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Executive Summary

Affordability crises and new developments along transit lines 
in many major North American cities threaten to displace 
residents and contribute to racial and economic inequities.  
In this report, we provide an overview of  best practices in 
the creation and preservation of  affordable housing along 
rail transit corridors and their relevance to a planned light 
rail extension in Minneapolis, Minnesota. We aim to support 
the work of  the City of  Lakes Community Land Trust 
(CLCLT), which creates opportunities for homeownership 
for households with incomes below the area median. 

Background
While Minneapolis is one of  the most prosperous 
metropolitan regions in the United States, it faces growing 
gaps between its wealthiest and poorest residents, and its 
people of  color in particular lag behind white populations 
in education and economic opportunities. One of  the 
area’s largest concentrations of  people of  color is in north 
Minneapolis, and with an extension of  the Blue Line light 
rail corridor looming on the horizon, a sudden rush of  
development in neighborhoods of  longtime disinvestment 
could drastically alter the community. Light rail offers 
potential economic and social benefits and could build greater 
wealth, but also runs the risk of  displacing existing residents. 
CLCLT can help the residents along the corridor to capture 
the wealth generated by the new transit line through and 
enjoy the stability-driven benefits of  homeownership.

Minneapolis
We conduct a study of  Minneapolis, and also include an 
extended survey of  property value data along light rail lines 
in the Twin Cities. This section finds that property values 
in station areas remain consistent with property values in 
comparison areas beyond the station areas. We also find 
that Minneapolis’ efforts to date to preserve or create 
affordable housing along transit lines are among the most 
comprehensive in any of  the studied cities.

Case Studies
We examine affordable housing creation and preservation 
efforts along transit lines in nine comparison cities across 
the United States and Canada. We chose cities that have 
gone through transit expansions in recent years or share 
demographic similarities with Minneapolis. We explore the 
strategies (or lack of  strategies) used by nonprofits and local 
governments to preserve or create affordable housing along 
transit lines. We also analyze the political context in each city, 
and conclude with implications for Minneapolis. 
These case studies also include a quantitative element, and 
seek to measure displacement in station areas using proxies 
for education, race, and poverty. While the indicators of  
displacement vary noticeably from city to city and are 
subject to pressures far beyond a transit line, they do indicate 
displacement in a number of  peer cities. The comparisons 
reveal no single approach that can prevent displacement, 
but do present a variety of  creative strategies that may prove 
useful in the Twin Cities.

Recommendations
Given the risk of  displacement and the potential benefits 
of  development along rail corridors for low-income 
populations and people of  color, we conclude with a series 
of  recommendations for CLCLT and other local actors. 
These recommendations stem from novel strategies employed 
in other cities and research of  existing policies in the Twin 
Cities. We organize these recommendations by actor:

CLCLT
• Identify properties that are in danger of  losing   

subsidies or income restrictions
• Create a broader coalition for affordable housing   

among relevant actors
• Design targeted plans of  action for each station area 

Photo: CLCLT
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Municipalities along the Blue Line
• Prioritize affordable housing in disposition policies
• Create a dedicated fund for anti-displacement efforts

Metropolitan Council
• Take the lead on a number of  initiatives due to its distinctive 

powers as a regional planning body
• Establish goals for housing diversity along a continuum 
• Create an affordable housing task force 
• Develop a unified station area planning process that crosses 

municipal boundaries

Hennepin County 
• Conduct housing analysis along the Blue Line extension that 

includes CLCLT as a stakeholder

Minnesota Housing Finance Agency
• Place greater emphasis on a lease purchase option for 

properties receiving low-income housing tax credits 

State of  Minnesota
• Recognize the limited resale value of  land trust properties in 

property tax valuations

Together, these recommendations provide a wide range 
of  options for CLCLT and its allies to create and preserve 
affordable housing along transit lines. Armed with information 
on best practices across North America, Minneapolis 
stakeholders can ensure that the most vulnerable populations in 
the area do not suffer any adverse effects due to the expansion 
of  rail transit. Instead, Minneapolis can be a leader in providing 
the benefits of  transit to areas of  historic disinvestment and 
deliver on its promise to provide a more equitable future.

Executive Summary
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Introduction

This report was prepared by Masters of  Urban and Regional Planning students 
in fulfillment of  their capstone project requirement for graduation from the 
Humphrey School of  Public Affairs at the University of  Minnesota. Through the 
capstone course, Equitable Neighborhood Revitalization, they connected with staff  
from the City of  Lakes Community Land Trust (CLCLT). 

“Creating Community Ownership that Preserves Affordability and Inclusivity” is 
the mission of  the City of  Lakes Community Land Trust

Our project goal, as identified by CLCLT Executive Director Jeff  Washburne, is to 
inform a comprehensive policy and practice agenda for affordable homeownership 
near major transit investments and identify creative practices in peer cities. CLCLT 
recognizes that the Twin Cities region is in the process of  developing a fully built-
out transit network, and also recognizes that planned sections of  this network run 
through traditionally disinvested and racially segregated neighborhoods. CLCLT is 
concerned about how displacement might affect who benefits from these transit 
investments. 

CLCLT is located in the Harrison neighborhood of  north Minneapolis, near 
the planned Bottineau extension of  the Blue Line light rail. While CLCLT has 
properties across the city, may are in north Minneapolis. CLCLT is particularly 
concerned about affordable housing in this area because previous research, 
including a 2014 Humphrey School capstone project, has demonstrated that it is 
particularly vulnerable to neighborhood turnover.

Terminology notes
 
Gentrification. Given the various definitions of  the word “gentrification” and the 
strong reactions it tends to provoke, we avoid its use when possible. We instead 
focus on the downside frequently associated with gentrification: the displacement 
of  lower-income residents or people of  color within an area. Due to a lack of  
consensus around its definition and difficulties of  measurement, we do not account 
for “cultural gentrification,” a process in which no displacement occurs, but the 
composition or character of  a neighborhood changes due to the arrival of  new 
residents from different backgrounds.

Affordable Housing. We conceive of  “affordable housing” as a broad concept 
that includes not only subsidized or income-restricted, but also “naturally 
occurring” affordable housing, which includes units that are affordable for low-
income households.

People of  Color. Unless otherwise noted, the term “people of  color” includes 
African-Americans, white and non-white Hispanics, Asians, Native Americans, and 
people of  mixed races or more than one race.
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Background

An Unequal “Miracle” 
The Minneapolis-St. Paul metropolitan area is one of  the 
wealthiest in the United States. The so-called “Minneapolis 
Miracle” implies a city with equal opportunity and upward 
mobility for all residents (Thompson, 2015). The Twin Cities 
couple this economic prosperity with relatively affordable 
housing for a major metropolitan area, and face few of  the 
geographic constraints or skyrocketing markets characteristic 
of  many coastal cities. In many ways, it appears a model for 
the twenty-first century American metropolitan area.

This narrative, however, ignores reality in a number of  
communities that have been left out of  the so-called 
miracle. People of  color formed only about 4 percent of  
the population when Minnesota implemented many of  
the policies that spread wealth fairly equitably across the 
Twin Cities metropolitan area in the 1970s, but will form 
29 percent of  the state’s population by 2040 (Tran and 
Treuhaft, 2014). As people of  color grow to form a greater 
share of  the area population, they have become increasingly 
concentrated in pockets of  poverty, and trail far behind their 
white peers in economic and educational outcomes (Guo, 
2015). The number of  census tracts designated as racially 
concentrated areas of  poverty (RCAPs) has multiplied, going 
from 31 to 80. Twenty-seven percent of  people of  color in 
the metropolitan area live in RCAPs, whereas only 4 percent 
of  whites do so. Nowhere is this more extreme than in 
north Minneapolis, where 20 of  24 census tracts north of  
Bassett Creek and west of  the Mississippi River qualify as 
RCAPs (Metropolitan Council Choice, 2014). These trends 
are not limited to center cities, and increases in populations 
of  people of  color and low-income residents have occurred 
in numerous suburbs, most prominently in those directly 
abutting north Minneapolis to the north and west (Damiano, 
et. al., 2014).

Minneapolis’s gaps will define its fate in the coming decades. 
Low-income people of  color face extensive barriers to 
societal integration in education, employment, and political 
representation. The housing stock inhabited by low-income 
residents and communities of  color in neighborhoods 
such as north Minneapolis and Phillips also exhibit 
these longstanding disparities, and their residents often 
struggle to escape cycles of  poverty. North Minneapolis in 
particular bore the brunt of  the foreclosure crisis following 
the recession of  the late 2000s, which further disrupted 
neighborhood stability and drove many residents from homes 
they had purchased. Basic notions of  “affordable” housing 

often understate the number of  affordable properties for 
low-income families in neighborhoods, as they use standards 
derived from an entire metropolitan area instead of  focusing 
on the balance sheets of  residents (Housing Preservation 
Project, 2012). Political and social movements to change the 
fates of  these neighborhoods lead to occasional individual 
successes, but have yet to turn a tide of  systemic failure.

Transit Comes to Areas of Disinvestment
Physical changes, however, loom on the horizon for north 
Minneapolis, and these alterations will directly affect existing 
residents. Planned extensions of  the city’s two light rail lines 
will pass through the area, with the Blue Line extension with 
two stops along Olson Memorial Highway in Minneapolis 
proper and two more in the suburb of  Golden Valley within 
walking distance of  north Minneapolis neighborhoods 
(Figure 1-1). Additional stations in the suburbs of  
Robbinsdale, Crystal, and Brooklyn Park, all of  which have 

Figure 1-1: Map of north Minneapolis and planned 
Blue Line Extension (Bottineau Corridor)



6

seen significant increases in low-income population and 
people of  color in recent years, will have further implications 
for an entire portion of  the metropolitan area (Damiano, et. 
al., 2014). Both the Blue Line Extension (also known as the 
Bottineau Corridor) and existing Blue Line through south 
Minneapolis, are sited along Highway 55 and existing right 
of  way.  However, the Bottineau Corridor, unlike the existing 
Blue Line, travels through many suburban communities, has 
station areas with more undeveloped land, and even includes 
two stations along Theodore Wirth Park. Less imminent is a 
proposed streetcar on West Broadway, which would provide 
a new transit option on one of  the most significant arteries in 
north Minneapolis.

The regional authority behind these planned transit 
projects, the Metropolitan Council, has made Transit-
Oriented Development (TOD) a key component of  its 
planned rail expansions, and looks to foster dense, mixed-
use development that capitalizes on easy access to transit 
and the economic opportunities that come along with it 
(Metropolitan Council Thrive, 2014). This infusion of  capital 
stands to remake portions north Minneapolis and several 
of  the northwest suburbs. Renewed investment could cause 
property values to rise and price out current residents, making 
homeownership less possible for current north Minneapolis 

type of  transit station matters, however, as those that are not 
pedestrian-oriented, and instead serve as hubs for park-and-
rides, tend to lead to increases in poverty. Kahn’s research 
suggests that stations in Minneapolis proper and some 
suburban stations may face divergent outcomes depending 
on their degree of  pedestrian orientation. This has important 
implications for housing policy along transit lines, as it 
suggests that affordable housing advocates must keep abreast 
of  planned developments along rail lines and tailor strategies 
to the particularities of  individual stations.

The effects of  transit investment upon land values are hardly 
even or uniform. One study of  gentrification along transit 
corridors in three Canadian cities found evidence of  rising 
property values in neighborhoods along the rail lines in two 
cities, particularly in neighborhoods with close proximity 
to previously gentrified areas. A third city, Vancouver, had 
no such findings, and possible policy explanations for this 
disparity go unexplored (Grube-Cavers and Patterson, 
2015). In contrast to the study by Kahn, Grube-Cavers and 

Background

Figure 1-2: HOLC redlining map of Minneapolis, 1930

residents. The extent of  these effects, however, is unclear, and 
this report aims to shed light on these potential changes.

Transit and Land Values
The question that motivates our research rests on a basic 
premise: large-scale transit investments and the development 
that accompanies them have the potential to alter the 
socioeconomic and racial composition of  the neighborhoods. 
Kahn (2007) finds a correlation between the construction of  
pedestrian-oriented transit stations, rising property values, 
and an influx of  residents with post-secondary degrees. The 

Renewed investment 
could cause property 
values to rise and price 
out current residents, 
making homeownership 
less possible for current 
North residents.
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Background

Patterson find no evidence of  declining property values along 
some rail lines.

Even streetcar lines, which do not require the same levels 
of  investment as light rail, lead to an increase in building 
permits proportional to distance from the transit line 
(Guthrie and Fan, 2013). The New Orleans streetcar studies 
by Guthrie and Fan also found evidence of  zoning changes, 
as commercial uses expanded while the number of  residential 
properties declined. These results are particularly relevant 
given the proposed streetcar line down Broadway Avenue 
in the heart of  north Minneapolis, and the effects are likely 
similar, if  not more extreme, along higher-volume transit 
lines such as light rail. Other recent streetcar lines in major 
U.S. cities have generated additional development ranging 
from $600 million to $1.5 billion, depending on the degree 
of  cooperative development along the line (HDR). This 
development can be difficult to disaggregate from other 
factors, and may not be uniformly successful across all 
cities (Ramos-Santiago et al., 2015). The most widely lauded 
project, the Portland Streetcar, leveraged public-private 
partnerships to foster new development along the length of  
the line, particularly in neighborhoods that had previously 
suffered from considerable disinvestment (Adams and 
Powell, 2008). While there is considerable room for additional 
research on the effects of  transit investment on land value, 
the possibility of  drastic change is a theme in nearly every 
case.

Potential for Windfalls
Any accounting of  housing affordability must include 
a transit-related dimension. Litman (2011) proposes an 
“affordable housing checklist” that shows how place of  
residence and questions of  accessibility intertwine to affect 
cost of  living. The construction of  a transit line through a 
neighborhood immediately makes it more desirable on the 
affordability-accessibility scale, and potentially opens up a 
number of  new job-related, commercial, and recreational 
opportunities for low-income residents that may not have 
been accessible previously. Greater profits lure developers to 
these transit corridors, and, all else equal, these investments 
tend to prove successful (Cervero and Duncan, 2002).

A rush of  investment into north Minneapolis would be 
an unprecedented change for the neighborhood. It would 
produce genuine opportunity, as new investment would 
open up potential employment opportunities and create new 
housing units in neighborhoods with moribund economies 

and declining housing stocks. As Kushner (2003) writes, 
“Without praising gentrification, some level of  gentrification 
is a sign of  health in the housing and commercial markets 
and community environment…the poor, particularly those in 
America’s central cities, have more to fear from the absence 
of  gentrification.” Homes in high-poverty areas often fail to 
create wealth over time due to stagnant property values, but 
with new investment, homeowners could finally earn some 
equity and acquire greater wealth. 

On the whole, local residents also tend to support new transit 
projects. A study of  resident perceptions of  transit-driven 
neighborhood change found, with some exceptions, wide 
support for new systems among low-income populations 
and people of  color (Fan and Guthrie, 2012). This support, 
however, is contingent on avoiding displacement of  those the 
transit investments are designed to serve. If  local land trusts 
or other nonprofit housing developers invest in property 
likely to appreciate in value after the completion of  rail lines, 
they could reap the benefits both for their own coffers and 
the people to whom they sell the homes.

Displacement: A Real Risk
Residential displacement is a real phenomenon along major 
transit investments in cities across the United States (Kahn, 
2007; Grube-Cavers and Patterson, 2015; Haughey and 
Sherriff, 2010). An initial study of  post-construction changes 
along the Twin Cities’ oldest light rail line, the Blue Line 
corridor along Hiawatha Avenue, reveals all of  the expected 
trends, including substantial changes in land use and a boost 
in investment in the local housing stock (Hurst and West, 
2014; Goetz et al., 2002). The presence of  Hiawatha Avenue, 
a major thoroughfare unfriendly for pedestrian crossings, 
does limit investment on the east side of  the line, further 
underscoring Kahn’s (2007) findings on the role of  pedestrian 
orientation in transit-oriented development practices.

There is little reason to expect these trends will not hold true 
in future Twin Cities transit projects. In a survey of  landlords 
prior to the 2014 completion of  the Green Line corridor 
in Minneapolis and St. Paul, 40 percent of  respondents 
indicated plans to raise rents upon the completion of  the 
project. These effects were most extreme along within one 
quarter mile of  the transit line, but were visible at further 
distances as well (Housing Preservation Project, 2012). 
Past studies of  rising property values demonstrate a strong 
correlation with eviction notices for renters as rents begin to 
rise. These evictions tend to begin during the earliest stages 
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A loss of residential 
stability has a 
detrimental effect on 
individual outcomes, 
particularly the 
educational attainment 
of children.

of  neighborhood turnover, as groups such as artists and high-
income city-dwellers move in and presage a dramatic change 
in neighborhood demographic composition (Chum, 2015). As 
a result, studies of  displacement must include other indicators 
in addition to poverty rates.

Furthermore, the effects of  displacement extend beyond 
mere loss of  property. A loss of  residential stability has a 
detrimental effect on individual outcomes, particularly the 
educational attainment of  children (Galster et al., 2007). 
Displacement also has a disproportionate impact upon 
people of  color, who have historically been shut out of  the 
newer, owner-occupied housing stock in U.S. metropolitan 
areas. These gaps in homeownership persist, and the burdens 
created by this lasting legacy and ongoing discriminatory 
practices further exacerbate these inequalities. Segregation 
further compounds the issue, as, in the words of  Flippen 

in income levels of  its residents, which suggests residents 
are able to remain in their homes without fear of  eviction 
(Chum, 2015). Homeowners are far more able to weather 
rising property values than renters, who have little flexibility 
in coping with their landlords’ responses to rising land values.

The benefits of  homeownership extend beyond simple 
wealth acquisition, and perhaps the greatest social benefit 
stems from the long-term residential stability that comes with 
a permanent home (Galster et al., 2007). Homeownership 
allows families to set down roots in neighborhoods and 
build social capital through relationships with those around 
them, which provides significant benefits to children. Even 
when controlled for a host of  other variables, children whose 
families own homes have better outcomes in school than their 
peers, and are more likely to own homes themselves when 
they become adults. While the benefits do not cure all social 
ills—homeownership does not have a statistically significant 
correlation with increased earnings as adults or lower teen 
fertility rates—the benefits remain significant (Galster et al. 
2007).

Land Trusts as a Solution?
Community land trusts (CLTs) are a unique tool available to 
communities seeking to preserve an affordable housing stock. 
According to Gray (2008), a CLT is defined as a “private 
nonprofit corporation created to acquire and hold land for 
the benefit of  the community and provide secure affordable 
access to land and housing for community residents.” 
The organization owns and leases land to families in near-
perpetuity—they usually provide 99-year loans—and remain 
responsible for the land and reserve the right to buy back 
buildings. In return, the purchaser receives an affordable 
home and can usually make money on the resale of  the home, 
though the purchaser shares the appreciation on the home 
with the CLT.  The CLT’s share stays with the home, ensuring 
that it stays affordable for the next income-qualified buyer.  

Land trusts come with a series of  dynamics that are unique 
among affordable housing strategies. They tend to attract 
older individuals, many of  whom are in their 50s and 60s, 
who are looking for homes that allow them to age in place 
(Skobba and Carswell, 2014). Residents of  CLT-owned 
homes report high satisfaction with their experiences, 
and complain only of  some confusion over maintenance 
responsibilities. Of  particular importance to concerns about 
the threat of  foreclosure for low-income homeowners, CLT 
properties have noticeably lower rates of  foreclosure relative 

Background

(2010), “homeownership is higher and inequality with whites 
is smaller in metropolitan areas with an established coethnic 
base and in areas in which their group is less residentially 
segregated.” In many neighborhoods with large communities 
of  color, the housing stock provides few opportunities for 
aspiring homeowners.

Homeownership as Anti-Displacement
Homeownership is one of  the most effective methods 
of  limiting the effects of  displacement. The pressures of  
rising rents often force out low-income residents, who have 
few means of  resisting these market-drive forces. Owner-
occupied housing along rail lines, however, saw no change 



9

Background

to homes of  similar income levels (Skobba and Carswell, 
2014).

CLTs are not without drawbacks. The full benefits of  
homeownership do not accrue to the homeowner, which 
can make it more difficult to accrue meaningful equity, 
particularly in difficult housing markets. Given the financial 
burdens of  homeownership and the price of  even the 
cheapest homes, there are still classes of  income that 
cannot afford CLT homes. As small organizations that 
target individuals, CLTs offer limited means of  pressure for 
large-scale or structural changes that might help the overall 
housing market, and as nonprofits, their opportunities to 
lobby on behalf  of  their target audience can prove limited. 
Many of  these issues surrounding CLTs are under-researched, 
however, and there are opportunities for greater analysis. 
Many of  their purported benefits are anecdotal, focusing 
primarily on small-scale success stories of  individual families 
(Gray, 2008).

Community land trusts may also be more or less effective as 
overall tools depending on the cities in which they operate. 
In cities with exceptionally high development pressure, such 
as San Francisco or Portland, CLTs may struggle to generate 
the capital necessary to make serious investments. In many 
neighborhoods in these cities, the ship has already sailed on 
affordable housing. It is much easier to operate CLTs in slow-
growth cities such as Cleveland or Detroit, where land values 
are low, but political motivation to set aside land may also lag 
given the lack of  investment. With no immediate pressures 
on land values or concerns about displacement, the need 
for future protection against displacement may seem remote 
(Glanville 2013).

Minneapolis, however, settles comfortably between these 
two extremes. The urban area continues to grow, and recent 
reinvestment in the city proper has led to a rise in population 
and drastically altered neighborhoods such as the North 

Loop. As a whole, however, it remains one of  the more 
affordable large cities in the United States, and the census 
tracts along the proposed Blue Line extension in north 
Minneapolis have median incomes well below the national 
average (Metropolitan Council Choice, 2014). If  policymakers 
and advocates in Minneapolis and its suburbs seek to preserve 
affordable housing along expanding transit systems, the time 
is ripe for action.

Protecting Homes along Transit Lines
In spite of  the many benefits they provide, the evidence 
from the literature is clear: major transit investments cause 
increases in property values and threaten to displace low-
income residents. This reality has implications for equity 
within metropolitan areas, and Minneapolis is no exception. 
The choices of  many local actors in coming years will 
have major implications for homeownership and housing 
affordability along new transit corridors, particularly those in 
lower-income neighborhoods.
 
These effects are not uniform, however, and cities and 
housing advocates have numerous tools at their disposal to 
mitigate the negative effects of  transit investment. These 
tools remain understudied, so we seek to examine the 
methods used in nine cities across the United States and 
Canada in search of  best practices for affordable housing 
preservation along transit corridors. 

The answers to the questions at the intersection of  transit 
and housing will play a key role in Minnesota’s future, and 
determine whether the state can renew its promise as a place 
where all residents can attain economic and social integration. 
Success for all communities requires a holistic view of  Twin 
Cities residents’ needs, and few things are as essential as 
a stable home. Failure to develop a sustainable affordable 
housing market will deny people of  color and people living 
in poverty access to many other keys for building successful 
lives on their own terms (Tran and Treuhaft, 2014).
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A Comparative Perspective
In order to identify potential strategies 
at the intersection of  affordable 
housing and rail transit, we compare 
Minneapolis to nine peer cities in North 
America. We began our work with a 
list of  33 major cities and looked into 
each of  them to weigh their potential 
as comparative cities. We focused 
primarily on cities with metropolitan 
areas of  a roughly comparable size 
to the Minneapolis-St. Paul area, and 
also excluded cities with minimal 
transit investment. The City of  Lakes 
Community Land Trust (CLCLT) also 
identified several cities that it believed 
were “peer cities” to Minneapolis that 
would provide useful grounds for 
comparison. We also sought out cities 
with transit lines that opened since 
2006 (thereby assuring more reliable 
American Community Survey data 
for affected areas), and cities in which 
local actors made intentional efforts 
to advance agendas that aligned with 
CLCLT’s vision. We thereby culled the 
list of  cities down to nine, and began to 
explore those cities’ efforts to preserve 
and create affordable housing along 
transit lines.
 
We do not aim to create an exhaustive 
peer-reviewed comparison of  cities, 
or to prove statistically significant 
correlations between levels of  
displacement and policy decisions. 
Instead, we seek to provide a 
snapshot of  each city, and show 
how individual tools can assist in the 
creation of  affordable housing along 
each line. While we touch on transit 
development and broader affordable 
housing concerns, our overall focus 
hones in on CLCLT’s stated mission 
to create affordable opportunities 
for homeownership, with particular 
attention to people of  color and low-
income populations. We ultimately 

Case Study Methods

seek out best practices from a range 
of  cities at different stages of  light 
rail development and apply them to 
Minneapolis.
 
City Survey Design
We conducted background research 
on each of  the nine comparison cities, 
and also completed a similar analysis 
of  Minneapolis. For each city, we 
researched existing and planned policies, 
conducted interviews with stakeholders 
when possible, and related their efforts 

investments in transit, housing, and in 
communities of  color and low-income 
areas. In this section, we assess the 
effects of  local and state (or province) 
political climate on the topics in 
question.
 
Implications for the Twin Cities. In 
each city capsule, we link our findings 
back to Minneapolis to see which 
strategies may prove useful and note 
any contextual or political realities 
that may help or hinder efforts to use 

We seek out best practices from a 
range of cities at different stages 
of light rail development and 
apply them to Minneapolis.

back to scholarly literature when 
relevant. We sought out information on 
land trusts in each city, and focused on 
the efforts of  other local nonprofits, 
community development corporations, 
and city and regional planners. We 
survey each city using four criteria:
 
Broader context. This section gives 
basic background information on each 
metropolitan area and its transit system. 
It also identifies the transit line in each 
city that we use in each city in order to 
assess changes in property value and 
neighborhood composition (see below).
 
Strategies. This section explores the 
methods pursued in each city to create 
or preserve affordable housing along 
transit lines.
 
Politics. Political decisions play a 
central role in each city’s story, and 
local dynamics can make or break 

the strategies in the Minneapolis-St. 
Paul metropolitan area. These findings 
inform the recommendations section 
of  the report, which follows a deeper 
exploration of  property values along 
transit lines in the Twin Cities.

Demographics Analysis
In addition to the qualitative analysis 
described above, we also carried out a 
quantitative analysis investigating the 
makeup of  populations living close 
to transit stations and the possibility 
of  displacement in those areas for the 
different cities (Vancouver excepted 
for lack of  available data). Each city 
profile includes two charts and a brief  
paragraph describing the results of  this 
analysis. Displacement can operate on a 
number of  different levels and in many 
different ways, so we do not intend for 
this analysis to serve as definitive proof  
in either direction. The purpose of  
this analysis, aligning with the purpose 
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of  this report as a whole, is to give a 
first look at what may be happening to 
affordable housing along transit in these 
cities, supplementing the narratives with 
data.

Measuring displacement. This 
analysis measures the rates of  change 
between 2009 and 2014 within station 
areas compared to surrounding counties 
for absolute numbers of  three groups 
likely to seek out affordable housing 
opportunities near transit: people of  
color, people with less than a bachelor’s 
degree, and people in poverty. We 
measure absolute numbers because 
the addition of  new residents can alter 
percent makeup without any outflow 
of  existing residents. Negative rates 
of  change, as well as positive but 
significantly smaller rates of  change for 
station areas compared to surrounding 
counties, provide possible evidence for 
displacement. Such differences could 
also reflect demographic trends separate 
from housing affordability concerns 
(e.g. a generally declining population 
within the study area). Where possible, 
we attempt to account for such 
unrelated factors.

Data. Estimates for the given 
populations at the census tract 
level were gathered from American 
Community Survey five year estimates 
for 2009 and 2014.

Geographic selection. Using GIS 
software, we drew half-mile buffers 
around stations, and census tracts with 
centroids inside these buffers were 
selected for analysis. This selection 
method ensured that the studied census 
tracts lined up as closely as possible 
with station areas. In some cases, we 
added or subtracted census tracts to 
or from the selection areas in order 
to minimize differences in land areas 

between the study years that resulted 
from changing tract boundaries. The 
largest land area difference for selected 
station areas within any city across years 
was under three percent, and most were 
very near to zero. 

How to read the charts. The synthesis 
of  a few key points on each slope chart 
leads to relevant takeaways. The left 
and right vertical axes display absolute 
numbers of  people of  color, people 
with less than a bachelor’s degree, and 
people in poverty for 2009 and 2014. 
The ACS five year estimates represent 
data gathered over a five year period, so 
2009 estimates represent sampling from 
2005-2009 and 2014 estimates represent 
sampling from 2010-2014. This means 
that the strength of  these estimates, 
and consequently the rates of  change 
displayed in the middle of  each chart, 
are rooted in 10 years of  observations 
condensed to two points. 

By considering the relationship of  
starting and ending totals to rates of  
change, we can draw some preliminary 
conclusions. For example, a low rate 
of  change with small absolute numbers 
might indicate an exclusive area, while 
a low rate of  change combined with 
high absolute numbers suggests a 
more accessible area for the study 
populations that has not had much 
growth. Subsequent comparison to 
county numbers and rates can further 
add to such judgments. The charts 
thereby provide a snapshot of  possible 
displacement along transit lines, further 
reinforcing the narratives supplied by 
our qualitative research.

Figure 1-3: Minneapolis and Comparison Cities
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Part 2: 
Minneapolis

Photo: Metro Transit
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We do not see indicators 
of displacement near the 
transit stations we studied 
in Minneapolis. Populations 
of a color, without a college 
degree, and living in poverty 
are increasing in the area and 
near selected transit stations, 
as well.

Minneapolis, MN

use within the downtown core (Black, 
2016). While a series of  Atlantic articles 
from 2015 call out Minneapolis for its 
seeming prosperity, it has also been 
in the news a great deal for its racial 
disparities, which are some of  the worst 
in the nation (Nickrand, 2015). African 
Americans, for example, experience 
an unemployment rate as much as 
three times greater than that of  whites 
(Minnesota Advisory Committee, 2013). 
North Minneapolis, one of  two large 
areas of  racially concentrated poverty 
within the city and inhabited largely by 
African Americans and East Asians, is 
skirted by the planned Bottineau light 
rail alignment. How public officials seek 
to leverage the Bottineau extension and 
other investments in the coming years 
will help to determine whether the 
disparities that the residents of  north 
Minneapolis and people of  color in 
general face will grow or diminish as 
Minneapolis moves forward.

Strategies
The Housing Policy plan within the 
Metropolitan Council’s Thrive MSP 
2040 Regional Development guide 
calls for “creating or preserving a 
mix of  housing affordability around 

emerging transit investments, helping 
low-income households benefit from 
transit investments and expanding 
opportunities to reduce the combined 
costs of  housing and transportation” 
(Housing Policy Plan Executive 
Summary, 2014). One of  the main ways 
in which the Metropolitan Council has 
expressed these priorities is through a 
series of  Livable Communities Transit-
Oriented Development (LCA-TOD) 
grants. These grants have a number of  
different priorities including affordable 
housing, but are not focused solely 
on the issue. Over the first four grant 
cycles, $37 million has been distributed 
to 61 projects that will contain just 
under 800 units of  affordable housing 
(Transit Oriented Development Grants, 
2015).

Minneapolis has some significant 
demonstration projects regarding 
affordable housing and transit, but 
existing approaches will not satisfy 
future housing demand. As it now 
stands, the planned transit network 
will run through a much more diverse 
collection of  neighborhoods and 
municipalities than the Blue and Green 
Lines already do, including inner ring 

Context
Minneapolis and the larger Twin Cities 
Metro are in the process of  building 
out the area’s first fully developed 
public transportation network since 
the decline of  streetcars in the mid-
twentieth century. The area’s first light 
rail line, now known as the Blue line, 
opened in 2004, with the Green Line 
following in 2014. Both of  these lines 
have planned extensions in the works 
that will enhance the connectivitiy of  
the system. The A-Line bus rapid transit 
running from southeast Minneapolis 
to the suburb of  Roseville opens in 
the summer of  2016. In addition, 
several other bus rapid transit and 
streetcar projects are in various stages 
of  planning including the Orange Line 
Bus Rapid Transit that will travel north-
south between downtown Minneapolis 
and Burnsville along I-35W. 

Minneapolis is one many mid-sized 
cities experiencing renewed relevance 
in the early portion of  this century. 
Several notable corporations, Target 
prominent among them, make their 
homes in the area. The region is 
experiencing robust population growth 
as well as a resurgence of  residential 

Figure 2-1: Population in the 
Minneapolis Area

Figure 2-2: Population near 
selected stations in Minneapolis
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Minneapolis, MN

suburbs and wealthy outer-ring suburbs. 
A number of  tailored and context-
specific solutions will be needed to 
prevent displacement along these 
routes, as well as to leverage these 
projects in a positive manner. 

Politics
Minneapolis sits within a relatively 
complex and layered governmental 
environment. Primary decision-making 
power within the city itself  resides with 
a relatively strong thirteen member 
council in a weak mayor system. The 
Metropolitan Council is the area’s 
metropolitan planning organization, and 
retains a great deal of  power in transit 
planning and setting housing goals. 
The Council apportions affordable 
housing quotas around the region 
based on studied need. It also operates 
MetroTransit, which plans, builds, and 
operates the light rail and other transit 
lines relevant to affordable housing 
concerns in the region. Hennepin 
County, in which Minneapolis is 
located, also plays a significant role in 

Figure 2-3: Selected stations in Minneapolis

Photo: Metro Transit

these issues, and is the organization 
responsible for initial planning of  
station areas for the proposed Blue Line 
extension. The Minnesota Housing 
Finance Agency, as an allocator of  
Low Income Housing Tax Credits and 

The planned transit network will 
run through a much more diverse 
collection of neighborhoods and 
municipalities than the Blue and 
Green Lines already do.

other important funding streams, is 
also important to connecting housing 
and transit for Minneapolis and the 
metropolitan area.
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Table 2-1: Minneapolis-St. Paul-Bloomington, Minnesota
Total Population* 3,298,485
White (non-Hispanic) 2,548,729 77.3%
Black or African American (non-Hispanic) 249,798 7.6%
Asian  (non-Hispanic) 201,142 6.1%
Hispanic or Latino (of any race) 185,679 5.6%

Housing
Cost-Burdened Rental Households 179,279 47.2%
Cost-Burdened Owner Households 297,326 33.2%
Median House Value (Owner-Occupied) $213,100 

Income
Median household income - 2014 dollars $68,068 
Population below 2014 poverty level 345,786 10.6%

Source: ACS 2014 5-year Estimate, Social Explorer 
*Sum of racial/ethic groups does not equal 100% since only largest 4 groups included

Photo: SB Tuska

Minneapolis, MN
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Introduction
Our background section highlights 
the importance of  effective public 
transportation. As the light rail network 
of  the Twin Cities expands, local 
residents and community organizations 
have raised concerns about equity and 
displacement (Housing Preservation 
Project, 2012). Low-income 
neighborhoods and people of  color 
near station areas want assurances that 
the benefits of  transit connectivity 
will accrue to the residents of  those 
neighborhoods. They advocate for the 
preservation and creation of  affordable 
housing in anticipation of  rising 
property values in areas proximate to 
stations, which may price out long-time 
residents. Despite these concerns, our 
study of  assessed residential property 
values between 2006 and 2015 in 
Minneapolis and Saint Paul within the 
station areas along the existing Blue 
Line and Green Line and the planned 
Blue Line extension finds no evidence 
of  increased assessed property values 
related to the presence of  a light rail 
station.

Methodology
We use geospatial data retrieved from 
the Minnesota Geospatial Commons. 
For each of  the years from 2006 
to 2015, the Minnesota Geospatial 
Information Office compiles data 
from each of  the seven counties in the 
metropolitan area. The timeframe of  
this analysis starts in 2006, which is the 
year that Ramsey County first submitted 
tax parcel data that breaks out estimated 
market values for land and buildings 
from the total.

Stations included in the analysis are 
low-to-medium density residential 
neighborhoods purportedly at 
risk of  residential displacement. 
Thus, we exclude station areas with 

overwhelmingly commercial or 
high-density uses such as downtown 
Minneapolis, downtown Saint Paul, 
the Minneapolis-St Paul International 
Airport, the Mall of  America, and office 
parks in Bloomington. A complete list 
of  stations included in the study can be 
found in Appendix A. 

The analysis uses the standard of  a 0.5-
mile radius to define the station area. 
In order to compare these station areas, 
we identify areas with a similar housing 
stock in similar neighborhoods that do 
not receive the full benefits conferred 
by walkable proximity to a light rail 
station. For this, we use an additional 
0.25-mile buffer beyond the station 
area, which we call the “comparison 

Figure 2-4: Study area

area.” See Figure 2-4 for a map of  
the station areas and comparison 
areas included in the study. Secondary 
comparison groups include the cities of  
Minneapolis and Saint Paul to provide 
another frame of  reference.

Although displacement can occur 
in multifamily rental developments 
with more volatile rents, the primary 
housing types developed by the City 
of  Lakes Community Land Trust are 
single-family residential lots. Hennepin 
County and Ramsey County changed 
their land use descriptions multiple 
times across the study timeframe, but 
this analysis attempts to standardize 
categories to detached single-family 
homes. Counties divide each tax parcel’s 
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estimated market value between land, 
building, and total. The total does 
not always equal the sum of  land and 
building because in many cases, publicly 
owned non-taxpaying buildings are 
valued only at the “total” level. 

We use Ramsey and Hennepin 
Counties’ parcel data as a proxy for 
actual market value. While home sale 
data would more accurately represent 
the value of  a property in the market, 
county assessor values are more readily 
available and offer more data points 
than home sale prices. Moreover, rising 
property taxes (as a result of  rising 
assessed property values) may cause 
displacement for long-term residents. 

This analysis uses tax parcel data 
starting in 2006, which is the first 
available year for which Ramsey County 
provided estimated market values for 
land and buildings. Additionally, the 
estimated market values represent 
values from that year’s payable taxes; 
for example, the 2008 estimated market 
values were calculated in 2007. We 
use the median total market value to 
show the change of  assessed property 
values within station areas, comparison 
areas, and the cities of  Saint Paul and 
Minneapolis over the ten-year period. 

Summary of Findings
Our analysis finds no indication that the 
planning or presence of  either the Blue 
Line or Green Line had a significant 
positive impact on assessed land or 
building values between 2006 and 2015. 
Discrepancies in estimated market 
values remained stable across the 
timeframe for both lines (Figures 2-5 
and 2-6). For land and building assessed 
values near the Blue and Green lines 
and planned extensions, see Appendix 
B.

Contrary to the dominant narrative of  
rising property values as a result of  rail, 
and a recent report by David Arbit of  
the Minneapolis Area Association of  
Realtors (2016), we did not see the same 
property value effects. This difference 
is likely due to the data analyzed, as well 
as the geographic scope. Arbit’s report, 
for example, uses home prices along the 
Blue Line comparing neighborhoods 
adjacent to the line with the larger 
communities those neighborhoods are 
within. Our analysis focuses on assessed 
property values, which do not represent 

Figure 2-5: Median Assessed Single-Family Home Values, Blue Line

the market at-large, and our comparison 
group is a much smaller geographic 
area. The smaller area in geographic 
may provide a better comparison due 
to similarities in housing stock and 
neighborhood composition, though 
properties just outside of  the half-mile 
station area may also benefit from light 
rail. 

Due to the limited timeframe of  the 
data, the recession of  the late 2000s 
inevitably has a significant impact 
on how residential estimated market 

Figure 2-6: Median Assessed Single-Family Home Values, Green Line
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values change. During this timeframe, each corridor was at a different stage; the 
existing Blue Line had been open for two years at the start of  the analysis, while the 
existing Green Line opened in 2014, which is the final year included in the study. 
The route for Blue Line extension north was not finalized until the very end of  
the study period. The recession obscures the comparative changes in a single year, 
which limits the capacity of  this analysis to explain how the timing of  the different 
phases of  planning and opening of  stations affect residential property values. 
Furthermore, while the comparison areas offer insights into property value changes 
over time, the higher property values of  the comparison areas along the Green 
Line are likely due to the inclusion of  properties south of  I-94 in Saint Paul, which 
include much higher-income neighborhoods than those closer to the corridor. 
Similarly, the Blue Line station areas include industrial uses along Hwy. 55, which 
could create a nuisance factor that lowers property values. 

Our analysis reveals no evidence that the presence of  light rail stations has had a 
positive effect on nearby assessed residential values. However, when comparing our 
results to other reports of  rising home sales prices, we see the need for affordable 
single family home investment along light rail lines. As previously mentioned, 
assessed values determine a home’s tax liability. We show that homeowners near 
transit lines are insulated from potential displacement due to property tax increases. 
Still, increased sales prices associated with homes near light rail create a barrier for 
entry for low-income households to access the same transit benefits, underscoring 
the need for affordable homeownership options near light rail. 



Part 3:
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Case Study Lessons

Table 3-1: Overview of Relevant Strategies

Strategies Source Cities Considerations for Twin Cities

Affordability Task Force Pittsburgh, PA
Seattle, WA

In response to a current or potential housing crisis, city officials have 
appointed community representatives and leaders to develop broad 
and unified policies for affordable housing.  In order to be effective, 
task forces should represent at-risk neighborhoods and have the 
political support necessary to implement their recommendations. 

Cataloging At-Risk 
Properties

Denver, CO Denver’s early warning system tracks subsidized properties and alerts 
nonprofits to the possible expiration of  benefits. This allows these 
nonprofits to seek to acquire the property, advocate for continued 
affordability guarantees from the owner, or, in a worst-case scenario, 
provide services to displaced residents.

Concrete Housing Creation 
and Preservation Goals

Denver, CO
Vancouver, BC

Goals for housing creation and preservation, whether devised by 
nonprofits or a planning body, set clear benchmarks to which a city 
can aspire. They also provide measurements that promote greater 
accountability and a chance to assess the successes and failures of  
tools used to promote affordable housing in particular areas. 

Density Bonuses Atlanta, GA
Seattle, WA
Austin, TX

Density bonuses in both Atlanta and Seattle allow for increased 
density that developers would have as of  right, if  income restricted 
affordable units are included in multifamily developments.  To be 
successful, density bonuses require a fast-growth housing market.  

Eventual Tenant 
Ownership

Pittsburgh, PA Using Low-Income Housing Tax Credits (LIHTC) for townhome 
and multifamily rentals, developers in Pittsburgh have financed 
and converted units to tenant ownership. More prolifically in 
Ohio, community developers have used LIHTC for single family 
homes.  The tenant ownership model likely requires a counseling 
program, and can be risky due to market and preference shifts in the 
15-year rental compliance period.  

Our background research of  Minneapolis’s nine comparison cities revealed some trends 
among the strategies implemented in the various cities. In some cases, we identified methods 
used in multiple cities for creating or preserving affordable housing along transit lines, which 
we present in Table 3-1 and note considerations for the Twin Cities area. We also study 
demographic trends across the comparison cities in selected station areas. Some of  the largest 
demographic shifts occurred in Minneapolis’s closest peer cities, which suggests a need for a 
proactive approach to housing strategies in the Twin Cities. 
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Strategies Source Cities Considerations for Twin Cities

Land Trust Developed 
Rental Properties

Los Angeles, CA In a very low income market or a market with very high property 
values, homeownership is likely out of  reach for a large portion of  
residents. Land trust-developed rental housing can bridge this gap 
through development at scale. 

Mandatory Inclusionary 
Housing Policy

Denver, CO
Seattle, WA
Vancouver, BC

Cities can create a variety of  policies to direct development, such 
as a percentage of  units that must be affordable and a one-for-
one replacement for lost affordable units. Some cities in the Twin 
Cities metropolitan area have voluntary inclusionary zoning policies, 
and both Minneapolis and Saint Paul have mandatory inclusionary 
zoning for projects receiving public funding, but not for private 
development. 

Nonprofit Housing 
Collaborative

Atlanta, GA
Denver, CO

Denver’s Mile High Connects and the Atlanta Land Trust 
Collaborative (ALTC) provide examples of  deliberate partnerships 
between nonprofits for advocacy, capacity building, and coordination. 
CLCLT partners with a number of  other nonprofits to develop 
properties and advocate for their interests, but such could work could 
be formalized and expanded given organizational capacity. 

Prioritizing Affordable 
Housing for Publicly-
Owned Land 

Austin, TX
Denver, CO
Los Angeles, CA

Using publicly-owned land for affordable housing simplifies 
acquisition and allows municipal governments to intentionally direct 
housing development in particular areas. This is particularly useful in 
fast-growth markets, where land can be difficult to acquire.

TIF Funding for 
Homeownership

Atlanta, GA 
Houston, TX
Portland, OR

Tax Increment Financing (TIF) can provide a robust source of  
funds for developing affordable housing.  Communities in the 
Twin Cities use TIF for housing projects, but are more likely to 
use it for multifamily rentals than affordable homeownership 
opportunities.  TIF depends on property taxes increasing, which 
is not guaranteed, and can face opposition from other levels of  
government.

Targeted Affordable 
Housing Fund

Atlanta, GA
Austin, TX
Portland, OR
Denver, CO

Housing funds can target development along all transit lines or 
hone in on specific neighborhoods where a municipality seeks to 
preserve affordability. They can also include provisions for affordable 
homeownership. Minneapolis’s Affordable Housing Trust Fund 
is often underfunded and its primary purpose is the construction 
and preservation of  affordable rental housing.  Issues for the Twin 
Cities include both long term funding sources and the need for 
funds targeted towards transit areas and areas particularly at risk for 
displacement.
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Trends Across Cities 
The demographic analysis shows displacement along transit 
lines in at least one of  the indicators in five of  the eight 
comparison cities (see Table 3-2). The analysis also shows 
how poverty alone may not be the most reliable indicator of  
displacement. While relative poverty decreased in only one 
city (Atlanta, in which we analyze the BeltLine, not light rail 
stations), three cities saw outflows of  people of  color from 
station areas, and three relative decreases of  people with low 
educational attainment. These trends indicate a real risk of  
displacement along transit lines.

Most notably, some of  Minneapolis’s clearest peer cities, 
Denver, Portland, and Austin, are cities with indicators of  
displacement. Moreover, Denver and Austin are the only two 
cities that reveal displacement along two indicators (education 
and race), suggesting even more support for the change in 
neighborhood composition. While both Denver and Portland 
have robust efforts to preserve and create affordable housing 
along transit, much of  this activity came in reaction to an 
initial wave of  displacement after large transit expansion 
projects. Austin, in contrast, has made comparatively little 

effort to link displacement to transit, though its shifting 
populations likely stem from broader trends. These cities 
reveal what could happen in Minneapolis without proactive 
housing strategies in anticipation of  transit expansion.

We find no indicators of  displacement in three cities: Los 
Angeles, Houston, and Seattle. These results are particularly 
noteworthy given the relatively minimal anti-displacement 
efforts in these cities, but in each case, broader contextual 
factors likely play a more significant role in driving settlement 
patterns. Geography constrains available land in Los Angeles 
and Seattle, leading to skyrocketing land values regardless 
of  location. In Houston, meanwhile, a majority of  the Red 
Line’s stops are auto-oriented, reflecting broader city zoning 
and parking policies. Since auto-oriented stations do not 
generate the displacement effects associated with pedestrian-
oriented stations (Kahn, 2007), Houston station areas appear 
less vulnerable to displacement. None of  these broader 
contextual concerns are currently relevant in Minneapolis, and 
policymakers should not assume that a laissez faire approach to 
displacement prevention will yield positive results.

Table 3-2: Summary of Case Study Cities

Metropolitan 
Area

Population People of 
Color

Households 
in Poverty

LRT Lines Planned 
LRT

Indicators of Displacement

Minneapolis, MN 3,298,485 22.7% 10.6% 2 2 None
Atlanta, GA 5,455,053 51.1% 15.7% 4 1 Poverty
Austin, TX 1,835,016 46.1% 15.0% 1 0 Low Education, People of  Color
Denver, CO 2,651,392 34.7% 12.0% 6 3 Low Education, People of  Color
Houston, TX 6,204,141 61.4% 16.3% 3 1 None
Los Angeles, CA 13,060,534 69.1% 17.1% 6 3 None
Pittsburgh, PA 2,358,793 13.5% 12.3% 2 0 Low Education
Portland, OR 1,364,090 25.8% 14.4% 5 0 People of  Color
Seattle, WA 3,557,037 33.2% 11.7% 3 6 None
Vancouver, BC 2,313,328 45.2% N/A* 3 1 N/A
Note: Planned line counts may vary based on status of  plans.
Vancouver population from 2011 census. "People of  Color" in the United States includes all people who are not white non-Hispanics; in Canada, it includes 
the "total visible minority population."
All US figures from American Community Survey.
* The Canadian government does not measure an official poverty statistic
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Atlanta, GA

Context
Atlanta is in the process of  expanding 
its streetcar system, which currently 
only serves the Downtown Loop, to 
the Beltline, where intensive planning 
efforts have been coordinated for 15 
years. The Beltline is a former rail 
corridor around the core which will 
be turned into a multimodal transit 
corridor intended to connect people, 
jobs, and parks. Current schedules 
anticipate completion after 2030.

Integration with the Metropolitan 
Atlanta Rapid Transit Authority 
(MARTA) light rail system is still 
unspecified. The Beltline will intersect 
with MARTA lines at four locations at 
each of  the cardinal directions, but the 
large spacing between MARTA stations 
means that no stations currently exist 
where light rail crosses the Beltline. 
Proposals for infill stations are still in 
the theoretical stage, but it seems likely 
that infill stations with access to the 
Beltline streetcar lines and trail systems 
will be added in the future, particularly 

on the east side where Beltline progress 
is the most advanced (Burns, 2014). 
Specifically, Krog Street has been 
identified as a potential infill station 
that would bring together multimodal 
transit, although no formal planning 
process for that station has yet been 
initiated (Burns, 2014).

For our demographic analysis, we 
chose to highlight the hypothetical 
Krog Street station and three other 
nearby trail access points to the 
Beltline system, where construction 
in the past two years has reconnected 
formerly separated trails and streetcar 
connections have been proposed. 

Strategies
Atlanta’s light rail transit, MARTA, 
adopted transit-oriented development 
(TOD) guidelines in 2010 that explicitly 
address the link between affordability 
and transit and propose an inclusionary 
zoning standard of  20 percent in station 
areas. The guidelines include sample 
TOD overlay district language includes 

a density bonus for workforce housing 
(Atlanta BeltLine Inc, 2013).

Additionally, the Atlanta Housing 
Authority dedicates funds for the 
Atlanta Beltline Affordable Housing 
Trust Fund (BAHTF). It is managed 
in conjunction with Atlanta Beltline 
Inc., an organization responsible for 
planning and coordinating development 
of  the Beltline. The BAHTF is 
funded with 15 percent of  Beltline 
Tax Allocation District revenues 
(which operate like tax increment 
financing districts in Minnesota), 
and includes single-family and multi-
family incentives, including “Property 
Acquisition for Owner-Occupied 
Affordable Housing.” Capitalized with 
over $8 million in 2008, the BAHTF 
assists new homeowners, developers 
of  affordable housing, and the Atlanta 
Land Trust Collaborative (ALTC). It 
has a target of  5,600 units of  affordable 
housing created over a 25-year period, 
and in 2011, it renovated and opened 
the much-publicized 28-unit Lofts at 

We see indicators of 
displacement of poor 
people and people with low 
educational attainment from 
planned station areas in 
Atlanta. As displayed in figures 
3-1 and 3-2 the population 
without a college degree is 
falling faster near selected 
planned stations than in 
the greater Atlanta area. 
Furthermore, the number of 
poor people living in the area 
has increased, but the same 
population has decreased 
near the selected planned 
stations.

Figure 3-1: Population in the 
Atlanta Area

Figure 3-2: Population near 
selected planned stations in 
Atlanta
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Reynoldstown Crossing (Atlanta Land 
Trust Collaborative, 2012). However, 
given the post-2030 completion date, 
affordability requirements for new 
affordable construction will expire 
near completion of  the BeltLine, likely 
requiring re-subsidization.

The Atlanta Land Trust Collaborative 
was created in 2011 by many nonprofit 
partners in conjunction with Atlanta 
Beltline Inc. ALTC extends the BeltLine 
organizational model to land trusts, 
acting as a “central server” for new 
land trusts in the metro area. ALTC is 
a collaborative, not a land trust itself. 
It builds capacity for land trusts and 
coordinates transfers of  properties to 
neighborhood-level trusts (Sherriff, 
2010).

Politics
The BeltLine project involves the 
collaboration of  an impressive number 
of  private, public, and nonprofit 
entities. The BeltLine was born as a 
Georgia Tech graduate student thesis in 

1999, and since then it has undergone 
extensive community engagement and 
stakeholder engagement processes. 

Leadership and coordination by Atlanta 
Beltline Inc. and its fundraising arm, 
Atlanta BeltLine Partnership, enables 
the ambitious planning and scale. In 
a conservative political climate, the 

public-private nature of  the BeltLine 
project has won acclaim among both 
Democrats and Republicans. However, 
the funding for the streetcar portion 
of  the BeltLine is still unsecured, as 
the metro area (led by suburban voters) 
shot down a 1-cent sales tax increase for 

Photo: Lauren Holley

Figure 3-3: Selected planned 
stations in Atlanta

The BeltLine project involves the 
collaboration of an impressive 
number of private, public, and 
nonprofit entities.

transportation in 2010 (Brown, 2013).

Fear of  displacement caused by the 
BeltLine is addressed by the affordable 
housing plan and cooperation with 
anti-displacement organizations like the 
Annie E. Casey Foundation. The dire 
history of  segregation in Atlanta means 
that disconnected black neighborhoods 

will be the subjects of  a large rent 
gap when the BeltLine improves 
connectivity to these areas. Grassroots 
groups fear that the connection 
between the large tax increment 
financing district and BeltLine funding 
means that the project leaders are 
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Table 3-3: Atlanta-Sandy Springs-Roswell, Georgia
Total Population* 5,455,053
White (non-Hispanic) 2,720,539 49.9%

Black or African American (non-Hispanic) 1,763,439 32.3%
Hispanic or Latino (of any race) 569,504 10.4%
Asian  (non-Hispanic) 279,945 5.1%

Housing
Cost-Burdened Rental Households 341,536 49.8%
Cost-Burdened Owner Households 508,066 40.6%
Median House Value (Owner-Occupied) $167,400 

Income
Median household income - 2014 dollars $56,618 
Population below 2014 poverty level 840,560 15.7%

Source: ACS 2014 5-year Estimate, Social Explorer 
*Sum of racial/ethic groups does not equal 100% since only largest 4 groups included

Atlanta, GA

inherently incentivized to promote 
economic displacement by increasing 
property values (Brown, 2013). 
Ultimately, it is too early to determine 
the extent to which the BeltLine 
facilitates displacement in Atlanta 
neighborhoods, but the potential 
capacity for displacement threatens the 
political and grassroots organizational 
alliances of  the BeltLine itself.

Implications
Ultimately, the Beltline is a much 
larger and more extensive project than 
a simple light rail extension. Even 
so, Minneapolis can still learn from 
Atlanta’s process in investing hundreds 
of  millions of  dollars (billions, in 
Atlanta’s case) into its transit network. 
The public-private nature and tighter 
organizational focus enables a more 
comprehensive approach to the nexus 
between transit and housing than the 
Metropolitan Council in the Twin Cities 
is able to put into motion.

Photo: Central 
Atlanta Progress
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that are often cited as examples of  
areas experiencing displacement (Henry, 
2014). In fact, the City of  Austin 
commissioned gentrification reports on 
East Austin annually between 2000 and 
2003. Curiously, of  the two stations in 
East Austin, one (MLK Jr. Blvd) is a 
park-and-ride station with very limited 
walkable amenities. Plaza Saltillo, on 
the other hand, is near the denser 
residential and commercial uses that are 
traditionally synonymous with transit-
oriented development. Even so, many 
city officials, neighborhood groups, 
and community advocates consider 
the opening of  the Red Line at most a 
tertiary cause of  displacement behind 
the rent gap from historically segregated 
neighborhoods and the unprecedented 
influx of  new millennial workers 
(Henry, 2014). 

Strategies
The City of  Austin passed a transit-
oriented development (TOD) ordinance 
in 2004 targeting future MetroRail 
stations, although the ordinance 
was later amended to include some 
bus rapid transit stations. Austin’s 
TOD ordinance calls for a two-phase 
process: first, the city identifies districts 

around station areas and places an 
interim overlay zoning district. In 
the second phase, the city writes and 
adopts more detailed formal station 
area plan in a cooperative process 
incorporating neighborhood feedback 
around affordability and design. To 
date, only three MetroRail station areas 
and neighborhoods have completed 
the entirety of  the TOD process and 
submitted a regulating plan (City of  
Austin, 2014).

As part of  the second phase of  TOD, 
the ordinance specifically calls for an 
affordability analysis that outlines a 
strategy for at least 25 percent of  new 
housing to meet affordability guidelines. 
Since the ordinance is structured 
to allow considerable leeway to 
neighborhoods and in individual station 
area planning, affordability incentives 
and disincentives can theoretically 
vary, but the three adopted plans are 
similar. All three offer height and 
density bonuses. However, station area 
plans also include a fee-in-lieu option 
for developers who choose not to add 
affordability.

The station area plans each build in 

Context
The Austin metropolitan area’s Capital 
Metro transportation agency has put 
the brakes on discussions of  true 
urban light rail after a failed funding 
measure at the ballot in November 
2014. Instead, Capital Metro operates a 
commuter rail line (opened in 2010) and 
an extensive bus system, including two 
bus rapid transit lines. The commuter 
rail line, known as the MetroRail Red 
Line, extends 32 miles from Downtown 
Austin, through East Austin, and moves 
through North Austin before reaching 
into the northern suburbs of  Cedar 
Park and Leander.

Distances between stations, particularly 
after leaving the urban core, are quite 
long, running roughly 2.5 miles between 
stops within city limits and well 
above five miles in the suburbs. Using 
primarily old railroad rights of  way, 
the route lends itself  poorly to transit-
oriented development, running through 
isolated industrial areas far away from 
even medium-density residential or 
commercial development.

Even in national discussions, East 
Austin is a collection of  neighborhoods 

Figure 3-4: Population in the 
Austin Area

Figure 3-5: Population near 
selected stations in Austin In Austin, we see indicators 

of displacement of people 
of color and people with 
low educational attainment 
from selected station areas. 
As displayed in figures 3-4 
and 3-5 , people of color 
and people without a 
college degree are growing 
populations in the area, but 
shrinking near the selcted 
stations. 
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something of  an obligation on the 
part of  the City to fund part of  the 
affordable portion of  a development: 
developers must fund 10 percent of  
the development square footage as 
affordable, and the City can choose to 
fund an additional 15 percent from its 
affordable housing pool. Notable in 
the TOD process is the capacity of  the 
neighborhood to negate some of  the 
affordability bonuses. For example, the 
height bonus requires the sign-off  of  
neighboring properties (City of  Austin, 
2012). 

The City of  Austin has a wide variety 
of  tools intended to preserve and 
create affordable housing, including a 
city-operated community land trust. 
However, very few of  these tools are 
tied to transit. 

Politics
Community members and officials 
are aware of  potential displacement 
pressures in Austin, but they do not 
believe that light rail contributes to 
such pressures. Even so, local planners 
understand the benefits that good 
transit confers to low-income residents 
who can benefit from an extensive 
network. That connection is primarily 
manifested in the city’s transit-
oriented development policy, which 
acknowledges that benefits are realized 
across a range of  incomes (City of  
Austin, 2014).

The extent of  Austin’s rail network 
is severely limited by the appetite 
of  Travis County residents to tax 
themselves for transit. Even when 
packaged with a large road budget, an 
eastward line was defeated decisively in 
a 2014 ballot measure (Henry, 2014). 
The limited nature of  rail transit in 
Austin in both scope and walkability 

Figure 3-6: Selected 
stations in Austin

means that its capacity to be a 
displacing force is diluted.

Implications
As one of  the hottest markets 
in the country, Austin’s very real 
displacement is not closely tied to rail 
transit. Although Capital Metro runs 

through the high-turnover East Austin 
neighborhoods, the benefits of  light 
rail are hurt by poor connectivity, 
less walkable station design, and an 
annual ridership far lower than rail 
systems in even tertiary markets like 
Oceanside, Buffalo, or Norfolk (Capital 
Metropolitan Transportation Authority, 

The City of Austin has a wide 
variety of tools intended to 
preserve and create affordable 
housing; however, few of these 
tools are tied to transit.
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2014). For Minneapolis, the experience 
of  Austin suggests that a high quality 
rail transit system is not a prerequisite 
for displacement.

Photo: Cherry Bream

Table 3-4: Austin-Round Rock, Texas
Total Population* 1,835,016
White (non-Hispanic) 989,682 53.9%
Hispanic or Latino (of any race) 582,449 31.7%
Black or African American (non-Hispanic) 129,037 7.0%
Asian (non-Hispanic) 90,850 5.0%

Housing
Cost-Burdened Rental Households 138,642 49.0%
Cost-Burdened Owner Households 138,123 35.4%
Median House Value (Owner-Occupied) $196,500 

Income
Median household income - 2014 dollars $61,900 
Population below 2014 poverty level 268,293 15.0%

Source: ACS 2014 5-year Estimate, Social Explorer 
*Sum of racial/ethic groups does not equal 100% since only largest groups included
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Context
Denver has been among the most 
prolific builders of  light rail in the 
nation over the past decade. Voter 
approval of  the FasTracks system 
in 2004 laid the groundwork for six 
new rail lines across the metropolitan 
area. The $7.8 billion investment 
builds 122 new miles of  track across 
the Metropolitan area, and the 
aggressive expansions by the Regional 
Transportation District (RTD) led to 
one line opening in 2007, and three 
more in 2016 (Center for Transit-
Oriented Development, 2007).

Denver’s light rail lines fan out from 
the center of  the city, and many do 
not necessarily follow distinct racial or 
economic patterns in their routes. While 
the earliest construction tended to 
connect affluent areas of  the city—the 
lines often end in more affluent suburbs 
or at important landmarks such as the 
airport—the routes they take to reach 
these points pass through highly varied 
census tracts. The level of  development 
around light rail stops, particularly 
those in the suburbs, has also not been 
uniform. While explicit transit-oriented 
development (TOD) projects have 

low-income, Hispanic neighborhoods 
in Denver before entering suburban 
Jefferson County, proves a useful 
test case for early evaluation of  the 
FasTracks expansion. 

Strategies
While Denver is still in a relatively 
early stage of  planning for affordable 
housing preservation, a number of  
actors have stepped up to lead a robust 

The numbers of people of 
color and those with low 
educational attainment are 
declining near station areas, 
but increasing in the greater 
Denver area. Figures 3-7 
and 3-8 show indicators of 
displacement of people of 
color and people without 
college degrees near selected 
stations in Denver.

Figure 3-7: Population in the 
Denver Area

Figure 3-8: Population near 
selected stations in Denver

been constructed in numerous areas, a 
number of  stops are park-and-rides or 
just generally poorly accessible (Illescas, 
2012). Local advocates and media 
all acknowledge cases of  rising rents 
and displacement in the metropolitan 
area, noting a 60,000 unit gap between 
affordable homes and demand (Svaldi, 
2015). The West Line, which opened 
in 2007 and extends through largely 

response to rapidly rising housing 
prices. For example, local nonprofits 
and private groups united into an 
advocacy coalition named Mile High 
Connects. The coalition collects data on 
affordable housing with a wide variety 
of  local actors to identify properties 
most at risk of  increasing costs in 
order to target specific communities. 
The group set a number of  concrete 

goals, including efforts to maintain 
90 percent of  affordable housing 
(whether subsidized or naturally 
occurring) along light rail lines, and 
ensure that 25 percent of  new units 
are affordable (Mile High Connects, 
2015). Its Executive Director, Dace 
West, reported that the organization 
has preserved close to 100 percent of  
existing affordable housing (Phone 
interview, April 14, 2016). While some 

An advocacy coalition collects 
data on affordable housing to 
identify properties most at risk of 
increasing costs.
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of  these metrics are hard to evaluate, 
the group plans a more thorough look 
at existing data in 2017. 

The city has also proactively held land 
near planned transit corridors for 
future affordable housing projects. 
This land banking method allows 
the city to act before property values 
rise along with the appearance of  
transit. Along with two nonprofit 
partners, Enterprise and the Urban 
Land Conservancy, the city started 
a $15 million Denver TOD fund. It 
seeks to “create or preserve 1,000 
affordable housing units” (Quigley, 
2010). Mile High Connects is seeking 
to double the size of  this TOD fund 
to accelerate the pace of  development 
(2012), but Tony Pickett, Vice President 
for Master Site Development at the 
Urban Land Conservancy, expressed 
frustration with struggles to align these 
new developments with Low-Income 
Housing Tax Credit (LIHTC) funding 
(personal correspondence, April 8, 
2016). 

Denver received $19 million from 
HUD’s Neighborhood Stabilization 
Program (NSP) in order to fund 
affordable housing along the new transit 
lines. However, the economic downturn 
led to a disproportionate number of  

Figure 3-9: Selected stations in Denver

projects relying on this NSP funding to 
get off  the ground (Quigley, 2010). This 
experience once again points to the 
need to align LIHTC and other forms 
of  low-income housing development 
assistance with larger goals, but shows 
the potential for use of  other HUD 
funding.

Finally, Mile High Connects has 
designed an “early warning system” 
to further ensure the preservation 
of  affordable housing. The system 
catalogues over 1,200 properties held 
by public entities and places data 
in a standard format. This allows 
planners to know when affordability 
requirements for certain units may 
expire, and to plan for any potential 
impacts long before they occur (D. 
West, phone interview, April 14, 2016). 
While this serves only as a bandage 
when formerly subsidized units become 
market-rate, the early warning system 
gives residents time to weigh their 
options and seek new housing, and 
provides better information for all 
actors.

Politics
Politically, the atmosphere in Denver is 
among the most favorable for light rail 
and related development. The current 
light rail expansion project passed via 

referendum with 58 percent of  the 
vote, and the city lacks the organized 
and vocal opposition present in a 
number of  other cities (Center for 
Transit-Oriented Development, 2007). 
Community groups are generally 
supportive of  affordable housing 
preservation, and these specific 
initiatives have not been major sources 
of  conflict, either. 

At the state level, Colorado’s 
Construction Defects Law serves as a 
barrier to condominium production, 
which Pickett sees as a potential tool for 
transition to ownership, and a lack of  
TIF options also hampers development 
(Personal correspondence, April 8, 
2016). Local stakeholders generally 
expressed satisfaction with the options 
available and their ability to achieve 
“creative micro-solutions,” even in 
suburbs, but lack tools to achieve their 
goals at the scale necessary to meet 
affordable housing targets (D. West, 
phone interview, April 14, 2016). 

Implications
Denver is in many ways a model city for 
light rail expansion, and local actors are 
clearly aware of  related housing issues. 
Both the public and nonprofit sectors 
have made serious efforts to preserve 
affordability, and while it is too soon 
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Table 3-5: Denver-Aurora-Lakewood, Colorado
Total Population* 2,651,392
White (non-Hispanic) 1,732,199 65.3%
Hispanic or Latino (of any race) 600,786 22.7%
Black or African American (non-Hispanic) 141,411 5.3%
Asian  (non-Hispanic) 97,977 3.7%

Housing
Cost-Burdened Rental Households 180,147 48.3%
Cost-Burdened Owner Households 238,219 36.6%
Median House Value (Owner-Occupied) $253,100

Income
Median household income - 2014 dollars $64,206
Population below 2014 poverty level 314,917 12.0%

Source: ACS 2014 5-year Estimate, Social Explorer 
*Sum of racial/ethic groups does not equal 100% since only largest 4 groups included

Denver, CO

Photo: Jeffrey Beall

to make many definitive conclusions, 
the breadth of  tools used makes it a 
case well worth watching in the future. 
If  there is a drawback to the Denver 
approach, it is the large scale of  the 
expansion, which complicates efforts to 
target areas most prone to affordability 
crises. The city still faces some barriers 
to scaling its approach up to a regional 
level.

The Mile High Connects group offers 
a vision of  a regional coalition of  
interested actors to set an overarching 
framework; the Metropolitan Council 
could conceivably fill this role, but 
community groups could also step in 
to fill the need. The TOD Fund and 
early warning system are replicable in 
Minneapolis, and could help generate 
greater cooperation. Efforts to track 
and coordinate affordable housing 
creation and preservation across the 
metropolitan area help to ensure that 
projects meet the needs of  all residents.



32

Houston, TX

Latino. Thirty to forty percent of  
the nearby households live below the 
poverty threshold. The Purple and 
Green lines opened in May 2015. These 
lines also run through lower-income 
neighborhoods with higher black and 
Hispanic populations.

Strategies
In its affordable housing plans, the City 
of  Houston stresses the goal of  siting 
affordable housing near transit lines to 
reduce commutes for the city’s transit-
dependent population, which is mostly 
black and Hispanic. The City’s most 
recent Analysis of  Impediments to 
Fair Housing Choice demonstrates that 
low-income black and Hispanic families 
are most affected by transit speed and 
frequency, and that poor transportation 
options can harm these households 
economically and socially (Houston 
Housing and Community Development 
Department, 2015). However, the plans 
do not address the possibility that 
transit investments will increase demand 
for the neighborhood and lead to the 
displacement of  current residents. 

Community developers use grants, 
low-income housing tax credits 

(LIHTC), and tax-increment financing 
(TIF) districts to assemble funding for 
affordable housing projects. Avenue 
Place, a mixed-income development 
near the new Red Line light rail, 
includes opportunities for affordable 
homeownership (Holeywell, 2015). The 
project received funding from charitable 
organizations, LIHTC, and TIF districts 
(Houston calls them “Tax Increment 
Reinvestment Zones”) (Holeywell, 
2015). 

Politics
Houston is unique among large 
American cities in that the municipal 
government does not use Euclidean 
single-use zoning. However, the city 
uses other tools to implement car-
oriented plans that make living in the 
city expensive and inconvenient for 
poor people (Hertz, 2016). The city 
defines minimum lot sizes, setbacks, 
and minimum parking spaces for 
developments. These policies increase 
the amount of  land needed for each 
residence, which raises the cost of  
housing beyond what middle-to-
low income homebuyers would 
otherwise be able to afford. At least 
two neighborhoods near the LRT, 

Figure 3-10: Population in the 
Houston Area

Figure 3-11: Population near 
selected stations in Houston

Context
Like Minneapolis, Houston has 
only recently invested in rail transit. 
Houston opened its first light rail 
transit line, the southern portion 
of  the Red Line, in 2004. The line 
runs through relatively affluent and 
majority-white communities to connect 
downtown Houston to Rice University, 
museums, zoos, and transit centers. 
The Metropolitan Transit Authority of  
Harris County (METRO) has expanded 
the system with two new lines (Green 
and Purple) and an extension of  the 
original Red Line. Houston’s bus system 
was recently reorganized to increase 
the frequency along the most-used 
corridors, and to improve access to jobs 
by non-rail transit. 

More recent extensions have served 
lower-income communities of  color. 
The North Line LRT (also known as 
the Red Line Extension) opened in 
December 2013. The line runs through 
Hispanic working-class neighborhoods, 
and connects downtown to the 
Northline Commons, a shopping mall. 
The census tracts along the extension 
are 70 to 80 percent Hispanic or 

Our analysis does not show 
indicators of displacement of 
people of color, people living 
in poverty, or people without 
a college degree near selected 
stations in Houston. However, 
populations of color and with 
low educational attainment 
are growing faster in the area 
than they are near transit 
stations.
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Riverside Heights and Glen Park, have 
restricted the supply of  housing by 
enacting minimum lot size requirements 
(Mulvaney, 2014; Mulvaney, 2015). 

These regulations encourage 
development that is less dense, less 
friendly to pedestrians, and friendlier 
to drivers than would otherwise 
be allowed. Shad Bogany, the past 
chairman of  the Texas Association 
of  Realtors, said in an interview that 
when Houston proposes low-income 
housing, “all the neighbors in the 
neighborhood get together…and start 
complaining. They start calling their city 
councilman, their state representative, 
their congressperson, and say, ‘We 
don’t want this in our neighborhood. 
It’s going to bring down our property 
values’” (Schneider, 2015). In 2014, the 
Riverside Terrace neighborhood (which 
is bordered on the west by the Red Line 
LRT and the east by the Purple Line) 
established a “special minimum lot size 
area” that will prevent the construction 
of  apartments, condominiums, and 
townhomes. 

Figure 3-12: Selected stations in 
Houston

In Houston, land use regulation is a 
private affair. Developers record land 
use restrictions in the deeds of  the 
properties they sell, and the restrictions 
apply to future owners, and are 
enforced by the city attorney. 

Implications
Minneapolis has more power than 
Houston to regulate the use of  land, 
but using that power to zone for low-
density residential uses near transit 
stations could result in rapid increase 
in property values and displacement. 
Local governments should amend 
zoning ordinances to permit a diversity 
of  housing options. Houston’s plans do 
not have clear performance measures, 
and Minneapolis’s should include 
targets for neighborhood stability and 
residential affordability. Minneapolis 
should follow Houston’s lead and 
analyze demographic data to discover 
which people are harmed by poor 
access to public transportation.

Table 3-6: Houston-The Woodlands-Sugar Land, Texas
Total Population* 6,204,141
White (non-Hispanic) 2,393,842 38.6%
Hispanic or Latino (of any race) 2,229,355 35.9%
Black or African American (non-Hispanic) 1,046,619 16.9%
Asian  (non-Hispanic) 426,769 6.9%

Housing
Cost-Burdened Rental Households 372,756 45.6%
Cost-Burdened Owner Households 443,129 34.2%
Median House Value (Owner-Occupied) $144,000 

Income
Median household income - 2014 dollars $58,689 
Population below 2014 poverty level 995,367 16.3%

Source: ACS 2014 5-year Estimate, Social Explorer 
*Sum of racial/ethic groups does not equal 100% since only largest 4 groups included
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the University of  Southern California 
campus, raising fears that the new line 
could facilitate easy commutes for 
students, who could price out current 
residents. Moreover, this transformation 
would likely be invisible in terms of  
per capita income, revealing the need 
for additional metrics such as race and 
education level in assessing the impact 
of  new development. The Expo Line 

Los Angeles, CA

We do not see indication of 
indicators along the Expo 
Line in Los Angeles. People of 
color, people living in poverty, 
and people without a college 
degree are increasing near the 
selected transit stations at the 
same rate as they are in Los 
Angeles County as a whole.

Context
The affordable housing market in 
Los Angeles faces serious constraints, 
and its geography, growth, and long 
history of  low-density zoning make 
it difficult to foster any naturally 
occurring affordable housing. 
However, it is one of  the few cities 
in the country developing heavy rail 
systems, and recent expansions after 
decades of  minimal transit investment 
could drastically alter numerous 
neighborhoods and surrounding 
suburbs. Los Angeles has gone from 
zero rail transit lines in the 1980s to 
eight today, with additional expansions 
to come. The metropolitan area is 
particularly diverse, as Hispanics will 
soon form a majority of  the population 
(see Table 3-7).

Because of  these dynamics, many of  
the new transit lines intersect with 
housing affordability issues in the 
neighborhoods they pass through. 
For example, a planned expansion of  
the Expo Line light rail route will lead 
out of  a mixed-income area on the 
south side of  Los Angeles into more 
affluent Culver City and Santa Monica. 
The Expo Line already connects to 

Figure 3-13: Population in the Los 
Angeles Area

Figure 3-14: Population near 
selected stations in Los Angeles

Transportation Authority (2015), or 
Metro (2015) endorsed a series of  
recommendations for preserving 
affordable housing along new transit 
lines. Its efforts sought to develop a 
complete portfolio of  housing, meaning 
it does not aim to create housing at each 
individual stop or replace individual 
units, but instead looks to create a 
certain number of  units along the entire 

Unlike many other land trusts, 
TRUST South LA focuses explicitly 
on rental housing.
extension will open in May 2016, but its 
mere prospect has already caused rises 
in land values. 
 
Strategies
There is little doubt that the new 
corridors will have negative effects 
on housing affordability, with prices 
rising all along both new lines, and 
rents skyrocketing over $700 from 
their previous levels in Santa Monica 
and near UCLA. A report by the 
Los Angeles County Metropolitan 

length of  a transit corridor. It also seeks 
out Metro-owned sites near the transit 
line and identified ten as possible sites 
for multifamily housing developments. 
The report recommends the creation of  
a housing loan fund, which pools funds 
for subsidies for both homeowners and 
renters (LACMTA, 2015). These efforts 
are only beginning, and focus almost 
exclusively on Metro as an actor instead 
of  mentioning broader community 
stakeholders.
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Several nonprofit groups have moved 
to fill this gap, including two land 
trusts. TRUST South LA emerged as 
a community land trust and has since 
broadened its mission to partner with 
other community nonprofits and 
organizing groups to push a broader 
agenda of  public activism. Unlike many 
other land trusts, TRUST South LA 
focuses explicitly on rental housing, and 
its first large project, the Rolland Curtis 
Gardens in Exposition Park, triples 
density in an area with new units that 
are all below market rate. According to 
TRUST South LA Executive Director 
Sandra McNeill, this model proves 
necessary due to the structure of  
the real estate market—one-half  of  
neighborhood residents could not buy 
homes in the area at 30 percent of  area 
median income, even with low-income 
housing tax credit bonuses—and also 
allows for more units (phone interview, 
April 1, 2016). While the organization 
did not explicitly set out to preserve 
housing along transit, this has become 
a priority over time, and it consciously 

Los Angeles, CA

chose two new sites near USC to 
combat neighborhood turnover. The 
nascent Beverly-Vermont Community 
Land Trust along lower-income areas 
of  the Purple Line similarly focuses on 
larger-scale rental developments.
 

Figure 3-15: Selected stations in Los 
Angeles

Politics
Los Angeles has been slow to develop 
a constituency devoted to affordable 
housing, and a Purple Line subway 
expansion in 2006 through areas with 
similar demographics to the Expo Line 
produced only a very belated response 

Table 3-7: Los Angeles-Long Beach-Santa Ana, California 
Total Population* 13,060,534
Hispanic or Latino (of any race) 5,851,262 44.8%
White (non-Hispanic) 4,035,246 30.9%
Asian  (non-Hispanic) 1,946,958 14.9%
Black or African American (non-Hispanic) 849,204 6.5%

Housing
Cost-Burdened Rental Households 1,222,877 56.7%
Cost-Burdened Owner Households 1,227,583 58.8%
Median House Value (Owner-Occupied) $454,200 

Income
Median household income - 2014 dollars $60,337 
Population below 2014 poverty level 2,197,573 17.1%

Source: ACS 2014 5-year Estimate, Social Explorer 
*Sum of racial/ethic groups does not equal 100% since only largest 4 groups included
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Photo: Flickr users Steve 
and Julie

from the community. Affordability 
issues in Los Angeles also predate its 
rail network, creating a fairly different 
context from many other cities in this 
report. Affordable housing advocates 
face intense development pressure and 
an unusually strong push for greater 
public transit, given the city’s serious 
congestion.
 
TRUST South LA has stepped up to 
fill the void in housing advocacy in Los 
Angeles, and has even partnered with 
labor unions to create incentives for 
inclusionary zoning and labor standards 
in new developments, as the former 
is currently barred by court order in 
California (S. McNeill, phone interview, 
April 11, 2016). State laws that aim 
to limit carbon emissions provide 

generous subsidies for dense, transit-
oriented development, which has helped 
fill a void left by reduced funding for 
redevelopment. Some critics allege 
that the Rolland Gardens development 
concentrates poverty (Bloch, 2015), 
which is an argument that University of  
Minnesota law professor Myron Orfield 
has made about affordable housing in 
the Twin Cities. On the whole, however, 
TRUST South LA found little serious 
opposition in local government, but 
also found these organizations slow 
and excessively bureaucratic (McNeill, 
phone interview, April 11, 2016). The 
land trust has found scale-jumping a 
helpful tool on occasion.
 
Implications
Despite the efforts of  some local 

activists, Los Angeles lags behind 
many other cities in its affordable 
housing preservation efforts, and its 
real estate market is wildly different 
from Minneapolis. While local decision-
makers recognize the need, they have 
been slow to act, and many of  the 
city’s programs are still in their infancy. 
Homeownership is not a major part of  
the equation in planned affordability 
efforts, though land trust-built 
multifamily housing does provide one 
unique tool. TRUST South LA’s work 
as an advocacy organization for bicycle 
and pedestrian planning and work with 
organized labor on ballot measures 
demonstrates a potential political role 
for a land trust as a force for affordable 
housing development.
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Context
Operated by the Port Authority of  
Allegheny County, the Pittsburgh 
light rail system includes two lines, 
the red and blue. The modern system 
was constructed in 1987, while the 
most recent extension of  the lines 
to the north shore area opened in 
2012 (Brookline Connection, n.d.). In 
addition to light rail, the Port Authority 
of  Allegheny County also operates four 
dedicated Bus Rapid Transit lines and 
many other traditional bus routes. 

Along with Minneapolis, Pittsburgh 
has been listed as one of  the most 
affordable metro areas, at least in terms 
of  homeownership (Grant, 2013). The 
number of  cost-burdened renters and 
owners is also lower than many other 
metro areas in the country. 

Nonetheless, recent news articles have 
highlighted concerns over displacement 
in the East Liberty and Larimer 
neighborhoods on the east side of  
Pittsburgh (Young, 2014; Creagh, 2015). 
The east side is served by a Bus Rapid 
Transit (BRT) line, and concerns about 
displacement focus on a new Target and 
Whole Foods in the area, rather than a 

one half-mile of  frequent bus services. 

More recently, the TREK Development 
group has used Low-Income Housing 
Tax Credit (LIHTC) funding to 
rehabilitate and develop the Dinwiddie 
Townhomes in Pittsburgh’s Hill 
District. The LIHTC funding they have 
used stipulates that at the end of  the 
15-year rental requirements, tenants can 
purchase the townhomes and have first 
right of  refusal to the properties. More 
than 50 percent of  the townhouses 
are intended convert to ownership 
(TREK Development, n.d.). Such a 
lease purchase option is available for 
all LIHTC properties in the country, 
and can be determined at the initiation 
of  the credit or at the expiration. Since 
state housing agencies and suballocators 
distribute LIHTC, those agencies 
determine whether to prioritize lease 
purchase options. 

Politics
Much of  the work around housing 
affordability in Pittsburgh has been 
generated through community 
organizations and nonprofits, a number 
of  which develop affordable housing. 
The City of  Pittsburgh operates an 

Figure 3-16: Population in the 
Pittsburgh Area

Figure 3-17: Population near 
selected stations in Pittsburgh

transit investment. 

Strategies
Although there is no evidence of  a 
housing crisis in Pittsburgh, some 
creative lease purchase options 
have created long-term solutions 
for affordable housing. In 1998, the 
Northside Coalition of  Fair Housing 
prevented the eviction of  more than 
300 Section 8 households from the 
Northside Associates Properties 
(Northside Coalition for Fair Housing, 
n.d.). Residents organized and created 
a nonprofit to purchase the threatened 
HUD multi-family site in 2008. When 
the Pittsburgh Urban Redevelopment 
Authority financed the development of  
the properties in the 1980s, it required 
the developers to give a tenant council 
or non-profit the first right to buy the 
properties (RHLS, n.d). Working with 
the Pittsburgh Urban Redevelopment 
Authority and the National Housing 
Trust, the nonprofit was able to get 
a forgivable loan and now retains 
the majority ownership stake in the 
Northside Associates Properties and 
maintains affordable rents (RHLS, n.d). 
Although the properties aren’t located 
along a light rail station, all are within 

While figures 3-16 and 3-17 do 
not indicate displacement near 
selected stations in Pittsburgh, 
they do hint at neighborhood 
turnover. The number of 
people in the Pittsburgh area 
without a college degree 
declined at a slight 4 percent 
over the time period, but the 
same population declined 
by nearly 15 percent near 
selected stations.
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Affordable Housing Task Force, started in spring 2015, and 
in fall 2015 funded the development of  affordable housing 
in East Liberty as a response to the redevelopment of  a 300-
unit affordable apartment building (City of  Pittsburgh, 2015). 
The Task Force, whose members were appointed by the 
mayor, was developed in order to create policies, and prevent 
displacement in rapidly developing areas (Zullo, 2015). 

The Urban Redevelopment Authority of  Pittsburgh (URA), 
the city’s economic development agency, as well as the 
Pennsylvania Housing Finance Agency (PHFA) are also 
influential organizations in the development of  affordable 
housing. URA provides gap financing and tax abatement 
for non-profit and for-profit developers in the city. PHFA 
provides affordable housing finance to developers and also 
provides homeownership opportunities to individuals and 
families through low-interest loans and mortgages. 

Implications
Pittsburgh, as a former industrial city, is beginning to see a 
resurgence after the revitalization of  the waterfront and a 
growing tech sector. More people are moving to the central 
city, with neighborhoods like the Northside and East Liberty 
feeling the greatest threats of  displacement as values rise. 
Similarly, Minneapolis and St. Paul have a somewhat strained 
housing market. With similar-sized transit systems (though 
Pittsburgh’s is much older) the city may give us insight into 
how the train line affects property values after 30 years of  
operation. 

Both the tenant lease purchase examples show how rental 
financing may be useful for eventual ownership. However, 
the LIHTC lease purchases may not be as applicable in 
Minnesota, where lease purchase option (eventual tenant 
ownership) only increases a LIHTC application to Minnesota 
Housing score by one point (MN Housing, 2016). The 
Minneapolis/St. Paul Housing Finance Board does not 
include lease purchase in its Minneapolis selection priorities 
(Minneapolis/St. Paul Housing Finance Board, 2015). 
Furthermore, after the 15 year minimum compliance period, 
markets may shift dramatically, making a tenant purchase 
option less appealing.

Figure 3-18: Selected 
stations in Pittsburgh

Table 3-8: Pittsburgh, Pennsylvania
Total Population* 2,358,793
White (non-Hispanic) 2,041,084 86.5%
Black or African American (non-Hispanic) 190,642 8.1%
Asian  (non-Hispanic) 45,834 1.9%
Two or More races (non-Hispanic) 41,805 1.8%

Housing
Cost-Burdened Rental Households 125,781 42.2%
Cost-Burdened Owner Households 188,209 27.2%
Median House Value (Owner-Occupied) $128,100 

Income
Median household income - 2014 dollars $51,883 
Population below 2014 poverty level 282,867 12.3%

Source: ACS 2014 5-year Estimate, Social Explorer 
*Sum of racial/ethic groups does not equal 100% since only 
largest groups included
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economic development, with the 
streetcar claiming the construction of  
7,400 new residential units, 2,911 of  
which are categorized as “affordable” 
(Portland Streetcar, 2015). 

According to the U.S. Census, between 
1980 and 2010 the overall population of  
Portland grew by nearly 200,000 people, 
while the size of  the African American 
community remained fairly stable. While 
the number of  white people has grown, 
so too has the number of  Hispanic and 
Asian people. The most racially diverse 
neighborhoods are located in the north 
and northeast of  the city, and many 
census tracts on the east side of  the 
Willamette River have seen a decrease 
in diversity. Between 2000 and 2010, 
nearly 10,000 people of  color (primarily 
African Americans) moved out of  
Portland (Hannah-Jones, 2011). Most 
moved out of  the North and Northeast 
areas of  the city, which previously had 
the greatest concentrations of  African 
Americans. 

Strategies
While not the only driver of  increased 
housing costs and neighborhood 
demographic changes, light rail, 

particularly the Yellow Line MAX 
stations in North Portland, has 
been cited as a motivator for new 
residents moving to the area (Law and 
Redden, 2013). More generally, as the 
population of  Portland has grown, 
new construction has not kept pace 
with housing demand. Within the City 
of  Portland, average rent in 2015 was 
$1,691, with a very low 3.75 vacancy 
rate (Templeton and Hass, 2015). In 
the Portland metropolitan area, over 50 
percent and of  renters and 45 percent 
of  owners are cost-burdened (paying 
greater than 30% of  their income on 
housing costs), according to 2013 US 
Census estimates (Table 3-9, p. 41). A 
variety of  policymakers, including city 
and metropolitan government leaders, 
non-profits, community development 
agencies, and others, are working both 
separately and collaboratively to address 
the mounting housing crisis. 

The Transit-Oriented Development 
(TOD) Fund created by Portland’s 
regional government, Oregon Metro, 
helps fund high-density, mixed 
use developments along transit 
lines. The fund supports a variety 
of  developments, which may not 

Figure 3-19: Population in the 
Portland Area

Figure 3-20: Population near 
selected stations in Portland

Context
Portland is facing a housing crisis as its 
population has grown by nearly 30,000 
households in 15 years (Templeton 
and Hass, 2015).  As the population 
has grown, so too has the city and 
metropolitan area’s transit system. 
Portland’s transit system, TriMet, 
now contains five Metropolitan Area 
Express (MAX) light rail lines. The 
first line, the Blue Line, opened in 
1986. The line was extended in 2001, 
along with the development of  the 
Red Line. By 2009, five lines had been 
constructed, including the yellow line 
extending to the city’s North/Northeast 
neighborhoods. In addition to the light 
rail system, there are three streetcar 
lines in downtown Portland, with the 
first line opening in 2001, making it 
the first modern streetcar system in the 
country (Portland Streetcar, n.d.). The 
streetcar is operated separately from 
the light rail, commuter rail, and bus 
systems. Recently, some stations have 
been closed to increase the efficiency 
of  the system, while the system overall 
has been expanded with the completion 
of  a new river crossing. Both the light 
rail operator and streetcar operator 
claim that the systems have prompted 

We see indication of the 
displacement of people of 
color from transit station 
areas in Portland. The area 
population of color increased 
by nearly 20 percent from 
2009 to 2014, but the same 
population near selected 
transit stations fell by three 
percent.
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necessarily have affordability restrictions. However, one 
criteria for funding specifies that projects be “catalytic,” with 
minimal public investments, or “housing choice projects” 
that include public finance for affordable and/or workforce 
housing (Metro, 2014). Since 2000, the fund has supported 
the development of  3,296 units, 783 (24%) of  which are 
restricted affordable for households up to 60 percent area 
median income (AMI), while 991 (30%) of  the market rate 
units would be considered affordable for households earning 
up to 80 percent AMI, though they are not income restricted 
or preserved as affordable units (Metro, 2014). 

Some of  the beneficiaries of  Metro’s TOD fund include 
community development corporations (CDCs) in the 
Portland area. REACH community development, for 
example, has over 95 properties in the Portland area, some of  
which have received Metro’s TOD funding and located along 
light rail lines. Another example of  a Portland CDC is ROSE 
(Revitalizing Outer SouthEast) Community Development, 
which is geographically specific to the outer southeast area of  
Portland. In addition to housing development, ROSE offers 
youth programming, family support, and other services. 
Most of  their work has been focused on rental properties, 
but the Lents Homeownership Initiative is a program to turn 
renters into homeowners in the Lents neighborhood, which 
is bisected by the Green Line. The program has built and 
developed more than 40 homes for first-time buyers, and has 
helped council over 200 new homebuyers (ROSE, n.d.). 

Proud Ground, a Portland Community Land Trust, uses the 
land trust model to develop and sell homes to families at or 
below 80 percent AMI in the Portland Metro Area. Over the 
years, Proud Ground has developed 225 forever-affordable 
homes, and boasts that 60 percent of  new homeowners are 

Figure 3-21: Selected 
stations in Portland

Photo: Flickr User Roger
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from communities of  color (Proud 
Ground, 2014). Much of  Proud 
Ground’s work and development has 
been focused on North/Northeast 
Portland, which has seen dramatic 
demographic shifts recently as 
thousands of  African American 
residents have left the neighborhood. 
In addition to creating homeownership 
opportunities, Proud Ground works 
with other housing organizations to 
advocate for housing policy changes, 
including recent increases in TIF 
allocations to housing, lifting a ban on 
inclusionary zoning, and supporting an 
anti-displacement campaign. 

The City of  Portland also offers some 
programs and policies to support 
affordable housing and affordable 
homeownership in particular. The 
Homebuyer Opportunity Limited Tax 
Exemption is a tax program designed 
to keep single family homes affordable. 
Single family homes are exempt for 
up to 10 years of  tax on structural 
improvements as long as the ownership 
and occupancy stay the same. Homes 
with three bedrooms or more are 
eligible, but homes in TOD areas can 
qualify with just two bedrooms (City 
of  Portland, n.d.). While not directly 
related to transit, the City of  Portland 
amended its zoning code in 1997 to 
permit ADUs as of  right, so long as 
they meet city guidelines of  ADUs 
up to 800 square feet of  living area. 
Although not a specific transit-oriented 
tool, ADUs allow homeowners to 
supplement income towards mortgage, 
offer lower-cost options for renters, 
and increase density in single-family 
neighborhoods. 

More recently, the City of  Portland has 
addressed funding needs for affordable 
housing and homeownership. The 
North/Northeast Neighborhood 

Proud Ground, redevelopment or 
development of  rental options, and 
acquisition of  land for permanent 
affordable housing (Saltzman, n.d.). 
The area includes what is called the 
“Interstate Corridor Urban Renewal 

Housing Strategy was approved 
by the city council in the winter 
of  2015 to address displacement 
in a historically African American 
neighborhood. The housing strategy 
includes a $20 million Tax Increment 

Table 3-9: Portland-Vancouver-Hillsboro, 
Oregon
Total Population*
White (non-Hispanic) 1,364,090 74.2%
Hispanic or Latino (of any race) 219,504 11.9%
Asian  (non-Hispanic) 116,815 6.4%
Two or More races (non-Hispanic) 62,999 3.4%
Black or African American (non-Hispanic) 54,164 2.9%

Housing
Cost-Burdened Rental Households 143,429 50.2%
Cost-Burdened Owner Households 184,680 43.2%
Median House Value (Owner-Occupied) $274,500 

Income
Median household income - 2014 dollars $58,710 
Population below 2014 poverty level 260,895 14.4%

Source: ACS 2014 5-year Estimate, Social Explorer 
*Sum of racial/ethic groups does not equal 100% since only largest 5 groups included

In addition to creating 
homeownership opportunities, 
Proud Ground works with 
other housing organizations 
to advocate for housing policy 
changes.
Financing (TIF) investment to prevent 
displacement, including providing 
zero interest loans, grants for seniors 
and people with disabilities, increased 
down payment assistance loans, 
investment in permanent affordable 
models including land trusts like 

Area (ICURA)” and historically African 
American neighborhoods.  In fall 2015, 
the city council passed a resolution 
increasing the TIF funding in urban 
renewal districts from a required 30 
percent dedicated to funding affordable 
housing development to 45 percent 
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dedicated to affordable housing. 
This Set Aside Policy was advocated 
for by housing organizations and 
championed by Portland Housing 
Bureau Commissioner Dan Saltzman 
(Diane Linn, personal interview, March 
29, 2016).

Politics
Portland, like the Twin Cities, has a 
strong regional government system in 
addition to its city governments. Unlike 
the Twin Cities, Metro’s representatives 
are directly elected and do not operate 
the transit system. TriMet, the transit 
agency operating the light rail lines, is 
separate from the regional government. 
TriMet is funded through local taxes 
and overseen by a governor-appointed 
board of  directors. The Portland City 
Council and the Housing Commissioner 
also have a great deal of  influence over 
affordable housing funding. In the 
recent increase of  TIF to 45 percent 
dedicated to affordable housing, 
Housing Commissioner Dan Saltzman, 
backed by the Portland Housing 

Advisory Commission board of  citizens 
and housing advocates, was a strong 
champion for the change. Arching over 
the city and metropolitan governments 
is the state legislature, which has 
imposed preemptions on inclusionary 
zoning and a real estate transfer tax that 
has prevented the city from enacting 
some of  these policies. 

Implications
Compared to Minneapolis’s emerging 
transit system, Portland’s system is 
advanced despite having about 1 
million fewer people in its metropolitan 
area. However, Portland’s regional 
government, Metro, is the closest 
regional government comparision to 
the Twin Cities’ Metropolitan Council. 
Unlike the Twin Cities, Portland’s 
Metro does not operate the light rail 
system. Metro oversees the regional 
transportation system, but TriMet, 
the transit agency, operates buses and 
light rail trains. Changes in historically 
black communities of  Portland, the 
North/Northeast neighborhoods, may 

Photo: Paul Sableman

also provide an insight into potential 
changes in black communities in the 
Twin Cities such as north Minneapolis 
and the Rondo neighborhood.

In many ways, Portland may serve as 
an example of  what could happen in 
Minneapolis. Although much action 
has been taken recently by the city 
council of  Portland and others, with 
large financial dedications to affordable 
housing, a dramatic demographic 
change has already occurred. In 
addition, housing prices for both 
owner-occupied and rental units are 
increasingly too high for not just 
low income people, but low-middle 
and middle income people as well. 
Policymakers are faced with a crisis, as 
more and more of  their constituents 
are unable to afford housing in the city. 
While they recognize the dire need now, 
had preemptive measures been enacted 
in Portland, the city might have avoided 
such dramatic cost increases and 
displacement of  people of  color.
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As of  2015, the Seattle metropolitan 
area had a population that is just 
larger than the Twin Cities at about 
2.5 million (see Table 3-10, p. 45). It is 
experiencing relatively strong growth 
in terms of  population and economy. 
Notably, in its rising tech sector, with 
Amazon and Microsoft at the forefront 
of  many firms settling in the area. As 
a consequence, Seattle is in the early 
stages of  a housing crisis similar to that 
of  San Francisco, with prices rising 
rapidly and displacement becoming 

Strategies
Seattle’s most notable affordable 
housing strategy tool is its Housing 
Affordability and Livability Agenda 
(HALA). Current mayor Edward B. 
Murray, working with the city council, 
created the HALA committee and 
tasked them with building a strategy for 
creating 20,000 affordable and 30,000 
market rate units of  housing in the next 
ten years (Murray, 2015). In the summer 
of  2015, the Final Advisory Committee 
Recommendations regarding HALA 

Figure 3-22: Population in the 
Seattle Area

Figure 3-23: Population near 
selected stations in Seattle

We do not see indicators of 
displacement near the transit 
stations we studied in Seattle. 
Populations of a color, without 
a college degree, and living in 
poverty are increasing in the 
area and near selected transit 
stations as well.

Context
The larger Seattle region opened its 
third light rail link (a term used in 
Seattle to mean segment, extension, 
or line) in the spring of  2016. 
The University Link runs between 
downtown Seattle and the University of  
Washington, and is expected to result 
in significant ridership gains in the 
coming years. The Central Link light rail 
in Seattle has run between downtown 
Seattle and the Seattle-Tacoma 
International Airport since 2009. The 
other existing line, the Tacoma Link, 
runs from the Tacoma Dome Station 
to the Theater District of  Tacoma 
and opened in 2003. Seattle also has a 
robust system of  buses and trolleys that 
service the downtown and surrounding 
area with some enhanced features 
like payment stations and electronic 
wait-time signs at stops. Multiple light 
rail extensions or links are in different 
stages of  planning and funding, aiming 
to shift the area’s light rail system 
from its current form as a relatively 
limited system focused on a few key 
destinations into a more complete 
network moving people all about the 
city and the larger metro area.

Mayor Murray created a task 
force responsible for building 
a strategy for creating 20,000 
affordable and 30,000 market-
rate units of housing in the next 
ten years.
a real worry for many residents, 
particularly those in communities of  
color (Beason, 2016).

were published. The report mentions 
transit many times, including a specific 
discussion in the highest impact 
recommendations around multifamily 
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housing (City of  Seattle, 2015). In 
the report, a number of  solutions are 
put forth that go beyond more typical 
TOD fund-type solutions (which 
certainly play a big role) to reconsider 
zoning codes, land use utilization, site 
acquisition, and more. Financial tools 
do take precedence for their strength 
at scale, and among the financial 
tools being implemented, a doubling 
of  an existing housing levy is up for 
vote this fall and likely to pass (Wirth 
2016). The HALA Action Plan calls 
for the expansion of  the multifamily 
property tax exemption program, a 
strong incentive for developers to create 
affordable housing (Murray, 2015). 
Another notable accomplishment of  
HALA is the November 2015 passage 
of  Council Bill 118498, the Affordable 
Housing Impact Mitigation Program 
for Commercial Development, 
a combination impact fee and 
inclusionary housing program aiming to 
build 6,000 units over the next ten years 
affordable to households at or under 
incomes of  60 percent area median 
income (Bonjukian, 2015).

Seattle is facing what its mayor 
calls their “worst housing crisis in 
decades” and on the HALA homepage 
his vision that “people who work 
in Seattle can afford to live here” 
expresses the perceived urgency of  
the problem (Office of  the Mayor, 
2015). As Minneapolis and Twin Cities 
Metro area leaders seek to densify the 
urban core and strengthen the area’s 
economic competitiveness, they also 
invite these same difficulties of  housing 
affordability that Seattle faces. 

Seattle’s geographic and economic 
circumstances have contributed to 
decreases in housing affordability 
far beyond Twin Cities levels today. 
Apart from any specific tool being 

Figure 3-24: Selected 
stations in Seattle

implemented in Seattle, the question for 
Minneapolis and the Twin Cities region 
is how to move toward something like 
the uniquely comprehensive Housing 
Affordability and Livability Agenda 
now, when such a plan would be less 
politically expedient but potentially 
much more powerful. 

Politics
Like Minneapolis, the Seattle area 
features several overlapping layers that 
intersect around transit issues. King 
County Metro owns and operates a 
large fleet of  buses that services the 
county. It also works with Sound 
Transit, a newer transit agency servicing 
Puget Sound, to help operate public 
transportation within Seattle, including 
new light rail. Seattle uses ballot 

measures to allow powerful public 
input on decisions regarding significant 
expenditures and other projects.
 
Implications
Minneapolis and Seattle have important 
similarities and differences. Seattle is 
an aspirational city for Minneapolis in 
terms of  investment and more generally, 
economic development. Minneapolis 
and the larger region are currently 
working to position themselves to be 
competitive in a tech-centric future 
economy. The City is pushing to 
continue the revitalization of  its core 
through increased residential density. 
The continuation of  these trends could 
lead to some of  the conditions Seattle 
is seeing around housing. The cities also 
have transit networks that are similar 
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Table 3-10: Seattle-Tacoma-Bellevue, Washington
Total Population* 3,557,037
White (non-Hispanic) 2,376,093 66.8%
Asian  (non-Hispanic) 420,953 11.8%
Hispanic or Latino (of any race) 331,821 9.3%
Black or African American (non-Hispanic) 192,007 5.4%

Housing
Cost-Burdened Rental Households 259,362 47.0%
Cost-Burdened Owner Households 364,205 43.9%
Median House Value (Owner-Occupied) $315,700 

Income
Median household income - 2014 dollars $68,969 
Population below 2014 poverty level 408,050 11.7%

Source: ACS 2014 5-year Estimate, Social Explorer 
*Sum of racial/ethic groups does not equal 100% since only largest 4 groups included

Seattle, WA

Photo: Panchenks

sizes. Different circumstances might 
mean comparatively less potential for 
extreme unaffordability in the Twin 
Cities, but Seattle still presents one view 
of  a potential future scenario based 
reactive housing policy. Minneapolis 
should utilize Seattle’s hindsight to its 
advantage in anticipating proactive 
solutions to coming problems.
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Housing and Urban Development in the United States. The 
federal government provides matching funding to lower levels 
of  government for affordable housing projects, but does not 
impose guidelines or strategic direction (Canada Housing 
Mortgage Corporation). Some federal elements of  American 
housing policy, such as the mortgage interest tax deduction 
and low-income housing tax credits, do not exist in Canada. 
However, the federal government provides a tax incentive to 
take transit (Metro Vancouver).

The Province of  British Columbia provides significant 
support to affordable housing initiatives in Vancouver. 
BC Housing provides rental assistance programs for low-
income families and older people, and works with local 
governments to provide supportive housing for people at risk 
of  homelessness. The organization also operates a Residential 
Tenancy Branch that resolves disputes between landlords and 
tenants. 

Much like the Twin Cities’ Metropolitan Council, Metro 
Vancouver delivers regional-scale services and conducts 
regional planning. The political body is made up of  elected 
officials from each of  the 23 partnering local governments. 
Metro Vancouver published a report on the affordability 
of  housing and transportation in the region. Low-income 
families and renters pay the highest share of  their incomes 
toward housing and transportation. The report notes that 
affordability is essential for the region to remain economically 
competitive, and that high-frequency transit helps working 
households absorb housing costs (Metro Vancouver, 2015).

In 2007, the City passed a “rate of  change bylaw” that 
protects rental housing stock (City of  Vancouver, 2007). 
The bylaw requires a one-for-one replacement of  rental 
units that are demolished or converted to condominiums. 
Supporters claim that this policy protects an important supply 
of  housing for middle- and low-income residents (Meggs, 
2016), but critics claim that the bylaw restricts development 
of  condominiums, and by depressing the housing supply, 
increases the price of  housing in the city (Klassen, 2015). 

All levels of  government have adopted strategies that 
incorporate a “housing spectrum” that describes the 
population in terms of  housing need and appropriate remedy. 
The groups range from people experiencing homelessness 
to low-income renters to moderate-income renters to 
homeowners. The remedies range from emergency shelters to 
longer-term supportive housing to rental assistance programs. 

Context
Vancouver is the core of  Canada’s third-largest metropolitan 
area, and its rail transit system is SkyTrain. The SkyTrain 
system is operated by Metro Vancouver, a regional 
government similar to an American county. Vancouver’s 
Canada Line, the newest of  the system’s three rail transit 
lines, opened in August of  2009 and runs south from 
downtown through the city and to the airport. The Canada 
Line passes through a wide variety of  neighborhoods. Just 
south of  downtown, the Mt. Pleasant neighborhood is 
high-income and well-educated. Farther south, the line runs 
between well-educated immigrant neighborhoods on the 
west and poor, native-born neighborhoods on the east. A 
primary goal of  the TransLink’s investment plan is to reduce 
transportation costs for the residents near stations, and to 
make living in the city more affordable for all (TransLink, 
2013). 

Vancouver is an expensive place to live. The city faces an 
affordability crisis in both owner-occupied and rental housing. 
The median price of  a detached home is nearly 1,000,000 U.S. 
dollars, and the vacancy rate in rental properties is less than 
one percent (McLellan, 2016). This formidable problem has 
spurred Vancouver to attempt a variety of  solutions.

Strategies
Canada’s federal government defers to the provincial and 
local governments on housing issues. The United Nations 
Council on Human Rights noted that Canada lacks a national 
housing strategy (United Nations, 2009). Canada has no 
federal department comparable to the Department of  
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Vancouver, BC

None of  the plans address the threat 
of  rising housing costs along transit 
improvements. 

The City of  Vancouver’s Housing and 
Homelessness Strategy (2011) aims “to 
end street homelessness and provide 
more affordable housing choices for 
all Vancouverites.” The initiative is 
relatively recent. The City has zoning 
powers that the province does not, and 
it employs the “housing continuum” 
concept to address the housing needs 
of  low-income households with single-
room occupancy (SRO) residential 
hotels. The plan advances housing 

productive, and sustainable. It also sets 
specific goals for workforce housing, 
family housing, and social housing 
for people with mental illnesses or 
addictions. (Principle 5). The plan 
also calls for diversity of  job spaces to 
ensure affordable commercial spaces, 
too.  

The Cambie Corridor Plan 
recommends several policies to ensure 
affordability through housing diversity 
along the Canada Line. Developers 
must provide 20 percent unsubsidized, 
modestly-priced (as defined by the 
City of  Vancouver) rental units along 

drug users (City of  Vancouver, 2005). 

Implications
Minneapolis and Vancouver are each 
facing affordability pressures, but 
Vancouver’s case is distinct.
While the vacancy rate in Minneapolis 
is just below five percent, the figure 
in Vancouver has dipped below one 
percent. Vancouver’s tight rental 
market is exacerbated by the lagging 
construction of  apartment buildings, 
but in Minneapolis, apartment 
construction is booming. This disparity 
might be caused by different financial 
and regulatory environments, different 
economic preferences of  residents, or 
geographic constraints. Whatever the 
cause, Vancouver’s rental problem is 
greater than Minneapolis’s, and many 
of  Vancouver’s policies, such as the 
rate-of-change bylaw, might not be 
appropriate in the Twin Cities.
Some of  Vancouver’s policies would 
likely benefit low-income communities 
and communities of  color along new 
transit corridors. The Metropolitan 
Council (or a local government) 
should develop comprehensive land 
use plans with specific housing goals 
(including a diversity of  housing 
types) for new transit corridors, and 
conduct a housing and transportation 
cost study like Vancouver has 
done. Local governments should 
update zoning codes and districts to 
accommodate housing diversity in every 
neighborhood, especially those near 
transit.

The Cambie Corridor plan sets 
specific goals for workforce 
housing, family housing, and 
social housing for people with 
mental illnesses or addictions.
choice by providing housing diversity in 
each neighborhood in Vancouver. The 
plan indicates performance measures 
of  affordability for different groups: 
the number of  people experiencing 
homelessness, the living patterns of  
people who go to shelters, the number 
and rent of  SRO units, social housing, 
and market-rate housing, as well as the 
incomes of  the residents. At the higher 
end of  the housing continuum, the city 
measures the financial ability of  higher-
income renters to buy homes. 

In 2011, the City of  Vancouver adopted 
the Cambie Corridor Plan, which is 
a land use plan guiding development 
along the Canada Line. The plan 
highlights how “compact and complete 
communities” are healthy, affordable, 

the corridor. The plan also calls for 
the inclusion of  family housing in all 
residential developments, except for 
senior housing (City of  Vancouver, 
2011). 

Politics
Vancouver is a dense, diverse city 
with a long tradition of  investment 
in public transit and policies to assist 
disadvantaged groups. Vancouver’s 
population is 50 percent larger than 
Minneapolis’s, but its land area is 20 
percent smaller. About half  of  the 
students in Vancouver schools speak a 
language other than English at home 
(BC Ministry of  Education, 2016). 
There is broad support for social 
services for marginalized populations, 
such as harm-reduction policies for 

We did not measure 
indicators of displacement in 
Vancouver due to limitations 
in comparing US and Canadian 
data.
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Recommendations

Our study of  affordable housing strategies employed in the Twin Cities revealed 
many positive trends. Minneapolis is already ahead of  many of  its peers in 
considering the connections between transit and housing, and has implemented 
many of  the strategies we identified in other cities. The region has a robust 
network of  nonprofits and an overarching government body, the Metropolitan 
Council, that can drive a regional strategy. Minneapolis’s later development of  
its rail network allows it to learn from cities that have already gone through large 
transit expansions. Its incremental approach to light rail expansion, while perhaps 
frustrating to transportation advocates, does allow for an intentional, incremental 
approach to development along each line.

Evidence from peer cities such as Denver, Portland, and Austin suggests that 
failure to prepare for coming transit investment could lead to displacement. Even 
if  displacement fails to materialize, investment in affordable housing along transit 
corridors is valuable to low-income populations and people of  color, as it provides 
them with greater access to jobs, shopping, and other amenities that improve 
quality of  life. With the pending Blue Line extension which passes through north 
Minneapolis, investment in homeownership through the work of  the City of  Lakes 
Community Land Trust provides an opportunity to build wealth in low-income 
communities and among people of  color, setting north Minneapolis on a path 
toward greater prosperity for its existing residents. 

This section provides a series of  recommendations that combine to form a 
targeted, proactive approach toward resisting displacement. We offer several 
recommendations that CLCLT can pursue on its own or in partnership with other 
nonprofits, and also include strategies that CLCLT should present to or advocate 
for from government entities. We divide recommendations by actor, beginning 
with CLCLT and continuing through all other actors along ascending levels of  
jurisdiction or influence. 

We have arranged our recommendations by their degree of  impact and difficulty of  
implementation in Table 4-1 on page 53. 
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Recommendations

City of Lakes Community 
Land Trust
Compile and maintain a list of  
“early warning” properties. Denver’s 
“early warning system” allows Mile 
High Connects to track the expiration 
of  affordable housing subsidies and 
prepare a region-wide strategy for 
addressing related shifts in the housing 
stock throughout the metropolitan 
area. CLCLT, in partnership with 
other community groups, could set 
up a similar system that allows for 
early identification of  potential losses 
of  affordability, with a particular eye 
to sites along transit corridors. These 
groups could then lobby for continued 
affordability requirements or even 
acquire these properties, and could also 
provide their services to any residents 
who may be displaced.

Identify allies among stakeholders 
in transit and housing development.
CLCLT has many potential partners 
in its work, and other land trusts have 
pioneered innovative partnerships 
to advance their agendas. In Los 
Angeles, the TRUST South LA land 
trust partnered with local labor unions 
to push a ballot measure that would 
reduce limits on inclusionary zoning 
and establish labor standards for new 
affordable housing developments. 
These unconventional partnerships can 
create coalitions capable of  affecting 
political change, and community 
groups in Minneapolis should think 
broadly about potential allies who also 
have stakes in elaborate development 
processes.

Create targeted plans for each 
station area. The current Van White 
Boulevard Station area contains a mix 
of  public housing, income-restricted 
affordable housing, and market rate 

housing. The Station Area Plan for Van 
White Boulevard specifically identifies 
a need for developing new “single 
family housing ownership,” contributing 
to “a balanced and long-term-stable 
neighborhood” (Hennepin County 
and City of  Minneapolis, 2015). In 
this station area, CLCLT could fill 
the identified need for ownership 
opportunities. Both the Penn Avenue 
and Plymouth Avenue Station Area 
Plans call for the preservation of  
existing single-family housing, with 
the Penn Avenue Station Area Plan 
specifically addressing the need for long 
term anti-displacement measures such 
as land trusts (Hennepin County and 
City of  Minneapolis, 2015). 
Consider investment in affordable 

rental housing in certain scenarios. 
Land trusts typically develop owner-
occupied housing, but some have begun 
developing rental units due to the 
extreme costs of  single-family homes 
in certain areas. If  the demand exists, 
larger-scale rental projects may prove 
a useful method to provide homes in 
Minneapolis neighborhoods where 
CLCLT may not be able to build a large 
portfolio of  owner-occupied housing. 
To the extent that this method can 
create more units without detracting 
from existing efforts in neighborhoods 
where many people of  color and live, 
this may be a method to capitalize 
on federal policies that focus on 
opportunity neighborhoods and provide 
people with another option.

Photo: City of Lakes Community Land Trust



51

Recommendations

Municipalities Along Transit 
Lines
Change disposition policy of  city-
owned lots and structures. For both 
city-owned residentially zoned vacant 
lots and vacant structures, include a 
specific policy for the city to write down 
the cost of  land and/or structure for 
nonprofit developers. Specifically for 
single-family homes and lots, prioritize 
write downs for nonprofit developers 
who buy, renovate or construct units for 
long term affordable homeownership 
opportunities. Such a policy could be 
added to Minneapolis’s existing Vacant 
Housing Recycling Program.

Create a dedicated anti-
displacement program with possible 
TIF dedication. An anti-displacement 
program targeted toward at risk areas, 
including along light rail lines, could 
prevent the displacement of  low 
income households and households 
of  color. Mimicking Portland’s North/
Northeast Neighborhood Housing 
Strategy, such a program could support 
longer-term affordable solutions such 
as cooperatives, land trusts, low interest 
loans, grants, and down payment 
assistance. Unlike Portland, however, 
if  a program was funded early in the 
development process rather than later 
(in the case of  Portland, after more than 
10,000 black residents left the area), it 
would have a greater impact. A potential 
funding source for an anti-displacement 
program could come from Tax 
Increment Financing (TIF). Dedicated 
TIF overflow for the Affordable 
Housing Trust Fund (AHTF) was 
recommended by the Minnesota 
Housing Partnership. Although an 
anti-displacement program may not 
fall under the purview of  the AHTF, a 
dedicated percentage of  TIF overflow 
toward affordable housing in general 
could support an anti-gentrification 

program. See Brown, et al. (2015) for 
more information on dedicated TIF 
funding in Minneapolis. The Portland 
program is funded through TIF, and 
the City Council of  Portland recently 
approved increasing the dedication of  
TIF revenue to affordable housing from 
30 percent to 45 percent. 

Hennepin County
Extend Southwest Corridor housing 
analysis to the Bottineau Line and 
invite CLCLT to be a member of  
the workgroup. For the Green Line 
light rail extension, Hennepin County’s 
Southwest LRT Community Works 
task force led an extensive housing 
assessment study, including a housing 
gaps analysis, inventory report, and 
corridor-wide housing strategy. Its sister 
group, Bottineau Community Works, 
should conduct a similar study for the 
Bottineau Corridor to identify housing 
needs in a collaborative process. 
Moreover, Hennepin County should 
ensure that CLCLT is represented in 
the Housing Workgroup supporting the 

research that drives the report.

Metropolitan Council
Due to its unique position as a transit 
agency and regional planning authority 
in the Minneapolis-St. Paul area, the 
Metropolitan Council is particularly 
well-suited to regional leadership on 
issues involving affordable housing 
along transit. Its broader powers are 
uncommon in U.S. metropolitan areas, 
giving the Twin Cities a distinct asset 
that can bring scattered actors to the 
table and devise a broader agenda.

Define goals for housing diversity. 
A diverse population requires diverse 
housing types. In the Vancouver 
area, several levels of  government 
use a “housing continuum” model. 
According to this framework, 
successful communities provide a 
range of  housing options available 
for households of  all income 
levels. These options range from 
emergency housing services for 
people experiencing homelessness to 

Photo: Tony Webster
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Recommendations

unsubsidized affordable rental housing 
to homeownership opportunities. The 
Metropolitan Council should define 
goals for housing diversity along 
transitways.

Change disposition policy of  
publicly-owned lots and structures. 
See recommendation above for 
municipalities along transit lines.

Convene a broad scope affordable 
housing task force. The Metropolitan 
Council should convene a broad 
scope affordable housing task force 
that draws members from local 
governments as well as the nonprofit 
and private sectors. In contrast with 
a more typical group focused on 
housing expertise, members should 
bring in knowledge of  transportation, 
workforce development, social services, 
zoning, environmental issues, and other 
relevant topics in order to identify 
how affordable housing interacts with 
these systems. Much like the Housing 
Affordability and Livability Agenda of  
Seattle, this task force would produce 
recommendations for increasing 
development and preservation of  
suitable affordable housing. Logical 
outflows of  such a group would include 
both better understanding of  the need 
for affordable housing around transit 
as well as mechanisms for getting that 
housing built. 

Identify specific targets for 
affordable housing creation and 
preservation as part of  the station 
area planning process. Setting clear 
goals for affordable housing creation 
and preservation establishes a measure 
of  accountability that helps ensure that 
cities actually deliver on promises to 
create affordable housing. Mile High 
Connects in Denver, for example, aims 
to preserve 90 percent of  existing 

affordable units and ensure that 25 
percent of  new units near transit 
lines are affordable. While the Met 
Council sets affordable housing goals 
for each community, enforcement of  
these standards is spotty, and they are 
city-wide and not explicitly tied to 
transit corridors. Aligning metro-wide 
affordable housing goals with station 
area plans for light rail extensions would 
give cities concrete goals to meet. If  the 
Met Council does not take the lead in 
this coordination, community groups 
could take up the effort to maintain 
pressure on government bodies to 
deliver.

Minnesota Housing Finance 
Agency
Change LIHTC Lease Purchase 
Option in QAP scoring. Currently, the 
Minnesota Housing Finance Agency’s 
Qualified Allocation Plan (QAP) awards 
one (1) point for a lease-purchase 
option for a Low-Income Housing 
Tax Credit (LIHTC) application, while 
both the Minneapolis and St. Paul 
suballocator QAPs do not include a 
lease-purchase option for additional 
points. By including a priority for lease-
purchase, the state or cities could create 
funding for homeownership options, 
after the 15-year rental compliance 
period using LIHTC. Converting 
rental properties to affordable 
homeownership through community 
land trusts would create ownership 
options for current tenants and 
preserve the properties as permanently 
affordable. The example of  Dinwiddie 
Townhomes cited in the Pittsburgh 
case study and the Cleveland Housing 
Network, which boasts an 85 to 90 
percent transition rate from tenancy to 
ownership, show that despite the rental 
component, LIHTC can be successfully 
used for owner-occupied housing 
development (CHN, 2014). 

State of Minnesota
Allow single-family homes with 
long-term commitments to 
affordability to apply for 4d property 
tax classification. Property taxes 
represent a significant cost to residents 
of  permanent affordable housing. 
Some states, like Florida and North 
Carolina, choose to tax properties 
owned by community land trusts at 
a lower rate (Community Land Trust 
Network, 2011). This allows owner-
occupied affordable housing to operate 
on a level playing field with affordable 
rental housing. In Minnesota, assessors 
could account for the permanent deed 
restrictions on land trust properties, 
limiting resale value and resulting 
in a lower assessment. Alternatively, 
the state could include occupied 
land trust properties in the “4d” tax 
classification system currently reserved 
for affordable rental housing. With a 
lower property tax burden, the City of  
Lakes Community Land Trust might be 
able to further increase the affordability 
of  its homes.
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Table 4-1: Implementation and Impact Matrix

Difficulty of Implementation

Low High

D
eg

re
e 

of
 Im

pa
ct

Low

Identify allies among stakeholders in transit and 
housing development

Consider investment in affordable rental housing 
in certain scenarios 

Define goals for housing diversity

Change LIHTC Lease Purchase Option in QAP 
scoring

Medium

Compile and maintain a list of  “early warning” 
properties

Extend Southwest Corridor housing analysis to 
the Bottineau Line and invite CLCLT to be a 
member of  the workgroup

Convene a broad scope affordable housing task 
force

High

Change disposition policy of  publicly-owned lots 
and structures

Create targeted plans for each station area

Allow single-family homes with long-term 
commitments to affordability to apply for 4d 
property tax classification 

Identify specific targets for affordable housing 
creation and preservation as part of  the station 
area planning process

Create a dedicated anti-displacement program 
with possible TIF Dedication
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This report’s recommendations provide 
City of  Lakes Community Land Trust 
with a clear road map for future 
affordable housing preservation and 
creation efforts along transit lines. By 
employing a variety of  these strategies, 
CLCLT can take important steps 
toward securing more affordable owner-
occupied housing that allows residents 
of  long-neglected neighborhoods to 
build greater wealth. Our work is just 
one piece of  a broader conversation at 
the intersection of  issues of  housing 
affordability and transit development. 
We believe there are numerous 
opportunities for future research that 
build on this report. 

First, we believe there is room for a 
deeper dive into demographic data 
in station areas along transit lines. 
Devising methods to calculate actual 
displacement of  residents would 
provide a more thorough picture of  the 
on-the-ground situation along transit 

lines, and direct surveys could lead 
to more targeted strategies. A deeper 
understanding of  affected populations 
could help guide solutions in a more 
direct manner.

Second, we recommend a deeper 
study of  the efficacy of  the affordable 
housing preservation strategies we 
identify in various cities. This analysis 
can prove challenging, as the effects 
of  particular tools can be difficult to 
separate from broader housing market 
trends, and many of  the strategies were 
implemented so recently that it is too 
early to judge their success. Where 
possible, this analysis would provide 
Minneapolis stakeholders with an 
even clearer idea of  the most effective 
strategies at their disposal.

Finally, analysis of  home sales prices 
could add another layer to our 
discussion of  property values. While 
we intentionally chose not to use home 

Next Steps

sales prices in order to create more 
data points and better measure regional 
trends, an added layer of  analysis 
would provide greater evidence for this 
report’s conclusions.

No matter how severe displacement 
effects may be, affordable housing 
for low-income populations and 
communities of  color along transit 
lines remains a driving force in the 
development of  an equitable future for 
Minneapolis. Continued research will 
allow us to develop the most detailed 
portrait possible of  the intersection 
of  affordable housing and transit 
development in Minneapolis and 
across the country. This report aims 
to contribute to that dialogue and 
advance it in ways that recognize every 
possible perspective, and to ensure that 
everyone has the possibility to make the 
“Minnesota miracle” a reality.

Photo: Metro Transit
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Appendix A

Table A-1: Stations Included in Property Value Analysis

Blue Line Green Line Blue Line Extension

Lake Street Midtown Station Prospect Park Station 63rd Avenue Station

38th Street Station Westgate Station Bass Lake Road Station

46th Street Station Raymond Avenue Station Robbinsdale Station

50th Street Minnehaha Park Station Fairview Avenue Station Golden Valley Road Station

VA Medical Center Station Snelling Avenue Station Plymouth Avenue Station

Fort Snelling Station Lexington Parkway Station Van White Boulevard Station

Dale Street Station Brooklyn Boulevard Station

Victoria Street Station 85th Avenue Station

Hamline Avenue 93rd Avenue Station

Stadium Village Station Oak Grove Station

East Bank Station
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Appendix B

Table B-1: Estimated Building Value, Blue Line

Table B-3: Estimated Building Value, Green Line

Table B-2: Estimated Land Value, Blue Line

Table B-4: Estimated Land Value, Green Line
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Appendix B

Table B-5: Estimated Property Value, Blue Line 
Extension

Table B-6: Estimated Building Value, Blue Line 
Extension

Table B-7: Estimated Land Value, Blue Line Extension


