25 percent of stalls empty; however, this occupancy rate was higher than in
Metro Portland. The weighted average parking rate of 1.2 for East Bay sites matched
ITE's standard, though with a fair amount of variation. At three of the four East Bay
stations, nearby parking demand was considerably less than the ITE rate. Below-rate
parking levels characterized most projects near the Pleasant Hill BART station, one of
the East Bay's first “eransic villages” (Bernick and Cervero 1997). The Fremont BART
station is an outlier, inflating the East Bay average, For all projects near Freemont
BART, parking levels exceeded the ITE rate, by as much as 41 pereent.,

In general, overestimation of parking demand suggests ﬂm_u_..mm are shedding cars,
taking advantage of the accessibility benefits of living near high-quality transit, Fewer
cars per household should translate to fewer parked cars. Little is known about car
ownership levels for the surveyed projects however some insights can be gained
from medal split statistics, In the East Bay, a 2003 survey of residents living in the
Verandas Apartments near Union City BART and Park Regency near Pleasant BART
found that 54 percent and 37 percent, respectively, commuted to work by transit
(versus a 2000 census figure of 10,6% of commuters in the nine-county San Francisco
Bay Area) (Lund et al, 2004). These high transit made splits were matched by our
findings of relatively low parking demand: & percent and 12 percent below the ITE
rate for Verandas and Park Regency, respectively. While none of the Metro Portland
prajects in our sample have been surveyed for modal splits, cne study estimared the
share of commute trips by transit among those living within % mile of the Elmonica
and Orenco MAX Stations at 30 percent and 24 percent, respectively {versus a 2000
census cransic commute share of 6.4%) (Dl 2006). Our surveys found peak-parking
demands considerably below ITE races for both stations (see Figure 1)

While car-shedding no doubt occurs among those living near transit, it might
not be as extensive as assumed, particularly among these living in car-dependent
suburbs. This is suggested by comparing the differentials between parking genera-
tian rates and vehicle-trip generation rates relative to their respective ITE manu-
als. A recent study of five TOD housing projects in the East Bay and fve in Metro
Partland found clear evidence of “trip de-generation: the welghted average of
vehicle trip rates were 40 percent and 27 percent below that estimated by ITE trip
generation rates (Cervero and Arrington 2008). As shown in Figure 1, the weighted
differential for parking generation matched the ITE rate for East Bay projects and
was 11 percent below for Metro Portland projects. Owning and parking a car was
particularly a necessity for Fremont's TOD residents.
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What's going on? It is likely that in most suburban TODs, which characterizes the
31 projects in our survey, residents still need access to a car. They just do not use
them as much to get to work. But like most suburbanites, they still need a car to
get to most non-work destinations, the vase majority of which are away from rail
stops. While transit-oriented housing might mean that more trip origins are near
rail scops, as long as most destinations are not, many TOD residents still will own
cars and use them for shopping, going out to eat, and the like. One palicy response
to this finding, discussed in the condusion, is to create car-sharing programs in
rail-served neighborhoods. Car-sharing would enable residents not only to rail-
commute but also to shed one or more cars.

Why Do Rates Vary?

To probe factors that might explain why pealk parking demand varies among
transit-oriented housing projects, this section presents several best-ftting mul-
tiple regression equations. The influences of both on-site and off-site factors on
parking demand are investigated. Among on-site factors considered as possible
predictors were parking supplies, project size {e.g, land acreage), project density
{e.g, land coverage percentages, dwelling units per acre), project design {eg.
whether a gated project, whether surface or structured parking), distance to the
region's CBD, and average rents {a proxy for tenant income levels). A longer list of
off-site candidate vartables was also considered for model entry, including walk-
ing distance, a circuitry index, transit service levels (eg, headways), road designs
(eg, road widths and presence of nearby freeway interchange), and a number of

~varlables denoting neighborhood attributes within ¥ mile of stations, including

housing density, income levels, and the presence of retail shops. This analysis thus
draws from a substantial literature that holds that various built-environment
factors, such as urban densities and walking quality, have a significant bearing on
travel behavior (Ewing and Cervero 2007; Handy 2005).

Table 2 presents che best-fitting multple regression equation for predicting peak
parking demand that yielded results consistent with theory and expectations. The
two most significant on-site factors—parking supply and preject land area—were
strongly associated with increased parking demand, These two factors probably
are not independent since more spacious land area allows for more parking supply
and, in general, a more car-oriented built environment {e.g., wider internal roads).
Helding other factors constant, the model estimates that reducing parking by 0.5
spaces per unit will lower peak demand by 0.11 parked cars per unit.



A Suburban TODs OverParked?

Table 2. Best-Fitting Multiple Regression Equation for

Predicting Peak Parking Rates
Dependent Variables
reals Parking per Dwelllng Unic
Coeff | 5. Ere | ©Statistic | Prob.

Parking Supply; Parking spaces per dwelling unit 0225 oz LB4 | o7
Land Area: Progect’s land acreags nan 0.0416 2354 | 433
Walking Distance: Shortest distance along sidewalk 0GRS 0307 13| 0as
netwiork From project center o station, in 1000 ft
Peale Rail Headways: Minutes between twains in AW 0,059 .09 11| 008
peak AT nearest station
Metro Portland Project: 1= yos 0 =no 01,182 0.078 2341 0=
Constant 122 07539 R L L
Surnmary Statistice:

F statlseics (prob) = 10657 (000)

R Square = &A1

Murnber of Cases = 31

Amang off-site factors, the only two candidates that yielded statistically significant
resules were walking distance and peak headways of nearby rail services. The model
suggests that for every 1,000 feet of walking distance that a project lies away from
a station, peaking parking can be expected to increase by 0.7 cars per dwelling
unir, all else being equal. Longer headways, denoting less frequent train services,
also seem to be an inducement to car ownership and high peak parking demand.
A fifth variable in the equation, "Metro Portland Project,” served as a fixed-effect
control, denoting less peal parking demand in Metro Portland vis-a-vis East Bay
projects. Fixed-effect factors aim to capture the uniqueness of observations from
the same city; thus, the significance of this variable could be capturing Portland’s
legacy as a pro-transit, smart-growth setting,

While Table 2 reveals a madel with fairly good statistical fits—explaining two-
thirds of the varfation In peaking parking demand—some variables that we felt
might be significant were not. Notably, once controlling for walking distance, the
cireuity of the walk was not significant. This is consistent with findings from other
studies showing that quality of walking environment and micro-design features
(eg, presence of street trees) have relatively litele influence on travel behavior
among those living within five minutes of a station {Cervero 2007; Lund et al,
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2004). Other non-significant predictors included project density, rent levels, and
socio-demographic characteristics of the surrounding neighborhood.

Figure 2 presents a senstivity analysis of the two variables over which TOD housing
developers have some influence: parking supplies and walking distance to a station.
Based on the best-ficdng multiple regression equation and using mean values for
other predicrors {Le, 8 acres of land surface and 8-minute AM peak headways),
the figure plors predicred peak parking demand over a range of parking supply and
walking distance data This plot applies to Metro Portland cases (ie, the variable
“Metra Portland Project” was set at 1); however, the same patterns hold for East Bay
projects as well (notably, the Y-intercepts of the sloping lines simply sfide up by a
wvalue of (U182 ), For example, the model predicts that ag 1,25 parking spaces per unic
(roughly ITE's recommended rate) at 500 feet walking distance from a station, peak
parking dersand is sfightly above 1 space per dwelling unit. At a generous supply of
1.75 spaces per unit and a quadrupling of distance to 25,000 feet, it shoots up to 2.5
parked cars per dwelling unit. Cleary, supply and distance matter.
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Figure 2. Sensitivity Analysis: Influences of Parking Supplies and
Walking Distances on Predicted Peaking Parking Demand
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One additional multiple regression equation was estimated to shed light on transit
usage amang TOD tenants, The dependent varfable Is off-peak parking demand
divided by peak parking demand. A high value denotes that significant shares of
tenants are leaving their cars at home during daylight hours and thus presurmably
commuting by transit—1.e, there are almost as many parked cars in the midday as
in the wee hours of the morning, Very low values suggest the obverse: most ten-
ants are driving to work or other destinations.

Numerous available variables-were used as candidate predictors; however, as
shown by the best-fitting equation in Table 3, only two were reasonably sig-
nificant: land area and walking distance. The coefficients on both variables are
negative, Indicating that large, spadous projects far remaoved from stations were
associated with most tenants driving to work—i.e., parking lots tended to empty
. out during the day.

Table 3. Best-Fitting Multiple Regression Equation for Predicting the
Rate of Off-Peak to Peak Parking Demand

Dependent Variable
Off-Peak Parking/Peak Parking
ﬁnmh“ Std, Ere | ¢ Seotistic | Prob.
Land Ares: Fmojects land acreage -nane | odod ~2A453 Hiab)

Wallidng Distance: Shoresst distance along sidewalk 0,244 oo 1651 A
netwark from project center to station, in 1000t

Constant iliEA 11 16,766 A

Smmary Stebistics
F statisics (prob) = 6,073 (006}
R Square = 303

Purmber of Cases = 31

Case Studies

The previous analysis showed that walking distance and parking supplies were the
two most significant predictors of parking generation rates, Several case examples
around the Fremont BART Station amplify this point. Projects near the Fremoent
BART station stand out for cheir high peak parking rates, ranging from 1.23 to
1.69. Alborada Apartments is notable for having the highest peak parkding demand
of the entire study. Another site, Archstone Fremant Center, distinguishes itself
nat because its peak generation is unbque (at 1.45, its rate is average for Fremont)
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bait because its off-peak generation is so high. The off-peak parking generation ac
Archstone was 1.74, the highest of all surveyed projects, That is, almost 80 percent
of the cars present in the middle of the night were still there in the middle of the
day. Archstone's high ratlo {0.78) of off-peak to peak demand indicates that most
residents own cars but are not driving for their daily commure, What neighbor-
hoaod and design features might explain the seemingly high level of car parking and
useat the surveyed Fremont projects? Focusing on these two "outlier” cases might
shed light on this question.

Fremont Station Area

The city of Frernont was designed for the car (Renne 2009a). Despite the presence
aof pedestrian and bicyde infrastructure, such as audible pedestrian countdown
signals, bike lanes, and wide, shadad sidewalks, it is not an Inviting place to walk
or bike due to its scale and the vast distances that separate activities. The streers
immediately adjacent to the Fremont BART station are quite wide, ranging from
80 to 100 feet, and the blocks are 800-2000 feet long Over half of the surveyed
projects in Fremont are more than 13 acres in size, A block away from the Fremont
station lies large office and insticutional buildings that turn large blank walls to the
sidewalk. Retail stores and eateries are few and far between,

Fremont BART's Archstone and Alborada Projecis

A comparison of Archstone and Alborada reveals several salient differences that
eould explain variations in parking demand. One difference pertaings to on-site
uses. Ground-Aoor retail uses at Archstone (a coffee shop, grocery store, and res-
taurancs) enable residents to meet basic daily needs on foot en route to or from
the BART station, In contrast, Alborada has no recail on-site or along the walkway
to BART. This could partly explain why larger shares of Archstone residents leave
their cars at home during che workday—Il.e, its refatively high off-peak to peak
parking ratio.

Another diference pertains to site design. Both Archstone and Alborada are rela-
tively large complexes, with 323 and 442 units, respectively, but the projects have
strikingly different physical forms (Photo 1). Alborada is a garden-style project with
individual buildings interlaced by surface parking, It is an insular, gated develop-
ment, set back from the screet and detached from its surroundings, Qwer 16 acres
in size, it averages 27 units per acve, Two-thirds of Alborada's land area is devoted
to surface parking and roadways. In contrast, at 54 units and covering anly 6 acres,
Archstone is more compact, conveying the feeling of an urban place. Cars have
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less of a physical presence: padium parking is tucked under four-story residential
complexes, with less than half the site devoted to parking and roadways.

Photo 1. Contrasting Road Designs
Alborada Apartments {above) and Archstone Fremont Center {below)
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It is not form alone but also how Alborado's design affects connectivity te BART
that likely influences tavel choices, Despite Alborada lying within a half mile of
BART, the shortest walldng route to the station is over a mile {Photo 2). This circu-
ity results from two factors: (1) the entire perimeter of Alborada’s16-acre expanse
is fenced and the sole gate is at the opposite end from the station; and 2) the
sheer size of the development, together with limited access points, inflates walking
times to almast anywhere, [t takes around six minutes to walk from one end of the
Alborada complex to the other. Even Alborada residents who take transit may be
tempted to drive to the station when faced with a choice of a two-minute drive or
a circuitous 20-minute walk along a route lacking anything of pedestrian interest.
The fact that reaching the local BART station is far more convenient by car than
foot likely contribuces to Alborada’s high peak parking rate.

Photo 2. Trip Circuitry
Comparison of shortest walking path to stralghi-line distance from center of
Alborada Apartments project to the Fremont BART station enfrance.
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In contrast, Archstone Fremont’s considerably higher off-peak/peak parking ratio
is no doubt partly due to easier foot access, Most Archstone tenants are within
10 minutes of the BART fare gate. This is due partially to the fact that Archstone
is closer to BART than Alborada, which, as shown earlier in Table 3, is a significant
predictor of this ratio. Additonally, Archstone’s proximity is enhanced by the
ahsence of clear borders and fences. The project’s smaller scale and grid layouralso
create a more pedestrian-friendly setting,

In sum, the Archstone and Alborada cases suggest that the presence or absence of
mixed uses, direct pathways, and connectedness to surroundings could very well
affect how TOD residents use and park thelr cars. The Quatama MAX station in
Beaverton, Oregon , can serveasa model for cities such as Fremont on designing for
transit connectivity. There, a walking path provides direct and nicely-landscaped
access to the MAX station (Photo 3). The ity required the project developer to
build the path as a condition of approval. Retrofitting current development with
such pathways, while challenging, could improve current pedestrian connectivicy,
and reguiring such pathways in new developments could ensure better connectiv-

ity in the future.

Photo 3. Pathway from the Quatama Station
toward nearby residences
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TOD Parking Ordinances

- While our research has found that peale parking levels of housing near suburban

rail stops are not significantly below national averages (based on ITE data), we
also found thar factors such as constrained parking supplies and short walking
distances to stations can lower demand. In light of these findings, have cities been
responsive through their parking zoning ordinances, making adjustments for proj-
ects near rail transic?

National Survey

To prabe this question, we conducted a national survey, The sample frame was all
U5, cities with ral transit stations, identified using coordinates from the Center for
Transit-Oriented Development station database, From this list of cities, contact
information was gathered and an enline survey was sent to senior planning staff

OfF the 363 cities surveyed, 22 percent (or 80 In total) returned a completed ques-
tionnaire, which is in line with typical response rates for online surveys (Fink 2003 ).
A higher response rate of 40 percent from cities with over 100,000 residents and a
10 percent response race from cities under 10,000 skewed the sample to an aver-
age population of 167,000 versus 144,000 for all cities with rail stops. Ten or more
responses were received from cities in metropolitan Los Angeles, 5an Francisco-
Oakfand, Chicago, and the Washington-Boston corridor,

Survey Findings

Of the cities surveyed, nearly all (95%) have some form of minimum off-street
parking requirement for multi-family housing, Most cities with minimum parking
requirements (89%) also allow for variances or exceptions to these minimurms,
Proximity to rail transit is grounds for a varlance in 39 percent of cities that allow
variances, which is just over one third of all cities with minimum off-street parking
requirements for multi-family housing, Parking space reductions for praximity to
rail transit range from fewer than 10 percent to as high as 60 percent, with a mean
reduction of 22.8 percent (standard deviation = 13.7%).

Differences by housing type and across locations in a city complicate the ability to
quantify a dty’s average or typical parking requirement. In the interest of obtain-
ing some sort of comparison, we calculated per-unit parking requirements in each
city for a hypothetical transit-orlented mult-family housing project located %
mile from a rail station wsing zoning requirement and variance information that
was provided. These calculated minimum off-street parking requirements are, of
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course, a simplification and likely miss some nuances of applied zoning codes, but
they provide a useful tool for comparing requirements across jurisdictions.

The calculated off-street minimum parking requirements for transit-oriented
multi-family housing in our sample ranged from 0 to 3 parking spaces per unit for
bath one and two bedrooms units. The mean across all cities surveyed was 1.37
stalls per one-bedroom unit and 161 per two-bedroom unit, both above the ITE
per-unit rate of 1.2 I we assume an even mix of one- and two-bedroom units, our
average calculated parking requirement for a hypothetical transit-oriented hous-
ing project s 1.48 per unit, well above the ITE average of 1.2 per unit and even
above ITE's B5th percentile of 1.46 per unit. Put anather way, 75 percent of cities
surveyed have minimum TOD parking requirements that exceed ITE parking gen-
eration rates, Based on both ITE rates and the empirical findings presented earlier,
these numbers shaw that even when cities adjust parking requirements to take
transit-proximity inta account, far too much parking is required.

Respondents also were asked questions about their views on current parking poli-
cies and the willingness of elected officials and developers to support changes to
parking requirements. When asked about their city's current minimum off-street
parking requirements near rail stops, 59 percent of respondents answered they
*are about right”; however, 37 percent replied “too much was being required.”
When asked about the likely stance of local elected officials to lowering minimum
off-street parking requirements for mult-family housing near rail transit, 53 per-
cent of those who responded fefc officials would be supportive versus 32 percent
who thought they would be opposed. Moreaver, among those who recorded
a response, 85 percent felt elected officials would oppose efforts to eliminate
minimum parking requirements even if a project is near a rail stop, However, 55
percent also believed elected officials would support efferts to set a cap on parking
for housing near rail transic,

In general, survey respondents felt housing developers were inclined to provide
less parking than necessary. Amaong those answering the question, 60 percent
felt that developers of multi-family housing would build too little parking if given
the chance. Just 10 percent felt developers would provide too much parking, The
prevalence of high minimum parking requirements likely reflects the public sec-
tor's fear that, if left to their own accord, private developers will under-supply
parking. Planners fear the resulting spillover will affect surrounding neighbor-
hoods, which was cited by respondents as the number one obstacle to enacting
zoning reforms. :
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Conclusions

This study posed the question: “Are TODs over-parked?” From a design standard
perspective, our response is “probably so.* For the 31 surveyaed multi-family proj-
ects combined, there were 1.57 spaces per dwelling unit, nearly one third higher
than ITE's suburban standard of 1.2 spaces per unit. From a supply-demand stand-
point, transit-aoriented housing also seems over-parked: the weighted-average sup-
ply of 1.57 spaces per unit was 37 percent higher than the weighted-average peak
demand of 1.15 parked ars per unit. From our national survey responses, there is
evidence of over-parking: the estimated average minimum parking requirement
for multi-family housing near rail transit was 1.48 spaces per unit, also well above

“the ITE standard, From a pure demand standpoine, however, it appears thar peak

parking demand for transit-oriented housing aligns fairly closely with the ITE stan-
dard. Experiences in the East Bay and Metro Portland suggest that TODs are anly
slightly over-parked, if at all. In sum, we believe parking supplies are over-inflated,
not due to bloated |TE design standards but other factors, such as developers'
fears of insufficient parking to attract prospective tenants or focal officials’ fears of
spillover on-street parking problems in surrounding neighborhoods, It is because
of such concerns that municipal parking standards for TOD housing appear on
the high side, which probably further induces car ownership and usage—ie, the
classical vicious cycle of supply and demand feeding off each other.

We acknowledge that a simple comparative analysis such as curs has limita-
tions and is certainly not the final word on this subject. For this reason, we have
refrained from using words siech as “caused” or “proved” in describing relation-
ships, The best we can say is thar many suburban TODs appear to have more park-
ing than is needed. In truth, "thumbs-up/thumbs-down" decisions on whether to
approve proposed TOD projects rely heavily on the kinds of simple comparisons
to |TE rates presented in chis paper. They certainly are not based on multinomial
logit estimates of transit ridership impaces. While we, no doubt, need more sophis-
ticated studies that probe the influences of parking supplies and policies on travel
behavior and car ownership, there is also a need for stralghtforward comparisons
of acrual and estimated rates to inform TOD design and approval decisions,

While we conclude that transit-oriented housing seems to be mostly over-parked,
the research also points to factors that can moderate demand. As expected, supply
macters, From our regression estimates, reducing parking by 0.5 spaces per unitis
associated with 0.11 fewer cars parked per unit at the peak, Also, parking demand
generally fell as the walking distance to a station shortened, Smaller scale projects
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with less land coverage also average lower parking rates. These findings favor clus-
tered development with good internal pathways that pravide fairly shorr, direct
connections to rall stops. Such designs can shrink parking demand and its foot-
print, unleashing a “virtuous cycle"—i.e, less land is given over to surface parking
which, in turn, allows maore compact site designs. Last, the othér policy lever to
lower parking demand is transit service levels, Our model showed that reducing
headways between trains reduces parking loads, ostensibly because one is less in
need of a car in areas with superb transit services.

Other policy responses also are supported by our findings. One response should
be the introduction of more fexibility in parking policies for housing near rail
stops. Flexibility can be in the form of enabling projects to provide below-code
parking levels when justified—eg. compact projects with short, direct walking
connections to transit and perhaps on-site retail establishments. In cheir chapter
“Ten Principles for Developing around Transit,” Dunphy et al. {2004, p. 174) note
that “fAexible parking standards provide some latitude in providing the optimal
number of parking spaces” Flexibility also can take the form of unbundling the
cost of providing parking from the cost of building {or renting) housing (Daisa
2004; Shoup 2005), This would allow developers to better scale the amount of
parking provided to what each tenant or homeowner is willing to pay for each
car owned—I.e, let the market demand, rather than a possibly outdated govern-
ment fiat, determine supply. And Rexibilicy can be in the form of allewing TOD
tenants to choose deeply discounted transit passes for frequent riders instead of
a 300 square foot parking space. Shoup (2005 p, 259) argues that the substitution
of such "Eco Passes” for parking among transit-oriented residents could "reduce
the cost of TOD, improve urban design, reduce the need for variances, and reduce
traffic congestion, air pallution, and energy consumption ... at a low cost.”

Our finding that TODs de-generate automaobile trips a lot more than they de-
generate parking demand, at least refative to ITE standards, suggests TOD resi-
dents commute by transit proportionately more than they shed cars. Thatis, many
self-select into TOD neighborhoods for the very reason that they want to avoid
congestion and thus take transit to worlg, but for non-work travel, they still need
a car. We believe a significant share of TOD residents would shed a car if they had
carsharing options. Cervero et al, {2007) carrled out a panel study of how 5an Fran-
cisco’s Ciey CarShare program affected car ownership. Four years after the inaugu-
ration of City CarShare, 28 percent of carshare members had gotten rid of one or
more of their cars, and 63 percent lived in zero-vehide households, A predictive
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model showed that living close to a carshare pick-up spot was strongly associ-
ated with car-shedding. By extension, putting shared-cars in and around TODs
could refieve many households from owning a second car or a vehicle alcogether.
Through a combination of proximity advantages and lifestyle predispositions, liv-
ing near cransit can de-generate vehicle trips, And with the aption of car-sharing,
it can likely reduce parking demands as will.
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ocadicrs and mesn: mai commulars ara umabla 10 socess work withaul a _....E..m

DGy contrast, when most jobs are in tha cora of a ragion, tha “commube shed”® = ar the
geegraphicsd araa from which a region's commmilars originaba — Is falrdy conleined, and a
Féghar percan of &l commilers have overlspping commiudes. Mol oty da mest commsang v
wilhin a reasonable distence of their job (& commule of approdmately 30 minutas], bul many
of thaim albio have similar commutes, 1his making fransit irsastmants bighly effectiva.

Bul a5 mara jobs move 1o tha suberbs, sach new job sibe has ils cwn distincd commule shad, .
Sumidenly, o ‘ressonable” 30 minute commuie to this now suburban location can inchde a
migh more remode coemarily now al tha adga of ha region Becauss many of the adge
commimilies have few ecoromic davelopmeant aplions, they oflen heve ciy coundils thel are
dstirclly pro-growth nd therefara willing 1o accepd any developmant, In a region such as tha
By fran, whers many of the cors communities are genedally sni-growth, pressuna al tha
adga bocomes avan mora Ifanse. For aamgpie, as mona wark shifted (o Concord and
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Livestces i tha Enst Bay, conmbas from places such as Brenbwoad, Anfioch and Tracy
beoama much mors reasonable. The same hoids tus for job-rich Sacramanto subarbs such
&= Ranrcha Cordava and Reasyla, which makas hing 0 tho Sevra fooffils viabia

wal it i rcd the autward movemant of jobs sfona thad |5 the problem, Inatead, & s fha
 discrgarized, low-dansity form of amplayment et lorces mas) pacpls i usa 8 car ta maks
i tha trip beswesn hossa and work, The mere job locatiors thare are, tha harder By wil bato
wasive efficianity with iransd, particuary whan [l fedfon's commute paltarms hogin 1o ook
mora and mars o a spider web, 0 Ihs sluation, The mosl affective way 1 gal fram one i
pilace o analher {or from home fo work) is the private sulomobie, Publc transi can smast [
naver wiock where job denaty ks too low and e reskdantial erigivg are oo scatiered.

| Loy fimia, Bie process becomes sellreinforoing. As more jobe mowvs to tha subure, 1k
commila sheds basame mara siraiched oul, and tha edge sprawls farhar oot inlo frmisd |
or b el habiings. Ard a8 workers Increasingly mews farther boeeard the adga of tha
megarsgion, mora amplcyees wil foFew [hem and conlings bo porpebuate fhis cycha

Today, 1he suburbanization of work Is now & key dibar of rosidential aprawl as tha cammifia
shed delfipas he adge or baundary of & megaregian. Rearsing residentisl spravl
| recassiiabes slopping job sprowd. et wilh mooa than half Ehe LS. populatian now working in
| iha suburis, slopping job sprawl 8 no longer absaul Fmiting Eha mavanan] af work o fhe
| subarbe, but nstasd about receganising work witin the suburhs 1o betier meal ha needs of a
| saitainable region

| 5. 1085 (BY INOUSTRY) LOCKTED FURTHEST FROM CERTRAL CTIES

Formlbry, Bshire. himfng ard sgfaial seperd 655
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Piayiaia i, sehinlibe tnd brehnkal spnvise S2%
Bead mpiate, sonlal and leadng A%
Health cxre md 2366 maivanee 415
i Infoaminfon  F¥L
Fieadee wl inmparce 356
mn.:E_.n..ra-.._.q...q..mE AE% =T 1 i | i g
o % poe  J0m DM B0 B0 - e DR
PERCEMT OF J0ES LOCATED L0 TO 35 MILEB FROM CORS

Erare: Knoohaas, BN “Fob Eprand it T changhag agrapty of nefopalitn omploymint.” Bredilings, 3009,

| M of o folis facing e Righesd decenfralzation refas naliaoally am dey Aridualedas I e NMonhers
Callfomla magmregion. For soma ldusines, suck i bansparabion aod wantausing chacanirlrsfian s no
seapriaing. B i svid Sodsinies sooh an muindgeman, nformalion and soalion g ey frain geolral
oithas?

DY JOB SPRAWL IS5 GETTING WORSE
s aaidanca thal job speasl |5 galting worss, We analzed thres trands; ha decaniraizstion of
! jabs, decinng transt commide palters, and increaaing congasiion ard veiclks mics trasied

. Trand #1: There has bagen significant neranss In job grovdh oulskle traditicnal
dowinbmans
Sincn the 19508, tha sharo of jobs iocated within thres miks of caniral business dislricls hes |
| atoadiy docined. Based on an analysin of the decaniralzation of work from the four cenlrs t
| business digtricts or privery dawrierars of Norlhern Caflomia (San Francisco, SanJose,
Eapramento and Stockion) during fhe eighi-year pericd batween 1998 ard 2006, Theda CEDS
Lavpanianced a net lass of mora [hen 22,000 jobe, whis jobs insated 1010 35 mies from s
CHDs incraasad by mona than 325,000 : ]

, Natiorally, job grosyth aut froen 1 cenbar has becomis 8 significani trend. OF matropallan
araaa with mors (han 900,000 jobs within 35 miks of tha cenlral businass district, ali beve
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4 nfR

eoperionced a dacira In the share of joba within thres mies of tha CRD and an increasa in I
jaba 10 13 35 miles fom lha CBED:

Alsn, tha rates 1 which joba mdve outwand 0 cerlain indusires in (he Unbed Siates ane

creasing. Nationaly, same of tha most rapidy deceniralizing indusirlas are tha samo

inchusiries 1hat ara masd imporiant 0 tha Merthemn Caifornia sconomy, and particuleriy 4o ila
Irailianad cenfiral businass districls. Industies such s marmgement, infarmalion sandces and
afucation are expaiencing the greadest share of refocation o areas 10 1o 35 miles fram

CHD=. Whiln it may not bo surprisiag that “_._._n_.r._._.u._..___._.__.__._m. Irenaporiafion and warahausing era
maving out into e suburhs and bayrond, Ths Wnend of lees cosl-aenaliive inlusttias (for

nalanch, Rrosdadios serital glch as managemsnt of companiss snd finsncs] maving oul
poses yal analber challergas for iraditional downlowns, ghen that these an indusiries whara )
tha CRD iz also most compelitiva. Faor exampie, nalianaly, 48 parcent of johs b "mansgamant
of companias” and 47 parcent of jobs in profacsional, ecianlilic and lechnical sanices are
feeabed 10 mdes ar mars from a tadtional CO0

SHEFTS IN THE LOCATION OF BIBS IH THE RORTHERN CALIFORNIA MEGAREZION

isan Gan Fmn;Eco

LECAL O mIT=n

|-_ -

Srakas Kb, BRab "R Sptindt B i Ted changeg pedird phy of malsipicin) grcligmoal " Biookings, 2009,

O Wi Lo & mers, gl Gainenes disfninls in Vot Cakfomin fee ool ovar 22000 johe, Masmahile |
ek i o falet kscalind 10 25 miles Grom fe CAD e incrarad Gy v 2005 000 (Thal s mans fhan falf

. Lba sl of Jabd b doewiioann 540 Frasins g,

Trand 82: Tha numwhos of commstens who dive alone fo work has ncroassd
idramalizally.

Tha shara of commugars in tha Norlharn Calomia meagsregion who driva alona {o wark has
Bean incraasimg since (he 19508, Ewdn in San Framdsco, whare Insrail ridemship is lmboricaly
ardd signifcantly righer (han efsewhara in the megamgion, the shara of commuters whao drive
alona has grown, -This ncrasas (8 in par dua o tha movesnan! of Jabs from wban cores jo
subiroen Hfice parks |hal & ol &8 assly socepibla Lo iransd. I§ B s dus b s grsing
number of professionals fving in San Francizoo and commeting {o information and lechnolagy
johs in tha Poninsula and Soulh Bay.

Amang counlias in (he Martham Calforria megaregion, San Jaaguin Counly in the Cenlral
Yoley and San Benilo Gounly soulh of Sanka Clars Counly slend alona in avpariencing a
doecina In the share of drive-alone commutars — oo in e amad parl o the advenl of el
accata in Faae areas. San Joaguin Coanly aaw g significant incresss in Iransit ridership
Falcawing the 1968 crestlon aof tha Alamont Commuler Exprass, which nks Slecklon lo San
Jose wilh daly rafl service, San Beniie County also saperienced an increasa in tha number of
comaans who uss tranall to gef lo work, onee Cakirsin was exlanded to Gloy in 1992 ang
bearail froim San Berils Counly bo Lhe =£alion was inlroducad. This supgesls thal improving
trersil access to areas where it presdously did nal edst oan hava sigrificant impacls on
cofmivider fraved Dahadar,

Dazpita the inoreasa in driva-alona rales, ihere & bopa, More than 20 parcent of commutars
wha Fsawadfthin hall & mie ol & regionsl reil stalion lake some ferm of pubdc Iransporialion ba
warkL Impresdng iranst acocass for commutens, an bolh the home and waork trips, can hava
maler impasis on fraffe congesiicn, Tha numbar of vehicla mikes fraveled, and greanhouse gas
amissions throughout tha megaregion
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I Trend #3: Thers has bean a rise in VMT and trafiic congestion acrass the megaregion. _

, The spreading of jobs acroes 1he megaregion has led o majar increates in daly frecwsy
vahichs miss [Faveled, 1he porcent of cammules spert on congestad roadways, and 1ha
personal casd of congeation fhal thase who dive alona fo work must bear, In 1882, only 35 |

 percent of peak hour frovel in B imegareglan was cangbetad, Todwy, thal mmbar is doser b
B porcent. Congeslion costs oach peak kour Iraveler more than §1 00 @ et in washad
firres, Tl And rescurces; B jobs conlinue to mows ferher away from both caniral bisiress

| dislricks and Iraned nodes, ihis irend ia ooly geing Lo gelwerme _

_ TRANSIT Rt TRAFFIC: HOW HAVE COMMUTES IN HORTHERN CALIFORNIA CHARGEDT
i Cangesting per peak-hoer VAT Trangil miles per capita I

] ar T ™ 0a ) " um wm ) v = P

S Tavas Torsgrtaban b, b Mobd iy Indirrafion: 009 sl Urban 40 By Reperl” Tands LM Uiy, 2008,

Eﬂiiignﬂﬂiina_g%%.i%:u _
falel drpnak ridaraiin per oapia bas soaaly chengod AT fedvre posulalion growe, At marising oo |
current kigh vels of ongesiien wi¥ s SivITog many mons pispda and'jobs ko pinces Sanved by el ¢

'HOW TO SOLVE JOB SPRAWL
\Whila rakdarcing bradiionsi daweniowns bs 8 key gosl of thi megarsglonal planting agends, |
suburban job Iocations increasingly are 8 pard of our sconomic Bndsoape and thus Imaristly & |
=!_Eﬁuﬂgknﬁnﬁnigginqiﬂﬂuaiﬁﬂﬂﬁﬁﬁiﬂﬁg:f i
. and Firding 8 weay fo make more suburban jobs erail-sccassible.

Wa propose four soktions:
1. Put more jobs Into existing iransi-rich doventownis,
2. Shift maora work fa guburban transit-esrved amployment cemars, ofion in o nest
Fedge cilies "
3, Remako muli-tesam suburban office parks and soatiered offics buldings afong i
highweays coridors {our “edgelsss clles”) into mare dislensd, transil-served desstnations. |
‘4, Redesign the corparata campus o sccommodale significantly mara work and fa furtfer
resduts driea-alann rabes. |

A T of these land-use approsches an recessary 16 reducs the hannful impacts of job
wpravad. But sach sise has imAaboos.

Sekilion 81: Put more Jobe info axsting downbowns with high transit ridarship.
Firss, tha simpheal aclullon ks o create mona jobs and ercolrags mon busresses i b=
aitualad in dowrbawns hal alraady hewe Righ ranst idership, mised wes, mebilly and

* Infrasinelurn, This was e argument SPUR made in s "Fulro of Downlewir policy paper. b |

Morikarn Califorma, San Francisoo and Dakland ara the bast eengls of downlowns wen
bty trarsit ridarskipc San Francsco bes mana than B0 percent and Dakisnd oround 24
__uﬂﬂu_,-... Dornboran Sacramecds and Ban Jose inall sigrificantly, but ors idesl plecestoadd
jobs, pariicudary barauso balh ara imaaling heasly in barail s asserling thameales &stho |
| acanamic and cullursl ceedars of tho surrouniding aress.

' The ke i msking his madel woek is i right combination of transit infrastructure,
market-based parking pricing, good urban design, & wilkmainisined pedasirian amdranimant
ard, depeeding on tha cty, thi svarcoming of other nof-physkal business-cimala Ssuas —
guch & peroapbions bt Oaklond's public safely or San Frandsco's cosls,

This appronch is sasier said than done (1§ vary rame inAmarican whenism bo sustsssloly
resloee 8 conlinuous pedasiian fabric 1o caniral dly landecapas that have alraady lost fhai
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Hisfaric bodidings and repdacad tham wih blank Tacades and sunacs parking lois, but tad is
e ambilious plarning agenda 'wa cal for. This approach also requires significant invsstmant
in paak-howr transpartation infrastruciur, keaeping in mind (hal it & genecally less castly than
the alo-seninic nfrastncluns rafuired by olber employmeni models, Tho sucoessfi caniral
busineas district model of good transil and a pedasivian andronmsnt wilh Fmila on parking i
ihe most successiul and prowan way 1o gal commuters il of Besir cam.

‘Wildle some may argue that the idea of shilting mone jobs back downlown & an allampl b
relurn to the pre-atamabile pattam of ha sady 201h cenlury, when aach region bad & mare
monaowEna foem wilh 8 singla large dewnlown, our fokion aciusly B more of en scceptance

< of tha pakpcanlris form of he corbsmparary ..n_n-u.._..m_.___n: tha threo lypes of dowmliowns

cengidaned in this e=say, ihe sohution of adding mare jobs o doswnlowrs maulls noa widely
tilfesrertinbed set of dransil-senad downlowrs thel range fram Osklbaad o Berkelsy b San
Mateo to San Ralsal

Bul Loday, this model must cops! 'wih olhar ways of organizing wiork

Solution #2; Channal mora subarben ok v rasil-serded nodes and edga citles.

Tha sacord-besl iocatiorsd sslution fo job spraw| is to shilt mone amployment adjacant b rall
of réginal iransit slations in tho suburbs. Suburban ranal-orlanted development pades are
emangng ard have crested the foundation for ncreased lranst commuting bo suburiban job !
destinglions. Thig can ba achieved through a variely of stategles, such as bulding an srfaca
P king fods reod io stalians, rezoning nearby areas and reworking e alrest grids, and
ulmatoly by Influancing more busineess [ iocals tesr (hesa sslablished rodes.

Traie & soene drewbacks ta the suburban orsi-onented devalapment approsch. Bwin a
swuccessiul suburben job cantar Skaly wil nol approach te densty fevels of a fradiional
downiown, and s it will ba hard (o achies high iransi ridership. _u_.-.n.__!. commuless wil be
coming from scallered placas, thus making B easior and fasler to go from home o worlgswia
car, aven if work Is 8t a suburban TOD, Wimalely, tha leved of Iransil ridarship ta (hese places |
vell ha bagsd on The svaiakibly snd price of parking ot ihe job certar, the pedesiian
experisnce from Lhe stalion lo wark, and the deraly and bl accoesibiity of The

commutoers' homas,

Sohition #3; Create denser suburban job corridars.

The third locailonal solution is to remaka axdgling car-orented employmant cenbers. Thass
placss @na [ha low-densdy alfice, b, retail and indusirial spaces that spread along or roar
heghevay coiridors and proliferale throughout suisrbla, The pleces indude buikings auch as

tha Zhone headquariars siong 1-860 of Vacswaliey Buminess Park Thess edgelass arans are
tha hardas to pddnass, in facl, becauss their emplayment dansilias are ow and thair
ampiryees are spraad oul. Addiicnally, in soma placas tha fand yaluss s ow, thus making i
harder lo norsass densilias, i

1
Some ol ese adpsless cilizs do rot b any rall rarsh loday, b may ba getling closs Lo
oppropriato lmabs G0 support @ Aceanding o 8 well-known 1977 siudy, 8,000 people per
Fang mis is 1be miniemm residential densty nocessary o suppect mil imsstmant. 5

EZohudlon #4: Relmaging (ha corporate canipus.

Tha faurlh locativral sohution s pbowt ramaking the brediional corporata campus, which &
typically o rolathvely dense job canler with A aingle lananl. Thera ana ssvedal ways fo
ocoomplish i, Firal, (hare ahould Be an sapaneion of e successiul shullls programs of
empliyars such as Genanlech, Apple and Google, For commpln, As many e 50 pancent of
waikiers employed ot these companies (fwho S in San Frarciscn) take shullies i work. Thie
rivais Ehe sharg of commutars 1aking transil te dewnianwn San Francissa.

Segand, lhere shoukd ba an incresso in e number of jobs &t apch caargiie by bAding on iha
=aas of parking and lardscaping thad suround exiating buildings. \With less parking, comparies
coild bagin b changa faf parking ard provide tha revenus {o irarsit commulers. Loss poarking |
and lniacaping is almo a cosb-saver o the company, As employmant dessily incresses owar
fare, new irarsit cou'd bo brought S0 tha campus, i

Third, tha seil-encloged design shoukd be openad and beller infegrated with tha surounding
communily. Unhearsily campuses. remain places of imosation ard inlelaciussl probection whis
alza being more opan ba aulsklers, This reenaking of the campus could ako insabea infegration
of alhar wes aich &3 relal &nd even howsing o the campus and the arcas mmedistaly
argund L
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' IMPROVING REGIONAL TRANSIY REDUCES DRNHD i
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- 198% 130y balii] BT

Sourto L3, Diamaant o Tratspoxtabien fuket iy Afimiuiadins. 2008 Transpor ik Praled el £an Fusnchen,
Fan Forilo aad Jirp Jawguin Couslion! idpenm, el

T beribar of Norfens Cakiords sammafons who cive alzns fo Wk has basn g leachy Inoroasiog zisee fie |
1985, sooept b srams e ragfana! fransy accass bag Bean leproved Fer sxamials, HTev b crasfenal
fha A¥amnat i b Exnrass ACE), bl ddivaiie by Sav Joaqien caunly oot by 1, 137 prosle dail,
g%%ﬁ%?gﬂt!gg?g. - T bt Kkieg San
Fanils jo ffw Slakios — pdsrshp [n San Farils kerised from 22 fo 2,568 commalens par daF,

| EONCLUSION

| As Ihis arlicks arguos, sahiag job apeawl does nal invole & singla approach, We lha and waik
in & polyceniric rmgion with o wids range of employment lecations, nachwith a slightly difarent '
cppariunily b capbura fulwa [ob growih, Wa alss cannol be nafva and agsume thal tha

| rschlianal caniral business disircts will regain a mefority ahare of reglonal jobe, evan if this

[ Witk be fthe meet effacthe srategy 1o reduce ovarall driving. But wa certainly can push to

" pika s that employmen Throughaut the regian shifla to mare eppregeiale places. This :
;strabagy I8 e only viabls approach b aching tha worsaitng chaliange of job sprawl, whishin
| parrls ane of the majar eaUses of rasidential spewwl, Over the ned year, SPUR wil explore |
| i It futhar, rafining its approach and developing poficy selulians. IF we are serious about |
nn_iaEE..__.Eii*nﬁiﬁgnuwriu;ﬁnagiﬁﬂt i

| enonoTES |
1 Sen "Racanlsrkg Work: Tha Fidure of Dowrtown San Frarcisca,” March 2000, wherswe |
- arguad for charmefing fob growth into transit-rich cones, ke downberan 360 Francsco. {
m... Wi aira Tecusad primadly on office sprawl, Whin many joba in an economy do fol regura
! ofticas (refull, diskibulion, construction, produdtion, sie.), the majadily of wark; I the i
_.._._nn.E.mE.E.___mﬂr.lﬂ_u.mun_ 1 an eanployrant corter el B primarky o collestion of cifico
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i prices, When prices wara rised bo help il & hudgat bole, logal buslnesses staged & strie oy
; Bhnting down [Reir businesses, Thus foming (he Ciy Gouncl o revaras The parking rabe
ircraasas Indefiribaly. Wil wall ibantianad, this approsech of ramping up parking casts can
{ backnie if rasidants and local businass ownars perceive B increase 1o ba mone about paying
| jocal smlirkes and lsas abaul managing congeation or ensuring that thera |s abways @ free
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Transit-Oriented for All:
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=gyt | .._.___E._r.l.

Joork P R g

.m Eamm.n Communities Collaborative Framing Paper

m_“:zzmz_zm CNERIT

L “.._ _”“_ m_.._m .mu._ﬂw_._. —._"__; —m_“_ _”_____“___T:r_. CRHTEN FOA-LOHMMTHIT ilHakTiEH T Soy-Facnr Hooeses




VII. Lessons for Moving Forwaxd

The preceding case studies, and other research to date, offer helpful lessons for achieving
mixed-income transit-oriented development {TODY) in the Bay Area,

Lesson 1: Context is key.

Mixed-income TOD can occur in different contexts. But the challenges and tools associated
with achieving mixed-income TOD vary considerably from selting to setting. In some mixel-
ar low-income communities, for example, efforts to promote mixed-income TOD may include
strategies to preserve existing affordable housing. In predominantly high-income communities,
the emphasis may instead be on new affordable housing development.

Ultimately, identifying the right tools in each setting depends on assessing a variety of factors,
such as: .

« neighborhond demographics and housing stock characteristics {traits can signala
community’s vulnerability to displacement such as the relative proportion of renters
versus homeowners, the quality and age of the housing stock, and the condition/extent
of locally available, permanent affordable housing);

s location, type and size of development opportunities (e.g. vacant vs, underutiltized
land);

« local and regional real estate market conditions (e.g, sales price trends, turnover
activity);

s  the relationship between the neighborhood and the region (e.g. distance to
employment centers);

s station area land use patterns; and

«  the dynamies of neighborhood change (e.g. is the community becoming less or more
segregated ).

In a predominantly low-income transit district where housing oriented to higher-income
households is needed to increase income diversity, the community may experience conditions
(such as real estate price appreciation) that may potenti ally displace existing nearby renters, In
predominantly high-income communities, the challenges are different. Such communities may
show intense resistance to affordable housing, creating a need for tools that enable inclusion of
affordable housing in otherwise high-priced markets. Careful research and analysis of a given
station area are needed to match the right tools for mixed-income TOD to local and regional
conditions.

4l
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Lesson 2: Think comprehensively about the transit district.

It is important to think about TOD as a District, not just a Development, when working to
achieve mixed-income TOD. New development will impact the half-mile-radius district

‘surrounding a station. What will that impact be? How will new housing relate to the old? Are

there social seams in place that could create opportunities for integration? Does the district
exhibit housing or demographic characteristics that suggest significant vulnerability to
gentrification? To fully underatand the design and development choices that will impact the
potential for mixed-income TOL, it is necessary to think about TOD at the Yo-mile-radius scale,

Lesson 3: Think comprehensively about housing afferdability.

There are multiple ways to enable households at a range of income levels to find quality
atfordable housing in transit districts. They include, but are not limited to:

* constructing new affordable housing

» acquiring low-priced housing and making it permanently affordable;

» programmatic strategies that induce greater private investment in existing, substandard,
affordable housing;

= policies (including zoning) that protect or permit a diversity of housing unit types; and

o targeted assistance to help households afford existing housing (e.g. location-efficient

mortgages),

In some situations, where a communily is vulnerable to displacement, affordable housing
retention can be as important as new affordable housing development, In fact, preservation
may actually be more efficlent, as studles have found that the cost for rehabbing and preserving
existing affordable units is typically 30-50 percent of the cost of building new units, ™

Eehabilitation itself can be approached in multiple ways- from self-sustaining code :
enforcement programs to targeted home improvement Ioans that can replace predatory lending
a4 a source of assistance to owner-occupants who want to upkeep their homes.

Finally, efforts to facilitate new affordable housing construction can tale many forms,
incloding:

» mixed-income housing;

s stand-alone affordable housing development;

» regulatory assistance (e.g. lower parking requirements) to help with the high costs of
developing affordable housing: and

M Cepder for Trams#t-Oriented Development, Findiag fe Beloee: A Leok ot Regionel Efforts fo Creafe Mixad-Iroeme Comsemmities Sear
Traresdf, HUTY FT A, 2007 (forthooming )
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s financial assistance (e.g. land acquisition support) to help with the high costs of
developing affordable housing,.

Lesson 4: There are multiple ways to locate affordable housing.

Affordable housing can be located in mixed-income buildings, in separate buildings featuring
different product mixes and prices, or in separate developments altogether. In some sellings,
where 100-percent-affordable projects can still be integrated into the larger transit district,
“stand-alone” projects may be worth serious consideration. Presently, leading sources of
affordable housing subsidy - such as the Low Income Housing Tax Credit and the California
Multi-Family Housing Program (MHF) - malke it harder to finance projects that mix subsidized
and un-subsidized units than 100 percent affordable developments. Consequently, stand-alone
projects can often generate a greater yleld of affordable units than market-rate buildings with
inclusionary units, ultimately making a bigger impact on overall income diversity in the transit
district. San Mateo's Bay Meadows is an example of this. ™

Lesson 5: Healthy mixed-income neighborhoods involve a spectrum of incomes.

Achieving full income diversity in the Fruitvale and Bay Meadows transit districts would
require additional “affordable” and “market-rate” housing, given the shortage of housing
options for certain income brackets above and below the area median. But develapers in the
Bay Area are not presently producing housing options tailored to a full spectrum of incomes.
Housing production has been more slanted toward households eamning between 50 and &0
percent of median, and those earning greater than 120 percent of median, The challenge is for
transit-oriented development to reach the very-low (<50% of AMI) and moderate-income (80-
120% of AMI) households that have been left cut of housing production in the Bay Area more

generally.

Lesson 6: Early, proactive planning is needed to sustain mixed-income communities.

There are many mixed-income neighborhoads in the Bay Area, but preserving income diversily
in a specific location, particularly one such as Fruitvale that has begun to maximize its transit
asset, requires intentionality, Planning is the process throngh which cities and the private
sector can collectively take a comprehensive view, and in tum develop tools for a mixed-income
community that are appropriate for a given transit district. The most critical intervention is to
create permanently affordable housing units, but another valuable approach is supporting
social seams, such as diverse retail corridors and community spaces, and even simply allowing

# Anather good exampde is Cakland’s Uptown project, locabed lass than a quarter mie from: the 19th Street BART Station.

4.3

61



62

some neighborhood barriers or edges to remain, Barly upfront planning is especially useful, as
it can allow a community to develop teols needed to keep a community inclusive before new
development, transit enhancements and other investments begin to affect market dynamics and
constrain choices.

Mow is the time to plan for mixed-income transit-oriented communities. As the region becomes
more gegregated, Bay Area stakeholders risk belng unable to offer the benefils of transit to low-
income groups. Fortunately, recent experiences developing transit-oriented communities affer
us lessons that will help us create and preserve mixed-income communities into the future.
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By Amanda . Lehning, Ph.D., Schoal of Sacial Welfane,
[niversicy of Colifornda, Herkeley

Background. In recent years a growing number of
inrernational, national, state, and local initatives have
scarced working o make existing commumities more
aging fiiendly. This inrerest in changlng the physical
and soeial envitonment of communities to improve the
health and well-being of older adols and help them age in place |2 a reaction
to 2 confluence of facsars, including the aging of the ULS. population, a
projected Increase in disability and chronle disease in fusure cohorts of
obder adulrs, and an inadequare long-term care system.

Aging-friendly communities share three charcteristics:

1. Individuals can continue to pursue and enjoy intetests and actlvities;

2. Supports are available so thae individuals with functlonal disshilities
can atill meet their basic health and social needs; and

3. Older adults can develop new sources of fulfillment and engagement

{Lehning, Chun, & Scharlach, 2007).

This study explared 1) the extent ta which eiries, counties, and tansit
agencies in the San Francisco Bay Area have adopted aging-friendly
policies, programs, and infrastucture changes in the areas of community
design, housing, transportation, health care and supportive services, and
opportunities for community engagement, and 2) the diffusion facrors,
commusity characteristics, and government character|srics associated
with such adoption.

While recopnizing that the needs of alder individuals and their
communities produce variations in the stategies employed to creae
more aging-friendly communities, recent research smndles by AARPS
Public Policy Instituee (2005), Hanson and Emlet {2006, and Mational
Assaciation of Area Apencies on Aging (N4A) and Partners for Livable
Communities {2005) suggest an emerging consensus on the components
of an aging-friendly community. This study explored twenty-two paolicies,
programs, and infrastructuse changes that fall within five domains,
imcluding:

o Community design: incentives foe mibed-use development and

infrastrscnire changes to create walkable neighborhoods;

(eonfiaed on rext pagel
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local agingfriendly policies ond programs in the
San Francisco Bay Area  (oonsinued from previons pape)

. EEE.“ accessory dwelling units, incentives for developers to
guarantee units for seniors, incentives for developers to make new
housing accessible, and home modification assstance;

o Transportation: driver ecducation programs, driver assesment
programs, sow-meving vehicle ordinances, alernative transporca-
tion, mohility management programs, Messures to mcremse fanmit
pocessibility, and diseounted transic fares;

s Health and supportive services: information directory, home- and
community-hassd services, fioness programe, and preventive health
programs; and

o (Opportunities for community engagement:-education programs,
senior centers, intergenemtional programs, and effors oo improve
volunteer and work opportumitizs,

These aging-friendly innovations may change the physical and

social environment of existing communities by potentially promaoting:

» Community design that could allow older adults to remain mobile
and comnected to their community;

& Creating & wide variety of housing supports and choices;

# Developing a range of mransportation services and mobility options;

& [mproving access to home- and community-based health and social
services; and

s Poctering oppormunicizs for community engagement
While nn studies have vet investigaced the impact of mare aging-
friendly communities in & holistic way, evaluations of specific

aging-friendly innovarions sugpest that these chanpes can improve
the health and well-being of older adules and help them age in place.

Methodalegy. Tn the first phase of this smudy, data cbeained from Bay
Avea local government respondents via anline surveys was combined

| with secondary daca from che TLE, Census and the Califomia Citdes
| Annual Report for analyses. In che second phase, the researcher

comducted open-endad interviews with a subsample of survey partici-

. parts. The open-ended interviews served two purposes: 1) m expand
" upon the quancitarive findings, uncovering apects of the process of

aging-friendly palicy adopeion and implementation that were not
captured in the quamtitative phase, and 1) o refine the survey

instouments for future resesnsls

A total of 62 ouz of 101 city plannersfeommunity development
ditectorahousing specialists {614 percent) retumed complered surveys,
All nine directoes of county adult and aging services departments
completed the survey. For transportation respondents, five of nine ooty
transportation authority employees (55,5 percent) and eight of 18 public

| translt agency employees {44 percent) filled out their respective surveys.
! Busvey daca collection took place between March and Auwgust 2009,

Eighteen local government key informants completed a telephone

" inrerview, including 10 ciry plannerscommunity development

directarsthousing specialists, four aglng services directors/managers,
one transportation authority employes, and three public transic agency
emplovees, Interview data collection took place berween Ocrobee and

. Dlecember 2000,

{eantaued on nexr page)
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Califcrnia, lrom Monlersy Cownby to Del Marle Coury,
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SR T | Local aging-friendly policies and programs in the

| San Francisco Bay Area  feontinued from previous page)
! Findings. For the first research question:

* The mest common aging-friendly innovarions adopted by local
governments include those that target altemative forms of mobiliy,
including incentives for mixed-use neighborhoods, Infrastructure
changes to improve walkability, discounted public trznsportation
fares, and changes to improve sceessibility of public wansir,

s “The least commen palicies and programs are those that aim to helf alder
adits contimue driving and those that provide incentives to develop
accessible new howsing for older adieles,

For the seconid research question:

& Bivariste prnlyses of civp-level dota provide partial support for
previous findings in the policy adoption literature. Cities which
have a larger total population, a karger percent of the population
with a disabllity, and have experienced public pressure or individusl
sedvocacy for aging-friendly innovations have adopred more aging-
friendly policies, programs, and infrassmicture changes.

s Contrary to hpotheses, cities with higher educational actainment, higher
median househald income, and a lager prapertion of the population
age 65 and older adopeed fower aging-friendly innovatlons.

Cualitative interviews offered potential explanations for the

above results.
1. Dizability groups muy be mote active than older adults in texms of

advocating for the adoption of aging-friendly innovations such as
accessible housing and walkable neighborhoods.

- 1. Communitles whose popalation enjoys 2 higher socioeconnmic stitus

and Son Banbo Counties. APA Calilornia Morthem promotes |

phanningsalated continuing edicnfion aad sagkal fundions
i order 1o
s Frovide on arena lar communicalian ond exchongs
al infemalion bt planning reloked activilies;
. * Ralsa mambar oworeness ond invabemanl in APA, offdin;
% Increass public owareness ol the mpartance of planning;

» Encourage prolassionaliim in the conduct of ils mambers;
and

# Foulnr o senso of communily ssen the mesbers.

APS Colifornio Merthem publishas Merthern Mews anline
in POF 19 fimes soch year os @ medium for the mochongs
al idsas and infarmation omeng its members, Circulalien
icomghats wabs dowsloods per issoe 1+ 8,500,

Meetham Mews welcomes camments. Letars ko tha edifee
recpire tho ouhar’s firal ond lest noma, boma ar wark
sirmel oddress ared phone number [neither of which will be
published], and profsslonal aficfice or litla fuehilch

will b enly with the outhar's parmissice), AY
fefiors ore subjec! lo edifing. Lefars ever 2350 are
rat considersd.

The deadiine ar submitieg materials for indusion
in Mertbern Mo i the 15t doy of the manth prier
to publicoion

Permlsslon fo reprind is grocied. Pleazs eredll
*Morihern Mews” ARA, Colilcenla Chapter,

Morthesn Mews. ' 5

may not perceive a strong role for Jocal government in terms of creating
more aging-friendly communities, ored nging residents may get their
niceds met throuph nongovemmmental sources.

3. There was no sipnificant sssoclation between per caplta government
apending and the adeption of aging-friendly innovations. Interviews

nevertheless suggest that funding plays an important rele, and pechaps
grant funding, slack resources, and recent increases or decreases in kocal

government financizal resources sre @ better measure of this factos.

The qualitative interviews also indicase that future studies should
explote additional factors, including communication, colliboration, and
st aned federa] mandaces.

The findings of this study suggest 0 number of resednch and practice
implications that should be explored further in future research.

# The resules and limitatians of this vesearch suppess char it should be
teplicated to determine whether the findings explain local govern-
ment adopeion of sging-friendly Insovarions in general or are instead
specific to the population and methods used in this study. This
replicarion should not only expand the sample size and explore the
aeneralizability of findings to other geographic regions, but should
use 2 modified intesnal determinants and diffusion model that takes
into account findings of the present stady.

e While acknowledging the limitacions of the current study, the resules

. nevertheless offer a number of strategles thar residents, advocares,
servics providess, and policymakers could employ in their efforts
{eonsinue en naxt pege)
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to create more gainp-friendly commumities. Thess stategies include
mobilizing public support of snd pressure for aging-friersdly mnova-
tioms, targeting advocacy efforts ab individuaks working within
government who could become policy sntrepreneurs, and working
ovwards vertical diffusion of innowarions via state snd federz]
mandarzs and funding,

It is als worth noting that the survey and interelew resules hint at
pdditiomal lines of incpuley thae should be pussued 28 pait of a2 larger aging-
friendly communities” research agenda: Whar expetly is an aglng-felendby
innovation or an sging-friendly commumnity? How can commimities change
their physical and socisl environment in such o way that the needs and
wants of alder residents do not opede those of other residents! And what
impacts do these policles, programs, and infrastrucure changes have on the
1 and well-being of older adules and thele ability to age in place?

Thiz is @ semmary of a dissereackont thar veceived suppeet oo the Harford Docroral
Fellows Progrem, the U5, Depaviment of Howsing mnd Urhan Desslopament
Dacioral Disserration Research Grane, aad the Society Jor Social Wonk Retednch.
T vequest a ooy of the feall finad veport, plesie comtace Aremda Lefinlng o
ajlehning@herkeleyedn
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The Role of the Bicycle In Transit ﬂ.h_..nuiuuﬁm_nﬂu.ﬂ;

[This is the first of four-part expert blog post by Mike Lydon, the founding Principal of The Street Plans
Collaborative. Lydon's posts are parl of a series of expert blogs on TOD highlighting work and research
that experts are doing in the field. ]

H:_E....____“.EREH

Iast month Kaid Benfield asked for more rigor when defining transit-oriented development—a term
applied liberally to development merely served by transit, he says. In highlighting several design
principles that make for authentic TOD, Benfield sensibly included “bicycle transiers™ should be made
easy, (uite simply, this means that what you do with your bicycle upon arrival is as important as being
able to get there safely on two wheels in the first place.

While faw would disagree, and provisions for bicycle facilities are almost always included in TOD best
practice guidelines, their implementation is often neglected, especially outside of the immediate station
area.

67

In response, this four part blog series will focus on the techniques and benefits of better integrating world-

class bicycle infrastructure into transit-oriented development.
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The Bicyele Shed

The type and quality of transit service aside, planners generally accept that the average person will walle
up o ¥ mile to transit if the environment is safe, convenient, and interesting. Indeed, this blog’s name
references this principle, the so-called “pedestrian shed.” After this approximate radial limit is reached,
however, it is assumed that transit’s ability to attract ridership decreases as distance from the station
_q._.._u.u.ﬂm.m.mm. '

Yet, if one considers that the average bicyelist can move 3 times faster than the average pedestrian, then
the fornulation of nuanced “bicycle sheds” can greatly expand transit station catchment areas, while also
improving the extent and utility of the regional bikeway network. Indeed, just as a 5 or 10-minute walk
should be convenient and enjoyable for the pedestrian, so to should it be for the average bicyclist, who.is
able to cover much more ground with an equal outlay of time,

But if transit-centered bicycle sheds are to function properly, a myriad of physical and policy challenges
miust be overcome. The following three blog posts will detail what these are, and how Bicycling to TOD
can exponentially improve accessibility to transit and the viability of any development oriented to it.

Part 1: The Role of the Bicycle In Transit Oriented-Development

Part 2: The Bikewsy Network

Part 3: At the Station - Bicycle Parking

Part 4: Policy and Urban Design: How to Complete Bicycle f.__h.._uﬂnin Cities

With Andres Duany and Jeff Speck, Mike Lydon is the co-author of The Smart Growth Manual.
Posted on February 3, 2010 by Reconnecting America | Permalink Leave a comment

"The Bikeway Network

-Mike Lydon, the founding Principal of The Street

“While the bicyele shed is an important conceptual

mxp._:,w iz the second of H.._...._ErH.Eﬂ expert blog post ._.uu_q : A COLLECTEC ' RIEEWAY TYPES

Plans Collaborative. Lydon's posts are part of a series
of expert blogs on TOD highlighting work and
research that experts are doing in the field.]

planning tool, it is meaningless without the physical
development of bicycle infrasiructure, Therefore,
each bicyele shed should not be conceived in
isolation, but as part of a regional bikeway network.
This network should be designed to connect people
to important destinations—schools, neighborhood:
centers, regional centers, open space, and of course,
local and regional transit systems.

Click to _.;_m_..___ farger image

In general, the bicycle network should be comprised of many bikeways types. These include, but are not
limited to shared-use paths, shared lanes (sharrows), bicycle boulevards, bicycle lanes, and physically
separated bicycle lanes—sometimes called cycle tracks.
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Before assigning hikeway types, the unique characteristics of each thoroughfare and its urban context
must be considered holistically, This includes analyzing street width, street type, existing land use and
urban form, density, traffic control devices, posted speed limits and actual travel speeds, and traffic
volume. .

But while the existing conditions of each thoroughfare are important, the urban context is rarely static.
Therefore, considering the desired character and urban context is eritical to the selection process, as
context-specific bikeways can help strengthen & more immersive, accessible, and equitable urban
environment.

To this end, special emphasis should be placed on providing safety and comfort for all types of bicyclists,
Bikeway infeastructure that appeals to those who are interested in bicycling, but who are too often
deterred by the perception—and reality—of unsafe bicyeling conditions, must be pricritized. Research
conducted by Roger Geller, Bicycle Coordinator for the City of Portland, Oregon, identifies four types of
hicyclists, of which the majority seel more comfort and safety. “Riding a bicycle should not require
bravery. Yet, all too often, that is the perception among cyclists and non-cyclists alike,” sayzs Geller.

Four Types of Bicyclisis

Interestad, bul concamed - G0 Mo Inferes! - 33%

igiion] BT [ Dt Syl Pt

Enthused and Confidant - 6%
Bireng and Fearless-1%

Taking a cue from their European counterparts, North America’s most bicycle-savvy cities are designing
hikeways to accommodate the least confident user. This approach provides an opportunity to increase
bicycle mode share by further enriching the safety of the overall bileway network. Indeed, safer bicycling
conditions attract more bicyclists to the roadway, which in turn, creates even safer conditions. This so-
calléd “virtuous eycle’ is set in motion when paying attention to the most vulnerable users, and should be
uised to intelligently enhance bikeway networks and the viability of bicyeling to transit.

While the provision of bikeways is the most visible element in a eitywide bikeway network, bicyclists
must also have safe and convenient places to store their bicycles at a trip‘s end, Part three of this series
will discuss the design, location, and allocation of bicycle parking, and how it complements regional
bikeway and transit networks.

Part 1: The Role of the Bicyele In Transit Oriented-Development
Part 2: The Bikeway Network

Part 3: At the Station - Bicycle Parking
Part 4: Policy and Urban Desipn: How to Complete Bicyele Supportive Cities

With Andres Duany and Jeff Speck, Mike Lydon is the co-author of The Smart Growth Manual.
Posted on February 12, 2010 by Reconnecting America | Permalink .
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- message: * When you can’t bike the whole

Policy and Urban Design: How to Complete Bicycle Supportive Cities

ﬁj_,_:mmm:.._.nmnic:E:.-nmnnmﬁnnEcm_.ﬁ_.,.;qEEWFEE.FL_.E_E:n_..r.snwiﬂﬁﬂiE.d..ﬁ.mﬁ#ﬁhﬁ':m
Collaborative. Lydon's posts are part of a series of expert blogs on TOD highlighting work and research

that experts are doing in the field.]

The three previous articles explained how
developing a well-articulated bikeway
network with high quality end-of-trip
facilities is crucial to multimodal
transportation. However, without
overcoming some additional policy and
fundamental urban design barriers, the full
integration of bicycling with other modes
of transit will remain stunted.

While most bicyclists prefer to ride, some
distances are too great (o travel entirely by
bicycle, and in most places, the weather
doesn’t always cooperate. Thus, being

allowed to bring a bicvele onboard the bus o i o
o ._“mm_”m_”._ I8 ....m._“m._._..u_...m“_.._._.._.n__u“_..mm“_“_.._“u as it _“_Hn_a...m_u._.ﬂm King Gounty employs bus racks bo provide aplians ”wr””“””nﬁnﬁuﬂm”h.zn ot
additional mobility choices when you need

it most.

S .

MNowadays, it is increasingly common to see bicyeles on the front of buses and inside trains. However, this
was not always the case, as the right to do so required lengthy and hard fought battles that typically put
transit officials and bicycle advocates at odds. But even with the steady increase in bicycle access, many
government agencies still impose peak hour restrictions on their transit systems, Likewise, some bus
systems, like New York City's, still do not provide bus racks for bicyclists.

Fortunately, some enlightened
transportation agencies don’t see hicyclists
as pealc hour spacchogs, but as additional
revenue. Indeed, Portland, Oregon’s
TriMet revamped its policies in 1996 to
reflect the growing demand for
bicycle/transit services, They also
specifically use low-floor boarding
designs to meet the needs of specific user
groups, including bicyclists. Their

way, take TriMetl.”

For those trains that do allow bicycles on

board, it is always nice to visibly welcome . L : 2t e m._, :
' B f OinD aF Lais rang

their presence and H.._E.__Em_w a well-marked Peetland, O, clearly marks where bloyelisls should store their wheala.

place for temporary storage, Some
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agencies restrict bicyclists to certain train cars, but use large bicycle stencils to indicate which cars are
appropriate for bicyclists. ’

Station Access

While access onto the train is critical, so too is
station access to the train. Stairs, platforms,
turnstyles ete. are not only physical barriers
for bicyelists, but mental barriers as well.
Quite simply, nobody wanls 1o publicly
struggle with a bicycle in a crowded transit
station, Thus, all stairways leading to and
from transit platforms and farboxes should be
designed (and retrofitted) to include
accommodations for bicyclists, such as

bicyele-specific ramps.

Additionally, turnstyles should be widened
and automated not only for bicyclists, but for
those carrying luggage and other oversized
packages on the train. Such provisions make
multimodal travel more practical, especially
for the young and old who may not be as
nimble or physically capable.

Fhota by Liea Town
Gopenhagen's commuler trains boldly pdveriise space for bicyclisls

F i, A b i
oo | P : ! |
L { B )
CLA& Trok izlian | Dieycls aalrance : Pintn by Siedan Yarca

Isntrfimn by Tinn Foaley wal i Thine Sandl
Students wie lasksd Wi reckkitinrg Chiseyrs OTA alalie wilh a mam : Bike-fi Iy slairs ek,
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Beyond the Station

While not immediately obvious, the placement and
design of rail infrastructure is essential to maintaining
bicyclist safety, as bicycle wheels are easily caught in
the flange gap between the rails, which causes
crashes. While investigating this all too commen
problem, Alta Planning + Design developed Bicycle
Interactions And Strestcars: Lessons Len el and
Recommendations, which provides ways to best
integrate rail infrastructure with bicycle facilities so
that both are mutually supportive. Additionally,
StreetFilms recently illuminated the proper way to
navigate inlaid train tracks, demonstrating that

bikeway design can further alleviate the risk of . Felir e
n.Hm.m_d.:.m Whisn dasigaed pacrdy, ﬁ_sﬁuun.syasﬁ.ﬂs.;n.ui_n_.nﬁr

Land Use Patterns and Built Form — Getting the Land Use Right

Finally, Norman Garrick’s research reveals that urban form plays a critical role in encouraging bicyeling.
In short, more people bicycle, and bicycle safely as density and land use intensity increases. Indeed
inferconnected street grids—common to dense places—place more destinations within bicycling distance,
provide opportunities for safe alternative routes, and help make bicycling the most efficient mode of
urban transport: While somewhat obvious, this helps explain why cities attract more bicyclists than
suburban or rural areas.

Conclusion

Here in New York City, where the transit coverage is unrivaled in the United States, the city would not
only benefit from the implementation of & more robust TOD policy, but also from strategies to retrofit the
street network to optimize bicyele travel to and from MTA stations and bus stops. Indeed, as much value
as such infrastructure provides, it is not being optimized. Forlunately, a recent report from the Department
of City Planning outlines a strategy for better integrating bicycle travel into the citywide transit system. If
wise, your city and region will take many of the extra steps outlined here to do the same.

Part 1: The Role of the Bicyele In Transit Orented-Development

Part 2: The Bikeway Network

Part 3: At the Station - Bicycle Parking

Part 4: Policy and Urban Design: How to Complete Bicycle Supportive Cities

Smart Growth Manual.

With Andres Duany and Jeff Speck, Mike Lydon is the co-author of T
Posted on April 16, 2010 by Reconnscting America | Permalin
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Related policies from General Plan 2020

Source:; hitp:www.cit 1] Government/Com lopment/Gengral_Plan_2020.htm

MNH-88. Sonoma Marin Area Rail Transit {SMART) Station.

If rail service is initiated, support construetion of a Civie Center SMART station. Encourage a plan that
provides high density housing, bus transit connections, a parking lot, and incorporates pedestrian facilities
und bicyele access (including bike storage facilities) consistent with the San Rafael Bike and Pedestrian
Master Plan.

NH-88a. Transit-Orlented Development. Wark with SMART, Marin County, Golden Gate Bridge
Tyansit District and other transit providers to prepare a site-specific design Lor & transit-oriented
development with housing in the vicinity of the rail station.

Responsibility: Communily Developmeant

Timeframe: Long Term

Resources: General Fund, Grants

NH-88b, Safe Walloways and Bikeways. Encourags the provision of lighting and sldewalls 1o ensure safe
and attractive walkways and bikeways from the transit center, on both sides of Civie Center Dirive, to the
HMorthgate arza,

Respansibility: Public Works

Timeframe: Long Term

Resources: Stafl Time

NH-131. Morth San Rafael Town Center.

Create an afiractive, thriving heart for the North San Rafael community: a centerpiece of commerce and
activity with a diversity and synergy of activities for all ages.

See LU-2a (Development Review).

NH-132. Town Center Activities.
Create a Town Center with high quality retail stores for local residents as well as the broader community.
Broaden the appeal of the Town Center area by improving pedestrian traffic, increasing the number of
iocal shoppers, and attracting a mix of high quality stores, entertainment, and services.
a. Encourage a distinctive commercial niche for the Town Center consistent with the area’s
characteristics.
b. Encourage a variety of stores and services to foster local patronage, Examples include a library;
restaurants; a produce market; and music, hoolk, family clothing, housewares, and varicty stores.
¢. Encourage upgrading of anchor stores and specialty stores.
d, Support an additional high quality retail anchor store if necessary for gconamic vitality, consistent
with traffic circulation.
e, Support nightlife activities, such as a late-night restaurant, diner or coffee shops that harmonize
with existing theaters and caltural activitics.
See L1J-2a (Development Review).

MH-148. Residential Use at the End of Merrydale Road. .
Evaluate amending the General Plan and Zoning Ordinance to promote residential uses at the end of

Merrydale Road.

NH-148a. Zoning Change. Consider amending the Greneral Plan and Zeoning Ordinance to allow housing
at the end of Merrydale Road,

Respensibility: Community Development

Timeframe: Long Term

Resources: Staff Time
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AR — Sec Aiternatives Aralysis
ADR — S the dDmeringns winh Disabdficies Aok,

Atfordable housing — Housing that costs no more than

30 percent of a household's annual incorne, Families who
pay more than 30 percent of their income for housing are
considered cost burdened and may have difficulty affording
necessities such as food, clothing, transportation and
medical care.

Nlternatives Analysis (M) — The afficial fiest phase of study of
# Federally-funded transportation project. The Alternatives
Analysis examines different options to improve maobility in
i given corridor. The product of an Alternatives Analysis is
a Locally Prefesved Alternative (LPA).

American Public Transit Association (APTA) — A national
membership otganization comprised of transit agency and
industry representatives and adwocates,

fimerlcans with Disabilities Act (ADR) — A wide-ranging civil
rights law that prohibits discrimination based on disability
and requires many public facilities, including transit, to
accommadate people with disabilitics.

BBl — See area median inoeme.
APTA — See American Public Transit Agocation.

frea Median Income (A1) — Stare and M3A-level
caleulations of median income, completed on a year-by-year
basts by HUD, to establish modmum income limits for
affordable housing programs.

Assessment districts — Distriet created by local jurisdiction
or businesses to collect taxes or other fees; many different
types of assessment districes

BID — Sce businers improvement disirict,
BAT — See Sur napid fransil.

Bus rapid transit {BRT) — Buses running in dedicared lanes
that have increased starion visibility and specific Intelligent
Transportation Syseems (ITS) capabilities.

Business improvement district (BID) — See assersment dintricts.
CBD — See cendral buriness district,

MBE — Sce Community Develgpment Bieck Grant.

D€ — See contmmunity develspment corporation.,

Contral business district (B0} — Downtown, the aren in a city
or town with the laggest concentration of employment,
retail and civic uses.

Charette — A collaborative community planning and design
process that brings staleholders together in intensive

worle sessions to develop plans for their neighborhoods or
TEEions.

Cholce rider — Transit riders who could afford to own and
operate a personal sutomobile but choose to take transit.

Cirenlator — Term describing the transit function of
treetcars, which often circulate people through a district
rather than providing point-to-point transportation.

CMSA — See comsalidated metrapalitan ghadistical ared.

Community bensfits agreement — Legally binding contracts
between developers and community coalitions that describe
community benefits that the developer has committed

to provide as part of a development project. Bencfits are
designed by local residents to meet community needs, See
also developer agreement.

Community Development Black Grant (C0BG] — The largest
Federsl source of financial asistance for supporting
neighborhood revitalization, housing rehabilitation

and economic development activities; program is
administered by the US Department of Housing and Ushan
Development.

Community development corporatien {(0C) — Mon-profic
entities that provide benefits and services to surrou nding
communities such as affordable housing, job training, or
economic development projects.

Commuter rail — Class of transit vehicle; these passenger
vehicles are required to be larger than lighe rail or heavy ruil
by the Federal Railread Administration because they run in
similar right of ways as freight lines.

Consolidated Metropolitan Statistical Area (CMSA) — A
geographic entity designated by the Federal Office of
Management and Budget (OMB) for use by Federal
staristical agencies; an area becomes & consolidated
metropolitan statistical area (CMSA) if it qualifies as

a metropolitan area (MA), has 2 census population of
1,000,000 or more, has component pares that qualify as
primary metropolitan statistical areas {PMSAs) based on
official seandards, and local opinion favors the designation.
CMSAs consist of whole counties except in New England,

401
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where they consist of county subdivisions (primarily cities
and towns).

Context sensitive design — An interdisciplinary design

that invelves all stakeholders to develop 2 multi-modal
transpostation facility that fits its physical setting and
preserves scenie, nesthetic, historic and environmental
resources, while promoting pedestrian safety and mobility.

Corridor — The area served by a transit line fram end to
end, In the context of transporeation planning studies, the
corridor may be very broad and may include several possible
end points.

€100 — Center for Transit-Oviented Development. A
national non-prafit dedicated to supporting development-
oeiented transit and transit-oriented development through
research, best practices, and technical assisrance.

Developer agreement — Legally binding contracts between
developers and public agencies that set out benefits and/or
amenities & developer will provide as part of a new project.
May be required as a condition of development approvals,
See also community benefits agreement.

Displacement — A process where land values increass in an
existing neighborhood to the point that existing residents
can no longer afford rents, sales prices, or taces and are
forced to seek housing elsewhere.

DUA — See druellimg units per acre.

Dwelling units per acre (DUA) — A measure of density; the
number of housing units per acee of land ares.,

Economle development corporation (EDC) — A non-profit entity
that promotes economic development within & region

EDC — See economic developrent earporation,

Entitlement process — The steps a developer must complete
to obtain legul permission to begin construct of 3 proposed
development; for instance, one step in most entitlement
processes is obtaining public approval of a site plan.

Euclidian 2oning — Zoning that promotes the separation
of different types of land use. Named after Euclid, Ohio,
the community that brought the supreme coure case that
established the legality of this type of land regulation.

FAR — See floor-area ratic.
FOt — See Eﬂnﬁbﬁha

Federal Transit Administration (FTA) — The division of the 115
Federal Highway Adminiseration (FHWA) that oversees
Federally mandated transit planning processes and manages
Federal grants that support the operation and construction
of transit systems and acquisition of transit vehicles and
equipment.
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FFGA — See fll-funding grant agrecment.

Final Design (FD) — The last phase in the New Starts project
development process before construction, Includes right-
of-way acquisition, utility relocation, and the preparation of
final constroction plans,

Flxed-Guideway Transit or Fiked-Route Transit — Transit vehicles
operating in a separated grade, as when rail tracks are
elevated above or sunk below surrounding land, or ina
tight-of-way dedicated to that transportation mode.

Floar-area ratio (FAR) — The relationship berween the toral
area of a building and the size of the parcel on which it =its.
Often expressed as 4 ratio such as 3:1 or 5:1.

Form-based code — Development Code that prescribes the
building types instead of land uses,

FTA — See Federad Traneié Adminisration.

Full-funding grant agreement (FFGA) — An agreement between
the Federal Transit Administration and 2 project sponsar to
provide a guaranteed level of funding for 4 transit project.
‘The FFGA is the culmination of the New Starts project
development process.

Grade separation — See fixed guddetoay dranit,

Greyfields — An area that is not yet blizhted but is already
guffering from excess vacancies cthat could be redeveloped
for multiple nses. Primarily applied to aging retail and

commercial sites,

Half-mile radlus — Typical distance of the impact of fixed-
guideway transit; approximately a 10-minute walk, or the
distunce people are assumed oo be willing to walle to access
fixed-guideway trapsit.

Headway — The time betwesn buses or trains _.._m_.ﬂ_."mum an
1 gingle route.

Heavyrall — A rapid transit technology that is fully grade-
separated and operates using electricity pulled from a thied
rail. Examples of heavy mil or "*metro” systems include the
MNew York City subvway, the Washington Metro and BART

in San Francisco.

HOME Grants — "The largest Federal block grant given by

the U185, Department of Housing and Urban Development
{HITIDY to state and local governments; designed eclusively
to produce affordable housing for low-income families.

Home rule — The legal tradition of local autonomy in place
of state control. Home rule over certain issues may be
delegated to local governments by state aw or it may be a
robust tradition that is pelitically difficult to bresk.

HOPE¥I — A Federal housing program that began in 1992
to transform and replace severely distressed public housing



with irmovative urban neighborhoods that tried to lessen
concentrations of poverty and promoted mixed-income

Cormmunitics,

Housers — Term coined for workers and practitioners in the
houslng industry.

HUD — See U5 Department of Housing and Urban
Develapument,

Infill — Redevelopment of underutilized or cusrently
vacant propertics in an existing urban environment.

Intelligent Transportation Systems (ITS) — Transportaticn
infrastructure and vehicles that employ information and
communications technology to improve capacity, flow,
safety and case of use.

ITS — Sec infelligent transporiailon systems.

Land assembly — Acquiring adjoining parcels of fand in
order to place them under single ownership and make them
simpler to develop or redevelop.

Land bank — To buy and hold land with the goal of

later redevelopment, in arder to avoid speculative and
developmental pressures or to provide interim maintenance
of neglected propertics. The land is often intended for « use
that benefits the larger public such as affordable housing,
Alzo a public or non-profit agency that acquires and holds
land.

Light rail transit (LT} — A sange of ril transit modes,
encompassing strectcars through heavier weight vehicles on
mostly grade-separated systems.

Local improvement district (LID) — See astessment districts.

Locally Preferved Alternative (LPA) — The transportation mode
and rough alignment selected as the best solution for
mobility issues in  given corridor. The locally preferred
alternative is the result of an Alternatives Analysls. Once
approved by the Federal Transit Administration, the LPA is
further studied during the Preliminary Engineering phase
of the New Starts process.

Location efficlency — The deliberate placement of homes,
jobs, shopping, entertainment, parks and other amenitics
close to transit stations to promote walking, biking and
fransit use.

Long range transportation Plan (LRTF) — See matrapelitan
fransporiaiion plan.

Low- to moderate-income working families — Households in
which at least one wage earner works the equivalent of a
full-time job and earns between $1,700 per month (the
mintmurn wage) and up to 120 percent of the median

income in their area.
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LPA — See fcally preferred alternative,

LRT — See fght rail fransit,

LRTP — See fomg range franspertation plan,

Metro Housing and Redevelopment Autherity — The housing

and redevelopment authority for the Twin Cities region of
Minnesotd,

Metro HRA — See Mesre Howsing and Redevsloprient
Authority.

Metro Transit — The transit authority for the Twin Cities
rerion of Minnesota.

Metropolitan Coundil — The metropolitan planning
organization (MPO) that makes regicnal transportation,
land use and public housing decisions for the Twin Citics
vegion of Minnesota and and operates Metro Transit.

Metropolitan planning organization (MPO) — The palicy board
of an organization created and designated by Fedesal law to
carry out the metropolitan transportation plinning process.
In the Twin Cities, the Metropolitan Council serves aa the
MPO.

Metropolitan region — A major city center and surrounding
cities and suburhs, genesally defined as the standard,
Federally-defined Metropolitan Statistical Area (M3A) or
Consolidated Metropalitan Statistical Area (CMBA).

Metropolitan statistical area (M3A) — A grographic entity
designated by the Federal Office of Management and
Budget for use by Federal statistical agencies; An MSA
consists of one ar more whole counties not closely
associated with other Metropolitan Areas.

Metropolitan Transportation Plan (MTF) — A Federally-
mandated 20-year plan for transpertation infrastructure
and service, The plan must be updated at least every four
years, The MPO is responsible for its preparation. In the
Twin Citics, the most reeent version of this plan is the 2030
“I'vansportation Policy Plan, which was adopted in 2004.

Mixed-income — A single neighborhoed or development
offering housing in a range of prices,

Mode share — The share of people using a particular mode
of transportation, expressed as a percentage of all travelers,

MP0 — Sec metropofitan planning organization.
MSA — See mefropoditan statirfical aroa,

MTP — See metrapolitan frantperiation plas.

WDC — See nefghdarhond develspment corporation,

Nelghborhood development corparation (NDC) — Mon-profit
entities that provide benefits and services o sucraunding

3
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communities such as affordable housing, job training,
ot econcmic development projects; synenymous with
community development corporations,

Mew Starts — The Federal government's primary financial
resource for supporting locally-planned, implemented, and
operiated major transit capital investments, Including lighe
rail, streetears, commuter rail and bus rapid transit systems.
May also refer to projects funded with New Starts granes.

NIMBY — A residerit who opposes development in their
aren, Stands for "not in my backyard,"

On-street parking — Parking that is located in the public
right-of-way

Parcalization — The division of land into smaller picces.

Parking requirements or parking ratios — The amount of
parking required by a development code, expressed as 3
relationship with the square footage of a space; eg. one
space per 250 square feet of built space. Parking ratios
often vary depending on the use and location.

PE— See preliminary engineering.

Pedestrian-oriented — Built to accommodate and cater

to the needs of pedestrians. Often used in contrast to
transportation facilities buil to cater to the needs of motor
viehicles.

Pedstape — The landscape from the point of view of
a pedestrian. Usually refers to a pedestrian-odented
landscape,

Plate-making — 'The creation of place through pedestrian
orientation and public spaces in the public realm of 2
district.

Potentlal demand — The projected number of households
that are likely to prefer relatively compact housing in a
trangit zone if such housing exists with the characteristics
they deem important, including but not limited to
neighbarhood amenities such as retadl, unic size, and
cornpetitive pricing,

Preliminary engineering (PE} — The second phase of the New
Starts project development process, in which the project
sponsor develops and refines the locally preferred alternative
with enough specificity to complete an environmental
impact statement and to identify all potential impacts and
COGEs,

Primary Metropolitan Statistical Area (PMSA) — A geographic
entity designated by the Federal Office of Management
and Budget for wie by Federal statistical agencies, If an area
that qualifies as a metropolitan area {(MA) has a census
population of cne million or more, two or more primary
metropolitan statistical areas (PMSAs) may be defined

!

within it if they meet official standards and Ioeal opinion
favors the designation. Vwhen PMSAs are eatablished
within an MA, that MA is designated a consolidated
metropolitan statistical area (CMSA)

Project Sponsor — In the New Starts process, the
governmental agency responsible for coordinating planning,
design, and engineering of 3 Federally-Tunded transit
project. Usually a transit operator, but may also be a state,
regional or local government,

Pulilic Use Microdata Serfes (PUMS) — U5, Census data specially
adapted for easy use.

Public/Private partnership — A system in which a
government service or private business venture is fonded
and operated through a parmership of government and one
Of more private sector COmpanies.

PUMS — See Prbdfe Die Microdate Sertes,

Rapid transit — High-capacity, high-frequency transit
operation that often runs in its own puidewsy or rfight-of-
WY,

Residential density — The number of housing units in o
given area of land, vsually expressed in dwelling units per
acre (DTIA).

Ridership — Number of riders on & system, often caleulated
by yeur or average weekday,

Right-of-wiay (ROW) — The designared path through which
transportation infrastructure passes, May be privately

or publicly owned, and can include road, rail, bicycle and
pedestrian infrastructure,

Smartgrowth — Development planned and designed to
protect open space and farmiand, revitalize communities,
keeps housing affordable, promote economic development
and provide more transportation choices, Smart growth
promaotes cooperation between often diverse groups to
arrive at sustainable long-term strategies for managing
growth.

Streetear — A subser of light rail in which vehicles operate
primarily on the street, mixing with traffic.

Streatcar suburbs — Communities that were shaped and
served by streetcars during the lare 19th to early 20th
Centuries, the time when streetears were most popalar,

Streetscaping — "The addition of special attributes to a street
such as trees, benches and other amenities.

Surface parking — Parking located on the surface of a
property; a parking lot.

Tax increment finandng (TIF) — A tool used to caprure
the future tax benefits of real estate improvements



in a designated area to pay the present cost of those
improvemnents.

TIF— See fox increment finaucing.
TIP — See transportation inprovenment plar.
TOD — See fransi-crienied developmeani,
Transit corridor — See corridor.

Transitregion — A Census-defined metropolitan area with
a fixed-guideway transit system. Depending on the region
and the size of the system, the metropolitan areas are
metropolitan statistical areas (MSAs), primary metropolitan
gtatistical areas (PMSAs), or consolidated metropolitan
geatiztical areas (CMSAs).

Transit station aréa {TSA}— A land use category in the
Minneapolis Comprehensive Plan. T5A's are areas
around dedicated, fived-route transit lines thae provide
unique opportunities for investment in development that
maximizes the use of transit.

Transitzone (TZ) — The arca within & one half-mile radius of
A transit station.

Transit-oriented development (TOD) — The whole district
surrounding a transit station, comprised of several projects
and & mix of uses, the streetscape and walking environment,
and integrated design, land use and activity that support
transportation choice,

Transpertation improvement plan (TIP) — A Federally-
mandated three-year plan for transportation capital
improvements. The TIP must conform with the
metropolitan transportation plan and is fiscally-
constrained, meaning that funding for included projects
must be identified in the plan. The metropaolitan planning
organization is responsible for preparing this plan and
coordinating public participation.

TSA — See fransit station ares.

Twin Citles — The region including Minneapolis, 5t. Paul
and the surrounding seven-county metropolitan area.

TE — Bee framsit zone,

1.5, Department of Housing and Urban Development (HUD) —

The Federal agency responsible for administering grants

to build and maintain public housing, suppore individual
home ownership, and support community development and
redevelopment.

UL — See Dhdpn Land Tneeitue,
UMTA — See Dliban Mass Thansi Adniinistration.

Underutifized properties — Parcels where improvements are
worth less than the land on which they are built.
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Urban Land Institute (UL} — An association of developers and
development professionals,

Urlan Mass Transportation Administration (UMTA}) — The original
name of the Federal Transit Administration.

* Yalue capture — The capture of increased value or savings

sesulting from new infrastructure. For local governments,
value capture cin mean higher tax revenues from increased
sales and property values; for the transit agency, value
capture means leage revenues from joint development,
increased farebox revenues, and Tower costs of providing

ACCETS.

Vehicle miles traveled (VMT] — The total number of miles
traveled in automohbiles and other vehicles in a specified

agen.
VBT — See nedicl miles fravelsd,

Workforce housing — Market-rare residential units that are
affordable to the typical household with at lesst one full-
time wage earner; often contrasted with hoory housing,
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