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Treasure Valley Light
Rail
You cannot pave your way out of this.

A phased regional transit proposal for the Treasure Valley — three phases
along a corridor the region already owns, funded opt-in by jurisdiction.
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Treasure Valley Light Rail
You cannot pave your way out of this.

The valley added roughly 150,000 people in six years and is already $193 million a year

short of paying for the roads it has. This is a three-phase rail spine along a corridor the

region already owns — mapped here on real street data, priced honestly, with every

assumption you can move yourself.

STATUS

Framework proposal

PUBLISHED

July 24, 2026

CORRIDOR DATA

ACHD + OpenStreetMap, July 2026

READING TIME

12 minutes at 200 words per minute

T H E  P R O P O S I T I O N

Widen the road and it fills back up.
Build the spine once and you own the
capacity.
Adding one lane each way to 2.8 miles of I-84 through Nampa cost about $150 million

— roughly $54 million a mile — and the Idaho Transportation Department is planning

$300–400 million more in the same corridor. That is not a fix. It is a subscription.

Rail is a build-once asset. This proposal puts a phased, majority-elevated spine in a

right-of-way the public already holds, funds it opt-in jurisdiction by jurisdiction, and

sunsets every tax instrument that pays for it.
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01

Nobody is conscripted

Participation is opt-in by jurisdiction and
confirmed by local vote. No county is billed for a
corridor it did not choose.

02

Every tax sunsets

All tax-based instruments carry hard sunset
clauses and repayment schedules — 10 to 15
years maximum per issue.

03

No phase runs on faith

Phase I must clear 70% on-time ridership, 40%
cost recovery, and 90% rider satisfaction before
Phase II proceeds.

04

The books are open

Every contract published pre-award and post-
award, every expenditure on a public dashboard,
every promise tracked against its outcome.

HOW TO READ THIS PROPOSAL

FACT  Established by a cited source you can open.

STATED  Asserted by the proposal as a target, not established by a source.

MEASURED  Computed here from real public geometry, reproducibly.

YOU CONTROL IT  A modelling assumption you can change on the page.

The difference between the first two labels is the whole point. A target dressed as a finding is how infrastructure proposals lose

serious reviewers — so where this plan states something it has not proved, the page says so, including where the numbers do not
reconcile.
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0 1  ·  T H E  P R E S S U R E

The number that ends the "just build
roads" argument.
The region's own planning body reports that the Treasure Valley is $193 million

short every single year of meeting its transportation needs through 2050. Its words:

important regional projects sit on the shelf for lack of money.

FACT  Ada and Canyon Counties added roughly 150,000 people in six years, reaching 876,760

in 2026, up from 726,072 at the 2020 Census — the fastest-growing mid-sized metro in the

country. COMPASS projects nearly 1.1 million people by 2050 and an 86% increase in regional

jobs by 2040.

FACT  The I-84 segment through Nampa already carries close to 100,000 vehicles a day. ITD's

own engineers project that if nothing structural changes, peak travel times nearly double by 2055

— the peak hour becomes the peak hours.

THE MECHANISM  A lane gets congested. The state widens it. The wider road induces more driving

until it fills back up. The state widens it again. Every cycle moves public money to the same

contractors for a problem that is never permitted to be solved. Nampa cost about $54 million per

mile just to add one lane each way, and ITD is already planning $300–400 million more.
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E X P L A I N E R  0 1

Widen forever, or build once

Why the road never catches up, and why a build-once asset does not have to.

$ $ $ $

perpetual re-purchase of the same capacity

build

one capital event, ~100-year asset

widening → induced demand → refill

Rail spine: effective capacity Road-only: congestion

0 years 30 years

Induced demand is why the road never catches up. The rail does not have to. Adding one lane each way to 2.8 miles of I-

84 at Nampa cost about $54 million a mile.

Source: Induced-demand literature; ITD I-84 programme figures
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E X P L A I N E R  0 2

Growth against the funding gap

Population the roads have to carry, against the money the region says it does not have.

0

0.3M

0.6M

0.9M

1.2M

COMPASS: $193M/yr shortfall

2020 2026 2040 2050

Ada + Canyon population Funding gap

+150,000 residents since 2020

1.1M people, and the roads

are already $193M/yr behind

interpolated

I-84 at Nampa today carries roughly 100,000 vehicles a day, and the busiest stretch of the corridor — Eagle Road to the I-

184 junction — carries 151,500.

Source: COMPASS Communities in Motion 2050; Idaho Business Review (May 2026); ITD AADT 2025
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0 2  ·  W H E R E  T H E  L I N E  W O U L D  G O

A corridor the public already owns.
Trunk lines run within or adjacent to the I-84 corridor, using existing transportation

rights-of-way and pre-cleared public easements. That is the whole siting thesis: no

new scar across the valley, minimal land acquisition, and no eminent-domain fight

where one can be avoided.

WHY THE STATIONS ARE WHERE THEY ARE

The guideway runs in the I-84 median. That one architectural decision determines the station set,

because a median platform can only be reached where the freeway is already crossed — at an

interchange. So the stations here are not a matter of taste. They are the real, numbered exits, pulled

from the highway's own ramp data, with the cross street each one carries.

Which exits become stations was decided by counting people, not by opinion: 2020 Census block

population inside each interchange's half-mile walk catchment, plus the two-mile drive catchment a

park-and-ride actually intercepts. Downtown Boise is the one station that is not an interchange — it is

the terminus of the I-184 Connector, which is how a median alignment reaches a downtown sitting three

miles north of the mainline.
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E X P L A I N E R  0 3

The corridor, in four lenses

Pan and zoom the real street network. Switch phases to see what each one reaches, and switch lenses to put cost, land
value, or congestion on the same geography.

W H O L E  N E T W O R K
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P H A S E  I I
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P H A S E  I I I
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C O S T
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VA L U E  C A P T U R E
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T R A F F I C
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Phase I · elevated guideway in the I-84 median

Phase II · the same line extended to Caldwell and Mountain Home

Phase III · extended again to Ontario — §2.4 keeps it a feasibility study, a decision gate rather than a committed line

Station at a numbered interchange

Existing freight rail

S TAT I O N S

Downtown Boise · City Center
Exit T · Boise · 1,512 within a half mile

Curtis Road
Exit 2 · Boise · 2,981 within a half mile

Cole Road
Exit 1B · Boise · 3,833 within a half mile

Karcher Road · Midland Boulevard
Exit 33 · Nampa · 34 within a half mile ·
park-and-ride

Northside Boulevard
Exit 35 · Nampa · 637 within a half mile ·
park-and-ride

Franklin Boulevard
Exit 36 · Nampa · 297 within a half mile ·
park-and-ride

Garrity Boulevard · Idaho Center
Exit 38 · Nampa · 790 within a half mile ·
park-and-ride

Ten Mile Road
Exit 42 · Meridian · 221 within a half mile ·
park-and-ride

Meridian Road (ID 69)
Exit 44 · Meridian · 877 within a half mile

Eagle Road (ID 55)
Exit 46 · Meridian · 219 within a half mile ·
park-and-ride

ID 44 · Middleton
Exit 25 · Middleton · 236 within a half mile
· park-and-ride

ID 19 · Caldwell and Homedale
Exit 27 · Caldwell · 1,197 within a half mile

10th Avenue · Caldwell City

Center
Exit 28 · Caldwell · 3,371 within a half mile

Franklin Road
Exit 29 · Caldwell · 802 within a half mile

Overland Road
Exit 50A · Boise · 2,110 within a half mile

Orchard Street
Exit 52 · Boise · 1,475 within a half mile

Vista Avenue · Boise Airport
Exit 53 · Boise · 1,777 within a half mile

Broadway Avenue
Exit 54 · Boise · 462 within a half mile ·
park-and-ride

Gowen Road (ID 21)
Exit 57 · Boise · 150 within a half mile ·
park-and-ride

I-84 Business · Mountain Home

West
Exit 90 · Mountain Home · 13 within a half
mile · park-and-ride

US 20 · Mountain Home East
Exit 95 · Mountain Home · 0 within a half
mile · park-and-ride

PHASE I  ·  BOISE → MERIDIAN → NAMPA

PHASE I I  ·  CALDWELL → MOUNTAIN HOME

PHASE I I I  ·  FULL NETWORK EXTENSION + ONTARIO FEEDER STUDY
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US 30 Business · Ontario City

Center
Exit 376A · Ontario, Oregon · 707 within a
half mile · park-and-ride

US 95 · Fruitland and Payette
Exit 3 · Fruitland · 33 within a half mile ·
park-and-ride

US 30 · New Plymouth
Exit 9 · New Plymouth · 34 within a half
mile · park-and-ride

SHOWING

The finished network
Every stage, from Ontario to Mountain Home

GUIDEWAY SHOWN

100.3 miles
Measured along the real carriageway centreline

STATIONS

24
Every one at a real numbered interchange

PEOPLE WITHIN A HALF-MILE WALK

23,768
2020 Census block population

WITHIN A TWO-MILE DRIVE

572,040
What the park-and-rides intercept
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STREET AND RAIL GEOMETRY

Interstate, state-highway, arterial, rail, municipal-boundary, hydrography, and land-cover geometry from OpenStreetMap, ©
OpenStreetMap contributors, ODbL.

BOISE STREETS

The Boise city limit, the Boise River, and the Boise arterial grid are reused directly from the Boise Civic Trust basemap, which derives its
road network from Ada County street centrelines published by ACHD — the public road authority for Ada County — reconciled against the
statewide Idaho NG9-1-1 centreline dataset. That dataset was not rebuilt for this map.

HOW I-84 WAS ASSEMBLED

I-84 is a divided highway, so each carriageway is a separate one-way chain and stitching both together closes a loop at every
interchange. The build splits ways by bearing against the corridor axis and assembles one continuous 114.8-mile southeast-bound
carriageway, from Ontario, Oregon to the far side of Mountain Home.

WHAT THE STATIONS ARE

Each station sits at a real numbered interchange, recovered from the ramp network and named from that exit's own destination signing,
plus the real I-184 terminus in downtown Boise. Tier follows measured demand: a station with 1,500 or more residents within a half-mile
walk is Tier 1, one with 15,000 within a two-mile drive is Tier 2, and the rest are park-and-ride.

CATCHMENT LIMITS

The half-mile catchment area is exact geometry, and the people inside it are counted rather than modelled: 2020 Census blocks, summed
by their internal points. Land use is the weak layer — OpenStreetMap land-use polygons thin out over both dense cores and new growth,
which is why they scored Ten Mile Road, one of the fastest-growing interchanges in the valley, at zero developed acres. They are used
only as a jobs proxy, never as the population.

STATUS + CONFIDENCE

Official and open geometry, exactly reproducible · high confidence for what is drawn. The base map is existing public
infrastructure. The guideway is the real I-84 and I-184 carriageway centreline, because running in the median means the road geometry
is the guideway geometry — it is a measurement, not a proposed alignment drawn by hand.

Corridor data built: July 24, 2026 from public GIS retrieved July 2026.

Download the print map (SVG) · corridor.json · alignment.json · measurements.json

T R E A S U R E  VA L L E Y  L I G H T  R A I L  ·  R E G I O N A L  T R A N S I T  P R O P O S A L

T H E  F U T U R E  PA R T Y  ·  P R O P O S A L  0 0 2 1 8

https://www.openstreetmap.org/copyright
https://www.achdidaho.org/
http://127.0.0.1:59043/proposals/tvlr/tvlr-corridor-map.svg
http://127.0.0.1:59043/proposals/tvlr/data/corridor.json
http://127.0.0.1:59043/proposals/tvlr/data/alignment.json
http://127.0.0.1:59043/proposals/tvlr/data/measurements.json


0 3  ·  C H E C K I N G  T H E  M I L E A G E

The spine, measured.
The proposal states ~26 miles for Boise → Meridian → Nampa. Measured

independently along the real median geometry, from the downtown terminus to the

mainline junction and west to Nampa, Phase I comes out at 19.2 — and the stated

figure is what the same geometry reads when the count runs on across Boise to

Gowen Road, track the Mountain Home extension builds.

MEASURED  Phase I is 3.8 miles on the I-184 median, from the downtown Boise terminus to the

junction where the spur meets I-84, plus 15.4 miles on the I-84 median west to Nampa: 19.2

miles in total, derived from carriageway centrelines and junction geometry rather than taken from

the document. Carry the same measurement southeast from the junction to Gowen Road — 7.9

miles that §2.4 assigns to the Phase II Mountain Home extension — and it reads 27.1, within 4%

of the stated ~26.

WHY THE SPUR MATTERS  Downtown Boise sits 3.2 miles north of I-84, so a median alignment

cannot reach it from the mainline — it needs the I-184 Connector. The spur the architecture

requires is why Phase I is measured from the downtown terminus, not from the interchange

where the two roads meet.
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E X P L A I N E R  0 4

Stated mileage against measured geometry

Every distance measured from public GIS by the build that drew the map.

Stated in the proposal ~26 miles

Phase I measured here 19.2 miles

— I-184 median into downtown Boise 3.8 miles

— I-84 median, the junction west to Nampa 15.4 miles

Whole mapped network 100.3 miles

Stations 24

Measured along the real carriageway centrelines between the real end stations. Running in the median means the road

geometry is the guideway geometry, so this is a measurement rather than an estimate.
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0 4  ·  W H O  W O U L D  R I D E  I T

The proposal refuses to guess. So this
page counted instead.
Ridership is where transit proposals go to lose their credibility. A number appears,

nobody can say where it came from, and the whole document inherits its weakness.

This one states no ridership figure at all — it makes ridership a Phase I performance

gate. That is the right call, and it leaves a reader with a fair question: how many

people would actually ride this?

STATED  Phase I must clear 70% on-time ridership, 40% cost recovery, and 90% rider

satisfaction before Phase II proceeds. Ridership is a gate the line has to pass, not a promise

made before it opens.

MEASURED, THEN CARRIED ACROSS  The answer here is not asserted. Every station's catchment was

counted from 2020 Census blocks — the people within a half-mile walk, and the people in the ring

out to two miles. Then the same measurement was run against a railway that already exists: Utah

Transit Authority rail, whose stations publish their real average weekday boardings. The rate at

which people near a UTA station board is fitted from those stations, and applied here.

WHY UTAH  FrontRunner is a single regional line running beside an interstate between separate

cities, reached mostly by car, in an auto-oriented Intermountain West valley. That is not a loose

analogy — it is the same architecture as Phase I. TRAX, the mature three-line network in the

same valley, is what the corridor could grow into rather than what it opens as, and you can switch

the comparison to it on the map above.
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E X P L A I N E R  0 5

Where the ridership number comes from

Filled dots are stations that exist, with the people around them and the riders they actually get. Open markers are the
proposed stations, placed by their own measured population.

500

1,000

1,500

2,000

19k 39k 58k 78k

Residents within two miles of the station (2020 Census)

Weekday boardings

North Temple Station

Farmington Station

FrontRunner, counted

Proposed · Phase I

Proposed · Phase II

Proposed · Phase III

Fitted model

R²₀ 0.89

The proposal states no ridership figure at all. This is where one comes from: 16 real FrontRunner stations carrying 14,039

weekday boardings between them, and the rate at which the people measured around them actually board. Carried

across to the 24 proposed stations, that rate predicts 11,075 weekday boardings — 79% of what the peer system carries

today.

Source: Utah Transit Authority average weekday boardings per platform; U.S. Census Bureau 2020 blocks (POP100) measured

identically on both systems
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THE FORM

Boardings = walk rate × residents within half a mile + ring rate × residents between half a mile and two miles. Two terms, no intercept,
both rates held non-negative. No intercept means a station with nobody near it forecasts nobody — which is the correct answer for a rural
park-and-ride, and the reason the Middleton and Mountain Home figures are as small as they are.

WHAT WOULD MAKE IT TOO HIGH

UTA rail stations are fed by a bus network and by transfers between rail lines. A corridor opening as a single line has neither. The peer
relationship is an upper bound on day one, and the Share of the peer relationship control on the map exists so you can say so in
numbers.

WHAT WOULD MAKE IT TOO LOW

The population is 2020 Census. The valley has added roughly 150,000 people since, much of it around exactly these interchanges, so
the forecast is measured against a valley that no longer exists — the smaller one.

STATUS + CONFIDENCE

Model, not finding · moderate confidence. The relationship it rests on is real and published; carrying a relationship between metros is
the assumption, and it is the assumption you should attack first.

Download ridership.json
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0 5  ·  W H AT  I T  C O S T S

Elevated is the design. The price of it is
stated, not hidden.
Grade separation is the functional thesis: an elevated guideway keeps trains out of

the congestion the system exists to bypass, so the line never inherits the traffic it

was built to relieve. Elevation costs more. Pretending otherwise is how a proposal

loses a technical reviewer.

FACT  A viaduct guideway runs roughly $150–250 million per mile against $15–25 million per

mile for at-grade track in the same corridor. Recent U.S. light rail averages about $202 million per

mile.

STATED  A majority-elevated 26-mile spine therefore lands at $3.5–5.5 billion, midpoint about

$4.5 billion — not the roughly $1.4 billion a surface line would cost.

THE FAILURE MODE, NAMED  Honolulu's fully-elevated rail reached about $525 million per mile —

driven by change orders and consultant churn, not by the physics of elevation. Sacramento built a

100%-elevated extension at below the national median cost per mile. The difference is

management, not geography, which is why open contracting is a cost strategy here and not only

an ethics one.
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E X P L A I N E R  0 6

Cost per mile, against real comparables

Where a majority-elevated Treasure Valley spine sits among systems that have actually been built.

TVLR Phase I target blend

Phoenix at-grade LRT $85M

Elevated viaduct

low end
$150M

Recent U.S. light rail average $202M

Elevated viaduct

high end
$250M

Honolulu HART

fully elevated, mismanaged
$525M

failure mode

Sacramento built 100% elevated below this median

A 26-mile majority-elevated spine at $3.5–$5.5B implies $135–$212M per mile. The gap between Sacramento and

Honolulu is management, not physics — which is why open contracting is a cost strategy here, not just an ethics one.

Source: Buildermuse (2026); Manhattan Institute; FTA / Eno; The Antiplanner

PER-MILE COMPARABLES

Viaduct and at-grade construction costs and the U.S. light-rail average from Manhattan Institute and Buildermuse (2026).

DELIVERED COMPARABLES

Sacramento and Honolulu per-mile outcomes from the FTA Capital Costs Database via the Eno Center for Transportation.

STATUS + CONFIDENCE

Comparables are sourced facts; the Phase I band is a stated planning estimate. No engineering study has been performed for this
corridor, and the page does not pretend one has.

Download economics.json
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0 6  ·  W H O  PAY S

A bigger number is also a bigger federal
draw.
At about $4.5 billion, Phase I is unambiguously a federal New Starts project — and

no jurisdiction is billed for a corridor it did not vote to join.

FACT  The Capital Investment Grants ceiling is 60% federal for New Starts and 80% for Small

Starts and Core Capacity. Utah's FrontRunner double-track project carries a 69.5% federal share,

so a 55% assumption here is conservative rather than optimistic.

OPT-IN, AND IT SUNSETS  Municipalities and counties choose whether to participate, through bonds,

sales-tax overlays, or Local Improvement District assessments. Every tax instrument carries a

hard sunset clause — 10 to 15 years maximum per issue. Federal dollars disburse against

progress benchmarks, not up front.
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Where a $4.5B Phase I comes from, and where it goes

The capital stack, then the spend allocation inside it.

PHASE I  ·  $4.5B

55%

$2.48B

25%

$1.13B

20%

$0.90B

Federal — CIG New Starts

Ceiling is 60%. FrontRunner runs 69.5%.

Local opt-in — bonds, LID, local option

Opt-in by jurisdiction, every instrument sunset.

PPP / private capital

The FTA’s Expedited Project Delivery pilot targets ≤25% federal projects backed by a PPP.

WHERE THE $4.5B GOES

Infrastructure construction 38% · $1.71B

Track, support columns, bridge retrofitting, safety barriers, and ADA-compliant pedestrian access.

Rail vehicles and power systems 21% · $0.94B

Battery-electric or hydrogen-ready rolling stock, plus charging, fuelling, and traction-power infrastructure.

Station construction and amenities 14% · $0.63B

Intermodal platforms, security, ticketing, weather shelters, and rural park-and-rides.

Systems integration 12% · $0.54B

Train control, smart signalling, real-time tracking, cybersecurity, and system-wide data infrastructure.

Environmental compliance 9% · $0.41B

Noise mitigation, wildlife crossing integration, impact reporting, and carbon-offset deployment.

Oversight and administration 6% · $0.27B

Independent audits, citizen advisory boards, public dashboards, and legal compliance.

Federal dollars disburse against progress benchmarks, not up front, and the non-federal balance is raised only from

jurisdictions that vote to join.

Source: FTA CIG fact sheet; FTA Expedited Project Delivery pilot; FrontRunner CIG profile
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The surplus a rail line creates, and who
gets to keep it.
A transit line raises the value of every parcel near a station. Under a private-toll

model a concessionaire captures that. Under this proposal a Local Improvement

District routes it back into retiring the system's own debt — opt-in, assessed only on

the parcels that benefit, and sunset when the debt is paid.

FACT  A joint APTA and National Association of Realtors study across seven metros, including

Phoenix, found residential property within a half-mile of fixed transit sold for 4–24% more, and

commercial property for 5–42% more per square foot.

STATED  The proposal projects 8–17% uplift inside the half-mile catchments, and a total taxable-

value roll-up of $2.1–3.4 billion. It labels that roll-up a target and says plainly it "cannot be certified

until the actual parcel base in each station zone is modeled."

SO THIS PAGE MODELLED IT — AND IT DOES NOT RECONCILE

The five hub catchments the proposal actually names total 2,515 acres, about 3.9 square miles,

measured on real geometry. To produce $2.1–3.4 billion of uplift at the stated 8–17%, the assessed

base inside those catchments would have to be $12.4–42.5 billion — between $4.9 and $16.9 million for

every acre, including the Mountain Home catchment this build measures as 92% undeveloped. Ada

County's 2026 median single-family home is $530,000; at a typical four-units-per-acre detached density

that is about $2.1 million per developed acre.

Either the roll-up assumes many more stations than the five hubs named, or a catchment wider than the

half-mile the proposal defines, or a parcel base far above Treasure Valley norms. The proposal should
state which, or restate the figure. Nothing else in the funding architecture depends on it — the capital

plan is carried by the federal share, local opt-in contributions, and PPP capital, not by value capture. But

a number that is off by roughly a factor of five is the first thing a hostile reviewer will find, so it should be

corrected before they do.
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Who captures the surplus a transit line creates?

The same surplus, under two ownership models.

EXTRACTION · PRIVATE-TOLL MODEL TVLR · CIVIC DIVIDEND MODEL

Surplus: land uplift, time saved, access created Surplus: land uplift, time saved, access created

Private operator / concessionaire

Shareholders

(in perpetuity)

The surplus leaves the region.

TOD value uplift → retires system debt

Farebox + lease revenue → operations

Congestion & access gains → public (untolled)

The public that funded it

Station-area value uplift, per APTA/NAR: residential +4–24%, commercial +5–42%/sq ft

Source: APTA / National Association of Realtors (2019)
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Model the value capture yourself

Switch the map above to the Value capture lens to draw the half-mile catchments and move these inputs. Every figure
recomputes as you drag.

The calculator lives in the map — select Value capture in Explainer 03 to open it, or read the reconciliation above

for the finding it produces at the default inputs.

UPLIFT BAND

APTA / National Association of Realtors (2019), seven metros including Phoenix. The slider is bounded by the residential range so it
cannot be set outside the evidence.

ASSESSED VALUE PER ACRE

Defaulted from Ada County's 2026 median single-family value at a typical detached density. This is the single input that most needs
replacing with the county assessor's parcel roll before any LID is formed. It is exposed here precisely so it can be argued with.

CATCHMENT GEOMETRY

Exact: a half-mile circle is 503 acres, and there are 24 stations. The residential base is not a developed-share guess — it is the real 2020
Census housing-unit count inside those catchments, counted block by block. Only the price per home and the price per commercial acre
are assumptions.

STATUS + CONFIDENCE

Model, not finding · low confidence pending assessor data. The reconciliation gap above is a high-confidence result: it holds across
the whole plausible range of the inputs.

Download economics.json
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The constraint is the thing to change.
Idaho Code § 40-2109(1) says only one regional public transportation authority may

exist per county, with exclusive jurisdiction over publicly funded transit. Read

literally, it would force this system to fold under the existing authority and disappear

as a distinct structure.

THE STATUTE ALREADY CONTEMPLATES THIS  Idaho Code § 40-2105 authorises not only county-wide

authorities but regional authorities spanning contiguous parts of one or more counties. The legal

chassis exists; only the exclusivity clause needs modernising.

THE RULE IS ALREADY HONOURED IN THE BREACH  Ada County today runs the Ada County Highway

District — statutorily empowered to operate park-and-ride and rideshare programmes — right

alongside Valley Regional Transit. Two transportation authorities, one county, functioning

concurrently. The claim that exactly one may exist is a political convention the region already

violates, not a law of nature.

IT IS A 2004 ARTEFACT  The exclusivity language was added by Senate Bill 1269 (2004), a bill titled

"relating to intracity light rail systems" — drafted for a single city, before the valley became the

fastest-growing mid-sized metro in the country. Modernising a twenty-year-old provision is

ordinary legislative maintenance, not a radical ask.

ONCE AUTHORISED, THE TOOLS EXIST  A regional authority may issue revenue bonds and, with voter

approval, levy a dedicated local sales and use tax. This system cooperates with Valley Regional

Transit — feeder integration, shared stations, coordinated service — without subordinating its

governance design to it.
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The difference between Sacramento and
Honolulu is management.
Honolulu's fully-elevated rail reached about $525 million a mile. Sacramento built a

100%-elevated extension below the national median. Same physics, different books

— which is why open contracting is a cost strategy here and not only an ethics one.
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Every TVLR dollar passes the same gate

A megaproject is where a contracting firewall earns its keep.

Proposed contract

Verified beneficial owner?

(a real, identified entity)

NO
VOID

automatic

YES

Published live · Open Contracting Data Standard

Expenditure logged to an immutable public ledger

Promise-to-outcome tracker updates

Any citizen can audit — no request required

Honolulu, opaque: ~$525M/mile.

Sacramento, 100% elevated and visible: below the national median.

This is the open-contracting pillar. A megaproject is where it earns its keep.

Source: FTA / Eno Center capital cost database; The Antiplanner
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Inspect the work.
The map, the models, and the formal document use the same data and calculation

layer. Every file below is the one the page actually reads.

Corridor base map Counties, cities, developed land, water, highways, arterials, and every rail line in the envelope

Phases and hubs The three phases, the real rights-of-way each names, and the five hub cities with measured
catchments

Corridor measurements Every distance this build measured, and the method that produced it

Stations and guideway Twenty-four stations at real numbered interchanges, each with its measured 2020 Census catchment,
and the median centreline between them

Ridership and traffic model Every UTA rail station used to fit the model, its boardings and its measured catchment, the fitted rates,
and the ITD segment volume joined to each proposed station

Economic model Cost, value-capture, traffic, and emissions constants, each tagged fact, stated, or input

Close-zoom street fabric The ACHD-derived Boise grid and the valley collector network

Formal proposal PDF Publication edition for download and print

How the models work

1. Ridership. The proposal states no ridership figure — it makes ridership a Phase I performance gate rather than a forecast —

so no number here comes from the document. Boardings are predicted station by station from the people actually around each

one: boardings = walkRate × residents within half a mile + ringRate × residents between half a

mile and two miles. The two rates are not chosen. They are fitted by least squares through the origin, with both

coefficients held non-negative, to a real operating system — Utah Transit Authority rail — whose station catchments were

measured by the same code, from the same Census layer, at the same two radii. FrontRunner is the default comparison

because it is the same architecture: one regional line beside an interstate, between separate cities, reached mostly by car. You
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can switch the comparison to TRAX or to both systems pooled, and the fitted rates and the goodness of fit change on screen

with it.

2. Traffic. Two boardings make one round trip, and a round trip removes two vehicle trips, so the factors cancel: vehicle trips

removed = boardings × prior-car share ÷ occupancy. Each station is then set against the volume ITD publishes for the

segment it sits on. I-84 does not carry one number: the stretch between Eagle Road and the I-184 junction carries 151,500

vehicles a day and the stretch past Notus carries 57,000, and the map draws the road at the width of each. The join between a

station and its segment is an exact match on the exit number both are named by.

3. Emissions. Annual passenger-miles × prior-car share × 0.47 lb CO₂ per passenger-mile, minus the line's own ~99 g per

passenger-mile. Trip length is not assumed either: it is the boardings-weighted mean distance between every pair of stations,

measured along the drawn guideway, so it shortens when you show Phase I alone and lengthens when you show the

extensions. Both models read the same boardings, so the two panels can never disagree with each other.

4. Value capture. Real 2020 Census housing units inside the half-mile catchments × median home value, plus measured

commercial and industrial acres × assessed value per acre, × uplift × LID capture rate. Three of those quantities are counted

rather than modelled; the two prices and the two rates are on screen and adjustable.

5. Geometry. The guideway runs in the I-84 median and the I-184 median into downtown Boise, so the drawn line is the real

carriageway centreline, assembled from OpenStreetMap way geometry, split by bearing to separate the two carriageways,

stitched end to end, and cut into the stages of construction. Each stage's track runs from its own outermost station back to the

adjacent station of whichever stage opened first, so the extensions join the running line at a platform that already exists rather

than floating beside it, and the downtown spur runs all the way to the junction where it meets I-84. Stations sit at real

numbered interchanges recovered from the ramp network, named from the exits' own destination signing — except between

Caldwell and the Oregon line, where OpenStreetMap carries no exit numbers and they are read from the Idaho Transportation

Department's own published segment endpoints.

Corridor data built July 24, 2026. Where this page states something the proposal has not proved, it is labelled Stated.

Where the proposal's own numbers do not reconcile against real geometry, the page says so and shows the arithmetic. You

are not asked to trust any of it. You are asked to check it.
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T H E  P U B L I C AT I O N  S TA N D A R D

This system is designed to survive scrutiny.
Every load-bearing figure in this document is sourced, and the sources are listed

with it. Where the proposal states a target rather than a finding, it is labelled a target

— including the station-area value-capture roll-up, which this edition models against

real catchment geometry and reports as not yet reconciling.

The corridor map is generated from public GIS, not drawn by hand. The guideway

runs in the I-84 median, so the drawn line is the real carriageway centreline, and the

stations sit at real numbered interchanges. Ridership is not asserted either: it is

predicted from the population measured around each station, using rates fitted to a

railway that already exists.

If you are a policymaker, planner, or citizen with questions — good. Ask hard
ones. That is how we know it deserves to hold.

T H E F U T U R E PA RT Y. O R G / P R O P O S A L S / T V L R
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