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potential. CTOD works to integrate local and regional planning, generate new tools for 
economic development, real estate and investment issues, improve affordability and 
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Primary Audience 
 

This report is a toolbox of created to help inform Central Indiana cities and agencies to 
support the planning and implementation of transit-oriented development (TOD).  The 
report provides history, context, and background information on the value and 
benefits of supporting the build-out of a robust transit system in Central Indiana.  The 
report also contains case studies, recommendations and some possible tools to 
support a transit system and the associated investment and development 
opportunities that could occur with proactive planning and partnerships.  The primary 
audience is the City of Indianapolis and its respective agencies, the Indianapolis 
Metropolitan Planning Organization and Indy Connect.  The goal is for the Central 
Indiana regional partners to use the information, case studies and recommendations 
contained in the report to support making the case for transit and transit-oriented 
development to benefit the Central Indiana region.  

This report may be a resource to the leadership and staff at: 

 Indianapolis Metropolitan Planning Organization and IndyConnect 

 Central Indiana Regional Transportation Authority 

 Indy Go and its Board of Directors 

 Elected officials and staff in the local cities, counties and at the state 

 Regional transit, equity, housing, business, public health and other advocacy 
organizations 
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I. Introduction 
 
Background 
 
As the Crossroads of America, Central Indiana has the most interstate coverage of any 
metro area in the nation (accessible via Interstates 65, 69, 70, 74, 465, and 865) 
allowing 75 percent of the U.S. and Canadian populations to be reached within a one-
day drive.  Between 1990 and 2008, total road mileage in the region grew by 31 
percent (3,807 to 4,997), and daily vehicle miles traveled (DVMT) went up 59 percent 
to 33.5 million. 
 
While highways have been and will continue to be critical for the region‘s economic 
development strategy as a logistics and distribution hub, they are increasingly costly 
to maintain.  In Marion County, for example, 16 percent of all thoroughfares are in 
‗poor‘ or worse condition, and while the County invests $90 million in transportation 
infrastructure each year, it‘s about $73 million short of what it would take just to 
maintain existing conditions. 
 
In recognition of the growing issues around regional transportation, Central Indiana 
has begun a new regional transportation initiative.  In 2009, a group of private sector 
and civic leaders called the Central Indiana Transit Task Force (CITTF) developed a 
multi-modal transportation strategy as a launching point for a robust public dialogue.  
The strategy included select roadway expansions, commuter rail service on existing 
freight lines, in-street light rail, bus rapid transit, highway congestion pricing and 
increased investment in the existing bus system. 
 
Following the CITTF‘s February 2010 presentation, the Indianapolis Metropolitan 
Planning Organization (MPO), Central Indiana Regional Transportation Authority 
(CIRTA), and the Indianapolis Public Transportation Corporation (IndyGo) established 
Indy Connect to work toward a defined regional transportation future.  After the most 
intensive public outreach effort ever done in Central Indiana, a long-range, multi-
modal transportation vision for Central Indiana was presented to the public in 
November 2010. 
 
Concurrently with the public engagement process, the City of Indianapolis used a 
grant from the Living Cities Project on Municipal Innovation - Technical Assistance to 
engage the Center for Transit Oriented Development to educate policy makers and the 
public about what decisions are most likely to support transit system investment and 
result in successful transit oriented development (TOD).  The goals of the engagement 
were to create a broader understanding among public officials, neighborhood leaders, 
transit and urban planners, and key members of the private and non-profit 
development community of what decisions need to be made and when in order to 
leverage a future investment in transit. 
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Back to the Future? 
 
In 1910, 200 passenger trains were coming 
to and from Union Station in Indianapolis.  
Streetcars traveled on 100 miles of track 
around the growing city of 234,000 people, 
and the Indianapolis Traction Terminal at 
the corner of Market and Illinois, once the 
largest interurban terminal in the world, 
was handling 400 interurban trains per 
day and seven million passengers 
annually.  Trains connected Indianapolis 
to Anderson, Fort Wayne, Kokomo, 
Lafayette, Marion, Muncie, South Bend, 
and Terre Haute, as well as smaller cities 
and towns.  A hundred years ago, 
Indianapolis was the 22nd largest City in 
the United States and the public and 
private sector together built a 
transportation infrastructure that 
launched the Central Indiana region into 
the 20th Century.   

 
Indianapolis‘ legacy as a transit leader has eroded over 
time, however.  The IndyGo bus system had a $3 million 
budget shortfall in 2010.  Despite maintaining levels of 
service and fares on a reduced budget, IndyGo is no 
longer ranked among the 100 largest transit systems in 

the U.S.1  Nationally, use of public transportation is at a 52-year high, yet transit in 
the region only accounts for 1.1 percent of total trips, down 29 percent since 1990.  In 
2008, 97 percent of all trips were made by personal auto in the region, up from 95 
percent in 1990.  Without plans for a rapid transit system, Central Indiana is facing a 
growing competitiveness gap among peer cities, such as Minneapolis, Cincinnati, 
Pittsburgh, Nashville, Charlotte, Norfolk, and Oklahoma City, all of which have rail 
lines in operation or final planning.   

 

Central Indiana’s Transportation Initiative 
 
The public sector and civic leaders in Central Indiana are again envisioning a multi-
modal transportation strategy for the region. In 2009, the Central Indiana Transit 
Task Force (CITTF), a group led and funded by the Central Indiana Corporate 
Partnership, the Greater Indianapolis Chamber of Commerce, and Central Indiana 
Community Foundation, was formed to develop and present the private sector‘s 
preferred regional transportation strategy for Central Indiana (defined as the nine 
county region inclusive of a broader examination to the major higher education 
centers of Lafayette, Muncie, Bloomington). 

                                                      
1 Metro Magazine 2010 Bus Fleet Survey 

Figure 1 (above): 
Last Streetcar in 
Indianapolis, Source: 
City of Indianapolis 

Figure 2 (left): 
Former Traction 
Terminal, Source: 
City of Indianapolis 
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The goals of the strategy were to include: a planning horizon measured in the medium 
as well as the longer term; a scope, cost, and value that is easily understood by the 
public; realistic funding options, capable of earning broad public support; move 
substantially towards an execution strategy capable of beginning implementation in 
the near future; and a plan to gain consensus among stakeholders, policy makers, and 
the public at large. 
 
A consulting team was retained to make recommendations for a system that would 
take into account the unique traits of the Indianapolis region, including its position at 
the center of just-in-time logistics and supply-chain management; its position as a 
convention and sporting event host city; its desire to maintain a strong downtown 
center; its desire to foster economic growth and enhance its desirability to those 
looking for a place to live and work; and its desire to enhance workforce mobility and 
meet the needs of lower income individuals. 
 
After evaluating several scenarios, the CITTF favored a strategy that includes roadway 
expansions (though reduced from the Indiana Department of Transportation‘s current 
plan); commuter rail service north to Fishers and south to Greenwood on existing 
freight lines; in-street light rail southwest along Washington Street to Indianapolis 
International Airport; bus rapid transit;  highway congestion pricing (e.g., tolled 
express lanes) and increased investment in the IndyGo bus system, with east-west 
routes to bring rail commuters to stations along the corridor and distribute 
disembarking passengers to their final destinations.  With this system the CITTF 
estimated a 9.9 percent return on local investment, with incremental regional 
economic impact estimated at $27 billion and 4,500 new jobs.   
 
The transit elements of the multi-modal transportation strategy, including both a 
significantly expanded bus system and an investment in rail, is estimated at 
approximately $2.4 billion in initial and replacement capital cost through 2035.  The 
local share of the capital cost is estimated at $1.2 billion.  Average annual operating 
costs are estimated at $107 million, with $95 million as the local share.     
 
The CITTF estimated that the new funding sources needed for the system would cost a 
Central Indiana household $10 to $15 per month.  However, the issue of land use in 
relation to transit, and how one supports the other, was not fully explored.  As the 
CITTF report states: 
 

―While the Task Force did not specifically address or study the topics of 
land use planning, we came to understand its importance to the success 
of economic development that might occur around any futures transit 

systems improvements.  That is why we believe local governments and 
developers need to work together as this discussion moves forward to 
ensure that zoning ordinances and local land use policies are supportive 
of the potential future transit oriented development and establish the 
appropriate groundwork for its success.‖ 

 
Following the CITTF recommendations, the Indianapolis Metropolitan Planning 
Organization (MPO), Central Indiana Regional Transportation Authority (CIRTA), and 
the Indianapolis Public Transportation Corporation (IndyGo) established Indy Connect 
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to work toward a defined regional transportation future.  Indy Connect undertook a 
six-month public engagement process to educate and receive feedback on the 
proposed strategy in order to refine the plan.  In the most intensive public outreach 
effort ever done in Central Indiana, Indy Connect collected more than 10,000 
comments from throughout the region through more than 125 meetings, a website, a 
phone line, a mail-in survey and other media. 
 
The current Indy Connect Plan, presented to the public on November 8, 2010, 
includes: 
 

 Bus Transit – The current bus system is tripled under the Indy Connect plan, 
expanding the fleet, increasing frequency, extending operating hours and 
adding 38 additional routes, 15 express bus routes and 14 community-based 
circulators. 

 Bus Rapid Transit (BRT) – Approximately 84 miles of BRT is planned for highly 
traveled streets to connect with other bus, roads, and bike/pedestrian 
pathways.  The current proposal is for service that operates in either coaches or 
articulated buses, average stop spacing of half mile, signal priority technology 
and enhanced shelters (i.e., overhead shelter, seating, lighting, next bus display 
and possibly heat lamps). 

 Light Rail Transit – BRT along the Washington Street corridor could convert to 
Light Rail Transit in future phases, connecting Union Station to the 
Indianapolis International Airport.  Long-term, LRT would extend 31 miles from 
Plainfield on the west to Cumberland on the east. 

 Commuter Rail Transit – Utilizing existing rail corridors, commuter rail service 
would extend 43 miles from Noblesville on the north through Fishers, 
Indianapolis, Greenwood and Franklin on the south. Long-term, commuter rail 
would extend another 15 miles from Downtown Indianapolis northwest to 
Zionsville. 

 Bike and Pedestrian Trails – The plan also includes expanded bike and 
pedestrian pathways and trails as well as nearly 400 miles of expanded 
roadways and bridge improvements.  

 
Indy Connect estimates the current plan will cost about $2.5 billion for the bus and 
rail system in initial and replacement costs through 2035 and an average of $135 
million per year to operate and maintain.  Indy Connect estimates residents in Central 
Indiana would pay an average of $15 per household per month.   

 
In terms of land use, the Indy Connect model reflects the eventual allocation of about 
15 percent of projected population and employment growth through 2035 to planned 
station areas. These areas would receive approximately 35,000 more households and 
24,000 more jobs than under the MPO‘s baseline growth scenario. This scenario is 
less aggressive than the land use scenario used in the CITTF study, which shifted 
about 68,500 households and 92,800 jobs to selected station areas.  Similarly, tax 
increment finance (TIF) revenues in redevelopment districts around proposed rail 
station areas were assumed to cover up to 80% of project capital costs associated with 
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stations, as well as streetscapes, pedestrian and bicycle access facilities, and other 
improvements around stations. Value capture revenues from all sources are assumed 
to amount to $189 million or 2% of the total sources through 2035. The return on 
investment, job generation and economic impact metrics of the current plan are still 
being modeled.2   
 
Indy Connect held a second series of meetings around the region to allow residents to 
ask questions and comment before presenting the plan to the Indianapolis Regional 
Transportation Council (IRTC). The IRTC is scheduled to vote in early 2011 to adopt 
the revised Indy Connect vision as the official Long-Range Transportation Plan for 
Central Indiana.  More due diligence is planned in 2011 before the Indiana General 
Assembly will consider legislation in 2012 that allows counties and their residents the 
option of participating in and funding the transit system.  
 
Central Indiana’s Transportation Implementation 
 
CIRTA began work in February 2010 to evaluate national operating models of regional 
transit authorities to see what opportunities Central Indiana might pursue in moving 
forward with the implementation of the Indy Connect regional transit vision.  The 
Indianapolis Public Transportation Corporation (dba IndyGo) and the Indianapolis 
MPO joined representatives from local governments, the Indiana General Assembly, 
and the business community to look at various organizational and governance 
approaches to regional transportation.  In December of 2010 the CIRTA Board 
accepted a report that proposes an integration of IndyGo and CIRTA into one regional 
serving organization.  The members of this organization would come from the 
individual counties that pass a referendum committing tax dollars and their county‘s 
participation in the creation of a regional transit district.  This district would overlap 
the existing jurisdictions of the MPO, CIRTA, and IndyGo and be responsible for the 
design, build, finance, operation, and maintenance of the major transit elements of the 
proposed system.  The entity would represent a fair balance of the communities 
contributing financially to the development and operation of the system.  This new 
transit agency will attempt to maximize public and private partnerships in a manner 
consistent with the operational goals of the transit agency and the community and 
economic development goals of the region. 

 

                                                      
2 Indianapolis Metropolitan Planning Organization, The Indy Connect Transit Vision Plan – Volume 3, January 2011  
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A Time of Opportunities and Challenges 
 
Concurrently with Central Indiana‘s transportation initiative, new federal programs 
and policies are striving to better link transportation and land use. New funding 
opportunities are on the horizon for both planning and implementation of investment 
strategies, and top policymakers increasingly recognize the important connection 
between transportation, land use, the environment, and prosperity for regions, cities, 

Figure 3: Indy Connect-Proposed Central Indiana Long-Term Transportation Plan, November 2010 
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communities, and individual households. New initiatives such as the US Department 
of Housing and Urban Development‘s (HUD) Sustainable Communities program and 
the Department of Transportation‘s TIGER and TIGER II (Transportation Investment 
Generating Economic Recovery) programs are creating opportunities for planning and 
implementation assistance from the federal government. This funding comes with an 
expectation of improved regional performance on a variety of metrics and increased 
collaboration and cooperation across traditional jurisdictional boundaries and between 
land use and transportation planning and implementing agencies. There are also 
increasing needs for community involvement and education throughout the planning 
and implementation process. 
 
Communities with progressive transportation strategies evolve to see transit as more 
than just transportation, but rather as a ―vehicle‖ for economic development, to 
improve housing affordability and choice, to revitalize downtowns and urban and 
suburban neighborhoods, and to create lasting value for communities.  Every dollar 
invested in public transportation provides $6 in economic return and every $1 billion 
invested in public transportation infrastructure supports approximately 47,500 jobs.3  
The Indianapolis region could serve as a model for the country by demonstrating a 
well conceived vision for a robust transit system with strategic phasing of technologies 
and alignments. 
 
There are a number of national and regional opportunities and challenges that need to 
be addressed: 
 
Opportunities 

 Changing demographics have created increased demand for housing, employment 
centers, and community services near multi-modal transportation options. 

 Political leaders, including city officials, mayors, and state officials, and many 
citizens embrace better connections between transportation and land use. 

 Continued transit expansion throughout the region creates new opportunities for 
anchoring sustainable communities. 

 Momentum around livability issues due to the HUD-DOT-EPA Interagency 
Partnership and associated Federal programs is creating funding ―carrots‖ to 
encourage communities not already engaged in making better connections between 
transportation and land use. 

 
Challenges 

 Local funding for planning and implementation is limited across the board. 

 Regulatory obstacles are still an issue, particularly in working with INDOT and 
other governmental agency regulations. 

 Most Central Indiana communities do not have local zoning in place to allow TOD, 
and rezoning is an expensive and time-consuming process. 

 Federal funding systems, while part of a national discussion about reform, still 
favor highway construction over transit, rail, or bike/pedestrian infrastructure. 

 

                                                      
3 American Public Transportation Association 
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II. Fundamentals of Transit and TOD 
 
1. Defining TOD  
 
Transit-oriented development (or TOD) describes a fundamental set of objectives that 
can be achieved through integrated transit planning, development, urban design, 
streetscape improvements, and reinvestment. TOD connects transit networks and the 
places where people live, work, shop, learn and play to give people real housing and 
transportation choices.  
 
While TOD has been primarily used as a term to refer to new real estate development, 
this concept can be applied to existing communities as well. Some of Indianapolis‘ 
established neighborhoods already exhibit characteristics inherent in TOD: compact 

development, walkable areas with retail nodes integrated with larger residential 
development. Small improvements in civic infrastructure, planning, or the transit 
network itself can help to transform these neighborhoods into complete, transit-
oriented communities achieving the many benefits discussed in this report. 
 
The goals of TOD are broader than simply a better and more efficient transportation 
system and can be broken down into two primary goals: one regional and one local. 
 
At the regional level, transit can facilitate and generate momentum for additional 
market-driven TOD investment that can be self-sustaining over time. This goal relies 
on transportation networks and development patterns that support: 
 

 Access to economic opportunity by linking residents with employment and 
service destinations and supporting synergistic growth of job centers; 

 Lower combined housing and transportation costs through the reduced need to 
own and drive cars to get to work and daily needs; 

 Reduced public infrastructure costs by directing compact development to 
existing developed areas while preserving regional open space and farmland; 

 Improved public health by creating walkable neighborhoods that encourage 
physical activity; and 

 Cleaner air and water by reducing traffic congestion and air and wastewater-
based pollution. 

 
At the local level, TOD can direct the velocity and trajectory of neighborhood change 
when necessary to provide neighborhood stability. This goal relies on transportation 
and development investments that: 
 

 Build transportation and housing that can make targeted neighborhoods more 
regionally competitive; and 

 Promote the integration of a variety of investments to address issues such as 
the weakening real estate market, underdeveloped and underutilized land, 
mixed-income housing, asset building, and accessibility to employment 
opportunities available in the region. 

The regional and local goals for TOD are not mutually exclusive. They will help shape 
the recommendations about where investments in transit and TOD should be focused. 
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Transit-oriented development depends on a high-quality, robust public transportation 
system. Transit access becomes more valuable and desirable as the transit network 
grows, and transit becomes more useful in connecting people with where they need to 
go on a daily basis. In Indianapolis, the current transit system is comprised of about 
150 buses and 29 routes.  By comparison, Charlotte, North Carolina, a city roughly 
the same size geographically and population-wise, has 325 buses and 74 routes. 
 
In addition to this public transportation system, walking and bicycling are important 
components in a successful multi-modal transportation system that provides people 
with true travel choice. Efforts to support walking and biking as transportation 
options will also support transit and TOD outcomes. Investments in streets and roads 
have a greater return when they are designed to benefit all users of the transportation 
system, from automobile users to transit users, pedestrians, and bicyclists. Transit 
funding should not be thought of as an isolated investment, but as something that can 
support a range of travel options. 
 
 
2. The Benefits of TOD 
 
There are many benefits associated with successful transit-oriented development. TOD 
provides for a lifestyle that is convenient, affordable and active and creates places 
where young children can play and were seniors can live comfortably. TOD has the 
potential to add value to communities where transit investments already exist or as 
new investments are planned, providing value for the public and private sectors and 
for both new and existing residents. 
 
Some key benefits that TOD can provide to Central Indiana residents and 
communities include: 
 

 Enhanced economic competitiveness and access to jobs 

 Increased efficiency of land use and infrastructure systems 

 More affordable living for families by lowering housing and transportation costs 

 Improved environmental quality and public health 
 
These benefits – discussed below in further detail – can help Central Indiana realize 
the potential for TOD by building upon existing assets in the region. 
 
Enhanced Economic Competitiveness and Job Access 
 
Congestion and longer commutes threaten the economic strength of metropolitan 

regions by limiting the growth of existing employment and activity centers. Investing in 
new transit lines is one significant method that regions are using to retain their 
economic competitiveness, and in this aspect, Indianapolis has room for improvement. 
 
The average Central Indiana commuter spends over one workweek each year stuck in 
traffic.  In total, congestion costs the region about $456 million annually, or $836 per 
peak traveler, ranking Indianapolis 30th worst in congestion among the nation‘s 85 
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largest cities.4  In a separate 2008 study by HDR, Indianapolis had the highest overall 
congestion cost and cost per peak traveler when compared to peer cities such as 
Cincinnati, Columbus, Charlotte, Louisville, Kansas City and Milwaukee.  Increasing 
Indiana‘s road capacity has not done much to address congestion, and congestion-
related economic costs will continue to affect the competitive positioning of the Central 
Indiana region in the future. 
 
A regional transit network that connects major job centers offers commuters 
alternatives to driving, increasing the number of workers that can access employment 
centers without exponentially adding to the number of cars on the road. For instance, 
BART in the Bay Area provides access that has enabled job growth to continue in San 
Francisco‘s financial district in spite of traffic congestion on the bridges. Regions with 
new transit lines that connect job centers have experienced higher-than-expected-
ridership, creating a win for transit agencies as well as the regional economy. 
 
The Indianapolis region is similar to other regions with populations around two million 
that do not yet have a robust transit system but are in the process of planning and 
funding transit systems.  Regions such as Raleigh Durham, Cincinnati, and Nashville 
have positive momentum in planning to enter the FTA‘s New Starts process to bolster 
existing networks or start on new ones using federal funding.  Central Indiana has an 
opportunity to position the region for greater economic opportunity and growth by 
supporting a successful transit expansion.  Indianapolis could be the next Twin Cities 
or Denver and serve as a model for other regions.  

 
Increased Efficiency of Land Use and Infrastructure Systems 
 
The spatial distribution of people and jobs within a region has a range of policy 
implications – from transportation to housing to economic development.  Center 
Township, the historic urban core of the Central Indiana region, has seen a nearly 60 
percent loss of resident population over the last 58 years, falling from 337,000 in 1950 
to 139,000 in 2008.  Jobs in the Indianapolis area are also rapidly decentralizing, 
moving farther from the city center.  About one in five employees worked within three 
miles of Downtown in 2006, compared with one-third who worked more than 10 miles 
from the city's center; a change from 1998, when about one in four employees worked 
close to Downtown.5  Meanwhile, as people and businesses move away from Center 
Township to the metropolitan fringe, they often leave behind a depleted tax base 
insufficient to maintain existing infrastructure and services.  This has significant 
economic impacts, as Marion County gets only 20 cents back for every dollar that 
flows out with commuters.  It‘s been estimated that in total Marion County sent out 
$13.3 billion in 2006 and got back just $2.6 billion; a net outflow of $10.7 billion.6 
 

Transportation and land use development patterns present a challenge to future 
sustainability in the region.  While Central Indiana‘s population increased 18 percent 
from 1990 to 2000, vehicle miles traveled (VMT) per capita increased 32 percent and 

                                                      
4 Texas Transportation Institute, ―Urban Mobility Study,‖ 2007. 
5 Kneebone, Elizabeth.  ―Job Sprawl Revisited: The Changing Geography of Metropolitan Employment.‖ The Brookings 
Institution, April 2009. 
6 Marcus, Morton. Indianapolis Business Journal.  April 6, 2009.  Based on U.S. Bureau of Economic Analysis Data. 
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urbanized land area increased 76 percent.7  The vast majority of that urbanized land 
area is characterized as automobile centric, with segregated uses and low residential 
and employment densities, which is inefficient to service with traditional 
infrastructure.  Research indicates that a mix of land uses, pedestrian-friendly design 
and compact development has the benefit of reducing vehicle miles traveled from 20 to 
40 percent and infrastructure costs from 32 to 47 percent versus conventional 
suburban, disconnected development patterns.8   
 
While the costs of services are lower, property tax revenues can also be higher with 
mixed-use, higher density transit-oriented development.  For example, Asheville, North 
Carolina studied the retail and property tax revenue per acre and found a suburban 
retail big box store yields $51,600 per acre in comparison to $414,000 per acre for a 
six-story urban mixed-use development.  Sarasota County, Florida found a greater 
disparity, where low-rise urban mixed use development generated over 10 times the 
revenue per acre of suburban big box retail.  This is especially significant in areas with 
property tax caps, like Indiana, which need to grow tax revenues through increases in 
assessed values, rather than tax rates.9   
 
Lower Housing and Transportation Costs 
 
Transportation costs are often a hidden factor in defining affordable living in the 
United States. Yet for the average household, transportation is the second greatest 
expense after housing, and collectively housing and transportation can make up more 
than half of annual expenses.10 Transit rich areas provide lower transportation costs 
and affordable living options for local households. Figure 4 shows the average 
household spending nationally; an average family spends approximately 19 percent on 
transportation while households with good transit access spend only 9 percent. 
Holding housing costs constant, households in transit rich neighborhoods can choose 
to spend their transportation cost savings in a variety of ways that meet their 
household needs and increase discretionary spending. 
 

While many home buyers ―drive to qualify‖ for lower cost housing at the edge of the 
urban area, additional transportation costs can quickly eat up housing savings, 
especially as gas prices fluctuate. A 2005 study reported that for every dollar saved on 
cheaper housing in the suburbs, households spend 77 cents more on transportation.11   

                                                      
7 This is a weighted average.  Urbanized area in the suburban counties grew by 595 percent between 1990 and 2000, 
from 47,480 acres to 329,836 acres, although some of the variance is attributable to the definition of urbanized area. 
8 Ewing, Reid, Growing Cooler: The Evidence on Urban Development and Climate Change. Urban Land Institute. 2007. 
9
 Minicozzi, Joe, Public Interest Projects, as reported in New Urban News 

10 Center for Transit-Oriented Development. Realizing the Potential: Expanding Housing Opportunities Near Transit, 
2007. 
11 Center for Housing Policy. A Heavy Load. 2008.  
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To better understand the relationship of location efficiency to affordability, the Center 
for Transit-Oriented Development and the Center for Neighborhood Technology created 
the ―Housing + Transportation Affordability Index,‖ which redefines the measurement 
of affordability to include both housing and transportation costs. Figure 5 shows 
housing and housing + transportation costs in the Central Indiana region.  Central 
Indiana enjoys relatively low housing costs as a percentage of median household 
income.  In Figure 5a, areas in blue indicate housing expense at or above 30 percent 
of median household income. When factoring transportation costs, a different picture 
of affordability emerges.  In Figure 5b, areas in blue indicate housing and 
transportation expense at or above 45 percent of median household income. 
 
In terms of direct costs and impact on spending, over 53 percent of the region‘s 
households pay more than 45 percent of household income on housing and 
transportation costs.  In Marion County, about one third of households pay more than 
45 percent of household income on housing and transportation costs, while 82 percent 
of the suburban county households pay more than 45 percent of household income on 
housing and transportation costs.  Households with good access to transit spend 
significantly less on transportation, allowing greater discretionary spending.  This 
savings can be critical for lower-income households because transportation costs as a 

percentage of the total household budget varies greatly according to income; over 55 
percent for very-low-income families.12  This severely limits the ability of these 
households to create wealth or meet daily living needs, continuing the cycle of poverty. 

                                                      
12 Poticha, Shelley. Testimony before the U.S. House of Representatives. Reconnecting America, March 8, 2007. 

Figure 4: Household Spending Cost Comparison. Source: CTOD, Housing + Transportation Affordability Index, 2004 Bureau of 
Labor Statistics 
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Improved Environmental Quality and Public Health 
 
The main purpose of TOD is to increase the quality of life for residents by providing 
better places to live, work, and play. It also promotes a healthier lifestyle by creating 
infrastructure that supports walking and biking, which provides substantial benefits 
in reducing morbidity and mortality from several chronic diseases in adults, 
particularly cardiovascular disease. 

Figure 5a: Housing Cost for Central Indiana, Source: CNT 

Figure 6: Percentage of Obese Adult Population 

Figure 5b: Housing + Transportation Cost for Central Indiana, 
Source: CNT 
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Other quantifiable benefits include increased transit ridership, which can help 
alleviate traffic congestion, reduce car accidents, and decrease greenhouse gas 
emissions and pollution – an increasingly important issue in Central Indiana.  Several 
Central Indiana counties do not meet National Ambient Air Quality Standards, which 
can result in EPA fines, withholding of federal highway dollars, and restrictions on 
other forms of federal funding.  On top of near-total reliance on coal-generated 
electricity and a stock of older energy-inefficient buildings, increasing vehicle miles 
traveled, traffic congestion, and a shortage of mass transit all contribute to 
Indianapolis‘ ranking as the second worst city out of the 100 largest U.S. cities in 
terms of carbon emissions.13  As such, federal carbon legislation could have a 
significant impact on the Central Indiana region and the State. 
 
3. Barriers to TOD 
 
Despite the range of benefits that TOD can deliver, it is a challenging development 
model to implement.  Barriers to accomplishing quality TOD include: 
 

 Sub-optimal transit alignments and transit technologies; 

 Lack of adequate infrastructure;  

 High land costs near transit; 

 Complexity of building mixed-use projects;  

 Difficulty in achieving revitalization without gentrification; 

 Community opposition;  

 Lack of supportive TOD policies at all levels; and 

 Transit alone cannot create a hot real estate market.  Market driven TOD only 
occurs in places that include a combination of characteristics, including, but 
not limited to transit. 
 

Some of the barriers to TOD are a result of misconceptions that local leaders and 
advocates will have to refute. For example, there is often a misconception that transit 
is subsidized and roads are the free market alternative, when in fact the actual direct 
cost of highways would amount to about a $3.50 per gallon tax, or $9.00 per gallon if 
both direct and indirect costs were allocated.14  The cost of these subsidies, 
approximately $5,000 per car per year, is directly passed on to citizens in the form of 
increased prices for products or, more often, as increased taxes.  This means that the 
hidden costs of driving are paid by everyone; not just drivers, but also those too old, 
too young, or too poor to drive a car. 
 
Many of these barriers relate to the need for strategic transit planning that assess a 
range of opportunities including future land uses and development opportunities, and 

augmenting access to employment centers.  Increased public and private funding for 
planning, land acquisition, infrastructure, construction and maintenance of transit-
oriented development projects is often needed.  To address this challenge, many state 
entities, transit agencies, metropolitan planning organizations, and local 
municipalities have adopted programs that provide financial incentives for transit-

                                                      
13 Brookings Institution, May, 2008. 
14 Hart, Stanley and Alvin Spivak, The Elephant in the Bedroom: Automobile Dependence and Denial, 1993. 
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oriented development. Section VII includes a list of state, regional and local programs 
and policies. 
 

4. Scales of TOD 
 
One key to building TOD in Central Indiana will be recognizing and supporting transit-
oriented development at a range of scales (regional, corridor, station area, and 
site/project), and successful outcomes rely on coordinated planning between all levels. 
In addition to the station area scale, where planning for TOD typically occurs, and the 
regional scale, where regional goals and contexts are fully integrated, corridor level 
planning for TOD offers another important perspective. 
 

 City or Region Scale: Multiple corridors in a city or region create a network of 
transit-oriented places and sites that integrate different functions and activity 
centers within easy access of transit.  Planning at the regional scale can address 
problems such as need to connect job centers and the goal of providing 
disadvantaged communities to improved access to employment and retail 
opportunities.  It is at this scale that overall mode shares and the health of a 
transit network can be most influenced.   

 Corridor Scale: The stations along a transit corridor support diverse and 
complementary transit-oriented neighborhoods. As connections between adjacent 
station areas are strengthened through transit, the amenities and opportunities in 
one area are made more accessible to others.  Effective, integrated corridor-level 
planning can encourage the momentum of market activity between station areas, 
thus augmenting and diversifying development and other opportunities.    

 Station Area Scale: Planning for TOD at the station area scale should aim to 
ensure that the half-mile radius around a transit node contains a mix of uses and 
supports transit access and ridership. Planning at this scale should take into 
account the existing neighborhoods, since there are no one-size-fits-all solutions to 
TOD. Some neighborhoods may have good opportunities to grow neighborhood 
buying power through high-density, mixed-use development, while other 
neighborhoods may have more potential to take advantage of transit through street 
and roadway improvements.  

 Site/Project Scale: Individual buildings and developments turn the principles of 
transit-oriented development into physical reality. The design of streets and 
buildings can have a large impact on the types of transportation choices people 
make. When buildings are designed to take advantage of walking and transit, with 
active ground-floor uses and high-quality materials, they encourage increased 
walking, biking, and transit, and contribute to neighborhood vitality. When streets 
are designed to safely balance the needs of all users, it becomes easier for people to 

take care of their daily needs using transit. Public spaces, too, can provide 
important community gathering places and centers for activity.  

 
Buildings, neighborhoods, corridors, and regions that embrace transit-oriented 
development can reap the benefits of new community development partnerships and 
enhanced understanding among communities in addition to the physical development 
and infrastructure improvements. In order to fully realize these potential benefits, 
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collaborative partnerships are required among the various stakeholders involved in 
transit and TOD decisions. 
 
 
 

 

 
 
6. Partnerships to Support TOD  

 
Federal Agencies: FTA and FHWA oversee the planning and funding of corridors 
through the metropolitan planning and NEPA processes. DOT also provides grants, 
other funding and support for transit projects that can enable TOD. In addition, HUD 
has added a new line of funding for sustainable communities.   
 
Regional Agencies: MPO‘s and regional agencies provide technical and planning 
support, and allocate funding for transit supportive programs and infrastructure. 
Regional agencies also play an important role in convening the elected officials on 
issues of regional significance.  
 
State Agencies: Although the role of state departments of transportation in TOD 
planning and implementation varies from state to state, the expenditure of state 

highway funds should be coordinated with the transit planning and construction. 
State housing agencies can provide funds to support affordable housing projects at 
stations. 
 
Local Agencies: Local agencies are critical in making planning, and investment 
decisions for both land use and transportation. City and county planning, economic 
development, housing, and transportation staff are all stakeholders in TOD planning 
and investment. Local agencies bring both planning and capital resources, as well as 
regulatory and policy controls to TOD implementation efforts.  

Figure 7: TOD Players and Partnerships 



Realizing the Potential of Transit and TOD in the Indianapolis Region Page 22 of 85 

 
Transit Agencies: Transit agencies lead the planning, funding, construction, 
operation, and maintenance of the transit system. They have to coordinate with many 
stakeholders throughout the planning and construction process to ensure high quality 
TOD is realized. Transit agencies adopt TOD supportive policies and own land around 
transit stations that is well positioned for joint development. 
 
Private Developers: A large responsibility for implementing transit-oriented 
development projects will rest on private developers of housing, office, retail, and other 
uses. These real estate professionals will have an important role not just in new 
construction, but also in reinvestment in existing neighborhoods and structures. 
Developers bring private capital and implementation resources to TOD efforts. 
 
Community Associations: Community associations are important stakeholders in 
every neighborhood-level TOD planning effort. These organizations provide important 
organizing capacity to develop TOD visions and make them a reality. Community 
associations bring organizing capacity to TOD implementation efforts and may also 
bring development implementation capacity.  
 
Non-Profit Advocates, Organizers, and Community-Based Developers: Because 
transit-oriented development is a tool for neighborhood revitalization and investment, 
job creation, and environmental protection, advocacy groups, regional, civic, and 
community based organizations have a critical stake in both planning and 
implementing TOD. Community engagement in planning for TOD depends on 
community-based organizations to bring their organizing resources to TOD visioning 
efforts, and many of these organizations also will be able to help implement TOD 
visions through development projects. 
 
General Public: Residents, workers, employers, young and old, rich and poor, all have 
a stake in seeing transit and TOD investments made wisely. If done right, all of the 
benefits and outcomes will accrue to this group of stakeholders. When engaged early 
and often in a meaningful way, the general public will have a vital role in shaping the 
TOD future of Indianapolis.  
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III. The Transit Region  
 
The demand for transit across the U.S. is growing, and more and more transit 
corridors are being proposed and built every year.  Within Central Indiana, there is 
also growing demand for more transportation options.  A 2008 Greater Indianapolis 
Chamber of Commerce survey of 1,400 Central Indiana residents showed that more 
than 87 percent agree that additional transportation options are needed in the region 
and more than 70 percent support dedicated public funding for transit. 
  
In 2008, 78 regions in 37 states had proposed 400 transit projects worth $248 billion, 
and these numbers have continued to rise.15 Some projects are in regions where entire 
fixed-guideway transit networks have been funded and are under construction, such 
as Denver and the Twin Cities, while other projects are in regions that are aggressively 
enhancing existing systems, such as Portland and Los Angeles. But many regions 
start to build transit networks with a single major corridor, as is planned in Marion 
and Hamilton counties.  With so many stations opening every year, there is a growing 
need to understand how corridor planning can facilitate not only successful 
transportation outcomes but also successful transit-oriented development.16 

                                                      
15 Reconnecting America. “Jumpstarting the Transit Space Race: How the New Administration Could Make America Energy-

Independent, Create Jobs and Keep the Economy Strong”, 2007. 
16 For more information on what TOD is, see the first book in this series: TOD 101 

Figure 8: Reconnecting America and the Center for Neighborhood Technology Intercity Rail Recommendations (2009) 
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1. The Transit Network 
 
Transit system sizes vary from region to region, but generally all fixed rail or guideway 

(including every kind of rail transit and BRT) systems fall into four general size 
categories based on the number of stations served. Station numbers, rather than 
length of track, is important because it acts as a proxy for rider access and the 
number of both trip origins (usually houses) and destinations (usually jobs) being 
served.  Not surprisingly, because larger transit systems provide greater regional 
connectivity, they have a much stronger impact on real estate values associated with 
transit, overall regional patterns, and economic development investment.   The largest 
transit systems, with over 200 stations, also have a significantly higher proportion of 

Figure 9: Four Transit Systems Shown at the Same Geographic Scale 
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jobs near transit than regions with either large or medium size systems.  Regions that 
have started with a single transit line and have fewer than 30 transit stations in their 
system, typically see little impact on real estate markets related to transit, except for 
very compact areas served by streetcars.  However, most regions that have started out 
with small transit systems, like Denver, Houston, Charlotte, and Salt Lake City, have 
been working to expand these systems and are seeing the results in terms of economic 
development and TOD. 
 
Anecdotal evidence from the Denver metropolitan region indicates that since the 
passage of Fastracks in 2004, the regional sales tax measure that allows for an 
accelerated build out of the transit system, businesses are starting to locate in places 
that will eventually have transit.  In some cases, these businesses are relocating from 
elsewhere in the region, but in other cases, it appears that businesses are choosing to 
locate in the Denver region because it will soon be served by a comprehensive transit 
network connecting all of the region‘s major employment centers and many of the 
region‘s largest residential communities. 
 
In addition to system size, another key to planning successful transit systems is to 
identify the region‘s major employment centers/concentrations and then connect 
these centers/concentrations together through a transit network.  Whenever possible, 
the regional transit lines should be brought into the middle of these employment 
centers. However, local circulators, including bus and streetcar networks can also 
provide the necessary connectivity between the regional system and an employment 
center that is not directly on the regional rail line.  Transit corridors that connect 
multiple employment centers also have much stronger ridership, and therefore higher 
levels of fare box recovery than transit lines that serve only one employment cluster. 
 
 

 2. Types of Corridors 
 

Corridor planning is a critical component of 
planning for TOD because transit lines get 
built out one corridor at a time.  And, the 
great value created from constructing 
transit is from the new connectivity between 
places. In regions just starting to build or 
expand their transit network like Central 
Indiana, choosing the ―right‖ corridor to 
construct first can foster regional support 
and momentum for transit and TOD. 
Corridor planning that incorporates a 

strategic, region-wide analysis of the impact 
of transit identifies where along the corridor 
transit will stimulate the real estate market. 
When done well, the strategic relationship 
between TOD and transit access also results 

in stronger transit ridership, not just more dense development, or higher real estate 
values. Existing transit lines can also benefit from corridor level TOD planning, 
especially when there is a need for community revitalization or market fluctuations 
make lower income neighborhoods vulnerable to displacement. 

Figure 10: Types of Corridors 
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A transit corridor is a transit line or line segment that connects a series of station 
areas. The term ―station area‖ is usually defined as the walking distance around a rail 
station (typically a half-mile radius), but the catchment areas for other transit 
technologies, especially streetcars and buses, may be defined differently. 
 
There are three main corridor types that can be applicable to the Central Indiana 
region: Commuter, District Circulator, and Destination Connector.  Each corridor is 
defined by what it connects, and different corridor types create different kinds of TOD 
opportunities.  
 

Commuter Corridors 
 
Commuter corridors connect a series of residential neighborhoods, or ―origins,‖ to one 

major employment center, or ―destination‖ and typically offer low frequency transit 
service. The residential neighborhoods along commuter corridors are often more 
suburban in terms of street and building design. Examples include the North Star 
Line, which connects downtown Minneapolis to residential communities to the 
northwest and Metra in Chicago, which operates more than ten commuter corridors 
connecting suburban neighborhoods to the central business district. While heavy 
commuter rail is often the technology used in commuter corridors, light rail and high 
quality bus can provide the same connections. The Blue Line in Sacramento, 
Southwest Corridor in Denver, and the Blue Line in San Diego are also examples of 
commuter corridors.  
 
District Circulator Corridors 

 
District circulators facilitate movement within an ―activity node‖ – often a downtown, 
commercial, medical, or educational center. Circulators extend the walkability of these 
districts, making it easier to access the amenities within the area without a car. 
Circulators can also connect neighboring activity nodes, such as in Portland, where 
the streetcar connects the downtown to the Pearl District to the north and to Portland 
State University and the Oregon Health & Science University to the south. The 
Portland Streetcar maximized the TOD potential because it connected these important 
destinations with a significant amount of land available for development.  
 

Destination Connection Corridors 
 
Destination connectors link residential neighborhoods to multiple activity centers, 
including employment, medical and commercial centers and academic campuses. 
Recent transit investments in destination corridors have resulted in consistently 

higher ridership than estimated, creating a ―win‖ for transit agencies and building 
regional support for future transit investments. Destination connectors encourage 
ridership in both directions at the same times of the day by linking to employment 
centers as well as other destinations. Some destination connectors also serve as 
commuter corridors. The Hiawatha line in Minneapolis, for example, is a destination 
corridor that connects downtown at one end to the airport and Mall of America on the 
other end.  
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IV. Station Areas and Local 

Communities  
 
Station area planning is a critical component of successful TOD because station areas 
tend to build out over long periods of time. A plan that defines a vision for the station 
area and an investment strategy for the public infrastructure necessary to support 
access to the transit system and create high quality public places is important in 
leveraging private investment.  In general, transit does, on average and over time, 
contribute to increased property values within the half mile radius around transit 
stops or station.  However, the exact amount of this increase can vary considerably 
depending on a number of factors.   
 

• Frequency of Transit Service 
• Transit Connectivity 
• Existing Real Estate Market Conditions 
• Existing Land Uses in the Station Area 
• Ease of Access to the Station (Pedestrian Connectivity, Parking) 
• Regional Disincentives to Driving (Congestion, High Gas Prices) 

 
In addition, transit will have its greatest impact where market conditions are already 
relatively strong.  Areas with weak or ―cooler‖ markets are less likely to experience an 
impact on property values, and are thus often more in need of strategic public 
investments.  
 
Demand for Housing Around Transit 
 
Demographic and economic trends have caused increased demand for housing near 
multi-modal transportation options, employment centers, and community services. 
Hidden in Plain Sight, a study conducted by CTOD in 2004, estimated housing 
demand within a half-mile of 42 existing and planned rail transit systems17. Based on 
demographic factors alone, the estimate predicts approximately 15 percent of 
households nationally will want to live near transit by 2025, more than double the 
number from 2000. 
 
This estimate does not account for changing consumer preferences due to increasing 
transportation costs or desires for a more convenient lifestyle, and the changing 
perceptions of urban living that have led more empty nester households and 
households with children to remain in cities. Even this conservative estimate predicts 

a demographic engine that will provide a built-in market for TOD that can be captured 
through new development close to transit. In fact, there is some reason to believe that 
the demand for housing near transit will exceed this demographic estimate. 
 
Three trending populations – the Baby Boomers, Generation Y, and childless singles 
and couples – will drive demand in the Indianapolis housing market for the next half 
century, and all three groups show a significant preference for housing with access to 

                                                      
17

 ―Hidden in Plain Sight‖, Center for Transit-Oriented Development, 2006 
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transit. Understanding Central Indiana‘s market segments, as well as their depth and 
characteristics, is important for defining the development potential of station areas, 
optimizing value capture opportunities and clarifying public investment priorities. It is 
also important in building support from legislators, public officials, the development 
community, and citizens. 
 
Baby Boomers 

 
The Baby Boomers are the generation of Americans born between 1946 and 1964. 
With roughly 78 million people (27 percent of the U.S. population in 2008) the 
Boomers have dominated the labor force and the housing market since the 1970s. 
There are over 417,000 Baby Boomers living in the Indianapolis MSA, accounting for 
approximately 25 percent of the region‘s population18. 
 
The first Baby Boomers are turning 65 this year, though many expect to work past 
retirement age. The Boomers‘ housing and transportation preferences will continue to 
evolve as they age, and surveys have revealed that many in this generation want ―safe 
urbanism‖ – walkable communities with access to urban amenities, culture, and 
education. Older Boomers with limited mobility will need smaller, more affordable 
homes with pedestrian or transit access to most amenities. Unlike other generations, 
the Baby Boomers are willing and able to pay for what they want, where they want it.  
 
Generation Y 
 
Generation Y – also known as the Echo Boomers or the Millennials – is the generation 
of Americans born between 1979 and 1999. With over 80 million U.S. residents, ―Gen 
Y‖ is the largest and most educated generation in American history, but also the most 
economically challenged since the Great Depression19. Gen Y reached 30 percent 
unemployment during the recent recession, forcing many young adults to weather the 
downturn by staying in school, living with roommates or by living with their parents 
into their late 20s. The Indianapolis MSA has a Gen Y population of almost 472,000, 
accounting for 28 percent of the region‘s population. 
 
Though more of Gen Y has graduated high school and college than any previous 
generation, they have growing student loan and credit card debt and have little or no 
savings. Gen Y will rent for longer than previous generations before flooding the 
housing market in 2013; their home starts are expected to reach full force in 2016 
and, like the Boomers before them, Gen Y will dominate the housing market for most 
of their lives. According to surveys, Gen Y is more concerned with the neighborhood 
than the house, and much more focused on ―me time‖ than previous generations20. 
About 77 percent of Gen Y cites a preference for living in an urban core or in-town 

locations like Broad Ripple and Fountain Square. Over 50 percent will choose less 
than the ideal home if they can walk to shopping, entertainment and work, so homes 
can be smaller and neighborhoods denser, focusing on design and character over size. 
Diversity, walkability, and proximity to jobs will be keys to site selection and price 

                                                      
18

 U.S. Census Bureau, 2005-2009 American Community Survey 
19

 McIlwain, John K. Housing Gen Y: The Next Challenge for Cities. 11/23/2010 
20

 Generation Y in the Marketplace. RCLCO. 9/16/2009 
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premiums, and many will look to work from home to maintain their desired work-life 
balance. 
 
Although Gen Y is currently floundering economically, they are the highly educated 
workforce that regions all over the country are fighting to attract and retain; the loss of 
Gen Y is the essence of Indiana‘s Brain Drain problem. Almost 50 percent of Indiana‘s 
recent college graduates leave the state annually, as do over 90 percent of graduates 
with hometowns in other states, while the largest in-migration to Indiana consists of 
those with less than a 10th grade education. Only a third of Indiana‘s workers have a 
high school diploma or the equivalent, and only 28 percent of Indiana‘s workers in the 
prime age group of 25-34 have college degrees (compared to 39 percent nationally). 
According to the Indiana Fiscal Policy Institute, 60 percent of Indiana‘s workforce will 
have to hold college degrees by 2025 for the Indiana economy to stay productive21.  
 
Gen Y is the next generation of the Indiana workforce; the entry-level employees 
needed to keep businesses growing, innovating, and producing. New technology has 
made them the most mobile generation ever - for Indiana to remain economically 
competitive in the 21st century, it must create employment and lifestyle opportunities 
for the talented young college graduates that are more appealing than opportunities in 
other states. 
 
Childless Singles and Couples 

 
It is estimated that 48 percent of a region‘s TOD demand will come from singles or 
other households without children. These households have traditionally favored 
denser, mixed-use neighborhoods that have good access to employment and 
entertainment centers. The Indianapolis MSA experienced a 37 percent increase in 
one- and two-person, childless households between 1990 and 2009, and they now 
account for over 61 percent of the region‘s households22.  Single parents are another 
large and growing market segment, and their housing preferences correspond with 
those of childless singles and couples: smaller, more affordable homes with easy 
access to amenities. These households are also concerned with safety and school 
quality.  
 
The other half of TOD demand will come from family households, or those with 
children. Mirroring U.S. trends, about a quarter of the households in Central Indiana 
are comprised of two parents and school-age children. These households have 
traditionally favored lower-density housing types, such as single-family detached 
housing. The split in demand means that development in transit-served areas will 
need to meet a range of housing and affordability options. 
 

The Walkability Premium 
 
Walkable communities are convenient, connected, and healthy, enabling a stable 
work-life balance and easy access to shopping, entertainment, and work. In national 
surveys, one-third of consumers said they would pay more to walk to shops, work, and 
entertainment, and two-thirds said that living in a walkable community is important. 
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 Fish, George. Indiana‘s Brain Drain: The Problem That Won‘t Go Away. Examiner.com. 8/3/2009 
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 U.S. Census Bureau, 2005-2009 American Community Survey 
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More than half of Gen Y would trade a smaller home for proximity to shopping and 
work, and even among families with children, over one-third were willing to trade lot 
size and ―ideal home‖ for walkable, diverse communities23. 
 
Beyond the simple convenience of walkable neighborhoods, large numbers of urban 
Gen Y workers are opting not to own a car at all. The percentage of new cars sold to 
21- to 34-year-olds hit a high of nearly 38 percent in 1985, but stands at around 27 
percent today, according to CNW research.  
 
Though the specific amount of the walkability premium varies widely depending on the 
factors listed at the beginning of this section, strong anecdotal evidence does exist. 
Walk Score is a website that measures proximity of an address to services and assigns 
a score between 1 (Car-Dependent) and 100 (Walker’s Paradise)24. Figure 11 shows the 
Indianapolis Walk Score map; only a few areas scored above the city‘s average of 41 
(Car-Dependent). CEOs for Cities studied 15 housing markets and found that in the 

typical market, an additional one point increase in Walk Score was associated with 
between a $500 and $3,000 increase in home value25. 
 
 

  
 
 
 
                                                      
23

 Generation Y in the Marketplace. RCLCO. 9/16/2009 
24

 www.WalkScore.com 
25

 Walking the Walk: How Walkability Raises Home Values in the U.S., CEOs for Cities 

Figure 11: Indianapolis Walk Scores 
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Nationally, market research and case studies consistently prove demand for TOD. 
Demand for housing near transit exists and will continue to grow, but this latent 
market potential will not be captured without effort on the part of communities to 
understand the local market and create transit oriented districts that incorporate the 
appropriate public amenities to respond to market demand. 
 
Local investment opportunities and partners 
 
Many of the benefits from TOD, including higher property values related to the 
increased connectivity from transit, also rely on the range of public place making 
investments necessary to create a walkable neighborhood. This includes good 
sidewalks, street trees, public plazas and parks, and, to the extent possible a retail 
district offering goods and services catering to people‘s daily needs.   In looking at 
station area improvements along a variety of transit lines, it appears that for every $1 
invested in transit, local communities need to invest an additional $0.50 to support 
pedestrian connections and other station area improvements.  While these costs can 
vary depending on the condition of the area and the need for utilities and other 
infrastructure that might be necessary to support higher density development, 
communities should be prepared to make their own investments in station areas 
beyond what a regional or even local transit provider is already contributing. 

Financing these public improvements associated with TOD can be challenging and 
most communities rely heavily on value capture mechanisms such as tax increment 
financing, benefit assessment districts, or other kinds of developer exactions. In strong 
real estate markets where the transit is adding significant value, these value capture 
mechanisms can be very effective.  However, in places where the market is not as 
strong and the public sector is interested in leveraging more private sector investment, 
other strategies may need to be deployed to finance the desired place making 
amenities.  Strong, or hot real estate markets that can support these TOD amenities 
are often in downtown or downtown adjacent neighborhoods near employment 
concentrations and/or near arts and cultural centers. In a place like Indianapolis, 
where most of the station areas will not be in these downtown type neighborhoods, 
communities will probably have to consider making some up-front investments in 
infrastructure and amenities to transform existing auto-oriented corridors into more 
pedestrian-scaled districts. 
 

 
 
 
 
 
 



Realizing the Potential of Transit and TOD in the Indianapolis Region Page 32 of 85 

V. Transit and Employment  
 
Job Cores and Regional Employment 
 
Traditionally, 30 to 40 percent of all regional employment occurs within job ―cores‖, or 
job centers with high concentrations of employees26. In a recent RCLCO study on the 
relationship between job cores and employment, 10 specific job cores were identified in 
the Indianapolis region. The number of job cores in a region relates directly to the 
region‘s total employment, so one of the most reliable ways of fostering regional 
economic growth is to add employment centers. 
 
Job cores are also most likely to be located within the favored quarter, which is a 
phenomena that occurs in every major city where 80 percent of executive housing and 

80 percent of high wage employment occurs within a 90 degree arc from the regional 
center. In Indianapolis, the favored quarter originates downtown and extends north, 
generally incorporating the area between I-65 and I-69. Another important distinction 
is that job cores occur in areas with diverse transportation access: highways, major 
roads, busses and rail. Therefore, if Indianapolis were to expand its economy with the 
creation of new job cores, the most likely location would be along a transit line and a 
highway or other major road north of downtown. 
 
 

 
 
 
Connecting Job Centers to Transit 
 
About 78 percent of quarterly job growth nationally occurs through expansion of 
existing firms, rather than creation or attraction of new firms.27 To ensure that job 
centers remain economically viable, they must be able to continue to support growth 
within existing firms and existing locations. However, congestion can act as a 

                                                      
26RCLCO Job Cores Research 
27 Strategic Economics: FTA New Starts Economic Development Criteria Working Paper. November 2006 

Figure 12: New Transit 
Lines = New Job Cores = 
More Regional Employment 
= Economic Growth 
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chokehold on future economic growth when commuting to suburban job centers 
means sitting in traffic on crowded freeways and no commute alternatives exist.  The 
Central Indiana Transit Task Force estimated that the lack of transportation options 
and the accompanying increases in congestion result in economic losses of over $150 
million per year.  If left unaddressed, the losses are projected to grow to $690 million 
annually. 
 
Stable, Skills-Diverse, Upwardly Mobile Workforce 
 
Regional employers are largely dependent on predictable access to a well-trained 
workforce, and over time, jobs in every major industry have shifted away from the city 
center and towards the suburbs.28 Not only do employers face challenges in accessing 
workers with a broad range of skill sets from these locations, but these jobs are more 
difficult for low income residents to access from their inner city, urban, or rural 
neighborhoods. This can result in a significant cost to households and individuals as 
they spend more time and money commuting to work. 
 
Instead of offering only one form of commuting to these job centers, enhancing access 
through expansive, integrated transit networks while supporting with transit-
supportive development at stations throughout the region can connect lower income 
workers to higher-wage jobs, creating paths of upward mobility.29 
 
Linking transit to employment centers is a key to a successful transit system.  In 
regions with transit systems, an average of 25 percent of all jobs are located near 
transit.  But, in regions with extensive transit systems that connect all major 
employment centers, as many as 45 percent of jobs can be near transit.  These jobs 
tend to be in the government sector, but also in sectors tied to critical regional 
innovation including research and development across many industries, large 
universities, and major medical research institutions.  
 
Figures 13 and 14 show how the Central Indiana region‘s employment centers link to 
the current Indy Connect proposed transit network. Large employment centers in 
downtown Indianapolis, IUPUI/medical district and the Castleton/Fishers area are 
planned to have rail transit service.  Other employment centers, including the North 
Meridian Street corridor, Carmel, Keystone, and the Indianapolis International Airport 
are planned to be served by new bus rapid transit and expanded IndyGo bus service. 
 

                                                      
28 Kneebone, Elizabeth. Job Sprawl Revisited: The Changing Geography of Metropolitan Employment. Brookings Institute, 2009 
29 Strategic Economics. FTA New Starts Economic Development Criteria Working Paper, November 2006. 
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Figure 13: Overlay of current Indy Connect plan and Regional Employment Clusters (over 15,000 workers) 
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Figure 14: Overlay of current Indy Connect plan and Regional Employment Intensity 
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VI. Case Studies 
 
Case Study: Bus Enhancement Systems – BRT Euclid Corridor/Health Line, 
Cleveland, OH 

The Cleveland Clinic and University Hospitals 
championed the city‘s new bus rapid transit line 
along historic Euclid Avenue and helped brand 
it as the Health Line in addition to contributing 
over 300 million in renovation and new 
construction along the corridor. The Greater 
Cleveland Regional Transit Authority (GCRTA) 
planted 1,500 trees along the route, and 
partnered with city staff and local development 

corporations to promote development including 
both market-rate and affordable housing.  

Despite the challenging financial climate, the 
renovation of Euclid Avenue has become an 
economic development engine for the city. To 
date, more than $4.3 million has been invested 
in neighborhoods along the line. East 4th Street 
is one of the many examples of the resulting 
redevelopment. Formerly, an alleyway, it has    
been transformed with overhead strand of 

lights, patio dining, plantings, 
art, awnings and neon, and 
become a thriving pedestrian-
oriented restaurant and 
residential center.   

Even as GCRTA loses riders and 
cuts service on other routes, the 
bus line and the free trolleys on 
Euclid are expected to carry 4.6 
million riders this year, the most 
passengers on Euclid Avenue 
since 2000.  

 

 

 

 

 

 

 

 

Picture 1 - View of Euclid Corridor from 

Cleveland Clinic 

Picture 2 - View of Euclid Corridor in the Theatre District 
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Case Study: Bus Enhancement Systems – BRT Emerald Express/Green Line, 

Eugene, OR 

The EmX (Emerald Express) 
route, run by Eugene‘s Lane 
Transit District, is a 4-mile $24 
million corridor between 
downtown Eugene and downtown 
Springfield via the University of 
Oregon, which opened in 2007. 
The BRT line has 60 percent of its 
right-of-way reserved for buses 
alone and features extended 
buses with doors on each side, 

neighborhood-integrated stations, 
and offers reliable and fast service 
every 10 to 15 minutes due to 
signal priority. In three years, 
ridership doubled and exceeded 
20-year projections. For a 
medium-sized region like 
Eugene/Springfield, a BRT line 
ended up being a good 
investment. The project was 
completed fairly cheap, as far as transit systems go, because the city agreed to allow 
the bus line to run in the center of the street. 

To aide in station area 
planning, Nodal Development 
Overlay Zones were created as 
a key strategy for integrating 
land use and transportation 
planning throughout the 
region resulting in the 
downtown Eugene and 
downtown Springfield stations 
to become mixed-use centers 
with restaurants, shops, and 
other convenient services.  

Due to the popularity and high 
ridership of the EmX Emerald 
Line, a second phase, the EmX 
Pioneer Parkway Line, has been planned to extend deeper into Springfield to connect 
to a new regional medical center, Sacred Heart, being built in the Gateway District. 
This extension is set to open in January 2011.  

 

 

Picture 3 - Map of EMX Lines 

Picture 4 - Downtown Eugene 
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Case Study: Station Area Planning for 

Commuter Rail – Prairie Crossing, IL 

About 45 miles northwest of Chicago, 
Prairie Crossing is one of the nation's first 
conservation communities, demonstrating 
how sustainable development can be the 
economic engine for land conservation and 
stewardship.  A restored 1880‘s barn 
serves as a community and fitness center 
and a charter elementary school 
emphasizes citizenship and learning from 
experiences of the natural environment.  
The Prairie Crossing Farm allows residents 
and the larger community to buy fresh 

organic produce, while horse owners 
manage the Prairie Crossing Stable and adjoining 
pastures.   

The 678-acre community includes 36 condominiums 
and 359 single-family homes clustered on a quarter of 
the site, leaving 470 acres in restored prairie, 
constructed wetlands or agricultural land. Part of the 
U.S. Department of Energy‘s Building American and 
Energy Star programs, Prairie Crossing‘s green building 
practices result in home energy costs that are 50 percent 
of conventional homes.   

Prairie Crossing is also an example of transit being 
central to the community‘s positioning strategy. It‘s 
unique because two commuter rail stations are within a 
3-minute walk from one another; Metra‘s North Central 
Service (NCS) to O‘Hare International Airport (35 
minutes) and the Milwaukee District North Line (MD-N) 
into Union Station downtown (70 minutes).  Almost 300 
trains a week stop at the two stations, offering virtually 
unprecedented rail access for a suburban community.  
In time, Metra predicts Prairie Crossing will become a 

regional transit center. However, when the project commenced in the mid-1990‘s the 
commuter rail lines existed, but the stations did not. The Prairie Crossing developer 
lobbied Metra for the stations and after approval, the developer completely revised the 
Prairie Crossing master plan, adding a mix of land uses and increasing density to 
optimize the opportunity presented by the stations.  While Prairie Crossing residents 
utilize transit on a regular basis but, not everyone is taking the train to downtown 
Chicago. Employment centers have developed around other station areas along the 
lines, illustrating the importance of planning the corridor as well as station areas.    

Widely acclaimed by the national media, the community has sold at a premium since 
inception, and resale‘s now command more than a 100 percent premium over 
comparable homes in the submarket.  About a quarter of Prairie Crossing residents 
cite the proximity to transit as a factor in their purchase decision, and over a third of 
residents commute regularly by train. 

Picture 5 - Train Station 

Picture 6- Housing Stock 
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Case Study: Existing Freight Rail Corridors to Commuter Rail- Austin, TX 
 
In 2000, Austin, Texas proposed a comprehensive transit system.  The $1.9 billion 
plan included a 52.3-mile rail system, with multiple routes and 41 stations, and 
projected ridership of 59,400 daily trips by 2007 to serve the growing MSA of 1.7 
million.  The first-phase was a Light Rail Transit (LRT) line to serve the very busy 
Lamar-Guadalupe corridor with a 14.6-mile line, running on the Capitol Metro Transit 
Agency (CMTA) railway, and then largely in transit reservations and dedicated lanes on 
Lamar and Guadalupe into Austin's CBD.  With 16 stations, the first-phase was 
projected to cost $739 million30, and ridership for this starter segment was forecasted 
to reach 37,400 average weekday boarding‘s by 2025.  A referendum to approve the 
project was narrowly defeated by less than 2,000 votes. 
 

In mid-2003, a scaled-back alternative plan was championed, utilizing an existing 
freight rail line as an "urban commuter rail" approach.  This meant that rail would 
bypass the heart of the city and the heavy traffic flow of the Lamar-Guadalupe 
corridor.  For the Lamar-Guadalupe corridor, a "Rapid Bus" service (with hints of "Bus 
Rapid Transit" characteristics) would be substituted for rail.  Keeping initial capital 
costs as low as possible was a major objective in the alternative plan, as was a 
conscious departure from the LRT proposal that had been rejected by voters in 2000.  
 
The $120 million Red Line project, which was viewed as a more politically palatable 
solution, went to referendum was subsequently approved by the voters.  In March 
2010 the Red Line opened, with 32 miles of rail line running from a northern terminus 
station at Leander, Texas south to downtown Austin using diesel multiple units 
(DMU).  The Red Line operates over a portion of a former Southern Pacific branch, 
shared with contractual short line freight railroad operations – although heavy freight 
railroad service is shut down when MetroRail service is scheduled, and vice versa.   
Projected ridership was 1,600 to 2,000 within the first six months, however a year 
after opening, the Red Line draws only about 800 to 1,000 daily passenger trips 
operating weekdays and AM-PM peak periods only.  A recent increase in mid day 
service has pushed that ridership between 1,100 and 1,30031.   
   

 
                                                      
30 http://www.fta.dot.gov/publications/reports/reports_to_congress/planning_environment_2915.html 
31 http://www.austinchronicle.com/news/2011-02-11/rail-gets-a-ridership-bump/ 

 

Picture 7- MetroRail operates between 

downtown and Leander just a few 

times a day, generating between 1,100 

and 1,300 daily riders 
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A major part of the Austin ridership problem exists in adhering to a railroad branch 
line that skirts the central part of the city.  The route also circumvents the high-traffic 
Lamar-Guadalupe corridor, some of Austin's densest neighborhoods, and several 
employment cores, including the University of Texas campus and surrounding 
neighborhoods, the Texas State Capitol Complex, and most of the city's downtown.  As 
a result, Capital Metro must run connector bus service, dedicated solely to meet up 
with train arrivals and departures.  This means not only that the majority of 
passengers must transfer to relatively slow buses at a considerable distance from their 
final origins and destinations, but it imposes a major additional expense on the transit 
agency. 
 
In comparison to Austin‘s low ridership, Charlotte (which has a comparable MSA 
population to Indianapolis and Austin) drew 16,000 riders initially, while larger 
markets like Phoenix and Houston drew 35,000 and 40,000 respectively.  Ensuring 
the success of a catalyst line is critical for any region hoping to launch a 
comprehensive transit vision and the key to success is connecting major destinations 
along the corridors, not just between terminals, allowing people can go where they 
want to go.   
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VII. Top 10 Recommendations 
 
The following recommendations were developed from site visits, data collections and 
through a series of interviews with key stakeholders in the region, including local, 
county, state and transit agencies, consultants, and others. Furthermore, they identify 
investment priorities, strategies, and activities that will move the Indianapolis region 
towards transit-oriented development at all scales and through all stakeholders.  
 

1. The phasing of a regional transit system is critical, particularly the 
initial phase:  A transit system should be a part of a larger vision and 
strategy for regional economic growth and competitiveness.  Corridors 
and technologies should be selected that maximize ridership, connect to 
employment centers, position the region for economic development and 

catalyze new investments. Regions without a strong and well-funded bus 
system, like Indianapolis, must prioritize funding and alignment to 
ensure the success of the initial line.  Case studies consistently show 
that the long-term viability of a regional transit system is directly related 
to the success of the initial line, which is critical in gaining political and 
community support for further investment. 
 

2. Optimize both transportation and development objectives:  
Transportation policy and well-executed TOD should support both 
transportation and development objectives of a transit system. As such, 
transit system policies, including station area decisions, should be made 
to both optimize ridership and development yield, which is important for 
value capture and the financial feasibility of the system. 
 

3. Destinations matter:  A local decision to build a transit line is as much, 
if not more, about connecting people to jobs, education and cultural 
opportunities and stimulating economic development, as it is about the 
expected cost of the capital expenditure. Research has shown that not 
only do developments around the station areas matter in terms of 
generating transit ridership, but the presence of business districts and 
employment density affects the use of transit much more than waiting 
for residential uses to sprout up along the line.  As such, priority should 
be placed on lines which reach the greatest employment density.   

  

4. Understand the demand for TOD in Central Indiana:  Nationally, 
market research and case studies of other communities consistently 
prove demand for TOD. Understanding the depth, segments and 
characteristics unique to the Central Indiana market is important for 
defining the development potential of station areas, optimizing value 
capture opportunities and clarifying public investment priorities. It is 
also important in building support from legislators, public officials, the 
development community, and citizens. 

 
5. Proactively plan station areas:  Traditionally, land use planning and 

conventional zoning has fostered segregated uses, auto-centric parking 
requirements, minimum lot sizes, and low density. These policies often 
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do not optimize the development yield supported by TOD and can 
suppress the assessed values of station areas.  Important for value 
capture and transit system funding, property tax revenues can be 
significantly higher per acre with TOD, especially in communities with 
property tax caps like Indiana. Communities that have successfully 
implemented TOD create land use plans and development regulations 
which allow for compact, mixed-use development and public 
improvements to facilitate access from nearby neighborhoods to the 
stations.  The MPO and CIRTA should work with local jurisdictions to 
support station area planning efforts along the transit system. 

 
6. Be prepared to catalyze development:  Transit investment alone is 

often not sufficient to generate transit-oriented development. This is 
especially true in ‗cooler‘ market locations, such as Indianapolis, which 
may need to catalyze the market by making up front public investments. 
Because neighborhoods will have different needs and opportunities for 
TOD, it is important to establish clear investment goals and priorities for 
all scales of TOD investment.  Identifying the stations in most need of or 
most ready for streetscape and access improvements, affordable or 
market-rate development, or other investment needs is important in 
building consensus around TOD investments.  Local jurisdictions need to 
identify necessary infrastructure improvements at station areas and start 
early to locate funding sources such as a capital improvement program, a 
business improvement type-district or tax increment financing.  

 
7. Coordinate public policy and align resources:  Ensuring a dedicated 

funding source is important for new communities adopting a regional 
transit vision because it helps attract private investment.  Local, 
regional, and state-level policies also need to be aligned to leverage 
transit investment and support the emergence of transit-oriented 
neighborhoods. Policies and programs from local zoning codes to state 
economic development incentives should be assessed for how they can 
support transit and TOD. TOD is more successful if both public and 
private investments are planned as part of a regional transit or TOD 
strategy. This improves the efficiency and the cost-effectiveness of 
transportation investments and yields more value to more people. 

 

8. Build the right organization: Traditionally, coordination among 
stakeholders happens on a project-by-project basis. However, for the 
purposes of creating and implementing a TOD strategy a coordinating 
body that can continue to think strategically about opportunities and 

align public, private, and non-profit resources is important.  Regions and 
municipalities often designate a TOD champion, empowered to work 
across jurisdictions and departments to accelerate TOD implementation.  
Typically, the ―champion‖ resides either in the transit agency or the MPO.  
In Indianapolis, that champion should be the MPO, which is organized 
and empowered to advance a regional vision that includes transit.    
Operationally, a merging of CIRTA and IndyGo may be beneficial in 
consolidating resources toward implementation of a regional transit 
system, with a governing board aligned by contributions, benefits, and 
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representation.  The Met Council in the Twin Cities, Metro in Portland 
and the Denver Regional Council of Governments all have TOD programs 
with a key, designated staff person. 

 

In addition, working groups focused on TOD at a corridor scale can build 
coalitions, which is absolutely necessary to sustain and create   
partnerships. Composed of public, private and community stakeholders, 
working groups can be useful in connecting jurisdictions and 
stakeholders working on similar issues across the region, identifying 
opportunities and challenges, and building peer-to-peer learning 
opportunities.  The MPO and CIRTA should convene a Northeast Corridor 
Working Group.  This Working Group that might include a policy or 
steering committee composed of elected and appointed officials as well as 
a technical committee of staff from each jurisdiction and other agencies 

such as the MPO and CIRTA. 
 

9. Continue community outreach and education programs and 
processes: Planning and investment in TOD needs to be something that 
happens with communities, rather than to communities.  Early 
involvement and engagement happens throughout the process to 
understand local and regional visions is critical.  The Indy Connect 
initiative has successfully engaged the Central Indiana community in a 
transit discussion.  That momentum should continue and expand, 
through the planning, financing, and development phases.  This 
momentum also provides an opportunity to cultivate community 
champions.  Community change can be scary or threatening but when 
community leaders understand the benefits that transit and TOD provide 
– specifically access to jobs and services, and housing choice - they can 
become advocates for more transit, better zoning and new community 
investment.  

 

10. Develop a Regional TOD Strategic Plan: Coalesce these 
recommendations and the existing character images already developed 
for the station areas to develop a broader TOD Strategic Plan.  The plan 
should be prepared concurrently with the refinements of the long-term 
regional transportation plan, focused on the ‗development‘ part of TOD.  
The plan should analyze the potential for TOD in the Indy Connect plan, 
define station area typologies that evolve from the character images, 
recommend phasing of public investment and station areas to leverage 
private investment, and assess regional and local policies and programs 
that support or impede effective TOD.  Like the long-term regional 
transportation plan, the TOD strategic plan should be monitored and 
revised accordingly. 

 

Many cities and regions around the nation have recently turned to 
typologies as a key tool for structuring short- and long-term investments 
in transit communities. A TOD typology provides a means of classifying 
and differentiating the many transit rich places by grouping these areas 
based on key shared characteristics.  It can be used at a variety of 
scales, including both the corridor and the region.  Typologies have seen 
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a variety of uses in different regions, but they are almost always used to 
communicate and assist with complex decisions about TOD, identify 
priority areas for investment, and assess the types of policies and 
incentives necessary to realize a corridor- or region-wide vision for TOD. 
This approach to TOD recognizes that there are limited resources and 
investments throughout a corridor or region that cannot be made 
simultaneously.  By clearly articulating the expectations and objectives of 
investments in TOD, all stakeholders, from private developers to 
community members to policymakers can have a clearer understanding 
of the outcomes and process of TOD.  The cities of Baltimore and Denver 
have developed TOD strategic plans that include a set of strategies and 
detailed recommendations for a set of station typologies.  This plan is 
best led by the MPO in partnership with local jurisdictions. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 



 

Realizing the Potential of Transit and TOD in the Indianapolis Region Page 45 of 85 

VII. Matrix of Policy, Regulatory, and 

Financing Tools  
 

State Programs 

The state programs listed here generally provide regional and local agencies with 
money to conduct planning activities related to TOD and also to acquire land in 
anticipation of TOD.  To have an impact, most state TOD programs rely on regional 
or local agencies applying for or otherwise taking advantage of them.  A number of 
different state agencies may offer programs that support TOD, including State 
Departments of Transportation (DOT), Departments of Housing and Community 
Development or Departments of Commerce and Economic Development.   

 

Table 1. Local Programs that provide Grants, Loans, Tax Credits, or Direct Financial 

Incentive to TOD 

 
TYPE DESCRIPTION 

CALIFORNIA 

TOD Housing 
Program 

(Proposition 1C), 
California 
Department of 
Housing and 

Community 
Development 

Implementation Provides low-interest loans for gap financing for rental housing developments 
of 50 units or more; mortgage assistance for homeownership; and grants for 

the construction of infrastructure and mixed-income housing projects close to 
transit.   Housing projects must be within 1/2 mile walk of public transit and 
at least 15% of units must be affordable.  The program includes $1.35B in 
general obligation bonds and was part of a 3-year, $2.85M bond measure 

called Proposition 1C, the Housing and Emergency Shelter Trust Fund Act of 
2006). 

Community-
Based 
Transportation 
Planning Grants, 

California 
Department of 
Transportation 

Planning Grants to create plans that strengthen the connection between transportation 
and community goals. TOD plans are eligible activities, and the program gives 
priority consideration to projects that integrate transportation programs with 
community preservation and environmental activities.  Funded from the state 

highway account; up to $3 million allocated annually. 

CONNECTICUT 

TOD Bond 
Program, State 
of Connecticut 

Planning/ 

Implementation 

As part of a larger bonding bill, CT state legislature passed in 2007 a Transit-
Oriented Development Pilot Program, with three primary components: (1) 
bond issuance for project-specific TOD capital expenses; (2) funding for 

planning of TOD projects; and (3) facilitation grants that assist communities 
in setting the stage for TOD.  Grants for planning and policy implementation 
are between $250,000 - $1 million.  The bond legislation permitted $10 
million over two years.   

Housing 

Incentive Zone 
Program, State 
of Connecticut 

Implementation Provides technical assistance and financial incentives for municipalities to 

create housing incentive zones, which must be near transit stations or in 
existing developed locations.  The zones must allow for higher-density 
development than surrounding areas and set aside 20% of new residential 
units for those making up to 80% of AMI.  State pays municipalities $2,000 

per multi-family unit or $5,000 per single-family unit for each building permit 
issued in the zone. 

ILLINOIS 
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Business Location 
Efficiency Incentive Act 
(SB 2885, 2006), Illinois 
Department of Commerce 

and Economic 
Opportunity 

Implementation Provides 10% tax credits to businesses selecting sites 
within one mile of affordable housing and public 
transportation.  The incentives are part of a larger 
Economic Development for a Growing Economy (EDGE) 

program, which provides tax incentives for businesses to 
locate in Illinois when they are actively considering a 
competing location in another state. 

MARYLAND 

2008 TOD Law (Section 7-

101(m) of the 
Transportation Article), 
Maryland state legislation 

Planning/ 

Implementation 

Maryland passed legislation in 2008 that makes TOD a 

transportation purpose, making it eligible for funding 
from the Transportation Trust Fund and for support 
from state staff.  The law allows MDOT to designate 
specific TOD projects and then direct departmental 

resources and support to these projects.  (14 sites were 
designated in June 2010.)  Designated TOD sites are 
eligible for financing from MD Economic Development 
Corporation, priority assistance from MDOT and other 

agencies, predevelopment planning and feasibility 
analysis funded by MDOT; and priority consideration for 
the location of State offices.  MDOT capital program has 
$3 million in dedicated funds for the implementation of 
TOD projects. (program website)   (program website)    

Maryland Sustainable 

Communities Act (HB 
475), Maryland State 
legislation 

Implementation/Property 

acquisition 

The Maryland Sustainable Communities Act of 2010 

authorizes $10 million in grants for historic structures 
and expands eligibility for the grant program to include 
non-historic structures in TOD sites. (program website)   

Sustainable 
Communities/Community 
Legacy Program, 

Maryland Department of 
Housing and Community 
Development 

Planning/ 
Implementation 

The Sustainable Communities Program (formerly 
Community Legacy Program) provides grants and loans 
to local governments and community development 

organizations for capital projects aimed at strengthening 
communities through activities such as business 
retention and attraction, encouraging homeownership 
and commercial revitalization.  The evaluation awards 

points for proximity to transit.  In FY 2011, the program 
has $4.2 million in capital funds. (program website)   

2008 TOD Law (Section 7-
101(m) of the 
Transportation Article), 
Maryland state legislation 

Planning/ 
Implementation 

Maryland passed legislation in 2008 that makes TOD a 
transportation purpose, making it eligible for funding 
from the Transportation Trust Fund and for support 
from state staff.  The law allows MDOT to designate 

specific TOD projects and then direct departmental 
resources and support to these projects.  (14 sites were 
designated in June 2010.)  Designated TOD sites are 
eligible for financing from MD Economic Development 

Corporation, priority assistance from MDOT and other 
agencies, predevelopment planning and feasibility 
analysis funded by MDOT; and priority consideration for 
the location of State offices.  MDOT capital program has 

$3 million in dedicated funds for the implementation of 
TOD projects. (program website)   (program website)    

Maryland Sustainable 
Communities Act (HB 
475), Maryland State 
legislation 

 

 

 

Implementation/Property 
acquisition 

The Maryland Sustainable Communities Act of 2010 
authorizes $10 million in grants for historic structures 
and expands eligibility for the grant program to include 
non-historic structures in TOD sites. (program website)   

MASSACHUSETTS 

http://www.mdot.maryland.gov/Planning/TOD/Index.html
http://planning.maryland.gov/YourPart/SustainableCommunities.shtml
http://www.neighborhoodrevitalization.org/Programs/CL/CL.aspx
http://www.mdot.maryland.gov/Planning/TOD/Index.html
http://planning.maryland.gov/YourPart/SustainableCommunities.shtml
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Commercial Area Transit 
Node Housing Program, 
Massachusetts 
Department of Housing 

and Community 
Development 

Implementation Financing assistance to rental housing projects near 
transit, including zero interest loans, 30-year deferred 
payment loans at zero interest for rental housing 
projects or homeownership projects that carry a 30-year 

deed restriction that limits the sale price of the home to 
a percentage of area median income. Projects must be 
located within a quarter-mile of existing or planned 
transit stations. Priority is given to projects within 

existing TIF areas.  Funded at $10 million through the 
2002 Housing Bond bill.  Project funding no more than 
$750,000 or $50,000 per unit.  (program website)   

MassWorks TOD 
Infrastructure and 
Housing Support 

Program, Massachusetts 
Department of Housing 
and Community 
Development 

Implementation Provides grants for pedestrian & bicycle facilities, 
housing projects, and parking facilities within 1/4 mile 
of a rail or bus station or ferry terminal. There is a 25% 

affordable housing set-aside requirement (80% AMI).  
Program funding of $30 million comes from a 2004 
bond.  Project funding maximum of $2.5M. (program 
website)  

Housing and Smart 
Growth Incentives 

(Chapter 40R), 
Commonwealth of 
Massachusetts 

Planning/ 
Implementation 

Provides direct funding to cities that create zoning 
districts for compact housing near transit (or in existing 

commercial districts) and an additional per-unit bonus 
for building permits issued in transit zones.  Initial 
award is calculated based on the difference between 
number of housing units allowed under current zoning 

and number of units allowed under more compact 
rezone.  There is also a 20% set-aside requirement for 
affordable housing for all buildings containing more than 
12 units. Payments range from:  $10,000 for up to 20 

units to $600,000 for 501 or more units of housing. 
(program website)   

Smart Growth School 
Cost Reimbursement 
(Chapter 40S), 
Commonwealth of 

Massachusetts 

Planning/ 
Implementation 

Works with Chapter 40R: Housing and Smart Growth 
incentives (above), to ensure that municipalities are able 
to accommodate an increase in public school enrollment 
that may accompany increased density around transit 

stops.  Provides direct payments, in grant form.  
(program website)    

MINNESOTA 

Land Acquisition for 
Affordable New 

Development (LAAND) 
Program, Minnesota 
Housing, the Metropolitan 
Council, and the Family 

Housing Fund 

Property Acquisition Loan financing to acquire land for affordable housing 
projects in places that are close to job growth areas or 

significant numbers of lower wage jobs, allow for density 
that is consistent with achieving affordability, minimize 
vehicle miles traveled, are proximate to public transit 
and implements existing community.   (program website)  

NEW JERSEY 

New Jersey Transit Village 
Initiative, New Jersey Department 
of Transportation 

Planning Multi-agency task force reviews applications from 
municipalities to be designated as transit villages, which 
then makes them eligible for state assistance.  Once 
designated as a Transit Village, municipality is eligible for $1 
million planning grant.  (program website)   

Urban Transit Hub Tax Credit, 

New Jersey Economic 
Development Authority 

Planning/ 

Implementation 

Tax credit to developers, landowners or tenants to encourage 

investment around heavy rail stations in nine urban 
municipalities.  Capital investment must be at least $50M in 
a single business facility that employs at least 250 people 
onsite.  (program website)   

http://www.mass.gov/?pageID=ehedterminal&L=3&L0=Home&L1=Housing+Development&L2=Affordable+Home+Ownership+Development&sid=Ehed&b=terminalcontent&f=dhcd_hd_catnhp_catnhp&csid=Ehed
http://www.mass.gov/?pageID=ehedterminal&L=4&L0=Home&L1=Economic+Analysis&L2=Executive+Office+of+Housing+and+Economic+Development&L3=Massachusetts+Permit+Regulatory+Office&sid=Ehed&b=terminalcontent&f=permitting_massworks_program_mainpage&csid=Ehed
http://www.mass.gov/?pageID=ehedterminal&L=4&L0=Home&L1=Economic+Analysis&L2=Executive+Office+of+Housing+and+Economic+Development&L3=Massachusetts+Permit+Regulatory+Office&sid=Ehed&b=terminalcontent&f=permitting_massworks_program_mainpage&csid=Ehed
http://www.mass.gov/?pageID=ehedterminal&L=3&L0=Home&L1=Community+Development&L2=Community+Planning&sid=Ehed&b=terminalcontent&f=dhcd_cd_ch40r_ch40r&csid=Ehed
http://www.mass.gov/?pageID=ehedterminal&L=3&L0=Home&L1=Community+Development&L2=Community+Planning&sid=Ehed&b=terminalcontent&f=dhcd_cd_ch40r_ch40r&csid=Ehed
http://www.metrocouncil.org/services/laand.htm
http://www.state.nj.us/transportation/community/village/
http://www.njeda.com/web/Aspx_pg/Templates/Npic_Text.aspx?Doc_Id=888&menuid=1295&topid=718&levelid=6&midid=1175
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Regional and Transit Agency Programs  

Regional agencies, including metropolitan planning organizations (MPOs)32, Councils 
of Governments and transit agencies, have played a key role in promoting TOD. 
Transit systems typically cross-jurisdictional boundaries and spread throughout 
metropolitan regions. TOD-supportive programs offered by regional agencies can 
help provide local communities with the resources they need to create station-area 
plans or advance TOD projects.  Regional agencies program federal transportation 
funds and, while discretion over those funds varies from state to state, many MPOs 
can decide to dedicate some of this funding to programs that advance transit and 
transit-oriented development.  Regional funding programs that support TOD can 
also incentivize and reward local jurisdictions that adopt land use plans that 
support regional planning goals.  

Table 2: Regional and Transit Agency Programs that provide Grants, Loans, Tax 
Credits, or Direct Financial Incentive to TOD 

 

 
TYPE DESCRIPTION 

CALIFORNIA  

Policy for Regional Transit 
Expansion Projects 
(Resolution 3434), San 
Francisco Bay Area: 

Metropolitan Transportation 
Commission (CA) 

Planning Requires stations to meet planned density thresholds 
and conduct station-area planning in order to receive 
transit funding.  The policy has three key elements: (1) 
minimum density thresholds near transit stations, (2) 

consideration of jobs, housing, station access, design 
standards, parking, etc. based on the character of the 
area and any unique circumstances, and (3) creation of 
corridor working groups to help meet the density 

thresholds.   

Funding:  2008 Strategic Plan identifies $222 million 

OREGON 

Vertical Housing Program, State 
of Oregon, Dept. of Housing & 
Community Services  

Implementation Encourages mixed-use commercial / residential 
developments through a partial property tax exemption in 
areas designated by communities. Provides up to 80% 

exemption on property tax over 10 years.  
Additional property tax exemption on the land may be given 
if some or all of the residential housing is for low-income 
persons (80 percent of area median income or 

below).    Although transit-proximity is not required, the 
program often supports TOD projects.  (program website)   

PENNSYLVANIA 

Transit Revitalization Investment 
Districts (Pennsylvania General 

Assembly Act 238 of 2004), 
Pennsylvania Department of 
Community and Economic 
Development 

Planning Provides grant funding to conduct extensive community 
planning processes for neighborhoods around transit, and 

can be used to designate value capture and TIF districts.  
Allows transit agencies to partner with local governments 
and developers to facilitate development and share tax 
revenues where additional property tax revenue can be 

collected through value capture and by allowing transit 
agencies to acquire land for non-transportation purposes.  
Specifically excludes "single real estate projects" so it 
encourages mixed-use developments.  Grants up to $75,000 
to each municipality, requires a 25% local match. (program 
website)  

                                                      
32

 For more information on the role that MPOs can play to support transit-oriented development, see TOD 204: 
Regional Planning for Livable Communities (CTOD, forthcoming in early 2011) 

http://www.oregon.gov/OHCS/HFS_Vertical_Housing_Program.shtml
http://www.legis.state.pa.us/CFDOCS/Legis/PN/Public/btCheck.cfm?txtType=HTM&sessYr=2003&sessInd=0&billBody=H&billTyp=B&billnbr=0994&pn=4760
http://www.legis.state.pa.us/CFDOCS/Legis/PN/Public/btCheck.cfm?txtType=HTM&sessYr=2003&sessInd=0&billBody=H&billTyp=B&billnbr=0994&pn=4760
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to speed project delivery and close funding shortfalls, 
2008 Strategic Plan identifies 19 rail and bus transit 
expansion projects totaling approximately $10.5 billion 

Transportation for Livable 

Communities grant 
program, San Francisco Bay 
Area: Metropolitan 
Transportation Commission 

(CA) 

Planning/Implementation Includes two components: capital grants and planning 

grants.  Jurisdictions can receive extra transportation 
funds for planning new projects within one-third a mile 
of a transit stop with service at least every 15 minutes 
during peak hours. 

Funding:  TLC allocates $27M per year to projects that 
meet smart growth criteria.  Since 1998, over $200 
million has been allocated to local communities to 
better connect housing with transit facilities.   

 COLORADO 

Station Area & Urban 

Center Planning Funds, 
Denver Regional Council of 
Governments 

Planning Station Area/Urban Center Planning grants will assist 

local governments in developing plans for existing and 
future transit station areas and designated Urban 
Centers that further the region‘s goals and meet the 
needs of local communities.   Program funded at $3.5 
million over 4 years. (program website)    

Denver Metro Mayors 
Caucus TOD Fund, CO  

Housing and Finance 
Authority 

Implementation Seven cities that are part of the regional Mayors 
Caucus pooled their Private Activity Bond authority to 

finance the construction or rehabilitation of 
multifamily rental projects near existing or planned 
transit. Money cannot be used to purchase or hold 
land.  Projects must meet criteria related to size, 

affordability and transit accessibility gain access to 
lower debt financing costs and to Low Income Housing 
Tax Credits. The fund has $65 million.  (program 
website)   

 DISTRICT OF COLUMBIA 

Transportation/ Land Use 

Connections Program, 
Metropolitan Washington 
Council of Governments 

Planning/ Implementation Provides a web-based information sharing hub for 

jurisdictions, and technical assistance grants for 
planning and capital projects that are sustainable and 
reduce congestion.  Provided $220,000 in FY 2010 to 
fund seven technical assistance projects. Grants 
ranged from $10,000 to $60,000.  (program website)  

 GEORGIA 

Livable Centers Initiative, 
Atlanta Regional 
Commission 

Planning Planning grants that encourage local jurisdictions to 
plan and implement strategies that link transportation 
improvements with land use development strategies to 
create sustainable, livable communities consistent with 

regional development policies.  Funded with federal 
STP dollars at ~$5M annually.  (program website)    

Beltline Affordable Housing 

Trust Fund, Atlanta 
Development Authority 

 

 

 

 

 

 

Implementation/ Property 

acquisition 

Grants available for private developers and Community 

Housing Development Organizations to create and 
preserve affordable housing within the Atlanta BeltLine 
Tax Allocation District (a future 22-mile transit loop).  
Program funded with $8.3 million of general funds 

from the City as well as a set aside of beltline tax 
increment revenues.  Projects receive up to $2.5 
million per multifamily development or $750,000 per 
single family development.   (program website)    

http://www.drcog.org/index.cfm?page=StationAreaUrbanCenterPlanningFunds
http://www.metromayors.org/Housing.html
http://www.metromayors.org/Housing.html
http://www.mwcog.org/transportation/activities/tlc/
http://www.atlantaregional.com/land-use/livable-centers-initiative/lci-transportation-program
http://www.beltline.org/Funding/TaxAllocationDistrictTAD/tabid/1731/Default.aspx
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 ILLINOIS 

Community Planning 
Program & Sub-regional 
Planning Program, Chicago 

Regional Transportation 
Authority 

Planning  Provides funding and planning assistance for planning 
projects that benefit both the local community and the 
RTA transit system. Projects within the program 

include planning for transit-oriented development, 
access and circulation improvements in and around 
transit facilities, improved job access, improved 
mobility for seniors and people with disabilities, and 

increased transit usage.  In 2010, ~$1.5M was 
awarded for a total of 10 projects.  (program website)    
 

 
 
 

 NEW YORK 

Linkage Planning Program, 
Capital District 
Transportation Committee  

Planning Provides funding for consultant or CDTC staff technical 
assistance for joint regional-local planning initiatives 
that link transportation and land use. Program is part 

of implementing regional long-range transportation 
plan, which calls for reducing regional vehicle miles 
travelled.  Linkage program has funded 66 plans 
through roughly $4.2 million in program funds since 

2000.  Funds are a combination of federal, state and 
local funds.  (program website)    
 

 
 

 

 OHIO 

Transportation for Livable 
Communities Initiative, Northeast 

Ohio Areawide Coordinating 
Agency (MPO for Cuyahoga, 
Geauga, Lake, Lorain and Medina 
counties) 

Planning TLCI helps communities in Northeast Ohio obtain federal funding 
and technical assistance for planning transportation processes 

that strengthen community livability.  The TLCI's planning grant 
program allocates approximately $1M each fiscal year, with 
individual grants of up to $75,000.  Projects have to advance ten 
goals (safety, economic vitality, community identity, etc.) and 

many types of projects have been funded including a few TOD 
plans.  (program website)    

 OREGON 

TOD Implementation Program, 
METRO Portland (MPO for 
Portland region)  

 

 

 

 

 Uses a combination of local and federal transportation funds (STP 
& CMAQ) to enhance the economic feasibility of higher density 
mixed-use projects served by transit. The program creates public-
private partnerships and provides grants to private developers to 

support cost premiums associated with TOD (i.e. structured 
parking).  Applicants considered on a rolling basis.  Program 
funded at $5M for two years.  Awards vary but are typically ~ 
$300,000 per grant.  (program website)    

 PENNSLYVANIA 

Transportation & Community 
Development Initiative (TCDI), 

Delaware Valley Regional Planning 
Commission 

Planning Grants to local communities to create plans that "link 
transportation improvements with land use strategies, enhance 

established communities, and build upon existing public and 
private assets."  Funding comes from federal STP funds.  Up to 
$1.6 million available each year.  (program website)    

 

http://www.rtachicago.com/community-planning/community-planning.html
http://www.cdtcmpo.org/linkage.htm
http://www.noaca.org/tlci750.html
http://www.oregonmetro.gov/index.cfm/go/by.web/id/140
http://www.dvrpc.org/TCDI/
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 TEXAS 

Sustainable 
Development Funding 
Program, Dallas/Fort 

Worth (TX): North 
Central Texas Council 
of Governments 

Planning/ Implementation/ 
Property Acquisition 

Cities apply for planning, capital and land 
acquisition funding for projects that encourage 
public/private partnerships that positively 

address existing transportation system capacity, 
rail access, air quality concerns, and/or mixed 
land uses.  Funds for the program come from 
local infrastructure funds ―swapped‖ for federal 

CMAQ and STP funds or for toll revenue.  
(program website)   

 WASHINGTON 

TOD Program, Central 
Puget Sound Regional 
Transit Authority 

(Sound Transit) 

Planning/Implementation/Property 
Acquisition 

Provides funding to jurisdictions, developers, and 
other entities for joint development costs, 
strategic land acquisition, and the creation of 

TOD feasibility studies.  The FY2001 budget was 
$1.03 million. (program website)    

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

http://www.nctcog.dst.tx.us/trans/sustdev/
http://www.soundtransit.org/Working-With-Us/Real-Estate/Transit-Oriented-Dev.xml
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Local Programs  

Local (City or County) TOD programs that provide direct funding focus primarily on 
implementation of TOD projects.  Local agencies, such as a city or county 
redevelopment authority, planning department or office of economic development, may 
have relationships with developers and housing authorities and may be able to work 
with these key players to determine what type of support is needed to move TOD 
projects forward.   Because they operate at a local scale, these TOD programs can be 
tailored to meet the specific needs of a target community or even an individual transit 
corridor. 
 

 Table 3. Local Programs that provide Grants, Loans, Tax Credits, or Direct Financial 

Incentive to TOD  

 ARIZONA 

TOD Bond Program, Phoenix 
Community and Economic 
Development Department 

Implementation The Department gained authority to spend approximately two 
million dollars on acquiring land for TOD and to reimburse 
developers of TOD for infrastructure improvements.  Funds 
have been used to pay for the construction of sidewalks, 

landscaping and utility relocations for a downtown project 
adjacent to a light rail station, and to acquire a two acre parcel 
adjacent to a planned light rail station for future TOD 
development.  (no website available) 

 CALIFORNIA 

TOD Housing Incentive 
Program, City/County 
Association of Governments 

of San Mateo County 

Implementation Provides grants to cities and the county to create housing 
within 1/3 mile of transit stations. Under the program, a 
jurisdiction receives funding based on the number of bedrooms 

in the housing units.  Eligible projects receive up to $2,000 per 
bedroom. Projects must have a density of at least 40 units per 
acre. The Association of Governments allocates up to 10 
percent of the county‘s State Transportation Improvement 

Program funds to the TOD Incentive Program.  (no website 
available) 

 COLORADO 

TOD Acquisition Fund, 
Urban Land Conservancy, 
Enterprise Community 

Partners, the City and 
County of Denver and several 
other investors 

Property 
Acquisition  

Acquires properties in current and future transit corridors, 
with the goal of creating and preserving up to 1,200 affordable 
housing.  The Fund is capitalized at $15 million, with an 

eventual goal of $25 million in total loan capital. The Fund will 
purchase and hold sites for up to five years along transit 
corridors. (program website)   

 
 MINNESOTA 

Capital Acquisition 
Revolving Fund, 
Minneapolis Community 
Planning & Economic 

Development  
Department 

Property acquisition Funding to acquire property or provide loans for private sector 
property acquisition and site assembly for sites located on 
commercial and transit corridors and at commercial nodes for 
mixed commercial and residential use.  At least 20% of the 

housing units must be affordable at <50% area median income 
(AMI).    Funded with $1 million in Community Development 
Block Grant (CDBG) money, other funding comes from 
Neighborhood Revitalization Program funds. (program website)    

http://www.urbanlandc.org/tod
http://www.ci.minneapolis.mn.us/cped/carf_home.asp
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Transit Oriented 
Development Bond 
Program, Hennepin 
County 

Implementation Grants or loans to public agencies, for-profit and non-profit 
developers for TOD projects within redevelopment areas.  
Projects must have multi-jurisdictional impacts and enhance 
transit usage.  Funding from general obligation bonds, over 

$13 million awarded since 2003.  County Board has authorized 
an additional $2 million per year in the capital budget through 
2012.  (program website)    
 

 NORTH CAROLINA 

South Corridor Land 
Acquisition Fund, 
Charlotte 

Property acquisition Used by the city to purchase land along the South Corridor 
LRT, with purpose of promoting mixed-income housing and 
mixed-use development.  Fund was capitalized with initial 

grant of $5 million and, when combined with other sources of 
funds, was used to purchase 17 acres of land for affordable 
housing and mixed-use development.  (no website available)  

 OREGON 

TOD Property Tax 

Abatement Program, 
Portland Development 
Commission  

Implementation Reduces operating costs of TOD projects by offering a ten-year 

maximum property tax exemption, for projects on vacant or 
underutilized sites along transit corridors whose design and 
features encourage building occupants to use public transit.  
(program website)    

 WASHINGTON 

Transit-Oriented 

Community 
Development Fund, City 
of Seattle 

Implementation Grants and loans available to developers who seek to build 

mixed-use, commercial, and multi-family developments and to 
businesses seeking to locate or expand existing facilities in a 
light-rail station area.  Funded with $50 million from a 
dedicated pool established by the City of Seattle, King County, 

and Sound Transit in 2002.  Business incentive loans average 
$200,000 for a 5-year term.  Business stimulus loans available 
in smaller amounts ($10,000 to $50,000).  Real estate 
financing loans vary.  (program website)    

Seattle Housing Levy, 
Acquisition and 
Opportunity Loan 

Program, Seattle Office 
of Housing 

Property 
acquisition/funding 

Provides short-term loans to help make strategic purchases of 
buildings or land for long-term affordable housing units.  The 
program prioritizes ―projects that produce or preserve low-

income housing located in a high-capacity transit station area 
or a high-frequency transit service area.‖  Acquisition and 
Opportunity Loan program funded at $6.5M through a 2009 
voter approved seven-year tax on property values, called the 

Seattle Housing Levy.  Another program within the Housing 
Levy, the Rental Preservation and Production Program, also 
prioritizes the preservation of affordable housing in high-
capacity transit areas.   (program website)    

 

 

 

 

http://hennepin.us/portal/site/HennepinUS/menuitem.b1ab75471750e40fa01dfb47ccf06498/?vgnextoid=665fb42321ff5210VgnVCM20000048114689RCRD
http://www.portlandonline.com/phb/index.cfm?c=53036
http://www.seattle.gov/transportation/ppmp_sap_home2001.htm
http://www.seattle.gov/housing/levy/default.htm
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IX. Appendix 
 

Appendix A. Commute of the Largest Regional Employment Centers 
 

 



 

Realizing the Potential of Transit and TOD in the Indianapolis Region Page 55 of 85 

 



Realizing the Potential of Transit and TOD in the Indianapolis Region Page 56 of 85 



 

Realizing the Potential of Transit and TOD in the Indianapolis Region Page 57 of 85 

 

Appendix B. PowerPoint Presentations 
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Appendix C. TOD Checklist 
 
Creating Transit Centered Communities 
A workshop on the Principles and implementation of transit-oriented development 
 
What to Look For in Good Transit-Oriented Development 
 

This checklist is designed to help you evaluate the specific elements and items that go 
into transit-supportive station area plans and development proposals. Ultimately, good 
transit-oriented development depends on the successful integration of a carefully-
designed transit system and carefully-designed development. An important element of 
successful TOD is engagement of the residents, the development community, the 
transit agency, and local governments to ensure that new investment achieves a 
balance of objectives. This checklist provides a menu of elements contributing to high-
quality TOD that acknowledges the importance of good design, equitable development, 
market demand, and multi-modal transportation needs. 
 
Local land use planners developing station area plans, architects and planners 
preparing development proposals, and development review staff will find these 
questions most helpful. Local elected officials and citizens can also use these 
questions as a guide for their own review of proposed plans and development 
proposals. 
 
The checklist is divided into two sections: Station Area Planning—with questions 
about planning processes for the area around a transit station—and Implementation 
- with questions about individual development projects or proposals. There is some 
overlap, but some distinction as well. 
 
Not all questions need to be marked “YES” in order to achieve transit-oriented 
development. Placing a priority on those questions most important to the local community 
and to local and regional stakeholders, achieving as many of these outcomes as possible 
will lead to quality communities around transit. 
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Station Area Planning 
 

Planning for potential station areas may begin at any time, and the earlier a 
community starts to think about future development around a station the better.  
Answering ―yes‖ to all of these questions is a good indication that the plan provides a 
good framework for development that will support increased ridership and a healthy 
neighborhood. 

 

 Yes No 
 

P
la

n
 A

re
a
 a

n
d
 

P
ro

c
e
s
s
 

  Does the planning area include at least the 1/2-mile radius around the 

transit station? 

  Does the plan address the use of land, the design of streets for 
pedestrians, bicycles, and transit, and access to transit facilities? 

  Does the planning process engage the community in decision-making 

through a visioning process or intensive charrettes? 

  Does the plan include a section on implementation and identify 

responsible parties for making the plan a reality? 

L
a
n

d
 U

s
e
 P

la
n

n
in

g
 

  
Does the plan call for clustering the densest development around the 

transit station and other activity centers, with gradually decreasing 

densities further from the station? 

  
Are the planned densities appropriate for the type of station area and 

its location? 

  
Are the planned uses transit-friendly? Will many of the people traveling 

to them find it convenient to use transit rather than a car? (e.g. stand-
alone ―big-box‖ retail is not easily accessible other than in a car) 

  
Will the planned mix of uses attract people throughout the day and 
week? 

  
Are non-compatible uses such as car washes, drive-thrus or auto 

dealerships phased out over time? 

  
Are uses included that would be conveniences for surrounding 

residents, workers, and transit patrons, eg. coffee and newspapers, 
daycare and drycleaners? 

  
Will new and existing residents and workers generate enough demand 

to support proposed retail uses or will the plan depend on customers 

from outside of the station area? 

  Will there be a phasing program for the different uses based on market 

demand? 

  
If vertical mixed use is not feasible (i.e. mixing uses in one building or 

project), are there opportunities to mix uses horizontally (i.e. mixing 

uses throughout the neighborhood in different projects)? 

B
u
il

d
in

g
 

D
e
s
ig

n
 

  Are buildings required to have ―active‖ ground floors with frequent 

entries and windows along sidewalks and walkways? 

  Are buildings required to build to the lot line or street frontage to 

activate the street? 

  Is parking hidden from view from the street behind buildings or in 

parking structures lined with other uses, such as retail or residential? 
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 Yes No 
 

  Are there incentives or requirements for environmentally sustainable 
design and construction of buildings and the creation of green space?  

T
ra

n
s
p
o
rt

a
ti

o
n
 a

n
d
 U

rb
a
n
 D

e
s
ig

n
   Are sidewalks and intersections designed for safe movement by all 

users, including pedestrians of all ages and abilities? 

  Are streets designed to provide access for bicycles or is there a planned 

network of bicycle routes? 

  Do streets provide access for transit vehicles? 

  Are most of the roads through a project designed for speeds less than 

25 miles per hour to improve pedestrian safety? 

  Are streets designed to have adequate accommodation for street trees 
and plantings appropriate for the local climate? 

  
Is the design of public spaces appropriate to adjacent uses? (eg. parks 

and playgrounds in residential areas, public plazas in commercial and 

retail areas)  

  Are public spaces and parks accessible to other uses and well 

connected to regional open space networks? 

M
ix

e
d
-I

n
c
o
m

e
 

D
e
v
e
lo

p
m

e
n

t
 

  
Will market-rate residential projects be required or encouraged to 

provide for a mix of incomes that reflect current community residents or 

identified future needs? 

  Is any land set aside or targeted for subsidized housing? 

  Are there plans to protect or replace existing affordable housing? 

P
a
rk

in
g
 

  Will there be on-street parking to buffer pedestrians from street traffic 

and create a reserve of short-term parking? 

  Are there reduced parking requirements for buildings and uses most 
likely to attract transit riders? 

  Are developers rewarded for reducing the amount of parking they build? 

  Are there policies to allow for shared parking among compatible uses? 

  Is parking priced to encourage transit use over driving?  

  Do parking fees go to local improvements such as transit service or 

streetscape improvements? 

R
e
g
u
la

ti
o
n
s
 a

n
d
 

F
in

a
n

c
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g
 

  Does zoning or other development regulation allow for the types of 

development envisioned in the plan? 

  Are there zoning tools such as form-based codes or incentive zoning 
used to facilitate investments that support the community vision? 

  Are there value capture tools or specialized funding sources targeted to 

implementing the station area plan? 

  
Are tools such as Tax Increment Financing considered for 

implementation of individual development projects or streetscape 
improvements? 
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Implementation  

 
A plan is only as good as its outcome. High-quality TOD plans can generate increases 
in transit ridership, pedestrian activity, and economic development.  Answering ―yes‖ 
to all of these questions is a good indication that the implementation of the plan will 
result into a healthy, vibrant, transit-oriented neighborhood. 
 

 Yes No  

B
u
il

d
in

g
 D

e
s
ig

n
 

  
Do windows and doors of proposed buildings face the street and/or 

public parks and plazas? 

  
Are buildings placed and designed to encourage access to the rest of the 
neighborhood? 

  Are building designs interesting by themselves and visually appealing? 

  
Do buildings include the use of high-quality, sustainable materials and 

energy efficient design?  

  
Does building design incorporate pedestrian amenities like appropriate 

sidewalk widths, street plantings, and lighting?  

  
Do buildings respect the scale and design of existing development and 

other planned development? 

  
Are buildings required to build to the lot line or street frontage to 

activate the street? 

  
Are buildings required to have ―active‖ ground floors with frequent 
entries and windows along sidewalks and walkways? 

M
ix

e
d
-I

n
c
o
m

e
 

D
e
v
e
lo

p
m

e
n

t
   

Do market-rate residential projects include a variety of sizes and types of 

units that give different-sized households a range of choices? 

  Are there requirements for new low- and moderate-income housing as 

elements of market-rate projects? 

  
Are there development incentives, such as density bonuses, reduced 

parking requirements or other incentives, or other funding sources to 

support the construction of affordable units? 

M
ix

 o
f 

U
s
e
s
 

  
Are proposed uses transit-friendly? Will many of the people traveling to 

them find it convenient to use transit rather than a car? (e.g. stand-

alone ―big-box‖ retail is not easily accessible other than in a car) 

  Will the planned mix of uses attract people throughout the day and 

week? 

  
Are uses included that would be conveniences for surrounding residents, 

commercial tenants and transit patrons, eg. coffee and newspapers, 

daycare and drycleaners? 

  
Will new and existing residents and tenants generate enough demand to 

support proposed retail uses or will the plan depend on customers from 

outside of the neighborhood? 

  Will there be a phasing program for the different uses based on market 

demand? 

  Are there plans to convert interim uses – such as surface parking – as 

demand changes? 
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 Yes No  
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  Are pedestrian pathways continuous and easy to navigate? 

  
Are there protected places to walk, or wait for transit if it is raining or 

snowing? 

  
Do buildings include a clear entrance so that people do not have to 

search for the way in? 

  
Do pedestrian pathways and buildings incorporate universal design 

principles for accessibility? 

  
Are there convenient, accessible and secure areas to park bikes at or in 

buildings or parking lots? 

  
Are there tenant showers in commercial buildings for bicycle 

commuters? 

C
a
r 

P
a
rk

in
g
 

  
Is parking screened from the street, e.g. a structured lot ―wrapped‖ by 

residential or commercial space or a surface lot behind the building it 

serves? 

  Are different uses sharing the same parking spots at different times of 

the day? 

  Are there car share parking spaces in private parking lots or on the 

street? 

  Do the parking ratios reflect lower auto ownership rates typically found 
in households living within one-half mile of transit? 

  Will apartments and condominiums separate the cost of parking from 

rents and home prices?  

  Does the property manager have a transportation demand management 

strategy that may include free or discounted transit passes? 

M
a
rk

e
t 

A
s
s
e
s
s
m

e
n
t
   Is there good proximity to downtown, CBD or major employment 

centers? 

  Is this perceived as a strong or hot market? 

  Is there high quality transit service and frequency? 

F
in
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n

c
in

g
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Im
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Does the city/jurisdiction use capital improvement program (CIP), tax 
increment financing (TIF), business improvement districts (BIDs) or 

other funds for transit support improvements? 

  Is it a plan to revise existing zoning and development controls? 

  Does the plan consider how to fund transit, station access, and other 

infrastructure needs? 

  Has the city/jurisdiction or other entity set up a land acquisition fund 

for land around transit stations? 
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Appendix D. Training Resource Guide  
 
TOD Training Materials  
 
Title: Transit-Oriented Development: National Examples and Best Practices  
Date: January 2009  
Author(s): Center for Transit Oriented Development (CTOD) – Sam Zimbabwe  
Summary: A 33-slide presentation detailing the economic, social, environmental, 
health, and transportation benefits of TOD. The presentation also outlines how TOD 
fits into the broader context of current development and transportation trends, and it 
provides useful advice on the implementation process.  
Target Audience: All stakeholders  
 
Title: Transit-Oriented Development: Factors and Elements of Success  
Date: September 2008  
Author(s): CTOD – Sam Zimbabwe  
Summary: A comprehensive presentation on the best practices, benefits, and holistic 
impacts of TOD. In the presentation, the economic, social, health, and environmental 
benefits of TOD are represented in images, graphs and charts. The presentation does 
an excellent job of connecting TOD to regional issues, such as congestion mitigation, 
housing choices, and the potential of TOD to improve regional corridors.  
Target Audience: All stakeholders  
Title: NHI Transportation & Land Use Course – TOD Segment  
Author(s): National Highway Institute (NHI)  
Summary: This lesson, both the presentation and accompanying instructor‘s notes, 
describes TOD in its many forms across the United States. The presentation provides 
statistics on the total number of TOD projects in the US, their transit system, data 
regarding the implementation tools the locality used, and the costs and benefits of 
TOD.  
Target Audience: All stakeholders  
 
TOD Publications & Best Practices  
 
Title:  Bus Rapid Transit and Transit Oriented Development: 
Case Studies on Transit Oriented Development Around Bus Rapid Transit 
Systems in North America and Australia 
 
Title: Transit + Employment: Increasing Transit’s Share of the Commute Trip  
Date: June 2008  
Author(s): CTOD – Ellen Greenberg, Dena Belzer, edited by Gloria Ohland  
Summary: A report on the impact and potential of TOD in improving the daily 
commute of America‘s workforce. The report illustrates the significant number of 
transit trips in the major metropolitan areas of the US, and also the challenges those 
regions would face if transit service was decreased or failed to expand to meet rising 
demand. The report focuses on several large metro areas to demonstrate the best 
practices of TOD systems that are lynchpins of those areas‘ job centers. Evidence is 
also provided regarding the strong connection between TOD and economic stability—
TOD is often inextricably linked to good jobs in the CBD, and it is relied upon by 
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people across the socio-economic spectrum as their preferred means of transportation 
to important economic districts. 
Target Audience: Elected officials, private sector, DOT, Planning Dept. 2 Creating 
Transit Centered Communities Resource Guide  
 
Title: Station Area Planning: How to Make Great Transit-Oriented Places  
Date: February 2008  
Author(s): CTOD  
Summary: A report that describes the range of place typologies for transit stations. 
The typologies described in the report range from the regional to the neighborhood 
level, and are accompanied with images and statistics regarding the design, congestion 
mitigation, and economic impact that each typology can provide.  
Target Audience: Elected officials, community, Planning Dept., DOT  
 
Title: Why Transit-Oriented Development And Why Now?  
Date: 2007  
Author(s): CTOD  
Summary: A report that primarily focuses on the economic benefits of TOD. 
Specifically, TOD‘s ability to increase property values and serve as a stabilizing force in 
the real estate market.  
Target Audience: Private sector, elected officials  
 
Title: Communicating the Benefits of TOD: The City of Evanston’s Transit-
Oriented Redevelopment and the Hudson Bergen Light Rail System  
Date: June 2006  
Author(s): CTOD - Cali Gorewitz and Gloria Ohland  
Summary: A report about TOD projects in three localities: Hoboken and Jersey City, 
New Jersey, and Evanston, Illinois. The case studies in the report demonstrate how 
TOD can improve connections between the CBD and surrounding jurisdictions and, as 
a result, improve the local economy, manage growth, promote walking and biking, and 
preserve existing communities at the same time.  
Target Audience: Elected officials, DOT, Planning Dept., community  
 
Title: Inventory of Transit Guidelines and Standards  
Date: 2009  
Author(s): Reconnecting America  
Summary: A list of over thirty TOD guidelines and standards published and adopted 
by transit and planning agencies in the US and Canada. The list provides the locality, 
date of publication, key sections, and a weblink for each publication.  
Target Audience: Transit agencies, elected officials, private sector, Planning Dept.  
 

Title: Projects on Massachusetts Bay Transportation Authority (MBTA) Surplus 
Property  
Author(s): MBTA and Transit Realty Associates  
Link: www.mbta.com/about_the_mbta/t_projects/projects_tod/?id=1082 and 
www.transitrealty.com/tod.asp  
Summary: These websites describe current TOD projects in Massachusetts. The 
descriptions include a site description, outline of the planning process and, in some 
instances, a copy of the design guidelines regulating the development.  
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Target Audience: Transit agency, Planning Dept. 3 Creating Transit Centered 
Communities Resource Guide  
 
Title: Preserving and Promoting Diverse Transit-Oriented Neighborhoods  
Date: October 2006  
Author(s): CTOD  
Summary: A comprehensive report that attempts to outline who lives near transit 
stops today, and who will live near transit 25 years from now. Key findings of the 
report are high levels of socio-economic diversity of areas close to transit stations, 
dependency of lower-income households on transit for mobility, economic benefits of 
TOD, environmental benefits of TOD, and increasing importance of transit service to 
all demographics.  
Target Audience: Elected officials, DOT, Planning Dept., private sector 
  
Title: An Ordinance to Amend the City of Raleigh Zoning Code to Include a New 
Overlay Zoning District to Regulate Future Development on Properties 
Surrounding Designated Transit Station Locations  
Date: October 2004  
Author(s): City Council of Raleigh, North Carolina  
Summary: A city ordinance intended to promote the development of a concentrated 
mix of pedestrian-oriented land uses around passenger transit stations and stops. The 
ordinance lists the uses, densities, design qualities, and other regulations that the city 
believes will maximize the benefits of developing areas near transit facilities.  
Target Audience: Elected officials, Planning Dept., private sector  
 
Title: Planning for Transit-Friendly Land Use: A Handbook for New Jersey 
Communities  
Date: June 1994  
Author(s): NJTransit  
Summary: This handbook describes strategies, techniques and tools to improve the 
relationship between land use planning and transit toward the creation of more 
pedestrian and transit friendly communities. The book features practical examples 
and implementation tools ways addressing all modes of transportation for transit 
friendly development in New Jersey  
Target Audience: Community, Planning Dept., elected officials  
 
Title: The Role of State DOTs in Support of Transit-Oriented Development (TOD)  
Date: April 2006  
Author(s): Cambridge Systematics, Inc.  
Summary: The research described in this report addresses the role that State DOTs 
can play in supporting transit-oriented development. The report emphasizes 

prioritizing TOD in agency policy, revising agency protocol to remove obstacles to TOD, 
establishing partnerships, advocating for state policy changes, providing technical 
assistance, and conducting education and outreach, among other strategies.  
Target Audience: DOT, elected officials  
 
Title: Smart Growth/Smart Energy Toolkit: Transit Oriented Development  
Author(s): State of Massachusetts, Department of Transportation and Public Works  
Link: www.mass.gov/envir/smart_growth_toolkit/pages/mod-tod.html  
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Summary: A state webpage that outlines the benefits of TOD, along with the state 
policies and incentives that are intended to promote TOD. The website also provides 
guidance on station area plans, design guidelines, zoning requirements, public 
investment policies, and fiscal policies that guide TOD.  
Target Audience: Planning Dept., DOT, elected officials 4 Creating Transit Centered 
Communities Resource Guide  
 
Title: Transit Oriented Development: Moving from Rhetoric to Reality  
Date: June 2002  
Author(s): Dena Belzer and Gerald Autler, Brookings Institute  
Summary: This report shows that the potential for TODs has not been realized with 
most development being transit-adjacent rather than transit-oriented. The report 
suggests six performance criteria to define the success of TODs: 1) location efficiency, 
2) value recapture from the perspective of the resident or user of TODs, 3) livability, 4) 
financial return to the investors, 5) choice of housing type, retail opportunities, and 
travel modes, and 6) efficient regional land use patterns that reduces land 
consumption, housing and job balance and traffic generation. The report spells out six 
challenges that must be met to advance the concept of TODs, including conflicts 
between the transit station and the surrounding neighborhoods, fragmented 
regulatory and policy environment, and unsupportive market conditions. Finally, the 
report recommends a series of actions to allow the various stakeholders to work 
together and specific actions for each one, including transit agencies, local 
governments, and developers and lending institutions.  
Target Audience: All stakeholders  
 
Title: The Bus Route to Redevelopment  
Date: Winter 2009  
Author(s): Darius Sollohub and Mark Solof, InTransition, NJTPA/NJIT  
Summary: A case study of the Euclid Avenue BRT system in Cleveland, which 
attempts to prove that BRT can effectively spur healthy TOD. The case study outlines 
what elements are necessary for a BRT system to attract TOD and what aspects of 
BRT can prevent TOD from happening. The report also briefly sites the Boston BRT 
system for supporting evidence.  
Target Audience: All stakeholders  
 
Title: Transit-Oriented Development in the United States: Experiences, 
Challenges, and Prospects  
Date: 2004  
Author(s): Robert Cervero, et al, TCRP  
Summary: An in-depth report describing the national state of contemporary TOD 
practices. The report is based on a combination of stakeholder surveys, interviews, 

and case studies. Discussed in the report are an overview of TOD in the United States, 
TOD and environmental policy, tools necessary to implement TOD, barriers to TOD, 
benefits—economic, social and transportation—and a long list of case studies to 
provide supporting evidence. The report also contains a bibliography and glossary.  
Target Audience: All stakeholders  
 
Title: Value Capture: How to Get a Return on Investment in Transit and TOD  
Date: 2006  
Author(s): Gloria Ohland  
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Summary: This paper presents examples of successful value capture programs 
including the traditional approach of direct charges in the form of property and sales 
taxes, lease and sales revenues, and fees from parking. The paper then discusses more 
specialized tools such as tax-increment financing, special assessment districts, equity 
participation, and public private partnerships. It gives numerous examples of the 
implementation of these strategies. The paper concludes with the presentation of some 
added ideas that have not yet been tried in the value capture arena.  
Target Audience: Planning Dept., community, elected officials 5 Creating Transit 
Centered Communities Resource Guide 
 
Title: Recommended Practice for Transit Agency, Community and Business 
Partnerships to Promote Transit-Oriented Development  
Date: October 2008  
Author(s): APTA  
Summary: A comprehensive report outlining implementation policies, community 
processes, best practices, and outreach/marketing strategies for building TOD. The 
report also provides 8 case studies of successful TOD projects that have followed the 
process outlined in the report.  
Target Audience: DOT, private sector, elected officials  
  
Title: Summary of Principles for TOD Guidance  
Date: October 2008  
Author(s): APTA Sustainability and Urban Design Standards Working Group  
Summary: This summary document presents recommendations for TOD with regard 
to land use mixture, density, street design and network, and transit area ―zones.‖ 
These best practices are a compilation of 19 guidance documents and Reconnecting 
America/Center for Transit Oriented Development‘s Station Area Planning Guidebook.  
Target Audience: Planning Dept., transit agency  
 
Related Planning Resources  
 
Title: Houston, TX Access Management Guide – SH 6 Corridor Access 
Management Plan  
Author(s): Houston-Galveston Area Council (H-GAC)  
Summary: A presentation outlining Houston‘s Livable Centers initiative. Livable 
centers are areas containing quality places, ―where people can travel between several 
destinations without having to use their cars.‖ The presentation focuses on the SH6 
corridor, which the H-GAC has targeted for conversion to livable centers. The design 
and infrastructure investments that are needed for that conversion, and the political 
and public process that H-GAC plans to undertake to implement their projects are 
discussed.  

Target Audience: All stakeholders  
 
Title: Indianapolis Regional Center & Metropolitan Planning Area Multi-Modal 
Corridor and Public Space Design Guidelines – Steps to Determine District 
Connectivity  
Summary: Step-by-step instructions intended to assist agencies and developers in 
identifying and selecting a pedestrian district within their communities, and to 
determine the connectivity needs of that area. This district connectivity exercise helps 
to identify deficiencies in pedestrian, bicycle, or vehicle connections. The document 
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states that by establishing multiple connections, it becomes more convenient and 
feasible to walk, bike, and use transit.  
Target Audience: DOT, Planning Dept., community  
 
Title: How Far, by Which Route and Why? A Spatial Analysis of Pedestrian 
Preference  
Date: June 2007  
Author(s): Marc Schlossberg, et al  
Summary: This paper determined that people are willing to walk farther to reach light 
rail stations than previously assumed, and that time and distance are the most 
important factors in determining willingness to walk, and secondarily the amenities 
along the way, safety and avoidance of red lights are factors. 
Target Audience: DOT, Planning Dept., elected officials 6 Creating Transit Centered 
Communities Resource Guide  
 
Title: Parking Policy for Transit-Oriented Development: Lessons for Cities, 
Transit Agencies, Developers  
Date: 2005  
Author(s): Richard Willson  
Summary: This report discusses how excessive supply of parking brought on by 
parking regulations that mandate high parking ratios, work against transit use and 
other TOD objectives. It makes recommendations for Cities, transit agencies, and 
developers.  
Target Audience: All stakeholders  
 
Title: Transit Friendly Parking Structure Guidelines: Planning, Design and 
Stewardship  
Date: April 2007  
Author(s): Darius Sollohub, NJIT  
Summary: This study addresses the issues and opportunities associated with the 
conversion of surface parking lots to structured parking, structured around three 
main sections: planning, designing and stewardship. It addresses community 
concerns and processes, alternative parking strategies, design and engineering aspects 
of parking structures, as well as financing options. New Jersey examples are cited.  
Target Audience: Transit agency, Planning Dept., private sector 
  
Title: Parking Alternatives: Making Way for Urban Infill and Brownfield 
Redevelopment  
Date: November 1999  
Author(s): USEPA  
Summary: This guide reviews the costs of generic parking requirements, generally 

established as minimum ratios and based on suburban standards and proposes 
alternative strategies that enable a reduction in needed parking spaces. The report 
discusses the following innovative parking alternatives: In-lieu parking fees, shared 
parking, centralized parking, maximum limits, parking freezes, and demand 
reduction.  
Target Audience: Transit agency, Planning Dept., private sector  
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Title: Zoning and Real Estate Implications of Transit-Oriented Development  
Date: January 1999  
Author(s): TCRP  
Summary: This digest covers both the legal elements of TOD policies such as density 
and use regulations, transfer of development rights, and procedures for implementing 
TOD, as well as the legal basis for TOD, zoning authority, takings, environmental 
impact statements, intergovernmental agreements.  
Target Audience: Transit agency, Planning Dept., private sector  
 
Additional materials on TOD best practices and related planning topics are available 
on Reconnecting America‘s Best Practices Clearinghouse: 
www.reconnectingamerica.org/public/practices 
 
DRCOG Planner Idea Exchange 
www.drcog.org/index.cfm?page=PlannerIdeaExchange 
 
Portland Metro TOD Program 
www.metro-region.org/index.cfm/go/by.web/id=140 
 
Reconnecting America 
www.reconnectingamerica.org 

http://www.reconnectingamerica.org/public/practices
http://www.drcog.org/index.cfm?page=PlannerIdeaExchange
http://www.metro-region.org/index.cfm/go/by.web/id=140
http://www.reconnectingamerica.org/

