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Introduction 
This peer review discusses general Transit-Oriented Development (TOD) practices from across the 
country and focuses in on several cities (Cleveland, Kansas City, Providence, Boston, Minneapolis/ St. 
Paul, Portland, Phoenix, San Francisco Bay Area, Dallas, and Charlotte) that have implemented bus rapid 
transit (BRT) or light rail transit (LRT) service along one or more corridors. In addition to transit 
improvements, these regions have developed innovative financing, created TOD programs, and/or 
provided updates to policy and zoning documents that have generated economic benefits and spurred 
Transit-Oriented Development (TOD). These examples and summary flow charts illustrate the different 
processes the local governments have followed to generate TOD and economic gains through successful 
implementation of a rapid-transit system. Material for this peer review was taken from the following 
resources: 

• More Development for your Transit Dollar, An Analysis of 21 North American Transit Corridors, 
Institute for Transportation & Development Policy. 

• Infrastructure Financing Options for Transit-Oriented Development, EPA Office of Sustainable 
Communities Smart Growth Program. 

• Center for Transit-Oriented Development. 
• Statewide Transit-Oriented Development Study, Factors for Success in California, California 

Department of Transportation. 
• Individual project websites. 

Station Area Planning and Zoning 
The majority of transit corridors don’t realize their full TOD potential without some form of TOD plan 
and policy in place. Station area plans can be a key catalyst for TOD specific locations, as they are geared 
towards helping governments and communities identify the scale and type of development that is 
suitable for the area and helps build support for policy change. The City of Charlotte initiated an 
extensive station-area planning process prior to constructing the light rail transit around many of the 
Uptown and South End stations. From these station area plans, the City implemented a TOD Zoning 
District to accommodate the type of growth it hoped to achieve. This has helped direct over $800 million 
in private investment around Charlotte’s LRT corridor. 

Revising existing zoning codes to provide the highest Floor Area Ratios (FAR) in a select number of areas 
near transit stations is a first step towards using zoning to encourage TOD. In cities with weak land 
markets, there is often a conflict between maintaining overly permissive zoning codes aimed at 
encouraging any and all development, and changing these codes to be more restrictive – allowing higher 
FARs only near transit and including more restrictive requirements for parking, urban forms, and 
densities – can be faced with political skepticism. The use of overlay zones can be initiated as a result of 
specific station area plans. Denver has established overlay zoning requirements based on station 
typology, designated as Urban Neighborhood, General Urban, Downtown, and Urban Center. 

Parking regulations also play an important role in encouraging TOD. The City of Ottawa has 
implemented parking maximums around transit stations which have in turn helped to minimize parking 
supply and encourage transit ridership. Other parking management strategies include requiring ground 
floor parking to be structured or wrapped with ground floor activity. Ideally, surface parking lots are 
either prohibited altogether or located at the rear of the building away from main commercial streets. 



Comprehensive Transit-Oriented Development Planning 
IN PROGRESS DRAFT – TOD PEER REVIEW 

2 
 

As part of Cleveland’s MidTown rezoning efforts, zoning changes included putting a parking maximum in 
place, which is 1/3 of the previous minimum requirements, and further prohibited locating parking along 
Euclid Avenue, requiring instead all parking to be located behind buildings. 

Incentive zoning requires that a developer provide certain amenities to enhance the community as a 
result of receiving greater building height and/or density. In Seattle, developers can exceed the 
allowable FAR if they dedicate 15.6% of a development to affordable housing. The City has also 
implemented a Transfer of Development Rights (TDR) program that allows landowners in non-transit 
oriented locations to sell their incremental development rights to a TDR market. Developers in the South 
Union Lake area are purchasing some of these rights so they can up-zone beyond the existing FAR level 
permitted by the existing zoning code. 

Financing Mechanisms 
There are a range of financing mechanisms used around the country to finance transit and stimulate 
TOD development, in all types of markets. Financing mechanisms can be broken down into six 
categories: 

• Direct fees 
• Debt 
• Credit assistance 
• Equity 
• Value capture 
• Grants and other philanthropic sources 

Direct Fees 

User fees and rates are charged for the use of public infrastructure, such as transit, parking, utilities, and 
bridges. Local governments or agencies are able to issue bonds backed by user fee revenue to pay for 
new or improved infrastructure. Such fees and rates are typically set to cover a system’s yearly 
operating and capital expenses, including annual debt service for improvements to the system. 
Congestion pricing manages demand for services by adjusting prices depending on the time of day or 
level of use. 

Debt 

Debt tools are mechanisms for borrowing money to finance infrastructure. Local governments and 
agencies can access credit through private lending institutions, the bond market, or other specialized 
mechanisms that the Federal government and states have established for financing particular types of 
infrastructure, such as revolving loan funds. 

Credit Assistance 

Credit assistance improves a borrower’s creditworthiness by providing a mechanism that reduces the 
chances of a default. Borrowers can thus access better borrowing terms, which can expedite the 
implementation of infrastructure projects. Credit assistance tools require some source of revenue to pay 
back debt; their use is not otherwise linked to the strength of the local real estate market. 
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Equity 

Equity tools allow private entities to invest (i.e., take an ownership stake) in infrastructure in 
expectation of a return. Unless the public sector is willing to directly pay the private partner for 
constructing, financing, operating, and/or maintaining a facility, equity sources are typically available 
only for infrastructure that generates a significant return on investment, such as parking facilities, 
utilities, toll roads, or airports. The availability of equity is not typically tied to the strength of the local 
real estate market, except where the potential source of revenue is tied to real estate values. 

Public-private partnerships are contractual agreements between a public agency and a private-sector 
entity whereby the skills and assets of each sector (public and private) are shared in delivering a service 
or facility for the use by the general public.  The private entity provides the capital cost to finance the 
project, then collects some portion of the revenue generated by the project. Typically with TOD public-
private partnerships, the private sector or developer bears the construction, design, and financial risks 
of developing TOD infrastructure; the municipality then reimburses the developer through taxes 
captured by a special assessment district on new development or other tax revenue or PILOT. 

Value Capture 

Value capture tools capture a portion of the increased value of property or the savings resulting from 
publicly funded infrastructure. Value capture mechanisms are typically established by a local 
government or regional governing body in accordance with state law. They sometimes require a vote by 
the affected property owners. Depending on the tool, value capture can entail the creation of a new 
assessment, tax, or fee (e.g., a special tax or development impact fee); the diversion of new revenue 
generated by an existing tax (e.g., tax-increment financing); or a revenue-sharing agreement that allows 
a government agency to share some of the revenue generated by developing publicly owned land (e.g., 
joint development). Value capture tools are generally most applicable to strong real estate markets 
because they depend to some extent on new development or property value appreciation to generate 
revenue. 
 
Depending on the predictability of the revenue stream, value capture mechanisms can either be used 
for pay-as-you-go improvements or, when the revenue stream is expected to be consistent over time, as 
with a special assessment or tax-increment financing, can finance the issuance of revenue bonds. 
Although state law usually defines how and where these mechanisms can be used, they are typically not 
confined to revenue-generating infrastructure and can be used to fund all types of TOD infrastructure, 
including utilities, roads, pedestrian and bicycle improvements, and parking facilities.  

Development impact fees are charges on new development to defray the cost to the jurisdiction of 
expanding and extending public service to the development. These fees are generally collected once and 
are used to offset the cost of providing public infrastructure, are cannot be used for ongoing operations 
and maintenance. 

Special districts are formed around a geographical area in which property owners or businesses agree to 
pay an assessment to fund a proposed improvement or service from which they expect to benefit 
directly. 
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Tax Increment Financing (TIF) works differently in each state, but typically captures the increase in 
property tax revenue (and, in some states, sales tax revenue) that occurs in a designated area after a set 
year. The tax increment is collected for a set period (usually between 15 and 30 years) and the tax 
increment can be used to secure a bond, allowing the issuer to collect the money up front, or it can be 
done as a pay-as-you-go basis over time. TIF allows the public sector to “capture” the value of growth 
that results from new development and increasing property values. In New York State, the Municipal 
Redevelopment Law entitles municipalities to issue tax increment bonds that are payable from and 
secured by real property taxes in order to establish a TIF district. Further, the Municipal Redevelopment 
Law (970-1 – 970-r) allows for two or more municipalities to jointly exercise the powers granted for a TIF 
district by designating the legislative body of one of the municipalities to act as agent for all of the 
interested municipalities. 

A TIF can also be established as a PILOT Increment Financing (PIF). PIF is the difference between the 
current amount of PILOT payment that is paid to the Affected Tax Jurisdiction under a PILOT agreement 
and the amount of taxes that would have been paid if the property were on the tax rolls. This 
“increment” is collected from the developer with some or the entire amount used to retire the debt 
from financing certain improvements or costs that are essential to the project. PIF dollars can be used 
for acquiring land and preparing it for development, job training for companies within a PIF, renovation, 
demolition, and rehabilitation of existing buildings, or financing and interest subsidies for the loans a 
developer takes out to pay for a project. 

Joint development is a value capture mechanism commonly used by transit agencies. It is generally a 
real estate development endeavor that involves coordination among multiple parties to develop sites 
near transit, usually on publically owned land, and can take many forms, ranging from agreements to 
develop land owned by the transit agency to joint financing and development of a project that 
incorporates both public facilities and private development.   

Grants and Other Philanthropic Sources 

Grants are funds that do not need to be paid back and are typically provided by a higher level of 
government to a lower level of government (e.g., from the federal government to states or localities, or 
from states to local governments) or by a philanthropic entity. The most common federal grants that are 
commonly applied to TOD projects are listed below: 

• Congestion Mitigation and Air Quality (CMAQ) Program 
• Transportation Alternatives Program (TAP) 
• Urbanized Area Formula Funding Program 
• Community Development Block Grants (CDBG) 
• Economic Development Administration (EDA) Grants 

Emerging Tools 

In addition to the established financing tools outlined above, several new concepts for making TOD 
infrastructure possible are emerging, including: 

• Anchor Institution Partnerships – It is becoming increasingly popular for local government and 
transit agencies to urge anchor institutions, non-profit or private entities such as universities, 
hospitals, and corporations that are inextricably tied to their locations because of real estate 
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holdings, to orient their development decisions and day-to-day operations around improving 
the economic health of surrounding neighborhoods and encouraging transit use and TOD. These 
anchor institutions bring new funding sources to the table and can facilitate infrastructure 
development by providing upfront funding for and/or by championing transit, public 
infrastructure, and TOD investment. As part of the Woodward Corridor in Detroit, the Detroit 
Medical Center, Henry Ford Health System, and Wayne State University offer incentives for their 
employees to move to the Midtown neighborhood that surrounds the campuses and have 
established pilot programs to connect the institutions with local vendors and workforce training 
programs. Blue Cross Blue Shield of Michigan, Compuware, DTE Energy, Quicken Loans, and 
Strategic Staffing Solutions have also established financial incentives for their employees to rent 
or buy homes in or near Downtown Detroit or near transit stations. In Seattle, Fred Hutchinson 
Cancer Research Center, University of Washington/ UW Medicine, Evergreen Bank, Vulcan Real 
Estate, Pacific Place, Seattle Children’s Hospital Research Institute, Pan Pacific Hotel Seattle, and 
Group Health collectively provide up to 25% of the funds required to operate the South Lake 
Union streetcar line. 

• Structured Funds – A loan fund that pools money from different investors with varying risk and 
return profiles. Structured funds have a dedicated purpose, which is clearly defined before the 
fund is formed, and are managed by professionals with fund formation and loan underwriting 
experience. Communities have been increasingly interested in using structured funds as a 
property acquisition tool to support affordable housing development, particularly near transit. 
Following up on the Woodward Corridor above, the Woodward Corridor Investment Fund, led 
by Capital Impact Partners with partners The Kresge Foundation, MetLife, PNC Bank, Prudential, 
M&M Fisher, Calvert Foundations, and Living Cities, is a $30 million fund that offers long-term, 
fixed rate loans for the building and renovation of multi-family and mixed use properties in the 
neighborhoods along the Woodward Corridor.  

 

• Parking Management – Such as creating parking districts in which developers can choose to pay 
a special, annual tax to the parking district rather than meet minimum parking requirements on 
site. The revenue from the tax flows into an enterprise fund in each parking district and funds 
public parking construction and operations. Each parking district enterprise also receives all 
public parking revenue collected within the district’s boundaries, including revenue from 
meters, parking lots/ garages, sale of parking permits, and parking fines. Parking district funds 
can also be used to fund transportation management programs, public transit, and related 
public infrastructure such as lighting, sidewalks, and streetscape improvements. Creating a 
corridor-level parking management model would set parking prices and manage parking 
demand across a transit corridor, including both transit station parking and surrounding on-and 
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off-street parking. Revenue from parking fees throughout the corridor are pooled to finance 
structured parking or other improvements along the transit system, generating more revenue 
than a station by station approach. 

• Land Banks – Land banks are not funding or financing sources, but communities’ interest in their 
applicability to TOD has been growing because they are used to acquire property and are often 
linked to a social mission, such as neighborhood stabilization or affordable housing. Land banks 
can be used in TOD to assemble developable land in station areas to make TOD and the 
associated infrastructure projects more feasible. 

Cleveland HealthLine 
From as early as 1995, the Greater Cleveland Regional Transportation Authority (GCRTA) looked to 
connect Cleveland with a reliable mode of transportation. BRT was among the many modes that were 
studied by GCRTA for implementation in the city. In 1999, the Northeast Ohio Areawide Coordinating 
Agency (NOACA), the Metropolitan Planning Organization for five counties in northeastern Ohio, 
developed a plan to connect Cleveland’s Downtown and University Circle along Euclid Avenue with BRT. 
The number 6 standard bus route, already in operation along Euclid Avenue, proved to be an excellent 
candidate for a BRT conversion due to its connectivity and need for operational improvements. The 
GCRTA maintained their initial vision of the Euclid corridor (the “Corridor”) as more than just a BRT line. 
The 7.1-mile Corridor would include a 2.3-mile transit zone, in addition to the GCRTA proposing to bury 
power lines, install fiber-optic cables, rebuild sewer and water lines, and add streetscape improvements 
such as better sidewalks, bicycle facilities, and public art. In total, the project cost approximately $200 
million, with the buses and stations costing $50 million and streetscape and roadway improvements cost 
$150 million, which came from a series of funding streams including the New Starts grant, the State of 
Ohio, GCRTA, NOACA, and the City of Cleveland. 

As plans for the HealthLine developed, Midtown Cleveland, Inc., a local Community Development 
Corporate (CDC), developed a new master plan, which was adopted by the City in 2005, entitled, Beyond 
2005: A Vision for MidTown Cleveland. The plan proposed a higher-density, mixed-use area that would 
be pedestrian-oriented, with the BRT system as the centerpiece. The MidTown master plan also 
proposed changes to the zoning code. Changes to the code were adopted in 2005 to ensure that new 
development fostered a walkable, transit-oriented urban environment. Specifically, the new code 
created a special zoning district, the MidTown Mixed Use District 1, which spanned from East 40th Street 
to East 79th Street. The new code laid out design principles to be met in addition to designating the 
Corridor as a “Design Review District,” where new development would be subject to approval by a board 
of architects and urban designers. 

In 2007, the City of Cleveland developed a citywide comprehensive plan entitled, Connecting Cleveland 
2020, which connected to the MidTown master plan crafted two years prior. The Connecting Cleveland 
2020 plan emphasized development along Euclid Avenue and supported the concept of a transit and 
pedestrian-oriented MidTown district. The HealthLine branding was developed in 2009 when the City 
hired a consulting firm to eventually develop a strategy for the MidTown section of the Euclid corridor. 
The section of the Corridor was proposed as a “Health-Tech Corridor” due to the area’s connection to 
the Cleveland Clinic, the University hospitals, several medical centers, and universities with health-
related research centers. These uses were envisioned to harness and attract additional health-related 
development in the future.  
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Cleveland HealthLine 

Further, the Greater University Circle (GUC) Initiative brought together anchor institutions along the 
HealthLine, inlcuding Western Reserve University, Case Institute of Technology, Cleveland Museum of 
Art, Cleveland Museum of Natural History, Cleveland Botanical Gardens, University Hospitals, and 
dozens of other non-profit organizations, to invest in local infrastruture needs and set the stage for TOD. 
The district is the fastest growing employment center in Cleveland, however, some of the surrounding 
neighborhoods are some of the poorest in the metropolitan area. The institutions help fund 
transportation and public infrastructure projects, spur economic development in surrounding 
neighborhoods, encourage employees to purchase goods and services from neighborhood businesses, 
and incentivize employees to live in surrounding neighborhoods.  

The HealthLine was envisioned to spur upwards of $2 billion in private investment, however, it has 
resulted in nearly $6 billion in private investment, $62 million in local taxes, and 13,000 new jobs. 

The following flow chart presents the process by which the HealthLine was developed and implemented.  

Figure 1: Implementation Milestones of Cleveland HealthLine 
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Kansas City MAX 
In 2003, Kansas City and the Kansas City Area Transportation Authority (KCATA) expressed a mutual 
interest in developing a transit plan, ultimately agreeing upon implementing BRT along select city 
streets. The first BRT line, the Metro Area Express (MAX), in Kansas City was implemented in July 2005 
along Main Street linking key areas such as the River Market, Government Complex, Convention Center, 
Crown Center, and Country Club Plaza. The MAX system’s fast, frequent, and reliable service along Main 
Street lead to its expansion in 2011 along the Troost corridor, which connected the Bannister Mall area 
with downtown. The City, in partnership with KCATA, has planned to expand BRT through the Prospect 
MAX line due to the success of the two existing lines. The approximately $53.8 million total project cost 
will be funded through $29.9 million of federal funding through the Federal Transit Administration’s 
5309 Small Starts Program, an additional $8 million of federal Surface Transportation Funds, and local 
funding through KCATA ($3.5 million), and City of Kansas City ($12.4 million).  

Through the adoption of the Greater Downtown Area Plan in 2010, the City has focused on encouraging 
transit and pedestrian-oriented development along the MAX corridors. The zoning code, amended in 
2011, outlines Special Review Overlay and Urban Redevelopment Overlay districts that accommodate 
varying development densities at an appropriate scale and intensity. Kansas City has experienced 
significant development over the past ten years through strong public and private institutions and 
financing mechanisms that have encouraged new development in an emerging downtown due to zoning 
updates and a detailed TOD Policy that outlines station area typologies and levels development density. 
In addition, a draft TOD Policy was approved in April 2016 in order to expand walkability and livability by 
providing opportunities for economic development, increasing housing choices, and expanding mobility 
options along transit corridors and at existing and future transit stations. 

The Kansas City MAX system began on one corridor, has been developed on a second corridor, and will 
add a subsequent line proposed for operation in 2020. The following flow chart presents the process by 
which the Kansas City MAX was developed and implemented.  

Figure 2: Implementation Milestones of Kansas City MAX 
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Public Transit Authority (RIPTA) partnered with the City of Providence in 2011 for a Community 
Challenge Grant out of the U.S. Department of Housing and Urban Development’s Office of Housing and 
Communities. Other funding sources included RIPTA ($200,000), City of Providence ($450,000), City of 
Pawtucket ($25,000), Federal Transit Administration ($1,320,000), and CMAQ ($230,000). Investments 
in the R-Line were split between passenger amenities ($2.2 million) and operational improvements ($1.5 
million).  

The new R-Line service runs along the same route as the 11 and 99 local bus routes, connecting 
Pawtucket and South Providence along Broad Street and North Main Street. Originally, the rapid bus 
service was conceived as an inexpensive way to improve service on these two busy routes as well as 
increase capacity. The R-Line includes uniquely branded stops, frequent service, and amenities that have 
dramatically improved the speed and attractiveness of bus service in Providence. 

As opposed to other cities with successful transit systems and booming transit corridors, the adoption of 
the R-Line was not implemented to catalyze development. There was also no push from the City to 
attract developers in order to generate growth in these areas; this was partly due to the City’s existing 
resources and the limited demand for new construction in areas such as Upper Broad Street and North 
Main Street. However, development along this transit corridor was not completely unsupported. The 
City incorporated discussion of rapid bus service in the 2012 Providence Tomorrow Comprehensive Plan. 
In addition, through the creation of a TOD Overlay District in the City’s 2014 zoning ordinance, the City 
encouraged higher density development on the R-Line corridors while discouraging the siting of auto-
oriented uses in transit-concentrated areas. Initially, these TOD Overlay Districts were implemented as 
pilot projects to see if developer interest would be generated based on the implemented zoning 
guidelines.  

The R-Line is a project without the large-scale TOD implementation success that is seen in other cities 
with successful BRT or LRT systems. This is in part due to its recent adoption as well as the limited 
availability and demand for new development along the corridor. The City hopes to develop additional 
BRT lines, utilizing existing bus routes, in the future. The following flow chart presents the process by 
which the Providence R-Line was developed and implemented. 

Figure 3: Implementation Milestones of Providence R-Line 
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Waterfront area increased by nearly 100% compared to the previously used conventional bus and 
private shuttle service to the area. 

Phase II had a total estimated capital cost of approximately $625 million for the Silver Line Waterfront 
Line. In return, the line has helped to generate nearly $700 million in development in the surrounding 
area. Approximately four million square feet of new development was generated for use in the South 
Boston Waterfront area between 1998 and 2006. As of 2007, nearly 9 million square feet of additional 
development was planned for South Boston within a half-mile of the Silver Line Waterfront Line. 
Development along the Waterfront Line was supported by TOD policy and zoning. In March 2017 the 
City released Go Boston 2030 Vision and Action Plan, the City’s long term mobility plan. Through 
intensive public involvement, the plan documented challenges and solutions to the most important 
transportation issues in Boston.  

Other resources, which have supported the success of the Waterfront Line, included the TOD 
Infrastructure & Housing Support Program (TOD Bond Program), a program that provides financial 
assistance for pedestrian improvements, bicycle infrastructure, housing projects, and parking facilities 
within ¼-mile of transit stations. The Commercial Area Transit Node Housing Program (CATNHP), Priority 
Development Fund, and Smart Growth Incentive Zoning are three other programs that have allowed for 
continued development along the Silver Line corridors.  

The Boston Silver Line – Waterfront Line is a single phase out of a three phase implementation plan. The 
area surrounding the Waterfront Line has experienced tremendous return on investment in the form of 
over 13 million square feet in development generated in the South Boston Waterfront area. The 
successful implementation of this project was due in part to the City’s financial and zoning programs. 
The following flow chart presents the process by which the Waterfront Line was developed and 
implemented. 

Figure 4: Implementation Milestones of Boston Silver Line – Waterfront Line 
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The 2030 Regional Development Framework and 2030 Transportation Policy Plan reference the need to 
coordinate land use and transportation. In 1995, the Metropolitan Livable Communities Act (LCA) was 
passed, providing the Metropolitan Council with the financial tools to implement the 2030 Regional 
Development Framework. Since 2004, when the first LRT was opened, the Metropolitan Council has 
supported more development around high-frequency transit lines to support transit ridership and 
regional development goals. In 2011, the Metropolitan Council created the Livable Communities TOD 
grant (LCA-TOD), which has directed over $26.2 million in funding to development projects within 
established and emerging station areas. In addition, Regional Transitway Guidelines have also been 
issued that support the completion of land use plans along transit corridors in order to reflect best 
practices in TOD planning and design. With the implementation of LRT, the Metro Transit TOD office, a 
branch of the Metropolitan Council, was founded in 2013 in coordination with the region’s TOD Policy. 
The purpose of the policy is to guide activities to advance TOD through operation of transit systems, 
guiding regional development and transportation investments, supporting equity, and providing regional 
access. 

 
Minneapolis Blue Line 

Through the implementation of policy and funding sources, development along the region’s first line, 
the Metro Blue Line, has totaled over $700 million. Development along the Blue Line Extension, which 
will open in 2021, has generated approximately $489 million in new development, with commercial and 
industrial development occurring at the line’s northernmost area. 

The Metro Blue Line, part of the Minneapolis metro region’s light rail system, has experienced successful 
implementation of TOD. This can be attributed to the system’s integration into regional plans, and use 
of regional guidelines and a TOD-focused grant to fund development projects within existing and new 
station areas. The Blue Line emphases development success due to regional connectivity. The following 
flow chart presents the process by which the Metro Blue Line was developed and implemented. 

Figure 5: Implementation Milestones of Minneapolis Metro Blue Line 
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Minneapolis/ St. Paul Green Line 
The Central Corridor (Green Line) is an 11-mile light rail corridor between downtown St. Paul and 
Minneapolis, MN. The Metropolitan Council secured funding guarantees from local and state agencies, 
including the State of Minnesota, Hennepin and Ramsey Counties, the City of St. Paul, and newly formed 
Counties Transit Improvement Board, with FTA paying half of the cost of construction. 

The Central Corridor Development Strategy was developed to address the related land uses, economic, 
and social development impacts that may result from the construction of the Green Line. The Strategy 
helps frame dozens of individual decisions that will be made in the Corridor over the next decade. 
Several task force groups have been developed to guide how the Central Corridor will grow.  

In 2012, the Corridor had nearly 800 acres of underutilized land that could benefit from TOD. In 2007, 
the Central Corridor Funders Collaborative (CCFC), a partnership of 12 local and national philanthropic 
organizations, was formed to catalyze change along the new Green Line by promoting affordable 
housing, strong local economy, vibrant TOD, and effective communication and collaboration. CCFC 
created a Catalyst Fund through which since 2008 has made more than 160 grants, totaling nearly $12 
million and leveraging more than $54 million of additional investment. 

 
Central Corridor Funders Collaboration (CCFC) structure; source: www.funderscollaboraitve.org 

In addition to the Catalyst Fund, other funds supporting TOD along the Central Corridor include: 

• Land Acquisition for Affordable New Development Fund: Minnesota Housing, the Metropolitan 
Council, and the Family Housing Fund (a community development corporation) collaborated to 
create an $11-million pilot fund to support land acquisition by cities, community development 
corporations, or housing authorities with preference given to projects near transit. The fund is 
intended to support mid-term project-level investments. The acquired parcels cannot have 
ready-to-go projects, and funds must be spent within one year and repaid within five years. Any 
appreciation in the value of land acquired through the program can be rolled into the project to 
support affordable housing, and any losses in land value will be covered by the fund. A pilot loan 
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program started in 2009, when the City of St. Paul borrowed $2 million to make a strategic 
property purchase along the light-rail alignment. 

• Twin Cities Community Land Bank: The Family Housing Fund and other regional stakeholders 
have formed a land bank to acquire foreclosed properties, partner with nonprofit and socially-
minded for-profit housing developers, and lend to those developers for affordable housing 
projects. The land bank received funding from HUD’s Neighborhood Stabilization Program. 

• Transit Improvement Area Accounts: This new state program was created to make public 
improvements and acquire property for TOD in Minnesota. The program allow loans of up to $2 
million with up to 10-year terms at low or no interest rates for a range of eligible uses. To be 
eligible, an area must have a transit improvement area plan that incorporates transit with 
commercial, residential, or mixed-use development. 

• County Bond Funds: Hennepin County provides $2 million in grants each year on a two-year 
cycle for TOD projects that enhance transit use and increase density along transit corridors. 

• Family Housing Fund’s Home Prosperity Fund: This fund loans at below-market interest rates to 
community development partners for the creation of affordable housing. 

• Neighborhood Development Center’s Real Estate Development Initiative: This $1 million 
program is designed to give entrepreneurs business training and help buying commercial 
property. The Neighborhood Development Center has collaborated with community 
development corporations and has partnered with the Community Reinvestment Fund to 
develop a standard loan package for the program. 

• Local Initiatives Support Corporation Acquisition and Predevelopment Funds: The Twin Cities 
LISC supports nonprofit developers in the Big Picture Project.  The Big Picture Project aims to 
accelerate development at Green Line stations along the Eastern stretch of University Avenue, 
where the market for TOD is weaker than other areas by offering short-term acquisition loans 
and predevelopment recoverable grants that provide money for expenses incurred before 
permanent construction financing is secured. Twin Cities LISC is focusing $13 million in grants 
and favorable financing to support projects that serve transit riders and walkers, provide 
workforce housing, create public space and pocket parks, and preserve the identify of 
neighborhoods. The grants are repaid at 0% interest from construction or permanent financing 
proceeds. The amount of funding and terms vary annually. Following the opening of the Green 
Line, rents along the corridor have risen 46%. The Big Picture Program looks to support 
equitable TOD and help retain the affordable housing base that exists in several neighborhoods. 

Portland MAX Blue Line LRT 
The Tri-County Metropolitan Transportation District of Oregon (Tri-Met) provides transit service 
throughout the greater Portland Area. The idea of the Metropolitan Area Express (MAX) light rail line 
was introduced by Tri-Met in 1986. Both Tri-Met and the local government of Portland have 
implemented a range of policy tools to plan and promote compact transit-focused urban development 
and land use patterns around light rail stations. Prior to the start of light rail service in 1986, Tri-Met, the 
Metropolitan Service District, the City of Portland, the City of Gresham, and Multnomah County 
developed a Transit Station Area Planning Program (TSAPP), which was meant to build support for TOD 
along the light rail line and promote opportunities for increased ridership.  
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The multi-phase TSAPP received more than $1 million in federal funding from the Federal Transit 
Administration. The first phase of the program included the development of goals and policies, 
collection and analysis of data, and assessment of alternative locations; and the second phase created 
concept plans for each station area that addressed land use, urban design, pedestrian accessibility, and 
traffic circulation. The third phase, which was never funded or completed, sought out to prepare 
detailed plans for station area development, including specific strategies for financing and 
implementation. 

Local governmental support for TOD along the MAX corridors has included instituting transit-supportive 
zoning around light rail stations, overlay districts, tax abatement programs, parking restrictions, station 
area planning, and other public investments. As a result, the 33-mile MAX Blue Line has stimulated 
development in previously under-utilized areas of Portland, like the Lloyd District, since its opening. The 
MAX Blue Line has generated $6.6 billion in new development, creating jobs and revitalizing corridors. 
The MAX system was the first project of its kind in the Country that identified, created, and promoted 
opportunities for TOD along a regional light rail corridor. 

The Portland MAX Blue Line is a regional light rail system that was successfully implemented in 1986. 
Development success along the Blue Line is due in part of local governmental support, changes to the 
zoning code, planning, and financial investments. The development of a TSAPP is the type of program 
that can be used as an example for developing citywide or regional programs that build support for TOD 
along transit corridors. The following flow chart presents the process by which the MAX Blue Line was 
developed and implemented. 

Figure 6: Implementation Milestones of Portland MAX Blue Line LRT 

 

Phoenix Metro LRT 
LISC Phoenix is playing an important role in helping the region prepare for the continued Phoenix Metro 
LRT investment and the TOD opportunities that follow. The Phoenix LISC 2013-2016 strategic plan, Our 
Future is on the Line, recognizes the opportunities for sustainable and equitable development created by 
the light rail system in the region. LISC Phoenix established a $20 million regional fund called the 
Sustainable Communities Fund (SCF) to “incentivize, leverage, and guide development of equitable TOD 
in areas well served by high capacity transit.” A TOD Guidebook was prepared in order to help evaluate 
development along the Phoenix Metro LRT and to identify which projects would be eligible for the 
Sustainable Communities Fund. The Guidebook is driven by six principles: 

• Near the Light Rail – Projects should be within a ¼ mile of a light rail station, and no more than ½ 
from a station. 

• Connected to Neighborhoods – Development should provide safe and inviting routes for 
walking, biking, and transit of all kinds.  

• Provide Housing Choices – Housing should appeal to all income levels and offer choices for all 
family types and individuals. 

1986 - Idea for MAX light rail 
was introduced by Tri-Met

Development of a Transit 
Station Area Planning 

Program to build support for 
TOD along the light rail line

The Transit Station Area 
Planning Program recieved 
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• Compact Development – Developments should support light rail and provide the added housing, 
office space, retail, and other uses to support a healthy community and economy. 

• Community Participation – Developers and cities engage the community in the planning and 
decision making process, ensuring that projects meet the needs, values, and desires of the 
community. 

• Desert Friendly Design – Projects should be designed with the local environment in mind, and 
should use water and energy carefully. 

 
Source: A Guide for Evaluating Transit Oriented Development Near Valley Metro Rail 
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San Francisco Bay Area 

Transportation for Livable Communities (TLC) Program 

The Bay Area Metropolitan Transportation Commission’s Transportation for Livable Communities (TLC) 
grant program funds projects that support TOD, including streetscape improvements, non- 
transportation infrastructure, transportation demand management projects, and land banking or site 
assembly. The TLC program has allowed the Metropolitan Transportation Commission (MTC) to use 
state and Federal transportation funds (including CMAQ and Transportation Alternatives funds) 
creatively to support compact housing and mixed-use projects close to transit.  

This type of grant program, which directs federal and sometimes state transportation funding to support 
TOD, is usually implemented at the regional level by an MPO, which allocates most state and Federal 
transportation funds in metropolitan areas. The ability to create such a program depends on the level of 
discretion that the state legislature and department of transportation allow MPOs in allocating state and 
federal transportation funds, as well as on the willingness of the MPO’s board members and other 
regional stakeholders to prioritize TOD infrastructure over other types of transportation improvements. 
Other MPOs, including Portland Metro in Oregon and North Central Texas Council of Governments in 
Dallas-Fort Worth, have similar programs that support TOD. 

San Francisco Bay Area Transit-Oriented Affordable Housing Acquisition Fund 

The San Francisco Bay Area Transit-Oriented Affordable Housing (TOAH) Acquisition Fund is a $50-
million structured fund (that pools money from different investors with varying expectations of risk and 
return for a dedicated purpose) that provides financing for acquiring land for affordable housing 
development near transit. The structured fund is tailored to overcome specific barriers to equitable TOD 
in the Bay Area, including scarcity of development sites near transit, relatively high land costs, and the 
difficulty of acquiring property before securing project financing. The Bay Area TOAH offers five types of 
loans for affordable housing: 

• Predevelopment loans – For costs incurred in predevelopment, including design, appraisals, 
insurance, taxes, financing fees, and debt service expenses. 

• Acquisition loans – To acquire vacant land or operating housing or commercial property and to 
cover lot development expenses. 

• Construction bridge loans – To bridge the time period between construction funding and either 
larger or longer-term financing. 

• Construction-to-mini-permanent loans – For construction financing (new or rehabilitation) 
followed by a small permanent load to pay off the short-term construction loan. 

• Leveraged loans – To fund eligible predevelopment, acquisition, construction, and mini-
permanent financing to leverage an investment into a new market tax credit-eligible 
transaction, which could be community facilities, neighborhood retail, fresh food markets, child 
care centers, or similar facilities. 

Joint Development 

In 1984, with the enactment of a Station Area Development and Implementation Policy, BART initiated 
an active transit Joint Development program. The Program established a “one-for-one” parking 
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replacement policy, which has been a major factor in shaping the nature of development on BART 
property in suburban portions of the system. The Policy requires that proposed TOD projects provide a 
competitive investment return to BART’s land value. Thus, projects that could not at least pay for the 
cost of replacing BART surface parking were not implemented.  

One specific project, the West Dublin BART Station, is an example of providing TOD infrastructure 
through a Joint Development and paid parking strategy. The station is located in the median of a major 
freeway on the border of the City of Dublin and City of Pleasanton in Alameda County. BART’s property 
acquisition team solicited interest from private property developers for development in the station area 
on BART-owned land. BART ground-leased a 3-acre parcel to a group of private developers for 99 years 
for a one-time payment of $15 million. BART and the developers also agreed to a covenant for a transit 
district transactional fee whereby a percentage of every sale of residential units in the development 
would be remitted to BART, allowing the agency to collect more revenue based on the level of 
development (i.e., the number of residential units and sale price of the land). The development plan 
calls for a transit village consisting of over 300 residential units, a hotel, and space for retail.  

 
West Dublin BART Station Area; Source: Google Maps 

Once the private developer agreements were in place and a source of project funding secured, BART 
was able to begin constructing the station and adjacent infrastructure improvements. BART’s property 
team secured approval for a general obligation bond from the BART Board of Governors. BART was 
willing to roll station construction costs into a larger system-wide bond in part because the parking 
garages built as part of the project implemented a paid parking strategy. 

In the nearby city of Pleasanton, another BART-owned parcel was originally zoned for commercial and 
office uses, but the BART property team was able to secure a change to residential and retail uses under 
a specific plan that the city was completing for the area. BART struck a similar ground-lease agreement 
with a private developer, with the developer paying $5 million in upfront costs. The developer plans to 
construct 350 residential units over 10,000 square feet of first-floor retail. Similar to the Dublin site, 
BART attached a covenant for a transit district transactional fee on the Pleasanton site. This provides 
BART with a guaranteed source of ongoing revenue from its properties, even after disposition, once 
development occurs.  

Over the past decade, BART has completed eight TOD Joint Development projects consisting of 867 
housing units, 72,600 square feet of retail, and 197,000 square feet of office space, at a cost of $459 
million. 
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Dallas, TX 
In some instances, areas require investment in public infrastructure immediately in order to unlock the 
development potential of an area. While a TIF or PIF allows a public agency to “capture’ the value of 
growth that results from new development and increasing property values, some station areas require 
public investment in order to unlock this development potential. A corridor-wide or multi-station TIF 
district helps address the issue of needing up-front capital to unlock development by capitalizing on 
increases in property values in one area to make improvements in another area. This type of TIF district 
is an appealing alternative along a transit corridor, where real estate market conditions and community 
needs vary greatly among different station areas.   

The Dallas area implemented a multi-station TIF district in cooperation with several overlapping 
jurisdictional boundaries. In 2008 the city of Dallas approved a Transit-Oriented Development Tax 
Increment Financing district (TOD TIF District) along a Dallas Area Rapid Transit (DART) light rail corridor. 
The process of planning, developing new policies, and conducting negotiations between the city and 
multiple partners and stakeholder groups, including DART, Southern Methodist University, and a local 
real estate firm, to establish the district took four years. As originally approved, the TOD TIF District 
covered 558 acres. In 2010, the TOD TIF District was expanded to include 1,167 acres in four subdistricts. 

A primary purpose of the TOD TIF District is to encourage high-density, mixed-use, walkable station 
areas along the existing DART line. To that end, the TIF revenue is being used to pay for the public 
infrastructure needed to support new development and to improve access and connections between 
the existing DART station areas and surrounding institutional uses, including Southern Methodist 
University, the George W. Bush Presidential Library, the Trinity River, and Veterans Memorial Hospital. 

Over its 30-year life, the TIF district is projected to generate over $185 million in tax increment (in 2009 
dollars). Ultimately, the Dallas TOD TIF District allows revenue from the neighborhoods in the northern 
portion of the corridor, which have higher land values and greater potential for growth in the increment, 
to be used in less-developed areas in the Lancaster Corridor area south of the Trinity River, which has 
more infrastructure needs. The TIF will also provide infrastructure and pedestrian improvements around 
DART stations that would not otherwise be possible, as well as funding for affordable housing 
throughout the district. 

In addition to funding infrastructure, the increment can be used for grants to help finance TOD projects 
in the district. The TIF revenue will be used for the infrastructure improvements needed for individual 
development projects and to improve pedestrian connections to DART stations from the surrounding 
neighborhoods. 

Charlotte, NC 
The Red Line Regional Rail Project is an initiative to upgrade an existing 25-mile section of the Norfolk 
Southern Railroad “O” Line from Charlotte to the northern suburbs in order to upgrade the corridor for 
both freight and passenger rail. The capital construction cost of the Project was set at $452 million, with 
the local share of funding coming from value capture mechanisms. 

The most important aspect of the value capture financing plan was approval by the Red Line Task Force 
(RLTF) for a unified value capture approach. Earlier efforts had relied on each jurisdiction to make 
separate (but coordinated) contributions to the project in proportion to the number of stations in their 
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jurisdiction. This segmented approach introduced a number of complexities and inefficiencies, and 
ultimately failed to generate the cohesion necessary to advance the project. The unified approach 
provides a structure wherein revenues created and captured anywhere within the unified benefit district 
are allocated wherever needed to fulfill the needs of the project through a single entity. This unified 
approach enhances the viability of whatever funding approach is instituted, and permits capital markets 
to see the added security of a single entity and revenue stream to support the bond financing.  

This single entity is a Joint Powers Authority that would provide the necessary governance as a regional 
governing body, formed and controlled by the eight governing bodies along the corridor. The Joint 
Powers Authority provides the legal mechanism to receive funds, sell bonds, provide debt coverage, and 
build/ operate/ maintain the project.
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The following table summarizes various transit systems across the country and their ability to spur economic investment and TOD. 
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