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SUMMARY 

At the request of the Stakeholders group, representatives of RIDEM, Statewide Planning, RIDOT, and RIPTA met to discuss options and recommend effective means to address the Transit-Oriented Development (TOD) Action Item of the Greenhouse Gas Phase II Action Plan.  

Based upon its discussions and the input received from a Brown University class project, the Inter-agency group recommends that:

· the GHG Action Plan endorse efforts underway by RIPTA, and supported through the state’s transportation plans and investment programs, to maintain and improve existing transit services and infrastructure (e.g., new transit hubs), to focus service within areas where land use patterns and densities are sufficient to support effective transit, and to work with communities to promote transit supportive features in new development.

· the Phase II effort for the Transit-Oriented Development Action Item of the RI Greenhouse Gas Action Plan focus upon development of guidance to assist Rhode Island communities plan and implement effective transit-oriented and transit-supportive development practices.  Initially, this could be advanced via development of guidance materials which engage South County communities affected by the planned commuter rail extension in defining objectives for effective transit-oriented development, identifying opportunities and prototypes, and recommending policies needed for creating effective transit-oriented/transit, bicycling, and pedestrian supportive development patterns and/or site designs. (see below)

· the GHG process work towards insuring that planning for extension of commuter rail service within the rapidly growing South County region is accompanied by a coordinated State/local study of the potential (and optimum locations) for effective transit-oriented development.  An emphasis of this investigation should be on State agencies working closely with affected South County communities to proactively plan on a regional basis for the growth impacts likely to accompany introduction of commuter rail service connecting the region to Providence and Boston.  As a pilot effort, development be undertaken of a guidance document utilizing a case study of the opportunities for instituting effective transit-oriented development (TOD) and/or transit-supportive land use practices in conjunction with the development of a new commuter rail station at Wickford Junction, North Kingstown.  A preliminary Scope of Work for such a study is provided in Attachment 1. As no funding source has been identified to support this study at present, it is further recommended that the GHG Stakeholders work through State agencies and other means to identify means of support for this undertaking.

· the GHG Action Plan endorse the Growth Planning Council’s proposal for a State-Local Growth Centers Program as a new and effective mechanism for focusing State growth-supporting investments towards locally-designated areas which are currently (or are planned to be) developed with land use densities and mixes which are supportive of transit usage, bicycling and walking. Emphasis should be on reinvigoration of the economic vitality and functioning of traditional (existing) centers which have good transit service. 

· the GHG Plan recommend to the State Planning Council (Rhode Island’s metropolitan planning organization (MPO) for transportation planning) that, at an appropriate time, it provide via its procedures and criteria for allocation of federal transportation funding, incentives for the transportation projects of municipalities which propose and implement growth centers that include or provide effective transit-oriented and/or transit-supportive development.  

Background

Transit-oriented Development (TOD)

Transit-oriented development and transit-friendly (or transit-supportive) land use planning creates an environment around a transit stop or station that supports pedestrian activities and transit use by providing for a mix of land uses (e.g.,residential, retail, commercial, parking, etc.) in a safe, clean vibrant and active place. Transit-friendly planning can be a community's most effective tool to achieving a balance of land use, transportation and open space interests in an environmentally sensitive manner, while managing growth and change.

According to a recent study released by the Brookings Institution
, nationally, three trends are seen as providing an impetus for transit-oriented development:

· resurgence of investment in America’s downtown areas, and a re-inhabitation of urban centers – attributable to both people moving back to cities, and immigrants choosing cities as destinations--- at a level that has not been experienced since the World War II. . Urban centers are once again seen as attractive, lively places to live and work, and as centers of intellectual and creative capacity. 

· continuing growth and emerging maturity of America’s suburbs, many of which are struggling to become cities in their own right. Suburban areas are increasingly diverse in race, ethnicity and income, and increasingly experiencing the travails of rapid growth, including the need to diversify land uses to build more solid revenue bases, the need to create urban centers, and the growing problem of traffic congestion along overtaxed suburban arterials, 

· a renewed interest in transit use and transit investment. Virtually every major city in America is planning some form of urban rail or rapid bus system,  and states across the country are joining together to plan and build high-speed rail systems linking metropolitan regions.
Accompanying these developments is the realization that changing demographics are creating a need for a diversification of real estate projects, and that a substantial market exists in many areas for a new form of walkable, mixed-use urban development around new rail or rapid bus stations and transit stops.  Known variously as transit villages or transit-oriented development, such projects are beginning to receive serious attention in real estate markets as diverse as the San Francisco Bay area, suburban New Jersey, Atlanta, Dallas and Chicago. 

The Brookings study noted that transit-oriented developments have the potential to provide residents with improved quality of life and reduced household transportation expenses while providing the region with stable mixed income neighborhoods that reduce environmental impacts and provide real alternatives to traffic congestion.  “More intensive mixed-use development alone can allow an increase in walking and bicycling within the neighborhood; when a transit connection is added to the mix then auto-free travel to other parts of the metropolitan area become more feasible. Less automobile use means less consumption of fossil fuels, less air pollution, and lower spending on transportation. In short, transit-oriented development can be a central part of a development paradigm that is more environmentally sustainable and more socially just, and that contributes to both economic development and quality of life.” 
However, the study also concluded that many TOD projects emerging across the country fail to meet these objectives. Most often they have conventional suburban single use development patterns, with conventional parking requirements, so that the development is actually transit-adjacent, not transit-oriented. 

The Brookings study recommends that for the optimum social benefits to be realized, TOD projects need to be planned, designed and implemented not just in terms of physical location, but with the following six key performance criteria or outcomes clearly in mind:

· Location efficiency -- Simply put, location efficiency converts driving from a necessity into an option. Proximity to transit is just one of several key variables that determine the location efficiency of a neighborhood. Other critical factors include net residential density, transit frequency and quality, access to community amenities, and a good quality pedestrian environment (good sidewalks, safety, reasonable topography).
· Value Recapture -- The benefits of location efficiency--savings from reduced transportation costs--- should translate into direct savings for individuals, households, regions, and nations. Overall, residents of denser, more transit-rich metropolitan areas pay less for transportation   than their counterparts in auto-dependent metropolitan regions – even when the cost of public investments in transit is included in the calculation.  These can be captured by households, developers, and local governments. They can be invested in assets, like housing, that appreciate in value over time and allow for individual household wealth accumulation. Collectively, they can allow investment in better design and place-making amenities, parks, and other elements that improve the quality of development and the built environment overall.
· Livability -- At its core, transit-oriented development should make places work well for people. While livability is subjective and defies easy definition, many of the central outcomes of TOD as defined herein would contribute directly to improvements in livability as defined elsewhere. For example, decreased auto use would help improve air quality, decrease gasoline consumption, and reduce congestion. Well designed, balanced neighborhoods with good transit would improve mobility, access to retail and services, and the ability of children and adolescents to participate in activities without the constant assistance of their parents.
· Financial Return -- Successful TOD projects typically mix public and private development projects. The public sector generally builds the transit station and the surrounding streets and public spaces, while private development may include housing, office buildings, and retail. Parking garages may be built by either the public or private sector. In some instances non-profits or other quasi-public entities can also own facilities such as day care centers, and both public and private landowners can lease space to private and non-profit tenants. All investors, whether public or private, expect some type of return.  All TOD projects should be evaluated in terms of the total return to public as well as private investors so as to assist in making decisions about the trade-offs involved in potential public subsidies for various uses.
· Choice -- One of the problems with standard suburban development is the lack of choice. Residents have few options in terms of housing types, places to shop, and modes of transportation. Meanwhile, people in a broad range of different contexts have emphasized the desire to have more transportation options in many of the livability indexes cited above. In other words, many people’s idea of a good place includes the notion of choice. TOD is about expanding rather than circumscribing options. Lower-income people with less money to spend on transportation, first-time homebuyers, and others inadequately served by most currently available housing options may particularly value the location efficiency offered by TOD. For that reason, a commitment to providing high-quality affordable housing in TOD projects seems particularly important.
· Efficient Regional Land-use Patterns -- Most metropolitan areas in the United States have been urbanizing new land at a faster rate than they have added new residents. Some areas have continued to consume land even as their populations have shrunk.6 The causes of this trend are complex, but the results are quite clear: less open space, more area given over to roads, longer commutes, significantly unequal provision of services such as education across the metropolitan area, more air pollution, and so forth. Transit-oriented development can foster much more efficient patterns and cut down on traffic generation. As frustration with sprawl and its consequences grows, more and more regions will look to a coordinated set of land-use policies and transportation investments to alleviate some of the problems. Transit-oriented development embodies these goals.
A conclusion of the Brookings paper is that attaining quality TOD  projects, as measured by their functional outcomes, is as important as whether or not ostensibly transit-oriented projects are built.  A number of obstacles can confound the success and effectiveness of TOD projects. These are summarized by Brookings as: 

· No working definition of TOD exists 

· Projects fail to resolve the tension between “node” and “place”

· Planners lack guidelines about what makes a place work

· Unleashing synergy is complicated

· The regulatory and policy environment is fragmented

· The market may not be supportive

While such challenges do not necessarily derail projects entirely, they do keep them from taking advantage of the full range of synergies made possible by TOD.  Parking is often the clearest illustration of this. The Bookings study notes that: 

“The way in which the seemingly mundane issue of parking is handled turns out to be one of the most crucial issues in transit-oriented development. Parking is tied to a station’s role as a node in a larger regional system, and there is tremendous pressure on transit agencies to provide ample parking for riders. Parking can become a political, financial, and design issue, and the goal of providing parking conflicts with place-related goals in many ways. In addition to the financial burden and its effects on the development program, parking and the associated access roads present a design issue, since it is difficult to accommodate large numbers of cars and create a pedestrian-friendly environment.”

As it develops plans for TOD, Rhode Island should carefully review the findings of the Brookings Institution study, and establish performance criteria to insure that TOD projects endorsed or supported by the State provide the most effective performance outcomes possible.

TOD and the Greenhouse Gas Action Plan

The RI Greenhouse Gas Phase I Action Plan has identified Transit-oriented Development (TOD), Bicycle Pedestrian Infrastructures and Expanding Commuting Efficiencies as high priority options for detailed study in Phase 2. Collectively, these alternatives were estimated by the Plan to provide total reductions of 57 tonnes of carbon equivalent greenhouse-gas emissions by 2020, if fully implemented. 

The Phase I report defines the Transit –Oriented Development/Enhancing Transit Options And Operations Initiative as: 
“…combining efforts underway in Rhode Island to integrate land-use zoning and transit planning to reduce automobile trips i.e., maximize walkability, easy access to transit, smart growth, etc. It would also include improved bus routing and services, better integration with community settlement patterns and other transportation modes, and long term incentives and land use approaches to guide growth along rail transit routes.”   The Stakeholder Group acknowledged the relationship of transit oriented development and increased non-automobile transit opportunities, and recommended studying the creation of more aggressive implementation programs to relieve dependence on the automobile and provide greater public transit ridership. 
While TOD projects have been successfully implemented in a number of metropolitan areas, and while Rhode Island is a leader in the development of a statewide bicycle system infrastructure, the state has yet to apply the full potential of TOD and related techniques to effect a significant reduction in single-occupancy vehicle (SOV) trips and/or a significant increase in transit ridership, bicycling, and walking as commuting options.  

At the request of the Greenhouse Gas Plan Stakeholders group, representatives of RIDEM, Statewide Planning, RIDOT, and RIPTA met on October 29, 2002 and December 12, 2002 to discuss effective means to address the Transit-Oriented Development Action Item of the Greenhouse Gas Phase II Action Plan. Initially, the group examined two options proposed by RIPTA for further study on this Action Item. As proposed by RIPTA, one option would focus on evaluating and applying a full complement of tested transit-oriented development practices to a single Rhode Island project, for the purposes of demonstration and laying the groundwork for extending TOD to communities throughout the state.  The other option called for developing a targeted and strategic implementation plan for transit and land use policies and investments (including those supporting bicycling and walking) in specific geographic areas or corridors that demonstrate the greatest potential for VMT reduction via the conversion of automobile trips to transit, bicycling, or walking. A draft of this report was circulated in late February, and a final meeting of the work group held on March 14, 2003 at which the draft was finalized for reporting back to the full Stakeholders group.

Also informing the group’s discussions was research conducted by a group of students participating in Brown University’s ES201 Course, Fall 2002. Offered as part of Brown University’s Environmental Studies Program, the ES201 class project for the fall semester of 2002 was an evaluation of the feasibility of the top four transportation-related strategies identified by the Phase I Greenhouse Gas Action Plan for Rhode Island. Three of the strategies examined by the class related to transit-oriented development: 

· The opportunities and constraints for transit-oriented development at Wickford Junction, and two other nearby sites (East Greenwich, and Quonset) in conjunction with the proposed South County Commuter Rail service. 

· The feasibility of developing a bikepath connection between the proposed commuter rail station at Wickford Junction and Wickford Village.

· The opportunities for developing programmatic incentives to stimulate increased transit ridership and/or ride-sharing in connection with development of commuter rail services to Wickford Junction and other South County areas.

The research by the Brown University students found that all three sites investigated for TOD potential presented both opportunities and challenges.  In summary:

· The Wickford Junction area offers available land and a suitable context for TOD, but lacks infrastructure and faces environmental constraints which would require innovative wastewater management solutions. A transfer of development program to limit density elsewhere in the community to protect its aquifer was recommended. 

· The East Greenwich site had good infrastructure and allows integration of new development with an existing urban structure, but available land was in fragmented ownership and includes a former landfill. 

· The Quonset site has available land and infrastructure capacity, but the optimal location is not directly along the commuter rail line, necessitating a shuttle.  As in the case of Wickford, coupling TOD development with a transfer of development program to limit growth in the balance of the community was recommended.

In all three cases, re-zoning would be required to accommodate higher densities and mixed uses requisite to TOD. In the case of Quonset, alteration of existing agreements and stipulations of the federal land transfer would be required to accommodate TOD mixed usage.  A summary of the Brown student’s research relative to specific locations investigated for TOD is provided as an Appendix to this report. The students full research reports, including recommendations relative to commuting incentive programs and bikeway development options for the Wickford Junction area is available on the Course website: 

 http://envstudies.brown.edu/classes/es201/2002/ .

Recommendations for Supporting Effective TOD in Rhode Island

1. Supporting Rhode Island’s traditional “transit-oriented” developments

Within the near term, the most cost-effective opportunities for reducing GHG emissions via enhanced transit-oriented development in Rhode Island may lie in focusing on improving the relationship between RIPTA’s bus transit system and existing higher density, mixed use areas.  Most of RIPTA’s main trunk routes operate in dense urban environments, possessing mixed land uses, and sidewalks for pedestrian access. These areas -- Rhode Island’s historic urban centers and densely-settled neighborhoods which sprang up along streetcar lines in the early 20th Century -- were the state’s first “transit-oriented developments”. Unfortunately, many of the state’s urban core areas have declined economically over time, and are currently underutilized. Focused investments within these traditional core areas to maintain and improve transit services, restore supporting infrastructures, and revitalize land use with a transit-oriented focus would support other efforts underway to improve their attractiveness and strengthen urban economies. Expanded transit usage with accompanying reduced emissions would result from more intensive utilization of presently declined urban areas. 

In contrast to these core areas, some parts of RIPTA’s extensive, statewide system serve areas where low average densities, segregated land uses, and poorly-developed pedestrian and bicycle infrastructures constrain the potential for successful (e.g. cost-efficient, well-patronized) transit operations. As population and commerce have decentralized, and facilities such as senior housing have been (carelessly) sited in isolated areas, public and political demands have lead to expansion of RIPTA’s services to areas where transit service cannot be efficiently provided. The challenge here will be to work with communities through the local comprehensive planning, and local land management processes to ensure that new land uses are sited and planned to be optimally supportive of existing transit services, and to avoid siting developments having residents or clients dependant upon transit service in locations where transit cannot succeed. 

RIPTA’s reassessment of its service structure to maximize efficiency should also continue, towards a longer-term objective of realigning routes to achieve a more hub-focused system in coordination with deployment of expanded commuter rail services.  

Recommendation: The Greenhouse Gas Action Plan endorse efforts underway by RIPTA, and supported through the state’s transportation plans and investment programs, to maintain and improve existing transit services and infrastructure (e.g., new transit hubs), to focus service within areas where land use patterns and densities are sufficient to support effective transit, and to work with communities to promote transit supportive features in new development.  

2. Transit Oriented Development and Growth Centers


On October 2, 2002, former Governor Almond issued an Executive Order that called upon state agencies to promote growth centers in Rhode Island as a way to accommodate development that does not promote "suburban sprawl". In the Order, growth centers are defined as, "planned or existing dynamic and efficient centers for development that have a core of commercial, industrial and community services, residential development, and natural and built landmarks and boundaries that provide a sense of place." Under the program, the voluntary municipal designation of growth centers meeting identified criteria and, state approval thereof, would occur through the Local Comprehensive Planning process, and would be reviewed by Statewide Planning for consistency with the State Guide Plan and state agency goals. The Growth Planning Council would coordinate state agency programs and resources to focus state investments in support of state-approved growth centers. 

As recommended by the Growth Planning Council, Rhode Island Growth Centers are to have many features common to TOD projects undertaken in other jurisdictions. They are to be of compact design, be supported by adequate infrastructure, include mixed land use, and be supportive of transit usage, walking and bicycling, as illustrated by the following criteria established by the Growth Planning Council:

· Planned infrastructure is sized to support designated compact growth, not a sprawl development pattern 

· Compact design should minimize the amount of land consumed on a per capita, per dwelling, and per job basis

· Centers should include a mix of housing, significant employment opportunities, schools, commercial uses, and civic/public spaces and buildings 

· Locations with convenient access to mass transit (existing or planned) are preferred.  Centers are encouraged to include public transit hubs/stations to connect local routes.

· Center layout, density, and design should encourage public transit, walking, and biking over automobile use for local trips

· Centers should exhibit several or all of the characteristics of walkable communities
Re-orientation of Rhode Island’s development and growth to emphasize a “centers pattern” offers the promise for reducing “sprawl”, helping to limit the growth in travel demand, conserving energy, and reducing greenhouse gas emissions. Focusing State investments and support within carefully defined, higher-density, multi-use, transit-oriented centers would be an effective means for Rhode Island to support the transit-oriented development concept in many densely developed areas of the state. Re-invigoration and reinforcement of the economic roles of traditional centers, be they downtowns, Main Streets, or village centers, most of which are currently served by RIPTA routes, would be an affirmative first step toward attaining a more transit-oriented development pattern in much of Rhode Island. 

Recommendation: The Greenhouse Gas Action Plan should endorse the Growth Planning Council’s Growth Centers proposal as a means for promoting coordinated state-local investments in centers, which will be transit-oriented or transit supportive. Emphasis should be on reinvigoration of the economic vitality and functioning of traditional (existing) centers that have good transit service. 

3. Planning for Effective TOD in Connection with Plans for South County Commuter Rail Service and the Wickford Junction Station Project

A significant future opportunity for advancing TOD principles in Rhode Island may be provided by the planned extension of commuter rail service to the southern portion of the state. The RIDOT has initiated planning for a project to extend commuter rail service to South County. The South County Commuter Rail Service Operation Plan recommends the extension of commuter rail service, currently provided by the Massachusetts Bay Transit Authority (MBTA) twenty miles south from Providence to Wickford Junction in the Town of North Kingstown.  Currently, the project is planned to provide eight round-trip commuter rail trains daily (Monday—Friday) and to include construction of a new station and platform on vacant land within an existing commercial development at Wickford Junction Ridership from the proposed Wickford Jct. Station is forecast at approximately 1,500 passengers by 2010. The draft Environmental Assessment prepared for the South County Commuter Rail project estimated that build-out of the area within one-mile of the station would accommodate 87 new dwelling units and a population of 235, and would occur at a quicker pace with construction of the station than without a station being built
. 

The South County Commuter Rail project, if it proceeds, will represent a significant investment of public resources to create new transportation infrastructures and services. As the project advances, Rhode Island should aim to investigate and promote effective TOD applications in conjunction with the provision of rail service.  Pro-active planning will be instrumental to realizing this potential and developing consensus around the location, shape and forms of TOD and TSD that are most appropriate for the South County context.  Ideally, the consideration of TOD should be part of a larger dialogue which engages South County communities, collectively, with the involvement and support of key state development agencies, in seeking broad consensus about where density and new growth are most appropriate within the region, determining how the burdens and benefits of growth can be equitably shared across the region, and defining how the guidance of growth will be directly linked to protection of the region’s key environmental assets. Regional efforts currently underway, including the Washington County Planning Council’s efforts, and DEM’s South County Greenspace Project can facilitate this process. 

It is important that TOD viewed as one of a number of land use tools which, effectively wielded through the authority of local governments, can attain a regional land use vision. It would not be productive for one community to plan a TOD development, while the remainder of the County encourages diffuse, low-density, sprawl-type development patterns. To encourage consideration of TOD within a broad, regional decision-making framework, State agencies can play a role by developing and providing information on TOD opportunities and best practices, continuing to participate in and support the cultivation of regional planning efforts.

Recommendation: The GHG process recommend that planning for extension of commuter rail service within the rapidly growing South County region be accompanied by a coordinated State/local study of the potential (and optimum locations) for effective transit-oriented development.  An emphasis of this investigation should be on State agencies working closely with affected South County communities to proactively plan on a regional basis for the growth impacts likely to accompany introduction of commuter rail service connecting the region to Providence and Boston.  Further, that as a pilot effort, development be undertaken of a guidance document utilizing a case study of the opportunities for instituting effective transit-oriented development (TOD) and/or transit-supportive land use practices in conjunction with the development of a new commuter rail station at Wickford Junction, North Kingstown. A preliminary Scope of Work for such a study is provided in Attachment 1. As no funding source has been identified to support this study at present, it is further recommended that the GHG Stakeholders work through participating State agencies and other means to identify means of support for this undertaking.

4. Providing Incentives for TOD

Assuming that collaborative planning efforts identify optimal locations and parameters for developing effective TOD in Rhode Island, a direct means to promote local support for implementation of transit-oriented and transit-supportive development principles is to offer incentives of preferential funding to communities which endorse and develop such projects.  An example of this approach is the TOD incentive program offered through the metropolitan planning organization of San Mateo, CA. Under this program, up to 10% of the federal transportation funding available to the San Mateo region is set aside for allocation to transportation projects sponsored by municipalities which have qualified, approved
 TOD projects underway. The transportation projects funded do not have to directly relate to the TOD development, but approval of TOD by the sponsoring entity is a prerequisite. Funding is earmarked based upon the number of residential bedrooms included in projects which are of a defined density and within a proscribed distance of a transit station. Funding is awarded to transportation projects of the sponsoring municipality once the TOD project has been completed. This incentive has been successful in stimulating proposals for 15 TOD projects including a total of 3,600 bedrooms in eight local jurisdictions since 1999; 448 bedrooms have been built to date. A total of $3.5 million in incentive funding has been committed, with approximately $800,000 committed to actual incentive projects.  

The Growth Centers proposal, as outlined above, offers a potentially important mechanism for Rhode Island to support TOD by channeling State investments to areas which have the characteristics of effective transit-oriented development.  While the actual process by which State agencies will prioritize their investments to designated Growth Centers has not yet been defined, in concept, the process, if it advances, would offer State agencies a means to direct and focus their infrastructure investments, technical assistance, and other programmatic resources to support the development of municipally designated Growth Centers which meet the Program’s criteria (and by definition, would be transit–supportive). 

With regard to the potential for TOD within the context of the South County Commuter Rail extension, it would be essential that a consensus on the regional development pattern, and on the role of effective TOD within it (as outlined above), be attained before the State takes actions to incentivize TOD. 

Recommendation: the GHG Plan recommends to the State Planning Council (Rhode Island’s metropolitan planning organization (MPO) for transportation planning) that it provide incentives for projects of municipalities that propose and implement growth centers that include or provide effective transit-oriented and/or transit-supportive development. The incentives would be provided through the procedures and criteria for allocation of federal transportation funding

Attachment 1: 

Proposed  South County TOD Planning Project

The South County Commuter Rail Plan and the planned Wickford Junction Station represent a significant opportunity to plan for effective transit-oriented development (TOD)/transit-supportive design, and similar “Smart Growth” land use practices. Such measures aim to concentrate development at average densities higher than conventional suburban development, include a mix of land uses, provide grid-pattern street layouts to facilitate linkages between different forms of development, and incorporate pedestrian and bicycle infrastructures in order to mitigate negative environmental impacts which accompany conventional growth and development.  

South County includes a number of the fastest growing communities in Rhode Island. Between 1990 and 2000, the population of Washington (aka South) County grew by 12.3%, compared to 4.5% growth statewide.  The Governor’s Growth Centers proposal offers a means for local governments in this area affected by growth and the extension of commuter rail service to pro-actively plan for accommodation of accelerated growth. By utilizing the Growth Center designation process and principles of transit-oriented development, new development may be accommodated in a manner that minimizes impacts and maximizes the utility of the public investment in new transit infrastructure.  

A guidance document using the South County Commuter Rail/Wickford Junction Station project as a prototype would provide a model which could be used by communities throughout the South County region to facilitate integration of “Smart Growth” design and development concepts to optimally focus anticipated growth within municipally-designated growth centers as rail service is eventually expanded to other locations (Kingston, Westerly) within South County. 

Objective:

Plan for managing anticipated growth impacts of rail service by developing criteria promoting effective transit oriented development and encouraging development techniques that concentrate growth and development in appropriately sited, municipally-designated growth centers that are transit, bicycle, and pedestrian supportive.

Tasks:  

· Define, based upon locally-adopted comprehensive plans, current development trends, and the experience of similar transit projects in other jurisdictions, the magnitude, timing, types, and general locations of growth impacts likely to be experienced by affected South County communities both with and without the enhanced accessibility offered through the provision of commuter rail service and planned stations. Forecasts of growth impacts shall be developed in accordance with National Cooperative Highway Research Program Report Land Use Impacts of Transportation: A Guidebook,1998, or an equivalent, professionally-accepted methodology.

· Consult with planning staffs of affected South County communities to assess development likely to occur under current plans and regulations, and the potential under current plans and regulations for accommodating additional growth that may accompany the availability of commuter rail service linking the area to Providence and Boston.  

· Work with affected communities to collaboratively define objectives and performance standards for effective transit-oriented development projects with which to evaluate future proposals.

· Identify, based upon transit development plans and ridership estimates, existing and proposed land use and infrastructure, and housing market analyses, opportunities for the application of transit-oriented development principles in conjunction with the introduction of commuter rail service to South County communities. As a prototype, assess the feasibility of application of TOD principles within the future development of the area surrounding the planned Wickford Junction commuter rail station. Based upon market analyses and examples from other jurisdictions, estimate the potential to which successful TOD development of the Wickford Junction Station area would reduce demand pressure for new low-density, residential development elsewhere in South County.

· Identify actions (land use regulations, infrastructure provision, limitation of parking, transit route realignment/service augmentation, ride-sharing incentive programs, development of bicycle and pedestrian infrastructure, etc.) which state and local governments could implement in conjunction with the development of the Wickford Junction station in order to promote development in accordance with TOD principles and lessen reliance upon single occupancy vehicles for access to the planned station.

· Identify, based upon the adopted local comprehensive plans of South County communities, consultations with the South County Regional Planning Council and individual community planners, optimal opportunities and locations for concentrating future growth through the designation of regional growth centers, utilization of transfer of development rights, conservation/open space development techniques, flexible zoning, and related “Smart Growth” measures.  

· Develop estimates of the potential reductions in carbon emissions and the net cost per ton of carbon saved which would result cumulatively and for specified benchmark years through 2020 via implementation by state and local governments of transit-oriented, transit-supportive, and “Smart Growth” actions identified in the study, including those found to be feasible in conjunction with the future development of the Wickford Junction station area. 

· Provide an overview of the legal and institutional issues and institutional arrangements and capacity characteristics of successful transit-oriented development models in other jurisdictions. Assess existing agency missions/capacities and identify institutional changes and/or capacity enhancements needed to optimally facilitate expansion of transit-oriented development in Rhode Island.

· Prepare and publish an illustrated manual for distribution in electronic (web-based) and hardcopy (print) format, summarizing the project’s investigations, recommendations, and models. 

Funding 

No funding source has been identified at present to support this study. 
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�  TOD projects must include housing at density of 40 units/acre and must be within 1/3 mile of a rail transit station.
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