
TRANSIT-ORIENTED DEVELOPMENT 

Policies adopted by the City/County recognize the physical, social, and economic impacts of transit-oriented 
development. Areas developed in transit-oriented patterns support the following: 

• Access – Building a local and regional multimodal network supports mobility and gives people within the 
community access to jobs, education, housing, and essential services, such as health care.

• Placemaking – Designing and building places that are memorable, inviting, and comfortable for people 
ensures that places remain vital and reflect local lifestyles and needs.

• Value – Developing in a pattern that leverages public investments and infrastructure maximizes the physical, 
social and economic value to people and the community.

The benefits of transit-oriented development to a community are numerous. These benefits are maximized when 
we locate, plan, and design development with transit in mind.

• Supports Transit-investments

• Reduces Cost of Living

• Improves Access to Opportunities

• Stabilizes and Strengthens Property Values

• Improves Public Health

• Builds Marketable Places

• Supports Workforce Development

• Expands the Development Market

• Contributes to Sustainability

Transit-oriented development (TOD) is a departure from conventional development and 
community building practices, particularly in less-dense, dispersed communities designed 
primarily to accommodate the automobile. However, transit-oriented development is not 
necessarily a new practice. In fact, it represents the way places and cities were built for centuries; 
compact, connected, and diverse. These types of places already exist in Indianapolis and Marion 
County, and they remain some of the most popular neighborhoods in the community. 

BUILDING WITH TRANSIT IN MIND

CompaCt. Compact places have a concentration of destinations within a 10-minute walk. 

ConneCted. Greater connectivity provides more and shorter routes within a place; it improves access between different places; and it 
increases transportation choices including options for transit, biking, and walking.

diverse.  Diverse places provide a wide variety of reasons for people to be there, including living, working, and playing. 

transit-oriented development is...

sparse. Sparse development patterns have very limited destinations within a 10-minute walk. 

isolated. A conventional development pattern often contains a collection of isolated lots surrounded by surface parking lots, hindering 
walkability and access. 

inCoherent Development that is uncoordinated or does not consistently emphasize the public realm results in homogeneous 
environments that are unfriendly to people walking.

transit-oriented development is not...

BLUE LINE BUS-RAPID TRANSIT STATIONS

CompaCt

ConneCted

diverse



HOW ZONING REFINEMENTS CAN HELP ENCOURAGE T.O.D.

promote ConneCted networks.  A connected network of streets, blocks and pedestrian passages shorten walking distances, increases the variety of routes, and limit or 
eliminate barriers to walkable places.

slow the traffiC.  Street and lane widths need to balance the desired vehicle speeds, the anticipated traffic volume and maximize on-street parking.

Build Generous sidewalks.  Generous sidewalks signal that walking is a reasonable transportation option and that the public realm is designed for people first.

Create Comfort and enClosure with street trees.  Street trees are an essential part of infrastructure for walkable streets, due to their aesthetic, spatial, environmental, and social 
functions.  They improve property values, calm traffic, buffer pedestrians, define spaces, provide shade and comfort, infiltrate stormwater, and protect paved surfaces.

desiGn aCtive GatherinG plaCes.  Smaller and compact open and civic spaces incorporated into streets or designed as an extension of streetscapes invite people to linger and 
activate streetscapes.  The location, types and design of different gathering places also help shape the unique identity of different places.

inteGrate a variety of street types.  Diverse places require a network with a variety of different street types with many different functions and urban design qualities.  Some are 
great people places, others are multi-modal connectors, while others serve basic functions.

Build to the street.  The “street wall” shaped by many buildings and frontage designs define public spaces.  Placing buildings close to sidewalks and designing frontages 
for social space creates enclosure of public spaces and elevates the needs of people over cars. 

desiGn permeaBle faCades.  Connecting the inside (private realm) to the outside (public realm) is a key attribute of vibrant, walkable places.  It creates interest in public space, 
makes people comfortable, and activates streets. 

hide / minimize the parkinG.  Manage parking at the largest scale and internalized it into blocks and behind buildings at the site scale.  While vehicle access and parking may 
always be necessary to walkable places, the design and location must avoid disrupting connections and social spaces for people.   

Create CapaCity.  A critical mass of trip origins (typically households) and destinations (typically services or employment) within walking distance of transit stops and stations 
creates capacity to support transit.  

ConCentrate investment.  A variety of different uses concentrated near transit stops and stations supports neighborhoods and districts.

make the small easy. More, smaller investments maintain diversity, adaptability, economic stability, and the ability to integrate many uses in a compact, walkable place.  

Create many reasons to Be there. Places thrive when there is a variety of reasons to be there, and this principle scales exponentially.  A social space with 10 things to do, a 
block with 10 of these uses, a place with 10 of these blocks –quickly generates your most active and valuable places.

mix housinG types.  A wide range of housing and building types within a narrow range of compatible building and lot scales allows housing options to transition between 
neighborhoods, mix within neighborhoods and integrate along blocks.

desiGn slow neiGhBorhood streets.  Walkable neighborhoods draw a substantial portion of their value and character from how well streetscapes are designed.  Our most 
valued neighborhood streets are defined by slow vehicle speeds and are best experienced on foot.

Create a variety of enGaGinG, human-sCale entry features.  Human scale entry features create important physical, social and perceived connections to the neighborhood.  A few 
simple patterns can create compatibility among a wide range of building types, and subtle variations in those patterns can be a source of unlimited diversity between 
similar building types.

use understated driveways, GaraGes or parkinG.  
The relationship of lots and building frontage to the streetscape affects the character of neighborhoods and blocks.  When mixing a variety of lot and building types, 
and when concentrating housing on smaller or narrower lots, managing this relationship at a block or neighborhood scale – and specifically the extent and frequency of 
driveways, garages or parking - is a crucial strategy to ensure compatibility.

PUBLIC SPACE URBAN FORM

MIX OF USES HOUSING DIVERSITY 

Public spaces include streets, parks, open and civic 
spaces that contribute to people’s experience and 
their perception of the community. Public space is 
important to a community because it connects people 
and places, it supports development, and it expresses 
the values and priorities of the community through 
its design. The current regulations lack public space 
design standards that ensure active and usable 
spaces, and that distinguish between the many types 
of spaces necessary to support development in the 
varied contexts along the Blue Line Corridor. 

Urban form defines the scale, orientation, and 
relationship of development to public space. These 
elements can be prescribed to shape comfortable, 
human-scaled public spaces that attract people.  
A few, simple urban design patterns create these 
relationships and can be adjusted to support different 
contexts. The current regulations begin to address 
urban form, but lack clear and consistent standards 
or well-defined approaches that emphasize these 
relationships where they are most important, and 
where distinctions may be necessary for the varied 
contexts within transit-served areas and throughout 
the Blue Line Corridor.  

The range of different uses define the experience 
and vitality of a place. Mixing uses within a district 
– including retail, services, housing or lodging, and 
institutional needs – and arranging these uses in 
compact and mutually supportive patterns creates 
valuable and unique destinations that are more easily 
served by transit. The current regulations permit 
different uses in some districts, but lack standards that 
promote the intentional concentration of compatible 
uses.  

Neighborhood design has a significant impact on 
travel patterns.  Neighborhoods that are compact, 
walkable, and have a wide variety of housing options 
– meeting different demographic trends, different price 
points, and different building formats – create stronger 
neighborhoods that support local businesses.  They also 
capitalize on investments in more robust, multi-modal 
transportation networks that accommodate walking, 
biking and transit.  The current regulations account for 
housing in many different formats among the many 
zoning districts, however very few of the zoning districts 
anticipate different housing options integrated into a 
well-designed neighborhood.  The regulations also 
lack crucial neighborhood design standards that ensure 
walkable patterns or compatible design when different 
housing types do mix.  



DO THE MATH

Value per acre (left) is an indication of efficiency of investment, both in public infrastructure and private development. 
Using assessment data for each parcel, divided by the acreage of land each parcel makes up, this map illustrates where in 
the county land is producing property taxes, and utilizing public infrastructure, most efficiently. Places that are colored red 
have the highest values per acre, likely producing a return-on-investment on the public’s collective investment in physical 
infrastructure such as roads, pipes, and sewers. These are the areas that are also likely to be producing the most collective 
wealth for the county, enabling the community to invest in additional programs and services that would otherwise not be 
feasible. Places colored in green produce a relatively low value per acre, and are less likely to be producing a return-on-
investment on infrastructure. These areas typically require financial support from areas of the county that produce a return-
on-investment until they are capable of solvency. 

What kinds of buildings produce the highest return-on-investment for our community? It may come as a surprise that 
many small-scale, modest buildings throughout Indy present a high economic potency. While newer, large-scale mixed-
use projects are certainly valuable to the community as well, the math shows that many of the community’s existing small-
scale commercial and “middle” housing types (duplexes, multiplexes, rowhouses) are great contributers to the tax base while 
requiring very little infrastructure to support. On the contrary, development projects that utilize large amounts of land with 
very little improvements contribute a very low amount of property taxes compared to the amount of public infrastructure 
needed to support it – such as physical utility infrastructure and perimeter streets serving the property.

MEASURING TAX EFFICIENCY 

COUNTY-WIDE TAXABLE VALUE PER ACRE MAP

Communities across the country are facing a fundamental problems: we’ve built 
cities that are challenging to afford. This is an unintended consequence of spreading 
out and using infrastructure less efficiently as our predecessors, requiring a greater 
amount of taxes per person to support. For example, Indy contains enough roads 
to build a 2-way street between here and Anchorage, and the people of Indy 
are responsible for maintaining these streets, as well as other types of public 
infrastructure, through their taxes.

Where properties do not use infrastructure efficiently, an unsustainable land use 
pattern is created. In order to best leverage existing infrastructure and the new 
investment in Bus Rapid Transit, private reinvestment should promote 
shared prosperity and community-centric development will promote positive social 
and economic outcomes. 

UNDERSTANDING OUR INFRASTRUCTURE LIABILITY

west 86th walmart

$521,043 per acre

Parking is one of the least tax efficient land uses. The amount of taxes 
you pay emphasizes the value of “improvement”, rather than the value 
of the land. Parking is considered a low-value improvement, thus is 
taxed considerably low. Large parking lots such as this can yield a 
negative return on investment to the community.

38th & meridian

$2.2 Million per acre
villaGe doG

$1,150,985 per acre
alaBama townhomes

$4-6 Million per acre

the Coil

$10 Million per acre
neiGhBorhood 2 story mixed use

$2,198,898 per acre
previous sales forCe e. washinGton

$2 Million per acre

NN



CODE CONSIDERATIONS
ADDRESS CIVIC DESIGN

improve sidewalk standards

promote street trees

maximize on-street parkinG

tailor Cross-seCtion and lane widths to Context and desired speeds.

revisit ConneCtivity standards, partiCularly for walkaBle neiGhBorhoods.

MIXED-USE MAIN STREET RESIDENTIAL NEIGHBORHOOD STREET RESIDENTIAL CONNECTOR STREET

DEFINING THE “PEDESTRIAN ZONE”

TYPICAL CROSS-SECTION FOR BRT CORRIDOR BRT CORRIDOR WITH FULL PEDESTRIAN ZONE

Streets are an important part of the city, providing access to our residencies and destinations. Specific street types applied to transit-
oriented places would provide a framework for designing streets at a scale that balances the needs of all users, supports economic 
development, and contributes to placemaking. The design and function of this public space is critical to ensuring walkability and 
accessibility, and defining clear types can help guide placemaking.

A TYPES-BASED APPROACH 

Also known as the “walking zone,” the Pedestrian Zone is the portion of the 
sidewalk space used for active travel. For it to function, it must be kept clear 
of any obstacles and be wide enough to comfortably accommodate expected 
pedestrian volumes including those using mobility assistance devices, pushing 
strollers, or pulling carts. 

what we are thinkinG aBout...

EMPHASIZING THE PEDESTRIAN ZONE FOR TOD
The Typical Cross-Section for BRT (center right) does not provide clear expectations for the design of areas where people will be 
occupying space as pedestrians. A robust Bus Rapid Transit system should be supported by the public investments that make transit areas 
walkable, safe, comfortable, and accessible.



CODE CONSIDERATIONS
SIMPLIFY & REFINE DEVELOPMENT STANDARDS

ENSURE
To create transit-oriented development a specific 
design approach is necessary within regulations. A 
focus on people oriented public spaces, including 
streets, a human-scaled development form, 
mixing uses to create activity, and a diversity of 
housing to create community are all necessary 
attributes. The regulations that create transit-
oriented development should ensure that these 
things happen as development and redevelopment 
occurs. Specific development standards that 
address the design of streets and streetscapes, the 
relationship of buildings to the streetscape (building placement, entryways, first-
floor transparency, etc.) allowing different types of development based on context 
and scale will provide the necessary standards to ensure the compact, connect and 
diverse places are created.

FRONTAGE AND TRANSPARENCY REQUIREMENTS

what we are thinkinG aBout...
simplify open spaCe lot standards.

simplify the lot size standards.

refine and solidify BuildinG type standards. 

In most communities to create transit-oriented development policies and regulations must be intentional about producing compact, connected diverse places 
that prioritize use by people. The development policies adopted by the City clearly reflect and encourage the development of transit-oriented development 
patterns and places, particularly in relation to transit service. The City of Indianapolis Consolidated Zoning / Subdivision Ordinance however provides a variety 
of regulations that either ensure and enable, merely allow or in some cases undermine the creation of transit-oriented development patterns. The distinction 
between the intent of the standards is important to understand.

PROMOTING WALKABLE DEVELOPMENT PATTERNS

ALLOW

A lack of specificity within regulations can 
create uncertainty for development and 
specifically the establishment of transit-oriented 
development. Where regulations are too general, 
creating transit-oriented development relies 
on the planning policies for guidance, and a 
developer who is familiar with creating TOD, for 
implementation. There is certainly no assurance 
that transit-oriented development will occur, and 
an automobile-centric development patterns 
is a more likely outcome. Lacking specifics 
with regulations does not set the expectations for development for all involved 
– the developer, the neighborhood or the city and often results in unintended 
development.

UNDERMINE
For decades the focus of development codes has 
been the accommodation of the automobile – street 
design, site access and parking standards have led 
to automobile-centric communities. Recently there 
has been a recognition that this practice is harming 
our communities and a recognition that creating 
places for people is beneficial – physically, financially 
and socially. Unfortunately, many of our regulations 
have not caught up with this recognition and their 
standards can work against creating compact, 
connected diverse places. Specific design standards 
that address street design, development form and 
placement, and encouraging a variety of uses can ensure that transit-oriented 
development occurs.

FLOOR-AREA-RATIO STANDARD (D-8 DISTRICT)



CODE CONSIDERATIONS
ENSURE HUMAN-SCALED BUILDING DESIGN

In transit-supportive areas, human-scale patterns should be expressed regardless of a building’s 
architectural style. Emphasized entry features help create physical connections to the neighborhood 
streetscape, often establishing usable social spaces along the street, and break down the facade of 
buildings to improve compatibility. Entry features also promote variation, creativity, and uniqueness that 
can be offered through individual choices on materials, color, details and ornamentation – some of the 
more typical targets of character regulations.  And all of this comes without even yet mentioning the 
endless variety layered on by different architectural styles, or the uniqueness each owner contributes by 
personalizing their space over time.

EMPHASIZING THE PUBLIC REALM

NEIGHBORHOOD SETTING WITH HUMAN-SCALE ENTRY FEATURES

MIXED-USE SETTING WITH PEDESTRIAN-ORIENTED DEVELOPMENT

HUMAN-SCALE BUILDING DESIGNS

CAR-ORIENTED BUILDING DESIGNS

what we are thinkinG aBout...
desiGn the appropriate relationship Between BuildinGs and puBliC spaCe. 

define human-sCaled BuildinG features. 



CODE CONSIDERATIONS
MINIMIZE THE IMPACT OF PARKING

what we are thinkinG aBout...
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UNDERSTATE PARKING EMPHASIZE ON-STREET PARKING MITIGATE LARGE SURFACE LOTS

The relationship of lots and building frontage to the streetscape affects the 
character of neighborhoods and blocks.  When mixing a variety of lot and building 
types, and when concentrating housing on smaller or narrower lots, managing 
this relationship at a block or neighborhood scale – and specifically the extent 
and frequency of driveways, garages or parking - is a crucial strategy to ensure 
compatibility.

Transit-oriented places should maximize opportunities for on-street parking, shared 
parking, or reduced inefficiency caused from underutilized and redundant surface 
parking lots. 

On-site parking should be designed and located in a manner that mitigates 
negative impacts on streetscapes and adjacent property. In order to emphasize 
the public realm and walkability, parking should be deemphasized and be located 
internally on a site. Landscaping, buffering, and surface limitations can also help 
deemphasize surface parking lots. 

address the desiGn and loCation of on-site parkinG. 

Consider on-street parkinG Credits. 



INDY’S ADOPTED DEVELOPMENT CONTEXTS

CONCEPTUAL DIAGRAM – NODAL PATTERN

CORE – TRANSIT STOP PRIMARY DEVELOPMENT AREA – TRANSITIONAL AREA SECONDARY DEVELOPMENT AREA – NEIGHBORHOODS

The nodal development pattern strives to create centers of activity that connect seamlessly to 
surrounding communities. Transit stops should generally support a node, a primary development 
area, and secondary development area. The node is the area which contains the highest intensity 
of uses, housing types, and physical form. This area should feature predominately commercial or 
mixed-use development. It is the critical mass of activity for a place, varying in size. The primary 
development area is intended to reduce the intensity of development, while still accommodating 
active uses and connections, to connect the node with surrounding neighborhoods. The 
secondary development area supports the lowest intensity of uses, and is predominately 
characterized by small-scale housing types such as duplexes, single detached houses, multi-
unit houses, and accessory dwelling units (mother-in-law houses). This adopted organizational 
structure helps to inform the direction of regulatory change to support placemaking and land use 
transitions between various contexts along the Blue Line.

NODAL DEVELOPMENT PATTERNCore – Transit Stop

Primary – Transitional Area

Secondary – Neighborhoods
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CONCEPTUAL TOD DEVELOPMENT PATTERN
BELLEVIEW – WALKABLE NEIGHBORHOOD

EXISTING CONDITIONS

CONCEPTUAL DEVELOPMENT PLAN

PUBLIC SPACE: Address Civic Design

FORM: Refine Building, Lot, and Open Space Standards

MIX OF USES & HOUSING: Address Use and Parking Standards 

LEGEND

New Streets
Nonresidential – Walkable Commercial and Mixed Use 
Residential – Large Apartment Building 
Residential – Rowhouses, Small Apartment Building
Residential – Houses, Duplex, Multi-unit House
Open Space

Existing Streets
Existing Parking
Nonresidential Building
Residential – Large Apartment Building 
Residential – Rowhouses, Small Apartment 
Building
Residential – Houses, Duplex, Multi-unit House

EXISTING CONDITIONS CONCEPTUAL DEVELOPMENT
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CONCEPTUAL TOD DEVELOPMENT PATTERN
LYNHURST – COMMUNITY CENTER

PUBLIC SPACE: Address Civic Design

FORM: Refine Building, Lot, and Open Space Standards

MIX OF USES & HOUSING: Address Use and Parking Standards 

LEGEND

New Streets
Nonresidential – Walkable Commercial and Mixed Use 
Residential – Large Apartment Building 
Residential – Rowhouses, Small Apartment Building
Residential – Houses, Duplex, Multi-unit House
Open Space

Existing Streets
Existing Parking
Nonresidential Building
Residential – Large Apartment Building 
Residential – Rowhouses, Small Apartment 
Building
Residential – Houses, Duplex, Multi-unit House

EXISTING CONDITIONS CONCEPTUAL DEVELOPMENT
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EXISTING CONDITIONS

CONCEPTUAL DEVELOPMENT PLAN



PUBLIC SPACE: Address Civic Design

FORM: Refine Building, Lot, and Open Space Standards

MIX OF USES & HOUSING: Address Use and Parking Standards 

CONCEPTUAL TOD DEVELOPMENT PATTERN
SHERMAN – COMMUNITY CENTER

LEGEND

New Streets
Nonresidential – Walkable Commercial and Mixed Use 
Residential – Large Apartment Building 
Residential – Rowhouses, Small Apartment Building
Residential – Houses, Duplex, Multi-unit House
Open Space

Existing Streets
Existing Parking
Nonresidential Building
Residential – Large Apartment Building 
Residential – Rowhouses, Small Apartment 
Building
Residential – Houses, Duplex, Multi-unit House

EXISTING CONDITIONS CONCEPTUAL DEVELOPMENT
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CONCEPTUAL TOD DEVELOPMENT PATTERN
RIDGEVIEW – DISTRICT CENTER 

PUBLIC SPACE: Address Civic Design

FORM: Refine Building, Lot, and Open Space Standards

MIX OF USES & HOUSING: Address Use and Parking Standards 

LEGEND

New Streets
Nonresidential – Walkable Commercial and Mixed Use 
Residential – Large Apartment Building 
Residential – Rowhouses, Small Apartment Building
Residential – Houses, Duplex, Multi-unit House
Open Space

Existing Streets
Existing Parking
Nonresidential Building
Residential – Large Apartment Building 
Residential – Rowhouses, Small Apartment 
Building
Residential – Houses, Duplex, Multi-unit House

EXISTING CONDITIONS CONCEPTUAL DEVELOPMENT
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