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Executive Summary

The Eco-Rapid Transit – Orangeline Development Authority has prepared this Guidebook to
support member cities and stakeholders from Los Angeles to Artesia as they develop innovative
planning and economic development responses to the Eco-Rapid rail transit opportunity. These
cities form the West Santa Ana Branch Corridor (the Corridor), the southern portion of the full
Eco-Rapid Corridor, which extends to Santa Clarita. While Metro is currently studying light rail
as transit technology for the Corridor, the report refers more generically to rail systems, since
a final decision on transit technology has not been made. Similarly, a final plan for stations has
not yet been adopted so the advice contained in this document is not a plan for the stations,
per se, but advice on how to plan for coordinated transit and economic development. The guidance applies to other forms of transit improvement should a different technology be selected, or
a different route, or different station locations.
The Guidebook explains how coordination among cities’ local visions and planning can achieve
synergy for transit and economic development. The core vision is that Eco-Rapid Transit is a
catalyst for sustainable, healthy neighborhoods and successful business districts. The Guidebook
introduces coordinated transit and economic development planning processes and provides
information on Corridor characteristics, examining a radius up to 2 miles from the proposed
alignment. It shows how to position the Corridor for transit investment and economic development and reviews opportunities, challenges, and best practices in transit planning and
transit-oriented development (TOD). The results are synthesized in a “top ten” list of ideas for
consideration by individual cities, Eco-Rapid Transit, and the Los Angeles County Metropolitan
Transportation Authority (Metro). The top ten ideas are:

Provoke vision.

Plan to stay.

Stimulate investment.

Enhance connectivity.

Follow the money.

Engage communities.

Engage in transit design.

Provide early wins.

Prioritize placemaking.

Innovate, plan, and empower.

The Guidebook concludes with a call to action because coordinated planning must start now.
Even without the Eco-Rapid Transit proposal, it makes sense to plan for economic development
and it makes sense to cluster development around bus service at major nodes. Success will
derive from city collaboration and effective Corridor-level strategies.
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Eco-Rapid Transit represents a once-in-a-century opportunity to advance
the transportation and economic development goals of West Santa Ana
Branch Corridor cities (the Corridor). This Guidebook supports local cities
and stakeholders as they develop innovative planning and economic development responses to the Eco-Rapid Transit opportunity. It shows how local
visions and planning efforts can be developed, and it encourages cities to
coordinate and seek synergy among their initiatives.
The Guidebook directs attention to Corridor-wide opportunities by highlighting a one- and two-mile radius around the proposed line, which includes
major portions of the cities of Los Angeles, Vernon, Maywood, Huntington
Park, Bell Gardens, Bell, Cudahy, South Gate, Lynwood, Downey, Paramount,
Bellflower, Cerritos and Artesia, and unincorporated parts of Los Angeles
County (Walnut Park and other areas). Generally, transit-oriented developments (TOD) are planned within a ¼ or ½ mile radius of rail transit
stations, but we believe that the greatest gains are achieved when planning
considers a larger radius, and when the jurisdictions involved coordinate
to achieve a vision for the entire Corridor. The Guidebook emphasizes
early preparation to enable Eco-Rapid Transit and TOD construction in the
decades to come.
The Corridor studied here is the southern portion of the full Eco-Rapid
Transit – Orangeline Development Authority area, which extends from
Artesia in the south to Santa Clarita in northwest Los Angeles County.
While Metro is currently studying light rail as the transit technology for
the Corridor, the report refers more generically to fixed transit systems,
since a final decision on transit technology has not been made. Similarly,
the Technical Refinement Study is currently underway to determine the
final plan for station locations and has not yet been adopted, so the advice
contained in this document is not a plan for each station, per se, but advice
on how to plan for coordinated transit and economic development. The
guidance applies to other forms of transit improvement should a different
technology be selected, or a different route, or different station locations.

Huntington Park today

Historic image of Pacific Electric Line

Accompanying this Guidebook is a Resource Book that provides a series of
maps showing land use, vacant parcels, jobs/population balance, points of
interest, and population growth within ¼ and ½ mile radii for each station.
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Eco-Rapid Transit will provide new transit accessibility to a critical
portion of Los Angeles County that has been underserved with rail
transit. The Guidebook supports the following vision for this portion of the Eco-Rapid Transit system:

Transit-oriented development in Pasadena

Adaptive reuse in Claremont

Eco-Rapid Transit is the catalyst for sustainable, healthy neighborhoods,
and successful business districts. Eco-Rapid Transit improves transportation services with efficient rail transit service and convenient linkages
to destinations around the stations. New transit service is a catalyst for
quality public spaces, complete streets, high quality public services, and
new local employment and shopping. TOD housing development provides
a wide range of housing types and preserves affordability. Businesses
thrive in a predictable regulatory framework that recognizes their contribution to the community. Local jurisdictions cooperate on key planning,
financing and development initiatives, creating a Corridor whose value is
greater than the sum of its parts.
The Guidebook offers advice for coordinated transit and economic
development planning, whether for individual cities or groups of cities that
collaborate. This chapter introduces the potential for coordinated transit and
economic development planning and provides basic information on Corridor
characteristics. The Guidebook also includes chapters that show how to
position the Corridor for transit investment (Chapter 2) and economic
development (Chapter 3). Economic/transit development opportunities and
challenges are reviewed in Chapter 4. Chapter 5 provides “best practice”
advice for TOD planning, focusing on Corridor characteristics. Chapter 6
provides a “top-ten” list of ideas for consideration by Eco-Rapid Transit
and individual cities. Finally, Chapter 7 concludes with a call to action. As
mentioned, the Resource Book provided under separate cover provides
mapping and data analysis resources to support station-area planning.

Coordinated Transit and Economic
Development Approach
“The TOD Guidebook is the latest effort by
our members to collectively come together
and plan our own future.”
-Eco-Rapid Transit Chairman Luis Marquez
Vice Mayor, City of Downey
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Transit development and economic development have gone hand in hand
throughout Los Angeles’ history, from Henry Huntington’s development of
residential communities around Red Car lines to the Los Angeles County
Metropolitan Transportation Authority’s (Metro) current joint development
program. Transit programs increase accessibility in station areas and, when
planned appropriately, leverage private and public investment. Smart
planning anticipates these transit improvements, setting in place policies
and strategies that achieve the greatest transportation and economic
development benefits.
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TOD successes come from planning and development strategies that
consider the local context and opportunities, and respond strategically. A
transit/economic development Corridor is formed through the relationships
between the stations, and in this context the greatest benefits are realized.
Said simply, context-sensitive, Corridor-focused plans are the key to success. Accordingly, the Guidebook proposes Corridor-wide TOD thinking by
cities, Eco-Rapid Transit, and Metro, in addition to station-area planning.
Eco-Rapid Transit has the potential to become a high ridership rail passenger line in the Metro Rail system. In addition to providing convenient access
to downtown Los Angeles and regional transit hubs, it will provide important
connections between Corridor communities. It serves communities that
currently have strong transit ridership, and it offers new opportunities for
employment-focused TOD in Los Angeles County.

Santa Monica Boulevard streetscape with
median and bike path

TOD planning sometimes occurs when the rail line is in final design, or even
after it has been constructed. Eco-Rapid Transit cities have the advantage
of advance planning, with an opportunity to develop TOD strategies before
final decisions about the rail system are made. Two opportunities are
present:
 Position the Corridor for investment in housing, workplaces, and commercial
uses; and
 Position the Corridor for transit and supporting infrastructure investment.

More specifically, early TOD planning offers the following opportunities:
 Revise local plans, design guidelines, zoning regulations, and street regulations
so they are ready for transit development and TOD.
 Create cooperative agreements between cities on TOD issues relating to land
use, station access, and cooperation on fiscal issues.

“The TOD Guidebook is very important for
our cities.. it is critical to plan for TOD in
advance of the rail system and stations. It is
vital to plan now for future TOD projects in
our corridor.”
-Rene Bobadilla, City Manager
Representative, Eco-Rapid Transit

 Influence final transit design in terms of system features, station location,
infrastructure, wayfinding, environmental graphics, public art, other public
improvements, etc.
 Foster quality economic development in anticipation of rail construction and
minimize the impact of rail construction.
 Build up bus service and ridership, active transportation, and local shuttles as a
basis to support rail investment.
 Create public shared parking consistent with the station needs based upon
decisions about station type and role.
 Create readiness in first-mile/last-mile access to future transit stations (i.e.,
bus, shuttle, short-term car rental, taxi, bicycle, and pedestrian services that
connect the station to the surrounding community). Implement complete
streets programs that make districts attractive and multimodal.

SEPTEMBER 2014
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Corridor-wide and Local Strategies

San Diego Trolley and TOD

Sometimes, starting a new planning initiative can seem like paddling
upstream if public sentiment does not favor new ideas or there is no market
yet. In this case, TOD planning is paddling with the current because virtually
every government program is moving in the direction of coordinated transit
and land use planning. For example, rail, bus, active transportation, and TOD
supports the goals of SB 375, which seeks to reduce vehicle miles traveled
through coordinated planning of transportation and housing. State transportation bond programs support TOD, as does the State Cap and Trade
funding program. The Southern California Association of Governments’
(SCAG) Regional Transportation Plan/Sustainable Communities Strategies
(RTP/SCS) calls for concentrating development in transit-rich areas.
Moreover, the Gateway Cities Council of Governments has already adopted
a Sustainability Plan that links reduced emissions to transit. Finally, Metro
provided the grant that funded this effort and their ongoing studies and
policy initiatives promote coordinated transit and land use planning.
Los Angeles County’s Strategic Plan for Economic Development calls for
smart land use and 21st century infrastructure, as discussed in Chapter 3.
Furthermore, participation of the Corridor cities in Eco-Rapid Transit shows
an unusual level of collaboration, and the efforts of many Corridor cities
indicate that TOD planning is a priority.

Paseo Colorado

Southern California’s land constraints and market conditions suggest that
density should be selectively increased to accommodate needed housing
and mixed-use development while protecting traditional single family and
multifamily neighborhoods. Many renters and homeowners value transit
access and walkable communities, and employers are attuned to locations
where their employees and customers have easy transit access.

Eco-Rapid Transit Corridor Context and Setting
“There is an immediate need for improved
regional transportation.. Santa Clarita
needs passenger trains all day, every day to
connect to the region. We want to be able
to get to and from Santa Clarita to Bob
Hope Airport, Downtown Los Angeles and
other destinations without having to utilize
congested freeways.”
-Mayor Pro Tem Marsha McLean, City of
Santa Clarita

4

Eco-Rapid Transit is a joint powers authority (JPA) created to pursue
development of a high speed, grade separated transit system that is
environmentally friendly and energy efficient. The system is designed to
enhance and increase transportation options for passengers using safe,
advanced transit technology to expand economic growth. There are 15
member jurisdictions: the cities of Artesia, Bell, Bellflower, Bell Gardens,
Cerritos, Cudahy, Downey, Glendale, Huntington Park, Maywood, Paramount,
Santa Clarita, South Gate, and Vernon, along with the Burbank-GlendalePasadena Airport Authority. Supporting agencies include Caltrans District 7,
Metro, Gateway Cities Council of Governments (Gateway COG), SCAG, the
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San Fernando Valley Council of Governments and Golden State Gateway
Coalition.
Figure 1 shows the entire Eco-Rapid Transit Corridor in the context of the
regional and existing rail services. Figures 1 through 10 are fold out maps
that appear at the end of this chapter.
This Guidebook focuses on the TOD opportunities for the cities in the
southern section of the Eco-Rapid Transit Corridor that is the subject of feasibility studies for a new passenger rail line. The information, however, may
be useful to all the cities in the Corridor.
Figure 2 shows the proposed southern portion of the Eco-Rapid Transit
Corridor, which follows the path of an historic Pacific Electric rail system.
The figure highlights a one- and two-mile radius around the Eco-Rapid
Transit line, indicating that 14 cities are located within a one-mile radius,
and even more are within a two-mile radius. This fragmentation highlights
the need for coordination across cities, as some stations are related to two
or three different cities. Planning efforts must respect local city autonomy,
but important Corridor and station opportunities could be lost without coordination between Corridor cities.
The one- and two-mile radii shown are larger than the normal ¼ to ½ mile
radius used for TOD planning. This is deliberate, since we take the view that
innovative transit and economic development expands the perspective of
the Eco-Rapid Transit line in relationship to the surrounding communities.
The population within the one-mile radius is over ½ million residents, which
means that were the Corridor a city, it would be the third largest city in the
County. The Resource Book includes detailed maps of the ¼ and ½ mile
radius for each station to support fine-grained station area planning.
Figures 3 through 10 are large format maps that appear at the end of this
chapter. Note that the station locations shown are not finalized and the subject of ongoing studies. The map shows a Gage Avenue station, however a
Florence Avenue station is also being considered. Further, three alternative
locations are being considered for the 183rd/Gridley station.
Figure 3 shows Corridor land use patterns, revealing stark differences from
station to station. Some areas are primarily industrial land uses and others
are primarily residential land uses. Other stations are located in areas with
traditional commercial cores surrounding by residential uses. Points of interest are shown in Figure 4, highlighting the many distinctive land uses and
activities in the Corridor.
Source: GIS-based calculation based on 2010 U.S.
Census.

1
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Table 1:
Characteristics of One-Mile
Corridor Radius

Figure 5 shows the population density distribution in the Corridor, with
more than ½ million residents within one mile and over 1.1 million residents within two miles of the Corridor. Areas of high residential density are
clustered in sections of Huntington Park, Maywood and Bell. The Corridor
also has significant employment, as shown on Figure 6, much of which is

Characteristic

Eco-Rapid Transit
Corridor

Los Angeles County

Planning Implications

Net population density (persons per
residential acre)

52.3

21.2

Solid basis for transit ridership

Journey to work transit share (% of
workers over 16 years)

3.4%

3.2%

Transit service gaps may be
holding back transit ridership
potential

Median age (years)

34.9

31.8

Somewhat older aged population
suggests that a diversity of trip
purposes must be served

Non-white population

54.7%

49.7%

Diverse population requires TOD
tailored to local markets

Household income

$43,486

$60,342

Greater share of population is
dependent on transit

Poverty level (population under the
poverty level)

23.2%

16.7%

Local, well-paying jobs needed

comprised of industrial and warehouse uses concentrated in Vernon and
portions of Paramount and Artesia.
Table 1 Provides key 2010 Census demographic data for the Corridor and
describes their implications for TOD. Compared to Los Angeles County, the
Corridor is denser, its residents use transit more frequently, and it has a
population that is older, more diverse, with lower income and more poverty.
These community characteristics require public policies and investment that
support transit and economic development.
Figure 7 displays the percentage of non-white population, indicating a
high level of ethnic diversity as well as variation in population characteristics from station to station. Figure 8 maps the median household income,
revealing substantial differences along the Corridor. There is significant
environmental hazard exposure due to the Corridor’s industrial legacy, as
shown on Figure 9. Finally, Figure 10 shows the journey-to-work travel
mode share in the Corridor, indicating that a significant portion has high
transit use. Taking these four maps together, one can see that this Corridor
has substantial variety from station to station, suggesting that one-size-fitsall transit and economic development planning would not be appropriate.
6
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Corridor cities are at different stages in their planning efforts, with date
of adoption of General Plan elements and amendments varying widely.
Significant advance work is being done by consultants for South Gate,
Huntington Park, Cudahy, Cerritos, Downey, and other parts of the Corridor.
The Resource Book provides station-area maps, showing land use, zoning,
population density, and the like. Figure 11 shows an example of a ¼ and ½
mile radii map, displaying land use for the City of South Gate.
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“Eco-Rapid Transit, the system, and stations
are important for our communities. The TOD
Guidebook creates a common vision for all
of us.”
-Maria Davila
Councilmember, City of South Gate
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Metro faces competing demands for rail transit services, including
extensions of existing lines (e.g., Gold Line, Purple Line), intensification
of networks (e.g., Downtown Los Angeles Connector, Crenshaw line), and
new extensions (e.g., Eco-Rapid Transit and Orange Line). An important
economic principle affecting these decisions is whether the expected rail
ridership justifies the capital cost of switching from bus service to rail. Cities
and transit Corridors that position themselves for transit investment will
compete most successfully for funds.
As shown on Figure 12, rail investment in Southern California generally follows a hub-and-spoke pattern around downtown Los Angeles. This practice
makes sense in that downtown has a large employment concentration and it
functions as the hub for the transit system. Rail systems built on this model
traditionally have outlying stations that are primarily residential, with commuter park-and-ride, and have employment concentrations near the core.
Transit planners recognize that a wide variety of trip origins and destinations should to be served by transit, and that these destinations are broadly
distributed through the region. The model for solid ridership and optimal
transit economics is a rail line that serves a broad range of trip types.
In addition to commuting to work, cost-effective rail serves trips in both
directions in the morning and evening peak periods and mid-day and other
off-peak trips. Rail ridership is also most quickly achieved in areas where
solid bus ridership precedes the rail investment. Bus routes in the Eco-Rapid
Transit Corridor carry high ridership and serve as a vital source of mobility
for those without access to private vehicles. Figure 13 provides an example
of the density of bus routes in (Firestone Station in Southgate), revealing a
dense network of services.

Available right of way eases rail transit
construction

Exposition Line, the region’s newest light rail
system

The Eco-Rapid Transit Investment Case
The Eco-Rapid Transit line has the potential to meet the criteria outline
above. The faster travel speed of rail can cut long commutes for transit-dependent populations that currently make many transfers on the bus
system. Eco-Rapid Transit serves downtown Los Angeles, but the Corridor
itself contains a mixture of employment, shopping, residential, and community serving stations. Trips between origins and destinations within
the alignment will be significant. Eco-Rapid Transit builds on a strong bus
ridership base, and the assured travel time of the exclusive right-of-way rail
service will be more and more attractive as traffic congestion increases.
Furthermore, as Eco-Rapid Transit service diverts automobile trips to transit,
it will reduce trips on regional highway segments, including the 710 Corridor
SEPTEMBER 2014
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that is so important to goods movement. The Pacific Electric Right-of-Way
(PEROW) Corridor Alternatives Analysis concludes that the Corridor has
characteristics of high population growth, high population density, high level
of employment, increasing employment density, and a high share of low
income households. These conditions suggest good potential for rail transit
investment.
Initial ridership modeling was completed by AECOM in 2012 as part of the
Pacific Electric ROW/West Santa Ana Branch Alternatives Analysis. The
travel demand modeling report shows an expected daily ridership of 38,788
for a 2035 scenario. Table 2 shows that the 2035 ridership projection for
Eco-Rapid Transit is in line with current ridership on the Gold and Green
lines.

Table 2:
Comparative Rail Ridership in
Los Angeles County2

Line

Weekday Ridership

Length (miles)

Ridership per Mile

Blue (2013)

88,095

22

4,004

Expo (2013)

27,603

8.6

3,210

Gold (2013)

43,923

19.7

2,230

Green (2013)

43,222

20

2,161

Eco-Rapid Transit (2035)

38,788

19.3

2,010

The level of planning for rail investment varies across the
existing Metro light rail network. Cities on the first Gold Line
Corridor and its proposed extensions proactively planned for
rail TOD development by changing community plans and developing TOD plans. On the other hand, TOD on the Blue Line
has been slower than expected since advance TOD planning
did not influence the design of the rail line. The Blue Line was
the first modern light rail line built in the region; the decision
to build rail came before consideration for TOD potential.

Transit Investment Lessons Learned

2
Source PEROW/WSAB Corridor Alternatives
Analysis; Metro ridership data.
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Many lessons have been learned during the past 25 years of modern rail
planning and development. This section reviews some of the lessons learned
from the literature and study tours taken by Eco-Rapid Transit officials,
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which included tours of Santa Monica, Pasadena, South Pasadena, North
Hollywood, Chinatown, and Westlake/McArthur and review of case studies
in Los Angeles (Urban Land Institute (ULI) and City of Los Angeles) and
nationally.
 Rail investment has a long lead-time, but early planning pays off (South
Pasadena, Santa Monica). Integration of planning efforts supports rail
development (North Hollywood).
 Land assembly for station construction and construction staging supports subsequent TOD (Hollywood).

Mission Meridian TOD, South Pasadena

 Station differentiation works better than one-size-fits-all station
planning. First, build a transit neighborhood that leads to transit investment. Development standards should differ among stations sites given
local public policies and goals (City of Los Angeles & Aurora, CO).
 Grassroots community organizing and non-profit organizations strengthen the coalition for transit investment (Central City
Neighborhood Partners, Westlake/MacArthur). Efforts must be made to
reach diverse stakeholders and people of all ages and mobility levels.
 Proactive thinking about station design and design enhancements pays
benefits in greater TOD potential and station integration with the community. The focus should be on placemaking. Adopt design standards
prior to system design (Santa Monica).
 Procuring grants combined with local matching dollars provides
resources that help implement important design enhancements for the
built environment (South Pasadena).
 Multimodal station access improvements increase the influence area
of the station and allow better land uses around the station (BART, in
the San Francisco Bay area). Infrastructure investment should focus on
the street level, including complete streets (Crenshaw and Farmdale
stations – ULI) and environmental graphics, wayfinding, and signage
targeting pedestrians, bicyclists, and motorists.
 Use of existing right-of-way lowers cost and makes transit development
possible, but may create transit design challenges (Blue Line, Expo
Line).
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Economic development is an important goal for Corridor cities. Successful
economic development strategies can increase local jobs, wages, and sales
tax revenue for public finances. The first step is to understand the characteristics of the local economy. Table 3 shows trends in Corridor economic
activity. First, it shows the top ten economic sectors in the Corridor, with
retail trade, public administration, and manufacturing being the top three
sectors. The second column shows the number of Corridor jobs as a percentage of Los Angeles County employment. The Corridor represents 6.9%
of County employment, therefore any percentage greater than that amount
represents a concentration of economic activity (those sectors are shaded
on the table). The top three Corridor concentrations in the Corridor are
public administration, wholesale trade, and manufacturing. Finally, the third
column shows how each sector fared during the recession, comparing 2008
jobs to 2011 jobs. The general pattern is decline, with the biggest declines
in manufacturing, finance and insurance, and wholesale trade. Notably, the
biggest increase was in professional scientific and technical services.

Table 3:
Top-Ten Economic Sectors, Corridor and
Los Angeles County

Industrial Classification
(Corridor employment)

2011 Corridor employment
as % of Los Angeles County

Recent change in Corridor
employment, 2008 – 2011

1. Retail trade (41,398)

7.6%

-3.6%

2. Public Administration (40,238)

20.8%

2.3%

3. Manufacturing (39,492)

10.4%

-29.0%

4. Wholesale trade (34,456)

13.6%

-11.1%

5. Professional, scientific, and technical services
(19,149)

6.0%

10.2%

6. Accommodation and food services (17,842)

4.7%

1.8%

7. Health care and social assistance (14,671)

3.3%

-9.4%

8. Finance and insurance (12,737)

7.5%

-13.5%

9. Other services (except public administration)
(12,651)

5.4%

3.6%

10. Educational services (11,750)

3.2%

2.3%
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While it is important understand the existing economy and recent changes,
economic development involves strategic choices. For example, should the
Corridor seek to strengthen its focus in manufacturing and wholesale, or
should it seek to grow other sectors that are underrepresented? The first
approach takes advantage of clusters of business, a skilled labor force, and
infrastructure that supports existing concentrations, but could lead to too
much reliance on those clusters. The second diversification approach makes
the Corridor economy more balanced and resilient, but the demand for
growth in other sectors may not yet exist.

Economic Development Goals
The three elements of economic vitality are:
 Attracting new firms – providing incubator space, land, a skilled labor
force, a central location, transit access, known approval processes and
other Corridor attributes, and providing appropriate government assistance such as technical support, start-up funds, land assembly, and
financial incentives.
 Retaining firms – addressing infrastructure constraints, workforce
issues, and providing quick response to regulatory issues.
 Growing local firms – facilitating business expansion, providing business technical assistance, support for growing local businesses, as well
as appropriate incentives.
Market demand is the primary driver of economic development, but there
are a variety of factors under government control that influence the attraction, retention, and growth of firms. Those factors include clarity of vision,
plans, taxes, stable and transparent regulations, infrastructure, and access
to an educated workforce. Many less directly related factors also have an
effect, such as supplies of affordable housing and community livability.

Los Angeles County Strategic Plan for
Economic Development

40

Los Angeles County has undertaken extensive studies, stakeholder participation activities, and strategic thinking about economic development
strategy. The Strategic Plan for Economic Development outlines five elements to the county wide strategy; Table 4 lists them in rank order of
relevance to the Eco-Rapid Transit Corridor.
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Table 4:
Los Angeles County Economic
Development Strategies

Strategy

Relevance to Eco-Rapid Transit

Example

21st century infrastructure

Eco-Rapid Transit is a clean transportation
technology for mid-density corridors such as EcoRapid Transit.

Rail construction provides an opportunity to repair
other infrastructure such as roadways, water,
sewer, power, wireless systems, etc.

Smart land use

Mixed-use development around rail stations
provides land use and transportation efficiency.
Flexible zoning around rail stations could allow for
future development by-right.

Corridor offers traditional housing/retail TOD as
well as employment-based TOD. TOD development
may attract employees of new technical services
firms.

Business friendly environment

Proactive economic development plans,
including business attraction and retention
policies. Reduction of unnecessarily regulatory
impediments.

Reforming parking requirements increases
affordable housing, local business creation.

Quality of life

Offer car-free lifestyle options, reduce congestion
and pollution, and provide affordable housing,
quality schools and public facilities.

Housing affordability is enhanced if Eco-Rapid
Transit allows households to own and use
fewer private vehicles. Provides for healthy
neighborhood development.

Educated workforce

Eco-Rapid Transit could be part of transitaccessible adult education, transit industry
training, and jobs. Providing transportation access
education opportunities is an important linkage.

Corridor could be part of job development in
transit service and equipment.

Local Economic Development Processes
that Work
Corridor communities should review their existing economic development
processes and consider how a focus on the Eco-Rapid Transit Corridor can
be incorporated into those activities. The planning process should vary
depending on local practice, but the following provides some key action
steps:
I. Confirm intent and goals of transit and economic development
with City Council and other stakeholders.
II. Form a team composed of city staff and consultants with experience in
areas such as transit development, market analysis, financial assessment,
stakeholder participation, land assembly strategies, etc.
III. Form a stakeholder advisory group (or groups) to provide input
and feedback on plans and strategies. Ensure that they are representative
of stakeholders in the community, including educational institutions. Invite
representatives from neighboring Corridor cities.
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IV. Create an economic development vision for the Corridor, e.g.,
station function, land use type, investment goals, and relationship to existing community. Identify goals, roles and responsibilities of parties, key tasks,
deliverables, schedule, and resources.
V. Complete a market and feasibility analysis of recommended development strategies as described below:
 Consider land assembly issues and strategy.
 Identify potentially qualified developers.
 Analyze TOD potential in terms of uses, phasing and market conditions.
Consider phasing and uses. Review with local, regional, and national
developers.
 Recommend a development mix for the station area.
 Develop communication materials for addressing mitigation plans,
infrastructure timeframes, zoning changes, required land use components, affordable housing requirements, changes to parking
requirements, etc.
VI. Assess financial feasibility
 Identify site preparation costs, including land acquisition issues, demolition, remediation, or other adaptive reuse costs.
 Run pro formas on the project(s); identify funding gaps.
 Identify development/financing/other assistance.
VII. Conduct analysis of economic benefits and revenue or expense
projections
 Project temporary and permanent jobs, tax revenue and debt service
costs, secondary economic benefits, etc.
VIII. Make the case for public and stakeholder support
 Present the benefits of economic and transit development.
 Identify potential supporters and detractors, learn about their concerns,
and develop strategies to address them.
 Facilitate community information meetings to educate the public and
gain feedback.
 Organize tours to visit successful TODs and explain how they were
implemented.
Once an economic development plan is drafted, local cities develop
implementation teams that put the plan in action.
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Economic Development Lessons Learned
Strategies for economic development have changed over the years, moving from large-scale interventions in local economies to an approach that
is more attentive to building on existing community assets. The demise of
redevelopment in California has reinforced this trend. Successful economic
development takes this latter approach while also seeking to make places
attractive to outside investment. This section reviews some of the lessons
learned from the literature and the study tours taken by Eco-Rapid Transit
officials.
 Economic development has a long lead-time, as does rail development,
but pays off when consistent support for private and public sector
investment is present (Santa Monica, North Hollywood and Santa
Clarita).

Conceptual plans for Palms station in
Santa Monica

 Assessments of economic development must recognize station differentiation and land availability issues (North Hollywood and Santa
Clarita).
 Grassroots community organizing and non-profit organizations play
a major role in supporting economic development (Central City
Neighborhood Partners, Westlake/MacArthur).
 Competition between cities for the same investment is a zero sum
game and can waste resources (national studies). Instead, break down
silos within and between cities (ULI).
 Grantsmanship can generate resources to provide economic development incentives and supporting investments (national studies).
 Using existing right-of-way lowers cost and makes transit development
possible, but it may create suboptimal station locations. Longer lead
times are needed to attract development to these stations (Blue Line).
 Regulatory reform in zoning and parking requirements can unlock
investments (South Pasadena and Santa Clarita). Replace rigid
mandates with tools such as in-lieu fees for parking and formbased regulations that allow land use flexibility supports investment
(Vermont/Wilshire and Vermont/Beverly – ULI, Developer Roundtables).
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This chapter is designed help Corridor cities conduct integrated transit/
economic development planning to support Eco-Rapid Transit. It begins with
a process of identifying opportunities and threats to coordinated economic
and transit development and describes effective planning and economic
development processes. The chapter then turns to ideas and advice on
particular topics, such as design guidelines, regulatory reform, and financing. The intention is that cities use these techniques to conduct their own
planning and economic development efforts and participate in Corridor-wide
initiatives.

Opportunities and Challenges for Coordinated
Economic and Transit Development
The strategic planning process identifies an organization’s internal strengths
and weaknesses, and then assesses external opportunities and threats.
Cities may wish to identify and assess their internal strengths and weaknesses (such as staffing levels or interdepartmental collaboration), but
this section focuses on assessing opportunities and challenges. This process should occur at the city level and Corridor level. Table 5 provides
ideas about opportunities and challenges that individual cities may face
in conducting economic development and transit planning based on the
consultant team’s knowledge of the Corridor and principles of coordinated
economic and transit development.
Opportunities

Table 5:
Opportunities and Challenges for
Individual Cities

Challenges

 Cooperate with the Eco-Rapid Transit authority and other networks.

 Uncertain time frame for rail project delivery

 Draw on the lessons learned in past three decades of TOD
implementation.

 Fragmented land use authority around stations.
 Slowly recovering market conditions, post-recession.

 Develop by-right regulatory models and program Environmental
Impact Reports (EIR).

 Uneven planning activity, e.g., varying dates of General Plan adoption.

 Strategically tie rail land assembly (including construction staging)
to subsequent TOD.

 Lack of city staff resources, in general, and possible gaps in transitoriented economic development expertise among staff.

 Generate funds to buy land options for large scale TOD.

 Built-out land use pattern, limited ability for public land assembly.

 Create active transportation networks that support transit and
first-mile/last-mile access.

 Brownfield sites and soil contamination, and associated environmental remediation costs.

 Develop TOD guidance with a clear, stable regulatory commitment
to industrial uses.

 Unresolved local conflicts over priority for residential/commercial
TOD versus industrial warehouse TOD.
 First-mile/last-mile station access that crosses jurisdictional
boundaries.
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The trend in TOD planning and implementation is to take a Corridor perspective that considers the interrelations between stations. Table 6
provides insights on opportunities and challenges in that regard.
Table 6:
Opportunities and Challenges for
Multi-City and Corridor Cooperation

Opportunities

Challenges

 Agree on roles for each station (e.g., residential, retail, employment,
park-and-ride, etc.)
 Adopt by-right coordinated multi-city approaches on regulations.
 Coordinate purchase of options for land; provide inventory of available parcels.

 Uncertain time for rail project delivery
 Competition from areas with greater land availability and/or lower
land costs.
 Entitlement conflicts across city boundaries.
 Land assembly issues.

 Search for private/public partnerships on a multi-city basis.
 Competition for transit funds from other areas.
 Seek state funding opportunities - partner to create a strong needbased case.

 Conflict between cities over land use, tax revenue, traffic impacts,
parking, or other matters.

 Support SCAG’s Sustainable Communities Strategy implementation.
 Sales tax leakage outside the Corridor.
 Address environmental justice issues, including allocation of rail
transit services in the county.
 Take advantage of economic strengths: proximity to the Ports of
Long Beach and Los Angeles, closeness to market and distribution
systems, strengths in existing clusters, strengths in particular labor
niches.
 Present large scale land acquisition and infrastructure opportunities for foreign investment (e.g., long-term joint rail and TOD
development)

Each city should consider their station(s) in terms of this opportunities and
challenges perspective as a first step. Scaling up to a Corridor-level analysis can add further insight.

Collaborations and Strategic Partnerships
Successful economic and transit development planning involves collaboration and strategic partnerships. This is required because multiple parties are
involved in the Corridor’s success. Perhaps the most important collaboration
and partnership is with Metro, for both transit development and TOD planning. The quality of this partnership will affect the timing of the construction
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of the rail line, station location details, land acquisition, progressive thinking about station planning and enhancements, and minimized construction
impacts. As individual cities, and through Eco-Rapid Transit, this collaboration is paramount.
At least four additional collaborations are needed to create the best outcomes. They include:
 Collaboration among individual city departments. Most planning issues
are the domain of the planning departments, but close internal teamwork is needed with departments charged with economic development,
finance, public works, traffic engineering, police, fire, and the like.
Because TOD planning is new to the Corridor cities, city managers may
wish to form a TOD “Cabinet” of department heads that meets frequently to coordinate TOD actions. In addition, they may wish to create
expedited development review processes that provide developers with
certainty while achieving the needed public benefits.
 Collaboration between cities. Many stations overlap jurisdictions, and
because decisions made at one station may affect plans at the adjacent station, Corridor cities should consider creating a coordinating
mechanism, either through the Eco-Rapid Transit organization or as
a separate group. They may also dedicate staff to this convener role.
Early-adopter cities can share experiences with those on a slower pace.
In the early stages, pilot collaboration projects can be created in the
cities with the most station overlap.
 Collaboration with community members and local stakeholders.
Community members may be wary of economic and transit development planning. Local residents may be worried about gentrification,
while small businesses may be concerned about parking impacts. They
may also have local knowledge and ideas that are useful in a grassroots-based program. Collaboration with these groups on goals, plans,
and implementation can make planning most productive. The community is what makes each station area unique.
 Collaboration with external agencies and developers. TOD strategy is
most effective when Corridor cities speak with a coordinated voice to
outside agencies. Design decisions about street changes, grade crossings, safety, and station access influence TOD success. Corridor cities
should speak with one voice on these issues. In addition, seeking development on a coordinated basis brings more attention to the Corridor
and avoids situations where developers play one city off against
another. Successful Canadian TOD’s came about because all public and
quasi-public agencies contributed to achievement of TOD goals.
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This chapter discusses best practices that enable Corridor cities to develop
and implement transit-oriented economic development strategies. These
include defining market niche, land use and urban design approach, street
design guidelines, expanding the influence area of transit, development
regulations and approval process, parking requirements and parking management, protecting and supporting existing businesses and neighborhoods,
and funding and financing tools.
Corridor-oriented, transit-focused economic development requires planning
for the one- and two-mile radius of the transit line as well as detailed studies focused on the station level that lead to station area master plans. The
Resource Book contains maps detailing conditions in a more focused ¼ and
½ mile radius of each station. These maps were prepared using SCAG, US
Census and other sources of data to show land use, vacant parcels, job/population balance, points of interest, and population growth (2000-2010). The
maps are intended to support local analysis and planning, and they provide
further evidence of the variety of conditions around stations.
Figure 11 provides an example of the land use map for the Firestone
Station in the City of South Gate.

Pasadena Del Mar Station

“The TOD Program and Huntington Park Station bring economic development opportunities to our community. It helps our residents
move, creating more transportation options
and better access to the region.”
-Mayor Rosa Perez, City of Huntington Park

Market Niche and Strategy
Effective economic development strategies are based on a realistic assessment of current market conditions and a clear path to improving them. A
“one-size-fits-all” strategy is not be appropriate in the Corridor. Strategies
must vary across stations and contexts. As part of this effort, Estolano
LeSar Perez Advisors LLC interviewed developers and others involved in
Corridor development processes.
Developers said that affordable housing was the biggest development
opportunity, followed by industrial development. They noted that brownfields
and soil contamination must be addressed. Uses must generate enough revenue to cover these costs if they are not paid for by public agencies.
Information on parcel availability helps developers assess opportunities.
Developers indicated that cities should create a data base of available
parcels for the development community. City support for pilot projects can
help advance private developer interest by demonstrating project feasibility.
Finally, they noted that economic development strategy can take advantage
of the Corridor’s history and built form.
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The Corridor has a significant amount of industrial land. Typically, TOD strategies convert lower intensity industrial uses to higher intensity mixed-use
projects. Developers suggested that such a widespread conversion is neither
desirable nor appropriate. Industrial and logistics jobs can pay higher wages
than a strategy that relies primarily on retail uses.
The industrial land use strategy depends on identifying clusters that should
be preserved and strengthened. Strategies should determine the market
niches where rail transit provides employee commute options that are valued by the industry. Industries with high employee density, such as fashion,
can benefit from better transit access and draw from a larger labor market.
A program to modernize the existing industrial building stock would help
strengthen this niche. Industrial developers generally have a greater capacity to deal with contaminated sites than residential developers.

Table 7:
TOD Types

Land Use

“Classic TOD”

Park-and-Ride

Neighborhood
TOD

Office TOD

Industrial TOD

Multifamily
residential

Yes

No

Yes

No

No

Retail

Yes

Minimal

Yes

Moderate

Minimal

Office

No

No

Maybe

Yes

Minimal

Industrial

No

No

No

No

Yes

Public facilities

Maybe

No

Yes

No

No

Park-and-ride

Maybe

Yes

No

Maybe

Yes

Land use mixing?

Vertical, residential
over retail

No

Vertical and
horizontal

Limited

No

Example station in
Southern California

Del Mar station,
Gold Line

Sierra Madre Villa,
Gold Line

Mission Meridian,
Gold Line

Lake Avenue Station,
Gold Line

Green Line station

Table 7 outlines different types of TOD that could be considered in looking
at the market and characteristics of stations. The challenge for the EcoRapid Transit line is prioritizing stations by these types, given economic
feasibility, location in relationship to other transportation infrastructure, and
local plans and preferences. This outline is a starting point for investigating
station TOD possibilities since many variations exist and combinations of
types might be appropriate. The point is that each station should be considered in terms of its best potential.
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A key consideration in determining station types is recognizing the changes
that occur in land use types over the decades-long time frame for building Eco-Rapid Transit. For example, how will industrial uses in the Corridor
change in terms of business activity, labor force, shipping and receiving,
etc.? What new office markets might become feasible in the Corridor, and
what type of building types will be needed? How will an aging population and the maturation of the Millennials change housing preferences?
Obviously these questions cannot be answered with certainty, but better results occur when planning has a strong orientation to the future.
Scenarios for alternative station futures can be developed along with plans
that are flexible enough that they can respond to unanticipated trends.

Land Use and Urban Design Approaches
The TOD types discussed above will be refined in local planning processes
that identify particular land use types for General Plans, Specific Plans,
development agreements, design guidelines, and zoning codes. Eco-Rapid
Transit Corridor communities grew up around the farms, train stations, and
industries. Each has a unique character, defined by their histories. In preliminary discussions about planning responses, Corridor city officials have
indicated a desire to intensify development in Eco-Rapid Transit station
areas while keeping the integrity of other parts of the city. Existing land
uses around station areas consists of retail, commercial, residential, open
space, and industrial uses. Corridor cities will designate TOD land use types,
while understanding that uses will change over time. They also recognize
that the design of the building types is of importance to ensure compatibility with the community design standards, and market conditions, and to
encourage active transportation and transit use. The following are examples of land use types that are being considered by the cities, and example
design criteria:
Mixed Use Development - 2-4 level development with public gathering
space and retail along street frontage, 2:1 Floor Area Ratio (FAR); moderate
housing density; and parking (on-site or in neighborhood parking). Mixeduse development may also include day care, medical facilities, recreation
uses, and/or community gardens.
Flex Industrial District - Flexible land use to allow the reuse of industrial
property as market demand changes over time: light industrial, warehousing, wholesale, office, retail, hotel and residential. These uses can coexist
on the same parcel akin to a traditional mixed-use zone. Rigorous development standards should facilitate future flexibility. New construction should
SEPTEMBER 2014
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have 15-foot high clearances so as to not preclude future potential uses.
Construction type should allow easy reconfiguration and remodeling of
internal layouts. Anticipated FAR is 1.5:1. The ground level should be porous
to allow engagement while walking and biking in the area.
Industrial /Manufacturing Mixed Use - Dedicated industrial area to all for
this important land use, while allowing industries to grow to tech/creative
office with limited retail development. Floor Area Ratio 1:1. No residential
uses.
“The Artesia Station puts us on the map.
It brings revenue opportunities and by
participating in TOD planning, makes us
an attraction now and in the future.”
-Councilmember Ali Sajjadd Taj,
City of Artesia

Regional Recreation - Open space that is design to accommodate regional
recreation uses including, but not limited to, senior center, child care, soccer,
baseball, basketball, walking, biking trails, linear parks, sports and cultural
facilities and other healthy leisure uses.
These four examples provide an indication of the early thinking about land
use types by the Corridor cities. These and other land use types will be
explored and selected in City-level land use planning studies.
Early discussions have taken place with city officials concerning future station area land uses and connectivity issues. Table 8 summarizes those ideas
for each city. It provides an early indication of the land use theme for each
station, which will be refined by cities as planning for the Corridor moves
forward. It is also a basis for Corridor-wide land use strategy decisions.
Depending on the form of land use regulation chosen for TOD area, design
guidelines may also be appropriate. These provide more specific guidance
to project designers regarding the city’s intentions in each station area.
Examples of the types of materials contained in design guidelines include
the following:
 Require projects to include mixed uses, including a pedestrian, urban
character with street-fronting buildings, frequent local streets, and
integrated parking.
 Provide appropriate transitions from most dense to least dense
development.
 Design street-level uses in station areas for the benefit of pedestrians.
 Include appropriate open space as a focal point for activity near the
station, such as a village square or plaza.
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Table 8:
Assessment of Potential Land Uses and
Connectivity Issues

City

Current Station Area Land Use

Proposed Station
Area Land Use

Connectivity Issues

Artesia

Industrial

Industrial

Link jobs to transit

Bell

No station area

No station area

Create linkages, including circulator line to serve

Bellflower

Neighborhoods; residential; commercial and mixed

Increase density around station

Area is very walkable; need to add bike path

land uses around station area

area with mixed uses - R and C

along ROW to connect to LA and San Gabriel

zones

Rivers; redirect circulator to link neighborhoods

area

to station

Cerritos

Mixed commercial/office with adjacent single-family

Regional commercial, hotel, office,

Existing transit hub needs additional site

residential. Located in proximity to Cerritos Auto

medium - high density luxury for-

amenities to adequately accommodate transit

Square, Los Cerritos Mall and Cerritos Community

sale and/or for rent multi-family

users and improved pedestrian linkages

College

residential

Cudahy

Recreation, trucking, industrial, car dealerships

Mixed-use

Downey

Rancho Los Amigos is a Los Angeles County facility

County mixed-use plan calls for

The station area is located on County property;

that includes health care. Surrounding land use is

County facilities; commercial uses,

connectivity to adjacent uses needed to make

commercial with residential behind commercial

child care, parking and residential

the station work.

Commercial Corridor with low scale residential

Commercial and residential

Linkages to neighborhoods: both bike,

behind

intensification with parking

pedestrian, bus, and circulator

Strong linkages between station area and
residential neighborhoods

strips

Huntington
Park

districts: At Gage, add open space
for regional park and industrial

Maywood

No station area

No station area

Complete streets to station areas

Paramount

North end of PE ROW; adjacent to residential;

Land uses remain the same,

Linkages to jobs and neighborhoods to bring

surrounded by commercial and civic uses

configuration changes while

people to transit

commercial and residential mixed
use is the station area type

South Gate

Industrial on the north, Azalea Shopping Center

Land uses remain the same,

Strong landscaped path to connect residential

being built adjacent, residential on perimeter. High

configuration changes while

to jobs and transit; improved linkages to

traffic boulevards and train movements

commercial and residential mixed

neighborhood; creation of transit hub

use is the station area type

Vernon

Industrial

Flex Industrial

Station to jobs

 Efficiently site buildings - take advantage of proximity to transit and
natural topography; orient to minimize energy consumption due to sun
and wind exposure.
 Make alternative transportation facilities convenient and attractive to
use.
 Provide perimeter and internal landscaping at parking lots to mitigate
heat island effect. At maturity, the tree canopies should shade most of
the pedestrian paths and outdoor parking spaces.
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Figure 14:
Illustrative Design Concept, Firestone Station in South Gate
Surface Running Transit, 2014

Source: AECOM

Elevated Transit, 2014

Source: AECOM
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The Resource Book has diagrams’ and specifications for urban design that
is appropriate for each land use type and density.
Additionally the area’s land uses and design also change depending if
the transit line is elevated or surface running. AECOM, while developing a
station area TOD for South Gate, developed two different scenarios, the
first surface running, the second elevated. Following the design criteria
above, the TODs have active ground floor uses; landscaping and public open
spaces. The densities are higher to support more activity around the station
area and more ridership.
Station areas that are elevated, need connections and interest both at the
ground floor and at the second story to maximize the economic impact of
the station. Sound and light need to be considered in the development of
adjacent buildings, to ensure the mutual benefit of the relationship between
transit and private investment.

Living Streets:
 Balance serving adjacent land uses
with traffic moving functions.
 Encourage people to travel by walking,
bicycling, and transit, and to drive less,
yielding health benefits and reductions
in pollution, greenhouse gas emissions,
and reduced energy use.
 Connect people through everyday
interaction and increase civic space.
 Integrate income, racial, and social
equity into their design and function.

Street Design Guidelines and Best Practices
Streets are a critical element of TOD neighborhoods. They provide connections between where people live, work, shop, and play. Successful
TOD streets provide safe and accessible transportation options, including
walking, bicycling, bus or rail, or driving a car. Streets also provide a vital
network between travel modes, such as transferring between rail and bus.
Streets are public spaces for people as well as arteries for transportation.
Well-planned streets require interagency coordination since cities, the
county, and transit agencies affect how they are developed, used, and maintained. The term “living streets” embodies the new perspective on streets,
as described in the sidebar. The requirement to plan for living or complete
streets was established by AB 1358 in the California Complete Streets Act
of 2008.
This section provides an outline for the Eco-Rapid Transit member cities to
apply to develop their own street design standards. It is recommended these
best practices be implemented for all blocks, streets and development with
a ½ mile walking distance of the Eco-Rapid Transit Corridor, with a 2-mile
radius considered for improvements that affect bicycling distance.

 Are inviting places with engaging
architecture, street furniture,
landscaping, and public art that reflect
the diversity and cultures of the
neighborhood.
 Are designed for people of all ages and
physical abilities whether they walk,
bicycle, ride transit, or drive.
 Integrate connectivity and traffic
calming with pedestrian-oriented site
and building design to create inviting
places and safe pedestrian and cycling
conditions.
 Foster healthy commerce and the
economic well-being of businesses and
residents.
 Integrate environmental stewardship,
including water management (runoff,
infiltration, and reuse), urban heat
island effects, and preservation of plant
life.
 Vary in character by neighborhood,
density, and function.
 Strengthen and enhance
neighborhoods.
 Involve local people to share the
responsibility for designing their
streets.
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The best practices listed below are a compilation from previous documents
including the Model Design Manual for Living Streets, NACTO’s Urban Street
Design Guide, DART Transit-Oriented Development Guidelines and the
Green LA Coalitions Living Streets Policies and Goals.
Blocks
 Subdivide blocks to provide pedestrian-scaled access points and visual
connections into developments with streets, shared-use alleys or
paseos.
Built form features to support streets
 Integrate parking into an appropriate arrangement of transit-oriented,
mixed uses, development blocks, and local streets and screen from
view, with landscaping or other uses, from public rights-of-way.
Street Networks And Classifications
Complete livable streets

 Develop a street network and classification system assuring that all
users have safe access to streets providing connections to the transit
system. It should reflect the character of the district or neighborhood
that the streets travel through. A street’s classification can change
along its length to reflect the change in character. Street classifications
include Boulevards, Avenues, Neighborhood Streets, Neighborhood
Main Streets, Shared Streets, Residential Boulevards, Transit Corridors,
Green Alleys, Commercial Alleys.
 Coordinate station improvements with local infrastructure improvement
projects to ensure that adjacent infrastructure supports and does not
hinder station area development.
 Provide convenient and safe access for all modes of circulation. Partner
with adjacent private landowners to ensure a complete circulation system including pedestrian walkways, bike facilities, slow streets, green
alleys, etc.
 Form a connected system with multiple access points from the surrounding larger street system.

Corner Radii
 Design corner radii to slow vehicle turning speeds and to reduce pedestrian crossing distances. Smaller corner radii are preferred and radii
exceeding 15 feet should be the exception.
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Lane Widths
 Consider street lane widths to delineate space to serve all needs,
including travel lanes, safety islands, bike facilities, on-street parking (if
appropriate), deliveries, and sidewalks. Lane width discussions should
be informed by the goals for traffic calming as well as making adequate
space for larger vehicles, such as trucks and buses. Wider travel lanes
are correlated with higher vehicle speeds and can limit the amount of
right-of-way remaining for other users – cyclists and pedestrians.

Safe pedestrian and cyclist crossings

Transit Streets
 Develop efficient and direct transit connectivity to station areas with
dedicated bus lanes and other transit priority systems that provide
easy and fast service for transit patrons.
Bicycle Facilities
 Develop a network of accessible bike paths, cycle tracks, bike lanes and
sharrows for an effective complete bikeway system. Facilities should
be protected (separated from moving vehicles with a physical barrier
– cycle tracks) wherever possible so that cyclists of all ages can safely
ride. Where protected bicycle facilities (cycle tracks) are not feasible,
provide buffered bike lanes (striped buffer without physical barrier)
with standard bike lanes or sharrows only utilized when no other option
is available.

Protected bike facilities

 Intersection design, signalization and signing and striping are all
essential to the successful design of bicycle facilities and thoughtful
consideration of safe movement for riders of all ages.

Buffered bike lanes

 Incorporate bike parking at station locations as well as along bike
facilities (bike paths, bike lanes, cycle tracks) to assure secure and
convenient parking for cyclists. Providing convenient bike parking is
essential to encouraging cycling as a means of transportation especially for short trips (less than 1 to 2-miles).
Design Speed

Bike parking

 Design roadways so that all users can safely interact on the street
network. In station areas, pedestrians, cyclists and drivers need to
share the road for transit to flourish. If potential transit riders, who are
by their nature pedestrians, do not feel safe to walk due to speeding
vehicles then they may not ride transit.
Speed humps/ raised crosswalks
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 Speed plays a critical role in the cause and severity of crashes. There is
a direct correlation between higher speeds, crash risk and the severity
of injuries. Use design criteria that are at or below the target speed
of a given street. Bring the design speed in line with the target speed
by implementing measures to reduce and stabilize operating speeds as
appropriate. Narrower lane widths, roadside landscaping, speed humps,
and curb extensions reduce traffic speeds and improve quality of the
bicycle and pedestrian realm.
 Use vertical speed control to manage traffic speeds and reinforce safe
pedestrian and bike-friendly streets, e.g., speed humps, speed tables,
raised intersections and speed cushions. These devices have a wide
variety of applications but are mostly utilized on neighborhood, residential or low-speed streets.
Intersections
 Design all intersections, signalized and un-signalized, with safe crossings for all users – pedestrians, cyclists and vehicles.
 Provide mid-block crossings when blocks are longer than 800 feet or
where intense pedestrian activity or pedestrian desire lines warrants
their installation. Provide pedestrian-demand signals when pedestrian
demand is over 100 persons per hour.
Mid block crosswalks

 Consider alternative intersection designs such as roundabouts, mini
roundabouts and other devices.
Crosswalks
 Provide marked crosswalks at all streets and mid-block crossings to
allow access to the station and on all legs of all signalized intersections
to assure convenient and safe access for pedestrians. Crosswalks shall
be a minimum of 14-foot wide “international”, “continental” or “zebra
stripe” using 12” thermoplastic, except at locations where wider crosswalks are specified.

Continental crosswalks
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 Keep crossing distances as short as possible to limit pedestrian
exposure while crossing the streets. Tight curb radii, curb extensions,
directional curb ramps, medians and other devices can help to achieve
shorter crossing distances.
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Sidewalks
 Assure that sidewalks are a minimum of 10 feet wide on all streets
providing access to the stations. Wider sidewalks should be provided in
active commercial districts to encourage economic activity. At locations where this goal is not possible, exceptions may be granted, but
in no cases may the sidewalks widths fall below the ADA-accessibility
standards.
Curb Extensions
 Integrate the design of curb extensions at intersections and mid-block
crossings to reduce the crossing distance for pedestrians and to create wider sidewalks or planting areas at corners, transit stops, seating
areas and other locations with pedestrian activity. Curb extensions
also serve as traffic calming devices in that they visually and physically
narrow the roadway creating a safer environment for all users. They
include devices such as chicanes, pinchpoints, gateways, bus bulbs and
more.

Active sidewalks

Curb extensions

ADA-accessible Curb Ramps
 Design a separate curb ramp for each crosswalk to provide a direct
path of travel, except where physical constraints would require a property take of a building.
Transit Stops

Landscaped curb extensions

 Provide safe, comfortable and accessible transit stops with protection
from the sun, wind and rain. Seating, transit and route information,
trash and recycling receptacles and other transit rider amenities should
be provided.
 Provide transit stops with safe access via sidewalks and appropriate
street crossing locations and make them large enough to accommodate the projected ridership at that location.

ADA-accessible curb ramps

Landscape Principles
 Make landscaping an integral part of station area streets, civic space,
and transit center development.
 Use durable, native, and non-native materials that require little maintenance.
Shaded transit stops
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59

Eco-Rapid Transit-Oriented Development Guidebook | Chapter 5: Best Practice Planning for the Corridor

 Except for special plantings, require that plant materials be drought
resistant.
 Support landscaping with operating irrigation systems and a permanent commitment to on-going maintenance so that its contribution to
station area environments grows over time.
Street Trees and Plantings

Street tree-lined transit corridor

 Extend continuous tree plantings throughout streets in station areas
to mitigate heat island effect during summer months and to provide
an attractive and pleasant pedestrian environment. Comply with local
ordinances on species selection and planting requirements.
 Select tree species that are approved by local community foresters.
Consider tolerance of drought and urban conditions, size, shape, and
density or transparency of canopy, surface root habits, evergreen, or
fall color as selection criteria.
Street And Pedestrian Lights
 Provide roadway and pedestrian-scale lighting on all streets, alleys and
paseos leading to the transit stations.
 Provide well-lit pedestrian paths for safe access.

Pedestrian lighting

Sustainable Development
 Consider life-cycle costs as well as initial capital costs when selecting
materials and systems.
 Consider energy used in manufacture as well as ongoing energy use
when selecting equipment.
 Use shade, color, materials, and paving materials that reflect the environmental context of the station area.

Storm water management

 Use landscaping to control erosion and reduce the heat island effect.
Storm Water Management
 Consider sustainable stormwater management treatments that slow
runoff from impervious roadways, sidewalks and building surfaces to
limit the stormwater and pollutant flows into the wastewater system
and to increase the absorption of rainfall at the source.

Landscaped curb extensiosns with seating
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Wayfinding and Street Signage
 Employ signage and wayfinding devices on streets leading to stations
and throughout station areas to encourage safe and efficient pedestrian movement.
Civic Space And Public Art
 Incorporate civic space in station areas. The nature of that space will
differ with the context of each station area.

Wayfinding signage

 Incorporate community themes in station area open space with public
art.
 Ensure that Eco-Rapid Transit facilities have furnishings that contribute to the station environment for pedestrians, passengers, and the
neighborhood.
Interim Design Strategies

Public art

 Consider temporary installations to test out or to demonstrate design
ideas such as parklets, street closures, curb extensions, traffic calming,
bike parking, and other concepts. Parklets are public seating platforms
that convert curbside parking spaces into vibrant community spaces.
They can incorporate seating, bike racks, exercise equipment, public
art, and other pedestrian amenities.
Parklets

Expanding the Influence Area of Transit
The maps shown earlier in the Guidebook uses a 1- and 2-mile radius to
express the potential of Eco-Rapid Transit to serve an area beyond the traditional ¼ or ½ mile radius for transit development. Realizing this greater
potential depends on quality of station access services.
Traditionally, station parking was used to draw transit users from the larger
service area. This strategy works for those who have a car but it requires
large expenditures for land and construction to provide that parking. The
Eco-Rapid Transit planning and design process will evaluate how much
parking is optimal for each station site. Stations with available vacant land
and that are located near major highway interchanges have the greatest
potential for park-and-ride lots or structures. For other stations, little or no
park-and-ride parking will be provided because land is not available, land
assembly is prohibitively expensive, or such a use does not fit the land use
plan for the area.
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For all stations, it is vital to plan for a variety of station access modes
beyond park-and-ride. These include walking, skateboards/scooters, bicycling, bus, shuttle, and drop off. Fortunately, many station areas have
clusters of density nearby, making it easier to attract transit users without
providing parking.
Responsibility for station access is shared among many different entities—
bus providers, transit agencies, local cities, and sometimes transportation
management organizations (TMO). Station parking may be decided by the
local city or the transit agency, depending on circumstances. For example,
local cities provide the parking for Metrolink system stations, but Metro
generally provides parking for its light and heavy rail lines. The trend is that
Metro is seeking to reduce the station parking provided. In the Eco-Rapid
Transit case, station parking will likely result from collaboration between the
local city and Metro.
The provision of pedestrian and bicycling facilities is the responsibility of
local government, and these facilities should be included in their alternative transportation plans and capital improvement programs. Bus service is
determined by Metro and other bus operators, but the cities will be involved
in the design and operation of bus terminals. There is a trend toward private
employers providing shuttle bus services to their employees that connect
the workplace to a transit station. This can enhance station access and be
used in positive ways. Finally, drop-off facilities are the joint responsibility of
the local city and Metro.
A station access plan is a good tool to coordinate the actions of Metro, local
cities, employers, and other transportation providers. It can ensure that the
station design provides the best access situation possible. Even before the
rail system is completed, these access improvements can be implemented to
improve access to high volume bus stops.

Development Regulations and Approval Process
Development regulations uphold important public goals, policies, and
standards. They should be clear and work in harmony to achieve desired
community outcomes. The development approval processes that apply
the development regulations should be transparent and easy to navigate. Uncertainty is an impediment to economic development because it
increases risk and the time required to process approvals for development.
Estolano LeSar Perez Advisors LLC interviewed developers about the
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prospects for the Corridor for this study effort. By-right development opportunities, i.e., receiving a building permit for a complying project without a
discretionary review, was noted as an important development incentive.
Development outcomes are improved if station area plans are completed
prior to transit development and offer by–right or reduced-review entitlement processes. The alternative is a situation in which the developer
must request changes in plans and is subject to uncertainty about timely
implementation. Uncertainty undermines economic development feasibility.
Cities (and groups of cities) that have their station plans in order will have
a marked advantage in attracting development. This is especially true as
many Corridor station areas cover multiple jurisdictions. Being required to
move through an entitlement process in two or more jurisdictions that are
not coordinated makes it less likely that the developer will proceed.
Changes in zoning should be considered to align permitted uses with feasible TOD types. Flexibility in permitted uses is useful since rail development
will occur at least a decade in the future. It is difficult to anticipate all of
the appropriate land uses today. Form-based codes may be appropriate in
some locations. They regulate the building envelope and form, but offer land
use flexibility. Straightforward design guidelines in combination with flexible
zoning also provide nimble responses, and can still protect industrial areas
or residential communities.
Sometimes, city competition for sales and other tax revenues distorts regulatory and approval processes. Tax sharing arrangements between Corridor
cities can help retail activities be located in the most market feasible locations. Proactive coordination and participation in joint station area plans is
useful.
CEQA streamlining is a feature of SB 375 and local regulatory streamlining
is beneficial. Preparing a program EIR for a station area or group of stations
reduces review costs and speeds project delivery. Corridor cities should
consider collaborating on these documents. This practice also strengthens
environmental documents so that they discourage frivolous lawsuits.
Finally, parcelization - the pattern and size of individual parcels of land - is a
key aspect of land assembly and development. While redevelopment authority for land assembly has been eliminated, limited powers for land assembly
continue, and it remains to be seen if additional land assembly powers
are granted to cities in the future. Land assembly for transit purposes is
permissible and can provide a springboard for subsequent development. In
addition, cities can develop a funding source to acquire options on land in
critical strategic locations. Early acquisition of land (or options on land) is
cost effective since the value of the transit access is not fully built into land
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value at the time of purchase because the market does not have a certain
date of transit project implementation. These early purchases (or options)
can lower land cost and facilitate affordable housing development.

Parking Requirements and Parking
Management

Public shared parking in Claremont

Transit development and economic development can have opposite effects
on parking use. By promoting travel modes other than driving, rail transit
encourages changes in travel modes that reduce the amount of parking
used per square foot of development or per residential unit. On the other
hand, economic development brings more intensity to existing developments (e.g., more visitors to a store or more employees per square foot
of building area) and adds new buildings and housing, increasing land use
density. These effects increase parking use, along with transit users who
park near the station and ride. Two responses are suggested. The first is to
manage on- and –off-street parking in the station area, using parking time
limits, permit programs, and pricing. Greater use of shared parking provides
the benefit of more parking without building more parking. The second
response is to evaluate the existing parking requirements in terms of their
suitability for TOD. Frequently the parking ratios are too high and should be
adjusted downwards. In-lieu parking space fees have merit because they
make possible the construction of strategically-located, shared parking
facilities.
Stakeholders might ask why parking requirements reductions should be
made around stations when more station activity is likely to bring more
demand for parking. The reason is that if requirements are too high, the
cost of development (and limits on density brought about by the parking
requirements) will thwart TOD and economic development. When that happens, much of the synergistic potential of coordinated transit and economic
development is not realized.
Cities develop station-focused parking policies in General Plans, station
area Specific Plans, or transit district zoning overlays that apply modified
parking requirements to those areas. The process of determining what the
parking requirements should be should follow the steps outlined Figure 15.
Parking reform is a controversial issue, especially when there is community
anxiety about impacts and displacement associated with transit construction. Parking reform as a component of a comprehensive station visioning
process is preferred. That way, the benefits of parking reform are viewed as
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Figure 15:
The 12-Step Parking Reform Process3

1. Existing parking utilization

2. Future baseline

3. Basis for requirement

4. Project and context adjustments

5. Parking pricing/unbundling/cash out

6. Transit/shuttle/pedestrian/bicycle

7. Internal space use efficiency/circulation

8. Adjustment for off-site parking

9. Internal shared parking

10. Prediction utilization ->
Evaluate -> Iterate toolkit
= Parking ratio

11. Space size efficiency

12. Tandem, valet and mechanical parking

Source: Willson, Richard. (2013) Parking Reform
Made Easy. Washington, D.C.: Island Press. pp. 87.

3
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contributing to broader goals and visions.
Finally, parking districts can be used to manage parking resources for greatest efficiency. Revenues to these districts can come from meter revenue,
enforcement revenue, permit sales, and in-lieu fees, which in turn can fund
parking operations and finance expansions of shared parking facilities.

Supporting Existing Businesses and
Neighborhoods
Transit and economic development create change. It is important to support
local stakeholders during this process. Successful TOD strategies consider these issues proactively rather than wait for opposition or problems.
Strategies include careful planning, stakeholder engagement, and mitigation
of negative impacts. The following addresses key issues for existing businesses and neighborhoods.
Careful Land Acquisition
The rail developer must acquire private land for a variety of transit purposes, such as stations, traction power facilities, parking, station access,
and construction staging. Project design and land acquisition should be
based on a strong understanding of local assets and sensitive issues. Close
collaboration between the rail designers and engineers, construction managers, and local jurisdictions is the best way to address this issue. The least
disruptive solutions are possible if addressed early in the design process.
Once design nears completion these issues are harder to address. Because
final design is not imminent, Corridor cities have an opportunity to study
station areas and propose the best locations for land acquisition. Property
acquisition for construction staging should think through subsequent repurposing for transit-oriented development when the rail project is complete.
Construction Impacts
Rail transit brings benefits to residents and businesses alike. Some
businesses may be concerned about construction period impacts. The
following ideas can minimize construction period impacts:
 Implement physical strategies such as defined construction times,
mitigation of sound, dust, and vibration, construction techniques, etc.
to minimize disruptions to businesses, customers, or residents. Develop
communication protocols with cities and stakeholders.
66

Eco-Rapid Transit-Oriented Development Guidebook | Chapter 5: Best Practice Planning for the Corridor

 Install signage and other wayfinding techniques to support local businesses whose store access and/or parking may be affected.
 Sponsor community relations programs, impact hotlines, and other
measures to coordinate with local residential communities in all the
languages used in the community.
 Sponsor business support programs that help business address impacts
and losses. Survey impacted businesses about what kind of support
they need and hold regular meetings to address their issues on an
ongoing basis.
 Organize site visits with impacted business owners and operators to
assess the effectiveness of mitigation measures.
Spillover Parking
When park-and-ride parking demand exceeds off-street transit parking supply, other on- and off-street parking in the station vicinity may be
affected. Parking management tools can address this issue. Local jurisdictions should develop parking management plans for station areas so they
are functioning when the system begins operation. Many well-tested parking
management tools are available, including:
 On-street parking time limits
 On-street parking pricing

On street parking in South Pasadena

 Residential parking permit programs
 Gate-arm controls on off-street parking
 Permit and enforcement on open off-street parking
 Shared parking with compatible uses
 Unified management of station area and district parking through joint
powers agreement
Adding Needed Community Services
Communities may have pressing community service needs that can be
addressed in transit development. For example, sidewalk and plaza improvements may be included in the construction budget for the rail project. The
increased tax revenues brought about by greater economic activity and
development can support public investments that previously were not possible. Examples of community services include:
SEPTEMBER 2014
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 Police substation
 Open space development on construction staging parcels
 Recreational and park facilities, libraries, cultural facilities
 Public art in the station and the station area
 Wayfinding signage and district placemaking features
 Streetscape improvements, including street trees, planters, architectural
lighting, and other amenities
 Bicycle facilities improvements, including bike stations
 Daycare, elder care, healthcare facilities, etc.
 Transit parking that can support weekday evening and weekend
activities
Retaining and Expanding Existing Businesses
Existing businesses receive benefits from transit and economic development – more customers, more pass-by traffic, more local purchasing power,
ease in attracting a qualified labor force, and so on. To take advantage of
these benefits, the businesses must tailor their activities to the new markets that are created. The local city and transit developer can help with
business development training and technical assistance, facilitate access to
capital for facility and storefront upgrades, and equipment and technology
improvements.
Corridor cities can group together to contract with a Small Business
Development Center or similar group for enhanced business services. The
provider assesses business needs, develops action plans for impacted
businesses, organizes workshops, identifies new markets for businesses,
supports commercial façade improvement grants, and/or administers small
business loans.
Affordable Housing
Gentrification occurs when new development brings in more affluent groups
that displace existing residents and businesses because of rising rents. This
is an important TOD issue since households with lower vehicle ownership
benefit the most from the new transit services. New residents might not use
transit as much as the existing ones.

68

Eco-Rapid Transit-Oriented Development Guidebook | Chapter 5: Best Practice Planning for the Corridor

As the value of locations next to rail transit stations increases, a variety of
responses can be taken to:
 Require the provision of affordable housing units for new TOD housing
developments.
 Lower the cost of new housing multifamily construction by reforming development codes, such as permitted density, minimum parking
requirements, or minimum unit size.
 Preserve rental housing stock through ordinances and regulations
affecting condominium conversion.
 Lower the land cost per unit by allowing higher density and/or mixed
use development so that at given land cost is spread across more units.
 Increase the influence area of the station so more neighborhoods
receive improved transit access by implementing shuttle bus, bicycle,
walking, and kiss-and-ride improvements.

Funding and Financing Tools
As noted earlier in the Guidebook, the Corridor’s community context, needs,
and resources will determine which strategy or combination of strategies
is most appropriate for promoting economic development. This is also
the case when comes funding/financing TOD-related infrastructure and
improvements. Strong markets have more resources at their disposal than
weaker markets. Certain infrastructure components such as structured
parking might always be difficult to finance, whether due to costs and risk,
market synergies, or project dynamics. Some communities might find that
the tools are helpful but that they must overcome administrative challenges
such as statutory requirements, hiring new staff, or creating new entities
that have authority to originate the funding, enter into financing agreements, and administer the funding program. Some cities might face the
challenge of limited local capacity, such as a lack of public understanding of
the opportunity, lack of local organizations to engage and partner with, or
a lack of qualified developers. As they determine how to proceed, local governments should consider some guidelines for thinking strategically about
TOD infrastructure:

TCRT Report 102, Transit-Oriented Development
in the United States: Experiences, Challenges, and
Prospect, 2004 and FTA’s Planning for Transit
Supportive Development: A Practitioner’s Guide
(2014) provide valuable information on TOD
planning and financing.

 Have a plan that establishes a broad, long-term vision for a TOD area
yet is flexible enough to respond to a changing market cycle, funding
opportunities, and other conditions. Monitor and proactively coordinate
to allow local government to take advantage of new opportunities.
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 Think strategically about prioritizing public investments and public
funds. Start with small steps and move forward incrementally helps to
build market confidence and attract other sources of capital.
 Look for multiple funding sources.
 Look for a broad funding base, both to generate the most funding possible and to create a more stable revenue stream, which could allow the
project to get a lower interest rate.
 Look for synergies among infrastructure projects. By grouping projects
together, communities might be able to create efficiencies.
 Look for partnerships to fill the gaps left by traditional funding sources.
There is a range of funding and financing tools available to communities
located in the Corridor. Below are examples of potential tools for consideration as communities forge a common TOD implementation strategy. These
tools change frequently, so it is advisable to check current programs when
developing an economic development program.
Federal Tools
Community Development Block Grant (CDBG) Program: The CDBG Program,
administered by the U.S. Department of Housing and Urban Development
(HUD), is intended to ensure decent affordable housing, community services
to vulnerable neighborhoods, and job creation and retention of businesses.
CDBG provides annual formula grants to local government agencies and
states in several program areas. This tool is not focused on TOD infrastructure but could be used in combination with other funding and financing
tools for a larger TOD project that meets CDBG criteria.
Economic Development Administration (EDA) Grants: EDA, an agency in the
U.S. Department of Commerce, provides grants to economically distressed
communities to generate new employment, help retain existing jobs, and
stimulate industrial and commercial growth. Some EDA funding is reserved
for public works projects, which can include a wide range of infrastructure
types provided the project has an economic development purpose. Local
governments apply directly to the EDA when grants are available.
Congestion Mitigation and Air Quality Improvement Program (CMAQ):
The CMAQ program provides a flexible funding source to state and local
governments for transportation projects and programs to help meet the
requirements of the Clean Air Act. Funding is available to reduce congestion
and improve air quality for areas that do not meet the National Ambient
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Air Quality Standards (NAAQS). The CMAQ program supports two important
goals: improve air quality and relieve congestion. Additionally, MAP-21 puts
an increase focus on addressing the PM 2.5 pollutant. CMAQ funds are programmed at the discretion of Metro and may include a Call for Projects.
State Tools
Cap and Trade Auction Revenues: The adopted State Budget, recently
signed by the Governor provides $832 million of Cap and Trade proceeds
to support existing and pilot programs that will reduce GHG emissions
and meet SB 535 goals (Chapter 830, Statutes of 2012 requires that the
state invest at least 10 percent of the auction proceeds within the most
disadvantaged communities and at least 25 percent of the proceeds be
invested to benefit these communities). The California Environmental
Protection Agency, directed by SB 535, will determine the list of disadvantaged communities using CalEnviroScreen, a tool developed by the Office of
Environmental Health Hazard Assessment. According to the Governor and
State Legislature this expenditure plan “will reduce emissions by modernizing the state’s rail system including high speed rail and public transit,
encouraging local communities to develop in a sustainable manner with
an emphasis on public transportation and affordable housing, increasing
energy, water, and agricultural efficiency, restoring forests in both urban and
rural settings, and creating incentives for additional recycling.” The Budget
and SB 862 (Cap and Trade trailer bill) permanently allocates 60 percent
of future auction proceeds to public transit, affordable housing, sustainable communities, and high speed rail. An additional 40% will be allocated
to Low Carbon Transportation among other programs. Specifically the FY
2015-16 budget appropriates $130 million for “Sustainable Communities”
including funds supporting TOD. Starting in FY 2015-16, 35% of Cap and
Trade revenues will be appropriated by the State Legislature to these categories of expenditures.
Affordable Housing and Sustainable Communities Program:
Revenues to support the implementation of sustainable communities
strategies required by Chapter 728, Statutes of 2008 (SB 375), and to
provide similar support to other areas with GHG reduction policies, but not
subject to SB 375 requirements. The Strategic Growth Council will coordinate this program. Projects that benefit disadvantaged communities will
be given priority. Also, projects will reduce GHG emissions by increasing
transit ridership, active transportation (walking/biking), affordable housing
near transit stations, preservation of agricultural land, and local planning
that promotes infill development and reduces the number of vehicle miles
traveled. The Budget also provides an ongoing commitment of 20 percent
of future auction proceeds for this program and requires that at least half of
SEPTEMBER 2014
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the expenditures be allocated for affordable housing projects.
Regional/Local Tools
Measure R Sales Tax: Measure R is a half-cent transportation sales tax
approved in November 2008 by Los Angeles County voters to meet transportation needs. Collection of the tax began on July 1, 2009, for public
transit and highway purposes (rail expansion, local street and highway
improvements, traffic reduction, better public transportation, and quality of
life) for a period of 30 years. Metro is responsible for administering Measure
R revenues. Measure R revenues flow to Metro which then allocates the revenues in accordance with legally binding allocation rules and Board actions.
In FY 2011/12, for example, LA Metro projected $634.5 million in Measure R
sales tax revenue. Annual revenues are projected to grow approximately 5 to
6 percent per year over the next 10 years. To date, specific projects within
the Gateway Cities Region have received allocations of Measure R funding.
In addition, Measure R includes programmatic allocations for Metrolink capital improvements and future system improvements, a portion of which may
be allocated to Los Angeles County cities. Figure 16 shows the Measure R
Project Map.
Joint Development: Joint development is a process through which public
transportation investments are coordinated with private land development
investments to generate economic development and urban revitalization
benefits for the community and to yield a net financial benefit to the public
transportation system through increased ridership. Under joint development
agreements, public and private sector stakeholders work cooperatively in
the planning, financing, and construction of development projects adjacent
to and integrated with transportation facilities. Cities establish policy guidelines for joint development and define the public objectives to be achieved.
The value and viability of this mechanism is dependent on the ability of a
jurisdiction to provide the necessary inducements for development. These
inducements can include: land donation and parcel assembly, favorable zoning changes, low cost financing, and expedited project approvals.
Improvement Districts – Station Areas/Corridors: Improvement Districts
provide a funding mechanism whereby benefits accruing to privately owned
land from a public capital improvement are recouped in order to assist in
paying for the improvement. As such, improvement districts provide a form
of value capture finance whereby a portion of the privately accruing monetary value is recaptured.
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FIGURE 16:

Measure R Project Map

SEPT 2014
73

Eco-Rapid Transit-Oriented Development Guidebook | Chapter 5: Best Practice Planning for the Corridor

Among the main types of improvements districts are community facilities
districts (CFD)and benefit assessment districts. Both such districts generally
utilize special assessments, which are charges that government imposes
against property to recoup the cost of providing improvements to a defined
land area of district.
 Community Facility Districts: The Mello-Roos Community Facilities
Act of 1982, Gov. Code §§ 53311 ff. provides an alternative method
of financing certain public capital facilities and services, especially in
developing areas and areas undergoing rehabilitation. A local legislative
body may create a Mello-Roos Community Facilities District (or “CFD”)
within defined boundaries to finance a broad range of facilities and
services, including the purchase, construction, expansion, improvement,
or rehabilitation of any real or other tangible property with an expected
useful life of 5 years or longer which the agency is authorized by law
to construct, own, or operate, or to which it may contribute revenue.
The CFD may impose a “special tax” within the boundaries of the CFD,
which requires a two-thirds vote of registered voters. If the vote passes,
a “Notice of Special Tax Lien” is recorded, which imposes a continuing lien on affected properties. CFD’s may issue bonds secured by the
special tax. In November 2012, for example, residents of downtown Los
Angeles approved the formation of a new CFD to incur indebtedness up
to $85 million for construction of a new streetcar.
 Benefit Assessment Districts: A Benefit Assessment is a fee on properties in a specified area used to pay part or all of the cost of specific
capital improvements made within and specifically benefiting that area.
In a benefit assessment district, a connection between benefit received
and cost charged is essential, in that assessments charged in benefit
assessment districts must be proportional to and no greater than the
benefit to the assessed property.
Benefit assessment districts are a common means to finance public
improvements. In California, Metro created benefit assessment districts to pay for approximately 10 percent of the station construction
costs for the first segment of the Red Line. District boundaries are
defined by walking distance of 1/3 to ½ mile from the station centers.
Assessments ($0.43 per square foot) were charged on commercial
properties only. Other examples of benefit assessment districts can be
found in Miami, San Diego, and Denver.
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 Infrastructure Financing/Community Facilities Districts: Authorized
under California Government Code, Section 53395A, an Infrastructure
Financing District (IFD) allows for cities or counties to divert property
tax increment revenues for up to 30 years to finance road or transit
facilities. The revenues from IFDs cannot fund maintenance or operations. The city or county must develop an infrastructure-funding plan,
send copies to every landowner, and hold a public hearing. Landowners
and local agency that will contribute its property tax increment revenue
to the IFD must approve the plan by a two-thirds majority.
Community Facilities Districts (CFD) are another value capture
mechanism allowable under California law. Like IFDs, CFDs require
a two-thirds affirmative vote of qualified electors within the district
boundaries but involve the levy of an additional property tax (as
opposed to the diversion of future tax increment revenues above an
established baseline). These electors may or may not be property owners on whom the special CFD tax is levied.
After establishment of a CFD, a special tax sufficient to pay for the
stated facilities is imposed and secured by recording a continuing lien
against all nonexempt real property within the district. The resolution
establishing the tax specifies the rate, method of apportionment, and
annual rate of increase. This tax, levied annually, cannot be directly
based on the value of the property but instead take into account factors such as use of the property, square footage of the structure and
lot size.
A number of bills have been introduced in the State Legislature during
recent sessions to reform the existing law authorizing Infrastructure
Financing District (IFD). Recently, the Governor’s May revise made
several changes to the January budget proposal to revise existing
Infrastructure Finance District (IFD) Law. Under the updated proposal,
current IFD law would remain available to all cities and counties,
and the Governor’s IFD proposal would now become Enhanced
Infrastructure Financing Districts (Enhanced IFD) Law. The Governor’s
goal is to make Enhanced IFD’s more useable that the current IFD
law, including lowering the existing statutory two-thirds voter approval
requirement to create a district to 55 percent.
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 Business Improvement Districts (BID) and Property-Based BID:
Following a voting process of those to be assessed, either property
owners, business owners, or a combination of the two can levy a
special assessment to fund improvements and services that benefit a
commercial district, local businesses, and properties. These districts are
often used to fund sidewalk cleaning, trash removal, security and security equipment, special lighting, graffiti removal, parking, transportation
services, business attraction and retention, administrative services, and
other improvements beyond normal city services. Charter cities can
adopt longer-term special benefit districts and can include residential
and mixed use areas. Often the existence of a BID signals to investors
and new businesses that the area is well run and managed.
Philanthropic Sources
Foundation grants: Foundations, including private foundations and public charities, are non-governmental organizations that make grants with
a charitable purpose. Studies have found that foundations are interested
in supporting TOD. Most of their funding to date has provided affordable
housing or social services around transit facilities or even funded the transit
itself. However, they may also be open to funding the infrastructure to support TOD.4
Program-related investments: Foundations make program-related investments to support their philanthropic mission and leverage their donations.
Unlike grants, foundations expect program related investments to be repaid,
although production of income or appreciation of property cannot be a significant purpose. Program-related investments allow the recipient to borrow
capital at lower rates than might otherwise be available. For the funder, the
principal benefit is that the repayment or return of equity can be recycled
for another charitable purpose, assuming the investment is repaid. Many
program-related investments in the past have supported affordable housing
and community development.

4
Convening on Transit Oriented Development: The
Foundation Perspective. Prepared for Center for
Transit-Oriented Development, Living Cities, and
Boston College Institute for Responsible Investments.
February 2009
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 Lower the land cost per unit by allowing higher density and/or mixed
use development so that at given land cost is spread across more units.
 Increase the influence area of the station so more neighborhoods
receive improved transit access by implementing shuttle bus, bicycle,
walking, and kiss-and-ride improvements.
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The previous chapters present many ideas and opportunities for transit and
economic development investment. This section synthesizes that material
into a “top-ten” list of winning strategies for Corridor cities. The top-ten list
should be tested against local realities, used and modified for local contexts,
and considered for adoption as a guidance document by Eco-Rapid Transit.

Top-Ten Winning Strategies
The consulting team for this project considered local opportunities and challenges, research on successful TOD strategies, and input from stakeholders’
site tours. The “top ten” winning strategies best realize the combined economic and transit development possibilities of Eco-Rapid Transit. Table 9
lists those strategies, providing a strategy summary and a brief discussion.

Holly Street Village, Pasadena

These winning strategies are a starting point for Corridor cities to consider
the ways in which they work, individually and collectively, to advance the
Eco-Rapid Transit investment and economic development.
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Table 9:
Top-Ten Winning Strategies

Strategy
1

Provoke vision.

Generate a compelling vision
to prioritize TOD. Corridor-wide
and local visions inspire change.

Advice/Discussion
A vision should compel private and public stakeholders to
stretch and focus on the future with a realistic sense of
local context and market opportunities. There should be an
ongoing “conversation” between an Eco-Rapid Transit Corridor
vision and local city visions. Clear, inspiring visions create
a predictable investment environment and help brand the
Corridor in a way in which local residents and businesses see
opportunity and outsiders see investment. The vision should
be actionable and suited to the time frame for building EcoRapid Transit and the TOD around it. Realistically, there may be
multiple visions among cities and stakeholders; efforts should
be made to seek points of agreement and commonality.

2

Stimulate investment.

Support strategic partnerships
and investment in transit and
station-focused economic
development.

Make Eco-Rapid Transit a “no brainer” for transit investment
and economic development through planning, design
guidelines, and public investments that provide developers
with certainty. Show transit agencies and the business
community that investment is cost effective and promotes
social justice. Find development partners that are qualified
and experienced. Coordinate with Metro-led and city-led
joint development projects using tools such as tax-sharing
to support optimal station roles or land assembly and value
capture techniques. Remove impediments to development.

3

Follow the money.

Leverage local assets with
resources from other public
agencies and the private sector.

Local plans, programs, and projects should develop
partnerships and spur success in attracting external funds.
Engage local business groups, non-profits, other government
agencies, and foundations in funding project enhancements
that improve communities and stimulate private investment.
Identify TOD opportunities in capital improvements and
housing programs. Differentiate the Corridor from other
non-Corridor locations through branding and highlighting
opportunities for access and economic development.

4

Engage in transit
design.

Demand the highest standards
of Metro planning for ridership
and design integration - early
definition improves outcomes.

Evaluate Metro’s design/construction standards for
applicability to Corridor stations and adjacent streets.
Advocate for changes needed to fit Corridor conditions.
Collaborate with Metro so that decisions on land acquisition,
station and alignment design, grade crossings, and service
plans support sustainable economic development goals.

5

Prioritize placemaking.
Design places for specific
station roles. Base TOD plans
on local markets and Corridor
needs, using station types
that distinguish among local
markets.

78

While supporting a Corridor strategy, transit and economic
development strategy should vary station to station. Consider
employment-based, shopping-based, and residential TODs,
along with various mixes of those types. Also, determine
stations that are commuter-oriented for park-and-ride access
versus those that are destination-oriented for prioritized
placemaking and community uses. Undertake location and
market analyses to determine the role of each station.

Table 9 continued:
Top-Ten Winning Strategies

Strategy

Advice/Discussion

6

Plan to stay.

Make life better for current residents and businesses. Address
existing problems and ensure
that TODs include community
serving uses.

Work to solve pressing issues for existing residents and secure
new investment. Reduce gentrification by including affordable
housing in TOD housing. Provide needed community uses as
a complement to private development, such as community
health centers, parklets, day care facilities, libraries, education
or job training facilities. Show progress on current problems
and generate hope and an embrace of change. Create a
sustainable, healthy community with good paying jobs and
housing for all, with special emphasis on those with the fewest
resources and choices. Improve accessibility by all modes.

7

Enhance connectivity.

Promote multimodal and active
transportation. Support transit and active transportation
directly and by leveling the
playing field with the car.

Evaluate current street standards and make modifications
needed to support complete streets. Improve multimodal
access (car, bus, bicycle, pedestrian, etc.). Include signage and
way-finding as part of the planning process. Manage road
and on-street parking use. Reform parking requirements as
appropriate. Build ridership potential by improving bus service.
Increase access between the stations and neighborhoods: jobs,
homes, schools, health providers, day care, recreation and
shopping. Pursue financial support for active transportation
projects.

8

Engage communities.

Develop a broad coalition of
residents, agencies, businesses,
and community organizations
to plan and succeed.

Identify local champions and community–based organizations
to support TOD. Respond to their aspirations and concerns.
Take advantage of grant resources to support TOD
infrastructure, housing, economic development, etc. Seek to
strengthen neighborhoods and benefit existing residents as
TODs are built.

9

Provide early wins.

Achieve wins and engage in
continuous planning. Show
progress and revise plans
to respond to the dynamic
environment.
10

Innovate, plan, and
empower.

Employ best practice planning
tools, but get out of the way
when appropriate. Ensure
that plans and everyday city
decisions allow for grass roots
innovation.

Implement high-visibility pilot projects to show that change
is possible. Plan for a dynamic future that reflects changing
markets and community opportunities. Make sure that plans
are living documents, not sitting on a shelf. Expect revisions
and reconsiderations as implementation proceeds. Consider
a time sequence and market evolution. Build on existing
developer interest and favored market types. Seek developers
with a long-term perspective on rate of return.

Prioritize city decisions to support TOD, ranging from
infrastructure upgrades to economic development strategies.
Adopt innovative regulatory mechanisms such as mixed-use
zones, incentive-based regulations, etc. Review codes and
regulations to determine if they are impeding TOD; reform as
necessary. Allow design variation to create authentic districts
that attract people. Be open to new trends in “do-it-yourself”
urbanism (i.e., where residents and community groups develop
and implement community initiatives).
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Implementation Tools
Strategies do not implement themselves. Table 10 summarizes tools that can
be used to implement the strategies just presented. The list is not comprehensive but intended to stimulate consideration of a wide range of ways of
achieving a winning Corridor strategy.
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Table 10:
Tools for the Top-Ten Winning
Strategies

Strategy
1

Provoke vision.
Generate a compelling vision to prioritize
TOD. Corridor-wide and local visions
inspire change.

2

Stimulate investment.
Support strategic partnerships and
investment in transit and station-focused
economic development.

3

Follow the money.
Leverage local assets with resources
from other public agencies and the
private sector.

4

Engage in transit design
Demand the highest standards of
Metro planning for ridership and design
integration - early definition improves
outcomes.

5

Prioritize placemaking.
Design places for specific station roles.
Base TOD plans on local markets and
Corridor needs, using station types that
distinguish among local markets.

6

Plan to stay.
Make life better for current residents
and businesses. Address existing
problems and ensure that TODs include
community serving uses.

7

Enhance connectivity.
Promote multimodal and active transportation. Support transit and active
transportation directly and by leveling
the playing field with the car.

8

Engage communities.
Develop a broad coalition of residents,
agencies, businesses, and community
organizations to plan and succeed.

9

Provide early wins.
Achieve wins and engage in continuous
planning. Show progress and revise plans
to respond to the dynamic environment.

10

Innovate, plan and
empower.
Employ best practice planning tools,
but get out of the way when appropriate. Ensure that plans and everyday
city decisions allow for grass roots
innovation.

Tools
K^h^dc^c\hZhh^dch
8]VggZiiZhVcYYZh^\cXdbeZi^i^dch
8ddgY^cVi^dcXdbb^iiZZhVcYiVh`[dgXZh
GZ[^cZbZcid[8dgg^Ydgk^h^dchiViZbZci0VYdei^dcd[adXVa_jg^hY^Xi^dck^h^dchiViZbZcih
9^[[ZgZci^ViZi]Z8dgg^Ydgk^h^dc[gdb\ZcZg^XID9idYZ[^cZ`ZnbVg`Zic^X]Zh
6aadl[dghbVaaZg$cdc"XdbegZ]Zch^kZk^h^dch^[Xdc[a^XihVbdc\hiV`Z]daYZghegZkZciV
sweeping vision
BVg`Zi^c\VcYWgVcY^c\
GZ\jaVidgngZ[dgb
9ZkZadebZci^cXZci^kZh
H^iZXaZVc"jeVcYgZbZY^Vi^dcVhh^hiVcXZ
AVcYVhhZbWan$dei^dch$aVcYWVc`^c\
?d^ciYZkZadebZcidchiVi^dcegdeZgin
BVg`ZicZlAdh6c\ZaZhVXXZhh^W^a^inegdk^YZYWn:Xd"GVe^YIgVch^i
KVajZXVeijgZiZX]c^fjZh
:hiVWa^h]hjhiV^cVWaZXdbbjc^i^ZhVcY$dgID9[jcY
BZigd[jcY^c\VcY\gVcih
H86<\gVcih
HiViZhdjgXZh!Z#\#!XVeVcYigVYZ
;dXjh;ZYZgVagZhdjgXZh!Z#\#!897<
HiVi^dcadXVi^dchi]VibVm^b^oZg^YZgh]^e
HiVi^dcYZh^\chiVcYVgYh
>ciZ\gViZYhiVi^dcVXXZhheaVcc^c\
<gVYZXgdhh^c\h$dkZgeVhhZh
EZYZhig^VchV[Zin
Eg^dg^i^oZYhiVi^dc[jcXi^dcVcYgdaZ
7jh^cZhh^cXZci^kZh
=^hidg^XgZhdjgXZhVcYgZjhZdeedgijc^i^Zh
GZkZcjZh]Vg^c\idVYYgZhhiVm^bea^XVi^dchd[eg^dg^i^o^c\hiVi^dch
IgjX`igV[[^XeaVch^chiVi^dcVgZVhi]VihZgkZ^cYjhig^VajhZh
6[[dgYVWaZ]djh^c\#
8dbbjc^inhZgk^XZhVcY[VX^a^i^Zh!hjX]VhX]^aYXVgZ#
IgV[[^XVcYeVg`^c\bVcV\ZbZci#
?dWYZkZadebZci^cigVch^i"hZgkZYadXVi^dch
Ldg`[dgXZYZkZadebZciiVg\ZiZYid8dgg^Ydg^cYjhig^Zh
7jhigVch^i^begdkZbZcihid_dWXZciZghVcYVadc\i]Z8dgg^YdgWZ[dgZgV^a^h
implemented)
Cdc"bdidg^oZYigVchedgiVi^dc^begdkZbZcih
EVg`^c\gZfj^gZbZcigZ[dgb
H]VgZYeVg`^c\
6XXZhh^W^a^inhiVcYVgYh^chiVi^dcVgZVh
8dbbjc^indg\Vc^oVi^dchVcY^chi^iji^dchdjigZVX]
GZ\jaVgjeYViZhdcegd_ZXiegd\gZhh
>ciZgV\ZcXnXddgY^cVi^c\\gdjeh
9ZbdchigVi^dcegd_ZXih
EaVcc^c\Vh^[:Xd"GVe^YIgVch^i^hVagZVYni]ZgZ
:kVajVi^dcVcYdc\d^c\VY_jhibZcihideaVch
Bjai^_jg^hY^Xi^dcVaXddgY^cVi^c\WdY^Zh!l^i]Vhh^\cZYhiV[[
BVcV\ZbZcihigViZ\^ZhidhdakZegdWaZbh[dgl]^X]XVe^iVa^begdkZbZcihVgZcdinZi
possible, e.g., shared parking
HiVi^dcBVhiZgEaVch!HeZX^[^XEaVch!dkZgaVnodcZh!HiVi^dc6XXZhhEaVch!VcY$dgG^YZgh]^e
Development Plans as appropriate
B^mZYjhZodcZh![dgb"WVhZYXdYZhdg]nWg^Yh
Odc^c\^cXZci^kZh[dgYZch^in!V[[dgYVWaZ]djh^c\!b^mZYjhZ!ZiX#
IgVcheVgZciVcYZVh^anVYb^c^hiZgZYYZh^\c\j^YZa^cZh
:meZY^iZYWj^aY^c\eZgb^ih[dg\gZZcYZkZadebZci!ID9
GZ[dgbZYeVg`^c\gZfj^gZbZcih
6XXZeiVcXZd[ede"jejgWVc^hb!^#Z#!iZbedgVgnjhZh!Xdbbjc^inaZY^begdkZbZcih
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Is it worth devoting scarce local resources to planning for Eco-Rapid
Transit when there is no guarantee of funding and completion date? Can
planning be effective when there is uncertainty about the real estate
market conditions that will exist when the project opens? These are great
questions. The answers are: yes and yes. Even if there was no Eco-Rapid
Transit proposal, it makes sense to plan for economic development, and
it makes sense to cluster development around transit. It makes sense for
Corridor cities to collaborate and to consider strategy and market feasibility
in the larger Corridor perspective. In short, Eco-Rapid Transit provides the
pretext, but cooperative planning with a Corridor perspective is the best
way to move forward for every conceivable future scenario.
New perspectives on communities, growth, and economic development
should be considered by elected officials, city officials, residents, developers,
property owners, shop owners, and transit operators in the Eco-Rapid
Transit Corridor. The Corridor’s density calls for mobility options that do
not require a private automobile because there is simply not enough land
to continue with an automobile-first approach. Cities will not improve their
tax base if too much land is devoted to automobile-serving uses such as
parking. Economic development means better use of scarce land resources,
uses that generate positive tax revenues. And finally, environmental quality
and livability will be the elements that separate the leading communities
from those that lag.
This is a call for action for the Eco-Rapid Transit Corridor cities. Eco-Rapid
Transit is an opportunity that comes around a few times in a city’s history.
It is time to collaboratively plan for the Eco-Rapid Transit Corridor, TOD, and
economic development!
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Letters from Eco-Rapid Transit Members
Bill Rawlings, City Manager of the City of Artesia graciously provided a
summary of the Artesia International Downtown Promenade and how the
Guidebook creates a vision to work together and develop a coordinated,
complimentary and comprehensive station planning process while
maintaining and enhancing the unique station areas in the corridor.
The City of Santa Clarita took the opportunity to review the Guidebook and
commented that the Guidebook is consistent with adopted City zoning and
development polities around the City’s existing and future rail stations and
supports the City’s General Plan vision of transit oriented development and
walkable communities in appropriate areas.
We appreciated the efforts of our members to provide input and work
with us in the development of the Guidebook and want to acknowledge
the valuable contributions of the City Working Group, which consisted of
staff in the southern project area (see attached letter from René Bobadilla,
Chairman of the City Working Group).
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August 13, 2014
Transit Oriented Development Guidebook
As Chair of the City Working Group, I want to thank the members of the working group for all their help. Their
dedicated participation in a series of meetings, reviewing the Transit Oriented Development (TOD) Guidebook and
providing valuable guidance was greatly responsible for the development of this Guidebook. Their ability to integrate
the corridor and local level make this Guidebook a useful tool for our communities.
I also want to thank Eco-Rapid Transit staff and the team of consultants and stakeholders who participated in the
creation of this Guidebook. I know they used a very creative approach and all of their experience to create this
product. We are very fortunate to have them working for us and using their experience and professional ability to
integrate land use, economic development and the Eco-Rapid Transit corridor.
The Guidebook is the first step in developing a comprehensive planning and economic development program that
responds to potential transit oriented development opportunities in the Eco-Rapid Transit corridor. Development
of the Guidebook brought us together and will create joint development and partnership opportunities. Early TOD
planning creates immediate opportunities to update local plans, development guidelines, and zoning regulations. It
prepares us for quality economic development taking advantage of current and future transportation systems and
improvements.
The Guidebook is an important tool to link land use planning, economic development and transit investment. Timely
planning for Transit Oriented Development can increase the corridor’s competitiveness to attract public and private
sector investment.
Dr. Rick Willson, primary author of the Guidebook, rightfully stressed the importance of us working together in the
corridor to develop a framework while allowing us to build local TOD strategies.
This Guidebook starts us in this direction.The Guidebook is the call to action to start coordinated planning now
to implement the corridor-level strategies at the local level and be prepared to maximize the upcoming Eco-Rapid
Transit investment.Continuing our close working relationship with the Metro supported Gateway Cities Council of
Government’s Strategic Transportation Plan process, will enhance the integration of our TOD planning into this
important Sub-regional initiative.
Let me add that we are very grateful to Metro for funding development of the Guidebook and supporting our
stakeholder outreach efforts. We look forward to continuing our partnership with both Metro Board members and
staff.
As the Chairman of the City Working Group and City Manager Representative of Eco-Rapid Transit, I am excited to
be part of this planning effort and look forward to implementing the Guidebook.
René Bobadilla
City Manager Representative
Chairman, City Working Group
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