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About This Strategy

The Central Maryland TOD Strategy effort has been led by the Central Maryland Transportation Alliance and the Center

for Transit-Oriented Development with the guidance of a Steering Committee composed of:

Otis Rolley, IIT (Committee Chair), President/CEO and Brian O’Malley, Director of Transportation Policy and
Research
Central Maryland Transportation Alliance

Martha Baker and Nicole Katsikides, Office of Planning & Capital Programming
Maryland Department of Transportation

Carol Gilbert, Assistant Secretary and John Papagni, Division of Neighborhood Revitalization
Maryland Department of Housing & Community Development

Richard Hall, Secretary and Bihui Xu, Manager of Transportation Planning
Maryland Department of Planning

David Tannucci, Executive Director and Sharon Klots, Manager of Policy & Project Planning
Baltimore County Economic Development

Seema lyer, Division Chief of Research & Planning Division
Baltimore City Department of Planning

Stephen Janes, Assistant Commissioner, Strategic Planning & Resources
Baltimore City Department of Housing

Henry Kay, Deputy Administrator Planning & Engineering
Maryland Transit Administration

Christopher Patusky, Director of Real Estate and Barbara Zektick, Transit-Oriented Development Coordinator
Maryland Department of Transportation

Dan Pontious, Executive Director and Calvin Peete Jr., Director, Community Revitalization
Citizens Planning & Housing Association

Ann Sherrill, Director
Baltimore Neighborhood Collaborative

This report has been developed through a year-long process of identifying challenges and opportunities for transit-
oriented development in Central Maryland through a mix of qualitative and quantitative analysis and does not
necessarily represent official policy positions of any members of the Steering Committee, and should not be read as such.

Technical assistance for this study has been provided by the Center for Transit-Oriented Development. CTOD is the
only national non-profit effort dedicated to providing best practices, research and tools to support market-based transit-
oriented development. CTOD partners with both the public and private sectors to strategize about ways to encourage
the development of high-performing TOD projects around transit stations and to build transit systems that maximize
the development potential. CTOD is a joint venture of Reconnecting America, based in Oakland, California with offices
in Washington, DC, Denver, and Los Angeles, together with the non-profit Center for Neighborhood Technology, an
urban policy and GIS center based in Chicago and Strategic Economics, an urban economics firm based in Berkeley,
California.

Principal author: Sam Zimbabwe. Contributing authors and editors in alphabetical order: Mason Austin, Dena Belzer,
Kelley Britt, Abigail Thorne-Lyman.

Generous financial support for this effort has been provided by the Surdna Foundation and the member organizations of
the Central Maryland Transportation Alliance.

Electronic versions of this document and additional data resources can be found at www.cmtalliance.org
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convener of diverse interests; advisor to city, county, state, and federal officials; and coordinator of advocacy efforts
for short and long term strategies with the necessary state, federal, and private funding to implement transportation
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allow all citizens to move efficiently throughout the region.
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Executive Summary: Regional
Investments for Transit-Centered
Communities

Central Maryland once again finds itself at a turning
point. Between 1950 and 2000, Baltimore City lost
nearly 300,000 residents, or 1/3 of its population, even
as the Baltimore region grew by over 1 million people.
This period included a shift in Baltimore’s economy as
manufacturing jobs declined, and many residents and
employment opportunities relocated to the suburban
parts of the region.

During  this period of transition,
transportation investments in the region fueled the
suburban migration. Highway networks were designed

economic

to provide fast, easy access to downtown Baltimore
and growing regional job centers such as Columbia
Town Center and Towson. Existing regional rail transit
lines were designed to provide regional mobility for
commuters to and from Central Baltimore. Regional
land use patterns decentralized to take advantage of
the high-speed mobility provided by the regional
network. This process increased economic and ethnic
disparities, as those with means chose to relocate to
more decentralized locations, while those without were
left with fewer options. The self-reinforcing pattern
can be seen in the blocks of vacant and abandoned
housing in parts of Baltimore City and a shortage of
retail options for current residents. The smaller tax base
leads to poor school performance and cutbacks to city
services even as tax rates in Baltimore City remain higher
than surrounding counties and weaken the residential
market.

However, Central Maryland is poised for strong
economic growth, particularly in the health care,
technology, and defense sectors. This growth could
be threatened, though, if regional transportation
and housing issues are not addressed in tandem. The
potential for growth in Central Maryland mirrors
national demographic and economics trends, and the
same trends that fueled the suburban expansion in past
decades now point to reinvestment in existing urban and
suburban centers and transit accessible neighborhoods.
The increase in the cost of driving means that the market

grows for neighborhoods with good access to jobs and
services.

The recent nationwide housing boom and movement
back toward central cities had a positive impact in
Central Maryland, from new activity downtown to the
revitalization of several close-in neighborhoods. Other
large-scale forces, including the Base Realignment and
Closure (BRAC) process that will bring thousands of
new jobs and residents to the region, as well as continued
transit investment guided by the Regional Rail Plan,
set the stage for a new era in Central Maryland. At the
same time, the economic downturn and foreclosure
crisis of the past 18 months show the fragility of these
gains, and the need for strategic action on a number of
transportation and development issues simultaneously.

The continuing and expanding prosperity of Central
Maryland will rely on transit investments that
continue to link jobs and housing while creating the
types of neighborhoods in which people will want
to live. Transit-oriented development (TOD) is the
term for these connections between the regional transit
network and the places where people live, work, and
play that give people real housing and transportation
choices. TOD creates the opportunity to:

* Increase “location efficiency” so people can
walk and bike and take transit

*  Boost transit ridership and minimize traffic
to improve air quality and public health;

* DProvide a rich mix of housing, shopping
and transportation choices;

*  Generate revenue for the public and private
sectors and provide value for both new and
existing residents; and

* Create community value and foster
interaction through public amenities, such
as parks and schools.
TOD should not be thought of as a one-size fits all
development solution, but rather a paradigm shift to
focus on creating high-quality, strong communities
connected by a multi-modal transportation network.
This report identifies key challenges and opportunities
to move toward the transit-oriented development end
of the spectrum, as well as identifying key locations,
strategies, and tools for accomplishing this shift.

July 2008
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T0D as a Tool for Change

The goals of TOD are broader than simply a better
and more efficient transportation system and can be
broken down into two primary goals: one regional and
one local.

At the regional level, TOD can facilitate and generate
additional momentum for market-driven TOD
investment that can be self-sustaining over time. This
goal relies on transportation networks and development
patterns that support:

* Access to economic opportunity by
linking residents with employment and

destinations and  supporting

synergistic growth of job centers;

service

* Lowercombinedhousing+transportation
costs through the reduced need to own and
drive cars to get to work and daily needs;

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

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

* Cleaner air and water by reducing trafhc
congestion and air- and water-based
pollution.

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

*  Support community-based projects that
maximize the benefits transit hubs can offer
Baltimore’s low- and moderate-income

communities;

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

* Promote the integration of a variety
of investments to address issues such
as weak real estate markets, vacant and
abandoned housing, undeveloped and
underutilized land, and the disconnects
between low-income people and affordable

housing, employment and asset-building
opportunities available in the region.
As TOD takes hold across the region, it is important
to incorporate these Transit-Centered Community

Development goals, so that all residents of Central
Maryland have access to the benefits of TOD.

The regional and community goals for TOD are
not mutually exclusive. They will help shape the
recommendations about where investments in transit

and TOD should be focused.

How to Use This Report

TOD depends on multiple stakeholders and any
successful TOD effort will engage a range of actors.
Each of these stakeholder groups will approach TOD
with different tools at their disposal. This report
contains sections that will be of primary interest to key
stakeholders, including:

* State, Regional, and Local Agencies, Non-
Profit Advocates, and Philanthropic
Foundations should wuse Chapter 1 to
understand key trends and regional issues and
Chapter 2 to understand priority locations for
TOD planning and investment, and Chapter
3 to understand the approaches and tools in
implementing TOD in any particular location.

*  Market Developers should use Chapter 2 to
understand priority regional locations for TOD
investments and Chapter 3 to understand the
approach and tools in creating transit-centered
communities.

* Community Associations, Organizers, and
Community-Based Developers, and the
General Public should begin with Chapter 3
to understand how TOD can be approached
in their neighborhoods, but should also use
Chapters 1 and 2 to understand how their
communities fit into the regional context.

* All Stakeholders should use Chapter 4 to
understand how the regional issues, priority
locations, and approaches
implemented through a series of investments
and actions.

local can be

July 2009



Central Maryland Transit-Oriented Development Strategy / Executive Summary: Regional Investments for Transit-Centered Communities

£S-3

Transit and T0D in Central Maryland

Transit-oriented development depends on a high-
quality, robust public transportation system.
Transit access becomes more valuable and desirable as
the transit network grows, and transit becomes more
useful in connecting people with where they need to
go on a daily basis. In addition to the transit system,
walking and bicycling are important components in
a successful multi-modal transportation system that
provides people with true travel choice. In August
2002, an Advisory Committee composed of a broad
cross-section of regional stakeholders recommended a
Regional Rail System Plan to guide buildout of the
system. The plan, which envisions a 40-year buildout,
was the first comprehensive rail system planning effort
in nearly 40 years, and includes the construction of
several major investments:

* the east-west Red Line from the Security
Square area in Baltimore County to

Canton and Dundalk;

* the north-south Yellow Line linking with
the existing Blue Line and connecting
Towson, the Homewood Campus,
and Mount Vernon Square, as well as
connecting south and west to Columbia
Town Center;

¢ an extension of the Green Line to Martin
State Airport; and

* upgrades to the MARC system with infill
stations and increased service (called the
Purple and Orange lines).

Existing Blue Line Light Rail on Howard Street (Source: Center for Transit-Oriented Development)

Baltimore already has successful examples of transit-
oriented development. Clipper Mill, Mt. Vernon
Square, and some of the neighborhoods originally
developed around the historic streetcar network are all
examples in the region. Historic neighborhoods like
Fells Point and recent redevelopments like the Inner
Harbor also contain the basic framework that lead
to successful TOD. Transit provided the framework
for the traditional pattern of Central Maryland, too,
when streetcar lines radiated outward from central
Baltimore connecting to outer neighborhoods and the
first suburbs.

Clipper Millis an example of recent T0D in the region (Source: Center for Transit-Driented
Development]

But it is clear from examples within Baltimore and
around the United States that merely placing transit
in compact neighborhoods or fostering development
around transit is not sufficient to generate the full range
of TOD benefits. Rather, in order to affect change,
a transit system must connect enough employment,
entertainment, and community destinations that
it offers a level of access that it can compete with
automobile ownership and uses. Just as important,
the destinations themselves must offer substantial
opportunities such that expanding access to them
creates real value to those living near other stations
within the system.

Reinvigorating TOD in Central Maryland will
require a shift in mind set and collaborative
planning efforts at multiple geographic scales and
among multiple partners. These collaborative efforts
are already emerging, and need to be strengthened in
order to build on the recent progress.
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The
Regional Rail Plan envisions a 40-year
buildout of the transit network, when
Central Maryland needs improved
transit options today. 70D can provide
the framework and impetus for accelerated
investment in the regional transit network.

Transit Ridership Trends

Central Maryland Transit-Oriented Development Strategy / Executive Summary: Regional Investments for Transit-Centered Communities

* Regional Transit Investment:

Regional Conditions for Transit and T0D

Chapter 1 provides an assessment of the future
possibilities, opportunities, and challenges
for transit-oriented development through an
assessment of the existing conditions in the region.
In understanding existing conditions in the region,
there are a few key points that set the stage for how to
look at opportunities into the future.

Weekday Change Q107-Q408
Baltimore Region  National [1]

* TOD Housing Demand: The regional

demand for housing near transit will Blue Line (Light Rail) _ 5% 14%
exist, but it will come from a diverse set Green Line (Heavy Rall 20% 21%
’ MARC (System [2]) (Commuter Rail) 4% 21%

of households. 70D will need to serve
multiple household types and incomes, and
existing affordability needs to be preserved
as the market develops.

2030 T0OD Demand

[1] National change also reflects new lines entering service

[2] MARC Penn and Camden line service averaged 23,500 daily riders in 2007.

Transit ridership in Central Maryland has increased substantially over the last two years,
and has mirored national gains in ridership in the same period. (Source: American Public
Transportation Association]

2030 TOD
Demand

* Planning and Regulatory Needs: All

% of Total National %

Household Type

Singles and Non-Family Households 107,651 48% 33% stakeholders need to be prepared to
Married Couple Family Households 73,300  33% 56% be opportunistic to implement transit
Other Family Households 44,057  20% 10% and TOD solutions. 70D will be more

successful if local plans and zoning and
funding  sources are oriented toward
implementing a TOD approach in the

priority regional locations.

Demand for transit-accessible locations comes from g variety of household types, and T0D plans
should account for this demand (Sources: Center for Transit-Oriented Development, 2000 US
Census, Baltimore Metropolitan Council]

* Regional Employment Clusters: The

Regional Rail Plan will serve many of 10D Opportunities — .
R i Existing System Red Line Total

the employment clusters in the region, Actes [1] Units | Acres [ Units | Acres 1 units
but emplovment has been decentralizin Baltimore City 155 21530| 106 16874] L1662 38405
ploy g Baltimore County 1064 046 | 51 303 L5 1249
in a way that is difficult to serve by Anne Arundel County 382 1102 0 o 382 1102
. . . ; Howard County 0 72 0 0| 0 72
transit. 7OD will need to include a mix Total 3002 20| 157 17.477| 3159 40828

of destinations to make transit access
useful, and regional employment should be
concentrated in transit-served locations.

*  Market Challenges: Continued
neighborhood  disinvestment  creates
obstacles to economic prosperity. Vacancy,

[1] Note: Outside of Baltimore City, "Acres” refers to non-housing holding capacity. Within Baltimore City,
"Acres" refers to housing holding capacity.

Holding capacities vary by station and by jurisdiction. Baltimore City has the majority of all
development opportunity, but there will be some significant opportunities in outlying counties as
well. (Sources: Baltimore City Department of Planning, Maryland Department of Planning)

* DPartnerships and Process: Regional

disinvestment and abandonment in areas
served by transit make revitalization
efforts difficult. 7OD will need to address
community development approaches as well
as real estate development ones.

stakeholders are open to creative solutions
to open new opportunities for TOD:
state and local agencies are developing
new approaches to encouraging TOD
and communities are embracing the
opportunity TOD provides to help spur
transit-centeredcommunitydevelopment.
TOD will depend on continuing existing

partmerships and developing new ones.
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Priority TOD Investment Locations

Chapter 2 of the report provides a methodology for
identifying critical locations for regional investment
in TOD that can be updated and replicated into
the future as conditions evolve. “Investment” in this
context is used broadly to refer to the commitment
of resources, both financial and human, on planning
or building development or infrastructure (physical or
social). All stakeholders investing in TOD in any one
location should also aim to achieve the long-term goal
of fostering high-quality TOD throughout Central
Maryland.

Investment in TOD or in neighborhood improvements
around a transit station is generally a positive sign,
and should be encouraged through supportive policies
and programs. All TOD investments should also take
a comprehensive view of programs and policies that
can help realize the full range of TOD benefits. These
comprehensive strategies will include investments in
human capital, neighborhood services, and business
development, and may well improve an area’s long-

term prospects for TOD.
Each stakeholder group involved in TOD brings its

own goals and objectives to investment decisions.
Public, private, and non-profit actors may each weigh
certain criteria more heavily than others, and may
have existing commitments and investments to honor.
In making investment decisions, each individual
stakeholder or stakeholder group must evaluate the
opportunity using their own criteria.

The transformative potential of TOD can be realized
through investments that:

* Facilitate and generate momentum for
market-driven TOD investment at the
regional level

* Direct the velocity and trajectory of

neighborhood change at the local level.
These two specific goals have a high degree of
commonality among stakeholders and can be used
to identify priority locations for TOD investment
by multiple stakeholders. These goals often overlap,
but there can be some divergence, and ensuring that
priority investments are advancing at least one of these
goals is critical in realizing the full potential of TOD
investments.

The two goals are not mutually exclusive. For instance,
where there is the potential for investments to lead to
market momentum (Goal 1), there may also be the need
to address issues like gentrification and displacement
(Goal 2). However, there may also be cases where the
goals are at odds with each other. For instance, some
rapidly changing neighborhoods may not offer the
potential to build long-term momentum for TOD. In
these cases, where only one of the goals will be met
by investment, the tradeoffs need to be weighed by
multiple stakeholders in choosing to invest.

Each of the two goals involves a different set of
indicators when prioritizing station areas for
investment. The indicators under the first goal, to
“facilitate and generate momentum for market-driven
TOD investment” can be broadly categorized as marker
opportunity. Under the second goal, when considering
which stations areas most in need of intervention “to
direct neighborhood change,” indicators relating to
demographic change are most important.

Assessing the priority of any location requires analysis of
both sets of indicators. Because of the limited resources
of regional stakeholders to take on new commitments
for TOD, the top tier of priority locations—in
addition to ongoing existing commitments for TOD
implementation—may occupy much of the short- to
mid-term investment capacity. For this reason, this
study recommends focusing on the locations that
received a Tier 1 rating in one goal and at least a Tier 2
rating in the other to focus implementation resources.
There may be some additional locations with Tier 2
priorities for each goal that are important near-term
locations.

When identifying priority locations for investment,
it is useful to think beyond individual station
areas and see where there may be clusters of high
priority locations. In these situations, strategies and
investments can be directed to a larger area, which
can both generate momentum and address changes as
appropriate. The chart and map on the following pages
identify the current priority locations for TOD in the
region based on available data. Full comparisons for all
stations are included in the full report as Appendix B.
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Direct Trajectory of Neighborhood Change
Tier 1 Tier 2 Tier 3 Tier 4
U of B/Mount Royal
Centre Street
Lexington Market
University Center
— Pratt Street/ Convention I\P/I?:%Fi)er:nli?kagoa q
k) N.A. Center/ Howard Street Charles C M N.A.
= State Center/Cultural arles Genter Metro
Canton Crossing
Center
Shot Tower/Market
Place/Gov't Center
Harlem Park/Poppleton
Woodberry
A Camden Yards \tlvl;?:;]a:;eoya d
@) Westport North Avenue
= : ) . Ferndale
c Mondawmin Metro Owings Mills .
o . Cromwell/Glen Burnie
= Penn North Metro Reisterstown Plaza Unton Metro
a o Allendale Rogers Avenue OEenton NA
E E West Baltimore MARC Johns Hopkins Medical CMS o
< Edmondson Village Center Security Square Mall
= Inner Harbor East Penn Station urty Squi
S ; Social Security
= Fells Point Rosemont Administration
% el Bayview Campus
= Highlandtown y P
g Gilroy Road
= . Timonium
GN; Cold Spring Lane Timonium Business Park
= Baltimore Highlands .
< . oy Lutherville
S| o Hamburg Street BWI Business District .
Of = Patansco 0Old Court Nursery Road St. Denis
2 P @ LOurl North Linthicum Bayview MARC
[-70 East Milford Mill BWI Amirak
\é\g i(\)/\llios dprlng Martin State Airport
9 Halethorpe
Dorsey
< Falls Road
k) Cherry Hill N.A. N.A. Mount Washington
= BWI Airport

[ = Critical TOD Priority Stations

|:| |:| = Non-Priority TOD locations

|:| = Regionally important TOD Stations

Regional TOD Priority Locations
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Station Area Framework for Planning

and Investment

Chapter 3 of the report provides a methodology
for understanding how to approach planning
and investment in any location, given real estate,
development market, and demographic data.
The goal in developing this methodology was to
create a framework that would help map out key
planning and investment tools and strategies for
the priority TOD and other locations throughout
the region. Because each station and community is
different, the methodology needs to account for real
estate development opportunities, market activity,
neighborhood ~ demographics, and community
development needs. The methodology is outlined in
five steps:

*  What is the TOD opportunity?
e Who lives in the neighborhood?
*  What are the approaches to TOD?

e What tools can be deployed to support
the TOD Approach?

e Where are stakeholder resources needed?
Applying these steps to any station area yields a clear
initial vision of how to accomplish TOD goals, and
which stakeholders need to invest in an individual
neighborhood. All of these tools and strategies need
to be deployed through engagement with the local
residents and businesses. The physical outcomes and
implementation priorities of TOD may differ among
stations, but this methodology will provide regional
stakeholders with a clear path toward implementing

high-quality TOD throughout the region.

There are two key sets of indicators in analyzing the

TOD Opportunity:
 Land Opportunity: is there land

available for development in the form of
vacant, underutilized, or publicly held
properties?

*  Market Activity: is there already market
activity in the form of construction
permits for development activity, rising
sales or rental prices, or high volumes of
transactions?

These indicators exist on a continuum from low
to high, and the level of activity and development
opportunity can change over time. The four quadrants
of low and high on each scale provide a framework for
thinking about different types of TOD opportunities.

HIGH
CAPACITY westeort oo\ Hopkms h
W BALTIMORE HOSPITAL  pen STATION
CHERRYHILL  MARC OWINGS MILLS  STATE CENTER
LONG-TERM SHORT-TERM
E DEVELOPMENT DEVELOPMENT
= MARTIN STATE RO&ERS REISTERSTOWN
AIRPORT PLAZA
E = ODENTON INNER HARBOR
o5 WHITE MARSH ' | EAST
o uw
o o ( N\ [ Hont TOWSON
o O BWI VALLEY
o w STATION EDMONDSON
o) VILLAGE
<Z( STATIC EMERGING
= MARKET MARKET
CMS  COLDSPRING sayizy OODBERRY
LANE
Low 1-70 EAST CAMPUS FELLS POINT
\_ J\_ )
CAPACITY
LOW HIGH
ACTIVITY MARKET ACTIVITY

10D Opportunity Types with example stations

The third set of indicators has to do with who is
currently living in the neighborhood, and what
this means in terms of investment strategies and
the appropriate tools. In this case, a different set of
indicators is needed that can help identify what some
of the key needs and challenges will be moving forward
with TOD implementation.

These indicators again existing along a continuum that
can be broken down into four basic neighborhood
types that is flexible and can change over time:

*  Employment Centers
*  Stable Neighborhoods
*  Vulnerable Neighborhoods

e Challenged Neighborhoods
These categories do not identify the long-term TOD

vision forany particular place—what isan Employment
Center today may become a mixed-use neighborhood
in the future—but does relate to the TOD Approach
and the types of tools that would be deployed in any
particular place.
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OWINGS MILLS INNER HARBOR EAST STATE CENTER  HOPKINS HOSPITAL
SHORT-TERM DEVELOPMENT PROACTIVE EQUITABLE
DEVELOPMENT FACILITATION DEVELOPMENT
ODENTON REISTERSTOWN PLAZA PENN STATION
i ABERDEEN MAZL'EOSRTE ROGERSAVE W BALTIMORE MARC
% LONG-TERM MARKET MARKET
— DEVELOPMENT PRIMING CATALYST
o E WHITE MARSH CHERRY HILL WESTPORT
Q >
o — TOWSON WOODBERRY EDMONDSON VILLAGE
O EMERGING NEIGHBORHOOD PROACTIVE
8 MARKET %m’;%‘g’ REINFORCEMENT MIXED-INCOME
— HUNT VALLEY FELLS POINT
BWI COLDSPRING LANE
STATION
STATIC MONITOR & QUALITY-OF-LIFE
MARKET RESPOND IMPROVEMENTS
CMS |-70 EAST

EMPLOYMENT
CENTER

10D Approach Types with example stations.

There is commonality among the TOD Approaches,
but there are also some key differences. Some will be
more targeted to investmentin new TOD construction,
while others will be targeted to investment in
preservation and community development outcomes.
Some will rate equitable TOD as a top priority and
reason for engagement, while others will be able
to leverage equitable outcomes from TOD, while
accomplishing other priorities.

Using this framework, we can identify an appropriate
TOD Approach for existing and planned stations as
a starting point for approaching TOD planning in
individual locations. These broad approaches need
to be implemented through policy and investment
tools.

COMMUNITY

STABLE VULNERABLE CHALLENGED

COMMUNITY COMMUNITY

NEIGHBORHOOD
SCREEN

In an era of limited resources, making investment
decisions necessitatesacomprehensiveapproach. Given
the multiple stakeholders engaged in transit-oriented
development, communication and coordination across
stakeholders is especially important.

The relative resource intensity and priority in a
particular location will vary for each stakeholder
engaged in TOD planning and implementation based
on the TOD Approach.
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T0D Strategic Action Plan

The TOD Strategic Action Plan in Chapter 4
synthesizes the analysis and recommendations to
guide TOD implementation in Central Maryland.

The Action Plan has five major strategies to achieve
TOD goals. The brief synopsis here is expanded in
depth in the full report.

Strategy 1: Complete existing projects to demonstrate
high-quality TOD in the region

There are already a multitude of existing and future
TOD projects planned throughout Central Maryland.
These projects should be completed in keeping with
the core TOD principles (as outlined in Chapter 1)
in order to demonstrate the feasibility and quality of
TOD in the region. Specific actions to be completed
include:

* Implement State Center TOD Plan.

e Complete the Metro Centre at Owings
Mills.

* Complete the Uplands Housing
Redevelopment and Edmondson Village
Shopping Center Transformation.

*  Finish implementation of EBDI project.

*  Complete implementation of Inner
Harbor East Master Plan.

* Implement Westport Plan.
* Implement Charles North Vision Plan.
*  Implement West Baltimore MARC Plan.

Strategy 2: Develop new corridor-level initiatives in key

regional locations for TOD

Key stakeholders in all sectors should focus time and
investments on new projects at the corridor-level
that will promote a new vision of mixed income
neighborhoods, transit activity centers, and making
regional employment centers and targeted station areas
more accessible and connected. Suggested projects that
can accomplish this vision are:

*  Complete planning for the Howard
Street / Blue Line Corridor Streetscape
and Development.

¢ TFormulate a Red Line East Mixed-Income
TOD Strategy.

* EngageinaRed Line / Security Boulevard
TOD Opportunity Study.

*  Develop a Vacant Property Strategy for
the Red Line West / Edmondson Avenue
corridor.

e Initiate a Green Line / Reisterstown Road

Corridor TOD Strategy.

Strategy 3: Modify local, regional, and state policies to
support T0D

Local, regional and state stakeholders should focus
efforts on improving and then deploying the planning
and regulatory tools listed below. These tools provide
investment funds that can be allocated towards TOD
projects.

* Target State Economic and Community

Development Incentives.

* Modify  State/Local  TIF
Formation to Support TOD.

District

* Renew and Adequately Fund State
Historic Tax Credit.

* Implement Land Banking Strategy to
Streamline and Reform Land Acquisition
and Disposition in Baltimore City.

*  Develop Incentives for High-Quality,

Green Design  of Transit-Centered
Communities.
* Develop Regional Revenue and

Financing Mechanisms to Accelerate the
Implementation of the Regional Rail
Plan.

Strategy 4: Construct transit and multi-modal

transportation systems to support T0D

Use federal money and other funding sources to
implement the regional transit plan by continuing
efforts toward building the Red Line and planning
for other lines in concert with making existing transit
stations more accessible. Specific projects to focus on
are:

*  Complete the Red Line.
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* Focus transportation capital funding on
priority station locations.

e Initiate Yellow Line Corridor Transit and

TOD Planning.

* Implement MARC Growth & Investment
Plan.

*  Develop regional capital funding stream
for multi-modal access improvements.

*  Complete Buildout of Regional Rail Plan.

Strategy 5: Foster cross-sector partnerships and build

local capacity for TOD implementation

TOD involves many different stakeholders, each with
their own set of goals and priorities. However, not one
stakeholder can accomplish TOD alone. It is important
that representatives from the public and private sectors,
community advocates, philanthropic organizations,
and others collaborate to build a common goal or vision
for TOD implementation. This can be done through
coordination of policy reform efforts, joint investment
in TOD, through community visioning and planning
processes.

* Continue and expand TOD Strategy
Steering/Implementation Committee
to share strategies and implementation
needs.

* Engage in community outreach and
organizing to empower participation in
existing and priority locations for TOD.

*  Develop and deploy commuter incentives
through public/private/non-profit
partnerships.

* Explore public-private partnerships to
advance transit-oriented development.

* Explore public-private partnerships to
deliver infrastructure investments faster
than otherwise possible.

Implementing TOD in Central Maryland will
be an ongoing process, and not all initiatives can
move forward at the same time. Being mindful of

the ongoing process of TOD implementation, and the
challenges/barriers that could impede it, the Action
Plan identifies implementation time frame for each
activity as follows:

*  Short-term strategies can be initiated in
1-3 years

*  Mid-term strategies can be initiated in 3-5
years

*  Long-term strategies will take 5 years and
beyond to initiate.

Because TOD implementation will be an ongoing
process, actions initiated within each time frame may
well take much longer to fully implement.

The TOD Strategic Action Plan will require
coordinated effort from multiple stakeholders on
both transit and development visioning, planning,
and building projects. To support coordination
and implementation, this report provides a table
that identifies each strategy, action, lead and support
stakeholders, key steps, and the time frame for initiation
that can serve as a guide for realizing a transit-centered
vision for Central Maryland.

The map on the next page highlights the short-term
planning and investment activities outlined in the

TOD Strategic Action Plan.
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Introduction: Mapping a Transit-Oriented
Future for the Region

Central Maryland has undergone radical changes in the last fifty years,
and once again finds itself at a turning point. The metropolitan region has
weathered difficult economic times. Growth in the region has been stagnant
for several decades, and the population of Baltimore City has declined
precipitously. Between 1950 and 2000, Baltimore City lost nearly 300,000
residents, or 1/3 of its population, even as the Baltimore region grew by
over 1 million people®. This period included a shift in Baltimore’s economy
as manufacturing jobs declined, and many residents and employment
opportunities relocated to the suburban parts of the region.

During this period of economic transition, transportation investments
in the region fueled the suburban migration. Highway networks were
designed to provide fast, easy access to downtown Baltimore and growing
regional job centers such as Columbia Town Center and Towson. Existing
regional rail transit lines were designed to provide regional mobility for
commuters to and from Central Baltimore. The regional transit system
now plays a different role than the historic streetcar network, which
anchored communities with a range of mobility choices. Following these
transportation investments, regional land use patterns decentralized to take
advantage of the high-speed mobility provided by the regional network.
This process increased economic and ethnic disparities, as those with means
chose to relocate to more decentralized locations, while those without were
left with fewer options. The self-reinforcing pattern can be seen in the
blocks of vacant and abandoned housing in parts of Baltimore City and a
shortage of retail options for current residents. The smaller tax base leads
to poor school performance and cutbacks to city services even as tax rates
in Baltimore City remain higher than surrounding counties and weaken
the residential market.

However, Central Maryland is poised for strong economic growth,
particularly in the health care, technology, and defense sectors. This growth
could be threatened, though, if regional transportation and housing issues
are not addressed in tandem. The potential for growth in Central Maryland
mirrors national demographic and economics trends, and the same
trends that fueled the suburban expansion in past decades now point to
reinvestment in existing urban and suburban centers and transit-accessible
neighborhoods. The demographic groups that have traditionally favored
close-in, transit-accessible locations—primary among them the young and
the elderly—are today growing fastest. The increase in the cost of driving
means that suburban locations—for both jobs and housing—are less and
less attractive, while the market grows for neighborhoods with good access
to jobs and services.

The recent nationwide housing boom and movement back toward central
cities had a positive impact in Central Maryland, from new activity

Baltimore Region Population Trends & Projections 1950 - 2030

m Baltimore City @ Baltimore Region
3,500,000

3,000,000
2,500,000
2,000,000
1,500,000
1,000,000

500,000

0
1950 1970 1990 2000 2005 2010 2015 2020 2025 2030

Source: U.S. Census Bureau & Round 6B Cooperative Forecasts from

the Baltimore Metropolitan Council, 2005

Figure 1: Regional growth has been slow, while Baltimore
City's population has declined significantly since 1950, butis
projected to level off (Source: Baltimore City)
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downtown to the revitalization of several close-in neighborhoods. Other
large-scale forces, including the Base Realignment and Closure (BRAC)
process that will bring thousands of new jobs and residents to the region,
as well as continued transit investment guided by the Regional Rail Plan,
set the stage for a new era in Central Maryland. At the same time, the
economic downturn and foreclosure crisis of the past 18 months show the
fragility of these gains, and the need for strategic action on a number of
transportation and development issues simultaneously.

The continuing and expanding prosperity of Central Maryland will rely
on careful and prudent transit investments that continue to link jobs
and housing, and people with their destinations, while creating the types
of neighborhoods in which people will want to live. Transit-oriented
development (TOD) is the term for these connections between the
regional transit network and the places where people live, work, and play
that give people real housing and transportation choices. TOD creates the
opportunity to:

* Increase “location efficiency” so people can walk and bike and
take transit

*  Boost transit ridership and minimize traffic to improve air

quality and public health;

* DProvide a rich mix of housing, shopping and transportation
choices;

*  Generate revenue for the public and private sectors and provide
value for both new and existing residents; and

*  Create community value and foster interaction through public
amenities, such as parks and schools.
TOD exists on a continuum moving from auto-oriented development—
with a lack of travel options and separated, isolated land uses on end—to
TOD on the other. TOD should not be thought of as a one-size fits all
development solution, but rather a paradigm shift to focus on creating high-
quality, strong communities connected by a multi-modal transportation
network. This report identifies key challenges and opportunities to move
toward the transit-oriented development end of the spectrum, as well as
identifying key locations, strategies, and tools for accomplishing this shift.

Auto-Oriented Transit-Oriented
Development Development

Figure 2: TOD exists on @ continuum with auto-oriented development.
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Contents of This Report

This report has been developed through a year-long process of both quantitative
and qualitative analysis of the state of transit and TOD in Central Maryland.
The outcome of this report is a series of recommendations on how and where
to invest in transit and TOD throughout the region. These recommendations
can be used by public agencies, private-sector developers, non-profit advocates
and service providers, and individual citizens to determine how they fit into the
transit-oriented future in the region. There are four chapters of the report:

* The Introduction: Mapping a Transit Oriented Future for the
Region provides an overview of the study, as well as the goals,

stakeholders, and scales of TOD.

*  Chapter 1: Regional Scan of Existing Conditions provides a
data-based analysis of existing transit and demographic conditions
in the region, and some broad recommendations for how to
accelerate the scope and scale of TOD in the region.

*  Chapter 2: Understanding Priority Areas for TOD provides an
analysis of where the key locations in the region will be to meet
the goals of building market momentum and addressing rapid
neighborhood change. This chapter identifies the critical areas
that need investment, but is not intended to identify the only
areas where TOD investment will be important.

* Chapter 3: Station Area Framework for Planning and
Investment provides a methodology for understanding how to
approach planning and investment in any location, given real
estate, development market, and demographic data. This chapter
also provides an assessment of the types of station areas and TOD
strategies that will be important for each stakeholder group.

* Chapter 4: TOD Action Plan synthesizes the findings of
Chapters 1-3 and provides a set of recommended transit and
TOD planning and investment activities in the region.

Transit-Oriented Development as a Tool for Change

The goals of TOD are broader than simply a better and more efficient
transportation system and can be broken down into two primary goals: one
regional and one local.

At the regional level, TOD can facilitate and generate momentum for
additional market-driven TOD investment that can be self-sustaining over
time. This goal relies on transportation networks and development patterns
that support:

* Access to economic opportunity by linking residents with
employment and service destinations and supporting synergistic
growth of job centers;
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* Lower combined housing + transportation costs through the
reduced need to own and drive cars to get to work and daily
needs;

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

* Improved public health by creating walkable neighborhoods

that encourage physical activity; and

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

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

*  Support community-based projects that maximize the benefits
transit hubs can offer Baltimore’s low- and moderate-income

communities;

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

* Promote the integration of a variety of investments to address
issues such as weak real estate markets, vacant and abandoned
housing, undeveloped and underutilized land, and the long-
standing disconnects between low-income people and affordable
housing, employment and asset-building opportunities available
throughout Central Maryland.?

As TOD takes hold across the region, it is important to incorporate these
Transit-Centered Community Development goals, so that all residents of
Central Maryland have access to the benefits of TOD.

The regional and community goals for TOD are not mutually exclusive, and
do not conflict with the broader goals and outcomes above. They will help
shape the recommendations about where investments in transit and TOD

should be focused.
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5

[he Benefits of Iransii-Uriented Jevelgpment

In 2005, MDOT, MTA, Baltimore City, and
Baltimore County identified the benefits of TOD
as transit investment and development that:

e Attracts additional resources and
improvements to communities;
*  Provides additional mobility choices;

* Increases public safety through more
“eyes on the street”;

* Increases transit ridership;

*  Reduces rates of vehicle miles traveled
(VMT)--a primary contributor to
greenhouse gas emissions;

* Increases household disposable
income by supporting reduced car
ownership and driving distances;

*  Reduces air pollution and energy
consumption rates;

*  Helps conserve resource land and
open space;

*  Encourages economic development;

¢ Contributes to the creation of more
affordable lifestyles through both

housing and transportation costs; and
e Decreases local infrastructure costs.

100 Principles

At the same time that these benefits were being
articulated, the same stakeholders developed a set
of “Development-Oriented Transit Principles” to
guide the planning of the Red Line. These principles
can apply to future transit and TOD efforts in the
region, and have served as a guide for this study as
well. The principles are:

*  Shape the Future

*  Locate your Identity

e Transit Stations as Landmarks

*  Connect Communities with Transit

*  Bea Good Neighbor

e Complement Community Objectives

*  Connect Places with Walking

*  Pass the Test of Time

*  Actract New Riders

*  Create Partnerships

These principles refer not just to the design and
implementation of transit projects, but also the
planning and design of neighborhoods, corridors,
and even the entire region.

What is Transit in Central Maryland?

Transit-oriented development depends on a high-quality, robust public
transportation system. Transit access becomes more valuable and desirable
as the transit network grows, and transit becomes more useful in connecting
people with where they need to go on a daily basis. In Central Maryland,

the current transit network includes:

* theheavy rail Green Line from Owings Mills to Johns Hopkins

Medical Center;

* the light rail Blue Line from Hunt Valley to BWI and

Cromwell/Glen Burnie;

* the MARC Camden Line connecting Washington, DC to

downtown/Camden Yards;

* the MARC DPenn Line connecting both northeast and

southwest from Penn Station; and

*  MTA bus lines that serve a variety of destinations in the

region.

Exsting Blue Line Light Rail on Howard Street (Source: Center
for Transit-Oriented Development]
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In addition to this public transportation system, walking and bicycling are
important components in a successful multi-modal transportation system
that provides people with true travel choice. Efforts to support walking and
biking as transportation options will also in turn support transit and TOD
outcomes. Investments in streets and roads can be designed to benefit all

users of the transportation system, from automobile users to transit users, [

pedestrians, and bicyclists. Transit funding should not be thought of as
an isolated investment, but something that can support a range of travel
options.

In August 2002, an Advisory Committee composed of a broad cross-
section of regional stakeholders recommended a Regional Rail System
Plan to guide buildout of the system. The plan, which envisions a 40-year
buildout, was the first comprehensive rail system planning effort in nearly
40 years. and includes the construction of several major investments:

* the east-west Red Line from the Security Square area in
Baltimore County to Canton and Dundalk;

* the north-south Yellow Line linking with the existing Blue
Line and connecting Towson, the Homewood Campus, and
Mount Vernon Square, as well as connecting south and west
to Columbia Town Center;

* an extension of the Green Line to Martin State Airport; and

* upgrades to the MARC system with infill stations and
increased service (called the Purple and Orange lines).
This study has taken the Regional Rail Plan as the basis for analysis of
TOD opportunities in the region. Within this framework, this study has
reassessed the priorities recommended in the plan from the perspective of
transit investments that can also stimulate development response and move
the region as quickly as possible toward realizing a transit-oriented future.

What is TOD in Central Maryland?

Baltimore already has successful examples of transit-oriented development.
Clipper Mill, Mt. Vernon Square, and some of the neighborhoods originally
developed around the historic streetcar network are all examples in the

region. Historic neighborhoods like Fells Point and recent redevelopments |

like the Inner Harbor also contain the basic framework that lead to

successful TOD. Transit provided the framework for the traditional =

pattern of Central Maryland, too, when streetcar lines radiated outward
from central Baltimore connecting to outer neighborhoods and the first
suburbs.

But it is clear from examples within Baltimore and around the United
States that merely placing transit in compact neighborhoods or fostering
development around transit is not sufficient to generate the full range of
TOD benefits. Rather, in order to affect change, a transit system must

Existing Green Line Heavy Rail at Rogers Avenue Station
(Source. Center for Transit-Oriented Development]

Existing West Baltimore MARC Station with the Ice House
potential TOD site (Source. Center for Transit-Oriented
Development]

Clipper Mill s an example of recent T0D in the region (Source:
Center for Transit-Oriented Development)

Development along Howard Street and elsewhere in central
Baltimore was originally built to be oriented to transit and
pedestrian activity (Source: James Willamor]
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connect enough employment, entertainment, and community destinations
that it offers a level of access that it can compete with automobile ownership
and uses. Just as important, the destinations themselves must offer substantial
opportunities such that expanding access to them creates real value to those
living near other stations within the system.

Reinvigorating TOD in Central Maryland will require a shift in mind set
and collaborative planning efforts at multiple geographic scales and among
multiple partners. These collaborative efforts are already emerging, and need
to be strengthened in order to build on the recent progress.

Scales of [0

One key to building TOD in Central Maryland will be recognizing and

supporting transit-oriented development at a range of scales:

* City or Region Scale: Multiple corridors in a city or region
2 i <= create a network of transit-oriented places and sites that integrate
different functions and activity centers within easy access of transit.
Planning at the regional scale can address problems such as need
to connect job centers and the goal of providing disadvantaged
communities to improved access to employment and retail
opportunities. It is at this scale that overall mode shares and the
health of a transit network can be most influenced. For example,
the City and County of Denver, Colorado is thinking proactively
about transit-oriented development opportunities around the 40
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to guide development clong exsting and planned transit light rail stations that exist or will be built in the next 10 years. City
corridors (Source: City and County of Denver and Center for and County staff are working to prioritize station-level planning
Transit-Oreinted Development] processes, coordinate affordable housing and zoning policies, and

engage with city residents about the opportunities presented by
this major infrastructure investment initiative. The build-out of the
regional FasTracks program, which will build five new rail lines in
15 years will transform the Denver region from an auto-oriented
region into a region with improved mobility options that will shape
regional growth for years to come.

* Corridor Scale: The stations along a transit corridor support
diverse and complementary transit-oriented neighborhoods.
As connections between adjacent station areas are strengthened
through transit, the amenities and opportunities in one area are
made more accessible to others. Effective, integrated corridor-level
planning can encourage the momentum of market activity between
station areas, thus augmenting and diversifying development and
other opportunities. For instance, in the Fairmount/Indigo Line
Corridor, four community development corporations (CDCs)
with contiguous boundaries have joined together to advocate for
service upgrades and infill stations along an existing commuter

In the Faimount Corridor, four COCs are collaboratively

planning for mixed-use, mixed-income TOD. (Source: Center for
Transit-reinted Development) rail corridor in Boston, Massachusetts. The CDCs are leading
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the advocacy for affordable housing and equitable development
along the corridor, focusing on both housing and employment
solutions, as well as local transportation improvements beyond the
rail upgrades.

* Station Area Scale: Planning for TOD at the station area scale
should aim to ensure that the 1/2-mile radius around a transit node
contains a mix of uses and supports transit access and ridership.
Planning at this scale should take into account the existing
neighborhoods, since there are no one-size-fits-all solutions to
TOD. Some neighborhoods may have good opportunities to
grow neighborhood buying power through high-density, mixed-
use development, while other neighborhoods may have more
potential to take advantage of transit through street and roadway
improvements. The Lake Pulaski Transit Village in Chicago,

Ilinois is an example of how incremental change over 25 years
has supported the emergence of a district-wide transit village in

a low-income neighborhood on Chicago’s west side. Bethel New The Lake Pulaski Transit Village plan identifies key community
Life, a faith-based community development corporation has needs and focus areas for development around an existing
spearheaded the effort to revitalize the neighborhood. Affordable, transit station. (Source:Bethel New Lfe. Inc)

energy-efficient housing in walking distance of the Pulaski/Lake El
Station was the first stage of the village, followed by traffic calming
and transit access efforts and a transit center adjacent to the station
with a day care center, local-serving retail, an employment center,
and a community technology center.

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

of their daily needs using transit. Public spaces, too, can provide example of building and site design tha takes advantage
of transit access and creates high-quality public space.

(Source: Metropolitan Transportation Commission]

important community gathering places and centers for activity.
The Fruitvale Transit Village, in Oakland, California, is centered
on a linear public space, connecting from the BART station to the
main commercial street in the neighborhood. This connection is
used by residents and transit riders alike, and provides an important
connection tying the development in with the neighborhood.

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

Transit-oriented development depends on a multitude of actors, from the
public to the private and non-profit sectors, and engagement with the
general public. Successful transit-oriented development can be defined
as much by the planning process as by the tangible outcomes. There are
a range of key stakeholders that will be engaged in any successful TOD

planning effort, including:

State and Regional Agencies: State departments of Transportation,
Housing and Community Development, Economic Development,
and Planning are all essential partners in transit and TOD planning
in Maryland. The Baltimore Metropolitan Council can also be an
essential partner, as many Metropolitan Planning Organizations
(MPOs) are around the country. State and regional agencies bring
both planning and capital resources to TOD implementation
efforts.

Local Agencies: Local agency staff is critical in making planning,
and investment decisions for both land use and transportation.
City and County planning, economic development, housing,
and transportation staff are all stakeholders in TOD planning
and investment. Local agencies bring both planning and capital
resources, as well as regulatory and policy controls to TOD
implementation efforts.

Market Developers: A large responsibility forimplementing transit-
oriented development projects will rest on market developers of
housing, office, retail, and other uses. These real estate professionals
will have an important role not just in new construction, but also in
the reinvestment in existing neighborhoods and structures. Market
developers bring private capital and implementation resources to

TOD efforts.

Community Associations: Community associations are important
stakeholders in every neighborhood-level TOD planning effort.
These organizations provide important organizing capacity to
develop TOD visions and make them a reality. Community
associations bring organizing capacity to TOD implementation
efforts and may also bring development implementation capacity.

Non-Profit Advocates, Organizers, and Community-Based
Developers: Because transit-oriented development is a tool for
neighborhood revitalization and investment, job creation, and
environmental protection, advocacy groups, regional, civic, and
community based organizations such as CMTA have a critical
stake in both planning and implementing TOD. Community
engagement in planning for TOD depends on community-based
organizations to bring their organizing resources to TOD visioning
efforts, and many of these organizations also will be able to help
implement TOD visions through development projects.
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* Philanthropic Foundations: Central Maryland is lucky to be well-
served by long-standing local and national foundation partners.
These partners have an important stake in making TOD work in
order to maximize the benefits of their mission-driven investments
throughout the planning and implementation stages of TOD.
National funders also have an important stake in creating models that
can be replicated in other regions around the country. Philanthropic
foundations bring resources for organizational development and
support, and, in some cases, may bring additional capital resources
for TOD implementation.

*  General Public: The general public—residents, workers, employers,
young and old, rich and poor—all have a stake in seeing transit and
TOD investments made wisely. If done right, all of the benefits
and outcomes detailed above will accrue to this most basic group of
stakeholders. When engaged early and often in a meaningful way,
the general public will have a vital role in shaping the TOD future
of Central Maryland.

0 Activities

This study identifies the investment priorities, strategies, and activities that
will move Central Maryland towards transit-oriented development at all
scales and through all stakeholders. Through this, there are a set of activities
which will be important throughout TOD planning and implementation
activities:

* Coordination among stakeholders: No one stakeholder listed
above can implement TOD on their own, and coordination among
and within groups of stakeholders will be essential.

* Community engagement and involvement: Planning and
investment in TOD needs to be something that happens with
communities, rather than # communities. Early involvement
and engagement throughout the process to understand local and
regional visions is critical.

* Planningand policy reform: Local, regional, and state-level policies
need to be shifted to take account of transit proximity and support
the emergence of transit-oriented neighborhoods. Policies and
programs from local zoning codes to state economic development
incentives should be assessed for how they can support transit and

TOD.

* Infrastructure and development investment: Capital investment
for transportation and development, both public and private, should
recognize the TOD opportunities and work to realize the potential

of TOD.

All of these TOD activities will be discussed throughout this report and will
play an important role in supporting the emergence of TOD in the region.
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Notes
1 City of Baltimore Comprehensive Master Plan 2007-2012. (2000).

2 These goals for Transit-Centered Community Development (TCCD)
were developed through a community-based process led by the Baltimore
Neighborhood Collaborative and engaging many public, private, non-profit,
and community stakeholders.

3 Rachel E Edds, AICP, and Chimere Lesane-Matthews. “West Baltimore and
Transit-Centered Community Development: A Review of Community Plans
and Exploration of Development Opportunities”, 2006.
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Chapter 1: Regional Conditions for Transit and
Transit-Oriented Development

In assessing the future possibilities, opportunities, and challenges for
transit-oriented development, it is important to understand the existing
conditions in the region, and how the region has evolved to the point it is
currently. In understanding existing conditions in the region, there are a
few key points that set the stage for how to look at opportunities into the
future.

* TOD Housing Demand: The regional demand for housing
near transit will exist, but it will come from a diverse set of
households. 70D will need to serve multiple household types
and incomes, and existing affordability needs to be preserved as
the market develops.

* Regional Employment Clusters: The Regional Rail Plan
will serve many of the employment clusters in the region, but
employment has been decentralizing in a way that is difficult to
serve by transit. 7OD will need to include a mix of destinations
to make transit access useful, and regional employment should be
concentrated in transit-served locations.

*  Market Challenges: Continued neighborhood disinvestment
creates obstacles to economic prosperity. Vacancy,
disinvestment, and abandonment in areas served by transit
make revitalization efforts difficult. 7OD will need to address
community development approaches as well as real estate
development ones.

* Regional Transit Investment: The Regional Rail Plan
envisions a 40-year buildout of the transit network, when
Central Maryland needs improved transit options today.
TOD can provide the framework and impetus for accelerated

investment in the regional transit network.

* Planning and Regulatory Needs: All stakeholders need to be
prepared to be opportunistic to implement transit and TOD
solutions. 7OD will be more successful if local plans and zoning
and funding sources are orviented toward implementing a TOD
approach in the priority regional locations.

* Partnerships and Process: Regional stakeholders are open
to creative solutions to open new opportunities for TOD:
state and local agencies are developing new approaches to
encouraging TOD and communities are embracing the
opportunity TOD provides to help spur transit-centered
community development. 70D will depend on continuing
existing partnerships and developing new ones.
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Recommendation: Prepare for
the increasing demand for housing
near transit from all incomes and
houssehold types by providing more
of the amenities and investments
in these areas. Amenities should be
targeted toward the demographics
most likely to choose to live near

transit, including younger and
older households.

In the remainder of this chapter, each of these key points is expanded in
greater detail with both quantitative and qualitative analysis, along with
recommendations for some broad policy and priority changes in the
region.

T0D Housing Demand

Demand for housing near transit exists and will continue to grow
Demographic and economic trends will continue to drive demand for
housing near transit, which will create the potential for market momentum
to revitalize currently disinvested neighborhoods. The Regional Rail Plan
will link potential high ridership areas and regional employment areas. This
study developed a regional estimate for housing demand near transit based
on characteristics of households living near transit in the 2000 US Census
and demographic trends. Based on demographic factors alone, the estimate
predicts approximately 225,000 households will want to live near transit in
the region by 2030, an increase of over 157,000 from 2000 levels.*

The estimate does not account for changing personal preferences due
to increasing transportation costs, or desires for a more convenient
lifestyle, and the changing perceptions of urban living that have led more
households with children to remain in cities. This means the projection
is likely a conservative one, but still predicts a demographic engine that
will provide a built-in market for TOD that can be captured through new
development close to transit. In fact, there is some reason to believe that
the demand for housing near transit will exceed the demographic estimate.
There has been strong demand in recent years for transit-accessible housing
in Central Baltimore. Since it began its marketing campaign in 2002,
Live Baltimore has documented net migration of around 2,000 people
from the Washington, DC area to Baltimore with increases in each year
of the campaign. Many of these relocatees will seek housing near MARC
stations to continue to commute to DC-based jobs. The BRAC process
will similarly increase regional demand for housing. While transit access
may not be a primary driver of location decisions for BRAC relocatees, the
MARC connections to both Fort Meade and Aberdeen do provide transit
options that may influence some location decisions.

However, this market is not a monolithic one. There will be demand from
both non-family and family households. In fact, the estimate predicts that
48 percent of the demand will come from singles or non-family households
with no children. These households have traditionally favored denser, mixed-
use neighborhoods that have good access to employment and entertainment
centers. The other half of the demand, though, will come from family
households, or those with children. These households have traditionally
favored lower-density housing types, such as rowhouses or single-family
detached housing. The split in demand means that development in transit-
served areas will need to meet a range of housing needs, not cater to a single
type of resident.
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2030 TOD
Household Type Demand % of Total National %
Singles and Non-Family Households 107,651  48% 33%
Married Couple Family Households 73,300 33% 56%
Other Family Households 44,057 20% 10%
2030 TOD
Age of Householder Demand % of Total National %
15t0 34 50,867  23% 23%
3510 64 100,081  44% 42%
65 and Older 74,059  33% 35%
2030 TOD
Household Income Demand % of Total National %
Less Than $20,000 74,058  33% 20%
$20,000 - $34,999 48,117  21% 16%
$35,000 - $49,999 32,681  15% 15%
$50,000 - $74,999 34278  15% 19%
$75,000 and Greater 35,873 16% 30%
Figure 3: Demand for transit-accessible locations comes from a variety of household types, and TOD plans should account for this
demand (Sources: Center for Transit-Oriented Development, 2000 US Census, Baltimore Metropolitan Council)
The market is also diverse in income levels. Compared to the national
market for TOD, current trends indicate the market in Central Maryland
will come more from low- and moderate-income households making less
than $50,000 per year. Close to 70 percent of the demand will come from
these households, as compared to 51 percent of the demand nationally.
This reflects the need to plan for a mix of incomes around transit lines, but
also the need to address the lack of demand from upper-income households
for housing near transit in Baltimore. This may be partly due to a number
of factors, including the demographic profile of who was living near transit
in Baltimore in 2000, and the perceptions of quality of life factors, such as
schools and public safety.
Recommendation: Efforts

Existing affordability needs to be preserved even as market develops

Despite the challenging economic conditions in the region, Baltimore,
like most American cities, faces ongoing challenges in providing adequate
affordable housing. Affordable housing that is located near transit has
the potential to augment the housing benefits with transportation cost
reductions, helping residents build wealth and move out of poverty.
Currently, Central Maryland has over 13,000 units subsidized through the
Federal Section 8 and Section 202 programs. 74 percent of these units are
located within 1/2-mile of a rail station or a high-frequency bus line (greater
than 15-minute headways). This is higher than the average of 58 percent
found in a 20-city study currently being conducted by CTOD with the
National Housing Trust. Additional transit-accessible affordable units have

to preserve existing affordable
rental  housing  and  prevent
the displacement of low- and
moderate-income homeowners is
critical in supporting long-term
mixed-income neighborhoods
around transit. largeting transit
zones for both of these goals will
ensure that all segments of the
population will be able to benefir

[from transit access.
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also been produced through the Low Income Housing Tax Credit Program
and State bond programs.

While it is encouraging that there is this kind of linkage between affordable
housing and transit, the study also shows the need to preserve this existing
affordability, as over half of the units near transit have contracts that expire
in the next five years. Once contracts expire, the units can revert to market
rate, risking the displacement of thousands of residents.

The need to preserve and expand affordable housing opportunities near
transit is also reflected in the current home foreclosure crisis in Maryland and
nationwide. A 2008 study found that in the two years between January 2005
and December 20006, there were 6,438 foreclosures filed in Baltimore City,
and these filings were disproportionately concentrated in predominantly
African-American neighborhoods.? While the rate of foreclosure is lower
than it was in 2000, there has been a rise since 2005, and this data predates
the meltdown of the subprime market. Interestingly, the majority of
foreclosures in the city have come on single-family rowhouses. While this
is the predominant housing type in many parts of the city, it also suggests
that the foreclosure issues continue to disproportionately impact low- and
moderate-income homeowners who tend to live in these types of units.

Units w/Expiring Expiring Units

Elderly Disabled < Fair Market

% of
Total Units| Total

Region 13,278
1/2-Mile 9,873 74%
1/4-Mile 8,361 63%

Units Units Rent Units Contracts as % of Total
2,719 202 5,706 6,804 51%
2,162 151 5,048 5,626 42%

Figure 4. Existing Federally subsidized units in Central Maryland (Sources: Center for Transit-Oriented Development, National Housing Trust]

Recommendation: ~ Encourage
regional  concentration — of
employment around the transit
network  through policies and
incentives to strengthen existing
employment centers. These policies
and incentives should be focused
on potential high ridership sectors,
such as information, biotech and
professional sectors, but should
also include a mix of employment
opportunities for all sectors of the
economy.

Regional Employment Clusters

Regional employment patterns are difficult to serve by transit

The continued decentralization of employment and spread of housing is
difficult to serve with the current transit network or the planned expansion.
Employment location and density are highly correlated with transit usage.’
In Central Maryland, the highest density employment area is downtown
Baltimore, but many relatively dense suburban employment centers have
developed in recent decades. While the Regional Rail Plan will link many
of the 21 employment clusters identified through this study, there is also
the need to align the location of new housing with the transit network and
these employment links, while at the same time reinforcing the clustering
of employment uses in transit-supportive locations.

The current system captures under 20 percent of the regional jobs within
1/2-mile radius of stations, and with the Red Line this will increase only
slightly, to about 22 percent. However, some of the sectors that have
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been important for transit ridership in other regions are slightly more
concentrated around transit stations.* Twenty-six percent of the region’s
professional sector jobs and 30 percent of the information sector jobs are
within 1/2-mile of an existing or planned transit station. Retail trade is one
area that employment lags behind the regional average. This is consistent
with the findings of the 2008 DrillDown analysis by Social Compact,
which has found that nearly 700,000 square feet of additional grocery
square footage could be supported within the Baltimore City and that
there is the potential for additional retail of other types given the collective
buying power of Baltimore City residents.®

Baltimore Region
Existing Transit Zones
Existing Transit Zones Regional Share
Existing + Planned Transit Zones
Existing + Planned Transit Zones Regional Share

Geography

Jobs

1,188,455
233,744
19.67%
259,243
21.81%

Jobs/Housing Employers

Balance

113 62,957

2.92 7,815
N.A. 12.41%
211 9,140
N.A. 14.52%

Transportation,
Warehousing,
Utilities

Information
Sector

Professional
Sector

Jobs/
Employer

10.4% 4.8% 3.1%
29.9 12.0% 5.7% 4.5%
N.A. 22.1% 23.4% 29.1%
284 12.6% 5.5% 4.2%
N.A. 26.2% 25.1% 30.0%

Retail
Trade

10.6%
5.7%
10.5%
6.4%
13.0%

Public
Admin.

6.5%
13.6%
41.3%
12.2%
41.3%

Figure 5- Regional Job Location and Key Ridership Sectars (Source: US Census 2004 LEHD, CTOD T0D Databose)

System Size

Region (2030) Geography Jobs
Region 1,166,150
Baltimore  Medium (Large) [ Transit Zones 219,839
TZ Share 18.9%
, . Extensive Region 2,438,934
Philadelphia (Extensive +) Transit Zones 753,005
TZ Share 30.9%
_ Large Re_gion 2,645,840
Washington (Extensive) Transit Zones 778,089
TZ Share 29.4%
Region 1,294,785
Denver Small (Large) | Transit Zones 190,478
TZ Share 14.7%
Large Re_gion 961,475
Portland (Extensive) Transit Zones 235,636
TZ Share 24.5%
: Region 3,215,695

n Extensiv :

Frasn?:isco (Exté?wsisveeﬂ Transit Zones 1,022,367
TZ Share 31.8%

Figure 6: Comparison of Employment location in Central Maryland with five other regions. System size determined by number of stations
in system (Source: US Census 2004 LEHD, CTOD T0D Database)

July 2008




18 Chapter 1: Regional Conditions for Transit and Transit-Oriented Development / Central Maryland Transit-Oriented Development Strategy

Recommendation: The Yellow
Line, despite its complexity, will
provide an important link in
the network serving employment
clusters in the region. Using
employment  connections as a
means for prioritizing transit
investments will help increase
the utility of transit access in the
region, and can help spur the
market for both transit-oriented

housing and jobs.
Recommendation: ~ Suburban
single-use  employment  areas

present an  opportunity  for
TOD, but these areas may need
infrastructure upgrades to support
new levels of density and new

types of uses.

Use employment links to prioritize transit investments

In 2006, the employment clusters identified through this study near the
planned buildout of the transit network contained approximately 309,000
jobs (or around 27 percent of the regional employment). Central Baltimore,
including the Central Business District and the immediate surroundings,
accounted for around nine percent of the regional employment total on its
own. Providing access to this major employment cluster, with its diversity
of employment types, is an important reason why the Red Line is such an
important link the regional network.

Another critical link in the network will be the Yellow Line, especially
the link connecting downtown Towson, an existing walkable, diversified
employment center, the Johns Hopkins Homewood campus, and Central
Baltimore. The clusters along this line account for four percent of the
regional jobs, while the link south and west to Columbia Town Center
would link another four percent, and could help catalyze the transformation
of the area in to a more walkable, transit-supportive center.

Jobs in Job Clusters (2006)

Green Line
4%

Green Line Proposed
2%
Blue Line
%

Red Line
2%

Yellow Line North
4%
Yellow Line West
4%

No Planned Transit
2%

Figure 7. Potential transit-oriented job clusters are an important factor to consider in planning transit lines. Nearly 2/3 of regional jobs
are not in employment clusters (but may still be near transit). (Source: US Census 2006 LEHD)

Single-use employment areas provide an opportunity for new T0D

Many existing suburban employment centers are single-use areas without
a balance of jobs and housing. Many single-use employment areas are
clustered in the northern and southern suburbs around the existing transit
network. This map also shows that there are roughly three zones in the
region:

1. A core of high density housing and employment in Downtown
Baltimore and immediately surrounding;
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2 Chapter 1: Regional Conditions for Transit and Transit-Oriented Development / Central Maryland Transit-Oriented Development Strategy

Recommendation: Efforts
to build from market strength
and  expand the competitive
and stable markets will likely
have a beneficial influence on
strengthening  the market  for
development around transit. At
the same time, the most distressed
neighborhoods will need some
targeted investments to catalyze
revitalization.

2. Aband of moderate density housing areas without substantial
employment; and

3. Asuburban ring of employment zones located around regional
highway network.

This is not an atypical pattern in American cities, and in other places
focusing on TOD as a development strategy have seen much of the recent
development activity treat each zone differently. In the central areas, the
focushasbeen on high-intensity housing that complements the employment
density and seeks to create an active 24-hour mixed-use neighborhood,
appealing to younger residents. In the second zone, there has been a focus
on infill housing and neighborhood serving retail serving more family
households and older residents, while in the third zone, the focus has been
on integrating residential uses and creating more mixed-use neighborhoods
catering to a range of household types in existing employment centers.

Old malls and business parks are often some of the best opportunities
for this kind of redevelopment because they are usually held in single or
limited ownership and already have connections to regional transportation
infrastructure. These locations can carry high costs for streets, sewers, and
utilities, though.

Market Challenges

Continued neighborhood disinvestment creates obstacles to economic
prosperity

Many neighborhoods around transit zones in the region are characterized
by high rates of vacancy and abandonment and troubled by years of
disinvestment in the real estate market. Compared with selected other
regions from around the country, Baltimore has some of the highest rates
of housing vacancy around transit stations. Baltimore also has a lower
percentage of regional housing units near transit than some other systems
around the country. Of the six cities compared here, only Denver has a
lower percentage of housing units near transit, and the Denver region has
embarked on an ambitious investment strategy that will radically transform
the transit network in the course of around 15 years.

The concentration of vacancy and disinvestment is largely contained within
Baltimore City in some of the inner neighborhoods ringing the downtown.
Baltimore City developed a housing typology to assess the conditions of
the housing market and help guide reinvestment strategies. The housing
typology will be discussed in greater detail in Chapter 2, as a way to identify
strategic regional locations for TOD investment. The data for existing
and planned transit stations within the City of Baltimore also highlights
the challenges associated with the existing housing conditions in some
neighborhoods. Within 1/4-mile of these transit stations 20 percent of the
housing is classified as “Distressed” and 15 percent as “Transitional”, the
two categories that require the greatest investment of resources. Conversely,
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Chapter 1. Regional Conditions for Transit and Transit-Oriented Development / Central Maryland Transit-Oriented Development Strategy

just 13 and 11 percent are classified as “Competitive” or “Emerging”, the
two strongest market types.

The different transit lines show some of the different market characteristics.
The Blue Line has the strongest market context, while the Green Line has
the most distressed market conditions. The challenges associated with
building the market for housing in areas with this kind of disinvestment in

the existing housing stock should not be discounted.

System Size Total Housing
Region (2030) Geography Units % Occupied % Vacant
Region 1,048,046 92.9% 7.1%
Baltimore  Medium (Large) | Transit Zones 80,158 84.6%  15.4%
TZ Share 7.65% 7.0% 16.7%
Extensive Region 2,198,065 93.5% 6.5%
i i I 0, 0,
Philadelphia (Extensive +) Transit Zones 598,701 89.7% 10.3%
TZ Share 27.24% 26.1%  43.4%
Region 1,942,641 95.1% 4.9%
Washington "% | Jransit Zones 255,381 02.0%  8.0%
(Extensive) ’ 27 27
TZ Share 13.15% 12.7% 21.7%
Region 976,585 96.3% 3.7%
Denver  Small (Large) | Transit Zones 32,407 93.0% 7.0%
TZ Share 3.32% 3.2% 6.2%
Large Region 786,300 94.3% 5.7%
Portland o€ Transit Zones 79,923 92.3% 7.7%
(Extensive)
TZ Share 10.16% 99%  13.8%
. Region 2,369,249 96.8% 3.2%
San Extensive : . .
Francisco  (Extensive +) Transit Zones 466,411 95.5% 4.5%
TZ Share 19.69% 19.4% 27.8%

Figure 8: Central Maryland has higher housing vacancies and lower levels of housing overall near transit than other regions around the
country, ystem size determined by number of stations in system. (Source: 2000 US Census, CT0D T0D Database)

Downtown  Outer City

Competitive Emerging Stable Transitional Distressed Multi-Family Multi-Family

Blue Line Average 19% 14% 19% 15% 12% 16% 2%
Green Line Average 6% 2% 12% 22% 35% 21% 0%
Red Line Average 14% 13% 22% 10% 18% 20% 0%
Transit Zone Average 13% 11% 18% 15% 20% 19% 1%

Figure 3. Baltimore City’s Housing Harket Typology shows the differences in conditions along the two existing corridors and the Red Line (Source: Baltimore City Planning Department]

T0D opportunities continue to be uneven within the region
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Income and racial segregation create islands of prosperity and strong real
estate markets mixed with areas of disinvestment and there are regional
challenges in terms of racial and economic equity around transit stations.
Stations within Baltimore City are disproportionately low-income and non-
white, while those in the surrounding communities are disproportionately
white and higher income. In fact, whereas median income exceeds the
regional median in only one station (Mount Washington) within Baltimore
City, it does so in 18 of 28 stations outside of Baltimore City. Likewise,
in Baltimore City, just four of 27 stations have a lower percentage of non-
white residents than the regional average, while outside of Baltimore City,
21 of 28 stations do. Baltimore City’s Inclusionary Zoning, which requires
affordable units in all developments greater than 30 units that receive some
City subsidies, is one method for ensuring some income diversity around
transit.

Addressing these disparities to create more diverseand equitable development
around all transit stations will be an important challenge moving forward.
This does not mean that every station must reflect the regional averages,
since neighborhoods are different and TOD should reinforce the existing
communities, but for a regional TOD strategy to be successful, all must
have the opportunity to benefit from regional development.

There are areas of economic strength and success from which to build

Many neighborhoods around existing transit have incomes higher than
the regional median and market strength that can be tapped for additional
development activity. Others have seen recent development that can
serve as a model for future projects. Transit-oriented development in the
region has been relatively episodic to date, with good examples of recent
development near downtown, at Clipper Mill near the Woodberry Station,
and around Mount Vernon Square. Other neighborhoods are developing
and implementing ambitious plans for TOD: EBDI is under construction,
and neighborhoods like Station North, West Baltimore, and State Center
are formulating plans. Outside of Baltimore City, places like Owings Mills,
Odenton, Linthicum, and Glen Burnie all have some level of plan for
TOD. The Baltimore DrillDown analysis also found greater income and
buying power than is typically understood, and this could support more
market activity than previously considered.®

Where possible, these opportunities should also be leveraged in locations
that can help generate spillover momentum in adjacent Transit Zones.
Chapter 2 presents a detailed analysis of where this can happen in the
region. Often, these areas of market strength will be linked, and developing
strategies that span multiple Transit Zones can help to broaden the focus of
TOD from individual developments to district-wide strategies that include
real estate development, multi-modal transportation improvements, and
investments in community amenities and public spaces.

Recommendation: Incorporate
some housing equity guidelines
with all new TOD  projects
to include an  affordability
component. In Portland, Oregon,
recent TOD in the Pearl District
has been required to reflect the
regional income profile, rather
than a strict inclusionary housing
percentage. This may be a successful
strategy for gradually integrating a
mix of incomes into neighborhoods
currently characterized by either
very high or very low incomes,
in addition to Baltimore Citys
existing  Inclusionary ~ Zoning
requirements.

Recommendation: Analyze
and  understand  the market
strengths of specific corridors and
neighborhoods around transit and
tailor development opportunities
to build from these strengths with
strategies that leverage multiple
opportunities in close proximity
to build market momentum for

T0D.
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Central Maryland Transit-Oriented Development Strategy / Chapter 1. Regional Conditions for Transit and Transit-Oriented Development &)

Regional Transit Investment

Regional transit buildout plans could take decades even as demand builds Recommendation: Continue to
The Regional Rail Plan adopted in 2002 calls for investments to be made | find ways to accelerate funding
over a 40-year time horizon, despite ongoing planning for investments in for transit improvements to build
the Red Line and upgrading MARC service. The current funding process | our the Regional Rail Plan.
at the Federal, state, and local level continues to favor highways over transit | Focus bicycle and  pedestrian
investments. Federally, transportation funding for highways outweighs that improvements on improving access
for transit by a factor of 4 to 1, and the typical highway project takes less | zo transit and supporting multi-
time and fewer planning resources to be built. Regionally, the Transportation | modal neighborhoods near transit.
Outlook 2035 sets out funding priorities for the region for the next 25+
years. Of the $8.7 billion programmed for system expansion projects, just
$2.3 billion (or 26 percent) is programmed for transit projects, and only
$61 million is programmed for bicycle and pedestrian improvements.” Last
year, the Baltimore Regional Transportation Board, charged with allocating
transportation funds for the region allocated an additional $340 million
for transit. Despite this additional allocation, the 2035 plan only contains
transit funding for the Red Line and MARC system improvements.
However, MARC’s ridership continues to exceed capacity, and ridership
gains on the existing system over the past two years have been strong, and
have mirrored national gains in transit ridership.?®
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°
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=
°
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=#=Blue Line (Light Rail)

Average Weekday Riders (in Thousands)

~
=
o

10.0 ~#=Green Line (Heavy Rail)

MARC (System) (Commuter Rail)

Q12007 Q2 2007 Q32007 Q42007 Q12008 Q22008 Q32008 Q42008

Weekday Change Q107-Q408

Baltimore Region  National [1]

Blue Line (Light Rail) S57% 14%
Green Line (Heavy Rail) 20% 27%
MARC (System [2]) (Commuter Rail) 4% 21%

[1] National change also reflects new lines entering service
[2] MARC Penn and Camden line service averaged 23,500 daily riders in 2007.

Figures 10 & 11 Transit ridership in Central Maryland has increased substantially over the last two years, and has mirrored national
qains in ridership in the same period. (Source: American Public Transportation Association]
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System Size Total % Transit/ % %
Region (2030) Geography Commuters Bike/Walk Transit Bike % Walk
Baltimore Medium Region 1,223,867 03% 62% 02% 2.9%
(Large) | Transit Zones 65570  29.0% 19.1% 0.3% 9.5%
Region 1,259,815 7.7% 46% 07% 23%
Denver Small (Large) _
Transit Zones 36,345 176% 85% 12% 7.9%
. : Extensive Region 2,491,979 135% 92% 03% 4.0%
Philadelphia ) .
(Extensive +) | Transit Zones 552,037  31.2% 21.0% 0.8% 9.4%
Portland Large Region 951,489 10.1% 63% 08% 3.0%
(Extensive) | Transit Zones 82,446  25.0% 138% 1.7% 9.5%
. Extensive Region 3,081,104 146% 102% 1.1% 3.2%
San Francisco . .
(Extensive +) | Transit Zones 558,929  31.2% 21.3% 2.0% 8.0%
. Large Region 2,554,588 145% 11.2% 03% 3.0%
Washington . _
ransit Zones , .U% .0 970 .07/0
(Extensive) | Ti tZ 271,738 42.0% 30.6% 0.9% 10.5%

Figure 12: Regional commute mode splits for Baltimore and other selected regions show that residents in Transit Zones use alternate modes of transportation for commute trips in similar
shares to commuters in other regions. System size determined by number of stations in system. (Source: 2000 US Census and CTOD TOD Database)

Not all transit-supportive investments need to be substantial infrastructure
upgrades or new transit lines. Improvements to bicycle and pedestrian
access and safety can have a substantial benefit for transit ridership and
the creation of transit-supportive neighborhoods. While Baltimore
currently has relatively strong transit ridership from people living near
transit, the region lags behind others in rates of bicycling. Bicycle and
pedestrian improvements are often relatively low cost for their benefit and
can contribute greatly to moving neighborhoods and corridors toward the
transit-oriented development end of the spectrum.

Because Baltimore has a medium-sized fixed-guideway" transit network,
the number of places that can be reached from a given station is somewhat
limited. As such land near stations may carry less of a price premium than
would be the case in regions with a more extensive network. In addition, as
a region that has grown even as the population and share of employment
in the central city has fallen, the “pull” of each of these stations has
diminished, further diminishing their market appeal. While weaker
market cities, such as Baltimore, are often able to draw transit ridership
that is disproportionately great, relative to the size of their respective transit
networks, these factors pose substantial barriers to the implementation of
successful TOD in Baltimore. However, these processes also highlight the
potential for change as the region continues to implement the Regional

Rail Plan.

* “Medium-sized” refers to a classification system developed by CTOD based on the number of stations in the system. “Fixed-
guideway” refers to transit systems with fixed rail or dedicated bus lanes, as opposed to “fixed-route” which refers to regularly

scheduled bus routes.

July 2008



Central Maryland Transit-Oriented Development Strategy / Chapter 1. Regional Conditions for Transit and Transit-Oriented Development

2

As a part of the Regional Rail Plan, 43 new miles of rail, including 68
more stations, will be constructed in Central Maryland. As planned, these
stations will be placed in some of the city’s densest neighborhoods, both
in terms of residents and in terms of employment and regional draws.
They will also serve many of the region’s most important suburban jobs
centers. Stations will be in a diverse range of residential neighborhoods,
including some of the region’s wealthiest, those that have experienced
recent revitalization, and those with deep concentrations of poverty. By
better connecting these varied neighborhoods and job centers, the range
and number of people for whom transit will be viewed as a powerful
amenity will be expanded dramatically. Further, as stations are constructed
in areas with a high concentration of residential amenities, transit can serve
as an “amenity extender,” as residents of adjacent station areas are more
intimately connected. As such, market activity can be both concentrated
within station areas and expanded along corridors.

Continued transit investments will expand the opportunities for T0D

The regional benefits of TOD are magnified as the transit network grows,
and the continued investments, in the Red Line, MARC system, and other
aspects of the Regional Rail Plan will add to the network benefits of the
system. Current ridership demand is already increasing for the regional rail
network, and this will likely continue as the region moves toward TOD
and invests in more transit.

This regional ridership is supported by some areas of existing high transit
ridership, especially within Baltimore City. In the core of the light rail
line, over 20 percent of households commute to work by transit, and in
the core of the heavy rail line, that figure jumps to over 30 percent for
some stations. Coupled with walk and bike commute trips, some areas
are already accommodating over 50 percent of their commute trips by
non-auto modes. As more and more areas become accessible through the
transit network, these rates will only climb. Most transit zones outside of
Baltimore City have lower ridership, but there may be opportunities to
build ridership from these areas with land use changes and as the regional
transit network expands, making more destinations accessible.

Successful transit investments are often self-reinforcing and lead to
increased demand. Planning for this success may be able to accelerate
the implementation of the Regional Rail Plan, and may necessitate the
incorporation of additional transit investments, such as a circulator-
type route connecting multiple downtown destinations or an outer
circumferential line identified as a potential long-term investment in the
regional plan. These additional investments may also in turn create new

TOD opportunities.

Recommendation: The Red Line,
with its  east-west connections
is essential in augmenting the
transit network. Improvements to
the MARC system will also help
consolidate the recent ridership
gains  for both existing lines.
The Yellow Line or Green Line
extension will be important next
steps in  building the regional
system, and planning for both
should begin as soon as possible.
In order to support the continued
expansion of downtown housing
and  employment  activity,
a  downtown  circulator  bus
connecting key destinations with
the regional transit routes will open
in late summer 2009. Depending
on demand in the future, this
bus circulator could be upgraded
to a streetcar system, as has been
implemented in other cities around
the country.
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Recommendation: Seck ways
to unify the individual URPs or
create station area plans focused
on stations, similar to the way
plans have been developed for
West Baltimore MARC and State
Center. Remove implementation

barriers by  updating  the
zoning  code and  tailoring
recommendations ~ for  transit
zones.

Recommendation: Use Place
Types as a way to begin a dialogue
with neighborhoods that have or
will have transit stations and
ensure there are adequate tools in
place to take advantage of TOD
opportunities across the place
spectrum.

Planning and Regulatory Needs

Local planning tools lead to fragmented revitalization and dilution of

resources

Revitalization efforts around transit are faced with regulatory hurdles as well
as some of the market issues described above. Transit zones in Baltimore
City are sliced by multiple Urban Renewal Plan (URP) areas, making
implementation difficult. In the 1/4-mile radius around the 27 stations
in Baltimore City in the existing transit system, there are an average of
87.5 acres per station within URPs. (Note: a 1/4-mile radius encompasses
approximately 125 acres of land area). While this can be a powerful tool that
enables the City to bring its full financial and implementation resources to
bear, these 87.5 acres per station are contained in an average of 3.4 separate
URPs that may have been developed in different eras and with different
goals and outcomes. This fragmentation creates problems for the City in
knowing how best to allocate scarce resources and can create confusion in
the development community about what the priorities are for investment
and revitalization.

In addition, the City’s zoning code is outdated and currently undergoing
a rewrite. This rewrite presents the opportunity to update regulations
to encourage transit-supportive densities and mixes of uses, while also
supporting the kind of revitalization that will be necessary to generate
transit-oriented neighborhoods and corridors.

T0D opportunities can be tailored to the qualities of a place

TOD is not a one-size fits all solution, and there are many outcomes that
can form the building blocks of a transit-supportive region. The City of
Baltimore has developed a TOD Typology together with the National Center
for Smart Growth Education and Research at the University of Maryland-
College Park to highlight these different existing place types within
Baltimore City. This report has taken a similar approach to identifying the
“Place Types” appropriate for outlying stations as well.

The TOD Typology has been used to as a way to categorize existing
conditions, but it can also be used to identify the typical opportunities
that may be present in a station area. Tailoring policies, development
regulations, and even infrastructure investments to best take advantage of
these opportunities will support near and long-term TOD opportunities.

Using Place Types can be a useful way to begin engagement with a
community about how to reinforce existing assets and develop in a more
transit-supportive pattern. Place types are not static, and can change over
time to support changing community preferences. This typology provides a
framework for thinking about TOD than a hard and fast rule that dictates
specific outcomes.
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TOD Place Type Existing Use Mix Existing Intensity

Typical TOD Opportunities

Mix of residential, employment,

local-serving retail

Urban Downtown : oty . High Infill mixed-use on surface parking
and regional destination retail lots;
Reuse of historic structures.
Urban Center Mix of residential, employment High Infill housing or mixed-use on vacant
and community-serving retail or underutilized parcels;
New retail/mixed-use centers.
Urban Neighborhood Predominantly residential with Moderate Infill housing or mixed-use on vacant

or underutilized parcels.

Mix of employment and
Suburban Center community-serving retail, with Moderate
some residential

Mixed-use redevelopment of existing
underutilized retail or employment
uses.

Predominantly residential with

. . Low
some local-serving retail

Suburban Neighborhood

Infill housing or retail on previously
undeveloped parcels.

Predominantly residential with
Commuter some local-serving retail and Low
substantial park-and-ride.

Infill housing or mixed-use on park-
and-ride lots.

Infill housing or retail on previously
undeveloped parcels.

Predominantly entertainment
Special Events or employment with some local Low/Moderate
or community-serving retail

Residential or mixed-use
redevelopment of existing
underutilized retail or employment
uses and previously undeveloped
parcels.

Figure 13: Existing regional T0D Place Types based on analysis by Baltimore City and the University of Maryland.

There is underutilized land near transit currently

While the Place Types are based on existing conditions and do not necessarily
signal where there is development opportunity, almost every station in the
system has some capacity for investment and increased economic activity.
While this is a key long-term opportunity, it also creates a challenge in
terms of focusing public resources. A 2002 report by the Baltimore Regional
Partnership found substantial development opportunities from planning
efforts already underway. Surrounding the existing transit system there are
already over 80,000 housing units, with the potential for nearly 10,000
more. In addition, there is the potential for nearly 19,000 jobs to be added
to the existing 220,000 within 1/2-mile of transit stations. The planned
Red Line could add thousands more new units and jobs.

Recommendation: Develop
planning  and  implementation
tools and policies to encourage
development ~ on  available
opportunity  sites. Build from
models that have created successfuul
development projects on these types
of opportunity sites in the past.
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3

'The City of Baltimore has taken a more detailed assessment of development
opportunity and capacity within 1/4-mile of the current transit stations
and planned Red Line stations, showing that there is the capacity for
nearly 3,000 additional units around the Red Line stations within the city.
Realizing these potential development opportunities will depend on having
the right zoning in place and developing other implementation tools, such
as a Land Bank and other tailored strategies for priming the development
market and prioritizing TOD. The Maryland State Department of Planning
has also assessed development opportunity and capacity at stations outside
of Baltimore City. These opportunities show that there will continue to be
development potential near transit in outlying counties as well.

Existing System Red Line Total
Acres [1] Units | Acres[1] Units | Acres[1] Units
Baltimore City 1556 21530] 106  16,874] 1,662 38,405
Baltimore County 1,064 946 51 303] 1,115 1,249
Anne Arundel County 382 1,102 0 0] 382 1,102
Howard County 0 72 0 0 0 72
Total 3,002 23650 157 17,177] 3,159 40,828

[1] Note: Outside of Baltimore City, "Acres" refers to non-housing holding capacity. Within Baltimore City,

"Acres" refers to housing holding capacity.

Figure 14: Holding capacities vary by station and by jurisdiction. Baltimore City has the majority of all development opportunity, but
there will be some significant opportunities in outlying counties as well. (Sources: Baltimore City Department of Planning, Maryland
Department of Planning)

Partnerships and Process

Regional stakeholders are open to creative solutions to open new
opportunities for T0D

In Central Maryland, state and local agencies are developing new approaches
to encouraging TOD and communities are embracing the opportunity
TOD provides to help spur transit-centered community development.
The level of engagement with citizens and interagency cooperation and
collaboration in the region is promising. Regions that have been successful
in developing a transit-supportive region have used these collaborations
to develop new policy tools that address specific needs. Some examples
include:

e In the Twin Cities, Portland, and San Francisco, the
Metropolitan Planning Organization (MPO) has taken a lead
role in providing funding for TOD in the form of grants and
development incentives to local jurisdictions that approve

TOD projects.

* In Massachusetts and New Jersey, the state has taken a lead
role in providing incentives for transit-oriented zoning and
development incentives, much the same way that MDOT
and MDP have in Maryland.

Recommendation: The right
solutions in Central Maryland
will depend on continuing existing
partnerships and developing new
ones to implement TOD at all
scales. The TOD Strategy Steering
Committee, potentially expanded
to include other stakeholders,
should continue to meet, and
public agencies should designate a
TOD Coordinator to work across

departments.
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Recommendation: As TOD
planning and investment gains
momentum, assess the funding and
staffing levels of each stakeholder,
and ensure the capacity of
each stakeholder is sufficient to
implement  transit and TOD
projects in a timely manner.

* IntheTwin Cities and Seattle, community groups, foundations,
and cities have come together around new transit investments
to create catalyst funds to help guide development.

* Inthe Bay Area and New York City, regional transportation and
land use advocacy groups have taken a lead role in developing
coalitions with environmental groups, and equity advocates to
demand more transit funding and guide the vision for regional
growth.

Right now, coordination among stakeholders happens on a project-by-
project basis. The Steering Committee formed for the purposes of this
Regional TOD Strategy has the potential to be a coordinating body that can
continue to think strategically about TOD opportunities and align public,
private, and non-profit resources. Within public sector stakeholders, it may
also be important to designate a TOD Coordinator, empowered to work
across departments to accelerate TOD implementation.

Limited stakeholder capacity may slow implementation

While regional stakeholders have been actively pursuing innovative TOD
implementation, there are realistic limits on their capacity. The current
economic conditions place further constraints on all stakeholders, but
public agencies in particular, and ongoing funding needs to be addressed.
The following list, based on input from stakeholders, provides the current
number of neighborhood planning or development projects each agency
or non-profit entity can support with current staffing and funding
limitations.

Understanding these limitations is important in assessing how fast the shift
toward TOD can happen. If and when stakeholder capacity becomes a
limiting factor on transit and TOD planning and investment, additional
resources may need to supplement current staffing and funding levels.
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¢ Multi-Modal Transportation
Improvements
* Public-Private Partnerships

Stakeholder Role Capacity Typical Duration
. * Convene Transportation
Central Maryla_nd Transportation Stakeholders Regional Ongoing
Alliance * Advocate for Transportation
Improvements;
 Advocate for Policy Reform
. . * Grantmaking for Neighborhood
Baltimore Neighborhood Revitalization, Advocacy, and 3.4 Station Areas 5 years
* Aligning Public and Private
Investment Priorities
Citizens Planning and Housing | ® Technical Assistance and ,
Association Community Benefit Agreements | 2-3 Station Areas 2-3 years
* Organizing and Leadership
Development
MDOT Office of Real Estate * Real Estate Transactions / 6 Development varies
Public-Private Partnerships Projects
MDOT Office of Planning * Station Area Planning 6 Station Areas 2-3 years
* Multi-Modal Transportation
Improvements
Maryland Transit Administration | * Transit Planning and 1-2 Corridors 10 years
Construction
. . » Station Area Planning _ _
Baltimore City « Multi-Modal Transportation 7-8 Station Areas varies
Improvements
* Public-Private Partnerships
e Station Area Planning
Baltimore County 1-3 Station Areas varies

Figure 15: Current capacities and typical responsibilities of various transit and T0D stakeholders.

July 2008




i

Chapter 1: Regional Conditions for Transit and Transit-Oriented Development / Central Maryland Transit-Oriented Development Strategy

Notes

1

Nationally, this estimate predicts a 2030 demand profile where 24 percent of
households will want to live near transit—equal to approximately 15.2 million
households—or an increase of approximately 9 million over 2000 levels. From
Center for Transit-Oriented Development, “Preserving and Promoting Diverse
Transit Oriented Neighborhoods”, September, 2006.

Baltimore Homeownership Preservation Coalition and The Reinvestment
Fund. “Mortgage Foreclosure Filings in Maryland.” February 2008.

Cervero, Robert, et al. TCRP Report 102: Transit-Oriented Development in
the United States: Experiences, Challenges, and Prospects. Washington, DC:
Transportation Research Board, 2004.

See Belzer, Dena. “FTA New Starts Economic Development Criteria (Working
Paper)”. Berkeley, CA: November 2006.

Social Compact. “Baltimore Neighborhood Market DrillDown: Catalyzing
Business Investment in Inner-City Neighborhoods”. October 2008.

Social Compact. “Baltimore Neighborhood Market DrillDown: Catalyzing
Business Investment in Inner-City Neighborhoods”. October 2008.

Baltimore Metropolitan Council. “Transportation Outlook 2035”. November
2007.

Maryland Transit Administration. “MARC Growth & Investment Plan”.
September 2007
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Chapter 2: Priority TOD Investment Locations

While the last chapter was focused on the existing conditions of transit
and TOD in the region and recommendations for addressing the full
range of challenges and opportunities, this chapter outlines an approach
to identifying the critical locations for regional investment in TOD by
outlining a methodology that can be updated and replicated into the future
as conditions evolve. “Investment” in this context is used broadly to refer
to the commitment of resources, both financial and human, on planning
or building development or infrastructure (physical or social). This chapter
identifies investment locations that may be over and above the existing
commitments of regional stakeholders. The priority locations identified
here are not intended to supplant those existing commitments. Rather,
they are intended to provide a common ground for investment decisions
by multiple stakeholders moving forward, as well as a framework for how
to respond to changing conditions over time. This chapter needs to be used
in conjunction with Chapter 3 to identifying the more detailed approach
to the whar and how of investments in individual stations in the region.

Understanding Priority Station Areas

All stakeholders investing in TOD in any one location should also aim
to achieve the long-term goal of fostering high-quality TOD throughout
Central Maryland. As described in the introduction to this report, TOD
can have a range of beneficial outcomes and address a full complement of
goals in creating strong and healthy neighborhoods in the region. However,
the feasibility of high-quality TOD varies among current and future station
areas. This chapter will outline the locations stakeholders should prioritize
among both existing and planned station areas.

In particular, this chapter will address the following key questions:

1) What are the goals for investment in station areas?

2) What are the criteria to consider when identifying priority
station areas for investment?

3) Which station areas should be prioritized for investment?

There are several steps in identifying priority station areas for investments,
beginning with assessing the goals of investment, and continuing with an
assessment of the existing conditions and changes over time.
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Goals for Identifying Priority TOD Locations

Investment in TOD or in neighborhood improvements around a transit
station is generally a positive sign, and should be encouraged through
supportive policies and programs. All TOD investments should also take
a comprehensive view of programs and policies that can help realize the
full range of TOD benefits. These comprehensive strategies will include
investments in human capital, neighborhood services, and business
development, and may well improve an area’s long-term prospects for TOD.
The next chapter of this report outlines a framework for approaching these
types of investments in all locations in the region.

This chapter outlines a methodology for identifying priority TOD locations
that explicitly reflects the potential for a “return” on investments. This
return could come in the form of new private development/investment or
in some modification of the character of private development/investment
that is currently taking place to realize a full range of TOD benefits.

Each stakeholder group involved in TOD brings its own goals and
objectives to investment decisions. Public, private, and non-profit actors
may each weigh certain criteria more heavily than others, and may have
existing commitments and investments to honor. In making investment
decisions, each individual stakeholder or stakeholder group must evaluate
the opportunity using their own criteria.

The introduction of this report outlined two broad goals for fostering long-
term high-quality TOD throughout Central Maryland:

1) Facilitate and generate momentum for market-driven TOD
investment at the regional level

2) Direct the velocity and trajectory of neighborhood change at the
local level.

These two specific goals have a high degree of commonality among
stakeholders and can be used to identify priority locations for TOD
investment by multiple stakeholders. These goals often overlap, but there can
be some divergence, and ensuring that priority investments are advancing
at least one of these goals is critical in realizing the full potential of TOD
investments.

Facilitate and generate momentum for market-driven T0D investment

This goal has broad agreement because stakeholders recognize that unless
there is market momentum for TOD in the region, the limited resources
of public sector and non-profit organizations will not be sufficient to
achieve the scale of investment necessary. To meet this goal, funding and
investment should be targeted toward locations that have the potential to
build momentum for continued development, rather than investments
whose impacts would be limited to a single project.
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Locations that best meet this goal will positively affect the TOD potential
of nearby parcels or of the neighborhood as a whole, and eventually spur
market activity in proximate station areas along the same transit line.
Investments that meet this goal will attract other private investment to
a neighborhood, thus advancing the development of transit-oriented
communities in the near- and long-term.

Locations that meet this goal may not be locations where there is currently
market activity, so funding and investments may need to be targeted to
locations where poorly functioning real estate markets mean TOD might
otherwise falter or happen very slowly.

Direct the velocity and trajectory of neighborhood change.

This goal has broad agreement because stakeholders recognize the potential
connections provided by transit and TOD can be powerful tools to catalyze
positive change in neighborhoods surrounding existing and planned transit
station. While Central Maryland is composed of many healthy, stable
neighborhoods, there are also a great number of areas experiencing rapid
economic and social change. In some areas, this change is coming in the
form of new investment and new households in areas that had previously
been suffering through an extended decline. In others, this change is the
beginning, or a continuation, of disinvestment in the community.

In order to promote healthy, inclusive neighborhoods, investment by
public or non-profit stakeholders with targeted equitable development
outcomes may be most effective in directing neighborhood change.
Investing in mechanisms for lower income residents to stay in their
neighborhoods is important in neighborhoods where incomes and housing
prices area escalating. Similarly, investing in incentives to retain and attract
residents in neighborhoods that may be showing early stages of decline
is a key to stabilizing neighborhoods. This goal is specifically intended to
target existing residential neighborhoods, so areas with small residential
populations may be a lower priority in the short-term. However, in the
long-term, these areas may represent key opportunities for establishing
comprehensive mixed-income transit-oriented communities.

Locations that meet this goal may also not have substantial real estate
development activity, but will be experiencing some sort of market
change, that may come as new residents move into a neighborhood or
as old residents move away. Investment responses may once again run a
full range from capital investment in new construction to human resource
investment in social capital.

Balancing two goals for investment

These two goals are not mutually exclusive. For instance, where there is
the potential for investments to lead to market momentum (Goal 1), there
may also be the need to address issues like gentrification and displacement
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(Goal 2). However, there may also be cases where the goals are at odds with
each other. For instance, some rapidly changing neighborhoods may not offer
the potential to build long-term momentum for TOD. In these cases, where
only one of the goals will be met by investment, the tradeoffs need to be
weighed by multiple stakeholders in choosing to invest.

For all investments, regardless of whether they are addressing these two goals
or other stakeholder priorities, the tools and strategies deployed in a particular
place will need to respond to the local conditions. These are described in
detail in Chapter 3, and can be used to help guide investment in TOD by all
stakeholders at all locations.

Indicators for Identifying Priority Station Areas for
Investment

Each ofthe two goalsinvolvesadifferentset of indicators for consideration when
prioritizing station areas for investment. The indicators under the first goal,
to “facilitate and generate momentum for market-driven TOD investment”
can be broadly categorized as market opportunity. Under the second goal,
when considering which stations areas most in need of intervention “to direct
neighborhood change,” indicators relating to demographic change are most
important. These factors are discussed in greater detail below:

Narket Qpportuniy

In assessing whether there are market opportunities in a given station area
likely to support investment in TOD, there are four key considerations:

*  What is the current condition of the housing market?
*  What is the land opportunity to support new development?

*  What is the station areas relationship to the region’s major
employment (office, entertainment, or retail) centers?

* Is the transit and street infrastructure conducive to creating

walkable TOD?

Real Estate Market Conditions

While not the sole indicator of the potential to generate market momentum,
the current condition of the housing market is an essential variable for
determining the likelihood that a public investment will trigger new
development and investment by the private sector. In neighborhoods where
the housing market is already very strong, investment may not significantly
alter the form of development, and as such may not add to momentum
already underway. Likewise, in neighborhoods with the weakest real estate
markets, development may not be feasible without an unsustainably high
rate of subsidy, such that the potential for catalyzing additional investment
is very low.
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The Baltimore Housing Market Typology created as a part of the 2006
Comprehensive Plan effortidentifies housing market types for neighborhoods
within the city. Under this taxonomy, those areas classified as Stable or
Transitional neighborhoods would be good candidates for TOD investment.
These areas represent the middle of the spectrum of market conditions, and
are neither too weak nor too strong for an investment to generate a significant
market response. As such, those that are categorized as Competitive (very
strong) or Distressed (very weak) may not generate as much of a market
response. Given that this Housing Market Typology is produced by the City
of Baltimore, it is not available for station areas in Anne Arundel, Howard,
and Baltimore Counties. In these cases, a composite of the other indicators,
listed above, can be employed.

Land Opportunity for New Development

The availability of suitable vacant or underutilized parcels near a station plays
a critical role in the potential for the transformation of a neighborhood into
a transit-oriented community. Even a neighborhood that is primed for new
development may not be able to attract private investment if a developer
is required to go through the time-intensive, expensive, and potentially
politically-difficult process of purchasing and assembling small parcels. In
these cases, while public investment may be successful in leveraging a small
number of projects, the potential for fostering additional transit-oriented
development may be limited. Therefore, while rehabilitation of existing
structures and small-scale development may play an important role in an
overall neighborhood strategy, the availability of land for high density, large-
scale development should be considered when prioritizing station areas for

catalyzing TOD.

Relationship to Employment Centers

If the housing market condition is a good indicator of current TOD
investment potential, the relationship to employment centers can be thought
of as an indicator of prospective TOD investment potential. This is because
when transit connects a residential area to a major retail, employment, or
entertainment cluster, these amenities will often influence market activity in
the linked housing market. However, the magnitude of the impact depends
chiefly on two major factors: 1) how closely does transit link the two areas,
and 2) the character of the activity center. In cases where a major activity
center is only a few stops down a transit line, the impact of the connection
on the housing market can be profound. However, the more distant the two
areas are from each other, and the greater the time-savings associated with
driving, relative to transit, the less influence the transit connection will have.
At a certain distance, there may be no market impact at all.

The character of the activity center also plays an important role in this
factor. Dense, walkable, transit-oriented destinations can play a pivotal
role in fostering dense, walkable, transit-oriented origins. Alternatively, if
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the activity center is low-density and has a large amount of parking, the
number of residents who would choose to access it by transit will be greatly
diminished; this, in turn, reduces the market impact. For employment
centers, the type, mix, and growth rate of jobs also plays a key role. Workers
in certain jobs, including those in professional, technical, or financial
services or in insurance, universities, government, or quasi—public agencies,
tend to make use of transit at a much higher rate than those who work other
industries. Areas immediately adjacent to desnse, walkable employment
cluseters are also opportunities. These “Downtown Adjacent” areas have
seen recent investment in TOD both in Central Maryland and across the
country. Areas that are better linked to these transit-oriented activity centers
should be prioritized for investment.

Transit and Street Infrastructure

Transit infrastructure plays an important role in the potential for a location
to spur market interest. When transit stations are integrated into walkable
neighborhoods with interconnected street grids and pedestrian-friendly
streets, they are already serving TOD outcomes, and are be well positioned
to capture further benefits. However, when transit infrastructure is an
imposing barrier to pedestrian activity or where the surrounding streets
do not serve the needs of pedestrians, it can be very difficult to generate
momentum for TOD. Elevated transit stations in the middle of freeway
medians are perhaps the prime example of this latter condition, where
creating any TOD momentum is extremely challenging. This analysis
considered all existing transit lines, as well as the planned Red Line and
could be used to identify locations for station retrofits that might improve
TOD market opportunities.

Because there are other considerations in constructing a transit line, such
as the role in the regional transportation system and engineering and right-
of-way considerations, it is not always possible to build transit systems
to address this factor, but where possible, new investments in Central
Maryland should consider the design of the system as an important factor
in supporting TOD.

Factors for Potential Market Momentum

The following table summarizes the factors, indicators and importance
when considering the potential for generating TOD market momentum.
To get a full perspective of how investments can help spur momentum
for market-driven TOD, these factors need to be taken into consideration
in parallel. High rankings on certain indicators may not signal an overall
high priority for the location. Similarly, low rankings on an indicator can
still result in a priority location for generating market momentum at the
regional level. The composite of all factors looked at analytically, but there
is also some element of qualitative assessment required.
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Example Stations
The following stations provide examples of each priority level for the market
opportunity analysis:

* State Center/Cultural Center (Tier 1): The Housing Market
Condition around the station is primarily Distressed or Competitive,
resulting in a Low ranking. However, the station gets High ratings
for Land Opportunity, Employment Center Proximity given the
near downtown location, and Transit and Pedestrian infrastructure
with below and at-grade stations and relatively connected street
networks.

*  Owings Mills (Tier 2): Because the Housing Market Value Analysis
is not available for areas outside of Baltimore City, it the station
was not evaluated on this criterion. The Land Opportunity is High,
while the existing Suburban Retail employment cluster gives a Mid
priority rating. The freeway transit alignment and limited street
connectivity give a i/Nonei ranking.

*  Martin State Airport (Tier 3): Because the Housing Market Value
Analysis is not available for areas outside of Baltimore City, it the
station was not evaluated on this criterion. The station is ranked
Low in Land Opportunity, Employment Center Proximity, and
Transit Infrastructure, with an at-grade station, but constrained
access due to the location of the station and the proximity to major
roadways.

* Mount Washington (Tier 4): The station area gets Low priority
rating for the Competitive housing market, Low amount of Land
Opportunity, the distance from Employment Centers, and the
constrained pedestrian access from surrounding areas.

Jemagraphic Lhange

A critical component of high-quality transit oriented development is
diversity, not only of land uses, but also of households. Beyond advancing
the goal of maximizing equity, economically diverse neighborhoods tend
to be more stable and may help to support and foster a greater range of
transportation and employment opportunities. While economic diversity
can be achieved through interventions into the full range of neighborhood
types, there is the greatest potential AND the greatest need in neighborhoods
that are currently experiencing demographic change. Investments can be
used to help preserve affordability in neighborhoods where incomes are
increasing while income diversity is decreasing and they can also be used
to stabilize neighborhoods, by attracting new residents into neighborhoods
where incomes and populations are decreasing.

It is often difficult to identify the right quantitative indicators to assess
neighborhood change. There needs to be enough reliability that they can
indicate the true trajectory of change, and yet they need to be meaningful
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enough to allow for thorough analysis. This study has focused on four
primary factors, because each is available in great detail in the decennial

US Census:

*  Median Income,
e Income Diversity
e Family Structure, and

¢ Educational Attainment.

Because the 2000 Census is reaching the end of its useful life, this analysis
has also supplemented the Baltimore DrillDown Analysis by Social
Compact, with data from 2006, to provide as accurate a picture of change
since 2000 as possible. Because the DrillDown data is only available for
Baltimore City, when the 2010 US Census is available, it will provide the
most comprehensive regional analysis of neighborhood change over the
past 10 years. Until then, the DrillDown data is useful in assessing whether
neighborhood trends have continued or reversed since 2000.

With regard to demographic change, station areas can be classified
into one of seven neighborhood types. These include three wherein a
neighborhood is experiencing change that supports market momentum or
requires intervention and four that are stable and may not require short-
term intervention.

Changing Neighborhoods

Gentrifying: In these neighborhoods, there are an increasing
number of residents in higher income and educational attainment
categories as there are fewer residents in lower income and
educational attainment categories. While this is sometimes the
result of existing households increasing their wealth and human
capital over time, this may also be a result of displacement.

* Disinvesting: In these neighborhoods, there are an increasing
number of residents in lower income and education categories as
there are fewer residents in higher income and education categories.
This may be a result of wealthier households moving out and/or
the contraction of one or more major employers of residents.

*  DPolarizing: In these neighborhoods, there are an increasing number
of residents at each end of the income and education spectrum, at
the expense of middle class residents. Residents in neighborhoods
with this profile are especially vulnerable to sudden upward shifts
in housing costs or to rapid disinvestment.

These neighborhood types also include four #har are stable and may not
require short-term intervention. These station areas may be prioritized if
it is likely to meet the goal of leveraging private investment in TOD, but
should not be considered for reasons of demographic change:
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Stable Neighborhoods

e Higher Income: In these neighborhoods, the median income and
educational attainment exceeds the city regional average and has
not been shifting significantly

* Middle Income: In these neighborhoods, the median income and
educational attainment is near the city regional average and has
not been shifting significantly

* Lower Income: In these neighborhoods, the median income and
educational attainment is below the city and/or regional average
and has not shifted significantly

e Stably Mixed-Income: In these neighborhoods, the median
income and educational attainment is not far from the regional
average, but there is a high degree of variability.

In general, station areas that are demographically stable should only be
prioritized if they are highly likely to meet the goal of leveraging private
investment in TOD.

The following table summarizes the factors, indicators and importance
when considering the potential need for intervention in rapidly changing

neighborhoods.

Again, to get a full perspective of where investments can be used to
address rapid neighborhood change, these factors need to be taken into
consideration in parallel. High rankings on certain indicators may not
signal an overall high priority for the location. Similarly, low rankings on
an indicator can still result in a priority location for impacting this goal at
the regional level. The composite of all factors looked at analytically, but
there is some element of qualitative assessment that will be required to get
a full picture of the place.

Using DrillDown Analysis

The Baltimore DrillDown data can provide an additional layer of
information on how neighborhoods have changed sine 2000. Because this
data is only available for Baltimore City, this report uses the DrillDown
analysis to see whether previous trends have continued or been reversed,
as a way to modify the 1990-2000 analysis of neighborhood change. The
DrillDown analysis provides some pieces of information, such as income
levels from Home Mortgage Disclosure Act (HMDA) statements thatare not
available through the US Census, that can provide additional information
in understanding neighborhood change. As Baltimore Neighborhoods
Indicators Alliance updates the DrillDown data for Baltimore City,
this new information can again be used to deepen the understanding of
neighborhood change.
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Example Stations
The following stations provide examples of each priority level for the
market opportunity analysis:

e Fells Point (Tier 1): The station has a Mid rating as a mixed
housing/employment place and for the increasing number
of Non-Family Households from 1990-2000. For all other
indicators the area gets High ratings for rapid change and a
gentrifying character. The DrillDown analysis confirms this
gentrifying trend, and so gets a High rating.

*  Reisterstown Plaza (Tier 2): The station has a Mid rating as
a mixed housing/employment place, and for the increasing
number of Non-Family Households from 1990-2000. It gets
a Low rating for no change in Education levels, but shows
evidence of Disinvestment and a Rapid Decrease in median
income, resulting in a High rating. The DrillDown analysis
shows a reversal of the Disinvestment trend, resulting in a Low
rating, and actually shows some evidence of Gentrification.

* North Linthicum (Tier 3): The station has a Mid rating as
a mixed housing/employment place and for the increasing
number of Non-Family Households from 1990-2000. No
change in Education and an increase in Median Income result
in Low ratings, as does the Stable, but Diverse character of
incomes. Because DrillDown analysis is only available for

Baltimore City, it is not possible to see how the area may have
changed since 2000.

e Bayview MARC (Tier 4): The station is primarily an
employment location, resulting in a Low rating. While there
has been an increase in Non-Family Households, resulting in
a Mid rating, all other indicators have Low ratings, with no
change in Education, an Increase in Median Income, and an
overall Stable (Low Income) neighborhood. The DrillDown
analysis confirms the Stability of the neighborhood.
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Priority Stations Areas for TOD Investment

Assessing the priority of any location requires analysis of both sets of indicators
outlined above. Each station was assigned a relative priority for each goal using
a “Tier” from one (as the highest priority) to four (as the lowest priority). A
summary table showing ratings for each station area in the region is included
as Appendix B". Because of the limited resources of regional stakeholders to
take on new commitments for TOD, the top tier of priority locations—in
addition to ongoing existing commitments for TOD implementation—may
occupy much of the short- to mid-term investment capacity of regional TOD

stakeholders.

For this reason, this study recommends focusing on the locations that received
a Tier 1 rating in one goal and at least a Tier 2 rating in the other to focus
implementation resources. There may be some additional locations with Tier 2
priorities for each goal that are important near-term locations. Locations that
are Tier 1 on one goal and Tier 3 and Tier 4 locations are probably not ideal
locations for investment at the current time. While stations rating a Tier 3 or
below on one goal and Tier 4 on the other should not be consiered priority
locations for TOD investment.

When identifying priority locations for investment, it is useful to think beyond
individual station areas and see where there may be clusters of high priority
locations. In these situations, strategies and investments can be directed to
a larger area, which can both generate momentum and address changes as
appropriate. Within larger investment areas spanning multiple station areas,
though, it may be important to focus in on individual catalyst sites or areas.

Map 6 also illustrates these locations geographically. As can be seen from this
map, many of the priority areas are clustered in and around central Baltimore,
with some additional priorities in outlying areas. There may be investments
made at other stations, and these will still support the overall goal of supporting
and expanding transit-oriented development in the region. For both the
stations listed here and other transit-served locations in the region, decisions
about where to invest are really only the first step in the process. The next steps,
outlined in detail in the next chapter are about what, how, and who. These next
steps are critical to the success of ultimate implementation efforts.

Ongoing use of the analysis

As updated demographic or real estate information is available, this analysis
can be applied again to arrive at updated priorities. In addition, the recent
dramatic changes in the real estate and housing markets have made traditional
data sources difficult to analyze for a long-term view. The analysis in this
chapter should be reevaluated regularly as real estate and housing market
conditions continue to evolve. Additionally, as new transit lines are planned and

* In Appendix B, green highlighting generally indicates higher priorities, red
highlighting generally indicates lower priorities. The shading of each also
indicates the level of priority. The summary field on the right side of each set
of indicators identifies the iTieri for each.
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implemented, the proposed stations can be analyzed using this framework.
The proposed Yellow Line that would connect to both downtown Towson
and Columbia Town Center would greatly improve the transit connections
to regional employment centers, and might radically shift how stations are
positioned relative to these centers, and thus where investments can be
made to spur market momentum for TOD.

This analysis is not intended to articulate the only places where investment
is needed in the region, but rather where investments can best support the
two goals of spurring market-driven momentum for TOD and addressing
rapid neighborhood change. Increased investment in TOD region-wide
is important, and there may well be some important stations and existing
commitments not listed here. Existing commitments are important, but,
in an era of scarce public and private resources, getting the most out of
each investment is more and more critical.

As stated above, the highest priorities for investment are those that meet
both goals. In areas that only meet one, or in which the goals for investment
may conflict, investment priorities will depend on the particular mission
of stakeholders. Therefore, while this chapter has outlined an assessment
of priority station areas based on the analysis of Market Dynamics and of
Demographic Change, it is not intended as a final list of where investment
will happen. The priority locations identified here do help form the basis
for the recommendations in the Action Plan in Chapter 4.
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Direct Trajectory of Neighborhood Change
Tier 1 Tier 2 Tier 3 Tier 4
+ U of B/Mount Royal
+ Centre Street
+ Lexington Market
+ University Center
— + Pratt Street/ Convention I\P/I?:%poer:n?:kagoa d
k) N.A. Center/ Howard Street * NA.
= Charles Center Metro
+ State Center/Cultural Canton Crossin
Center 9
+ Shot Tower/Market
Place/Gov't Center
+ Harlem Park/Poppleton
Woodberry
Camden Yards N
a Warren Road
O Westport + North Avenue
= , . . Ferndale
= Mondawmin Metro + Owings Mills .
o . Cromwell/Glen Burnie
= Penn North Metro + Reisterstown Plaza Unton Metro
(&) o Allendale + Rogers Avenue O?jenton © NA
E ,G:’ West Baltimore MARC + Johns Hopkins Medical CMS o
S Edmondson Village Center Securitv Square Mall
,2_ Inner Harbor East ¢ Penn Station . y>q .
S ; Social Security
e Fells Point * Rosemont s
= Canton Administration
=2 ; Bayview Campus
S Highlandtown
é Gilroy Road
. Timonium
QN; COIQ Spnng.Lane Timonium Business Park
= + Baltimore Highlands .
< . o Lutherville
TS| o Hamburg Street + BWI Business District .
Of 5 Patapsco . 0ld Court Nursery Road + St. Denis
= . . North Linthicum + Bayview MARC
[-70 East + Milford Mill BWI Amirak
: \é\g C;(\)All(ci)osdprmg Martin State Airport
9 Halethorpe
Dorsey
< + Falls Road
Cherry Hill ¢ NA. N.A. + Mount Washington
= « BWI Airport

[ ] = Critical TOD Priority Stations
|:| = Regionally important TOD Stations

Figure 13: Regional TOD Priority Locations

|:| |:| = Non-Priority TOD locations
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Chapter 3: Station Area Framework for
Planning and Investment

This chapter provides a methodology for understanding how to approach
planning and investment in any location, given real estate, development
market, and demographic data. This chapter also provides an assessment
of the types of station areas and TOD strategies that will be important
for each stakeholder group. The goal in developing this methodology
was to create a framework that would help map out key planning and
investment tools and strategies for the Priority TOD Locations or
any other location throughout the region. Because each station and
community is different, the methodology needs to account for real estate
development opportunities, market activity, neighborhood demographics,
and community development needs. This methodology builds off of the
Priority TOD Location methodology, but the analysis tends to be more of
static data, rather than neighborhood trends. The methodology is outlined
in five steps:

e What is the TOD opportunity?

e Who lives in the neighborhood?

e  What are the approaches to TOD?

e What tools can be deployed to support the TOD Approach?

e Where are stakeholder resources needed?
Applying these steps to any station area can yield a clear initial vision of
how to accomplish TOD goals, and which stakeholders need to invest in
an individual neighborhood. All of these tools and strategies need to be
deployed through engagement with the local residents and businesses.
The physical outcomes and implementation priorities of TOD may differ
among stations, but this methodology will provide regional stakeholders
with a clear path toward implementing high-quality TOD throughout the

region.

What is the TOD Opportunity?

The TOD Opportunity is an assessment of the potential to see transit-
oriented development within 1/2-mile of a given station. There are two key
sets of indicators to assess the opportunities:

* Land Opportunity: is there land available for development in the
form of vacant, underutilized, or publicly held properties?

*  Market Activity: is there already market activity in the form of
construction permits for development activity, rising sales or rental
prices, or high volumes of transactions?

These indicators exist on a continuum from low to high, and the level
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Analysis Indicator Importance
Land Underutilized Commercial and | ¢  If the underlying land is worth more than the
Opportunity Industrial Land (Parcels with built improvements, there is more likely to be
Improvement-to-Land-Value redevelopment pressure to more intensive

ratio less than 1)

use. However, industrial land may have other
productive value in addition to improvement value.

Land Holding Capacity * Some areas have vacant or abandoned land
Opportunity available for development.
Land Non-Programmed Public * Public land that is not already programmed for
Opportunity Lands other uses (schools, parks, fire houses, police
stations, etc.) may be developable through public
disposition.
Market Activity Permit Activity * Recent permit activity can determine if there is

some underlying market interest.

Market Activity | Residential and Commercial | * Anincrease in sales volumes and/or prices

Sales

indicates an increase in market interest.

Market Activity | Neighborhood Median Income | ¢ Higher income areas tend to have stronger

(Change over time, if possible) markets for new development because residents

or shoppers are able to pay premiums for new
construction.

Figure 20: T0D Opportunity indicators.

of activity and development opportunity can change over time. The four
quadrants of low and high on each scale provide a framework for thinking

about di

fferent types of TOD opportunities:

Short Term Development opportunities have both available
land and recent market activityy TOD opportunities into
the future can build off of both of these conditions and take
advantage of new construction to meet TOD goals.

Long-Term Development opportunities have land available,
but not yet market activity. TOD opportunities will also build
off the available land through new construction, but there may
need to be investments that serve to catalyze the real estate
market.

Emerging Markets have limited land available for new
development, but market activity has been high. TOD
opportunities may come primarily through targeted
development investments or community development and
multi-modal transportation improvements. Because of the
limited land availability in these locations, affordability
strategies will need to focus on preservation.
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5%

e Static Markets have both limited land availability and limited
recent market activity. TOD opportunities are limited, and
may need to focus on community development and muldi-
modal transportation improvements to support TOD.

HIGH
CAPACITY
LONG-TERM SHORT-TERM
ﬁ DEVELOPMENT DEVELOPMENT
=
——
o w
O w
O o’
a O
owm
O
<ZE STATIC EMERGING
— MARKET MARKET
LOW
CAPACITY
LOW HIGH
ACTIVITY MARKET ACTIVITY

SCREEN

Figure 21: T0D Opportunity Matrix

Bringing together data from a number of existing sources, these indicators
can be used to place stations in this framework. This does not tell us what the
long-term future for any one place will be, but does give a sense for where
and how to target planning and implementation resources and the priorities
for different stakeholders. The analysis to initially place stations within this
framework was conducted through this study and in collaboration with
Baltimore City, Baltimore County, and Maryland State Department of
Transportation staff. The data used to place the planned Red Line stations
in this framework is included as Appendix C.
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HIGH
CAPACITY

LAND OPPORTUNITY
SCREEN

LOW
CAPACITY

WESTPORT ABERDEEN HOPKINS
W BALTIMORE HOSPITAL  pENN STATION
CHERRY HILL  MARC OWINGS MILLS STATE CENTER
LONG-TERM SHORT-TERM
DEVELOPMENT DEVELOPMENT
MARTIN STATE ~ ROGERS REISTERSTOWN
AIRPORT AVE PLAZA
ODENTON INNER HARBOR
WHITE MARSH EAST

HUNT TOWSON
VALLEY
EDMONDSON
VILLAGE
EMERGING

MARKET

WOODBERRY
FELLS POINT

BWI
STATION

STATIC
MARKET

COLDSPRING
LANE

CMS
[-70 EAST

BAYVIEW
CAMPUS

LOW
ACTIVITY

HIGH

MARKET ACTIVITY

SCREEN

Figure 22: T0D Opportunity matrix with representative existing and planned station areas from Central Maryland.

Who Lives in the Neighborhood?

As noted in Chapter 1, TOD in Central Maryland will require planning
and investment beyond phyiscal development. The third set of indicators
has to do with who is currently living in the neighborhood, and what this
means in terms of investment strategies and the appropriate tools. In this
case, a different set of indicators is needed that can help identify what
some of the key needs and challenges will be moving forward with TOD
implementation.
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5

Analysis Indicator

Importance

Neighborhood | Neighborhood Median Income | ¢ Household income in a neighborhood can
identify potentially vulnerable populations or
concentrations of poverty.

Neighborhood Income Diversity * Income diversity is a measure of the relative
spread of incomes in a neighborhood. High
diversity indicates a high spread of income. Low
diversity can indicate concentrations of either
wealth or poverty. High diversity areas are the
most vulnerable to neighborhood changes.

Neighborhood Market Value Analysis * MVAindicates the relative strength of the
housing market and can indicate areas of
disinvestment or stable housing.

Neighborhood Jobs/Housing Balance * High ratios of jobs to housing indicate centers of
employment activity.

Figure 23: T0D Neighborhood type indicators.

These indicators again exist along a continuum that can be broken down into

four basic neighborhood types that is flexible and can change over time:

Employment Centers have few existing residents and a large
portion of the existing land area devoted to employment uses
(either retail or office). TOD strategies will need to engage with
business groups and large employers, which usually have a high
capacity to engage in land use and transportation planning.
Employment Centers may offer good regional opportunities to
introduce a mix of incomes through new construction of mixed-
income housing.

Stable Neighborhoods are usually characterized by high incomes
and stronger housing markets. These neighborhoods tend to
have highly engaged residents and well-organized community
groups or neighborhood associations that have a high capacity
to engage in land use and transportation planning. Planning
for affordability and mixed-income communities may not be a
priority for the existing community, but Stable Neighborhoods
may offer good regional opportunities to introduce a mix of
incomes through a mix of preservation and new construction,
even if this may not be a priorirty for existing neighborhood
residents.

Vulnerable Neighborhoods are characterized by moderate-
incomes, but often with some high- and low-incomes as well.
These neighborhoods tend to have a high risk of displacement
of existing residents, and maintaining the mix of incomes and
addressing affordability concerns may be a priority in planning
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efforts. These neighborhoods may have existing capacity to
engage in land use and transportation planning, but may
require some investment in capacity-building as well.

* Challenged Neighborhoods are characterized by a
concentration of low-income residents and disinvestment
within the neighborhood. These neighborhoods are often
characterized by a lack of capacity to engage in land use and
transportation planning, and both organization and capacity-
building will be important components of a TOD strategy.
Housing quality and affordability are often priority issues in
these neighborhoods and there may be a need to address these
issues both through new construction and preservation of
existing housing.

These categories do not identify the long-term TOD vision for any
particular place—what is an Employment Center today may become
a mixed-use neighborhood in the future—but do relate to the approach
to implementation that would be deployed in any particular place. The
neighborhood types and the TOD Opportunity types can be used to identify
the appropriate approaches and tools that can be deployed in any location.

The tools for Employment Centers and Stable Neighborhoods tend to
be consistent, and aimed more at approaches that build off of the market
strength of these neighborhood types and react to opportunities that may be
initiated by the private sector. The approaches for Vulnerable Neighborhoods
and Challenged Neighborhoods, on the other hand, are characterized more
by proactive investments, tools aimed at catalyzing the market, and building
community capacity.

What are the Approaches to T0D?

There is commonality among the TOD Approaches, but there are also some
key differences. Some will be more targeted to investment in new TOD
construction. Others will be targeted to investment in preservation and
community development outcomes. Some will rate equitable TOD as a top
priority and reason for engagement, while others will be able to leverage
equitable outcomes from TOD, while accomplishing other priorities.

The following is a snapshot of each TOD Approach:

* Proactive Equitable Development will focus on near term
development opportunities, while engaging with existing
communities around issues of neighborhood change, mixed-
income development, and how the benefits of TOD can be
equitably shared. To achieve these equitable outcomes, there
may be substantial commitment of public resources. These
locations do not require comprehensive planning efforts, but
may require targeted planning for TOD opportunities or
disposition of resources like public lands.
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Figure 24: TOD Approach Matrix

* Facilitated Development will focus on near term development
opportunities that are already driven by the private market.
TOD in these areas will likely be influenced less through public
investments, butzoning and inclusionary housing requirements
can shape the community outcomes of private investments. In
employment areas, economic development incentives can be
targeted to strengthen existing businesses. These locations do
not require comprehensive planning efforts, but may require
targeted planning for TOD opportunities.

* A Market Catalyst approach will focus on long-term
development opportunities while proactively seeking to
jumpstart the market for TOD. Housing trusts and land banks
can build long-term investment and equitable outcomes.
Investments in community capacity and organizing to prepare
for deeper and more engaged station area planning will likely
be necessary.

* Proactive Infrastructure Investment will focus on the multi-
modal and public infrastructure investments needed to unlock
market opportunities. These investments may be necessary to
intensify existing employment concentrations and add a mix
of housing. Streetscape improvements may also be necessary
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to build pedestrian and bicycle traffic in stable residential areas
and support additional TOD investment. Long-range planning
in collaboration with local residents and businesses will be
important in supporting these infrastructure investments.

* Proactive Mixed-Income will target affordable housing
preservation through long-term strategies including land banks
and land trusts. Because there will be limited opportunities
for new construction, these strategies will target investment in
existing structures and in strengthening neighborhoods through
community development and multi-modal transportation
investments. Long-range planning and engagement focused
on multi-modal transportation improvements and community
development needs will ensure that tools and investments
support equitable TOD outcomes for all members of the
community.

* Neighborhood Reinforcement will utilize the market strength
and lack of development opportunities in these station areas
to produce targeted improvements in affordability. In these
areas, targeted infrastructure and community investments
can be used to leverage the preservation of a mix of incomes.
Planning efforts will likely be targeted toward short-term and
strategic site outcomes, rather than long-term land use and
transportation visions.

* Quality of Life Improvement will address community
development and investment needs when there is a lack of
development opportunities or market activity and where there
are vulnerable communities. Investments in schools, parks, and
other neighborhood facilities can help support market activity,
while also improving the quality of life for existing residents.
Strategic neighborhood transportation and community
amenity planning can help realize TOD benefits.

*  Monitorand Respond will be more passive approaches to TOD
where there is a lack of development opportunity or market
activity, and where there are predominantly employment uses
or stable communities. These locations have little potential or
demand for TOD outcomes. However, if there is some private
investment in these locations, there may be the need to provide
some public planning or implementation support. This support
should be weighed alongside other regional TOD needs.

Using this framework, we can identify an appropriate TOD Approach for
existing and planned stations as a starting point for approaching TOD
planning in individual locations. The analysis to initially place stations within
this framework was conducted through this study and in collaboration with
Baltimore City, Baltimore County, and Maryland State Department of
Transportation staff. The data used to place the planned Red Line stations
in this framework is included as Appendix C.
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Figure 25: T0D Approach matrix with representative existing and planned station areas from Central aryland.

What Tools Can Be Deployed For Each TOD Approach?

These broad approaches need to be implemented through policy and
investment tools. The following table outlines the TOD Strategies and
some of the planning and development tools that can be deployed with
each. Some tools currently exist, and some may need to be implemented at

the state or local level. The key policy changes are also outlined in Chapter
4.
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Where Are Sakeholder Resources Needed?

Inaneraoflimited resources, making investmentdecisions necessitatesacomprehensive
approach. Given the multiple stakeholders engaged in transit-oriented development,
communication and coordination across stakeholders is especially important. Primary
stakeholders in TOD planning and implementation include:

*  Public Sector Planning Resources responsible for short- and long-term
land use and transportation planning at the city, county, or state level;

*  Public Sector Capital Resources responsible for capital improvements,
including street construction, housing and mixed-use development,
site assembly, and infrastructure investment in transit and other public
services at the city, county, or state level;

* Philanthropic Investment through grants and Program Related
Investments;

* Private Sector Investment through real estate development projects
and/or investment in upgrading existing structures;

e Community Associations through participation in planning processes
and community improvements; and

e Community Organizing and Advocacy through outreach and
engagement with residents, coalition-building, and political action
around development or transportation investments.

The relative resource intensity for each of the primary stakeholder groups engaged
in TOD planning and implementation will vary based on the TOD Approach in
a particular location. The following table outlines resource demands from each
stakeholder for each TOD Approach. Dark grey boxes indicate a high level of staff and
financial resources needed for implementation, light grey boxes indicate a moderate
level of resources, and white boxes indicate a low level of resources needed.

The table also identifies priority TOD Approaches for each stakeholder, outlined as
follows:

*  Public Sector Planning Resources prioritize those areas with short- or
long-term development opportunities;

*  Public Sector Capital Resources likewise prioritize those areas with
short-or long-term development opportunities;

* Philanthropic Investments prioritize those areas with vulnerable and
challenged communities;

* Private Sector Investments prioritize areas with existing market
activity;

* Community Associations prioritize areas with short-term development
opportunities and areas with a need for careful managment and quality
of life improvements; and

¢ Community Organizing and Advocacy prioritize areas where there will
be an opportunity to influence short-term projects or inject additional
equitable considerations into long-term development opportunities or
emerging markets.
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The levels of resource intensity for each TOD Approach do not always
correspond with the priority of various stakeholder groups, but it is also
instructive to see where there is overlap of stakeholder priorities, and where
there is not. Proactive Equitable Development has a high alignment of
stakeholder priorities, but some variation in resource intensity. Development
Facilitation similarly has high priority among most stakeholders, but does
not require substantial investments of resources from public sector planning
stakeholders or community advocates. Monitor & Respond has an across-
the-board low resource intensity that fits with the potential for beneficial
outcomes of investment in these areas.

This assessment also identifies TOD Approaches where some stakeholders
will need to be out in front of others in making investments. For example,
A Marker Catalyst approach has a broad alignment of investment priorities,
whereas Market Priming will be stronger priorities for the public sector
than for other stakeholders. Some stakeholders may have the resources to
invest across all TOD Approaches, whereas others will need to focus their
resources on just a few.
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Chapter 4: TOD Strategic Action Plan

The previous chapters have outlined a number of recommendations and
methodologies for advancing TOD in Central Maryland. The TOD
Strategic Action Plan synthesizes the analysis and recommendations to
guide TOD implementation in Central Maryland. Chapter 1 focused on
the existing conditions and overall challenges and opportunities facing
Central Maryland as a whole. Chapter 2 incorporated the general concepts
of Chapter 1 into a methodology for identifying priority station areas.
Chapter 3 laid out an approach to TOD investment, tools, and resource
needs to implement TOD at any location within Central Maryland.

The TOD Strategic Action Plan provides a clear set of next steps and
actions, including:

* Five broad TOD Strategies including both existing and new
planning and investment initiatives;

*  Ciriteria for investment in existing or new TOD initiatives that
have some commonality among the various stakeholders;

*  Key regional policy reforms, infrastructure investments, planning/
development activities; and

* Time frame with steps beyond near-term implementation and

both lead and support stakeholders.

Five Strategies for TOD Implementation

This Action Plan has five major strategies to achieve TOD goals:

* Complete existing projects to demonstrate high-quality
transit-centered communities in the region.

* Make new investments in key regional locations for TOD
to build momentum for market-driven TOD and address
neighborhood change, while demonstrating a cross-sector,
multi-disciplinary approach to TOD implementation.

*  Modify local, regional, and state policies to support TOD as
the standard development practice.

*  Construct transit and multi-modal transportation systems to
build the market and expand the geographic reach of transit
and TOD.

*  Foster cross-sector partnerships and build local capacity for
TOD implementation among all stakeholders.
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Criteria for TOD Investment

Despite all of the analysis in this report, there are still hard decisions to
be made about where resources should be allocated. Each stakeholder is
operating under its individual set of criteria, and will have to make its
own allocation of scarce resources. In order to facilitate these decisions,
this report has outlined a series of recommendations on regional needs and
opportunities, priority locations, and TOD implementation approaches.
The following list of criteria is a basic list of where there is commonality
among the stakeholders involved in TOD that can be used to identify the

individual actions and investments for TOD implementation.

Investment
Criteria Key Question(s) TOD Strategy Considerations
Existing Are existing investments or New investments—in the form of capital
Investments commitments in place? improvements (street, school, or park
upgrades) or financing commitments (TIF
districts or private/philanthropic investments)—
that build off of existing commitments can bring
about long-term neighborhood improvements
Economic Does this investment add jobs to the Funding could be used to target commercial
Development economy or build the tax base of the development and job creation in existing or
Outcomes City/County? planned transit zones.
Triple Bottom Does this investment have equitable Investments of some stakeholders may be

Line Outcomes

and environmental benefits in
addition to economic ones?

focused on equitable development target
areas.

Neighborhood
Institution
Capacity

Are there community institutions that
can lead community processes or
development activities?

Where this does not exist, there may need
to be preparatory investments in community
capacity building through CDCs, faith-based
organizations, and other neighborhood
institutions.

Anchor Institution

Are there existing anchor institutions

In places without private market interest,

Capacity (universities, hospitals, or other anchor institutional partnerships can advance
large-scale institutional uses) implementation efforts.
that can assist in planning or
development activities?
Target Is there a specific population that Neighborhoods that have seen negative
Population should be targeted for support or impacts of past urban freeway construction,
investment based on the impact of environmental justice, or redlining can be
past investments? targeted for current equitable development
investments.
Strategic Based on the regional and corridor Investments targeted to overcoming barriers
Regional analysis, where is the best place identified in the regional and corridor-level
Location to focus resources given transit analysis can have wider impact than the

investments and the potential to
catalyze TOD?

individual station area and can feed into overall
momentum for TOD.

Figure 28: Criteria for TOD investment and considerations for TOD strategies.
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T0D Strategy Implementation Actions

The following is a detailed overview of the specific investments that can
best advance TOD in Central Maryland.

Strategy 1: Complete existing projects to demonstrate high-quality transit-

centered communities in the region

There are already a multitude of existing and future TOD projects planned
throughout Central Maryland. These projects should be completed in
keeping with the core TOD principles (as outlined in the introduction)
in order to demonstrate the feasibility and quality of TOD in the region.
Specific actions to be completed include:

* Implement State Center TOD Plan. The State Center
project envisions a mixed-use center to replace the existing
state office complex with 1,400 new housing units
(including 400 affordable and workforce units), new retail, a
supermarket, and private office space. The proposed developer
agreement also includes a $500 million MBE opportunity.
This project has the potential to be a model for how diverse
nearby communities can participate in TOD planning and
implementation. McCormack Baron Salazar, Preston Street
Partners and Linden Associates are partnering with the State
to implement the plan.

* Complete the Metro Centre at Owings Mills. The Owings
Mills project envisions a mixed-use center that will improve
connectivity between the mall, residents, and the transitstation.
Legal and market challenges have slowed the implementation

schedule.

* Complete the Uplands Housing Redevelopment and
Edmondson Village Shopping Center Transformation.
Baltimore Housing, Uplands Visionaries, LLC, and
Southwest LLC are leading the redevelopment of this former
distressed public housing project as a mixed-income housing
development near the future Edmondson Village Red Line
Station. The design of the project should take advantage of
this future transit amenity. The Edmondson Village Shopping
Center has the potential to be transformed into a vibrant
community-serving retail hub through investment from the
City and the private sector.

* Finish implementation of EBDI project. The East Baltimore
Development, Inc. project is an 80-acre redevelopment site
located on the east side of Baltimore city just north of Johns
Hopkins Medical Center and the Green Line Metro stop of
the same name. Through partnerships between Baltimore
City, the private sector, and philanthropic partners, the project
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will create a mixed-income community through rehabilitation,
new construction and open space.

* Complete implementation of Inner Harbor East Master
Plan. The Inner Harbor East Master Plan is well on the way
to completion. The wide sidewalks, storefront retail and
restaurants will make the area an attractive destination for
entertainment and shopping trips. The type of transit trips
generated by this type of development make access to other
stops along the Red Line and elsewhere in the transit network
more attractive. The concentration of residential and office
spaces will also generate commuting transit trips and build
future ridership. It is important to complete the investment in
this neighborhood and prepare for the Red Line investment.

* Implement Westport Plan and Community Visioning for
Larger Station Area. The Westport project will add retail and
residential uses to a large waterfront brownfield site adjacent
to the Westport Blue Line station. The project will transform
a formerly abandoned site into a mixed-use center. Westport
has also been designated a BRAC zone which could support
further investment in the area. A proactive process to involve
the community of Westport will be important to maximize the
benefits of public and private investment in the area.

* Implement Charles North Vision Plan. The Charles North
Vision Plan envisions new investment in a mixed-use, mixed-
income entertainment district north of Penn Station. The
transformative plans to build off of the existing arts uses
could increase the benefits of access to this neighborhood via
transit. It is important to implement pedestrian improvements
to improve the connections between Penn Station and the
existing and planned residences and businesses nearby.

* Implement West Baltimore MARC Plan. The West Baltimore
community in partnership with Baltimore City and MDOT
developed a plan to transform the West Baltimore MARC
station area into a mixed-use and mixed income transit
centered community. The plan relied on extensive outreach
and organizing by community-based groups and citywide
partners and has clear, implementation steps that can happen
over the long term.

Strategy 2: Develop new corridor-level initiatives in key regional locations for
T0D

Key stakeholders in all sectors should focus time and investments on new
projects that demonstrate cross-sector approaches to TOD implementation
that expand beyond the individual site or neighborhood to demonstrate
innovative approaches at the corridor-level that will promote a new vision of
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mixed income neighborhoods, transit-oriented activity centers, and more
connected regional employment centers. Actions that can accomplish this
vision are:

* Complete planning for the Howard Street / Blue Line
Corridor Development and Streetscape. MDOT has
initiated  planning for comprehensive transportation
improvements to the Howard Street corridor. The plan will
likely modify the existing light rail configuration on the street
and improve the connectivity of the existing Blue Line and
new Red Line. The planning and implementation process
should utilize a Proactive Equitable Development approach
to identify potential opportunities for new development and
rehabilitation of existing structures.

* Formulate a Red Line East Mixed-Income TOD Strategy.
The neighborhoods along the Red Line corridor between
the Inner Harbor East and Highlandtown stations have
experienced recent neighborhood change and are continuing
to see investment and rising incomes. Historically, these
neighborhoods have been the home to a range of incomes,
household types, and neighborhood-serving businesses, and
these community assets should be maintained into the future.
However, without proactive planning, the desirability of the
neighborhoods and location with respect to the regional
transit network threatens to price current residents out of
the housing market. Because these neighborhoods are largely
built out, a Mixed-Income TOD Strategy will need to follow
a Neighborhood Reinforcement approach.

* Engage in a Red Line / Security Boulevard TOD
Opportunity Study. The west end of the Red Line in
Baltimore County, between the planned I-70 and CMS
stations could be transformed into a transit-oriented center
through proactive planning and engagement with existing
businesses and residents. The Security Boulevard corridor is
currently primarily a commercial corridor and employment
cluster with a mix of retail, office, and light-industrial uses. A
comprehensive planning effort and deployment of a Marker
Priming approach has the potential to produce a vital
destination at the west end of the Red Line.

* Develop a Vacant Property Strategy for the Red Line West /
Edmondson Avenue corridor. The largeamountofvacantand
city-owned properties along the Red Line West / Edmondson
Avenue corridor between the Harlem Park/Poppleton and the
Edmondson Village stations is a barrier to reinvestment in the
area. A proactive reform of Baltimore City’s land acquisition
and disposition process through a Land Bank Authority or
other tool can turn this land into a resource that can fuel
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revitalization efforts through the utilization of Market Catalyst
and Proactive Mixed-Income approaches. Completing the Red
Line will be a critical component of this strategy to catalyze the
market for TOD in the corridor.

* Initiate a Green Line / Reisterstown Road Corridor TOD
Strategy. The Green Line between Penn North Metro and
Reisterstown Plaza stations is a priority area for addressing the
trajectory of neighborhood change, and has priority regional
locations for TOD as well. However, the configuration of the
elevated heavy rail corridor along the busy Wabash roadway
and freight rail corridor makes transit-oriented communities
centered on the Green Line stations difficult. The existing transit
park-and-ride lots, inhospitable pedestrian access conditions
from surrounding areas, and the existing maintenance facility
near the Rogers Avenue station may also create barriers
to TOD implementation. A transportation and land use
planning effort in this corridor should start with a focus on the
Reisterstown Road corridor and should use a Marker Catalyst
approach to focus on creating walkable neighborhoods,
while also identifying Green Line station upgrades, improved
pedestrian access, streetscape improvements, and development
opportunities. Early engagement and organizing of residents
and businesses will be important to generate momentum for

TOD in the corridor.

Strategy 3: Modify local, regional, and state policies to support T0D

Local, regional and state stakeholders should focus efforts on improving and
then deploying the planning and regulatory tools listed below. These tools
provide investment funds that can be allocated towards TOD projects.

* Target State Economic and Community Development
Incentives. Economic Development Incentives can be created
and used to target commercial development and job creation
in existing or planned transit zones. In Central Maryland,
this is important to reinforce existing regional job centers
and connect them via transit. The Maryland Department of
Housing and Community Development’s Community Legacy
program or Maryland Department of Economic Development
incentive programs are examples of programs to target.

* Modify State/Local TIF District Formation to Support
Equitable TOD. Historically, Tax Increment Financing
districts have been formed for purposes of alleviating blight
or stimulating economic development. Pennsylvania’s Transit
Revitalization Investment Districts (TRID) program can be a
model for a state-level definition of value capture districts to
support infrastructure and development projects that support
transit and equitable TOD.
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* Renew and Adequately Fund State Historic Tax Credit. The
historic tax credits program has been important to support
investment in TOD and historic preservation projects. This
program and others that support reinvestment in existing
communities are essential for implementing TOD on a broad
scale.

* Implement Land Banking Strategy to Streamline and
Reform Land Acquisition and Disposition in Baltimore
City. There is a large inventory of vacant and city owned
properties near the existing and proposed station areas. A
proactive Land Bank Authority or other vacant property
strategy can turn this land into a resource that can fuel
revitalization efforts.

* Develop Incentives for High-Quality, Green Design of
Transit-Centered Communities. While there are long-term
benefits, there can be higher up front costs to high-quality
design and materials and green design. Establishing state
or regional incentives for meeting standards such as those
established by the LEED rating systems administered by the
US Green Building Council can make these additional initial
costs feasible. Arlington, Virginia and Portland, Oregon have
incentive programs that encourage green, high-quality TOD
design.

* Develop Regional Revenue and Financing Mechanisms to
Accelerate the Implementation of the Regional Rail Plan.
The uncertainty and slow pace of financing for transit upgrades
hampers the market for TOD. Regional transit financing
tools, such as the FasTracks program in Denver, can accelerate
the implementation of transit and TOD and build market
momentum. These initiatives often face substantial political
barriers, so a coordinated and effective regional outreach and
messaging campaign is essential.

Strategy 4: Construct transit and multi-modal transportation systems to
support TOD

Use federal money and other funding sources to implement the regional
transit plan by continuing efforts toward building the Red Line and
planning for other lines in concert with making existing transit stations
more accessible. Specific projects to focus on are:

* Complete Red Line. The completion of the Red Line is
imperative to further the implementation of the overall

Regional Rail system and connectivity of transit in Central
Maryland.

* Focus transportation capital funding on priority station
locations. Multi-modal improvements that improve access to

July 2008



Chapter 4: T0D Strategic Action Plan / Central Maryland Transit-Oriented Development Strategy

and from transit stations are essential to supporting transit and
TOD in Central Maryland. Targeting local Capital Improvement
Programs (CIPs) and state Transportation Enhancement Program
funds to make improvements to streets around transit stations
using Crime Prevention Through Environmental Design
(CPTED) principles will also signal the importance of these areas
from a development perspective. The recent capital improvements
to North Charles Street between Mount Vernon Square and Penn
Station are an example of how these improvements can be targeted
to transit zones.

Initiate Yellow Line Corridor Transit and TOD Planning.
As the Red Line is being implemented, planning for additional
transit should continue. The potential Yellow Line connection
from Towson to downtown Baltimore will improve regional
connections to employment destinations and build the market for
TOD region-wide. Transit can also help fuel the future growth of
downtown Towson, by providing workers with alternative travel
options and easing traffic challenges. For these reasons, planning
and implementation of the Yellow Line is the next critical piece in
implementing the Regional Rail plan to support TOD in Central
Maryland.

Implement MARC Growth & Investment Plan. The
implmentation of the plan is an important step in building out
the Regional Rail Plan transit network. The new stations and
connections with the Red, Yellow and Green transit lines will
further the implementation of the overall Regional Rail system.
The double tracking and rolling stock upgrades will improve

regional connections to employment clusters at Aberdeen Proving
Ground, BWI, Ft. Meade, and Washington, D.C.

Develop regional capital funding streams for multi-modal
access improvements. Regionsaround the country have developed
regional programs to support multi-modal improvements to create
more livable, walkable neighborhoods. The programs have often
been led by the Metropolitan Planning Organization (MPO) and
have used a variety of funding sources, including regional tolls,
state transportation funds, and Federal transportation funds—
often through the CMAQ program. The San Francisco Bay Area,
the Portland, Oregon region, and the Minneapolis-St. Paul region
have the most advanced programs, but there are 10 or so programs
nationally that could be models. Providing the funding regionally
encourages local jurisdictions to make the necessary improvements
to support increased transit use and TOD.

Complete Buildout of Regional Rail Plan. The completion of
the Yellow Line is the next critical piece in the completion of the
overall Regional Rail system and connectivity of transit in Central
Maryland. Completing this line and the rest of the envisioned rail
network will be critical in supporting TOD throughout Central
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Maryland. As the transit network grows, access to transit will
be more valuable and will build the market for TOD by linking
residents with the destinations where they work, live, and
play. This will build regional competitiveness and encourage
economic growth and prosperity.

Strategy 5: Foster cross-sector partnerships and build local capacity for TOD

implementation

TOD involves many different stakeholders, each with their own set of goals
and priorities. However, not one stakeholder can accomplish TOD alone.
It is important that representatives from the public and private sectors,
community advocates, philanthropic organizations, and others collaborate
to build a common goal or vision for TOD implementation. This can be
done through coordination of policy reform efforts, joint investment in
TOD, through community visioning and planning processes.

* Continue and expand TOD Strategy Steering and
Implementation Committee to share strategies and
implementation needs. The information sharing and
collaboration through the work on this study has clearly shown
the value of regional collaboration around TOD. However,
continued dialogue between all of the stakeholders will be
necessary as the existing commitments to TOD are implemented
and new ones are initiated. Tracking indicators and measures of
progress such as those outlined in Appendix D can form an
important element of ongoing coordination.

* Engage in community outreach and organizing to empower
participation in existing and priority locations for TOD.
This type of “action” helps involve the community in planning
where to guide and invest their resources on projects that are
focused on TOD. Community engagement through the West
Baltimore MARC Station Plan is a good example of how
public, philanthropic, and non-profit organizing and advocacy
resources were combined to produce a plan everyone could rally

behind.

* Develop and deploy commuter incentives through public/
private/non-profit partnerships. Programs such as Live-
Where-You-Work that provide financial incentives for home
purchases near employment can encourage people to live closer
to their jobs but can also be expanded to include housing near
transit as well. This would encourage more investment along
the existing and proposed corridors of the Regional Rail Plan.

* Explore public-private partnerships to advance transit-
oriented development. Cooperation and partnerships among
public and private stakeholders provide for better planning and
funding of TOD projects. Streamlining partnership processes
through an active Joint Development program or other
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standardized agreements can speed TOD implementation.
* Explore public-private partnerships to  deliver
infrastructure investments faster than otherwise possible.
Funding that is not readily available in the public sector
could be supplemented by funding from the private or
philanthropic sectors. Implementing transit, and multi-
modal transportation investments has been the sole purview
of the public sector in recent decades, but some regions are
exploring public/private/non-profit  partnerships around
these projects. Major investments in regional transit lines
will likely continue to be primarily done by the public sector,
but there can be collaboration on local transit improvements
or upgrades to existing stations.
o Implementation Time Frames
100 Strategic Action Plan p _ . ' _
Implementing TOD in Central Maryland will be an ongoing process, and
/C/ﬂ/]}’//].f not all initiatives can move forward at the same time. Being mindful of
BMC: Baltimore Metropolitan the ongoing process of TOD implementation, and the challenges/barriers
Council that could impede it, the Action Plan identifies the implementation time
BNC: Baltimore Neighborhood frame for each activity as follows:
Collaborative *  Short-term strategies can be initiated in 1-3 years
CDCs:  Community Development *  Mid-term strategies can be initiated in 3-5 years
Corporations . .
* Long-term strategies will take 5 years and beyond to
CMTA: Central Maryland initiate.
Transportation Alliance
o . Because TOD implementation will be an ongoing process, actions initiated
SRELS sze.ns Pla““_mg et within each time frame may well take much longer to fully implement.
Housing Association
DED: Maryland Department of
Economic Development . . .
T0D Strategic Action Plan Implementation
DHCD: Maryland Department of
Housing and Community | 1he TOD Strategic Action Plan will require coordinated effort from
Development multiplestakeholdersonboth transitand developmentvisioning, planning,
MDOT: Maryland Department of and bL.uldmg projects. To support coc?rdlnz.ltlon and 1mplementaF10n, the
S —— following pages provide a table that identifies each strategy, action, lead
and support stakeholders, key steps, and the time frame for initiation.
MDP: Maryl?nd Departmentof | Thjs Implementation Matrix can serve as a guide for realizing a transit-
Planning centered vision for Central Maryland.
MTA: Mary.la.nd Tr_anSit Maps7 and 8 illustrate the short-and mid-term investments geographically,
Administration . . . .
showing how transit and development projects will support TOD
SHA:  Maryland State Highway throughout the Central Maryland region.
Administration

The TOD Action Plan Implmentation Matrix and Maps can serve as a
guide moving forward to achieve a transit-oriented future for the region.

July 2009



6002 Anp

“XUIDW Uopojuawajduw upjg uonay go| ‘2 2nbly

Ayoeded [220] pjing 0} 8nUUOY

Wil Buo Auadoud mcﬁﬂmo 10}083 8)eAld ueld Ayunwwod
L buot 8|quiesse pue saainosal Buipuny Ajnusp) 0 50l e Id A1 alownjeg DYV eJowijeg 1sap) uswa|dw
$$8908 UeL)sapad uonels DYy aroduj 10800 LOAW PUE VLI
Auadoud
9|qWIasSe pue saainosal Buipuny Ajusp)
wia] PIN alowneg [esus) Buiuue|d o 8010 VLN 101093 &jEnid ueld
PUE ‘UOREIS UUSY ‘YHON SB/BYY USamaq Ao aiownfeg UOISIA YHON Saj1eyQ Juswajdul
SUOI}08UUO0 JIsuel} pue uelysepad anoidw
ea.e uolje)s Jab.e| 1oy BuiuoISIA
TR yoeaunno pue juswabebus Ajunwiwo) S B GG 6T 10093 )eAlId TR TE3) R T S
. uonelpsway plaLumolg . A siownjeg y
Juoupaep) Modisap Juswa|du)
Loy YOUS auI pay 8y} Jo uoneyuswa|dw A asoweg 1095 SBAI ue|d Jeisey\ 1se3 JogeH Jauuj
J8)us0 Uequn asn-paxiw Jo Jno pjing ysiul4 10 uonejuswa|dwi sye|dwon
uonepuno4 Asseq "3 aluuy
uonels DYVIN Jo/pue 10]85 BIEAIL Aysiteniun suiydoH suyor poloud
wJa] Hoys BUIT UsaI5) 81njn} Mau 0] SUOI08UU0D Ajuap| UBILIEN 10 S1 Ao alownjeg o UonEIBweIdLI UsIU
ueyd Jersew Bunsixe Jo N0 pjing ysiul4 PUEILIEN JO 91E1S au| 1083 Jo uohey awrysiaid
“Juswdojars aiownjeg ise3
Jajua9 Buiddoys 0Q9D 1semyinos uonewlojsue. |
Wio Hous 1O uoijewuojsuel Joj sueyd pue Absjens dojeasqg Juawdojoreq UEGIN 977 ‘saLeuoIsIA spueldn Jajuen Buiddoyg abejip
uone;s abe|ji\ uospuowp3 pauueld dDOHQa puejhiepy uospuowp3 pue juswdojerspay
Buisnoy Jo Juswuedsq SN
0} 199804d spuejdn wouy suondsuuod usyibuais Ao asowneg Buisnoy spuejdn a1e|dwon
10}993 9)eAlId S|y sBuimo
W8] Moys sjuswianoldwi [eyded puny o) uone|sibe] oL Aunog aiowijeg ST RIS L \E B o Sy Bul eiediiiog
VHdO 10J093 8jeAlld ue|d juswdojersq
wJs| Uoys Juswaalby Juswdojers( Je}Se| JO uoindexg Ao slowneg 8jejs3 [esy Jo 82O LOA I8jua) 8jelg Juswa|duw|
aweld awi] sdals Aay| slapjoyayers uoddns Slapjoyaels pea uonay

uoiBal 8y Ul SanIuNWWOd paJsuad-Nsuell Aljenb-ybiy srensuowsp 0} syoslold Bunsixa syajdwo) ;T ABasrens

bl

ujg uonay 1Baiong go :p 1a1doyy / ABaiong wwawidojanag paiuaiig-isuny| punjAioy [puay



6002 Ainp

"¥U11bu UonIu3ua|dut upjg Uonay o] ‘(panunuo3) 62 ity

salyunyoddo
uonenodsuel) pue asn pue| Asy Ajnusp| e <umm ABorensg
wJa] pIN sse004d Buiuue|d/Buiuoisia Alunwwos BLILUEL 10 3010 LOAN Ao slownjeg Q0L JopLIoD peoy umosislsioy
e ul abefus pue Ayoedes Ajunwwod ping e BUILLELL 10 50! / 8UIT UsslI9) B ajeniu|
siofe|d fouabe Aoy Aiusp] Bl 10 SO0 VLA
J0pI1I02 BNUBAY UOSpUOWpP3 /
saainosal Buipuny Ajjusp| e VHdD
WiaL PIN siafe|d fouabe Aey Ajjusp] o 10093 8jeAlld Mg ez 159 U pey ay) buoe Abajens
Auadoud Jueoep e dojpasq
ssaooud Buiuue|d Jo o9l fpms
wJa| Moys Buiuuejd/buiuoisia Aunwwod e ur abebuy e m.c_cc_m_ ! o m.w_o 10w Aunog alowneg Ajunuoddo oL pleasinog
siofe|d fouabe Aoy Aiusp] IUUEId JO 9O VLA Aunoag / aur pay e ul abebu3
ur Ang AUNWWo9 10110
siafe|d fouabe Aoy Ajjusp] s ABore) oLI0OUI-DBX
wieL Hous SRR (VR e VHdO A eoEwm_mo ww chn_“_o.w e m_%Ea_\,_
pue sapunyoddo pue spaau Buipuny Ajjusp] e o Hied 1S€3 8UIT poy € 8jel d
"UoISIA pue sabusjeyo
A8y uo yoeanno Ayunwwod ui sbebug
aur pay 0} AlAosuUU0d JIsuel) uayibuang e Buiweiboid [eyden Juswdojereq
. o . . . 10J09g 8jeAlld pue adeos}ealg JopLIoD
wJa] Joys ued uonejuawajdwi pue Buiuueld Jo 8210 VLA
uoneyodsuel) pue asn pue| pajebie) dojprsq e 1D siowneg Buiuueid Jo 2O L0 our onig / 1991S PIEMOH S
. . : Joj yoys Buiuueld sya|dwon
awreld awi| sdals Aay siapjoysxers uoddns SJap|oyaels pea uonay

0L Jo} suoneoo| [euoibai Asy Ul SaAlRNIUI [9AS]-10PLILI0D Mau dojaAaq :z Abarens

08

unjg uonay albaing g :p 481doy) / ABayong wawdojanag paiuanig-isuni| pubjhioy [pauay




6002 Anp

"YU Uonouauajdul upjg uonay gg] ‘(panunuod) g7 ainbiy

[eroidde ainosg lounoy suoneziuebiQ Aoeaonpy e ) R en]
ueyjodona|y alowneg J0 uonejuswa|dw| ay} 8)els|a2ay
wia) PIN ubredweo VHdD
ayeyul pue ABajesis buroueuly / Buipuny Amaup) VLN VLIND Gy SURJUBLEE RUBUEUE) (U2
leyul el . : 1LOan anuanay [euolbay dojansg
819hd dan rounog SOIUNWWOY PaIsIULY
dOHa aiowpeq ueyjodonay _

wJal pIN Buipuny jojid sjeniul pue aainos Buipuny Ajuap) vHd) fyunon siounjeg -JIsuel] Jo ubiseq usals) ‘Aylenp

weiboud Joj seAlusdUl pue eusy Aoy Ajuse . -ybIH Joj seApuadu| dojens
} SOAIUBOUI pue BLIBJLIO ASY AJjUSD| VIO A slownjeg UDIH 10} S8Ajusdu| dojersd
A9 alownjeg ut uopisodsig
ABajens uonejuswsjdwi pue yoeasno dojgasg ddHa pue uomIsINboy pue w.ojey
uueL Hous uonisodsip Auadoud Buiuiwesus 1oy VHdO ioctEe pue auljwesass o} Absjens
SpoyIaW 8|qejunodde pue jusledsuel) dojpasq Bupjueg pue juswsjdw

we.boud suoneziuebio Aoeoon Ipa1)) Xe| JUOJSIH dje
wJa] Moys puny Ajgienbape 0} seainosal Buipuny Ajuap) hezl Py 1Sn.] [eoduolsiH puejfiepy un #.Mm w:c m_. : “m_._;mm_hw
[ercidde anne|siba| 81n0ag VHdO pund Ao} Py P d
suoieziueblo AoedoApy ddHa doL
wJa] Joys uone|siba| pue Aaljod 411 @01 dojeasq e vhdD e 8|qe)nb3 poddng 0} uojewlo
Jolisiq 411 [e207/31e)S Ao

4oL o}—wesboid
£oeba Aunwwo) se yons—swielboid 9vNIWWOY a3aq 0L 0} SeAnusay|
wia) Hoys Juswdojanap Ajunwwoo ayess jebie| alowijeg Jajeals doHa juswdojanaq Ayunwwo)
uoneysibal djejs] [eay JO 30O 1OAIN dan pue olouood aje)s jeblel
pue Ao1jod Juswdojorsp alwouods O dojeasg
awel swi] sdais Aay siap|oyaels uoddns SIap|oyaxels pes uonay

ao. Moddns 01 saioljod a1e1s pue ‘jeuoibal ‘[eao| Alpol ¢ Abarens

18

ujg uonay 1Baiong go :p 1a1doyy / ABaiong wwawidojanag paiuaiig-isuny| punjAioy [puay



6002 Ainp

"YU11bw UonDIu3Wa|duwl upjg Lonay (0] ‘(panunuod) 62 iy

uoisuedx3 DUVIN o 1D aiownjeg Ueld [y
e O o | suum souo 1000 P71 euner o noping oo
VYHdO
VLD
wis] pIA uoijesado uibag pue aulq pay Jontsuo) w:o_ﬁmN\_mmmww \MMMV_M/_WM VT auI pay ay9|dwon
Buiuueld jo 8o LOAW
Ao aiowneg
sopelfdn uonejs spJemo) buipuny jobie] e wmwuw%o oUNo sjuswianoidwi
wieL PIN $90.n0sa) UB anuaAd co;mto%csm ueyjodosa e_n.VE; mo SS09E [EPOLLYINU 10 LEALS
Buipuny Aypuapi pue jdaouod welboud dojprsg e m&swm _mmwmo w.o_to 100 _\.“ ! W hied Buipuny [endes jeuoibas dojpasg
om yoel} pue ‘sepelbdn
Wil ol uones ‘suoness [jiul wisy-buol sjejdwo) e A Ue|d JUSWiSaAU|
L PIN ¥20}s Buljos pue S8|nNpayas 0} SUBWISAAUI 1o ied VLN 9 UYIMOIS) DYVIA Juswa|dw
pue sjuswaroidwi 0oz pauueld a)oldwo) e
sue|d eale uoiels ajeal) . VHdO
WIB 1OuS ss500.d VLD Buiuueld jo soo LOAW Buiuueld ol pue
BuLEd/BLILOISIA AUNWWLO & Ui oBebug < funon aiowneg Buiuueld Jo 91O VLI JISUB} JOPLLIOD BUIT MOJ|[SA Sjeiu]
. R . Ao siowneg
suoneao| uonels Auioud oy spuny welboid
Juswadueyug uolelodsuel] aelg1ebiel e VHdO Aunog aiownjeq CLo o e A
wJa] poys Buiwweiboid eyden uo Buipuny [eydes uoneuodsues
suoleao| uoness Auoud spiemoy spuny UE BUILUEIA 10 901 A9 aiowneg O121S DUE 12901 SI00
(dI9) weiboid wswanoidw) [eydes [eaoj1ebie] P ILUEId JO SO0 VLN JEIS PUE [E00) d
VHdO
VLND
JuswaalBy Juels) Bulpund N4 8in28S e
o Hous BuuoouibU] ABUINSI] Sleq|  » suoneziueblQ Aoea0Apy VLA Bunssuibug
SAJEILIONY PaUBJeId AT SIS o funon siownjeg pue Buluue|d sur pay aye|dwon
. Buiuueld jo 820 LOAW
Ayg slownjeg
alWeI4 awi] sdais A8y slapjoyaxels uoddng Slap|oyaxels pes uonoy

doL Moddns 01 swalsAs uoneuodsuel] [epow-NjNW pue lIsuel) 19nsuo) i Abarens

a8

unjg uonay albaing g :p 481doy) / ABayong wawdojanag paiuanig-isuni| pubjhioy [pauay



6002 Anp

"YU1bu UonDI3Wa|duwl upjg Lonay (0] ‘(panunuod) 62 iy

9|qIssod asIMIBYI0 UBY)

SjuaLLsanu| 8zjowd bulueld j0 200 LOGN 18)SB} SJUBWISBAUI 8INJONASeLUI
wJial pIN 0} sse201d Buiuoisia Aouabelsjul ue ul abebug 10}083 8jeAlld Buiuueld Jo 8010 V1IN LoN16D 01 sdiusiouned
siauped pue syuswanoldwi [enusiod Aynuap) A0 aiowinjeg E&,_WQ-W__%M eo_uxm_
uonejuawaldwi suljweans 0} sdiysiauped mcmﬂ_“,_m,__m 0 wo%m LOaW Juswdojaorsp pajuslQ
wJa] buoT QoL aeaudsolgnd Joy sessaooid dojans 10}083 8jeAlld . >H_ :hoo mWw_Sm_\m,_ -JIsuel} 8oueApe 0} sdiysiaupied
sanunuoddo diysisuped [enusiod Ajnuap| Ao slownjeg aenud-olgnd aiojdx3

alowieg oAl
wJa] Mo 101035 ajenud pue funog aiouinjeg d9jIWWOo) alowne L% wm_\u_o a)enud; ol mm% e%%ﬁwmawﬂ%ﬁ.%ﬁ
L Hous 21ignd abebus pue jdeduod weiboid dojpasg A0 aiowneg W 9 ieg Jejealo GIEALIG/ 1[N YONOU} SUSOUI
[louno) Ja)nwiwod Aojdap pue dojers(

ueyjodona|y aiowneg
siapes| Ajunwwod L EREsSIBUEnal: oL Joj suoneao| Ayioud

. sdnolg) paseg-yie4 pue Bujuueld suszni)
Wl 10 J0 yJomjau Jaad-0}-1aad [euoifial dojpasq o SAIBIOGEID pue bunsixs u uojedioned
L Hous Buiuien diysiepes| gL dojpasg 909 eI0GElI09 Jamodws 0y Buiziueblo pue

suolepossy pooyloqybieN pooyloqybieN alownjeg
siauped paseqg-Ajunwwod 1ab.e) Ajusp) yoeanno Ayunwwod ul abebug

Ao slownjeg

VING 10
SNSU9) S WOJ} 9|ge|IBAE SBWI0J8] Blep Mau Spaau uoljejuswadul
Wl 1o se anuoud pue sisAjeue ajepdn pue jeadey SIaqUIB pue solbajesns aleys 0}
L HOUS SIBP|OYBHE)S JBY)0 pue sapwwo) buussis qOL VLIND dapwwo) uolejuswaldu|
sawwo) BuLsslS qOL By} JO SIaquisw Woj /Bunsals ABajens oL anunuo)
aa)Iwwo) uoneuswaldw) Buiobuo Jo uoneas)
awel4 awi] sdals Aey yoddns pea uonay

uoneuawa|dwi go. Joy Aoeded [ea0] pjing pue sdiysisulied 10108S-SS0.9 181504 G Abajens

8

ujg uonay 1Baiong go :p 1a1doyy / ABaiong wwawidojanag paiuaiig-isuny| punjAioy [puay



6002 Ainp

suonay uonojuawdu wia| Moyg 3 oy

IR Y
AP NN

4

wnonpur YaoN

spuejyBiH a1ommneg

2yt @@

Jjaed ssauisng
wniuowij
wnuowy

9||INSADNR0D

NS
wnipury V v

peoy Asasany

9. 20Y UILIBAN -

peoy Aoain

peoy ._w&q peoy yo1wI0)dW

A3]|eA Juny

&/

@ ‘ adioyiajey

Ajuno) ‘ﬂ A "
[9puniy suuy peafh4205 o] @

— <~ -~

auuing uajD [ toaﬁ‘«\ IM4 «: ~ : = —M

JiIPMuwion! /ﬂsr\h\h/w_h.d ol ‘\ r < Lo
Y ks = 10

Jepusd 4 @l Jenwy Mg \ “ r

-

uejd JuauW)saAU|
B PMOID DYV

woq s
N N

Apms Ayunpoddo aot

7
'~ Apms aur] mojRA

AJuno) piemoy

Aandag / aur] pay-

v 4 Vedk - 0dsdejey —
| UEOUJ_uwmx_—Z %%«Ooo/ e ra,_u\ J:_:;_M S
1583 ur] poy #@. wio 5) N .
l T B > S
, n\u’% —— r. ;%%, &
i = s R A2 | Q
PE ) ARG sv‘ & pieadnog
e = =L NN . mJ i -
:ﬁ—n— Juawi)SaAU| & %«0 Tendsopy subjad \ H—
) O Eﬁﬁm::..‘W > m—v—‘_ﬁ_ N
B YIMOID DYVW gt p = e '
, 5 o = | 5
! x_l . & c .
s T, “ ” poopm d @w.__am s e o Juluuelg
, suef oids pios v :
: : e W PAOJIN
,, L T T = -
r peoy sjey 2
, Apns aury moj[ag -
P P uosiien)
spuno.n %E\_El MV:_ SilW ssumo
uddPIIqY 0L - —

SI[IW SSuImQ Je anua) 0PN -

SaIpNIS I0p1II0D) :mcm‘FAd " m

Juawnsaauy eyded :mcm\_\_.x
o @D

s100(01d uoneuawa|dw| O eaty uoneis O

Sunsauidug/duiuueld ysued) ‘ ™

spoy7 Suluue|d J0pLLIOD/UONE)S

skemySiH

s|eLRuy

S}9911§ [BD0T]
Arepunog Ajuno)
snIpey A1 JleH
snipey (1N Jarend)
1By J9INWWOD) DYV
|rey Anea

[1ey Y8y

aur] pay pauue|d
puagdal

O

‘o

S)UDWIISIAU|
pue SUONDY WId] HOoYS A

A8ayens QL puejiien [esuad)

8

u|4 uonay 1Baiong go :p 1a1doyy / ABainng uawdojanag paiuauig-ysuny| punjAiy [paua)



6002 Ainp

N7,

© poduy aeig .__m.mv‘ p
i
o

unoan) WEMQ y
u23pIaqY O]

-

JUEETIE el i
Q3IN31Y0-LISNVHL >
LIEREILEN) A

SOl =

4

suonay uonoyuawdu) wa) piy g doy

fyE|

S
17 uUdaIn

S

e i’ A
| ! = Suluueld
auing ua)n /-~ :
o . S
IPMWOD\ ®
e X ) By <
winanury\ = ‘w
- i
E:uE.ﬂE 10N =
peoy Asasinn( " s
mpeal N T z TS
A = . 2 f £ 10y31e) /f,/,/ .
Ae N A Sajes)s Apiadoag Juedsep Au
o 9 ospuowpy -
2 ot 1pad /
& uondnasuo
i N ume 1
Rt Ay & : saIpns \_o_u_\_‘_ouu_mcﬁ_._.‘lv
RS . : " e“» E SuuesuiBuz/Buiuuey :mcg.‘lv
= o L Y y : v s1a80y
& oy JELAME ! Juawsaaul [eyded :mcm‘_._.I
s, =i = 1IW PAOIIW
J g > 'l - spop3 Suluue|d JOpLLIOD)/UONEIS-}N
b A I . e L W 1 1d sopuoduones-ninw ()
. peoy sjjed{ L4 %W@wﬂ.—wm ._Omu_‘_‘_QU s10af01d uoneuswa|dw| O eaty uoneis O
0)S19]S19Y
' - skemySipH =
Suluuej 17 MOJ|A g 569-1 uosiien ~ Seony —
11 UIMO \ S}99.4)S [BDO]
alouwl}jeq Arepunog AJuno)) e
: - appsayntl o) snipey S[IW JleH O
e \tiiﬁl/ Isayn snipey s[IW Jauend) (O
f e syaeq ssouisng( ¢ |1y JoINWWo) DYVW - ==
B \n wnuowny \ > |rey Anesp| mm
/J wnuowny |rey Ew_._ -
' 3 U, QUIT Py pauue|d  mem
; puasaq
—
v N SJUSWIISOAU|
SIIASASRED pue SUONOY WAL PIA A
A8ayens QL puejiien [esuad)

58

u|g uonay 1Baiong go :p 1a1doyy / ABaiong wwawidojanag paiuaiig-isuny| punjAiy [pauay



86

Chapter 4: T0D Strategic Action Plan / Central Maryland Transit-Oriented Development Strategy

July 2009



Central Maryland Transit-Oriented Development Strategy / Appendix A: Regional Employment Clusters

Appendix A: Regional Employment Clusters

Cluster

Cluster Type

2002

Total Jobs

2004

Change
2002-2006

% of Regional Jobs

2002

2006

Baltimore Region (5 County) All 1,116,882 1,081,193 1,052,616 6.1% - -
Baltimore City and County All 639,049 624,280 625,459 2.2% 57.2% 59.4%
All Transit Clusters All 354,918 349,679 355,265 -0.1% 31.8% 33.8%
Central Baltimore
1. Baltimore CBD Downtown Office/Medical/Education/Retail 100,038 98,090 98,726 1.3% 7.9% 8.5%
Green Line, Existing
2. JHU Hospital Education/Medical 20,685 19,958 22,632 -8.6% 1.9% 2.2%
3. Reisterstown/Rogers Avenue Retail/Suburban Business 6,322 5,899 6,093 3.8% 0.6% 0.6%
4, Owings Mills Retail 12,123 12,179 10,598 14.4% 1.1% 1.0%
5. Old Court Suburban Business 4,759 4,090 4,509 5.5% 0.4% 0.4%
6. Mondawmin 1,304 1,665 1,574 -17.2% 0.1% 0.1%
Mondawmin Mall Retail 687 912 871 21.1% 0.1% 0.1%
Coppin State Education 617 753 703 -12.2% 0.1% 0.1%
Green Line, Proposed
7. White Marsh Retail/Suburban Business 20,400 18,989 18,421 10.7% 1.8% 1.8%
8. Morgan State Education 2,333 2,428 2,121 10.0% 0.2% 0.2%
Blue Line
9. Hunt Valley/Cockeysville Retail/Suburban Business 28,119 25,623 27,396 2.6% 2.5% 2.6%
10. Mt. Vernon/U of B./MICA Education/Retail 23,712 23,914 27,033 -12.3% 2.1% 2.6%
11. Airport 23,190 22,211 23,247 -0.2% 2.1% 2.2%
BWI Business Park Suburban Business 14,870 14,736 14,114 5.4% 1.3% 1.3%
BWI Airport 8,320 7,475 9,133 -8.9% 0.7% 0.9%
Red Line
12. Bayview Medical 1,686 1,538 1,927 -12.5% 0.2% 0.2%
13. Fells Point/Canton Retail/Office/Entertainment 8,502 7,330 7,116 19.5% 0.8% 0.7%
14. Social Security/CMS/Sec. Sg. Mall  Public Employee/Retail/Suburban Business 14,124 13,524 12,752 10.8% 1.3% 1.2%
Yellow Line, North
15. Towson 34,627 35,152 33,328 3.9% 3.1% 3.2%
Towson University Education 11,333 11,300 10,227 10.8% 1.0% 1.0%
Goucher College Education 2,579 3,198 3,405 -24.3% 0.2% 0.3%
East Towson Business Parks Suburban Business 6,023 5,989 6,074 -0.8% 0.5% 0.6%
Downtown Towson Downtown Office/Retail 14,692 14,665 13,622 7.9% 1.3% 1.3%
16. North Baltimore 15,535 17,255 17,636 -11.9% 1.4% 1.7%
Loyola/College of Notre Dame Education 1,835 1,715 1,870 -1.9% 0.2% 0.2%
Johns Hopkins Education 13,700 15,540 15,766 -13.1% 1.2% 1.5%
Yellow Line, West
17. Columbia Downtown Office/Retail 8,540 9,700 12,083 -29.3% 0.8% 1.1%
18. Savage Suburban Business 22,378 20,927 21,223 5.4% 2.0% 2.0%
19. Hanover Suburban Business 8,227 10,745 8,777 -6.3% 0.7% 0.8%
No Planned Transit
20. Arbutus/Lansdowne Suburban Business 18,152 18,183 18,000 0.8% 1.6% 1.7%
21. Lansdowne Suburban Business 1,731 1,600 1,571 10.2% 0.2% 0.1%
22 Pumphrey Suburban Business 3,751 3,519 2,541 47.6% 0.3% 0.2%

Regional Job CLusters and Change in Employment 2002-2006 (Source: US Census Longitudinal Employment Housing Dynamics)

July 2008
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A-8 Appendix C: Red Line Corridor T0D Strategy Analysis / Central Maryland Transit-Oriented Development Strategy

Appendix C: Red Line Corridor TOD Strategy Analysis

Development Indicators

Underutilized  Holding Capacity ~ Public Land

Geography Jurisdiction TOD Place Type Or.|g|n_/ Commercial + (New Potential ~ (non-park/non- Capacity
Destination ) o i Screen
Industrial Land  ResidentialHHs) services)
Red Line
CMS Baltimore County Suburban Center Mixed | 226 N.A. Low
Security Square Mall Baltimore County Suburban Center Destination 74.76 | 23 N.A.| Mod-High
Social Security Administration Baltimore County Suburban Center Destination ? 30 N.A. Low
I-70 East Baltimore City Commuter Origin j 7 38.6] Low
Edmondson Village Baltimore City Suburban Center QOrigin 52.17 j 47 49.0] Mod-Low
Allendale Baltimore City Urban Neighborhood Origin 198 159 Low
Rosemont Baltimore City Urban Neighborhood QOrigin i 532 8.6 Mod-High
West Baltimore MARC Baltimore City Urban Center Origin 56.08 301 15.0] Mod-High
Harlem Park/Poppleton Baltimore City Urban Neighborhood Origin | 1,351 35.3] High
University Center Baltimore City Urban Center Mixed } 3,475 11.6] High
Howard Street Baltimore City Urban Downtown Mixed 154 4,272 21.0] High
Charles Center Baltimore City Urban Downtown Mixed | 4,421 19.0]  High
Government Center Baltimore City Urban Downtown Mixed | 1,385 22.0] High
Inner Harbor East Baltimore City Urban Center Mixed I 462 17.7] Mod-High
Fells Point Baltimore City Urban Neighborhood QOrigin 107 250 13.0 Low
Canton Baltimore City Urban Neighborhood Origin | 24 25]  Low
Canton Crossing Baltimore City Urban Neighborhood QOrigin 60.08 61 7.9] Mod-High
Highlandtown Baltimore City Urban Neighborhood Origin ) | 14 01] Low
Bayview MARC Baltimore City Commuter QOrigin 20.84 68 20.3] None
Bayview Campus Baltimore City Suburban Center Destination ' § 6 53] Low
Market Activity Indicators Neighborhood Indicators
.. Residential Sales Sales Housing . . . SiEln G B'Iack/ . .
Permit . . Station Area Housing Market Market StationArea Area  African Housing Demographic
Activity Value Increase - Activity - Vacancies Income Typology Screen Income  Income America Quality Screen
(2000-2008)  (2008)  (2000) A
Diversity n
Red Line
CMsS | 67% 38 5% $ 41,269 N.A. Low |$ 41,269 | Medium |  68% Moderate] Vulnerable
Security Square Mall - 96% 16 6% $ 44,898 NA. Low |$ 44898  Low | 52%;Moderate] Employment
Social Security Administration | 229% 2 7% $ 44,036 N.A. Low |$ 44,036  Medium | 59%: N.A. | Employment
1-70 East [ 96% 23 6% $ 40514 Emerging/Stable Low [|$ 40514 Medium |  72%; High | Vulnerable
Edmondson Village 10 143% 35 9% $ 33,652 Stable/Emerging Mod-High| $ 33,652 | High | 94%! High Stable
Allendale § 110% 83 8% $ 30,800 Transitional/Distressed Low |$ 30,800 ?High § 98%: Low Vulnerable
Rosemont 57% 77 15% $ 25,022 Distressed low |$ 25022 [High |  98%: Low | Vulnerable
West Baltimore MARC 40 | 79% 117 28% $ 24,329 Distressed/Transitional Low |$ 24329 | High | 98%; Low Vulnerable
Harlem Park/Poppleton 94% 137 48% $ 17,419 Distressed/Transitional Low |$ 17,419 |Low | 95%  Low Challenged
University Center | 131% 40 16% $ 25,062 DT MF Mod-High| $ 25,062 | Medium | 56% :Moderate] Challenged
Howard Street 365 113% 29 14% $ 29,519 DT MF Mod-High| $ 29,519 Low 42%§Moderate Challenged
Charles Center | 129% 88 14% $ 30,256 DT MF Mod-High] $ 30,256 | Medium | 37% :Moderate| Challenged
Government Center | 381% 177 47% $ 20,358 DT MF High |$ 20,358 | Medium |  60% iModerate] Challenged
Inner Harbor East | 322% 199 33% $ 33429  Competitive/Stable High |$ 33429 | Low | 3% High Stable
Fells Point 272 | 294% 274 22% $ 36513 Competitive High |$ 36,513 | Medium 25%§ High Stable
Canton | 101% 245 14% $ 40,820 Competitive Mod-High| $ 40,820 | Medium | 2% High Stable
Canton Crossing 137 112% 134 12% $ 41,503 Stable Mod-Highl $ 41,503 | Medium 3% {Moderate] ~ Stable
Highlandtown | 217% 138 13% $ 31,384 None Mod-High] $ 31,384 | Medium | 3% {Moderate] Vulnerable
Bayview MARC m 0 10% $ 25,428 None None |$ 25428 iHigh 10%: N.A. | Employment
Bayview Campus | 168% 43 8% $ 28842 Stable Low |$ 28842  High ! 8% :Moderate] Employment

Red Line corridor T0D Strategy Analysis. (Sources: Baltimore City, Maryland PropertyView, CTOD National Transit-Oriented Development Database).
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