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TOD - Transit Oriented Development 
TOD projects is distinguished by two key characteristic, they are 

pedestrian-friendly, mixed-use developments within walking distance of a 

rail transit station and a core commercial area (Goodwill & Hendricks 

2002). The main purpose is to decrease car dependency by encouraging 

use of alternate types of transportation such as transit, walking, and 

biking. Auto-oriented land uses are discouraged, such as drive in 

restaurants and gas stations. TOD encourage a mix of land uses, including: 

retail, office, housing of various types and prices, and community services 

as, for instance, childcare, schools, libraries, public services, local 

government offices, and community parks. 

Central to TOD is a transit station, dense building structure is surrounding 

the station and decreasing density as it spreads outward (Goodwill & 

Hendricks 2002). The streets are connected, attractive, convenient and 

safe.  

The parking-ratio in TOD areas is typically lower compared to suburban 

development (Goodwill & Hendricks 2002). Rather than large parking lots, 

parking is shared and located on street, behind buildings and 

underground. 

Advantages of TOD 

Many studies show that TOD has benefits for transit, including increased 

transit ridership and more efficiency in transit service (Goodwill & 

Hendricks 2002). One study showed that people are six times more likely 

to commute to work by transit if they are living near a transit station 

compared to other people in the same region.  

TOD can be beneficial to local governments. Properties close to stations 

often increase in value. Higher property value combined with increased 

economic activity lead to a larger tax base. Compact development also 

saves infrastructure.  

 TOD reduces the car dependency, shortens travel time and distances and 

reduces congestion and air pollution. For instance, residential 

development close to the Pleasant Hill BART station in suburban San 

Francisco has proven to generate 52 percent fewer trips made by car 

compared to other residential areas, and offices generate 25 percent 

fewer trips than average.  TOD increases accessibility also outside the 

TOD area; transit connects residents and workers to the whole region. 

Illustration of a pedestrian friendly, mix used and transit oriented community 
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Finally, TOD gathers people and build up a sense of community by 

reestablishing places that serve as town squares. 

Trends in the USA Supporting TOD 

There are four major trends in the US that have pushed the TOD forward 

(Goodwill & Hendricks 2002). First, public policies and laws have 

promoted transportation integration with land use planning. New policies 

have rewarded transit-supportive local development and projects 

attention has been given to projects that promote and land use 

coordination. Second, there is a shifting trend in demographics. An 

increase of smaller households is forming new markets for transit-based 

housing. Third, there are people who make a choice to live near transit to 

facilitate their daily travels. Fourth, companies are moving to transit 

station areas to offer employees further commuting and housing choices. 

Six Performance Criteria for Successful TOD 

Following are six performance criteria that can be used for evaluating 

TOD projects (Goodwill & Hendricks 2002). 

First, Projects with TOD must be realistic financially. Public and private 

investors must receive return on investment. The return comprises of 

more tax income for local governments due to more taxpayers as a result 

of denser building structure, higher property values and increased retail 

sales. Other financial return TOD brings is a higher return for the 

developer, commute times decrease, employee access improves and the 

transit revenues from ground leases and fare boxes increases. 

Second, a TOD neighborhood needs to be location efficient.  Location 

efficiency in its turn results in more types of transportation, making 

driving optional instead of necessary. 

Third performance criterion to be evaluated is the direct and indirect 

value that must be recaptured. For instance, location efficiency results in 

household savings. For instance, reduced spending on transportation can 

result in greater spending on other options. 

Fourth criterion is livability. Measures of livability related to TOD consist 

of improved air quality, lower gas consumption, increased mobility 

choices, less congestion, personal time savings due to shorter commutes, 

improved pedestrian access, improved public health and safety, and 

improved economic health. 

Fifth criterion to be evaluated is level of choice; TOD should contribute to 

more choices in comparison with traditional suburban development, for 

instance a larger range on prices of housing and retail  

Sixth, the land use patterns must be effective. For instance, less loss of 

farmland and open space is a result of efficient regional land use. 

Features to Consider in TOD projects 

 
• TOD scale: Transit station should be located within convenient walking 

distance (400-600m). The area surrounding the transit station extends up 

to 1.6 km (Metropolitan council, 2006). TOD along bus corridors is usually 

smaller and narrower than along transit ways, because of lower capacity, 

frequency and higher amount of stops. 

• Block size: Small blocks create quick pedestrian access (Metropolitan 

council). When the blocks are unavoidable large, pathways through the 

blocks break up the scale and provide better public access. As a rule of 

thumb, block sizes for residential uses should not exceed 3 acres and for 
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employment uses at rail based TOD areas the size should not exceed 7 

acres. 

• Land-Use Densities: The density must be high enough to support transit 

services (Metropolitan council). For Residential densities along bus routes 

a minimum of 7 to 12 units per acre are required. To support rail service 

at least 20 to 30 units per residential acre is required. Commercial land 

uses in TOD areas are generating more employment opportunities and 

more jobs within walking distance to transit. Mixed use development 

with retail at ground floor and office space at upper levels is a suitable 

land use for TOD areas. 

• Destination Magnets: A mix of retail, residential, commercial and civic 

uses create a center of activity for the neighborhood (Metropolitan 

council). As a rule of thumb, 10% to 40% of a total TOD area is preferably 

mixed use. In the central part 40% of the land should be used for retail. 

Residential types is mixed which adapts better to the shifting housing 

market and helps speed up absorption rates in new and redeveloping 

areas. Residential uses provide eyes on the street after working hour, 

promoting safer environments. Public spaces and civic uses are 

destination magnets; they are also adding value to properties. Small parks 

and plazas can be added throughout the whole TOD area, as a rule of 

thumb at least 10% of a total TOD area should be used for civic uses.  

• Creating an Attractive environment for pedestrians: Involves design, 
scale and quality of buildings, streets and landscaping (Metropolitan 
council). It also includes creating connected bicycle paths and bicycle 
parking. 
 
• Design for Climate: Trellises, trees, arcades, awnings and other types of 
overhangs on buildings create shelter from snowy winters and hot 

summers (Metropolitan council). The buildings placement and design 
need to be adapted to snowy winters, providing place for snow so that 
pedestrian paths are not interrupted by snow banks. 
 

▪ TOD Transit facilities should include: Sufficient lighting, possibility for 

visual surveillance from nearby streets and buildings and comfortable 

features. They should harmonize the architectural characters of the 

neighborhood, contain attractive plazas and landscaping. They should 

include designed public landmarks, bicycle storage, display monitors for 

arrival information and transit system maps including connecting routes.  

Finally, transit facilities should be level free of barriers to improve 

accessibility. (Metropolitan council 2006). 

▪ PARK-AND-RIDES:  Are generally not the ideal solution of TOD areas 

because they have a low intense land use (Metropolitan council). Though, 

they can be suitable in some special circumstances such as in locations 

where the developable area is limited by busy highways or other 

obstacles and the land is more appropriate for park-and-ride lots. Surface 

park-and-ride lots can also have a temporary use, as the area develops 

and become denser the park-and-ride lot can be in filled with buildings. 

Another solution is linear parking at streets with rows of diagonal parking 

running next to light rail tracks or along linear parks adjacent to transit. 

Linear parking will not prevent denser alternative uses or pedestrian 

access.  Park-and rides as structured parking can be built where park-and-

rides are inevitable within pedestrian-oriented districts. Pedestrian-

friendly environments are created by providing ground-floor space for 

retail or other uses and where the parking is above-ground. 
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Challenges and Solutions in Achieving TOD 

Even though the benefits with TOD are many, it is still not commonly 

practiced. Conventional suburban development is still much more 

common in the US (Goodwill & Hendricks 2002). There are several 

challenges faced in order to achieve a transit oriented development. 

Many developers experience a financial risk and aren’t always convinced 

that TOD is profitable and some conservative lending institutions believe 

auto-oriented development has a higher financial return (Goodwill & 

Hendricks 2002). TOD can lower infrastructure costs in the long run, but 

the initial investments cost are high and there is no single source of funds 

for TOD. 

One of the main challenges is the fact that most municipalities don’t have 

the regulatory framework to support TOD (Goodwill & Hendricks 2002). 

The zoning ordinances and land development codes support conventional 

suburban development by restricting necessary development density 

required for TOD. High minimum parking requirements, height 

limitations, minimum front setbacks on buildings, land use which doesn’t 

allow mixed use development are examples of such limitations. 

Another challenge to TOD is community resistance (Goodwill & Hendricks 

2002). Residents are concerned over lowered property values, increased 

congestion etc. This stand in contrary to the performance criteria listed 

above. The benefits from TOD are abstract and collective rather than 

concrete, individual homebuyer may not see the bigger picture. 

Individuals will make the decision of buying a home based upon the 

individual and specific benefits attained.  

The lack of transportation choice is more of a problem for individuals with 

lower income (Goodwill & Hendricks 2002). Middle class persons who live 

in suburbia have already chosen how they want to live. Usually many of 

today’s homebuyers grew up in suburbia and do not recognize lack of 

transportation options as a problem. Homebuyers want the space that 

low density development offer. A challenge for TOD is to appeal to the 

individual homebuyer in order to compete with suburbia.  

There are many measures communities can take to promote TOD, 

though TOD may not be the right solution for every single location 

(Goodwill & Hendricks 2002). The municipalities can apply financing 

methods for Transit Oriented Development. Federal funding for capital 

infrastructure and mechanisms for engaging the private sector can be 

used for TOD purposes. 

Local governments can support TOD by providing different measures of 

incentive to attract developers investing in transit oriented development 

(Goodwill & Hendricks 2002). Tax exemptions, a rapid permit review 

process, density bonuses, or a reduction or waiver of certain 

development fees are examples of such incentives. 

TOD involves many different stakeholders with conflicting agendas 

(Goodwill & Hendricks 2002). Communication and coordination between 

stakeholders throughout the whole process of TOD can lead to mutually 

beneficial outcomes and less conflicts 

Land use regulations can be tailored to promote TOD when zoning and 

land use regulations are in conflict (Goodwill & Hendricks 2002). Methods 

that can be used are overlay zoning, creating completely new zone 

classifications and establishing more districts that support TOD. 
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Another measure communities can take to encourage transit in future 

development plans is to apply transit supportive design guidelines 

(Goodwill & Hendricks 2002). The aim is to letting the involved parties 

(architects, planners, landscape architects, engineers, local officials, and 

developers) know the benefits of transit. The guidelines are used 

throughout the projects design and development process. 

A key element in creating successful TOD in established communities is 

managing parking and making the communities pedestrian friendly, this 

motivates residents to choose transit over car (Goodwill & Hendricks 

2002). Development can be located around Park-and-ride lots, 

concentrating development around transit. 

Community planning should designate future transit corridors prior to 

approving development (Goodwill & Hendricks 2002). The transit services 

should be incorporated into the design stage of future development. 

Transit plans for the redevelopment can include dense, well-connected 

street system to promote a balanced transportation, timely bus routes, 

trolleys and provisions for future light rail linking communities and 

connecting them to downtown. 

Development of suburbia has had significant impacts on the providing of 

transit services (Goodwill & Hendricks 2002). Transit routes are 

traditionally arranged in a radial network, this structure alone is not 

enough to serve suburban communities. High speed express bus between 

suburbs can be an option to link them together, designated “HOV” lanes 

for public transport, allowing buses to bypass traffic congestion, is a mean 

to compete with cars in terms of commuting time and comfort.  

Local area circulators and shuttles can supplement line-haul routes in 

places where the development has a low density or roadways are 

discontinuous (Goodwill & Hendricks 2002). The smaller shuttles 

transport people to different neighborhood destinations, stopping at 

designated hubs where commuters can connect to line-haul bus routes. 

Sponsors and employers may subscribe shuttle services through contract 

with transit agencies, offering bus services to a closed group of 

commuters. 

Bus services may also be more attractive as a result of new advanced 

technology (Goodwill & Hendricks 2002).  “People trackers” is tripped 

light beam or pressure on a floorboard that to keep track on new riders, 

the information can them be used to figure out the most suitable number 

of routes and size of bus. In Montgomery County bus ridership went up 

20 percent after improvements on buses that included installing GPS on 

the buses. For instance, if a bus is late the device can direct the driver to 

skip stops or if there is traffic problems the dispatcher is able to give the 

driver directions to avoid congestion. The GPS has also helped transit 

agencies to come up with more efficient routes and schedules due to its 

ability to constantly track the buses. The transmitted GPS data is also 

being used at bus stops, projected on displays informing commuters 

much time it will be until next bus arrives.  Websites can be used to 

provide commuters with information on routes, schedules, trip planners, 

service changes, and transit news. The information can be accessed 

through the commuter’s personal mobile device, which leaves a great 

potential for further development in the future. The system could 

eventually be smart enough to automatically track individual’s location 

through their mobile devices, so the commuters would just need to type 
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in on their mobile phone where they want to go and immediately find out 

how soon the custom-programmed bus need to get there. 

Monetary incentives can be used as motivation to encourage TOD, such 

as the LEM program (Location Efficient Mortgage).  The program includes 

larger loans and lower down payments are granted for those who choose 

to live in close to public transit and retail and employment centers 

(Goodwill & Hendricks 2002). The program is basing its calculation on 

how much households can save per year by using transit, which increases 

their buying power and credit extension. The advantages of LEM is that it 

creates a personal benefit for people to chose transit;  while speaking 

about TOD in general take more account of the common good, LEM is a 

incentive for individuals. 

Another solution to reduce the number of trips made by automobiles is 

to offer car sharing programs (Goodwill & Hendricks 2002). Studies show 

that transit trips making increases after joining a car sharing program. The 

idea is that members will be able to reserve a car and use it for as little as 

an hour or several days. 

50 years of suburban development has created the challenges of building 

transit oriented development, though it is very likely that existing suburbs 

will start to undergo redevelopment and the process of building suburbia 

is slowed down (Goodwill & Hendricks 2002). As more TOD homes is built 

and advertised, the awareness of its benefits will increase encouraging 

further TOD property purchases. To make TOD compete with suburbia it 

must offer suburban qualities such as space and privacy, yet provide 

stimulation that suburbia cannot such as culture and broad range of 

services. There is often a general lack of understanding of TOD. Public 

education can be used to overcome community resistance for building 

TOD in existing neighborhoods. Public involvement in the planning 

process addresses concerns, gathers input and also educates 

stakeholders and residents about the opportunities and challenges transit 

imposes. 

Walkable Communities 

Walkable communities are characterized by a connected street grid which 

eases the traffic on a single street by dispersing it (Envision Utah 2002). A 

road that is heavily impacted by traffic becomes barriers to pedestrians.  

 

  
Example of a poorly connected pedestrian path in Salt Lake 
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There is often transit that ties into the center of a walkable community 

(Envision Utah 2002). Pedestrian and bicycle access to the transit should 

not be interrupt by obstructions such as parking lots or busy roads. The 

pedestrian and bike paths to the transit stops should be designed to 

minimize travel distance. The building structure in a walkable community 

is dense, generating people. More costumers encourage increased level 

of service as the number of destinations increases.  

Walkable communities have a human scale and the environment is 

interesting (Envision Utah 2002). Parking lots and empty spaces next to 

the street reduces the sense of place. Buildings are set close to the street 

creating narrower streets which enhance the relationship between 

private and public spaces. Narrow streets also slow down traffic and 

minimize crosswalk distance for pedestrians. In a pedestrian friendly 

environment building entrances are facing the street. In areas with retail 

at bottom floor, the sidewalks should be wide enough to give room for 

outdoor activities such as restaurants. Landscape frontage may also help 

framing a street but it can also lead to the feeling of insecurity. Envision 

Utah recommends that walls and hedges should be maximum 90 

centimeters tall and that trees should be planted 9 meters apart to create 

visual surveillance and at the same time still frame the street. 

Walkable communities are mixed use, with a diversity of destinations 

(Envision Utah 2002). Retail, offices and houses have different parking 

demand curves. For instance parking for office is on the highest demand 

Monday to Friday between 8 am to 5 pm, while the demand for house 

parking is reverse. This makes shared parking successful in mixed use 

areas. And even though people sometimes arrive by car, the car is left on 

separate parking areas or along on a street parking that doesn’t interrupt 

with pedestrian paths.  

Parking zoning regulations often require more parking space than the 

demand (Envision Utah 2002). Standard suburban commercial 

development is designed to meet the peak demand on the 5th busiest day 

of a year, which means 15- 20 percent more than what is needed in the 

busiest time of an average day. Parking standards in Utah ranges between 

4-5 spaces per 1000 square feet, which equals about 100 square meters. 

Parking standards in Sweden varies, for Lund it is 0, 9/100 square meters 

for multifamily residents, which means about 0, 9/1000 square feet (Lund 

2009). A conclusion drawn from this is that parking standards in Lund is 

about 5 times lower than in Utah. Envisioning Utah recommends that 

parking can be lowered to 2.5 spaces or less in pedestrian friendly areas. 

The current standard parking ratio leave 50 percent of parking empty for 

50 % of the year (ULI 1999) Parking standards influence the walkability of 

an area, large parking lots separates buildings, increase walking distance 

which has a negative effect on retail businesses and decreases density. 

Less parking space enable a more walkable development in areas served 

by transit. Buildings and streets that are attractive and pedestrian-

oriented encourage people to use the transit by making the walk 

between station and destination more enjoyable.  

There are locations in the city that is still pedestrian friendly; the Avenues 

town district is a popular area for walking (Envision Utah 2002). The 

neighborhood has several destinations, small blocks, green canopies of 

trees, a variation of housing options and a diverse population.  

Historically Salt Lake City was a walkable city, containing traditional mix 

used buildings (Envision Utah 2002). In the 1950’s, impact of cars led to 

the decline of downtown. During the last 50 years the suburban world 

spread out. The retail was adapted to the new form of development, 

during this period of time strip malls and big supermarkets was 



35 
 

established. The urban sprawl have many disadvantages:  It creates car 

dependency which makes service hard to access for everybody who does 

not own a car.  Furthermore, car dependency increases the level of 

carbon dioxide; it is time consuming for residents to drive between 

locations; it decreases the level of every day exercise and finally it 

undermines the city core and reduces the number of spontaneous 

meetings between people.   

A basic characteristic of Auto-Oriented Design is the uniform design of 

the stores; the chains look similar with little adjustments to local 

conditions (Envision Utah 2002). Most shopping malls are built in so 

called “greenfield development” “virgin land”, in places that haven’t been 

developed before where land is cheap. The businesses are equipped with 

big parking spaces close by to minimize walking distance; the businesses 

are performing best when they are visible and accessible along a street 

that carries heavy traffic. The buildings are often cheap and of low 

quality, built with low density.  The character of pedestrian-friendly 

commercial is different; advertise is aimed for passing pedestrians. Shop 

windows play an important role in advertising goods. More pedestrian 

attracts even more pedestrians, the presence of many pedestrians create 

a safe feeling. In auto design the goal is to be a solitary driver. The 

building structure is dense because many small businesses depend on a 

broad range of potential customers, as a result the entire business district 

benefits in having a common agenda to attract customers.  

 
Auto-Oriented Design at North Temple 

 
Envision Utah points out that it is possible to turn an auto-oriented design 

to a walkable design (Envision Utah 2002). This can be done in four steps. 

In the first step facilities for pedestrian access is added, such as crossings 

or sidewalks. Step two is an integrated pedestrian design, where buildings 

are close to the street and pedestrians have the same importance as the 

car. In this stage, the buildings may still look auto-oriented but parking is 

decreased and walking distance shortened. Parking areas can be 

transformed to building lots and landscape buffers are added. Step three 

is to promote pedestrian design. This includes exterior architecture that is 

more appealing, the doors and windows are facing the streets creating a 

human scale, the façades are broken up with details making longs walls 

look less massive and giving the impression of smaller shops. Step four 

consists of storefront commercial. The sidewalks have room for outdoor 

seating, the streets are narrow and there are quiet places for plazas. A 

mixed use structure at this stage promotes a vibrant community. 
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Traffic Calming Measures 

Narrower streets slow down the speed of the traffic (Metropolitan 

council 2006). Streets can be narrowed by mid street planting strips, 

adding on street parking and by widening sidewalks. Raised or textured 

paving can be used to calm traffic. “Bulb-outs” or “Knockdowns” in the 

middle of a street at intersections facilitate pedestrian crossings where 

the streets are wide. Chicanes (artificial features creating extra turns in a 

roadway) are another way of altering the alignment of the street to calm 

traffic as well as road closures which can decrease and calm through 

traffic. When a neighborhood is affected by heavy traffic, road closures 

can transform 4-way intersections to T-intersections without interrupting 

pedestrian and bicycle routes. Street trees and planting strips also have a 

calming effect on traffic and separate pedestrian from cars.  

Parking for Bikes 

Bike parking close to transit stations will facilitate biking to the station. 

Where there is a distance over 400 meters between home and the transit 

system it is especially important with bike-parking. Biking instead of 

walking will decrease the time of travel. Biking to the station can be a 

convenient option to the car at medium distances since it is a way to 

avoid congestion and is easier to park. Analysis from Denmark and the 

Netherlands predict the number of commuters using transit will increase 

by 5-10 percent if it is easy to get to a station and park there. In a place 

where the potential to bike is optimal and ideal without any interruptions 

of the paths and plenty of parking, the number of commuters using 

transit can increase by as much as 30-35 percent (Van der Harst 1993). 

 

Locally inspired road closure, Visby  Road closure, Vienna  

Wide Sidewalks and on Street 

Parking, San Francisco 

Textured paving, Copenhagen 

 

Mid street feature and parking, Salt 

Lake City 

Sheltered parking for bikes 
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Light Rail Transit  

The term Light Rail Transit (LRT) came in to use in the United States in the 

1970s (UtahRails.net). By that time it did not have a special definition but 

it was generally known as an urban rail transit form that was less 

expansive and leaner compared to other forms of rail bound traffic. In the 

Transportation Research Board’s Urban Public Transportation Glossary is 

the formal definition, adopted in 1989: 

“A metropolitan electric railway system characterized by its ability to 
operate single cars or short trains along exclusive rights-of-way at ground 
level, on aerial structures, in subways, or occasionally, in streets and to 
board and discharge passengers at track or car floor level.” 
 
As many other American cities Salt Lake City has a history of public 

transit. The SLC Railroad Company started its service in 1872 with a single 

horse car pulled by mules. In 1889 the first electric streetcar was running 

in SLC. During a period of approximately 20 years the electric streetcar 

was the fastest and most convenient transportation in many American 

cities. During this period the alignment of transits largely controlled the 

growth of urban areas since people preferred to live and work close to 

the routes.  In the early 1920’s buses started to replace the streetcars in 

SLC. As a consequence of the depression the last streetcar retired in 

1941. During World War II the streetcars was put into service again as a 

result of a shortage of gasoline. This time the streetcars were only in use 

during a short period and took a final run in Salt Lake City in 1945.  

 

 
 

 
  

 
 

The old trolley car square has been rebuilt to a 

mall 

The current TRAX 

A TRAX station at Main Street 
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The LRT system of today is categorized into two types. The “First 

Generation” systems have evolved from earlier lines still under use while 

transforming (American Public Transportation Association). The “Second 

Generation” systems are new designed or been utilized abandoned lines. 

In the United States there are six first generation systems and as of 2000, 

16 second generation systems. Salt Lake City belongs to the second 

generation and opened its new LRT system in December, 1999. In Salt 

Lake City the LRT system has been given the name TRAX, which stands for 

Transit Express.  

By now Salt Lake City have two TRAX lines; the SLC/Sandy line, running 

from downtown to Sandy in south, and the University line, running from 

downtown to the University in eastern direction (www.rideuta.com). The 

two lines run parallel from the Central Station and splits by Main Street. 

The TRAX system in Salt Lake City is under extension with the new line 

connecting to the airport and the ambition is further extension with new 

lines planned for the future. By 2015 four new lines including the airport 

line will be in operation. A reorganization of the lines connectivity in 

downtown will probably be necessary.   

 

 

  
Existing and planned light rail alignments in Salt Lake City by the 

year of 2015. 
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Case study - Light Rail in Portland 
Portland, both as city and region, has a national reputation of successful 

light rail transit. The Portland region is expected to grow and investments 

in new light rail will help accommodate new growth and promote the use 

of other forms than the automobile for move oneself (Evans, 2007). A 

report composed in 2007 was prepared to provide guidance and 

recommendations to the City of Portland in how to develop desirable 

activities around light rail stations. The report looks at ten different 

station areas in Portland and evaluates what makes some successful and 

why others are not. Portland sees the advantages with LRT as a way to 

moving people as well as creating livable and more sustainable 

neighborhoods and region.  

 

Light Rail Transit in the city of Portland 

 

The report points out characteristics making a high-quality urban 

environment as high-density, walkable and mixed-use. The characteristics 

mentioned create the condition for a viable neighborhood and a 

foundation for a light rail ridership. Noticeably, according to the report, 

where there has been successfully development around stations public 

participation and intervention has been a key factor. Furthermore the 

report points out some fundamental best practice for a successful station 

area being as follow: 

 Identifying goals and form a coherent vision representing the 

larger community.   

 

 Focus on implementation including zoning ordinances that 

supports transit-oriented development as well as financing tools. 

Due to market conditions changes, adopted visions should have 

flexibility to allow the community to change over time. 

 

 Get the land use right by making retail strategy market-driven 

not transit-driven. Transit access may strengthen a retail market 

but is in general not alone enough to make a successful retail 

market. Furthermore the retail should be supported by 

residential density. A mixed-use is preferable but necessarily not 

in the same place. In some occasions station areas along a transit 

line may in fact benefit from focusing on particular uses. 

 

 Promote density with walkable distances from housing and jobs 

for a greater ridership and more livable area.  
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 Create convenient and comfortable pedestrian and bicycle 

connections to the transit stations because access is paramount. 

Furthermore, bicycle parking should be provided, that is 

sheltered, well-lit, secure and visible.  

 

 Create a place, not a project, by paying careful attention to urban 

design details that helps to create uniqueness and a “sense of 

place”. It is important to create places that engage the public 

such as plazas and courtyards. In creating quality environments 

the building setbacks, lot sizes and frontages are crucial for 

appealing walkable streetscapes.  

 

 To get the parking balance right is maybe one of the most critical 

issues concerning the planning of TOD. If station area parking is 

too low it is most likely that the parking will spill over into 

surrounding neighborhoods. Whereas too high parking is not 

desirable. One way to deal with the problem is shared parking 

preferred with different activity uses periods. Other ways could 

be different supporting systems for influence travel behavior 

such as offer employers transit passes or give them other 

advantages when choosing not to take the car.  

 

 A well-integrated transit network includes the integration of bus 

connections. Bus stops and bus transfers should be integrated 

with the light rail stations.  

 

 It is important to create supportive public policies for supporting 

TOD and to focus public investments to real estate dynamics such 

as streetscape improvements, utilities and other infrastructure 

components. 

 

 

Light Rail Transit in the City of Portland 
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Housing 
 

The west US was colonized later than the east as a result of the barriers 

the mountains and tide water form.  After the war of 1812 the barriers 

were finally crossed and the land on the other side of the mountains 

became accessible. The land in the west was almost free of charge which 

attracted many settlers; it was a chance for many to seek a better life in 

the wilderness (Turner 1906). The late colonizing and the abundance of 

land has had impacts on the cityscape of Salt Lake City, the inexpensive 

land has led to building tradition of low density development with many 

single family homes and low storey buildings. Most of the houses in the 

greater Wasatch Area are built on virgin desert and former farmland. The 

pattern is likely to change as existing development ages, the central 

blocks of Salt Lake City is over 100 years old. Many buildings have served 

their purpose, processes of reuse and infill will be increasingly common. 

Reuse refers to the reuse of existing built land and buildings. Infill refers 

to building on vacant land in otherwise developed areas, creating denser 

communities. The process may in some cases cost more for the developer 

than exploiting virgin land, but the overall costs for the community will be 

lower after all parameters are included. Reuse and infill use existing 

infrastructure which means less expenses for the community. Reuse and 

infill revitalize existing communities since the property value typically 

rises when new residents and businesses arrive. Reuse and infill also 

cause less land consumption and urban sprawl than exploiting virgin land 

does, reducing car dependency, costs for the environment and preserving 

valuable nature and farmland. (Envision Utah 2002).  

Sustainability and economy 

The cost for maintaining and operating a building depends on the quality 

of building materials, durable materials lasts longer (Bokalders & Block). A 

well built building reduces expenses, for instance a well isolated building 

reduces cost for heating and cooling dramatically. In normal cases, the 

cost of investments for a building is 10% of the total cost, based on a 

lifespan of 50 years. More sustainable housing of higher quality can 

theoretically impact 90 % of the total cost and significantly reducing it.  

This means that the majority of the total cost, the cost for maintaining 

and operating a building, can be lowered dramatically due to higher 

investment cost reducing the total cost for the building during its 

expected lifespan of 50 years. 

 

 
Suburbia, founded on virgin desert land 
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Utah housing market forecast 

The housing in Utah used to be one of the least expensive housing 

markets in the western region, but in the 1990’s prices rose and Utah 

became a relatively expensive housing market (Envision Utah 2002).  

Single-parent and single person households are increasing in Utah, the 

average household size is dropping (Econorthwest 1999). Based on the 

population forecast made by the State of Utah, the household size will 

drop by 11 percent between 1990 and 2020. There will also be a rise in 

senior households (head of household over 60 years old) from the 

present 21 percent to 27 percent in 2020. Due to changing demographics 

and lifestyles, Envision Utah draws the conclusion that there will be an 

increasing demand for apartments since they offer smaller housing units 

and require less maintenance than single-family housing does (Envision 

Utah 2002). The current zoning doesn’t match up to the future housing 

needs (Envision Utah 2002).  

There are many advantages of having a diverse mix of housing: Children 

get to know people from different income and age groups; the demand 

for new infrastructure can be reduced by denser types of housing; people 

have opportunity to choose to live within proximity to their workplace or 

downtown, reducing transports between home-services and work. 

(Envision Utah 2002).Diversity of housing includes low rent housing 

options, which can reduce the impacts by poverty and keep the number 

of homeless people down. 

  

 

 

 

 

Apartments
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Suburbia, a low density development on virgin desert land 
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Types of Traditional Housing in Salt Lake  

Traditional mixed-use housing. Contain retail at 

bottom floor and apartments above, or a mix of 

stores and housing on the same street. Mixed use 

areas generate human activity day and night as 

well as on weekends. 

 

 

 

Courtyard apartments. Dense apartments in three 

story building, with open space courtyards near the 

entrance. The type has got a renascence in many 

American cities, though often prohibited by 

suburban height and parking zone standards.  

 

 

 

 
“Big House” apartments. Large single family 

houses transformed into smaller apartments. The 
buildings can be attuned to the existing 
neighborhood by appearing to be one large home, 
though accommodating several units inside.  

 

 

 

 

 

 

 

   

Garden courts. Housing surrounding a garden 

evolved in Europe in the 17
th

 century and is still 

a very valued form of living. The structure made 

and is still making it possible for residents to 

enjoy greenery yet live in the city 

Alley-fed townhomes and cottages. Buildings in a 

row without spaces in between, alleys ensure 

access to the houses. 

 

Live-work units. Housing combined with 

small scale businesses, often with separate 

entrance and careful signage. This type was 

usual before zoning existed  
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Social Sustainability  
According to Emily Talen, professor at the school of geographical 

sciences, planning and sustainability at Arizona State University, a 

planner´s approach to urban design should rest on five principles. All of 

them more or less concern the importance of including social aspects. 

The first is sustainability, which means that cities should be designed for 

diversity, be scaled to the walking human and put focus on urban design 

in already existing places for infill (Talen, 2009). The second principle is 

incrementalism, a concept based on Jane Jacobs, meaning that the city is 

containing of bits and pieces that supplement and support each other. 

Additionally it stands for infill rather than demolishing and build new. 

Talens third principle is that planners work should be guided by a clear 

understanding of social context.  Urban design is an important tool in the 

creation of a vibrant, sustainable and socially just community and to help 

reduce potential conflicts between social and economic objectives. 

Principle number four concerns the dualism of urban design and policy 

and program. The fifth point out the importance of articulating different 

alternatives for any given issue for creating a flexible and sustainable 

community. 

Talen means that there are many ways in how the design of the built 

environment directly affects social objectives and that the theme phrase 

is the aim for diversity. Urban design can help to make the diversity 

viable.  Planning for social sustainability can be made by: 

 Accommodate multiple types of housing in one neighborhood 

 Design links between different land uses and housing types 

 Disrupt connectivity by creating paths through edges 

 Increase density close to public transit 

 Promote the value of non standard unit types 

 Mix residential, small businesses and work units  

 Design streets that function as collective spaces 

 Softening the impact of big box development 

Walkability for the Individual 

To be able to walk or take the bicycle in the daily life, to move in your 

neighborhood and city should be a matter of course. Walkability stands 

for the individual right to move in a sufficient and secure way. Walkable 

communities are the structures in the society that makes it possible. 

Walkability for the individual represents equal rights though it is not an 

exclusive right authorized a few and wealthy crowd. To plan for a 

walkable community is planning for a social sustainable society. 

Even though U.S. cities in general still are built for automobile terms 

there is a shift in thinking towards a more pedestrian and bicycle friendly 

environment. The shift in thinking is influenced by a shaky economy, 

unpredictable gas-prices and a growing concern about the environment 

and the global warming (Walljasper, 2009). The benefits of a more 

pedestrian and bicycle friendly development are plenty including 

economical, ecological and social sustainability. Investing in bicycle and 

pedestrian routes are more cost effective than the infrastructure for road 

projects. It is better for the environment with less air pollution and 

greenhouse gases. The social benefits come with better health and 

fitness. Additionally it lowers the costs for households and a well 

developed pedestrian and bicycle system stands for equality though it 

gains also the low-income households that may not afford to transport 

themselves by car.  Also concerning safety and the risk to get injured or 
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killed in the traffic is lower with a well developed bicycle and pedestrian 

infrastructure.   

Feeling of Security 

People who fear tend to be observant to threats and become even more 

frightened, fear produces more fear (Boverket 1998). Fear is often related 

to lack of knowledge; we fear what is strange to us. Strangers are more 

intimidating than people we know, but statistics show that women are 

more likely to be attacked by someone they know than outdoors by a 

perfect stranger. In Sweden women older than 75 years have the most 

fear of being subjected to crime and men between 16 and 24 are the 

least worried group. The reality is reversed, statistically young men are 

most likely and old women are least likely to be subjected to crime. The 

fear of crimes prevents in 

particular women and old 

from being outdoors at 

night. Fear can be well-

founded, but is often 

perceived, the environment 

can help promoting the 

feeling of security. Run down 

environments with signs 

associated to crime increases 

the level of perceived fear.  

Environments Enhancing the 

Feeling of Security  

Studies from different 

countries (Austria, Denmark, 

Norway and Canada) have pointed out a number of common features 

that are important in order to enhance the feeling of security. They can 

be summarized in following planning principles: (Boverket 1998)   

 Reviewability Pedestrian paths are easy to review and the 

lighting is sufficient and even spread. Dark corners and bushes 

where people can hide are avoided. 

 

 Visibility Transit stops, entrances, passages etc. are transparent 

and first floor of the buildings contains plenty of windows. Transit 

stations and pedestrian paths to and from them are located in 

places where the level of activity is high. 

 

 Ability to orientate Paths are organized in a pattern that is easy 

to read. It is easy to find the right way to desired destination by 

highlighting landmarks and certain destinations. “Traps”, such as 

dead ends and portals are avoided.  

 

 Accessibility Transit stops and destinations are close together. 

Several options of paths are offered, which means that 

alternative paths to destinations can be chosen to avoid unsecure 

passages. 

 

 Responsibility The public surveillance is higher and there are 

fewer conflicts where when the spatial responsibility is clear and 

the relation between private and public is easy to follow. The size 

of building units is small enough to create a community feeling 

and increase the level of informal social control. 

 

A pedestrian path in Salt Lake lacking 

reviewability and lighting  
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 Maintenance Well kept places are less likely to be a target for 

vandalism. Studies show that we interpret signals in the 

environment, such as graffiti and associate them to crime. 

Maintained places give the impression of people caring and which 

enhances the feeling of security.  

 

 Lighting The lighting is for pedestrians as well as traffic. The 

sources of light doesn’t blind, it is even spread without dark spots 

and well maintained. It is possible to recognize a person at a 

distance of 15 meters. 

 

 Activity Mixed use functions increases presence of people around 

the clock and the social control. People are more likely to stay in 

attractive environments with a human scale, unattractive 

environment are just used for passing by. 

 

Homelessness and Lack of Affordable Housing 

The U.S. Department of Housing and Urban Development Homelessness 

Resource Exchange (HUDHRE) defines homelessness in different 

categories. The definition of chronic homelessness is due to HUDHRE “an 

individual with a disabling condition who has been continuously homeless 

for a year or more, or has had at least four episodes of homelessness in 

the past three years” (U.S. Department of Housing and Urban 

Development Homelessness Resource Exchange). An episode of 

homelessness is defined by “a separate, distinct, and sustained stay on 

the streets and/or in an emergency homeless shelter”. 

To give a number of how many homeless people there are in the United 

States is not possible and would also be misleading. The nonprofit 

National Coalition for the Homeless means that a better way to measure 

the magnitude of homelessness is the number of people who experience 

homelessness over time since homelessness is a temporary circumstance 

and not a permanent condition. The best national estimate of 

homelessness comes from a study done by the National Law Center on 

Homelessness and Poverty from 2007. According to the study 

approximately 3.5 million people are likely to experience homelessness in 

a given year, of among 1.35 million are children (National Coalition for 

the Homeless). Noticeable is that the actual number of people 

experiencing homelessness probably is higher since the study only include 

people that provided different kind of services for homeless. Additionally 

the number of homeless people around in the United States is 

continuously increasing. Due to a survey from 2008 made by the National 

Coalition for the Homeless the homelessness has increased by 61 percent 

since the foreclosure crisis began in 2007. The prognosis for this year 

expects equally bad results and support system for homeless are needed 

more than ever. In addition, a study of homelessness in 50 cities found 

that in practically every city, the official estimated number of homeless 

people greatly exceeded the number of accommodations provided for 

homeless. 

Factors contribute to people getting homeless are eroding work 

opportunities, decline in public assistance, lack of affordable health care, 

mental illness, domestic violence and addiction disorders. The two trends 

that are largely responsible for the rise in homelessness over the last 20-

25 years are an increase in poverty and a growing shortage of affordable 

rental housing. Between the years 1973-1993, 2.2 million low-rent 

housing disappeared from the market in the United States and since 2000 

the incomes of low-income households has declined. This along with 
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soaring rents has created a gap between affordable housing units and the 

number of people needing them which has created a housing crisis for 

the poor with the risk to end up in homelessness.  

In the United States there are three types of support system with housing 

programs for the homeless including emergency shelters, transitional 

housing and supportive housing (Buckwalter Berkooz, 2009). A general 

definition of supportive housing is an affordable housing with support 

services for homeless, extremely low-income and at risk populations. The 

support services include health care, employment training and social 

services. The housing is made or rented by nonprofit and faith-based 

house providers. Both transitional housing, that are limited for a 

maximum stay of two years, as well as permanent housing that offer 

different services are defined as supportive housing.  The supportive 

housing is among the range of what is called affordable or low-income 

housing. These houses are targeted to low-income people as rental 

apartments and could be supportive or just offer cheap housing.  A 

definition made from the Housing Choice Voucher Program, HCV, one of 

the nation’s current rental programs, is that a rental unit is affordable if it 

charges a rent at or below the Fair Market Rent considering the area 

where it is located (McClure, 2008).  

 

People spending more than 30 percent of gross income for shelter are in 

the United States categorized as cost-burdened, meaning that you will 

have difficulties in covering costs of everyday life after paying  rent and 

taxes (Malach, 2009). Today, more than half of all American households 

are cost-burdened and most of them are renters. The need for housing 

also rise from overcrowding, defined by the federal government as more 

than one person per room.  Rentals make up nearly two-thirds of 

overcrowded household, although the number of rentals is less than one 

third of all American households. Also renters suffer more from 

substandard housing conditions. Moreover a great number of low-income 

households are concentrated in high-poverty areas that are 

geographically segregated.  

The supportive and affordable housing has steadily increased in the past 

decades but is still facing several challenges. A big issue is the 

dependence of the financing which makes it difficult to create many new 

ones (Buckwalter Berkooz, 2009). Supportive housing wouldn’t be 

possible without financial support from housing vouchers. Additionally 

when non-profit housing providers apply to planning departments they 

can face difficulties in getting their projects labeled because they cannot 

guarantee a continuous funding for services. Another issue in the debate 

of supportive housing is the question of property values. Neighbors are 

often concerned that their own property values will decrease as a 

consequence of establishing these accommodations. The first large 

impact study in the subject made in New York in 2007 showed the 

opposite. Properties within 150 meters (500 feet) from a supportive 

housing increased in value. Properties between 150-300 meters (500-

1000 feet) firstly declined in value but then continuously increased. 

Additionally other researches made have shown no evidence that 
An affordable housing project in Salt Lake City. 
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supportive housing projects depress property values. According to 

different surveys the benefits of supportive housing are bigger than the 

costs. A survey made in 2004 by The Partnership to End Long-Term 

Homeless shows that it is cheaper to operate supportive housing than to 

let the homeless provide themselves in hospital emergency rooms or 

mental health institutions. Recent studies in Colorado and Seattle came 

to the same conclusion when trying to quantify the costs and benefits. 

Still NIMBY, “Not In My Backyard”, is a real force that needs to be 

reckoned concerning the design and location of affordable housing 

programs (McClure, 2008).  

A disadvantage that can occur out of housing programs is a concentration 

of poverty. By concentrating low-income households to certain units can 

lead to social and economic isolation. Central to guide households out of 

poverty and into self-sufficiency is to help them move away from 

neighborhoods with high concentration of poverty. The benefits of de-

concentrate low-income households include safer neighborhoods, 

improved housing and higher qualities for these households. Still what 

can benefit individual household moving can at the same time negatively 

affect the receiving neighborhood. In neighborhoods with a population of 

less than 15-20 % living below poverty it appears that problems with 

poverty do not significantly affect the condition of the neighborhood. 

Above this limit, problems with increased poverty may rise significantly. 

When reaching above the range of 30-40% of the population living in 

poverty greater concentrations of poverty seems to have no additional 

negative effects. For planners it is a challenge and a weighing of 

advantages and disadvantages in how to handle these issues. A way to go 

in the attempt to de-concentrate poverty may be to avoid bigger projects 

and try to locate low income households in existing housing and in mixed 

income development. 

Still, affordable housing is needed in many places around in the United 

States. Notably in areas of high housing costs, in low-poverty suburban 

areas, in areas with an imbalance between jobs and housing to prevent 

sprawl and in areas that are lacking in housing for particular segments of 

the population (Malach, 2009). Additionally affordable housing can be a 

part of a larger strategy when revitalizing a city or neighborhood and be a 

brick in the struggle to prevent or stop processes of gentrification and 

market changes. It is also important to encourage putting low-income 

rental housing in areas where good public services and jobs exist.  

The homeless situation in Salt Lake City 

As of 2009 the number of people experience homelessness during the 

year in Salt Lake City are approaching 10.000 people, while for the whole 

state of Utah the number is fully 15.500 (Envision Utah, 2002). Typically 

for Salt Lake City is the climate issue with hot summers and cold and 

snowy winters. The winters are more critical because more homeless 

people are in need of a shelter because of the cold temperature 

comparing to summers when some people prefer to sleep outside in 

parks etc.   

The Voucher Section 8 is a program where the Federal provides money 

for housing for low income people which runs for 18 billion dollars per 

year. You have to apply for the program and qualify to get the free 

housing. The program provides case management to help people get self-

insufficient and move on with their lives. Still an ongoing issue is people 

that are satisfied with their situation and do not have plans to get out of 

the program. This is one of the issues that lead to long waiting lists. In Salt 
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Lake City the waiting list for the Voucher Section 8 program is around 2-3 

years and approximately 4000 people is signed up on the list. The City of 

Salt Lake City gets 4.2 million dollars yearly to put into issues concerning 

homelessness and affordable housing. The money goes for example to 

housing services and to support non-profit organizations. Still there is a 

request for 8 million dollar a year, so there is a big shortage in what is 

needed and requested and what is being given.   

 

A homeless person in Salt Lake City 

The largest input for providing services for homeless people In Salt Lake 

City are public service groups. These are non-profit organizations that are 

depended on contributions and grants. The City, the Federal, the State 

and the County found race money to different organizations. Still the 

biggest contributors are private organization and persons. The Salt Lake 

City found race money to 40 organizations around in the city. Some of the 

biggest are VOA, Volunteers of America; the Catholic Community Center 

and the Food Bank. The services and organization can include everything 

from emergency shelters, providing food and mental health care to free 

dental care, after school program for kids, art programs and activities for 

low-income disabled youth. A free service number is available to call for 

getting help to be directed to all the services that are available around in 

the city.  

Conclusions from Public Participation 

Public Meeting 1 

The first public workshop regarding the future of North Temple was held 

on June 18, 2009. The purpose was to gather input from the public at an 

early stage of the process. The meeting started with an informative 

presentation and continued with a workshop. The public was asked to 

give their opinions and concerns regarding the North Temple Boulevard 

by writing down things they liked, disliked and their visions for North 

Temple.  Approximately one hundred people from the public attended.  

Conclusion- Likes 

Many residents look upon the North Temple Boulevard project as an 

opportunity to develop the area’s potential. Many people put a great deal 

of importance into the Fair Park and Jordan River. A great number of 

people value the mixed use character of the area and appreciate the 

diversity when it comes to businesses and culture. Residents are very 
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aware of the North Temple as the entrance to the city and appreciate the 

proximity between the airport and downtown. 

Conclusion Dislikes 

A common feature is that the area around the new boulevard is run down 

and poorly maintained. It is mainly planned for cars and not for a human 

scale with walkable neighborhoods. Many people feel unsafe and the 

area has a criminal image. At night lighting is insufficient and contributes 

to the unsafe feeling. Additionally it is perceived an industrial area and 

people desire more business diversity, neighborhood services, gathering 

places and retail. The greeneries are lacking and people want to see more 

greens and trees planted. The Jordan River is an important feature that 

needs to be brought out. 

Conclusion Visions 

Each table was asked to draw on a map the types of things that they 

would like to see changed on North Temple over the next 20 years.  After 

analyzing the maps from each table, there were a number of main 

themes that were common to multiple tables. 

Mixed Use around Nodes 

Multiple tables identified the areas around the light rail stations as places 

that should be developed as mixed use areas and that they should 

become activity centers for the community.  Each node should have its 

own unique identity and corresponding design guidelines and standards 

that reflect the character of the area around the stations.  Several 

comments related to the scale of buildings being important in order to fit 

into the existing neighborhoods adjacent to North Temple.  The area 

around 800 West was identified as a place that could support taller 

buildings between 6 and 10 story. 

Connectivity 

Connecting North Temple to the adjacent neighborhoods and Downtown 

was a common theme that emerged from the maps.  It was evident that 

the connections include more than what the light rail line will provide.  

The neighborhoods north of North Temple have few connections to North 

Temple.  Large blocks and land uses that take up a large amount of land 

were often cited as the reasons for a lack of connections.  The Jordan 

River Parkway and the potential City Creek Day Lighting Project on Folsom 

Ave were often listed as ways to improve the connectivity between North 

Temple, the adjacent neighborhoods and Downtown by creating a 

greenway with trails.  Many people expressed that the Jordan River 

needed to be better utilized and be a focal point of the community. 

The large institutional uses were also seen as a barrier to connectivity.  

Rocky Mountain Power, the State Fair Park and the Menlove Property 

were all specifically listed as barriers.  However, these properties were 

also seen as places where there are opportunities to integrate these uses 

with North Temple and the adjacent neighborhoods. 

Economic Development Opportunities 

North Temple is generally seen as a place that fosters smaller, locally 

owned businesses.  The corridor was generally seen as a more affordable 

space to open a business and was generally a favorable environment for 

small entrepreneurs.  It was noted that the business community along 

North Temple was welcoming to everyone.  A farmers market at the State 

Fair Park was seen as a potential incubator for small, locally owned 

businesses.  It was also mentioned that North Temple should not try to 

compete with Downtown. 
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Housing 

Multiple tables commented on the need to preserve the residential 

neighborhoods to the north and the well maintained neighborhoods in 

the Euclid neighborhood.  Gentrification was listed as a general fear of 

those who have lived in the neighborhood for a long time.  There was a 

desire to attract more residents in order to attract more businesses that 

the community desires.  People felt strongly about attracting a mix of 

housing types with different levels of affordability.   

Urban Design 

Urban Design issues were identified at virtually every table.  The 

opportunity to create entry monuments at both the I-15 and I-215 

underpasses was identified on each map.  These areas were seen as ideal 

places to create an entry point into the City for those travelling from the 

Airport or I-80.  As was mentioned at one table, “I-215 is the first thing 

you see when you enter North Temple and the last thing you see when 

you leave.”  Similar comments were made about the I-15 underpass, with 

it being the entry point to Downtown when travelling east and the entry 

point to North Temple when travelling west.  The North Temple Viaduct 

was also identified as an opportunity to create an entry monument to the 

City. 

The Redwood Road intersection with North Temple was identified as one 

of the most important intersections along the corridor.  There were 

several comments about making a grand public gesture in this 

intersection, with ideas ranging from traffic circles to a large water 

feature in the middle of the intersection. 

 

West Side Image 

Several tables looked at the Airport light rail line and the North Temple 

corridor as an opportunity to change the public perception of the west 

side.  Creating a common theme that unified the street through colors 

and green spaces was seen as a way to improve the image of the corridor.  

An improved pedestrian environment was seen as a way to improve the 

overall safety of the corridor. 

 
The first Workshop for the public concerning the North Temple Boulevard Project. 
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Public Meeting 2 
On August 6th a second public meeting was held to gather ideas about 

North Temple.  The purpose of this workshop was to identify those 

elements that will help make North Temple a place where people want to 

spend time.  

The first half of the meeting was dedicated to presentation on the current 

conditions, the role North Temple plays in the City and what North 

Temple could be. 

The second half of the workshop included break out tables where people 

were able to discuss ideas, concerns, issues, etc. with each other while 

City planners facilitated the discussion and took notes.  Each table 

focused on a specific section of the corridor with the future light rail stops 

as the center of each section.  Two tables were dedicated to discussion of 

the corridor as a whole.  

The workshop included an art table for kids, who were asked to create art 

work that represented North Temple.   This summary includes direct 

comments that were provided by the workshop participants and 

summary maps for each section, based on the comments provided, 

created by City staff.  The comments received will be used in the design 

of the corridor and in the creation of a master plan and zoning 

regulations for the corridor. 

In all, about 70 people participated in the workshop.  As people entered 

the Pioneer Precinct meeting rooms, several posters provided a summary 

of the June workshop.  Food was provided by the Red Iguana restaurant, 

a North Temple restaurant that is beloved by the community.   

 

People in discussion at one of the tables at the second public workshop.  

 

Planning in Sweden and the US - A Comparative 

Study 
The differences between the planning process in Sweden and the US can 

be attributed to differences in cultural conceptions and ideology, forming 

the base for how planning is performed.  The general attitude in society 

reflects on the planning system. In the US individual freedom has a great 

ideological importance. Spatial planning is conducted at a very general 

level, leaving much freedom to the developer. Sweden has had and still 

has a very different type of ideology that is less oriented on individuals 

and put more focus on the public interest. The policy in Sweden after the 
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Second World War was very welfare oriented, for instance decent 

housing for everyone was considered a human right. However, the policy 

in Sweden has changed during the recent years, the housing supply is 

now left to the private sector and the municipal acquisition of land has 

reduced greatly. Still, spatial planning allows the municipality to control 

the land in a relatively detailed level if needed, though a plan shall not 

consist of more details than necessary for achieving its goals.  

In the US wealth redistribution efforts are less common than in Sweden, 

federal investment such as defense expenditures is never aimed at 

helping economically depressed areas (Schmidt& Buehler 2007).  In 

matters of determining land-use policies the local level rely on the private 

sector, which sometimes lead to planners take on the role as land-

assemblers or developers. Planning in the US is not justified when it is 

interfering with the private market; it is only justified in order to correct 

market failures. Economical efficiency arguments give reason for the 

intervention of planning rather than “the public interest” or “social 

justice” In Sweden the public interest has a great importance. The taxes 

are higher than in the US and wealth redistribution is a foundation for 

society. Social justice and public importance let alone is enough to justify 

planning efforts, though economical incitement has become increasingly 

important over the recent years. 

Local governments in the US are dependent on their own tax base for 

revenue due to the lack of centralized distribution (Schmidt& Buehler 

2007). Municipalities, townships and counties got 66.6 per cent of their 

revenue from local sources in 2002. There is a lot of competition between 

the jurisdictions. Fiscal zoning is a manner of planning where local 

governments attempt to achieve the highest economical return by 

zoning. The disadvantage with this system is that is has led to housing 

inequality across metropolitan regions. Swedish planning is also a matter 

for local governments. The national level just provides a framework for 

planning.  

In the US planning differ a lot locally (Schmidt& Buehler 2007). The 

figures in a typical zoning map are not standardized with the surrounding 

towns. A typical zoning plan is implemented by zoning rights, which 

means that planners have minimal control and power to interfere as long 

as developers follow the zoning requirements and building codes.  Zoning 

is supposed to be in line with a comprehensive plan, which has been 

interpreted in different ways; some municipalities have chosen not to 

zone at all while others have interpreted it to mean that zoning should be 

comprehensive.  Sweden is a smaller country and has had a long tradition 

of strong central power. The local variations are smaller than in US and 

there are common frameworks that all municipalities have to follow. All 

municipalities are supposed to have an updated comprehensive plan. The 

comprehensive plan is not legally binding, but provides guidelines for the 

detailed plan which is legally binding.  

In Sweden municipalities have monopoly in planning, granting the 

municipality great influence over the planning process. The US has a long 

tradition of local self-government (Schmidt& Buehler 2007). However, the 

ability of local planning efforts is often restricted by ideological, 

institutional and legal structures promoting protection from governments 

and encourages individual property ownership. The US planning process 

is very open to individual entrepreneurship and public participation as a 

result of its sensitivity towards the market.  

 


