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TRANSIT SUPPORTIVE DEVELOPMENT ANALYSIS 

One of the key comments heard over and over through the public involvement process was that the 
region needs a more robust transit system to provide a viable alternative transportation option and reduce 
the demands placed on the region’s roadways. While upgrading and expanding Manatee County Area 
Transit (MCAT) and Sarasota County Area Transit (SCAT) is not financially feasible at this time, there are 
ways to prepare the region for more transit in the future when more funds available for expansion. The 
way in which the region grows and how and where development is allowed to occur can either support or 
inhibit an improved transit system. Transit Oriented Development (TOD) is a concept where development 
and transit are integrated, allowing people to meet their daily needs without a car. A network of 
developments connected by premium transit allows people to seamlessly and efficiently travel between 
developments within the network, accessing home, work, and recreational activities. There are 
opportunities to change zoning and land development codes to prepare existing and future development 
to be in locations, and have densities that will support future transit expansion and creates markets for 
transit. 

Stakeholders within a community or region can plan for TOD at several scales: the system level, corridor 
level, and the station level. System level planning involves reviewing development patterns to determine 
where concentrations of activity, such as residences or businesses, are planned or already exist and 
considers potential transit types that will operate. System level planning can also consider and 
incorporate existing transit infrastructure. Corridor level planning helps refine transit types and 
connections, and develop station spacing and locations. Station level planning is concerned with station 
area design, parking, and development potential. Station areas are compact, moderate to high density 
and intensity development, with a mix of uses, and are located up to one mile from a transit stop or 
station. The review suggests general considerations for stakeholders from a system and corridor 
perspective within each corridor. Additional details on the technical analysis and individual corridor 
recommendations are provided starting on page A8-4 . 

There are several common elements that need to be considered in creating transit supportive development. 
These general characteristics should be considered by the jurisdictions within the region to determine the 
most appropriate places for transit-supportive development and how to create these places.  

 Vision A TOD or transit vision can be incorporated into the system, corridor and station area
planning efforts. The vision for the area, created and agreed upon by all stakeholders, outlines
the community’s desirable growth patterns. The common vision can be used as a foundation to
move forward with plans for the system, corridors and ultimately station areas. The goal is for
individual local government comprehensive plans and development regulations to align with the
transit vision.

 Densities Transit supportive densities are needed to support the various levels of TOD. Buses
with 30 minute headways require a minimum of 7 dwelling units per acre while buses with 10
minute headways require residential densities of 15 dwelling units per acre. Light rail services
require even higher, at 20 to 30 dwelling units per acre.

 Mix of Uses In addition to densities, local government codes should incorporate a mix of uses
both horizontally throughout the area as well as allowing a mix-of-uses vertically within the same
building. TOD station areas often focus on providing either residential density or jobs, but both will
be present within the station area development.
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 Compact Development The station areas should contain compact development, which includes 
higher density and intensity development with a mix of uses centered on the transit station. 
Transit riders will be more likely to walk to their destination if it is close to the transit stop.  

 Streets and Blocks In addition to properly calibrating uses, the design of the development plays 
a key role in TOD success. TOD relies on an interconnected network of streets and blocks to 
facilitate walking and biking to and from transit and nearby uses. Local governments can adopt 
regulations to reduce block size and encourage or require road connections as well as sidewalk 
and bike connections throughout the station area. New developments in Greenfield areas can be 
required to provide well-designed streets and adequate connectivity supportive of transit and 
transit riders who may walk or bike from the bus stop to their destination. 

SYSTEM-LEVEL RECOMMENDATIONS 

At the system-level, the transit system should provide adequate north-south and east-west regional 
access. Existing population and employment centers are a good starting point for considering TOD 
improvements including increased densities and intensities. The 2035 LRTP identified core transit areas 
and support areas based on a number of variables including measures of physical form such as land use 
diversity, density/intensity, and pedestrian conditions; and also demographic factors such as age and 
income. These core transit areas are concentrated around Bradenton and Sarasota and places in 
between. Transit supportive development standards should be implemented in these core transit areas. 

Greenfield development occurring in rural areas could include focus policies and regulations to increase 
clustered development with increased densities and intensities to support future transit investments. New 
developments are occurring east of I-75 where much of the land is still rural. This presents an opportunity 
to ensure new developments adhere to transit supportive development guidelines. Regardless of whether 
transit ends up reaching these new developments, the guidelines are good practices for developments to 
create more sustainable and functional developments. Local governments should update their land 
development codes to provide guidelines for designing transit supportive developments. 

CORRIDOR-LEVEL RECOMMENDATIONS 

There are existing regional roadways that transit supportive development should be focused on. These 
corridors already serve large numbers of residents and workers and connect economic centers around 
the region, or have the potential to facilitate regional trips connecting with surrounding counties to the 
north and south. The North-South corridors that transit supportive development should be focused near 
include I-75 (Manatee/Hillsborough County line to Bee Ridge Road) and US 41 (particularly the section 
between Downtown Bradenton and Downtown Sarasota). The East-West corridors to focus transit 
supportive development on include SR 64, 44th Ave/SR 70/University Parkway, and Fruitville Rd/Bee 
Ridge Rd/Clark. Specific recommendations for each corridor are providedbeginning on page A8-4. 

STATION LEVEL 

Local governments electing to develop a transit vision could use the vision to describe where station 
areas should be located, what size station area is anticipated, and what type of transit is anticipated to 
serve the new development. The vision could then be used as a basis for updates to the future land use 
map, comprehensive plan and land development regulations. 
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The following provides a breakdown of the transit supportive development analysis and specific 
recommendations for the corridors to focus transit supportive development on. The analysis used the US 
Census Bureau’s On the Map tool and the US Environmental Protection Agency’s Smart Location Database 
for the detailed review of current employment numbers and development variables. The boundaries for 
each corridor studied match the Mobility Corridors identified in the 2035 LRTP, shown in the map below. 
Data was extracted for the corridors with the highest potential for transit supportive development, which 
included US 41, I-75 between Manatee/Hillsborough County line to Bee Ridge Road, SR 64, 44th Ave/SR 
70/University Parkway, and Fruitville Rd/Bee Ridge Rd/Clark Rd. 

The corridors not analyzed, were not included because the land uses and transit service within the corridors 
do not warrant analysis. The land uses are rural and not likely to change much in the coming years and 
transit service is limited. These corridors are not good candidates for transit oriented development. The 
Islands corridor was also not included because it is a unique case and warrants a different study. The 
barrier islands are already built out and the areas not developed are environmentally protected. The barrier 
islands would benefit instead from more multimodal options such as walking and bicycling, improved transit 
facilities, and better connections between the islands and the main land. 
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US 41 DOWNTOWN BRADENTON (PALMETTO TO DOWNTOWN SARASOTA) 

This corridor has the largest potential in the region to create TOD in the near future. Increasing densities 
and intensities along the corridor would help to strengthen and foster investments in transit. The corridor 
provides more consistent transit access to jobs than any other corridor in the region and along the US 41 
corridor. Transit serves the two centers of activity in the corridor: Downtown Bradenton and Downtown 
Sarasota. Summary tables of the corridor, Downtown Sarasota and Downtown Bradenton are provided 
below. 

DOWNTOWN SARASOTA  

Data Variables Results 

Total Jobs  13,811 jobs 

 

Jobs by Type  11.9% in Finance and Insurance 
 12.9% in Professional, Scientific, and Technical Services 
 36.6% in Public Administration 

 

Housing Units per Acre  4.4 (east) to 10.34 (west) housing units per acre 

 

People per Acre  9.14 (east) to 11.4 (west) people per acre 

 

Land Use Diversity1 

(Range from 0 – 1)  

 0.6 (east) to 0.85 (west) land use diversity 

 

Street Intersection Density2 

(Range from 0 – 250+)  

 122 – 144  

Jobs within a 45 min. transit 
ride3 

(Range from 1 – 535,000)  

 Approximately 8,800 – 9,100 Jobs 

Accessibility Index: Transit 
to Jobs4 

0=least accessible to jobs 

 1=most accessible to jobs 

 0.96 to 1 

                                                      
1 An index of the mixture of land use at the block group scale, using job counts by employment category and housing 
unit counts as proxies for land use types. Ranges from 0 – 1  
2 Intersections per square mile. An indicator of street connectivity from the perspective of pedestrian and bicycle 
travel. 3-way intersections are given reduced weight. Highways and high-speed arterials are given zero weight. 
3 Portrays aggregate frequency of public transit service per square mile for each census block group. Specifically, it 
measures combined hourly frequency of service for all transit routes that stop within 0.4 km (0.25 miles) of the block 
group. Frequency reflects service during weekday afternoon peak commute period (4:00 – 7:00 pm). Data availability 
is limited to communities served by transit agencies that share their data in GTFS format. 
4 An index measure of the relative centrality of a block group compared to other block groups within the same 
metropolitan region, as measured by travel time to jobs via transit. Values closer to 1 are more central.  
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Accessibility Index: Transit 
to working-age population5 

0=least accessible to 
workers 

 1=most accessible to 
workers 

 0.56 on the west side and 0.99 on the east side 

 

DOWNTOWN BRADENTON 

Data Variables Results 

Total Jobs  15,729 

Jobs by Type  40.4% in Educational Services 
 18.8% in Health Care and Social Services 
 22.5% in Public Administration 

Housing Units per Acre  5.34 housing units per acre 

 

People per Acre  6.35 people per acre 

 

Land Use Diversity 

(Range from 0 – 1)  

 0.68 land use diversity 

 

Street Intersection Density 

(Range from 0 – 250+)  

 109.77 

Jobs within a 45 min. transit 
ride 

(Range from 1 – 535,000)  

 4,663.74 jobs 

Accessibility Index: Transit 
to Jobs 

0=least accessible to jobs 

 1=most accessible to jobs 

 0.51 

Accessibility Index: Transit 
to working-age population 

0=least accessible to 
workers 

 1=most accessible to 
workers 

 0.15 

 

 

                                                      
5  An index measure of the relative centrality of a block group compared to other block groups within the same 
metropolitan region, as measured by travel time to working-age population via transit. Values closer to 1 are more 
central. 
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US-41 CORRIDOR (DOWNTOWN SARASOTA TO DOWNTOWN BRADENTON) 

Data Variables Results 

Total Jobs  88,690 

Jobs by Type  Health care, public administration, education, retail, 
manufacturing 

Housing Units per Acre  Very low 0.2 up to 19 
 Average 2.9 

People per Acre  Generally 2 to 10 
 Pockets of more around Bradenton and near Sarasota  

Land Use Diversity 

(Range from 0 – 1)  

 .08 to .91 
 Capitalize on and expand existing diverse areas 

Street Intersection Density 

(Range from 0 – 250+)  

 6 to 247 
 Greater around Bradenton and Sarasota; in the 100s 

Jobs within a 45 min. transit 
ride 

(Range from 1 – 535,000)  

 Low weighted jobs in corridor from Bradenton to Sarasota 
(2,000 to 4,000) 

 Sarasota has increasing jobs within 45min trans ride up to 
9000 in the core area 

Accessibility Index: Transit 
to Jobs 

0=least accessible to jobs 

1=most accessible to jobs 

 Along US 301 near Bradenton: 0.08 to 0.5 
 Higher as you travel south into downtown Sarasota. 
 Up to 1.0 in Sarasota 
 Majority of the corridor is 0.0 

Accessibility Index: Transit 
to working-age population 

0=least accessible to 
workers 

1=most accessible to 
workers 

 Up to 1.0 in Sarasota 
 Majority of the corridor is 0.0 

KEY TAKE AWAYS 

 Within the corridor, some areas contain the densities capable of supporting a wide range of transit 
services from Local Bus service to Premium bus service (1 bus every 10 minutes), but most of the 
corridor contains between 1 and 3 dwelling units per acre. Local governments should work together 
to make the corridor more dense by amending land uses and zoning. Local codes should support 
increasing density along the US 41 corridor to at least 15 dwelling units per acre, if not higher, to 
ensure that investments in premium transit services are fully-utilized. Coordinated transit station 
areas could help bridge the gap between Sarasota and Bradenton, focus development densities 
and intensities, and preserve existing neighborhoods. Jurisdictions within the two counties should 
update their respective comprehensive plans and land development codes to identify areas 
targeted for transit oriented development and change regulations to support this kind of 
development.  
 

 Rail transit has been considered as an additional future transit option. Rail transit station areas 
require even greater densities, which should be permitted and encouraged adjacent to proposed 
rail stops. Light rail service, for example, requires between 20 and 30 dwelling units per acre. 
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Visioning and planning exercises can establish the right locations for the station areas. Planning 
and development can begin soon thereafter to build upon visioning efforts and to achieve the vision 
for the area. Planning for transit station areas now will make passenger rail more attractive in the 
future. Station areas locations in Downtown Bradenton and Downtown Sarasota should be 
considered. These areas contain the densest areas in the corridor and are close to the existing 
railroad tracks. These areas also contain densest accumulation of jobs within the corridor. 
Downtown Sarasota currently has the greatest accessibility to jobs from transit and the highest 
‘transit-to-jobs accessibility score’ possible using the EPA Smart Location Database tool. 
 

 In addition to developing a vision for station areas and increasing density, communities within the 
corridor should increase the mix of uses within the corridor to support transit vision and 
investments. Uses can be mixed vertically within a building and horizontally across the land. 
Development regulations that focus on improving land use diversity, particularly vertically in mixed-
use buildings, should be encouraged, especially in planned station areas. This corridor in particular 
should Capitalize on and expand existing diverse areas. Not all transit oriented development is the 
same and there is no prescription for the appropriate mix of uses. Mixed-use development should 
provide essential services within walking or biking distance at a minimum, while other services are 
accessible via quick and reliable transit service. 

I-75 NORTH (MANATEE/HILLSBOROUGH LINE TO BEE RIDGE RD) 

The I-75 North corridor, which connects regional roadways and provides access to regional centers of 
employment and residences, also has potential to develop as a transit corridor with transit supportive 
development. Corridor improvements that include increased density and intensity focused in key locations 
along the corridor will prepare the corridor should express regional bus or rail transit come to fruition. I-75 
intersects with many of the other corridors, some with planned BRT and existing Local Express Bus (SCAT), 
and existing local bus within the corridor. This provides an opportunity for enhanced coordination between 
multimodal opportunities and associated transit service leading to better regional mobility.  

OVERVIEW OF TRANSIT SUPPORTIVE DEVELOPMENT VARIABLES 

Data Variables Results 

Total Jobs  38,017 

Jobs by Type  15.9% Retail Trade 
 15.0% Accommodation and Food Services 
 9.8% Healthcare and Social Assistance 
 8.6% Construction 
 7.9% administration & Support, waste management and 

remediation 

Housing Units per Acre  Primarily less than 1 unit per acre 
 Some small areas with 4-5 units per acre 

 

People per Acre  Primarily between 1 and 2 people per acre 
 Some small areas with up to 4 - 7.8 people per acre 
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Land Use Diversity6 

(Range from 0 – 1)  

 Large swath 0.66 to 0.89 
 South of Bradenton along I-75 has good large pockets of 

diversity 
 Up to 0.98 along Fruitville Rd 

 

Street Intersection Density7 

(Range from 0 – 250+)  

 Ranges from approximately 9-34  (low) 

 

Jobs within a 45 min. transit 
ride8 

(Range from 1 – 535,000)  

 Most of the corridor is 0.0 
 Some transit access west of I-75 in Sarasota (around 1,000 

up to 3,000) 

 

Accessibility Index: Transit 
to Jobs9 

0=least accessible to jobs 

1=most accessible to jobs 

 Up to 1.0 in Sarasota 
 Majority of the corridor is 0.0 – 0.2 

Accessibility Index: Transit 
to working-age population10 

0=least accessible to 
workers 

1=most accessible to 
workers 

 Up to 1.0 in Sarasota 
 Majority of the corridor is 0.0 – 0.2 

KEY TAKE AWAYS 

 The demand for creating new development provides an excellent opportunity for establishing 
policies and regulations that create transit supportive development patterns. Residential densities 
within the corridor are less than the housing densities required to support Intermediate Bus TOD 
with 30 minute headways. Generally, the corridor contains less than one dwelling unit per acre, 
although some areas within the corridor contain four to five dwelling units per acre. A minimum of 
seven dwelling units per acre is the minimum recommended density to support intermediate bus 
TOD with 30 minute headways.  
 

 Planning for transit also requires a mix of uses both horizontally and vertically. North of the Manatee 
River, densities are generally very low and the land is characterized by rural uses although some 
subdivisions have been constructed or are under construction. These developments are sprawling 

                                                      
6 An index of the mixture of land use at the block group scale, using job counts by employment category and housing 
unit counts as proxies for land use types. Ranges from 0 – 1  
7 Intersections per square mile. An indicator of street connectivity from the perspective of pedestrian and bicycle 
travel. 3-way intersections are given reduced weight. Highways and high-speed arterials are given zero weight. 
8 Portrays aggregate frequency of public transit service per square mile for each census block group. Specifically, it 
measures combined hourly frequency of service for all transit routes that stop within 0.4 km (0.25 miles) of the block 
group. Frequency reflects service during weekday afternoon peak commute period (4:00 – 7:00 pm). Data availability 
is limited to communities served by transit agencies that share their data in GTFS format. 
9 An index measure of the relative centrality of a block group compared to other block groups within the same 
metropolitan region, as measured by travel time to jobs via transit. Values closer to 1 are more central.  
10  An index measure of the relative centrality of a block group compared to other block groups within the same 
metropolitan region, as measured by travel time to working-age population via transit. Values closer to 1 are more 
central. 
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single use developments. South of the Manatee River, some locations have high land use diversity 
with the uses mixed horizontally across the landscape. While the mix of uses is encouraging, the 
diversity may be attributable to the transitional land development pattern. Agricultural uses are 
prevalent alongside single-use single family home developments and commercial development has 
been established uses to serve the residents. The mix of uses are generally not clustered and do 
not typically support walking or biking between the uses. The mixing of uses is encouraged and 
focused policies and regulations can help build upon encouraging mixing of uses. 
 

 The street intersection diversity, or the number of street connections, is also very low throughout 
the corridor, indicating a lack of connectivity. Policies and regulations, especially subdivision 
regulations, can require small blocks and an interconnected street network. A regional transit vision 
can help establish locations where small blocks and connected streets are appropriate and where 
this type of development can support existing and planned transit infrastructure and mobility.  
 

 New Greenfield development is occurring within the I-75 corridor. A transit vision for the region 
should be developed to take advantage of the clean slate and demand for new development. Plans 
should be developed quickly, but thoroughly, to be able to take advantage of TOD opportunities 
throughout the corridor. Local governments electing to develop a transit vision could use the vision 
to describe where station areas should be located, what size station area is anticipated, and what 
type of transit is anticipated to serve the new development. The vision could then be used as a 
basis for updates to the future land use map, comprehensive plan and land development 
regulations. 

SR 64 

OVERVIEW OF TRANSIT SUPPORTIVE DEVELOPMENT VARIABLES 

Data Variables Results 

Total Jobs  38,946 

Jobs by Type  Healthcare, public administration, education, retail 

 

Housing Units per Acre  Bradenton, predominately 2 but patches up to 8 
 To the east of Bradenton along the 64 corridor, there are less 

than 1 unit per acre 
 

People per Acre  Highest 11 in downtown Bradenton 
 Is around the average in Bradenton area 7  
 To the east around I-75 and further east 0.18 

 

Land Use Diversity 

(Range from 0 – 1)  

 Big 0.86 patch around I-75 
 Scattered around Bradenton 

Street Intersection Density 

(Range from 0 – 250+)  

 Wide ranging in downtown Bradenton from 50 to 229 
 Fairly low along the remainder of the corridor 
 Decent throughout the peninsula but poor around I75 and 

east of I-75 

Jobs within a 45 min. transit 
ride 

 Low in downtown (~2,000 up to 4,000) 
 0 in remainder of the corridor 
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(Range from 1 – 535,000)  

Accessibility Index: Transit 
to Jobs 

0=least accessible to jobs 

1=most accessible to jobs 

 Low (0.2) in downtown Bradenton up to 0.5 in one area 
 in remainder of the corridor 

Accessibility Index: Transit 
to working-age population 

0=least accessible to 
workers 

1=most accessible to 
workers 

 Gradient from 0.2 to 1.0 
 is within downtown Bradenton 

 

KEY TAKEAWAYS:  
 The SR 64 corridor runs east-west and is essentially two separate corridors divided by the City of 

Bradenton.  
 

 Typical densities west of Bradenton do not meet the density threshold to be considered TOD-
supportive. Densities within approximately 5 miles of downtown Bradenton are primarily 1 to 2 
dwelling units per acre with some areas with slightly higher densities of up to 4.6 dwelling units 
per acre. The corridor needs to increase transit supportive densities. 

 
 The western portion of the Corridor serves as a commuter corridor. To supplement the Intelligent 

Transportation Systems, Bus Rapid Transit and enhanced fixed route bus service along the 
western portion of the corridor, local governments should consider developing a series of transit 
station areas each containing increased densities and a mix of uses. These locations could be 
used as transit hubs to provide enhanced service for commuters. In addition, the transit station 
areas could help meet the daily needs of people in the surrounding area reducing roadway 
congestion further and would provide additional jobs. The smallest type of station area should 
contain a minimum of 10 dwelling units per acre within its core and a minimum intensity of 0.5 
Floor Area Ratio (FAR). The surround areas should also contain increased densities and 
intensities of at least 6 dwelling units per acre and 0.5 FAR. 

 
 The western portion of the corridor should have regulations that enable and require an 

interconnected network of streets and small block sizes to encourage use of the multimodal 
network. Regulations should ensure that new development is as compact as possible, especially 
in core transit areas. 

 
 The station area planning effort could include and support a bicycle and pedestrian mobility 

strategy. 
 

 The eastern portion of the corridor is highly constrained and a bicycle/pedestrian strategy is 
needed for the corridor. Additional facilities would greatly increase non-motorized travel to the 
island. Along the corridor, the City could work to develop regulations that allow more intense and 
dense development within the corridor with an appropriate urban form, and require that adequate 
bicycle and pedestrian facilities are installed during redevelopment and substantial 
improvements. The City could also consider reducing parking requirements for businesses, with 
appropriate multimodal mitigation. 
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 Within the corridor local governments should work to connect existing streets when possible. 

Street intersection density within the corridor varies greatly and an effort to connect streets could 
help relieve congestion. 

 
 Accessibility from transit to jobs is low within Downtown Bradenton and nil in the remainder of the 

corridor. To promote transit within the corridor, local governments must establish a plan and 
vision for the corridor and must work together to achieve that vision. The planning and visioning 
effort will establish a foundation on which new development can occur that is in line with the 
transit and multimodal vision.   

44TH AVE / SR 70 / UNIVERSITY PARKWAY 

OVERVIEW OF TRANSIT SUPPORTIVE DEVELOPMENT VARIABLES 

Data Variables Results 

Total Jobs  48,927 jobs 
 

Jobs by Type  Retail, manufacturing, healthcare, accommodation 
 

Housing Units per Acre  Typically low density, mostly between 1 and 3 dwelling units 
per acre 

 Pockets of 7 units per acre and one area of 19 units per acre 
 Lower densities around I-75 and east of 1-75, less than 1 

dwelling unit per acre 
 

People per Acre  The south end of the corridor has 0 – 5 people per acre 
 Around I-75 and east very low density of less than 2 people 

per acre 
 Remainder of area has 5 – 12 people per acre with the 

highest density being directly south of Bradenton  
 

Land Use Diversity 

(Range from 0 – 1)  

 The south end of the corridor has a pocket of high land use 
diversity 0.85 along the coast and at the far south east end of 
the corridor is a pocket of 0.74 

 The entire corridor has a mix of land use diversity scores 
which seems to center around 0.3 to 0.6 

 

Street Intersection Density 

(Range from 0 – 250+)  

 Most of the corridor has a street intersection density of 57 at 
the high end down to 5, possibly lower, at the low end 

 There is much better street intersection density south of 
Bradenton with scores ranging from 80 to 274 

 

Jobs within a 45 min. transit 
ride 

(Range from 1 – 535,000)  

 Mostly score of 0.0 
 Along SR 70 the scores are 701 to 3,000 

 

Accessibility Index: Transit 
to Jobs 

0=least accessible to jobs 

1=most accessible to jobs 

 Most of the corridor has a score of 0 
 Similar to the above criteria, along the 45 corridor, there is 

limited accessibility. Scores range from 0.1 to 0.38 and 
increase towards the north and south ends of the corridor 
which are closer to the cities (Bradenton and Sarasota) 
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Accessibility Index: Transit 
to working-age population 

0=least accessible to 
workers 

1=most accessible to 
workers 

 The auto accessibility factor shows a much more uniform 
index pattern across the corridor.  

 The east side of the corridor has an accessibility score that 
hovers around 7 

 The score diminishes as you travel east through the corridor 
although to the far east of the corridor, accessibility drops to 
around 0.5 

 

 

KEY TAKEAWAYS:  
 This east-west corridor connects several economic engines: the airport, employment centers, the 

beach, and Lakewood Ranch. These economic engines can serve as areas to build transit station 
areas. These areas can serve as links in the transit network. 

 
 Residential densities within this corridor are low and are generally less than two dwelling units per 

acre although the corridor does have moderate to high land use diversity in many places.  
 

 This corridor has low street intersection densities. That means there could be a lack of 
connectivity in most places. TOD requires interconnected, compact, mixed use development. A 
good starting point for the corridor would be to develop station area visioning and plans with 
increased residential densities and intensities in a compact urban form and greater street network 
connections. Potential station areas can build on the strong commercial activities and moderate 
mix of uses in the corridor, to develop successful transit routes.  

 
 This corridor also contains a portion of the US 41 Corridor, which was previously identified as the 

corridor with the greatest opportunity for creating functional TOD by building upon the strengths of 
Downtown Bradenton and Downtown Sarasota. Potential station areas in this corridor could 
develop synergies with proposed US41 Corridor plans and improvements and provide greater 
access throughout the region. 

 
 Most of this corridor has a transit accessibility score of 0.0. There is existing transit accessibility 

along the US41 corridor (albeit this is limited; scored 2,000 on a scale up to 535,000). The 
corridor is fairly accessible to jobs via automobile with scores, generally, between 5 and 7 on a 
scale of 1 to 10. The auto accessibility scores are promising, in light of the lack of transit in the 
corridor, and could be a harbinger of transit accessibility. 

 

FRUITVILLE RD/BEE RIDGE RD/CLARK RD 

OVERVIEW OF TRANSIT SUPPORTIVE DEVELOPMENT VARIABLES 

Data Variables Results 

Total Jobs  81,944 

Jobs by Type  Professional, Scientific and Technical 7.1% 
 Finance and Insurance 4.5% 

Housing Units per Acre  Downtown Sarasota has the greatest housing units per acre, 
especially along the waterfront with 10.2 
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 Away from the Sarasota waterfront, the corridor becomes 
lower density of 1-4 dwelling units per acre 

 East of I-75 is less than 1 dwelling unit per acre 

 

People per Acre  Similar pattern to houses per acre 
 10-12 in downtown 
 4-8 elsewhere 
 Less than 1 in area east of I-75 

 

Land Use Diversity 

(Range from 0 – 1)  

 Patchwork quilt of LU diversity 
 8-9 in downtown Sarasota 
 Fruitville area west of and adjacent to I-75 is very diverse 

with 0.92 up to 0.98 
 0.79  -0.84 east of 95 to the north 
 Remainder is around 0.5 with some very small pockets of low 

diversity (0.10) 

 

Street Intersection Density 

(Range from 0 – 250+)  

 East of I-75 has low intersection density 2.3 
 Generally, the intersection density increases as you travel 

from I-75 west to the coast 
 Around 66 in the middle then  
 Up to 189 in downtown 

Jobs within a 45 min. transit 
ride 

(Range from 1 – 535,000)  

 Travelling from east to west along the corridor the jobs within 
45 mins of transit score increases significantly. However, the 
highest score, even in downtown is relatively low when 
compared with the top end score of the scale.  

 The scores decrease in ‘rings’ around Sarasota. 
o O 
o 1500 
o 3000 
o 5000 
o 9000 (clustered around Sarasota) 

 

Accessibility Index: Transit 
to Jobs 

0=least accessible to jobs 

 1=most accessible to jobs 

 Highest possible score in downtown Sarasota and decreases 
in rings from the center of the city 

 Drops quickly as you move east until you get to I-75, east of 
I-75 

 

Accessibility Index: Transit 
to working-age population 

0=least accessible to 
workers 

 1=most accessible to 
workers 

 Same general pattern as transit accessibility but higher 
scores all over 

 Highest score in downtown is around 0.85, larger area with 
this score than the 1.0 for transit above 

 Decreases more slowly than transit with .7-.8 outside  
 Then a ring of 0.5 and 0.6 
 East of I-75 scores are still elevated with scores around 0.4 
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KEY TAKEAWAYS:  
 These east-west corridors contain existing transit accessibility to jobs. Typical housing densities 

within the corridor are with a range of 2 to 3 dwelling units per acre and lower as you move to the 
east end of the corridor, there are some pockets of higher densities on the east end of the 
corridor, especially into Downtown Sarasota. Some areas in the corridor also have excellent land 
use diversity including areas along Fruitville Road, and Bee Ridge Road. One area along 
Fruitville Road has a scored a 0.98 land use diversity on a scale from 0 to 1. Local governments 
in the corridor can locate examples of diverse land use patterns and develop plans to build upon 
the strengths in the corridor to achieve successful TOD. 

 
 Recommendations include developing a vision for station areas where development will have 

increased densities and intensities, and a mix of uses, vertically and horizontally, in a compact 
area, with multiple road connections throughout the station area core. Outside of the core, 
densities and intensities may gradually drop off. This provides a range of housing and non-
residential options within a small area and provides an ideal location to extend and improve 
transit service. 

 
 Transit access to jobs is best in Downtown Sarasota and decreases in rings around the city. A 

transit station area within the other. 
 

 Best opportunities for creating TOD are west of I-75 that have a good mix of land uses, are 
served by existing transit, and have good road connectivity. 

 

US 41/I-75 CENTRAL (DOWNTOWN SARASOTA TO VENICE) 

OVERVIEW OF TRANSIT SUPPORTIVE DEVELOPMENT VARIABLES 

Data Variables Results 

Total Jobs  98,752 

Jobs by Type  Health care and social assistance, retail, 
accommodation/food service 

Housing Units per Acre  This “corridor” is massive 
 East of 75 less than 1 du per acre 
 West of 75, generally 2- 4 dwelling units per acre. Some 

pockets of less or more. No exceptional areas except for 
downtown Sarasota and downtown Venice 

 Downtown Venice has one small area of 11 per acre 

 

People per Acre  4-8 people per acre in Venice area 
 For Sarasota area, see previous analysis 
 Remainder of area (in between Sarasota and Venice and 

along the I-75 corridor there is less than 1 du per acre 

 

Land Use Diversity 

(Range from 0 – 1)  

 East of 75 there is high land use diversity 0.71 
 Between Venice and Sarasota generally 0.3 to 0.5 
 For Sarasota analysis see above. 
 Venice has a cluster of high land use diversity from 0.8s up to 

0.93 along SR or US 45 and 41 
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Street Intersection Density 

(Range from 0 – 250+)  

 Venice has areas some small areas with high intersection 
density 90s to 150s 

 North of Venice characterized by 11 – 20 (low intersection 
density) 

 East of I-75 – 0.5 
 As you travel north into Sarasota area, intersection densities 

get higher. See analysis above. 

 

Jobs within a 45 min. transit 
ride 

(Range from 1 – 535,000)  

 Venice area has 500 – 1000 in the area around the city and 
up the US 41 corridor  

 To the north of Venice outside of the US 41 corridor is 0.0 
until Sarasota area. See above for Sarasota analysis. 

 

Accessibility Index: Transit 
to Jobs 

0=least accessible to jobs 

 1=most accessible to jobs 

 Same idea as jobs description above but very low transit 
accessibility 

 0.07 – 0.1 within Venice area and the US 41 Corridor 

 

Accessibility Index: Transit 
to working-age population 

0=least accessible to 
workers 

 1=most accessible to 
workers 

 From Venice north the auto accessibility to jobs is around 0.3 
to 0.4 which is fairly low. 

 East of I-75 it is 0.05 
 On the outskirts of Sarasota the figures begin to increase. 

0.44 and 0.54 around Vamo 

 

KEY TAKEAWAYS:  
 Development should be centered around existing developments, including Downtown Venice. 

Densities east of I-75 are too low to support transit. Best opportunities for creating TOD are west 
of I-75 that have a good mix of land uses, are served by existing transit, and have good road 
connectivity. 
 

 Recommendations include developing a vision for station areas where development will have 
increased densities and intensities, and a mix of uses, vertically and horizontally, in a compact 
area, with multiple road connections throughout the station area core. Outside of the core, 
densities and intensities may gradually drop off. This provides a range of housing and non-
residential options within a small area and provides an ideal location to extend and improve 
transit service. 

 

US 41 – I-75 SOUTH (VENICE TO NORTH PORT) 

OVERVIEW OF TRANSIT SUPPORTIVE DEVELOPMENT VARIABLES 

Data Variables Results 

Total Jobs  27,398 
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Jobs by Type  Health care, social assistance, retail, accommodation/food 
service 

Housing Units per Acre  Venice Maximum in one small area 12 
 1-2 dus per acre along the US 41 corridor and along the 

coast and around North Port 
 Majority of area is less than 1 

 

People per Acre  Venice maximum density 8 
 Small pockets of up to 5-6 scattered throughout 
 Around 2-3 in the US 301 corridor and around North Port 
 Predominately less than 1 per acre 

 

Land Use Diversity 

(Range from 0 – 1)  

 Venice 0.93 – 0.24 – relatively small area primarily clustered 
where 41 and 45 split apart  

 Very low in south Venice 0.13 
 0.48 - .60 in Laurel and Nokomis 
 Generally Low towards the east of the corridor with small 

pockets of up to .7 around North Port 
 Large area to the North and east of I-75 is 0.71  

 

Street Intersection Density 

(Range from 0 – 250+)  

 Venice – 158 – 39 
 109 in Nokomis  
 89 in Laurel 
 Higher street densities clustered around US 41 
 North Port 90 – 130 and 60s to the east between SR 93 and 

the Countyline 

 

Jobs within a 45 min. transit 
ride 

(Range from 1 – 535,000)  

 Between 500 and 900 in Venice 
 48 to 108 around North Port 
 Most of the corridor is 0.0 

 

Accessibility Index: Transit 
to Jobs 

0=least accessible to jobs 

 1=most accessible to jobs 

 0.15 and less in Venice 
 Northport barely registers with 0.01 
 Remainder of to the corridor is 0.0 

 

Accessibility Index: Transit 
to working-age population 

0=least accessible to 
workers 

 1=most accessible to 
workers 

 0.35 and less in Venice 
 Higher along US41, up to 0.4 
 Areas surrounding Venice 0.22, .15 and less 
 To the north and east of I-75 – 0.05 

 

KEY TAKEAWAYS:  
 Development should be centered around existing developments, including Downtown Venice and 

Downtown North Port. Densities east/north of I-75 are too low to support transit. Best 
opportunities for creating TOD are west of I-75 that have a good mix of land uses, are served by 
existing transit, and have good road connectivity. 
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 Recommendations include developing a vision for station areas where development will have 

increased densities and intensities, and a mix of uses, vertically and horizontally, in a compact 
area, with multiple road connections throughout the station area core. Outside of the core, 
densities and intensities may gradually drop off. This provides a range of housing and non-
residential options within a small area and provides an ideal location to extend and improve 
transit service. 
 


