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1.0 Introduction
Why develop this framework and how can it be used?
The Florida Department of Transportation (FDOT), in 
partnership with the Florida Department of Community 
Affairs (DCA), developed A Framework for Transit Oriented 
Development (TOD) in Florida to address how TOD can be 
a part of transforming Florida’s existing auto-oriented, largely 
suburban patterns of development into more compact, livable 
patterns that support walking, biking, transit, and shorter-length 
auto trips. This effort was initiated as local governments in 
Florida increasingly encountered TOD concepts and projects 
characterized as “TOD” for adoption in their comprehensive 
plans, land development codes, and development review 
processes. A working group composed of agency and local 
government representatives was formed to develop Florida-
specific TOD design guidelines and implementation strategies. 
FDOT held a series of ten workshops across the state to present 
draft TOD materials.  In response to input received during 
those workshops, the scope of the effort was expanded to also 
address broader transit planning, interagency coordination, and 
TOD implementation issues.         

The purpose of this framework is to provide planners, 
developers, elected officials, and the general public with a 
Florida-specific resource for TOD and transit planning.  As a 
framework document, it does not provide a how-to guide but 
rather illustrates the key considerations and questions to be 
addressed when embarking on TOD and transit planning in the 
Florida context. 

1A Framework for TOD in Florida	 March 2011

Ybor City Light Rail, Tampa, Florida  

Mixed use, high density neighborhood in downtown 
Orlando, Florida 
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The framework includes TOD place types that 
address land use and urban design considerations for 
transit station areas.  Presented with both qualitative 
and quantitative information, they can help planners 
and developers assess how transit-ready existing 
development patterns are and help guide decision 
making in the direction of creating more compact 
and transit supportive development patterns in the 
future.  Additionally, the framework is intended to 
assist local governments in defining TOD areas as 
part of their local government comprehensive plans 
and to implement recommended development 
standards for TODs to better support local transit 
services.

Notably, TOD and transit planning and 
implementation are at an early stage in the Sun 
Belt compared to other parts of the nation with 
long-established transit systems.  While guidance 
and best practices in TOD are readily available, 
data and analysis pertinent to the implementation 
of newer transit systems into communities with 
existing suburban type of development patterns 
are still being compiled. Retrofitting these places 
for transit provides a host of new considerations 
relative to expectations on transit ridership, phasing 
of TOD, redevelopment and economic development 
potential.   Active research related to redevelopment 
is underway by the Transit Cooperative Research 
Program and Reconnecting America’s Center for 
TOD, and other organizations. Guidance for TOD 
and transit planning in Florida will continue to 
evolve as research is completed, more case studies 
and best practices emerge, and more experience is 
gained implementing TOD in Florida.

Bicycles parked outside Metrorail station in Miami, Florida

Bus station, downtown Tallahassee, Florida
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What is TOD? 
In the simplest terms, TODs are compact, moderate to 
high intensity and density, mixed use areas within one 
half mile of a transit stop or station which is designed to 
maximize walking trips and access to transit. They also are 
characterized by streetscapes and an urban form oriented 
to pedestrians to promote walking trips to stations and 
varied other uses within station areas. One-quarter mile 
and one-half mile distances represent a 5 to 10 minute 
walk time, which is the amount of time most people are 
willing to walk to a destination. The most intense and 
dense development is typically located within the one-
quarter mile radius (transit core). Intensities and densities 
gradually decrease out to the one-half mile radius (transit 
neighborhood) and the one mile radius (transit supportive 
area). The transit core, the transit neighborhood, and 
the transit supportive area are depicted in Figure 1. An 
example of the TOD diagram applied to the Ballston Metro 
Station in Arlington County, Virginia is provided in Figure 
2. A TOD station area for purposes of this framework 
document is composed of the transit core and the transit 
neighborhood.

Figure 1: TOD Diagram

Station Area: one-half mile or approximately 500 
acres around transit station composed of transit core 
and transit neighborhood 

Transit Core: first-quarter mile or approximately 125 
acres around transit station

Transit Neighborhood: second-quarter mile or 
approximately 375 acres surrounding transit core 

Transit Supportive Area: one mile around transit 
station

What is a Transit Station?  For purposes of 
this framework document, a transit station, 
as distinct from a bus stop, is defined as a 
station serving a premium type or types of 
transit (e.g., commuter rail, light rail, or bus 
rapid transit) or a station that functions as 
a local bus hub.  A local bus hub or transfer 
station is considered to be a premium transit 
station if it serves a minimum of three fixed 
routes operating with headways of 21-30 
minutes or less (consistent with the Level 
of Service D standards in the Transportation 
Research Board, Transit Capacity and Quality 
of Service Manual, 2nd Edition). Transit 
stations also serve as intermodal hubs, 
typically connecting two or more modes of 
transportation.  Park and ride lots adjacent 
to transit stations and local buses serving rail 
transit stations are part of the mix. Effective 
TODs provide for seamless transitions between 
modes (i.e., walking, biking, or automobile to 
rail or bus and vice versa). 
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More information 
on the Ballston 
Metro Station 
and associated 
Rosslyn-Ballston 
Corridor is 
provided with 
Figure 11 in 
Section 2.0.

Figure 2: Ballston Metro Station,  Arlington County, Virginia

The mix of uses in TODs, such as residential, office and retail, is influenced by the location of a station 
relative to the surrounding community context, the role of the transit corridor as part of the larger transit 
system, and the type or types of transit serving the station (e.g., heavy rail, commuter rail, light rail, modern 
streetcar, bus rapid transit, local/express bus). Increasing recognition is being given to the importance of 
ensuring that housing in and around TODs is affordable to households with a mix of incomes. The mix of 
uses and intensities and densities of development directly translate into transit ridership potential and trip-
making patterns at each station area.  With specific corridor level ridership goals or transportation mode 
split goals, individual station area characteristics can be adapted to reflect the surrounding community 
context and achieve mobility goals. 

In addition to the diversity of land uses, the design of the TOD is also important.  The infrastructure to 
support walking, bicycling and easy access to transit is important to the success of the transit system 
and community.  In Florida, where extreme climate conditions of heat and thunderstorms are a factor, 
the quality of the walking environment is a major design consideration.  A typical walk time of 5 to 10 
minutes in moderate climates could be cut in half in Florida’s climate extremes.  As a consequence, TODs 
in Florida need to incorporate a range of features that enhance the walking environment or shorten 
walking trip lengths. Examples of such features are creating shaded walking conditions, providing shelters, 
maintaining natural breezeways, and further concentrating uses within the one-quarter mile radius of a 
station entrance to reduce walk times to destinations.   
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What are the benefits of TOD?
First and foremost, the goal of TOD is to create 
compact, walkable development that will maximize 
transit ridership potential, which, in turn, will create 
a strong revenue return (i.e., farebox receipts) from 
transit investments.  When combined with other land 
use and transportation strategies that support more 
compact, walkable development patterns, TODs can 
help change travel behaviors by making the walking 
trip or the transit trip as desirable as an auto trip 
to reach a destination.  The full benefits of TOD 
typically occur over a period of time, as each station 
area evolves in response to market conditions.  This 
evolution can take decades, but many of the benefits 
can be realized incrementally. Such benefits often 
align with other community livability goals relevant 
to the Florida context, including opportunities for 
the following: 

•	 Encouraging a more sustainable transportation system over the long-term by creating viable options for 
people to get to destinations other than by automobile.

•	 Reducing reliance on the traditional strategy of building new roadways or widening existing roadways 
to meet transportation needs as Florida continues to grow.

•	 Providing a design and development strategy that will help convert suburban, auto-dominated patterns 
into more urban, compact, walkable patterns in post-World War II Florida cities.

•	 Reducing the costs of delivering public services by encouraging infill and redevelopment in existing 
urban areas with existing infrastructure. 

•	 Creating incentives, such as reduced parking requirements and increased intensities or densities, to 
promote private sector investment in existing urban areas and economic development. 

•	 Creating opportunities for diverse housing options with a range of prices located within walking distance, 
an easy transit ride, or a shorter-length auto trip to a variety of destinations.

•	 Reducing combined housing and transportation costs for households by providing options to auto 
travel.

•	 Providing new locations for housing options that reflect Florida-specific demographic trends. 

•	 Encouraging more healthy lifestyles by creating a pattern of development in which walking and biking are 
a part of everyday travel behaviors. 

•	 Reducing vehicle miles traveled (VMT), dependence on fossil fuels, and associated greenhouse gas 
emissions through increases in walking and biking trips, transit trips, and shorter-length auto trips.   

•	 Providing a more compact development pattern overall that preserves open space and natural resources 
and protects Florida’s critical groundwater recharge areas and wildlife habitats.

Mixed use development with residential in downtown Gainesville, Florida
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Housing diversity,  Avalon Park, Orange County,  FloridaWalkable streetscapes and public open space,  Tallahassee,  Florida

“Market trends reveal a growing demand for smaller houses in walkable communities. According to a forthcoming ULI study 
on the future of housing, two groups will exert the most impact on housing in the coming decades: the baby boomers and 
the equally large group of young adults forming new households. As they age, baby boomers will be seeking smaller homes 
with nearby conveniences, but they will face weakened markets for their large homes in the suburbs. For younger adults, 
homeownership competes with other objectives such as living in vibrant urban settings, staying connected, and a greater sense 
of community. These trends indicate that there will be an excess of large-lot, single-family houses; demand for new housing 
will be defined by smaller houses on smaller lots, townhomes, and apartments. National trends are also taking hold in Florida: 
as compared to previous decades, the 25-to-44 age group and the 65-and-up age group are both projected to increase 
significantly in the coming decades.”

Excerpt from:  Urban Land Institute: Connecting Florida: Transit and Florida’s Economy.

Washington, D.C.: Urban Land Institute, 2010.
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Federal Interagency Sustainable Communities Partnership - Livability Principles 
In June 2009 the U.S. Department of Housing and Urban Development (HUD), the U.S. Department of Transportation (DOT), and 
the U.S. Environmental Protection Agency (EPA) formed a new partnership to help American families in all communities—rural, 
suburban and urban—gain better access to affordable housing, more transportation options, and lower transportation costs.  
The three agencies are working  together to ensure that these housing and transportation goals are met while simultaneously 
protecting the environment, promoting equitable development, and helping to address the challenges of climate change.  
Through their partnership, HUD, DOT and EPA are coordinating federal housing, transportation, and environmental protection 
investments and identifying strategies supportive of the following six livability principles:

Provide more transportation choices. Develop safe, reliable, and economical transportation choices to decrease household 
transportation costs, reduce the nation’s dependence on foreign oil, improve air quality, reduce greenhouse gas emissions, and 
promote public health.

Promote equitable, affordable housing. Expand location- and energy-efficient housing choices for people of all ages, incomes, 
races, and ethnicities to increase mobility and lower the combined cost of housing and transportation.

Enhance economic competitiveness. Improve economic competitiveness through reliable and timely access to employment centers, 
educational opportunities, services, and other basic needs by workers, as well as expanded business access to markets.

Support existing communities. Target federal funding toward existing communities—through strategies like transit oriented, 
mixed-use development, and land recycling—to increase community revitalization and the efficiency of public works investments 
and safeguard rural landscapes.

Coordinate and leverage federal policies and investment.  Align federal policies and funding to remove barriers to collaboration, 
leverage funding, and increase the accountability and effectiveness of all levels of government to plan for future growth, 
including making smart energy choices such as locally generated renewable energy.

Value communities and neighborhoods. Enhance the unique characteristics of all communities by investing in healthy, safe, and 
walkable neighborhoods—rural, urban, or suburban.

What Is Compact Development?
“Successful compact development is a land use settlement pattern that features most or all of the following:

•	 concentrations of population and/or employment; 
•	 medium to high densities appropriate to context; 
•	 a mix of uses; 
•	 interconnected streets;
•	 innovative and flexible approaches to parking;
•	 pedestrian-, bicycle-, and transit-friendly design; and
•	 access and proximity to transit.

Compact development can be built anywhere. It encompasses residential and commercial development and can be adapted to 
urban, suburban, and rural settings. Single-family houses, townhomes, and apartments all have a place in compact development. 
Employment centers are also important candidates for compact development.”

Excerpt from:  Land Use and Driving: The Role Compact Development Can Play in Reducing Greenhouse Gas Emissions

Washington, D.C.: Urban Land Institute, 2010.
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Why is it important to plan 
for TOD at the system, cor-
ridor and station levels?  
TODs are broad one-half mile 
areas centered on transit stations 
as defined in a local government 
comprehensive plan or individual 
development sites located within 
the designated TOD.  However, 
when planning for TOD it is 
important to recognize that transit 
stations connect with transit 
corridors, which together form a 
transit system. This transit system, 
in turn, is part of a multimodal 
transportation system. The set of 
schematics in Figure 3 shows the 
three levels of transit planning and 
the links between them. Figure 
4 provides an example of transit 
planning at the system, corridor 
and station level in the Denver 
region.

Figure 3: System, Corridor and Station Level Planning
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Since the late 1990s, the greater Denver region has advanced it integrated planning efforts in support of a new, more compact 
growth vision and multimodal transportation strategy. A cornerstone of these efforts is the FasTracks Program, with implementation 
of a multi-billion dollar comprehensive transit expansion plan underway. This plan provides for 122 miles of new commuter rail 
and light rail, 18 miles of bus rapid transit, 21,000 new parking spaces at light rail and bus stations, and enhanced bus service to 
create seamless bus/rail connections across the eight-county region. The Denver Regional Council of Governments, the Regional Transit 
District of Denver, and several jurisdictions continue to coordinate and implement plans at the system, corridor, and station levels.  

Page 1 of 2Gallery Window

1/9/2011http://www.rtd-fastracks.com/image_viewer.php?img=151&section=main

FasTracks
System 2009

41st and Fox Station 
Area Plan Alternative 
Gold Line Corridor

FasTracks 
Gold Line Corridor

Figure 4: System, Corridor and Station Level Planning in Denver Region

Denver FasTracks
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When planning for TOD within larger corridor and 
system contexts, it is important to understand the travel 
dynamics of the transit system given existing conditions 
and potential future development or redevelopment 
opportunities. Where are people going to or coming 
from?  Which stations  currently do or will serve as major 
origin points for travel, which ones currently do or will 
serve as major destinations, and which ones currently do 
or will serve as both?  Where do the greatest economic 
development opportunities exist?  Which station areas can 
maximize access to transit by walking trips?  TODs need 
to be designed to optimize the prospects of achieving 
corridor or system level transit ridership goals.  

The mix of uses and intensities and densities of 
development within TODs will vary depending on the 
transit types present or planned (e.g. heavy rail, commuter 
rail, light rail, modern streetcar, bus rapid transit, local/
express bus), station spacing and phasing along a transit 
corridor, community context, and transit ridership goals.  
For example, a TOD at the end of a commuter rail line 
connecting outer neighborhoods to a downtown job 
center may be residentially rich, moderately dense, and 
have an ample supply of parking. In contrast, a TODs at 
the downtown end of that line may be jobs rich, have 
much higher intensities and densities of development, 
and contain little parking in the station area. As another 
example,  TODs along a suburban corridor retrofitted for 
a light rail line may have similar intensities and densities of 
development, but the mix of uses in each station area may 
vary based on the specific neighborhood or commercial 
zone in which the station area is located. 

In Florida, existing station areas are typically located in 
developed areas. The process of phasing in TOD through 
redevelopment in such station areas to achieve maximum 
transit ridership potential can take years to complete due to 
the varying time frames associated with the implementation 
of individual development sites.  The timing and phasing of 
individual developments is highly dependent on real-estate 
market trends and overall economic conditions. Therefore, 
when considering the location of TOD relative to transit 
corridor alignments, careful thought needs to be given to 
selecting station areas with the greatest potential to meet 
transit ridership goals, as well as economic development 
and other community or regional goals, over the desired 
period of time. 

Downtown Lymmo Bus Transfer Station, Orlando, Florida
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Redevelopment Framework Plan with TOD,  Vine Street Corridor, Kissimmee, Florida

Targets for measures of intensity, density, mix of use, urban form, street networks, and parking for 
station areas by TOD place type are presented in Section 3.0, Station Area Planning. Among other 
things, these targets reflect an understanding of existing development patterns in Florida, a review of 
available literature on TOD, and consideration of transit ridership goals.  Integrated TOD and transit 
planning allows for an iterative give and take planning process to balance system, corridor, and station 
level dynamics relative to transit ridership goals, mode split targets, cost-benefit analyses, economic 
development potential, and community livability goals.

The above map illustrates the overlay district created by the City of Kissimmee, Florida for the Vine Street Corridor.  The 
purpose of the overlay district is to encourage redevelopment at transit-ready densities and intensities.  The vision of the 
City includes the potential for a regional bus rail transit (BRT) or light rail system along the corridor that will ultimately 
connect with the new SunRail Commuter rail station located in the historic downtown.  The red, orange and yellow shading 
on the map designates different station area placetypes and corresponding intensities including urban center, urban general 
and suburban respectively.    



12 A Framework for TOD in Florida	 March 2011

What are the key opportunities and challenges for implementing TOD in Florida?
Implementing TOD in the Florida context presents both opportunities and challenges. One commonly 
cited opportunity is the growing consensus that long-term mobility challenges in the state cannot be 
solved through a continued emphasis on travel by automobile alone. With growing societal interest in 
creating livable and more sustainable communities, implementation of TOD concepts in support of transit 
investments is garnering more public support.  One commonly cited challenge is finding an answer to the 
question of which comes first, TOD or the transit investment? Planning for TOD and transit concurrently, 
and considering the phasing elements associated with each, is the answer.  

Some of the other key opportunities and challenges for implementing TOD in Florida are highlighted 
in the boxes below. This framework document does not attempt to provide solutions for all of the 
challenges. It does, however, provide insights and guidance that can help communities and regions position 
themselves to pursue the opportunities and deal effectively with the challenges.

TOD Opportunities	
•	 The benefits of TOD go beyond helping to maximize transit ridership potential. TOD supports a variety 

of community livability goals such as increasing transportation choices, contributing to more compact and 
energy-efficient development patterns, encouraging reinvestment and redevelopment in existing urban areas, 
reducing VMT, and supporting placemaking. 

•	 Florida statewide demographic trends show an increase in baby boomers, echo boomers, and foreign-born 
populations.  Retiring baby boomers are increasingly seeking lower maintenance housing with more amenities 
located nearby.  Echo boomers are seeking housing options located in vibrant, mixed use urban centers. 
Foreign-born populations are often accustomed to utilizing transit.

•	 State and federal investments in commuter rail, intercity passenger rail, and high speed rail systems provide 
an impetus for more local and intra-regional transit system planning and TOD to support those systems.  
Transit systems also can provide reliever mobility for congested Strategic Intermodal System (SIS) roadway 
facilities.

•	 Federal policy and investment trends indicate a growing emphasis on community livability and sustainability, 
which aligns well with the design principles of TOD.  

•	 Implementing land use strategies, such as TOD, that support more walking trips and shorter-length auto trips 
is a cost-effective way to address transportation needs stemming from new growth.

•	 TOD and complementary multimodal transportation system planning can provide a template for developing 
integrated land use and transportation strategies that support mobility as part of local government 
comprehensive plans. 

•	 Overall heightened interest in implementing land use and transportation strategies to help reduce VMT and 
greenhouse gas emissions. 

•	 Given their potential for higher density, more compact housing, TODs can provide an opportunity for creation 
of housing that is diverse in type, size, and price and affordable to households with a mix of incomes. Access 
to housing within walking distance of transit can reduce or eliminate the need for auto ownership and its 
associated cost. 
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TOD Challenges
•	 Land use is locally controlled in Florida, but transit planning and funding often involves several county 

and regional transportation entities. Integrated, coordinated planning for TOD and transit requires new 
intergovernmental cooperation, joint funding from all levels of government including public-private 
partnerships, and planning models for the Florida context. 

•	 Market conditions and economic cycles influence the rate at which Florida communities grow or redevelop 
over time.  This situation creates challenges for implementing TOD when short-term market dynamics 
cannot support the mix of uses and intensities and densities of development desired by local jurisdictions.  
Phasing of TODs also requires careful planning to manage parking supply and demand as areas transition 
from auto-oriented to multimodal places.  

•	 Increasing transit ridership in Florida requires not only changes in land use patterns to promote compact 
development but also providing more comfortable, efficient and convenient transportation alternatives and 
stronger marketing by transit agencies to attract choice riders (those who have access to other means of 
transport but choose transit as their preferred mode of transportation).

•	 TODs need to be coordinated with the availability of transit services. The provision of such services 
requires capital investments (e.g., to purchase transit vehicles) and funding for operation and maintenance 
costs. Without long-term reliable revenue sources to fund operation and maintenance costs, transit services 
central to the functionality of TODs could be reduced or discontinued.

•	 Florida climate extremes (high heat and thunderstorms) are often cited as an obstacle to encouraging 
walking, biking, or transit as primary modes of transportation.

•	 Retrofitting Florida suburbs to support TOD presents unique challenges in addressing physical barriers to 
walkability such as gated communities, cul-de-sac roadway networks, high speed and wide roadway rights-
of-way, land availability and ownership, and public concerns with increased densities.

•	 TOD has the potential of creating more and diverse housing options with walk or bike access to transit. 
Adoption and implementation of strong mixed-income housing policies combined with developer incentives 
may be needed to ensure delivery of a balance of market rate and affordable housing in TODs.  

•	 The institutional and jurisdictional frameworks that influence land use and transportation policy in 
Florida are not traditionally integrated or regional in nature. As a consequence, planning for TOD across 
jurisdictional boundaries is typically a challenge.

Florida rainstorm Typical low density suburban highway commercial arterial
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2.0 Integrated Transit and Land Use Planning
Planning Considerations at Different Levels 
and Time Horizons
As indicated in Section 1.0, planning for TOD 
requires consideration of transit and land use 
issues at the system, corridor, and station levels. It 
also requires coordination across various planning 
processes conducted at municipal, county, regional, 
or statewide scales by local governments, transit 
agencies, Metropolitan Planning Organizations (MPOs), 
Regional Transportation Authorities (RTAs), Regional 
Planning Councils (RPCs), and FDOT.  The planning 
requirements and time horizons used for these various 
planning processes vary.  MPOs typically use a 20 to 25-
year planning horizon for their multimodal long range 
transportation plans. The planning horizon for transit 
development plans produced by Florida transit agencies 
is 10 years. Each local government chooses the long 
range planning horizon for its comprehensive plan so 
long as it extends out at least 10 years. Comprehensive 
plans are composed of multiple elements (e.g., future 
land use and transportation) that are required to be 
internally consistent. Integrated planning, with an 
emphasis on integrated transit and land use planning, 
is needed to ensure that transit investments are 
optimized as community goals for TOD are met. This 
requires a review of available and planned transit services identified in various transportation and transit 
plans and analyzing how future land use plans of local governments can better support future transit 
service in the area. It also requires involvement of various agencies at all levels of government, bringing 
resources together to accomplish a similar goal in building more sustainable communities and making 
transit a more viable travel option. 

Successful TODs at the station level build upon sound planning and policy decisions made at the system 
and corridor levels. Linked corridor and station level planning attempts to maximize station area potential, 
in terms of total development and walking trips to access transit, while taking into account corridor 
feasibility and cost considerations. See Figure 5 for an example. Decisions made regarding transit corridor 
alignments, can have a profound impact on TOD potential and transit ridership. The engineering and 
cost factors considered when locating a transit corridor can often take priority over other factors 
such as proximity to high populations or activity centers or suitable land uses with potential for future 
TOD development.  As such, the long term benefits of TOD potential and other community livability 
considerations should be quantified to the greatest extent possible to ensure a balanced approach to 
benefit costs analyses conducted during corridor alternative studies.  

Multiple modes accommodated in an urban setting, 
downtown Jacksonville, Florida
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South Florida East Coast Corridor Transit Analysis
A group of transportation partners initiated the South Florida East Coast (FEC) Corridor Transit Analysis in 2005 in response 
to an identified need for passenger transit service along the east side of Miami-Dade, Broward, and Palm Beach counties. The 
85-mile long corridor under study represents the historic economic core of Southeast Florida that developed along the FEC 
railroad. Station planning has been an integral part of the corridor planning process from the start. A three-step evaluation 
process was used to narrow the field of potential station locations from 98 to 52. This process considered 18 factors such 
as existing and future land use, access, economic development potential, demographics, land availability, and environmental 
impact. 

Local government, RPC, MPO, transit agency, and other partners have been and remain actively engaged in the study, including 
as members of a Station Working Group. The current focus of the working group is on drafting a model Station Area Land 
Use Ordinance providing for TOD around stations with intensities and densities consistent with FTA New Starts program land 
use criteria. The intent is to have regulations in place reflecting future land uses favored by FTA in its rating process prior 
to submission of a FTA application. Prioritization of the potential station locations and continued engagement with local 
governments on station area planning will take place in the third phase of the study. That phase started in late 2010. 

The station typology developed for the corridor identifies eight station types which accommodate the range of communities 
along the corridor and different functions to be served. The station types are City Center, Town Center, Neighborhood, 
Employment Center, Local Park-Ride, Regional Park-Ride, Airport/Seaport, and Special Event Venue. The station typology reflects 
a detailed analysis of existing conditions and is tailored to the specific community context. Design guidelines are available 
for each station type. The corridor-specific guidance provided by the station typology is compatible with the target ranges of 
development intensity and density identified for station areas by TOD place type in this framework document. 

An additional factor in the mix is real estate economics. The timing and amount of development or 
redevelopment within a station area have a significant impact on transit ridership. An understanding of 
regional and sub-market growth trends, including predicting pricing supply and demand, is needed to gauge 
how quickly individual station areas may attract new growth or redevelop. Understanding these factors can 
help communities assess how much of the growth potential for a region or sub-market can reasonably be 
expected to be captured within specifics TODs and help inform decision making regarding transit investment 
priorities.   

The subsections that follow include sets of questions appropriate to pose and repeat, as applicable, when 
planning at the system, corridor, and station levels.  Some of the questions fall outside the traditional emphasis 
areas for transit system and corridor planning. Together they form a sort of blueprint for a broader, more 
integrated approach to TOD and transit planning.  
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South Florida East Coast Corridor Study

Mode              ·              Service              ·              Stations              ·              Environment              ·              Process

sd

BACKGROUND

This typology will be used to help identify the location and characteristics of each station 
along the SFECC. 

Stations impact, and are impacted by, their surroundings. Because of that fact, it is 
important that SFECC stations be designed to respond to existing and planned land uses 
around the station. By integrating existing land use issues and future plans into the station 
selection process, this will help maintain, or even enhance, each community’s character 
while providing corridor-wide consistency and continuity.

TYPOLOGY

The  rst step in this process for the design of all the stations on the corridor is to de ne 
the possible station types. Eight generically de ned stations have been created:

City Center Stations• 
Town Center Stations• 
Neighborhood Stations• 
Employment Center Stations• 
Local Park-Ride Stations• 
Regional Park-Ride Stations• 
Airport/Seaport Stations• 
Special Event Venue Stations• 

Each station type is de ned by a series of on-site and off-site land use criteria for 
characteristics such as parking, vehicular access, acreage, and zoning.  Some criteria, 
such as acreage requirements and vehicular access, are focused on how the station 
would operate in existing station-area conditions. Other criteria, notably zoning, re ect 
the need to look forward and encourage new transit-oriented development along the 
corridor.

SFECC CORRIDOR MAP

STATION ACCESS WILL BE A 
MAJOR FACTOR IN SITING 
STATIONS

SOME STATION TYPES ARE MEANT TO IMPROVE 
MOBILITY WHILE MAINTAINING EXISTING COMMUNITY 
CHARACTER

OTHER STATION TYPES CAN HELP 
PROMOTE NEW TRANSIT-ORIENTED 
DEVELOPMENT

STATIONS

8 generic station “types” have been identi ed• 

Each station type has unique characteristics, • 
such as:

  · Size

  · Parking

  · Ideal surrounding land use

96 Candidate station locations will be • 
evaluated to determine:

  · Should a station exist there

  · What kind of station it should be 

BIG PICTURE

Location Evaluation
INTRODUCTION

At this stage, over 90 possible station locations have been identi ed.  Each station location will be 
evaluated to determine the best locations and appropriate station types. This evaluation will be 
based on 8 primary factors:

•   Transit-oriented development potential •   Land availability for station and parking
•   Environmental factors •   Projected ridership
•   Economic development potential •   Intermodal connectivity
•   Accessibility •   Community preference

METHODOLOGY

The evaluation will  rst identify ‘anchor stations’, de ned as  xed, high-ridership hubs of the system.  
The primary anchor stations will be the City Center Stations and Airport/Seaport Stations.  

A secondary group of ‘key stations’ will then be identi ed, which will include Town Center Stations 
and Regional Park-Ride Stations.  These stations will have high ridership and will serve as secondary 
hubs of the system. 

Once the anchor stations and key stations are identi ed, intermediate stations will be considered, 
which includes Employment Centers, Local Park-Rides, Neighborhood Stations and Special Event Venue 
Stations. 

Using the 8 primary factors, 18 evaluation elements have been identi ed. These 18 elements help to 
 esh out the primary factors. Each station type has required characteristics based on the 18 elements. 
For instance, City Center stations should have high population and employment density, and zoning 
that supports mixed use high-density development. 

Shown below is a blank evaluation sheet to be used for City Center Stations.
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1 JUP Indiantown Rd
2 JUP Toney Penna Dr
3 JUP Frederick Small Rd
4 JUP Donald Ross Rd
5 PBG Hood Rd
6 PBG PGA Blvd
7 NPB Northlake Blvd
8 NPB Northlake Blvd
9 LPK Park Av

10 RVB Blue Heron Blvd
11 RVB Blue Heron Blvd
12 RVB 13 St
13 WPB St Mary's
14 WPB 45 St
15 WPB Northwood
16 WPB 23-25 St
17 WPB Palm Beach Lakes Blvd
18 WPB Government Center
19 WPB Evernia 
20 WPB Okeechobee Blvd
21 WPB Belvedere Rd
22 WPB Southern Blvd
23 WPB Forest Hill Blvd
24 LKW 10 Av N
25 LKW Lake - Lucerne Avs
26 LKW 6 Av
27 LAN Lantana Rd
28 LAN Hypoluxo Rd
29 BYN Royal Palm Dr
30 BYN Boynton Beach Blvd
31 BYN SE 15 Av
32 GST Gulfstream Blvd
33 DLR Atlantic Av
34 DLR Linton Blvd
35 BOC Hidden Valley Blvd
36 BOC Jeffery St
37 BOC NW 51 St
38 BOC NW 20 St
39 BOC Glades Rd
40 BOC Palmetto Park Rd
41 BOC Camino Real
42 DRF E Hillsboro Blvd
43 DRF SW 10 St
44 PMP E Sample Rd
45 PMP Copans Rd
46 PMP Pompano Transfer
47 PMP NW 6 Av
48 PMP E Atlantic Blvd
49 PMP SW 6 St
50 PMP McNab Road
51 OAK Cypress Creek Rd
52 OAK NE 56 St
53 OAK Commercial Blvd
54 OAK NE 38 St
55 OAK Oakland Park Blvd
56 WLT NE 26 St
57 FTL NE 15th Street
58 FTL Sunrise Blvd
59 FtL Sistrunk (NW 6th)
60 FTL Government Center
61 FTL SW 9 St
62 FTL SE 17 St
63 FTL SW 24 St
64 FLL Terminal Dr
65 DAN Dania Beach Blvd
66 HLY Sheridan St
67 HLY Taft St
68 HLY Johnson St
69 HLY Hollywood Blvd
70 HLY Washoington St
71 HLY Pembroke Av
72 HAL E Hallandale Beach Blvd
73 AVE NE 209 St
74 AVE NE 193-203 St
75 AVE NE 185 St
76 NMB NE 163 St
77 NMB NE 151 St
78 NMI NE 135 St
79 NMI NE 125 St
80 BSP NE 116 St
81 MIS NE 96 St
82 ELP NE 87 St
83 MIA NE 79 St
84 IRS NW 14 Av
85 IRS NW 22 Av
86 IRS NW 27 Av
87 MIA NE 71 St
88 MIA NE 61-62 St
89 MIA NE 54 St
90 MIA NE 39 St
91 MIA NE 31 St
92 MIA NE 20 St
93 MIA NW 19 St
94 MIA NE 11 St
95 MIA Biscayne Boulevard
96 MIA Government Center

Elements

STATION TYPE DESCRIPTION
Located in dense urban areas, these stations handle large 
passenger loads without the need for dedicated parking, as a 
full range of goods and services are available within walking 
distance. These stations also function as multi-modal centers, 
connecting commuters to local buses or other transit modes.  

STATION STATISTICS

Parking Requirements

Spaces / Structures
No dedicated parking; Shared 
parking structure a possibility

Station Access

Transit Connections
All bus services (Limiteds, Expresses, 
Locals)

Pedestrian Access
Primary means of access, contiguous 
12 ft sidewalks

Vehicular Access Local road

Land and Land Use

Size of station site <1 acre

Zoning
Commercial: FAR >10
Residential: >25 du/acre 
Parking: <1 space/1,000 sf

CENTER CITY STATIONS ARE 
ON LOCAL ROADS

EXAMPLE OF FAR > 10

THESE STATIONS PROVIDE MULTI-
MODAL ACCESS, SOMETIMES WITHIN 

MAJOR BUILDINGS

NEARBY DEVELOPMENT IS IN MID- TO 
HIGH-RISE BUILDINGS, AND CAN BE A 

WIDE VARIETY OF USES

City Center Stations

STATION TYPE DESCRIPTION
Located in the traditional town centers of smaller urban areas, 
these stations serve local residents and commuters and provide 
access to downtown retail. There is some dedicated parking 
possible at the station, though shared parking will be explored 
at each Town Center station.  

STATION STATISTICS

Parking Requirements

Spaces / Structures
50-200 spaces; Shared structure 
parking a possibility

Station Access

Transit Connections
Local, express services. Line-haul 
routes at minor intermodal transfer

Pedestrian Access
Primary means of access, contiguous 
8 ft sidewalks

Vehicular Access Urban Collector

Land and Land Use

Size of station site
½ - 2 acres. May be incorporated 
into joint development

Zoning
Commercial: FAR >2.5  
Residential: >15 du/acre 
Parking: <1.5 spaces/1,000 sf

TOWN CENTER STATIONS ARE 
ON URBAN COLLECTORS IN 

SMALLER URBAN AREAS

EXAMPLE OF FAR > 2.5

Town Center Stations

TOWN CENTER STATIONS ARE 
SITED ON URBAN COLLECTORS IN 

SMALLER-SCALE MIXED-USE AREAS

STATIONS ARE DESIGNED TO FIT IN 
TO THE BUILT ENVIRONMENT OF THE 

TOWN CENTER

STATION TYPE DESCRIPTION
These are small stations located in established residential 
communities. They are designed to have a small footprint, 
with limited parking and small station structures.  
 

STATION STATISTICS

Parking Requirements

Spaces / Structures
50-100 spaces; single-use surface 
parking lot

Station Access

Transit Connections Limited local bus service

Pedestrian Access
Contiguous sidewalk access, 5 ft 
minimum sidewalk width

Vehicular Access Local Road

Land and Land Use

Size of station site ½ - 1 acre

Zoning
Commercial: Not applicable  
Residential: >8 du/acre 
Parking: Not applicable

NEIGHBORHOOD STATIONS 
ARE SITED ON LOCAL ROADS 

IN RESIDENTIAL AREAS

Neighborhood Stations

NEIGHBORHOOD STATIONS HAVE 
MINIMAL FACILITIES THAT BLEND 

INTO THE COMMUNITY

EXAMPLE OF >8 DU/ACRE

NEARBY HOUSING CAN BE SINGLE-
FAMILY OR MULTI-FAMILY

STATION TYPE DESCRIPTION
These stations are located with major employment destinations. 
Typically, surrounding development is in 3-5 story buildings with 
surface or structured parking lots, allowing for the possibility 
of shared station parking.  Generally, sidewalks or pedestrian 
walkways through parking lots should tie buildings to the 
station.

STATION STATISTICS

Parking Requirements

Spaces / Structures
No dedicated parking unless 
combined with other station types

Station Access

Transit Connections Local bus service

Pedestrian Access
Sidewalks and pedestrian pathways 
connect buildings within ¼ mile

Vehicular Access Minor Arterial

Land and Land Use

Size of station site <1 acre

Zoning
Commercial: FAR >2.5  
Residential: >25 du/acre 
Parking: <2.25 spaces/1,000 sf

EMPLOYMENT  CENTER 
STATIONS ARE SITED ON 

ARTERIAL  ROADS 

EXAMPLE OF FAR > 2.5

Employment Center Stations

EMPLOYMENT CENTERS CAN BE 
OFFICE PARKS, HOSPITAL COMPLEXES, 

UNIVERSITIES, OR OTHER LARGE MIXED-
USE CENTERS

SURROUNDING BUILDINGS ARE 3-5 
STORIES OR ABOVE WITH SURFACE 

OR STRUCTURED PARKING

STATION TYPE DESCRIPTION
These stations are located on major roads away from residential 
areas, allowing for larger parking lots. Unlike other station 
types, park-ride stations are zoned with signi cant change in 
mind, in an attempt to create new transit-friendly development 
opportunities.

STATION STATISTICS

Parking Requirements

Spaces / Structures
200-600 spaces; Surface or 
structured parking

Station Access

Transit Connections Local bus services

Pedestrian Access
Limited pedestrian traf c; 
contiguous sidewalks when possible

Vehicular Access Minor Arterial

Land and Land Use

Size of station site 2-6 acres

Zoning
Commercial: FAR >2.5
Residential: >15 du/acre 
Parking: <2.25 space/1,000 sf

LOCAL PARK-RIDE STATIONS 
ARE SITED ON ARTERIAL  ROADS 

EXAMPLE OF FAR > 2.5

Local Park-Ride Stations

STATIONS SHOULD BE CONNECTED TO  
SURROUNDING DEVELOPMENT BY 
SIDEWALKS OR WALKING PATHS

STATION ACCESS SHOULD BE FROM 
A COLLECTOR OR MINOR ARTERIAL 

STREET

STATION TYPE DESCRIPTION
Large parking capacity gives this station type the largest 
footprint, at 5 acres or larger. These stations are sited off major 
roads, usually on roads with access to I-95. Like Local Park-
Ride stations, Regional Park-Ride stations will be accompanied 
by zoning changes that encourage higher densities and mixed 
uses.

STATION STATISTICS

Parking Requirements

Spaces / Structures
600-2,000+ spaces; Surface or 
structured parking

Station Access

Transit Connections Local bus services

Pedestrian Access
Limited pedestrian traf c; 
contiguous sidewalks when possible

Vehicular Access Principal Arterial

Land and Land Use

Size of station site 5+ acres

Zoning
Commercial: FAR >6
Residential: >25 du/acre 
Parking: <1.5 space/1,000 sf

REGIONAL  PARK-RIDE 
STATIONS ARE SITED ON 

PRINCIPAL ARTERIAL  
ROADS 

EXAMPLE OF FAR > 6

Regional Park-Ride Stations

AREA SURROUNDING REGIONAL  
PARK-RIDE STATIONS SHOULD BE 
ZONED TO ENCOURAGE DENSER 

FUTURE DEVELOPMENT

REGIONAL  PARK-RIDE STATIONS SHOULD 
BE ACCESSIBLE DIRECTLY FROM MAJOR 

HIGHWAYS OR MAJOR ARTERIALS

STATION TYPE DESCRIPTION
A connection to an airport or seaport is the de ning characteristic 
of this station type. Ideally, Airport/Seaport stations are 
immediately adjacent to the airport or seaport, but they may 
also be connected by shuttles or people movers.

STATION STATISTICS

Parking Requirements

Spaces / Structures No dedicated parking

Station Access

Transit Connections Express and local bus services

Pedestrian Access
Must accommodate passengers with 
luggage

Vehicular Access Urban Collector / Minor Arterial

Land and Land Use

Size of station site <1 acre

Zoning
Commercial: Not applicable
Residential: Not applicable
Parking: Not applicable

Airport/Seaport Stations

THESE STATIONS IDEALLY PROVIDE DIRECT ACCESS TO THE FACILITY

WHEN NOT LOCATED AT AN AIRPORT 
OR SEAPORT, ACCESS IS PROVIDED BY 
A PEOPLE MOVER.....

.....OR BY DEDICATED SHUTTLE BUSES

Special Event Venue Stations
STATION TYPE DESCRIPTION
These stations serve major traf c generators such as stadiums 
and arenas. They need to be designed to accommodate large 
crowds for short periods of time when events are taking place 
at the venues they serve.  Sidewalks and walkways need to 
accommodate large volumes of waiting passengers.  No parking 
will be required at these stations unless they serve as another 
station type in addition to serving an event venue.

STATION STATISTICS

Parking Requirements

Spaces / Structures No dedicated parking

Station Access

Transit Connections Express and local bus services

Pedestrian Access
Must accommodate passengers with 
luggage

Vehicular Access Urban Collector / Minor Arterial

Land and Land Use

Size of station site <1 acre

Zoning
Commercial: Not applicable
Residential: Not applicable
Parking: Not applicable

THESE STATIONS ARE DESIGNED 
TO STORE LARGE VOLUMES OF 

PASSENGERS LEAVING EVENTS AT 
THE SAME TIME

EXCEPT ON EVENT DAYS, THESE 
STATIONS ARE QUIET AND 

PRIMARILY SERVE THE LOCAL 
COMMUNITY. 

Typology

The maps above 
illustrate the 
corridor level 
analysis to 
identify the 
recommended 
station locations.  
The illustration 
to the right 
shows a 
prototypical Town 
Center Station 
along the SFECC.  

Figure 5: South Florida East Coast Corridor Transit Analysis
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System Level
Looking at a municipal, county, or regional 
scale, transit planning at the system level 
involves examining existing and future 
development patterns to identify activity 
centers. This examination involves mapping 
existing and future development patterns and 
evaluating community or regional development 
goals or visions to identify concentrations 
of population and employment at a macro 
scale.  Identified activity centers can then be 
connected by potential transit corridors.  As 
indicated in Figure 6, the activity centers and 
connecting transit corridors are components 
of the overarching transit system. This system 
level analysis can be used to support analysis 
and decision making regarding how transit-
ready existing development patterns are and what might be required in terms of growth management or 
economic development policies to make TOD a viable option now or in the future. 

Key questions that should be asked at the system level include the following:

•	 How transit supportive are existing concentrations of population and employment and what is the 
potential for them to change in the future?  What is the community or regional vision for these 
centers?

•	 Where are the major clusters of trip origins and destinations?

•	 What are the existing and potential transit corridors? Is the character of those corridors (land use, 
population, employment, trip origins and destinations) such that they are suitable or may be suitable 
for premium transit and the location of transit stations?  Are the corridors in public rights-of-way or 
on privately-owned lands?  What are the public right-of-way constraints?  What is needed to make the 
privately-owned corridors viable?   

•	 What opportunities exist to improve transit accessibility and connectivity to other modes of 
transportation? 

•	 What economic impacts have resulted from or are expected to result from transit and other 
transportation investments (e.g. on land values, development values, employment growth)? 

•	 What transit types (e.g., commuter rail, light rail, bus rapid transit) should be considered, taking into 
account existing and future activity centers in the community or region and capital investment costs? 

•	 What opportunities exist for the transit system to extend or connect beyond local or regional 
jurisdictional boundaries?  What type of interlocal mechanisms would be needed to pursue such 
opportunities? Are joint funding opportunities to support intra-regional or inter-regional transit 
systems in the picture? 

Figure 6: System Level Emphasis
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System Level Measures
When planning for transit at the system level, calculating overall densities of population and employment at a multijurisdictional 
or regional scale can be helpful in assessing future ridership potential. The Land Use Measures below are easily calculated by 
totaling the number of persons and employees per square mile within a one mile buffer of all the proposed transit corridors 
composing a proposed transit system. The higher the densities present within this buffer, the stronger the potential for attracting 
transit riders. Based on current FTA policy on New/Small Starts transit funding, these measures provide an indication of how 
different population and employment densities might score relative to the high, medium, or low rankings associated with this 
federal program. Higher densities would likely lead to higher scores for land use in the New/Small Starts application process.    

Land Use Measures within one mile buffer of all proposed transit corridors: 

•	 Population Density (persons per square mile):  greater than 15,000=High, less than 3,333=Low 

•	 Total Employees:  greater than 250,000=High, less than 75,000=Low 
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This map is from the Jacksonville Transportation Authority’s system level multimodal transportation plan, which was developed in 
concert with other regional visioning efforts to identify a conceptual regional framework for transit.  The transit corridors identified 
on the map served as the basis for development of corridor-specific TOD policies by the City of Jacksonville.  Regional transit 
system plans can provide the framework for more detailed TOD land use policies and land development code revisions as well as 
more detailed transit corridor level planning and alternatives analysis work.

Figure 7: Jacksonville Transportation Authority Multimodal System Map
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Corridor Level 
System level analysis helps to narrow down 
the transit planning focus to the corridor 
and station levels.  Once a conceptual system 
level transit plan is in place, the questions 
listed above should be posed again for each 
transit corridor (Figure 8). Consideration 
should be given to development potential, 
travel behaviors, appropriate transit types, 
and station spacing to help inform the 
identification of preferred transit corridor 
alignments.  It is at the corridor level that 
specific transit ridership goals can be 
evaluated against existing development and 
development or redevelopment potential 
around existing or potential transit stations.  

Additional questions, such as the following, apply at the corridor level: 

•	 Where are the major clusters of trip origins and destinations along the corridor, and what are the 
primary trip purposes?

•	 What is the development or redevelopment potential in terms of land availability and allowable land 
uses?

•	 What opportunities exist for intermodal connectivity along the corridor (e.g. connections with trail 
networks, local bus routes, other premium transit)?

•	 What type of transit is desired?  What is the level of transit service anticipated? 

•	 How many transit stations are needed and how far apart should they be along the corridor? 

•	 What are the ridership goals in terms of persons per mile or mode split?

•	 What are the physical constraints and opportunities for each alternative transit alignment in the 
corridor? 

•	 How transit-ready or transit supportive are current land use policies? What would need to change? 

•	 What are the existing multimodal conditions in terms of pedestrian and bicycle infrastructure, vehicular 
speeds, and transit connectivity?  What future multimodal opportunities exist? 

•	 Are there transit-dependent or otherwise transportation disadvantaged people located within the 
corridor or nearby?  

•	 What economic development potential exists in the corridor relative to housing and employment 
demand and land availability?

Figure 8: Corridor Level Emphasis
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This map demonstrates the corridor level geographic information system (GIS) analysis conducted by the 
Hillsborough Area Regional Transit (HART) agency as part of a 2010 Alternatives Analysis.  It shows the varying 
degrees of population density along proposed transit corridor alignments.  Additional GIS analyses were undertaken 
to look at employment densities, land availability, locations of major trip origins and destinations, and the like.

Figure 9: HART Alternative Analysis
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The table below contains data from New Starts applications awarded FTA funding.  It demonstrates the relative station spacing, 
riders per mile, and ridership per station for different transit types (commuter rail, light rail, bus rapid transit).  By setting 
corridor level ridership goals and taking into account station spacing considerations, planners can analyze the development 
potential (quantified by building square footage) for each station area and refine individual station area plans accordingly.   
Focusing ridership goals at the corridor level allows flexibility desirable at the individual station level regarding mix of uses, 
population and employment ratios, parking, and so forth.  Rather than duplicating a single TOD prototype for every station 
along a corridor, integrating TOD at the corridor planning level can help create TODs that respond better to local economic 
conditions, surrounding community context, special uses, and other considerations while not sacrificing overall corridor ridership 
goals

Length 
(miles)

Number 
of 

Stations
Ridership 

(000)

New 
Riders 
(000)

Station 
Spacing 
(miles) 

Ridership 
per mile

Ridership 
per station

COMMUTER RAIL 
Tri-Rail (South Florida) 71.1 19 68 30 3.7 1,000      3,600      
Harrisburg Corridor One Rail 37.4 7 1.6 NA 5.3 NA 200         
Orlando Commuter Rail 31.0 12 7.4 3.7 2.6 200         600         
Minneapolis North Star 40.0 6 5.6 1.3 6.7 100         900         
Salt Lake Weber County 43.0 8 11.8 6.1 5.4 300         1,500      
Nashville East Corridor 32.0 6 1.9 1.9 5.3 100         300         
Raleigh-Durham Regional Rail 28.1 12 NA NA 2.3 NA NA

Average Commuter Rail 40.4 10.0 16.1 8.6 4.5 340         1,183      

LIGHT RAIL TRANSIT (LRT)
Sacramento South Corridor 4.3 4 11.3 2.6 1.1 2,600      2,800      
St Paul/Minneapolis Central Corridor 11.0 16 43.3 6 0.7 3,900      2,700      
Charlotte Northeast Corridor 10.7 14 10.5 3.5 0.8 1,000      800         
Salt Lake Mid-Jordon 10.6 9 9.5 3.7 1.2 900         1,100      
Norfolk, VA 7.4 11 6.5 1.6 0.7 900         600         
Los Angeles Exposition Corridor 9.6 8 NA NA 1.2 NA NA
Orange County, CA Centerline 9.3 16 NA NA 0.6 NA NA
Denver West Corridor 12.1 12 28.7 4.7 1.0 2,400      2,400      
Tampa Bay Regional Rail 20.1 26 NA NA 0.8 NA NA
Portland South Corridor 8.3 15 46.5 9.4 0.6 5,600      3,100      
Dallas Northwest/Southeast 20.9 16 45.9 10.7 1.3 2,200      2,900      

Average LRT 11.3 13.4 25.3 5.3 0.9 2,438      2,050      

BUS RAPID TRANSIT (BRT)
Houston North Corridor 5.4 8 11.4 3.1 0.7 2,100      1,400      
Houston Southeast Corridor 6.0 11 13.9 3.3 0.5 2,300      1,300      
Kansas City Troost Corridor 9.0 25 9 1.2 0.4 1,000      400         
Springfield Pioneer Parkway 7.8 14 3.7 0.4 0.6 500         300         
King County Pacific South 10.4 14 8.2 NA 0.7 800         600         
Fort Collins Mason 5.3 17 5.9 1.1 0.3 1,100      300         
Kansas City South town 9.7 33 4.4 NA 0.3 500         100         

Average BRT 7.7 17.4 8.1 1.8 0.5 1,186      629         

Federal Transit Administration New Starts Application Statistics 

Table 1: Summary of FTA New Starts Statistics by Corridor
Source:  Federal Transit Administration New Starts Applications 
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Station Level 
At the corridor level, the goal is to identify the 
preferred transit corridor alignment, the transit type, 
and potential transit station locations, setting the stage 
for more detailed planning at the station level (Figure 
10). When planning at the station level, land use, transit 
accommodations, accessibility and connectivity, and 
physical design become the focus. Figure 11 provides 
an example of land use analysis at the station level. 

Once potential transit station locations are identified, 
the following questions become the driving factors in 
identifying preferred areas for TOD:

•	 What is the development or redevelopment 
potential of the surrounding area in terms of land 
use, land availability and housing and employment 
demand, with an emphasis on the area within one-
half mile of a potential station?  

•	 How connected is the surrounding street network? 

•	 How walkable is the surrounding area? Are there any major barriers such as wide roadways or other 
constraints that limit or discourage walk access?

•	 How much future development intensity and density are appropriate given the surrounding community 
context and public sentiment?

•	 What existing growth management strategies and zoning tools and techniques supportive of TOD are 
available to the community? 

•	 How jobs rich or housing rich is the surrounding area? What forces are affecting household and business 
location decisions?

•	 How affordable is nearby housing?  How much mixed-income housing can be supported?

•	 How much parking capacity exists? 

•	 What opportunities are there to connect to other transit services or other modes of transportation? 

•	 What sort of station is most appropriate given the transit type or types, transit ridership goals, and 
other transit system or corridor dynamics?  

•	 Will there be park-and-ride lot or feeder bus components?

•	 Are there any joint development opportunities? 

•	 What are the demographic characteristics of the surrounding area in terms of income levels and auto 
ownership to identify transit-dependent populations? 

•	 What is rate of growth and economic development is expected in the short-term and in the long-
term? 

Figure 10: Station Level Emphasis
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Joint Development
Joint Development (JD) is a form of TOD that involves development of real property purchased with FTA funds.  Typically, this 
real property is developed while maintaining its original public transportation purpose.  Residential, commercial, or community 
service development is placed on, above, or adjacent to the real property purchased with FTA funds. To be eligible for FTA 
funds, JD improvements must satisfy certain economic criteria, provide a public transportation benefit, and generate revenue for 
public transportation. Specific guidance on JD opportunities is available through FTA.  Several new ideas relative to JD policies 
have emerged through the HUD, DOT, and EPA partnership for sustainable communities (see box in Section 1.0).  The agencies 
are exploring opportunities for better leveraging of FTA dollars with other federal dollars for JD and other public-private 
development ventures to support sustainability and livability principles.    

The Highlands at Morristown Station is a mixed use development on 
more than three acres of New Jersey Transit owned property located 
across the street from the historic train station, consisting of 218 
residential units, 10,400 square feet of retail space and 736-space 
parking deck. www.njtransit.com

Example of joint development project in Morristown, 
New Jersey
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Figure 11: Land Use Analysis for Ballston Metro Station,  Arlington County,  Virginia

Rosslyn-Ballston Corridor, Arlington, Virginia
The Rosslyn-Ballston Corridor in suburban Arlington County, Virginia, located just outside of Washington, D.C., represents one 
of the nation’s best examples of successful integrated land use and transit planning.  In the late 1960s and early 1970s, the 
corridor was dominated by strip commercial development with stable single-family and moderate density multi-family housing 
located nearby. When the Washington Area Metropolitan Planning Authority extended the Orange Line of its Metrorail system 
through Arlington County, it aligned the new heavy rail line directly under the corridor.  With the active engagement of its 
citizens, the County responded by creating a growth management and economic development strategy to direct new growth 
to five Metro stations along the corridor. Under this strategy, redevelopment has occurred in a ‘bulls eye’ pattern with the 
tallest and most intense or dense development adjacent to Metro stations quickly tapering to lower buildings and single-family 
neighborhoods within one-quarter mile from station entrances. The TOD within this corridor is still building out after more 
than four decades of redevelopment. 

Figure 11 shows an analysis (by acreage) of existing land uses around the Ballston Metro Station, which has approximately 
22,000 riders per day. That ridership represents a transit mode split of over 50% for the corridor (as percentage of person 
trips using transit).  Notably, several surface parking lots and other underutilized parcels remain within the station area. Even 
so, transit ridership and the transit mode split are strong. 
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3.0 TOD PLANNING AND DESIGN 
TOD Place Types and Station Area Planning
This section introduces three TOD place types that can be 
used as guidance in developing TOD policies and station area 
plans. These place types represent different typologies of TOD 
at the station area scale. As noted in Section 1.0, a station 
area scale is composed of the transit core (first-quarter mile) 
and the transit neighborhood (second quarter-mile) around 
a transit station. Specific guidance and measures for the 
transit supportive areas (the second one-half mile around a 
transit station) are not identified in this framework document, 
however these areas should reflect similar characteristics to 
the transit core and transit neighborhood including compact, 
mixed uses of moderate density, grid street networks and 
strong bicycle and pedestrian design considerations to create 
walkable, transit-friendly conditions.  

The TOD place types reflect consideration of levels of activity 
and accessibility, transit type, and community context. Each 
TOD place type comes with targets for measures of intensity, 
density, mix of use, urban form, street networks, and parking. 
The targets focus on the goal of creating optimal TODs that 
maximize walking trips to access transit, reflect community 
context, and position station areas to help achieve transit 
ridership goals. The TOD place types provide a starting point 
for detailed station area planning but are not a substitute for 
that process.

Urban park in Florida with canopy shaded walkways 
and water features

Strong landscape buffers help separate pedestrian and 
vehicular traffic 

Example of breezeway design in City Place, West Palm 
Beach, Florida

Rural Transit and TOD 
The higher intensity and density development pattern and premium transit services associated with TODs, as presented in this 
framework document, do not fit in the rural context. Transit serving rural areas, however, can play a key role in helping to 
meet local and regional mobility needs. For example, the inercity bus routes that serve several small municipalities in the rural 
Glades area in South Florida get people to local destinations and connect them to Palm Tran fixed route bus service, which 
connects to Tri-Rail commuter rail service. Planning for transit services and transit stations (such as Amtrak stations) in a rural 
context warrants use of a careful approach designed to match existing and planned transit services with desired community 
development patterns as articulated in community visions or comprehensive plans. Planning in rural station areas would be 
similar to planning for the transit supportive areas which involves creating compact, walkable station areas.  Rural transit 
station areas should also contain a moderate mix of uses, development forms appropriate to the rural character, walkable  
connections to surrounding areas and consideration of design factors to ease transfer between different modes.  
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Design Factors and Scale for TOD
Station area planning involves consideration of multiple factors that influence the design and scale of TOD.  
These factors include the transit types to be served (e.g., heavy rail, commuter rail, light rail, modern 
streetcar, bus rapid transit, local/express bus), design requirements for station facilities, station location, 
surrounding community context, existing or desired levels of activity, and connectivity to other modes of 
transportation. One overarching goal of TOD is to maximize walk access to the transit station by locating 
a critical mass of development within the station area.  Since every transit trip starts as a walking trip, this 
equates to locating as many “front doors” as close as possible to the station entrance.  The more intensity, 
density, and mix of uses in TODs, the higher the level of activity and the greater the number of origins and 
destinations that can be accessed by walking trips. 

An additional consideration is building placement, form, and design 
relative to creating great public spaces that support walkability and 
street-level activity.  Supporting walkability also involves having a 
dense network of streets with smaller, more walkable block sizes 
and implementing the design principles of “complete streets” and 
“context sensitive” street design.  These design principles also support 
bicycle use and recognize the importance of pedestrian and bicyclist 
safety. Creating great streets applies not only to the transit core and 
the transit neighborhood but also to the larger (one mile) transit 
supportive area that encompasses them (see Figure 1). Designing 
streetscapes with features to help mitigate Florida climate extremes, 
such as shade, breezeways, landscaping and covered walkways, is 
another component of good TOD planning.

TODs with desirable walking environments and multiple destinations 
in close proximity to one another create conditions for maximizing 
transit ridership potential.  Transit ridership is measured by daily passenger boarding per mile or daily 
passenger boarding per station.  The total amount of development (jobs and housing) and the percentage 
mix of jobs and housing located within a station area are key determinants of transit ridership potential.  
Other determinants include the quality of the transit service (e.g., frequency of service and travel times), 
how parking supply is managed, and utilization of transportation demand management (TDM) strategies.  
Another important factor is the extent to which the transit system as a whole is able to connect people to 
where they need or want to go.  It is the combination of all these things that ultimately helps change travel 
behaviors to enhance transit ridership.

Given the effect of market conditions on the timing of growth and redevelopment, TOD planning also 
involves consideration of how development or redevelopment can be phased in over time. An example 
might be to consider identifying shared surface parking lots that can be transitioned into building space 
or converted into structured parking when market conditions are more supportive. The key challenge 
in phasing in TOD is to create enough flexibility to encourage development or redevelopment without 
sacrificing the maximum development potential that can be achieved at build out.

This framework document addresses macro scale design factors associated with planning successful TOD 
for station areas located within a range of community contexts.  As a supplement to this framework, 
DCA, in partnership with FDOT, are developing more in depth resources for local governments. Those 
resources will include a web-based library of TOD best practices, a typology of model transit stations and 
detailed TOD master plans, model comprehensive plan policies and land development regulations, and a 
TOD implementation guidebook. 

Complete Streets:  Complete 
streets are designed and operated 
to enable safe access for all users. 
Pedestrians, bicyclists, motorists, 
and transit riders of all ages 
and abilities must be able to 
safely move along and across a 
complete street.  

Excerpt from web site with resources 
on context sensitive solutions,  
www.contextsensitivesolutions.org 
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Transit oriented development, Miami, Florida    

Mixed use redevelopment with ground floor retail, upper 
story office and adjacent high density residential located 
near a proposed new SunRail commuter rail station in 
downtown Kissimmee, Florida

TOD Place Types 
For purposes of developing a statewide framework, three TOD 
place types were identified:  Regional Center, Community 
Center, and Neighborhood Center. These place types reflect 
an understanding of existing development patterns in Florida, 
a review of available literature on TOD and other examples 
of TOD typologies, consideration of transit ridership goals, 
an analysis of FTA New/Small Starts program criteria, and 
consideration of stakeholder input from across Florida. The 
typologies are meant to serve as a tool to help with analyses 
of existing and future development conditions against optimal 
conditions for TOD and transit ridership, and evaluations of 
the general relationship between intensities and densities of 
development and transit investments. These place types also 
are meant to serve as a reference for evaluations of the transit-
readiness of particular development proposals or site plans 
and for development of policies and land development codes 
supportive of TOD.

The place type nomenclature identified for the framework is 
intended to address the wide range of community types and 
sizes across the state along with type of accessibility. Two key 
considerations are whether TOD serves a transit system that 
is providing regional accessibility or local accessibility and 
whether a transit station serves as a hub for multiple transit 
routes and other modes of transportation. What is deemed to 
be “regional” in cities such as Miami, Tallahassee and Lakeland 
may be different from a community form standpoint, but the 
regional or local accessibility considerations are similar.   

In Figure 12, the three TOD place types are aligned with 
different types of transit to help illustrate relationships among 
cost, ridership, and development—the higher the cost of the 
transit investment, the higher the desired ridership and the 
more intense and dense the level of development. The figure 
also illustrates how characteristics can be similar across TOD 
place types (e.g., a Community Center in larger region served 
by commuter/light rail compared to a Regional Center in a 
smaller region served by bus rapid transit). When using this 
framework document for guidance in planning for TOD at 
the local level, communities should calibrate the content to 
local conditions and create nomenclature that best suits their 
character and goals.  
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Figure 12: TOD Place Type, Transit Type, and Center Intensity/Density

The TOD place types consider three major areas of influence: activity and accessibility, transit type, and 
community context.

•	 Activity and Accessibility - Understanding the existing or desired level of activity within a station 
area can help determine which TOD place type or place types to apply. Level of activity and type of 
accessibility are major determinants of the scale of TOD that can be supported around a transit station.  
The level of activity is defined by how a station area fits within a region, how many and what trip origins 
and destinations are present or expected, and what type and quality of transit service is being or will be 
provided and their connections to other modes.  A Regional Center typically has a high concentration 
and mix of uses that serve regional functions and require regional accessibility. A Neighborhood Center 
typically has a more modest concentration and mix of uses that serve more local functions and have 
limited regional accessibility.     

•	 Transit Type - Transit technology and transit service characteristics will influence ridership potential 
as well as station area design.  This framework document does not attempt to provide guidance for the 
full range of transit types. Instead, it illustrates the relationships between several transit types and TOD 
considerations. The types of transit addressed in the TOD place types are heavy rail, high speed rail 
commuter/light rail, and bus rapid transit/bus. Together they represent a higher to lower range of transit 
investment cost. The frequency of transit service, the cost of the transit investment, station spacing, 
station design, and mode split assumptions all influence the intensity, density, and mix of uses needed 
in station areas to achieve transit ridership goals. TOD place types for station areas that develop in 
response to special regional or local transit needs (e.g. sports venues, water taxis, airports) are outside 
the purview of the statewide framework.

1.	 Regional Center with Heavy Rail/                             
High Speed Rail

2.	 Regional Center with Light Rail

3.	 Regional Center with Bus Rapid Transit

4.	 Community Center with Heavy Rail

5.	 Community Center with Light Rail

6.	 Community Center with Bus Rapid Transit

7.	 Neighborhood Center with Heavy Rail

8.	 Neighborhood Center with Light Rail

9.	 Neighborhood Center with Bus Rapid Transit 
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Transit Types
Transit technology and transit service characteristics influence the type, spacing, and intensity of station areas.  For example, 
transit corridors identified for light rail or bus rapid transit result in lower intensity station areas located closer together 
(more frequent stops) while transit corridors identified for commuter rail result in higher intensity station areas located farther 
apart (less frequent stops). See Figure 13. While the type of transit is often determined by transit system needs, capital costs, 
ridership estimates, and corridor right-of-way attributes, factors associated with TOD around stations can heavily influence 
ridership potential for the transit system as a whole.  Therefore, transit system design and technology decisions also need to 
consider plans for future development and redevelopment in station areas. 

Transit technology encompasses vehicle type, energy source, size and adaptability, right-of-way requirements, and capital costs. 
Transit service characteristics include operational factors such as travel shed (total distance efficiently served by transit type 
based on speed and optimal travel time), station spacing (optimal spacing between stations based on speed and start/stop 
efficiency of vehicle), and station service area (distance from station that people are willing to walk, bike, or drive to access 
transit). Innovations in transit technology are influencing some of these factors relative to station design, station spacing, and 
right-of-way requirements.  The descriptions below are meant to provide generalized, relative comparisons to assist planners 
in understanding the relationship between transit types and station area planning. 

 

Tri-Rail Commuter Rail, West Palm Beach,  Florida METRO Light Rail, Phoenix,  Arizona

•	 Community Context - The location of station areas within urban, suburban, or transitional (mix of 
urban and suburban characteristics) settings can be a strong determinant of the design and development 
or redevelopment potential of station areas.  The physical layout of a station area with respect to the 
street network, block size, and building massing/form can influence accessibility as well as development 
or redevelopment potential.  Surrounding community context can also be a factor, influencing public 
sentiment regarding the level of development and the urban form change desired within TODs.
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Heavy Rail and Commuter Rail – This rail-based technology consists of large, high passenger capacity cars and typically 
realizes operational efficiency through large passenger volumes. Both heavy rail and commuter rail require exclusive, dedicated 
rail right-of-way. The capital cost for heavy rail infrastructure, which relies on power provided by an electrified track, is very 
high. The capital cost for commuter rail infrastructure is typically less because it can be powered by diesel train engines or 
overhead electrical cantilevers.  The travel shed for heavy rail and commuter rail is regional in nature, spanning many miles, 
and stations tend to be located farther apart. Consequently, station service areas tend to be large, allowing for more driving 
access to stations.

Light Rail – This rail-based technology consists of smaller cars with lower passenger capacity compared to heavy rail and 
commuter rail. Light rail can operate in dedicated rail or shared right-of-way. The capital cost for light rail infrastructure is 
medium to high. Light rail stations tend to be located closer together and emphasize walk access.  The optimal travel shed 
for light rail varies depending on regional and local transit connectivity needs, but it is typically less than the commuter rail 
travel shed. 

Modern Streetcars – This electric vehicle-based technology runs on rails typically located in existing rights-of-way.  Modern 
streetcars often function as urban circulators oriented toward shorter trips. Stations are located closer together with a heavy 
emphasis on walk access.  Streetcar alignments are often located in shared traffic lanes but also can be located in dedicated 
rail right-of-way. Because streetcar infrastructure can be more easily integrated into the existing urban environment, its capital 
cost tends to be lower than light rail infrastructure.  According to the American Public Transportation Association, there is no 
comprehensive source of recommended practice guidance for modern streetcars in North America. However, research is under 
way as demand for the technology increases nationwide. For the purposes of this framework document, modern streetcars can 
be viewed as functioning on the continuum between bus rapid transit and light rail.   

Bus Rapid Transit or Local/Express Bus – This rubber wheel-based technology is the most flexible in terms of a need for right-
of-way exclusivity. While operational efficiency is maximized in dedicated right-of-way, buses can operate efficiently in mixed 
traffic/shared lanes assisted by transit signal priority and other means that help them maintain reasonable travel speeds. The 
size and expandability of bus vehicles are limited, but the capital cost for infrastructure for this transit type is low compared 
to other types of premium transit. 

High-Speed Rail and Express Intercity Passenger Rail.  High speed rail in 
the U.S. is envisioned primarily as high passenger volume, high speed (90 to 
150 mph) service located in dedicated rail right-of-way connecting centers 
of population and employment located approximately 80 to 500 miles apart. 
The capital cost for high speed rail is very high.  High speed rail stations 
tend to be located far apart and sited within regional urban centers or 
at locations serving as major regional intermodal hubs. They are likely to 
incorporate design features that facilitate the ease of transfer between high 
speed rail and other modes of transportation.  High speed rail is a relatively 
new concept in the U.S., and best practices in TOD for high speed rail 
stations is an emerging area of study. However, it is reasonable to assume 
that the basic design principles for TOD would apply to and around high 
speed rail stations. Additionally, given the capital costs and passenger volumes anticipated, development patterns surrounding 
high speed rail stations would ideally reflect the most dense and intense patterns within a region.

Amtrak’s Acela Train North East Corridor



33 A Framework for TOD in Florida	 March 2011

Figure 13: Transit Types and Station Spacing
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TOD Place Types, the Transect, and Context Zones 
The “transect” is a term commonly used by New Urbanists to describe the continuum of the built environment 
from rural to urban. “Context zones” is a term commonly used by transportation professionals to describe 
that continuum as applied in the use of a Context Sensitive Solutions (CSS) approach to thoroughfare 
planning. As indicated in Figure 14, transect zones (T zones) and context zones (C zones) relate to the 
intensity of human settlement patterns. At one end of the continuum, the T-1 and C-1 zones represent the 
natural landscape. At the other end of the continuum, the T-6 and C-6 zones represent the most intensely 
developed areas (urban cores).  

The illustration above demonstrates the transect 
as defined by the Congress for New Urbanism. 
The table to the left illustrates the general 
descriptions and characteristics of context 
zones from the Institute of Transportation 
Engineers.  

 SmartCode VerSion 9.2 vii

One of the principles of Transect-based planning is that certain forms and ele-
ments belong in certain environments. For example, an apartment building be-
longs in a more urban setting, a ranch house in a more rural setting. Some types of 
thoroughfares are urban in character, and some are rural. A deep suburban setback 
destroys the spatial enclosure of an urban street; it is out of context. These distinc-
tions and rules don’t limit choices; they expand them. This is the antidote for the 
one-size-fits-all development of today.

The Transect is evident in two ways. Zones and communities (1) exist as charac-
teristic places on the Transect and (2) they evolve along the Transect over time.  
As places, the six Transect Zones display identifiable characteristics, based on 
normative American urban patterns. They also increase in complexity, density 
and intensity over a period of years, until a “climax condition” is reached.  This is 
a growth process analogous to succession in natural environments. 

The best urbanism requires the sequential influence of many participants. A code 
allows buildings to be designed and built by many hands over years, or even gen-
erations. The single designer or committee leads to a lack of robustness, similar 
to vulnerable monocultures in nature. A parametric and successional code like the 
SmartCode allows experience to feed back and become integrated -- the fourth 
dimension of time.  Once adopted, it stays in place, allowing urbanism to evolve 
and mature without losing its necessary foundation of order. 

It also ensures that a community will not have to scrutinize all proposed projects, 
because the intentions of the citizens will have already been determined in the 
process that leads to the code. The SmartCode is a comprehensive framework for 
that process.

T1   naTural 
          zone

T2   rural 
          zone

T3   SuB-urBan
          zone

T4      General urBan 
          zone

T5  urBan CenTer 
         zone

T6  urBan Core
          zone

SD   SPeCIal 
           DISTrICT

a typiCal rural-urban tranSeCt, with tranSeCt ZoneS

IntroduCtIon 

The design of a thoroughfare helps define context as much as
adjacent land uses and buildings. The conventional thoroughfare
design process emphasizes vehicular capacity and automobile
access using functional classification, traffic volume and speed as
the determinants for design parameters, but often does not
consider the surrounding context.  

CSS has expanded the process to integrate thoroughfares into
their surroundings—a new emphasis on urban thoroughfares
designed to support the activities of the adjacent land uses,
whether existing or as a goal for the future. Fact Sheet 2, “A
Framework for CSS in Urban Thoroughfare Design,” introduces
the concept of context zones and thoroughfare types.

Context Zones
Every thoroughfare has an immediate physical context created by
buildings and activities on adjacent properties and is also part of
a broader context created by the surrounding neighborhood or
district.  While the elements of context can combine in almost
infinite varieties, this report uses four context zones to define and
categorize urban areas: suburban (C-3), general urban (C-4), urban
center (C-5) and urban core (C-6). See Figure 1 for a general
description of context zones. Figures 2 and 3 illustrate how
context varies from suburban to urban core. 

Thoroughfare Types
Thoroughfare type is a classifying system that governs the
thoroughfare’s design criteria and, along with the surrounding
context, is used to determine the physical configuration including
the roadside, the traveled way and intersections. This report
focuses on thoroughfare classifications of boulevards, avenues and
streets. Boulevards are divided thoroughfares that serve a mix of 

Context Sensitive Solutions in Designing
Major Urban Thoroughfares for Walkable Communities

Figure 1. General descriptions and characteristics of the
full range of context zones. This report focuses on urban
zones (C-3 through C-6). 

Overview

The CSS publication was developed to provide planners
and designers with guidance and information for using
flexibility in  existing American Association of State
Highway and Transportation Officials (AASHTO) policy
and information for context sensitive solutions (CSS) in
design of major urban thoroughfares (arterials and
collectors). The report was a joint effort between the
Institute of Transportation Engineers and the Congress for
the New Urbanism, sponsored by the Federal Highway
Administration and the Environmental Protection Agency.

The publication describes:
• The importance of integrating the principles of CSS in

urban roadway improvement projects,
• How CSS principles can be used in the transportation

planning and project development processes, and
• Specific guidance on thoroughfare cross-section and

intersection design.

The publication, published as an ITE Proposed
Recommended Practice to supplement existing AASHTO
policies and information, provides the user community an
opportunity to use the new guidance and information,
then to provide suggestions for improvements to be
incorporated into the final ITE recommended practice.

Fact Sheet 4 – Using Context Zones and Thoroughfare Types in Design

Figure 2. An aerial view of suburban (C-3) and
general urban (C-4) contexts.

Figure 3. An aerial view of urban center (C-5) and
urban core (C-6) contexts. Source: Kimley-Horn and
Associates, Inc.

Figure 14: Smartcode Transect and CSS Context Zones
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The TOD place types identified in this framework document reflect application of a center-based approach 
rather than a linear zone-based approach to establishing place types as illustrated in the transect zones. 
The center-based approach directly addresses how land use and community context relate to the provision 
of transit services (e.g., extent of transit system, location of transit corridors, transit type, transit service 
characteristics) and larger community and economic dynamics. Also, TOD place types as centers match 
up with a geographic area relevant to station area planning, namely the one-half mile area around transit 
stations. 

In Table 2, the relative relationships among TOD place types, transect zones, and CSS context zones are 
shown. The lack of exclusivity between TOD place types and transit types also is shown. For example, a 
Regional Center place type could match up with a T-6/C-6 zone served by heavy rail, or it could contain 
clusters of T-5/C-5 and T-4/C-4 conditions served by other types of transit ranging from heavy rail to fixed 
route bus. Considering TOD place types and transit types together in a planning process provides a context 
for understanding how varying levels of transit investment relate to the different functions and characteristics 
of the TOD place types and how the TOD place types relate to the urban design and transportation facility 
design perspectives represented by the transect and CSS context zones.

TOD PLACE TYPES COMMUNITY 
CONTEXT 

SMARTCODE 
TRANSECT ZONE 

CSS 
CONTEXT ZONES 

Regional Center – Heavy Rail 
Urban Urban Core (T6) 

Urban Center (T5) 
Urban Core (C6) 

Urban Center (C5) Regional Center – Light Rail  
Community Center – Heavy Rail 
Regional Center – BRT/Bus 

Transitional Urban General (T4) General Urban (C4) Community Center – Light Rail  
Neighborhood Center – Heavy Rail 
Community Center – BRT/Bus 

Suburban Suburban (T3) Suburban (C3) Neighborhood Center – Light Rail  
Neighborhood Center – BRT/Bus 
 

Table 2: TOD Place Types, Smartcode Transect Zones, and CSS Context Zones
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Station Area Targets by TOD Place Type
To assist with station area planning, two sets of targets for key measures are provided for each of the three 
TOD place types. The station area measures for gross intensity and density targets applies to the whole 
station area (transit core and transit neighborhood) or the approximately 500 acres of land within a one-
half mile radius of a station entrance. The site level measures of net intensity and density targets applies to 
individual developments within a station area. See Figure 15. As indicated in more detail below, the station 
area targets focus on the total number of jobs and residential units, gross floor area ratio (FAR), and the 
balance of uses within a station area. The site level targets focus on net FAR, residential density, the street 
network, building height, lot coverage, street frontage, and parking. 

Station Area Targets

•	 Gross Intensity and Density: combined employment and residential units, total residential units, gross 
residential density (dwelling units per acre), total employment, gross employment density (jobs per acre). 
and jobs to housing ratio.

•	 Mix of Uses: percentages of residential and non-residential uses  

Site Level Targets 

•	 Net Intensity and Density: net total FAR for non-residential uses and residential density (dwelling units 
per acre) 

•	 Street Network and Building Design: grid density, building height (in floors), maximum lot coverage, and 
minimum street frontage

•	 Parking: maximum residential parking, maximum non-residential parking, and park-and-ride

The gross intensity and density targets for the greater TOD area are lower than the net targets for individual 
developments because they account for utilization of land for roadways, open space, stormwater management, 
and so forth within the larger station area. The net intensity and density targets are higher because they 
apply to individual development sites. 

Best practices research indicates walk access to transit is at its highest in the transit core or the approximately 
125 acres of land within a one-quarter mile radius of a station entrance.  Because walk access to transit 
declines sharply beyond the first-quarter mile, station area planning and design should maximize development 
and redevelopment potential in the transit core.   

The tables on the following pages provide targets for station areas and site level development within station 
areas by TOD place type. The station area targets can be used by communities to monitor development 
in TODs over time, help develop policies and land development codes supportive of TOD, or as a starting 
place for developing station area plans.  The site level targets can be used to evaluate or produce individual 
development proposals. More detailed information on this subject is provided in Section 5.0,  Appendix. 
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Figure 15: Example of  TOD Place Type Measures applied to Existing Conditions
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REGIONAL CENTER
Regional Centers are centers of economic and cultural significance, including downtowns and central business districts, which 
serve a regional travel market and are served by a rich mix of transit types ranging from high speed, heavy or commuter 
rail to BRT to local bus service. Usually emphasizing employment uses, Regional Centers increasingly are being sought out 
for residential uses in response to changing demographics and housing preferences. Regional Centers are larger in size than 
Community Centers or Neighborhood Centers and tend to contain more than one transit station and multiple bus stops. Small 
block sizes, more lot coverage, higher intensities and densities of development, civic open spaces, and minimal surface parking 
result in a highly urban development pattern in Regional Centers. Figure 16 illustrates a prototypical Regional Center urban 
form that reflects application of the station area and site level targets identified for the Regional Center TOD place type 
(Table 3).  

Updated Station Area Place Types Matrix 3/18/2011

1 2 3

Heavy Rail Commuter/Light Rail Bus Rapid Transit/Bus 

Gross Intensity/Density

Station Area Employment and Residential Units 70,000 - 95,000 45,000 - 70,000 23,000 - 45,000

Station Area Total Residential Units 10,000 - 15,000 5,000 - 10,000 3,000 - 5,000

Gross Residential Density (Dus/Acre) 55 - 75 35 - 55 20 - 35

Station Area Total Employment 60,000 - 80,000 40,000 - 60,000 20,000 - 40,000

Gross Employment Density  (Jobs/Acre) 200 - 250 100 - 200 50 - 125

Jobs/Housing Ratio (Jobs:Residential Units)

Mix of Uses 

Mix of Uses  - % Residential / % Non-Residential

Net Intensity/Density

Net Commercial Floor Area Ratio (FAR) 4.0 - 6.0 2.0 - 4.0 1.5 - 3.0
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Regional Center

6 : 1

35% / 65%

Net Residential Density (Dwelling Units per Acre) 85 - 115 55 - 85 30 - 55

Street Network and Building Design

Grid Density - Blocks per Square Mile for Vehicular, Bicycle, and Pedestrian 
Street Network > 350 > 350 >230

Building Height (in Floors) > 4 > 3 > 2

Maximum Lot Coverage 80% - 90% 80% - 90% 60% - 70%

Minimum Street Frontage 80% - 90% 80% - 90% 70% - 80%

Parking

Maximum Residential Parking  - Spaces per Residential Unit 1 1 1.5
Maximum Non-Residential Parking - Spaces per 1,000 square feet 1 1 2
Park & Ride No No No
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A Framework for Transit Oriented Development in Florida
Table 3: TOD Place Type Targets - Regional Center
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Figure 16: Regional Center Urban Form 

Downtown Jacksonville, Florida METRO Light Rail, Phoenix,  Arizona

Metrorail Station, Downtown Miami, Florida Thorton Park Neighborhood, Downtown Orlando, Florida
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Table 4: TOD Place Type Targets - Community Center 

COMMUNITY CENTERS
Community Centers function as sub-regional or local centers of economic and community activity and include urban and town 
centers served by one or more transit types. Residential densities in Community Centers are typically lower than residential 
densities in Regional Centers, but the mix of uses in them is more balanced between residential and employment uses. More 
intense or dense development in Community Centers tends to be concentrated within walking distance of the transit station.  
The pattern of development in Community Centers ranges from urban to suburban. Block sizes, lot coverage, and development 
intensities and densities all tend to be moderate. Parking is typically structured and located close to the transit station. Figure 
17 illustrates a prototypical Community Center urban form that reflects application of the station area and site level targets 
identified for the Community Center TOD place type (Table 4).  

Updated Station Area Place Types Matrix 3/18/2011

4 5 6

Heavy Rail Commuter/Light Rail Bus Rapid Transit/Bus 

Gross Intensity/Density

Station Area Employment and Residential Units 23,000 - 30,000 15,000 - 23,000 7,000 - 15,000

Station Area Total Residential Units 5,000 - 6,000 3,000 - 5,000 1,000 - 3,000

Gross Residential Density (Dus/Acre)                                                                 35 - 65                             25 - 35                              10 - 20

Station Area Total Employment 18,000 - 24,000 12,000 - 18,000 6,000 - 12,000

Gross Employment Density  (Jobs/Acre) 65 - 90 45 - 65 20 - 45

Jobs/Housing Ratio (Jobs:Residential Units)

Mix of Uses 

Mix of Uses  - % Residential / % Non-Residential

Net Intensity/Density

Net Commercial Floor Area Ratio (FAR)                                                             4.0 - 6.0 2.0 - 4.0                          1.0 - 2.0
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Community Center

3 : 1

45% / 55%

Net Residential Density (Dwelling Units per Acre)                                                  60 - 80                              40 - 60                             20 - 40

Street Network and Building Design

Grid Density - Blocks per Square Mile for Vehicular, Bicycle, and Pedestrian 
Street Network > 350 >230 >150

Building Height (in Floors) > 3 > 2 > 2

Maximum Lot Coverage 80% - 90% 60% - 70% 40% - 50%

Minimum Street Frontage 80% - 90% 70% - 80% 60% - 70%

Parking

Maximum Residential Parking  - Spaces per Residential Unit 1 1.5 2
Maximum Non-Residential Parking - Spaces per 1,000 square feet 1 2 3
Park & Ride No No No
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Figure 17: Community Center Urban Form 

Civic plaza, west coast of Florida Light Rail, St. Kilda, Melbourne,  Australia

Bus Rapid Transit, Public Square in Cleveland, Ohio Downtown Tallahassee, Florida
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Table 5: TOD Place Type Targets - Neighborhood Center 

NEIGHBORHOOD CENTERS
Neighborhood Centers are dominated by residential uses and are served by some type of premium transit.  Non-residential 
uses in them are limited to local-serving retail and services. Residential densities in Neighborhood Centers tend to be lower 
than in Community Centers and at their highest within walking distance of the transit station. Neighborhood Centers are found 
in older urban areas and newer suburban developments. Open space is usually abundant in them, and parking is mostly in 
surface lots. Figure 18 illustrates a prototypical Neighborhood Center urban form that reflects application of the station area 
and site level targets identified for the Neighborhood Center TOD place type (Table 5).  

Updated Station Area Place Types Matrix 3/18/2011

7 8 9

Heavy Rail Commuter/Light Rail Bus Rapid Transit/Bus 

Gross Intensity/Density

Station Area Employment and Residential Units 5,000 - 8,000 4,000 - 6,000 2,000 - 4,000

Station Area Total Residential Units 3,000 - 4,500 2,000 - 3,000 1,000 - 2,000

Gross Residential Density (Dus/Acre) 12 - 15 9 - 12                                7 - 9

Station Area Total Employment 2,000 - 3,500 2,000 - 3,000 1,000 - 2,000

Gross Employment Density  (Jobs/Acre) 20 - 30 15 - 20 10 - 15

Jobs/Housing Ratio (Jobs:Residential Units)

Mix of Uses 

Mix of Uses  - % Residential / % Non-Residential

Net Intensity/Density

Net Commercial Floor Area Ratio (FAR) 1.5 - 2.0 1.0 - 1.5 0.5 - 1.0
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Neighborhood Center

1 : 1

75% / 25%

Net Residential Density (Dwelling Units per Acre) 15 - 20 12 - 15 10 - 12

Street Network and Building Design

Grid Density - Blocks per Square Mile for Vehicular, Bicycle, and Pedestrian 
Street Network > 230 > 150 > 150

Building Height (in Floors) > 2 > 2 > 1 

Maximum Lot Coverage 60% - 70% 40% - 50% 40% - 50%

Minimum Street Frontage 70% - 80% 60% - 70% 60% - 70%

Parking

Maximum Residential Parking  - Spaces per Residential Unit 1.5 2 2
Maximum Non-Residential Parking - Spaces per 1,000 square feet 2 3 3
Park & Ride Yes Yes Yes
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Figure 18: Neighborhood Center Urban Form 

Downtown Stuart, Florida Metro Rail in South Pasadena, California

Metra La Grange Road commuter rail station, La Grange, Illinois San Marco Neighborhood, Jacksonville, Florida
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4.0 Key Players for Effective TOD Planning and 
Implementation
Effective coordination among multiple agencies and interests in the public and private sectors is needed 
to effectively plan for and implement TOD. The level of involvement from federal, state, regional, and local 
agencies varies depending on how far along a community, a region, or the state is in planning, implementing, 
or expanding a transit system and the funding partners anticipated. Some of this involvement may be advisory 
in nature, while some may require establishing formal interagency partnerships to ensure integrated land use 
and transportation planning.  The primary objective is for all agencies to work together to encourage and 
guide local governments in identifying and implementing TODs in their local government comprehensive 
plans as a method of promoting and supporting multimodal transportation options. Figure 19 identifies key 
public players and highlights the roles they play, which range from plan development at the system level to 
the application of land development codes at the station level. 

Figure 19: Interagency Coordination
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System Level
FDOT works with public, private, and civic partners to develop and implement the state long range 
transportation plan, called the Florida Transportation Plan (FTP). As a plan for all of Florida, the FTP considers 
the needs of the entire transportation system and the use of all modes of transportation to meet them. 
It identifies goals, objectives, and strategies that address the long range needs of the state transportation 
system and guide the expenditure of federal, state, and local transportation funds. The FTP is linked to other 
FDOT statewide plans, including the SIS Strategic Plan and related modal system plans (e.g., highway, rail, 
aviation, transit, seaport, waterway).

The state’s 26 MPOs, with boards representing multiple local governments, lead the development of 
multimodal long range transportation plans (LRTPs). These plans focus on the metropolitan planning areas 
for MPOs, which can cover a part of a county, a whole county, or a multi-county area.  LRTPs typically 
have a 20 to 25-year planning horizon and analyze future transportation needs based on population and 
employment trends, land use considerations, and community goals. Local government planners and agency 
representatives are among the members of technical advisory committees that participate in the LRTP 
development process. LRTPs identify cost feasible transportation projects using forecasted federal, state, 
local, and private revenues. They also may identify illustrative transportation projects, which become cost 
feasible if additional revenues are secured. Alliances of MPOs in Florida develop regional LRTPs to reflect 
abutting metropolitan planning area boundaries and shared travel patterns. 

a connected region for our future - tbarta master plan vision 2009�2

What the Long-Term Regional 
Network Includes:
short-distance Rail - probably light rail, to 
connect regional anchors. (135 miles)

Long-distance Rail - commuter service 
on rail operating to serve peak commuting 
hours. (115 miles)

BRT in Mixed Traffic - Buses that make 
limited stops,  operating in lanes shared 
with cars. (42 miles)

Managed Lanes - special lanes on 
highways for buses and carpool vehicles, 
with tolls for other vehicles. (220 miles)

express Bus - long-distance service (very 
few stops), but operating either in managed 
lanes or in mixed-flow traffic on highways 
and/or major roads. (217 miles)

Long-Term Regional 
Network (2050) 
Shows What Our Future Can Be

Figure 20: TBARTA Long-Term Regional Transit Network



47 A Framework for TOD in Florida	 March 2011

Regional Transportation Authorities 
(RTAs) and local transit agencies 
work closely with MPOs on 
the transit aspects of LRTPs.  In 
addition, RTAs develop regional 
transportation or transit plans (see 
Figure 20), and some RTAs and 
local transit agencies produce and 
maintain transit development plans 
(TDPs). TDPs have a 10-year planning 
horizon and address transit needs, 
coordinating agency requirements, 
transit system plan elements, funding, 
and monitoring programs. Because 
TDPs are the primary documents 
in identifying transit agency needs, 
available funding and affordable 
service options for implementation 
over the next 5 to 10 years, all TOD 
planning in Florida must be consistent with the existing and planned services identified in the TDP. 

System level transportation plans, whether focused on transit or with a transit component, need to be 
consistent with the desired futures (e.g., community visions) embodied in local government comprehensive 
plans. As the importance of effectively integrating land use and multimodal planning becomes better understood, 
these two types of plans are increasingly informing one another. Comprehensive plans typically have long-
term planning horizons of 10 to 20 years. Policies, future land use map designations, and transportation 
maps need to reflect transit corridors and transit/intermodal hubs or stations identified in transportation 
plans or studies. The geography of TOD, with its focus on the transit core and the transit neighborhood and 
consideration of the larger transit supportive area, needs to be recognized. Strategies, such as TOD land use 
overlays, can be used to establish the policy framework for specifying the mix of uses, intensity and density 
of development, and building form needed in station areas to support transit. Strategies, such as density 
bonuses and inclusionary housing, can be used to ensure availability of housing opportunities for households 
with a mix of incomes in TODs. Such strategies can also help local governments meet requirements for 
housing elements relating to provision of adequate sites and distribution of sites for affordable workforce 
housing and housing for lower and moderate income families.

DCA plays a review and oversight role with regard to the compliance of comprehensive plans with state 
growth management statutes and rules. These statutes and rules recognize the linkage between land use 
and transportation and provide for a multimodal approach to transportation. The RPCs and FDOT play a 
review role focused on the consistency of comprehensive plans with policy and other direction established 
in Strategic Regional Policy Plans (SRPPs) and statewide transportation plans and programs.  Comprehensive 
plans and SRPPs are required to be consistent with the State Comprehensive Plan. Multiple agencies are 
available to provide technical assistance to local governments in their efforts to address transportation-
related needs, issues, and opportunities in and crossing their jurisdictions.

Figure 21: Florida Regional Visioning Initiatives
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An added dimension at the system level is the emergence of regional visioning in Florida as a mechanism 
for creating longer-term, holistic, and shared frameworks for the planning and plan implementation efforts 
of agencies and local governments. Regional visioning provides an opportunity to look across issues and 
jurisdictional boundaries and, in particular, view the possibilities for transit in the context of alternative 
future growth scenarios at a regional scale. It also provides an opportunity to engage broad constituencies, 
including the private sector, which can help build early buy-in for future policy changes and investments, 
including ones supportive of TOD and transit.  

The following boxes and associated figures (Figures 22 and 23 ) highlight integrated planning efforts aimed at 
enhancing system level plans in support of TOD and transit, improving the coordination among system level 
plans, and addressing differences in planning horizons. They provide both process and product examples of 
how to align long range planning with short range plans to create optimal conditions for delivering the best 
return on community and transit investments. 

Broward County Premium Transit Corridors and Mobility Hubs
Most of the developable area of Broward County is built out. As a consequence, future mobility is being viewed in multimodal 
rather than auto-focused terms. The Broward MPO’s 2035 LRTP pursues a targeted approach to accommodate future growth 
through infill and redevelopment tied to transit. The 2035 LRTP, branded as “Transformation,” outlines a framework of Premium 
Transit Corridors and Mobility Hubs, places with high development potential and critical areas of trip generation that intersect 
with the existing and proposed transit system. Within these Mobility Hubs, TOD is a commercially viable development approach 
given the higher intensity land uses allowed, reduced parking requirements, and market trends which demonstrate a desire for 
people and businesses to locate in vibrant mixed use communities with multiple transportation choices.  

The Mobility Hubs are a focus for targeted multimodal transportation investments, including a robust network of Premium 
Transit connecting the Mobility Hubs. The 2035 LRTP Cost Feasible Plan identifies Premium Transit Projects as Premium High 
Capacity (Bus Rapid Transit) in dedicated transit lanes and Premium Rapid Bus with high frequency service with modern, 
distinctive vehicles in mixed traffic. Beyond the Cost Feasible Plan, the LRTP explores other types of Premium High Capacity 
transit investments, including the potential for Light Rail Transit, Streetcar, People Mover, or Commuter Rail Transit technologies 
operating in dedicated transit lanes, and stipulates that innovative funding sources would be necessary to proceed with 
them. 

Broward County Transit’s TDP was a key resource for development of the 2035 LRTP. As the boundaries of Mobility Hubs are 
determined, they will be coordinated with and incorporated into Broward County’s Comprehensive Plan. This effort is being 
addressed as a part of the Broward MPO’s Livability Planning Initiative and Broward County’s Evaluation and Appraisal Report 
(EAR) process. The experience in Broward County offers an example of integrated land use and transportation planning at 
the system level.
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Exhibit 23–2035 Cost Feasible Transit Projects & Mobility Hubs Map

Premium Rapid Bus

Existing Local Bus Route
New Local Bus Route

Premium High Capacity

Community Hub
Anchor Hub
Gateway Hub

The Wave (City of Fort Lauderdale 
Downtown Circulator)

Peoplemover-SunPort 
(Airport/Seaport) 

Central Broward Transit 
(not  nal routing)

South Florida East Coast 
Corridor (FEC)

LEGEND
PREMIUM TRANSIT PROJECTS

BROWARD COUNTY TRANSIT SERVICE

MOBILITY HUBS

ILLUSTRATIVE PROJECTS

Notes:

Illustrative projects are shown for 
context and are not part of the 
2035 Cost Feasible Plan.

50% of the existing transit service’s 
operating and maintenance are 
funded with existing sources. Local 
bus services that are partially 
funded may be restructured to 
better serve mobility hubs and 
Premium Transit corridors.

Service in Neighboring Counties

S
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A
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Figure 22: Broward Transit Projects & Mobility Hubs Map
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Alachua County Mobility Plan 
In 2010, Alachua County amended its Comprehensive Plan to incorporate a Mobility Plan that promotes compact, mixed use 
developments interconnected by a multimodal transportation system.  The Mobility Plan recognizes that congestion will occur 
and that it is not financially feasible or desirable to address future mobility by adding roadway capacity alone. Among other 
features, it identifies four corridors with dedicated rapid transit lanes that will allow transit to compete effectively with the 
automobile.  In a number of instances, the County elected to plan for dedicated rapid transit lanes in lieu of widened roadways. 
These transit lanes will connect future TODs and Traditional Neighborhood Developments (TNDs) with major employment, 
medical, and educational centers in the County. 

The Future Land Use Element was amended to create TOD policies and greatly expand TND policies. Under them, development 
is to be approved, designed, and built is a manner that supports multimodal mobility. As an incentive to developers, the policies 
allow TODs and TNDs by right within the designated Urban Area with no comprehensive plan amendment or rezoning required. 
TODs and TNDs located within the Urban Service Area established by the County are exempt from the Development of Regional 
Impact process. Also, the County streamlined its concurrency management system by adopting a multimodal transportation 
mitigation program that includes a simplified look-up table and allows developers to make a one-time contribution to mitigate 
for transportation impacts. The mitigation program significantly reduces the monetary contribution required for TODs and 
TNDs. 

The Transportation Mobility Element sets district-wide pedestrian, bicycle, transit, and roadway level of service standards. 
Amendments to the Capital Improvements Element (CIE) established a 20-year horizon for the Mobility Plan and identified 
capital and operations funding to begin implementing it. The amended CIE also provides a framework for creation of 
Transportation Concurrency Backlog Authorities and Transportation Special Districts which, if created, would allow a percentage 
of future tax revenues to be set aside for capital infrastructure and transit operations identified in the Mobility Plan.

The 2010 Comprehensive Plan amendments adopted by the County represent a significant shift in long-term growth 
management and transportation strategies to support a more sustainable pattern of mobility and development. The planning 
process leading to them involved extensive coordination among the County, the City of Gainesville, the Regional Transit System 
(operated by the City), and the Metropolitan Transportation Planning Organization for the Gainesville Urbanized Area (MPTO). 
This coordination is reflected in funding of the first Bus Rapid Transit corridor (16 miles long) as a joint project of the County, 
the City, and the MTPO through its 2035 LRTP.
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Corridor Level
Corridor level planning allows for a more detailed analysis of the costs and benefits necessary to select 
station locations, the transit type, and the ultimate transit alignment within a transit corridor. Multimodal 
corridor studies and other early planning efforts can aid in the iterative planning process aimed at evaluating 
alternative transit alignments and development or redevelopment options at the station level within a given 
transit corridor. 

For communities seeking federal funding for transit investments, FTA’s Alternatives Analysis (AA) Study 
process includes analyses and conceptual design at the corridor level to demonstrate cost effectiveness, 
transit user benefits, transit supportive land uses and policies, and economic development potential.  This 
iterative study process can help to identify a locally preferred alternative that includes the transit alignment, 
the transit type, and station locations.  In Florida, an AA Study is typically led by a local transit agency or 
FDOT.  An MPO, a RTA, or a municipality may also serve in the lead role. The study process is collaborative 
and involves federal, state, regional, and local agencies which serve in a policy guidance or advisory role. The 
FTA also serves in a technical review role to ensure the reliability of the project justification information 
provided in support the locally preferred alternative.  

An emerging planning process for FDOT is the “Transit” Project Development and Environmental (PD&E) 
Study.  This process, which involves FTA as well as the Federal Highway Administration, gives greater emphasis 
to transit and land use considerations than traditional PD&E Studies for corridor level transportation 
planning.  

Figure 23: Alachua County Mobility Plan Poster
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Station Level
Planning for station areas involves addressing a combination of policy and design considerations to ensure 
that TOD does its part in maximizing the transit ridership potential for a given area and in supporting 
community livability goals. The considerations include the balance of jobs and housing, development intensity 
and density, the design of streets and places to maximize walk access and circulation, provision of opportunities 
for mixed-income housing, parking supply and management, and other public infrastructure needs.  Because 
addressing these considerations can involve development or refinement of local plans, policies and codes, 
the station area planning process is typically led by a local government. However, as part of the development 
of SunRail, a commuter rail project in the Orlando area, and the High Speed Rail corridor, FDOT has taken 
the lead in coordinating with local governments and funding station area plans.  This process should involve 
early and continuing coordination with the local transit agency and, as applicable, the MPO, the RTA, and 
FDOT. Local governments also are typically key players in the station planning that occurs at the corridor 
level and leads to the selection of station locations.

Coordination with local government engineering and building departments and FDOT is also needed to 
ensure that the design of intersections and crossings, sidewalks, parking facilities and transit stations adheres 
to local and state standards. One particular focus is on ensuring the safety of pedestrians, including the young, 
the elderly, and the mobility impaired.  The street design within and around station areas should give priority 
to the needs of pedestrians, bicyclists, and transit users over the convenience of automobile drivers. 

To implement TOD, refinements to the local land development code may be required to provide the 
regulatory basis needed to, for example, achieve the desired mix of uses within and around station areas, 
meet mixed-income housing goals, provide for open space, and set building design standards. Use of a form 
based code that designates the appropriate form and scale for development is an option for communities 
seeking to achieve an integrated built form within station areas.

Additional consideration should be given to exploring public-private development opportunities as well 
as joint development opportunities within station areas. Both of these options provide the potential for 
introducing new investment dollars at the local level to advance TOD.  

Central Florida Commuter Rail 21 Transit Oriented Development Workshop Sketchbook22

Florida Hospital Station
 Issues & Opportunities
•Florida Hospital has aggressive development plans currently 

being implemented
•The proposed station location is in a constrained site with an 8 ft. 

masonry utility enclosure running the length of the station block 
parallel with the tracks on the east side
- West of the station is the hospital’s hazardous waste loading dock

•Rollins Street is planned as the hospital’s east/west main 
street with retail and a potential conference facility anchoring 
the west end

 Charrette Outcomes
•Moving the station to the north at or on either side of Rollins 

Street would provide greater accessibility and visibility for the 
station and from the station

•A mixed-use “Health Village” Area centered on Rollins Street and 
Orange Avenue activity corridors provides amenities, housing, and 
associated commercial opportunities to the hospital, visitors and 
employees  

•Moving the station location would situate it between and directly 
adjacent to, both main entrances of the hospital while placing it 
central within the “Health Village” concept area

Florida Hospital Station

Maitland

Florida
Hospital

Figure 24: Sunrail Station Area Plan, Orlando, Florida 
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Expanded Interagency Coordination
Planning for TOD and transit in Florida is an evolving process. Several of the urban areas across the state are 
transitioning from fixed route bus systems to larger systems including premium transit.  With the expansion 
of transit systems, cross-agency interest in maximizing the benefits of TOD and transit is expanding as well. 
Local governments, transit agencies, MPOs, RTAs, RPCs, and FDOT are being asked to further integrate 
their planning efforts to ensure that multiple community and regional goals can be met. Transit agencies 
with constrained operating budgets are being asked to help find ways to increase transit ridership and 
attract choice riders as well as transit-dependent riders. Local governments are looking for opportunities 
to leverage transit investments to position station areas for major redevelopment or catalyst projects to 
further economic development and other community goals. Means of more effectively engaging citizens 
and businesses on transit-related issues and opportunities are being sought and used. These broadening 
focus areas present an advanced context for interagency coordination that provides a platform for more 
integrated land use and transportation planning at the local, regional, and statewide scales.

Several current and ongoing planning-related efforts present opportunities for expanded coordination and 
consideration of the transit system planning and implementation, TOD, growth management, and economic 
development issues covered in this framework document. At the state scale, they include the following:

•	 Implementation of the 2060 Florida Transportation Plan which includes more intermodal connectivity 
strategies and policies

•	 Update of the Transit 2020: State Transit Strategic Plan for Florida

•	 Application of Florida’s SIS Strategic Plan and Updates of the SIS Multimodal Needs Plan and the SIS 
Multimodal Cost Feasible Plan which now includes funding for regional premium transit projects

•	 Continued Evolution of Florida’s Growth Management System in requiring comprehensive mobility 
strategies in areas where transportation concurrency is exempt 

Expanded coordination and consideration of the same issues are appropriate as a part of regional visioning 
or planning efforts that typically involve multiple local governments, multiple agencies, and multiple focus 
areas. 

2060 Florida Transportation Plan  
The FTP was updated to a visionary 50-year planning horizon with approval of the 2060 FTP in December 2010. The longer 
planning horizon recognizes that change can take time. For example, recent initiatives to create a statewide passenger rail system 
with connections to regional and local commuter rail and transit systems will take longer than 20 years to implement. Three of 
the plan’s six goal areas address Florida in 2060: Economic Competiveness, Community Livability, and Environmental Stewardship. 
The importance of statewide and regional visioning, particularly as it relates to significant transportation decisions, is emphasized 
in the plan. The 2060 FTP will provide a framework for future updates of the statewide modal system plans, including the state 
transit plan.
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5.0 Appendix
Expanded Discussion on Station Area Targets by TOD Place Type
This subsection provides more detailed definitions of the TOD station area measures presented in 
Section 3.0 and outlines an approach for applying the TOD place types to local conditions and meeting 
or exceeding targets for the measures. The targets identified for the three TOD place types (see Tables 
3, 4, and 5) are presented as ranges, with the lowest value or percentage serving as a minimum, a ratio or 
comparative percentages, a minimum value (e.g., for grid density), or a maximum value (e.g., parking).  As 
prototypes, the place types present a starting point for the development of TOD policies or station area 
plans.  Adapting the place type targets into specific TOD policies or detailed station area plans requires 
calibration to local conditions.  These adjustments involve design and GIS-based analysis to account for the 
existing intensity, density and mix of uses, land availability (vacant or redevelopment), public infrastructure, 
and open spaces.  

The applicability of the site level targets will vary depending on the size of a site, the location of the site 
relative to the station entrance, the design of streets and public spaces, and existing or proposed multimodal 
access.  At the station area scale, intensities and densities should fall within the targets established for each 
placetype and should be at their highest within the transit core, tapering off in the transit neighborhood 
and further within the transit supportive (last half-mile) area.  . 

Planners can also use the TOD place type targets to approximate transit ridership potential for each 
station area. Based on total existing or proposed development (as expressed in population and jobs), 
they can estimate the associated total number of person trips, apply a transit mode share assumption, 
and then estimate the potential passenger boarding per station.  FDOT also has an automated tool, the 
Transit Boarding and Estimation Simulation Tool (TBEST), to assist with estimating transit ridership based 
on future land uses. Understanding the relationship between transit ridership potential and development 
intensities/densities can help to further calibrate TOD place types to the specific locale and transit type 
desired.    
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Station Area Measures

GROSS INTENSITY AND DENSITY 
MEASURES (FIGURE 25)

The gross intensity and density measures 
address population, employment, and 
the jobs to housing ratio. Mix of uses 
is a related measure. The targets set 
for each TOD place type apply to the 
whole station area and are derived 
from estimating the residential and 
employment densities most likely to 
support specific transit ridership goals 
at the station and corridor levels.  

Station Area Residential and Employ-
ment Densities

These measures identify the targeted 
number of residential units and jobs 
for a station area. The assumptions 
used to derive the values for total 
residential units and total employment 
are described below.

•	 Station Area Total Residential 
Units and Gross Residential 
Density - Total residential units 
are measured as the total number 
of dwelling units in the station 
area, and gross residential density 
is measured as dwelling units per 
acre. Residential units are computed 
based on total FAR (gross) and 
percent of mix of uses allocated 
to residential. Dwelling unit square 
footage is assumed to be 1,200 square feet in Regional Centers, 1,500 square feet in Community 
Centers, and 1,800 square feet in Neighborhood Centers.

•	 Station Area Total Employment and Gross Employment Density - Total employment is 
measured as the total number of jobs in the station area, and gross employment density is measured 
as jobs/employees per acre. Employment is derived from total FAR (gross) and percent mix of uses 
allocated to non-residential. Employment is calculated based on Planners Estimating Guide standards 
for square feet per employee for office, retail/services, and industrial uses (350 square feet for Regional 
Centers, 500 square feet for Community Centers, and 750 square feet for Neighborhood Centers).

Figure 25: Gross Intensity and Density 
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Station Area Jobs to Housing Ratio 

The jobs to housing ratio is a measure of the proportion of total employees and total dwelling units within 
a station area.  The jobs to housing ratio helps to estimate the number of trips that can be produced by or 
attracted to each station area.  More jobs rich station areas serve as trip destinations, whereas more housing 
rich stations serve as trip origins. A balanced jobs to housing ratio within a station area creates efficiencies 
for transit service and increases the likelihood of people being able to access a range of destinations (retail, 
employment, cultural facilities, and the like) within the station area walking shed. 

Mix of Uses 

Mix of uses is measured as the percentage of residential and non-residential uses.  The mix of uses ranges 
from 35% residential and 65% non-residential in Regional Centers to 75% residential and 25% non-residential 
in Neighborhood Centers.  Best practices research indicates that optimal TODs should contain a minimum 
of 30% residential uses. 

Site Level Measures

NET INTENSITY AND DENSITY MEASURES 
(FIGURE 26)

Net intensity and density measures address site-
level design considerations for development or 
redevelopment within a station area.  The targets 
set for each TOD place type are intended to 
encourage context appropriate building massing/
form and a transit supportive mix of uses. 
Pedestrian-scaled building massing and form, 
complemented by the appropriate mix of uses 
(horizontal and vertical), encourage walkability, 
reduce vehicle trips per person, and enhance 
transit ridership potential. Intensity (measured 
by FAR) and density (measured by dwelling units 
per acre) are critical measures that need to be 
well coordinated with building design measures 
such as building height, lot coverage, and street 
frontage. Optimal TODs contain the highest 
intensity and density within the transit core 
(first-quarter mile).  As minimums, it is likely that 
sites within the transit core could well exceed 
the targets and thereby reduce the intensities 
or densities needed in the transit neighborhood 
(second-quarter mile) to achieve the same 
transit ridership goals. Therefore, planning at the 
site level for TOD requires consideration of each 
site relative to meeting targets for the station 
area as a whole. 

Figure 26: Net Density and Intensity
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NET TO GROSS CONVERSION FACTORS 

The gross intensity and density and mix of use measures 
for each TOD place type serve as a guide for determining 
the net intensity and density needed at the site level 
given existing land use efficiency within station areas. 
Land use efficiency is the percentage of land available for 
building square footage after excluding roadways, open 
space, stormwater management, and so forth. Since the 
gross measures for the TOD place types do not exclude 
land utilization features, the net intensity and density 
targets need to be calibrated to local conditions. This 
calibration could result in even higher site level targets 
within the station area.  This conversion factor is best 
addressed by analyzing local conditions. 

STREET NETWORK AND BUILDING DESIGN 
(FIGURE 27)

Street networks and building design help define the 
pattern of urban form within each TOD place type.  For 
TOD, the goal is to create the ‘bones’ of urban form 
that will support a high concentration of vertically and 
horizontally mixed uses and walkable public spaces 
within the station area. Higher street grid density and 
smaller block sizes, combined with appropriately scaled 
and permeable building frontages, improve street-level 
activity, pedestrian connectivity and accessibility.

•	 Grid Density - Grid density is measured as the 
number of blocks (polygons) per square mile. A block 
is defined as a contiguous piece of land bounded 
by street network connections that include vehicle, 
bicycle, and pedestrian pathways. Grid density is 
a proxy measure for connectivity (links/nodes or 
intersection density) and accessibility (intersection 
spacing). Grid density ranges from 350 blocks per 
square mile in Regional Centers to 150 blocks per 
square mile in Neighborhood Centers.

Figure 27: Street Networks and Connectivity
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•	 Net Non-Residential Floor Area Ratio - Net Non-residential FAR includes all non-residential 
building square footage.  Distinct from the Gross FAR measure for the station area, it excludes land 
utilization features (e.g., roadways, open space, stormwater management). 

•	 Net Residential Density - Residential density is measured as dwelling units per net acres and is 
computed based on net total FAR and percent mix of uses allocated to residential. Dwelling unit square 
footage is assumed to be 1,200 square feet in Regional Centers, 1,500 square feet in Community 
Centers, and 1,800 square feet in Neighborhood Centers.
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•	 Building Height - Building height is measured as the number of floors in a building. Total FAR is a 
calculated by looking at total building height to lot coverage. Building heights range from four or more 
floors in Regional Centers to one or more floors in Neighborhood Centers.

•	 Lot Coverage - Lot coverage is measured as the percentage of a site that can be built on. Computation 
of lot coverage includes structured parking and other accessory structures, but it does not include open 
stormwater management or surface parking. Lot coverage targets range from 80 to 90% in Regional 
Centers to 40 to 50% in Neighborhood Centers.

•	 Street Frontage - Street frontage is measured as the percentage of primary building frontages built 
to the lot-line or sidewalk. The targets for street frontage within the TOD place types assume a small 
percentage (25-30%) of the frontage set back no more than 5’-10’ from the parcel line.  However, this 
factor should be calibrated to reflect existing building massing/form and development character. Street 
frontages range from 80-90% in Regional Centers to 60-70% in Neighborhood Centers.

PARKING

Generally, parking within TODs should be limited.  Parking targets by TOD place type establish parking caps 
for sites within station areas with the intention of discouraging vehicle trips and encouraging walking or 
transit trips.  However, phasing in the parking caps over time should be considered based on the type of 
transit system implementation and connectivity to more regional systems.  Other strategies such as shared 
parking facilities or utilization of surface parking lots as land banks for future redevelopment should also 
be considered.  Parking caps are limited to on-site parking and public/private parking facilities (surface or 
structured) and exclude on-street parking.

•	 Residential Parking - Residential parking is defined as the maximum number of parking spaces 
per dwelling unit. This number represents an average for single-family and multi-family dwelling units. 
Residential parking caps range from one space per dwelling unit in Regional Centers to two spaces per 
dwelling unit in Neighborhood Centers.

•	 Non-Residential Parking - Non-residential parking is defined as the maximum number of parking 
spaces per 1,000 square feet of office, retail, or industrial space. Non-residential parking caps range 
from one space per 1,000 square feet in Regional Centers to three spaces per 1,000 square feet in 
Neighborhood Centers.

•	 Park and Ride - Station areas that include park-and-ride lots to allow for greater drive access to 
transit will require exemptions from parking caps. Park-and-ride lots are typically located in less densely 
developed areas where TOD potential is not as strong, or in areas where they can serve as a temporary 
land bank until development conditions are more conducive to TOD.  Generally, park-and-ride lots 
are not desirable for use in a Regional Center or a Community Center. However, transit system and 
corridor level planning often involves some level of tradeoff analysis to determine which stations are 
appropriate for park-and-ride lots and which ones are not. This analysis involves consideration of factors 
such as the auto-trip and walk-trip access ridership catchment potential, parking fee revenue potential, 
adjacent development and market conditions, and travel markets to determine the best location for 
park-and-ride facilities within a larger transit system.
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Acronyms 

CSS – Context Sensitive Solutions

DCA – (Florida) Department of Community Affairs

FAR – Floor Area Ratio

FDOT – Florida Department of Transportation

FTA – Federal Transit Administration

FTP – Florida Transportation Plan

GIS – Geographic Information System

HART – Hillsborough Area Regional Transit (Agency)

JD – Joint Development

LRTP – Long Range Transportation Plan

MPO – Metropolitan Planning Organization

MTPO – Metropolitan Transportation Planning Organization

RPC – Regional Planning Council

RTA – Regional Transportation or Transit Authority

SIS – Strategic Intermodal System

SRPP – Strategic Regional Policy Plan

TAD – Transit Adjacent Development

TBARTA – Tampa Bay Area Regional Transportation Authority

TOD – Transit Oriented Development

TDP – Transit Development Plan

TDM – Transportation Demand Management

VMT – Vehicle Miles Traveled
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Glossary 

Accessibility
Accessibility refers to the ability to reach desired goods, services, activities and destinations and generally 
reflects the generalized costs (time, money, discomfort and risk) associated with doing so.  People often 
evaluate accessibility in terms of convenience, that is, the ease with which they can reach what they want 
considering the cost factors noted.

Affordable Housing 
Affordable housing is typically described as housing units for income-eligible households (very low, low 
and moderate) with a monthly cost not exceeding 30% of a household’s income.  Affordable housing rates 
are typically established by cities and counties by looking at median income and poverty levels within a 
specific area.   

Baby Boomer
A baby boomer is a person born in the baby boom from the end of World War II to the 1960s, or more 
particularly, a person born between the years 1944 and 1964.

Comprehensive Plan
A comprehensive plan is an adopted municipal or county plan that guides future growth and development. 
In Florida, comprehensive plans are comprised of chapters or “elements” with goals, objectives, and policies 
addressing future land use, housing, transportation, public schools, infrastructure, coastal management, 
conservation, recreation and open space, intergovernmental coordination, and capital improvements. 

Commercial Uses 
Commercial uses are activities within land areas which are predominantly connected with the sale, rental, 
and distribution of products, or the performance of services.

Context Sensitive Solutions 
CSS is a theoretical and practical approach to transportation decision-making and design that takes into 
consideration the communities and lands which streets, roads, and highways pass through (“the context”). 
CSS seeks to balance the need to move vehicles efficiently and safely with other desirable outcomes, 
including historic preservation, environmental sustainability, and the creation of vital public spaces. In 
transit projects, CSS generally refers to context sensitive planning, design, and development around transit 
stations.

Density
Density is an objective measurement of the number of people or residential units per unit of land, such as 
residents or employees per acre.

Dwelling Unit 
A dwelling unit is an apartment, house, condominium, or other similar living structure. A household refers 
to an occupied dwelling unit.

Echo Boomer
An echo boomer, or Generation Y (Gen Y), is a person born to a baby boomer, most often cited as those 
born between the years of 1982 and 1995.

Floor Area Ratio 
FAR is the floor area of all buildings permitted on a lot divided by the area of the lot. For example, a 
FAR of 2.0 would allow construction of 20,000 square feet of floor space on a 10,000 square foot lot. 
For the purposes of this framework document, gross FAR refers to the total FAR of a given area minus 
civic uses (roads, parks, open space, and the like). Net FAR refers to the specific site FAR minus setbacks, 
stormwater management, and parking. 
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FTA New Starts Program

FTA’s New Starts discretionary grant program is the federal government’s primary financial resource for 
supporting locally-planned, implemented, and operated transit “guideway” capital investments, from heavy to 
light rail, from commuter rail to bus rapid transit systems. 

FTA Small Starts Program

FTA’s New Starts discretionary grant program has a project category called “Small Starts.”  These transit 
projects are low cost projects that qualify for a highly simplified project evaluation and rating process by 
FTA. In order to qualify as a Small Start, the total project cost must be less than $250 million, with no greater 
than $75 million in requested grant funding.

Future Land Use Element

The future land use element in a local government’s comprehensive plan defines categories of land use (e.g., 
residential, commercial, office, industrial), applies those categories to land using a map, and specifies the 
amount of development (intensity and density) that may be built on land over the plan’s long-term planning 
horizon. 

Infill Development

Infill development is the development or redevelopment of underutilized or vacant lands in existing urban 
areas. 

Intensity

Intensity is an objective measurement of the extent to which land may be developed or used, including the 
use of the space above, on, or below ground. It is typically measured by FAR and lot coverage. 

Intermodal

This term relates to the connection between any two or more modes of transportation.

Land Use

A land use is the type of activity or development that occupies a parcel of land, or how the land is used. 
Common individual land uses are residential, retail, commercial, industrial, recreation, and public or 
institutional. A combination of land uses, or mix of use, is one of the necessary attributes for TODs.

Livable Communities

Livable communities is a general term used to describe communities with common goals aimed at creating 
more transportation choices; providing equitable, affordable housing; improving economic competitiveness 
and resiliency; supporting existing community character and values; and advancing environmental stewardship 
goals.  

Metropolitan Planning Organization

The agency designated by the governor to administer the federally required transportation planning process 
in a metropolitan area. A MPO must be in place for every urbanized area, which is defined as a geographic 
area with 50,000 or more people.

Mixed-Income Housing 

Developments with mixed-income housing contain affordable and market rate housing units. Such 
developments typically have at least 20% of the housing units dedicated to affordable housing. Affordable 
housing is typically described as housing units for income-eligible households (very low, low and moderate) 
with a monthly cost not exceeding 30% of a household’s income.  Affordable housing rates are typically 
established by cities and counties by looking at median income and poverty levels within a specific area. 
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Mixed Use Development
A mixed use development combines two or more land uses, such as residential, office and commercial, in a 
single development project.   

Mobility
Mobility is the degree to which the demand for the movement of people and goods can be satisfied. Mobility 
is measured in Florida by the quantity, quality, accessibility, and utilization of transportation facilities and 
services.

Mode 
A mode is any one of the following means of moving people or goods: aviation, bicycle, highway, paratransit, 
pedestrian, pipeline, rail, transit, space, and water.

Mode Split
A mode split, typically measured as a percentage, identifies the predicted trips from each origin zone to each 
destination zone into distinct modes of transportation.

Multimodal
Multimodal means transportation options using different modes are available within a system or a 
corridor.

Place Types 
A place type refers generally to the characteristics of density, diversity, and design present for a specific 
geography.  For the purposes of this framework document, different TOD place types are identified to 
reflect the range of transit supportive community development patterns in Florida. 

Redevelopment
Redevelopment is the reconstruction, rehabilitation, or replacement of existing development with residential, 
commercial, industrial, retail, or other uses. 

Regional Planning Councils
RPCs are quasi-governmental organizations that are designated by Florida law to address problems and plan 
solutions that are of greater-than-local concern or scope, and are to be recognized by local governments as 
one of the means to provide input into state policy development. There are 11 RPCs in Florida.

Regional Transportation or Transit Authorities
RTAs are public bodies with the authority to provide public transportation services, such as bus transit and 
commuter rail. 

Strategic Intermodal System
The SIS was established in 2003 to enhance Florida’s economic competitiveness by focusing state resources 
on the transportation facilities most critical for statewide and interregional travel. It is a statewide network 
of high priority transportation facilities, including the state’s largest and most significant commercial service 
airports, spaceport, deepwater seaports, freight rail terminals, passenger rail and intercity bus terminals, rail 
corridors, waterways, and highways.

Sun Belt
The Sun Belt or Sunbelt is the southern tier of the United States, focused on Florida, Texas, Arizona, and 
California, and extending as far north as Virginia.

Sustainability 
Sustainability means the ability to meet the needs of the present without compromising the ability to meet 
the needs of the future, from a social, economic, and environmental perspective.



64 A Framework for TOD in Florida	 March 2011

Transit Adjacent Development (TAD)
TAD is development that is in close proximity to transit but with a design that has not been significantly 
influenced by it. This is in contrast to TOD, where transit is a central design feature.

Transit Mode Split
This term can be used to describe either the percentage of person trips using transit, or the percentage of 
trips using a particular type of transit.

Transportation Demand Management
TDM involves use of strategies and techniques to increase the efficiency of the transportation system. 
Demand management focuses on ways of influencing the amount and demand for transportation by 
encouraging alternatives to the single-occupant automobile and by altering local peak hour travel demand. 
Examples of TDM strategies and techniques are ridesharing programs, flexible work hours, telecommuting, 
shuttle services, and parking management.

Transit
Transit refers to any means of publicly available travel by which a significant number of persons are transported 
at a single time. Transit includes fixed route bus, bus rapid transit, ferry stations, trolleys, streetcars, light rail, 
commuter rail, inter-regional rail, and high-speed rail. 

Transportation Disadvantaged
As defined in s. 427. 011, FS, transportation disadvantaged means those persons who because of physical or 
mental disability, income status, or age are unable to transport themselves or to purchase transportation 
and are, therefore, dependent upon others to obtain access to health care, employment, education, shopping, 
social activities, or other life-sustaining activities, or children who are handicapped or high-risk or at-risk as 
defined in s. 411.202, FS.

Value Capture
Value capture means capturing land value gains for public purposes. Empirical evidence that transit and TOD 
create significant value is mounting. They offer net benefits, in part because TOD concentrates development 
and the tax base, allowing for value capture strategies. Value capture means redirecting tax base revenues 
to pay for construction and operation of transit or expensive TOD components, such as structured parking 
or infrastructure. Value capture strategies include tax increment financing, negotiated investments or 
contributions, and special assessment districts.

Vehicle Miles Traveled
VMT is a measure of the extent of motor vehicle operation; the total number of vehicle miles traveled 
within a specific geographic area over a given period of time. 

Zoning
Zoning regulates the use of land consistent with the land use categories adopted in future land use elements 
in local government comprehensive plans. These regulations  restrict and define the types of land uses and 
development that can occur on each parcel of land in a community.
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