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Land Use Impacts of the Houston 
Transitway System 

]AMES A. MULLINS III, EARL J. WASHINGTON, AND ROBERT w. STOKES 

This research effort was directed toward assisting the Texas State 
Department of Highways and Publi Transportation in the plan­
ning and impact evaluation of high-occupancy vehicle (HO ) lanes 
or trausitways. The primary objective of this research effort was 
l-0 measure, analyze and evaluate the land use impacts of the 
construction of permanent transit way and park-and-ride facilitie 
on freeway corridor · in Houston Texas. Given the relative new­
ness of transit way in the nation , very lilt le data have been collected 
or experience gained with the land use impacts of Uiis type of 
transportation improvement. t"e iew of the literature failed to 
identify any direct lilerature on this subject. A survey of opera­
tional transit ways identified some location · where Iran ·it way facil­
ity land use impact · possibly had occurred. Tile prevailing opinion 
among transilway operator i , and evidence uggc t , that land 
use impacts of transihvay · arc likely to he higllly localized and 
Uial transitways may induce some shifts in dc\•clo1)111enl and et­
tlement. 1>atlerns rather than generate entirely new development. 
Tllis paper pre enls Ute re ults of before-after analyses or hmd u e 
changes in lite iclnity of a ty11ical park-and-ride lot in Hou ton's 
North .Freeway (l-45N) corridor. The results indicate lhal the land 
use impacts of Uie HOV treatments have been relatively in ignif'· 
icant. The ·tudy site showed only three 1>0 siblc instances of hind 
use im1>acts. However, tudy areas in the corridor surveyed have 
substantial amom1I of undeveloped land , and ii may prove ncc­
ess;iry to wail until the tran it ways and associated support facilities 
become fully operational before a more definitive asses ·ment of 
land use impacts is possible. 

Houston is in the process of implementing high-occupancy 
vehicle (HOV) projects on five radial freeways in the area. 
This network is one of the most extensive HOV priority treat­
ment networks in the nation. Over 25 miles of transitways 
now are operational, 18 miles currently are under construc­
tion, and another 23 miles are in the final planning and design 
stages. The ultimate commitment to tran ·itwAys may re ult 
in over 100 miles of the ·e facili ties in opera tion with a total 
capital cost in excess of $1 bill.ion (J). Figure 1 shows the 
location and status of the transit way facilities. As can be seen 
in this figure, these facilities, referred to locally as Authorized 
Vehicle Lanes (A VLs) and more commonly as transitways or 
busways, are or will be located in the Katy (I-lOW), North 
(I-45N), Gulf (I-45S), Northwest (US-290), and Southwest 
(U - 9 ) freeway corridors. 

The priority faci lities have similar d signs , with a cross 
section of approximately 20 feet. They are single, reversible 
lanes (traffic travels inbound t ward downtown in the m rn­
ing and outbou11d in !'he afterno n . The·e lanes typically are 
con Lructed within the xi ting median of the freeways and 
are protected from other freeway lanes by concrete barriers. 

Texas Transportation Institute, Texas A&M University System, 333 
West Loop North, Suite 116, Houston, Tex. 77024. 

Adequate space is provided for emergencies and breakdowns 
within the transitway cross section. Acee · · points are limited 
and controlled. However, each facility differs slightly from 
the others in its particular design, construction, and opera­
tional features. 

The primary objective of this limited research effort was to 
measure, analyze, and evaluate the land use impacts resulting 
from the construction of permanent transitways and park-and­
ride facilities in the Houston area . During the initial phase of 
this small-scale study, the following specific objectives were 
identified: 

1. To conduct, based upon available data, case studies of 
transitway facilities in cities other than Houston for compar­
ison of design and operational characteristics; 

2. To examine land use impacts of the contraflow lane in 
Houston's North (I-45N) Freeway corridor; 

3. To develop a "before" or prebusway land use data base 
in Houston's North (I-45N), Gulf (I-45S), and Katy (I-lOW) 
freeway corridors; and 

4. To project anticipated land use impacts, in the three 
Houston freeway corridors, that are likely to occur from 
implementing permanent busways and park-and-ride 
facilities. 

This paper summarizes the land use impacts at one of seven 
study ite , the North Shepherd park-and-ride lot, which serves 
the N rth Freeway (I-45N) Transitway. The results from this 
site are typical of those found at the other study sites. More 
detailed discussions of the overall study results are presented 
elsewhere (2-7). 

PREVIOUS RESEARCH 

The impacts of public transportation on land use and land 
values were reviewed in four categories: environmental, eco­
nomic, social, and political or policy. Given the relative new­
ness of transitways in the nation, very little data have been 
collected or experience gained with land use impacts resulting 
from these types of transportation improvements. Most pre­
vious research and evaluations have concentrated on rail 
development impacts. 

In addition to a review of the previous research on land 
use impacts, a review of operational transitways in the United 
States and Canada was performed. This review focused on 
identifying the transportation and land use impacts the tran­
sitway facilities have had or were expected to have on the 
urban areas in which they are located. 
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FIGURE 1 Status of the Houston transitways-June 1988. 

According to smdies by Graff and Knight (8), the Bay Area 
Rapid Transit (BART) system has not had much impact on 
its environment. The FHW A (9) reported in its study on the 
influence of central city radial freeways on manufacturing 
decisions that no major negative environmental impacts were 
identified beyond those normally associated with urban devel­
opment or beyond the scope of contemporary performance 
standards. 

In many instances, economic and development impacts are 
included as positive objectives of major transportation invest­
ments. This contention is supported by Rollins et al. (10). 
The authors state that "the effect of improving existing 
urban roadways on surrounding land use is an important con­
sideration in highway agency decisions regarding roadway im­
provements. Such decisions should consider the economic 
impact of proposed improvements." Also, Berechman and 
Paaswell (11) report that anticipated increases in service 
employment, retail activity, and land development, mainly in 
the declining central business district (CBD) area, were viewed 

as the major benefits of Buffalo, New York's, light rapid rail 
transit yst m. 

Another frequently cited impact of transportation improve­
ments is increasing land values. This is evident in the Wash­
ington M tr politan Area Tran il Auth riry (WMATA) sys­
tem of Washington, D.C., wl1ere a sample f land value 
increases generated by the opening of METRO led to the 
finding that a minimum of $2 bi llion in land alues has already 
been added to the existing land value base (12). 

The ocial implications asso iated with transp rtation 
impr vem nts and land use indicate that the effecr· hav been 
small, relative to expectations. When assessing the BART 
system, however, it is becoming a highly ranked factor in the 
location decisions of households and employers. Also, char­
actcri. tics of the tran p rtation system such as fr eway con­
figuration and proximity and access to other mode affect 
cluster and corridor development. 

Recent actions aimed at the promotion and coordination 
of land use and transportation planning concentrate on pool-
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ing arrangements and joint development act1v11Ies. These 
measures usually are administered under Transportation Sys­
tem Management (TSM) programs and emphasize more effi­
cient use of existing facilities. Although many people fail to 
take advantage of or even resist these opportunities when 
offered, the future remains bright for the coordination of land 
use management and transportation planning. 

In summary, the review of the literature did not identify 
any direct literature assessing the land use impacts of tran­
sitways. Therefore, this small-scale study effort is new to the 
research community and to the literature. 

The second phase of the survey effort consisted of mail and 
telephone surveys of project operators to update information 
from the literature review and to solicit additional data on 
transitway projects. Six operational transitways in three states 
and one Canadian province were identified and reviewed. 
Table 1 presents a summary of the results of the survey. 

The prevailing opinion among trnn itway operators is that 
given the exclu ive li1)e-haul JJaLure of transftways their land 
use impacts are likely t be highly localized occurring around 
station areas and major access points. 

Preliminary evidence from Ottawa suggests that these local­
ized developments may be substantial. The building industry 
has expressed interest in pursuing major developments at a 
number of existing and planned transitway stations. Table 2 
summarizes these preliminary development proposals. How­
ever, transit use in Ottawa is the highest for all bus-only 
systems in North America, and experiences there may not be 
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representative of the potential development impacts of tran­
sitways. Additionally, indications from the Ottawa experience 
are that the presence of a transitway may be but one factor 
in decisions regarding the timing and location of develop­
ments . Specifically, discussions with transitway officials in 
Ottawa indicate that the presence of the transitway system 
may merely have accelerated the timing of developments rather 
than influencing location decisions. 

Because of the increased accessibility the Shirley Highway 
HOV lanes in Washington, D.C., offer to persons employed 
in downtown Washington and the Pentagon, Rosslyn, and 
Crystal City areas, ub tantial residential development has 
occurred along the corridor to the south. People have found 
that they can reside at locations farther away than many other 
suburban sites but still commute to work in less time. With 
housing costs decreasing with the distance from the D.C. core, 
the result has been major new housing developments at such 
locations as Dumfries, Triangle, Montclair, and Dale City. 

Development impacts of the East M. L. King Busway in 
Pittsburgh at the time of the survey had been limited to small­
scale redevelopments of a service-oriented nature at or near 
station areas. 

Although neither the North (I-45N) Transitway or Katy (1-
lOW) Tran itway in Houston had been in operation long enough 
at the time of the survey to assess.their impacts on land u e 
in their respective corridors, data from the I-45N freeway 
contraflow lane, which preceded the transitway, suggest that 
the presence of HOV facilities may affect choices regarding 

TABLE 1 CHARACTERISTICS OF TRANSITWAYS IN THE UNITED STATES AND CANADA (4) 

Year 
Trans itway/Locat ion Operational Type of Facility Length/Direction Eligible Vehicles 

Shirley Highway HOV 

Lanes 

1969 !-lane reversible road- 11 . 5 miles Fairfax Co . Buses, vanpools, 

1-66 HOV Facility 

Northern V1rginia 

El Monte 8usway 

Los Angeles, CA 

East King Busway 

Pittsburgh, PA 

South Patway Busway 

Pittsburgh, PA 

Katy Freeway Transitway 
Houston, TX 

North Freeway Trans i tway 

Houston, TX 

Ottawa Trans i tway 
System, Canada 

1982 

1973 

1983 

1977 

19B4 

19B5 

19B4 

way 

4-lane, 2-way exclusive 
fac; l ity - - peak hours 

and direction only; 
rest of the time open 
to regular traffic 

2-lane, 2-way exclusive 
HOV facility 

2-way exclusive, par­
tially grade separated . 

2-way exclusive, par­
tially grade separated . 

1-lane reversible med­
ian busway 

1-lane reversible med­

ian busway 

2-lane, 2-way exclusive 
facility 

to Washington, D.C. 

9.6 miles 1-495 Belt­

way to Roosevelt 
Bridge 

11. 2 miles E 1 Monte 

Bus Stat ion to Los 

Angeles CBD 

6 . B miles Wilkinsburg 

to CBD 

4 . 5 miles SW suburbs 

to CBD 

11.5 miles W. Harris 

County to Houston 

9. 6 miles N. Houston 

to CBD ( 20 miles 

whe~ completed) 

7 miles of proposed 

18 mi le system cur­

rently in operation 

"!TE 19B5 Survey of Operating Transitway Projects, unless noted otherwise. 

bKaty and North Transitway Operational Summary, TT!, June 19BB. 

c6900 from \Jest Trans i tway, 12300 from Southeast and Southwest Trans i tways . 

4+ carpools 

Buses, vanpools, 

3+ carpools 

Buses , vanpoo 1 s. 

3+ carpools 

Public buses, cer­

tified private 

Public buses, cer­
tified private 

Vanpoo ls, buses. 

2+ carpools 

Authorized van­

pools and buses 

Buses only 

Estimated Peak Trans it way 

Hour Ridership Land Use 

(persons•) Impacts 

22,000 Possible 

11. 200 

16, 600 

6, 000 

6. 000 

z' 950 

4. ooob 

19, 200C 

None 

None 

Possible 

None 

None 

Possible 

Possible 
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TABLE 2 DEVELOPMENT PROPOSALS IN VICINITY OF OTTAWA 
TRANSITWAY STATIONS (4) 

Class of Development 

Off ice 

Reta i 1 

Residential 

M1xed Use 

(Residential/Off 1 ce/Reta i l) 

where people live and work. Table 3 summarizes data from 
surveys of park-and-ride lots served by the I-45N contraflow 
lane and surveys of lots not served by the contraflow lane or 
other HOV lane. The table presents a breakdown of whether 
the presence of the park-and-ride and/or contraflow lane influ­
enced people's decisions regarding job and residential loca­
tion (for those respondent who indicated they had changed 
their residential or job location ·ince the park-and-ride or 
contraflow lane opened). These data indicate that the pres­
ence of both park-and-ride and priority treatment (in this case, 
contraflow) may influence location decisions. The trend is 
particularly strong for those who indicated a change of resi­
dential location. 

The evidence from Houston suggests that the presence of 
a busway may affect choices regarding where people live and 
work. Thi would seem to indicate that the tran ·itways may 
induce some ·hifts in development and eltlement patterns 
instead of generating enlirely new development. 

Approximate 
Investment 

Value 

Size of Development ($Million) 

2 M1 ll ion Square Feet $180 

232, 000 Square Feet $33 

5000 Un1ts $180 

140 Acres $200 

No land use impacts or development impacts of transit­
ways could be identified in the remaining survey locations in 
Houston. 

METHODOLOGY 

The methodology used in the research for this pilot study is 
referred to as the "before-after" study approach. Data from 
a time period before the transportation improvement are com­
pared to similar data collected after the completion of the 
improvement in the affected area. Therefore, the effects of 
the transportation change are determined by comparing 
"before' period data with "after" period data, which are 
collected and updated on an annual basis. This approach was 
applied to seven sites of the Houston transitway system. 

To satisfy the study objectives, land use data were obtained 
from (a) aerial photographs of study area , (b) site visits, (c) 
Cole's City Directory, and (d) developer interviews. 

TABLE 3 CHANGES IN JOB AND RESIDENTIAL LOCATIONS SINCE PARK-AND­
RIDE LOT OPENED, WITH AND WITHOUT PRIORITY FREEWAY LANES (13) 

Contraflow Non-Contraflow Total 

Quest; on Lane lots Lane Lots Sample 

Have you changed job locations since (n•lll8) ( n=558) (n=l676) 

park-and-r1de (or park-and-ride and 

contraflow lane) opened? 

Yes 41% 27% 36% 

No 59 73 64 

If "yes", d1d the availability of Park- (n•445) ( n=l47) ( n=592) 

and-Ride (or park-and-ride and contra-

flow lane) influence decision? 

Yes 51% 40% 48% 

No 49 60 52 

Have you changed resident la 1 locations (n•l122) ( n=563) (n•l685) 

since park-and-ride (or park-and-ride 

and contraflow lane) opened? 

Yes 55% 54% 55% 

No 45 46 45 

If "yes", did the availability of park- ( n•603) ( n=303) (n=906) 

and-ride and contraflow lane inf 1 uence 

dee ls ion? 

Yes 57% 50% 54% 

No 43 50 46 

n = Sample Size 
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Aerial pho1ographs of the tudy area. were examined to 
identify land u·e change in the vicinity of rbe study sites. The 
process of identifying land use changes consisted of taking the 
ea rliest available photos (between 1973 and 1975) and over­
laying them with tile next interval (time frame) photo . Thi 
procedure was repeated until the latest ava ilable (1.9 6) ph -
tos were examined. 

Site visits were made to the study areas to verify and sup­
plement the results obtained from the aerial photograph anal­
ysis . The visits also were used to assess the types of devel­
opment and their approximate age. 

Because the aeria.I photograpby analysis can identify only 
" new developments," cha11ges in the use of existing tructure 
(prior to the "before" time frame) had to be identified through 
site visits and the city directory. 

Cole's City Directo1y contain information on each occupied 
address in the Greater Houston area. Land use changes were 
identified by reviewing the addresses Ii ted within the study 
area on an annual basis. The addresses listed for the first year 
of observation (1973) ~ ere compared to those fo.r the follow­
ing year (1974) and so on througb the most current year of 
the study period available (1986). Al o any new addres e 
within the tudy area were listed and ob erved for the remain­
der of the tudy period . 

As part of this limited research effort, it was decided that 
interviews with the developer of major office and commercial 
project within the freeway corridors would be an expedient 
and direct method of a sessing the interaction between the 
transitway and its SUJ port facilities and the developer's deci­
sion concerning where when, what, wh y and how much to 
develop. The information obtained from the interviews, com­
bined with the other data , should then provide as complete 
a picture as possible of the impacts of the tra n itway and 
support faciliti es on the freeway corridor . The interview 
were conducted with developers of various project along the 
I-45N freeway corridor. 

ZONE OF INFLUENCE 

The zone of influence or "impact area" is commonly an area 
of a pecified dimension inside which may occur land use 
impacts as a result of a rran portation improvement. For thi 
small-s.cale study a djscance of one-quarter mile was cho en 
as the limit fo.r the impact area of all · tudy I cations. Thi 
distance was chosen in order to maintain consistency with 
prior rail and rapid transit impact studies. The one-quartcr­
mil distance has become somewhat of a standard definition 
for the zone of influence of transit improvements and is con­
sistent with the general approach used in numerous other 
impact studies (10, 14, 15). 

Beca use of funding limitation a more rigorous and desir· 
able experimental design could not be applied. Future re earch 
in thi area might include investiga tion of larger areas as we!J 
as a control site . 

RESULTS 

The North Transitway or A VL, is a one-lane reversible 
authorized bus and vanpool facility located in the median of 
I-45N, known locally as the North Freeway . Implementation 
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of the project was divided into four phases , in conjunction 
with freeway improvements, as can be seen in Figure 2. Phases 
I and II extend 9.1 miles from the Houston CBD at Franklin 
Street to North Shepherd Drive. This portion of the construc­
tion replaced Houston's contraflow lane with a physically sep­
arated transitway. Phase I construction began in 1983 and , 
upon completion of Phase II, became operational in May 
1985. Phase III will extend the transitway 5.0 miles from North 
Shepherd Drive to Beltway 8, known locally as the North 
Belt, with Phase IV continuing the lane an additional 5.6 miles 
from North Belt to FM 1960. Phase III construction currently 
is under way with an estimated completion date of early 1989. 
Construction of Phase IV currently is planned to begin in 1990 
and should be completed by 1994. 

The entire 20-mile transitway improvement is a joint project 
between the Texas State Department of Highways and Public 
Transportation (SDHPT) and the Metropolitan Transit 
Authority of Harris County (METRO). Financial assistance 
for the median facility and the interchange ramps is being 
provided by the FHW A and UMT A. 

The I-45N corridor is one of Houston's more heavily trav­
eled corridors and is bordered by significant residential and 
commercial activity . The facility serves the CBD, the Greens­
point Development at Beltway 8, the Houston Interconti­
nental Airport, and a number of residential areas and devel­
opments (e .g., the Woodlands, Spring, and Conroe areas). 

For the sake of brevity , the results presented in this paper 
focus on one of the seven study sites-the North Shepherd 
park-and-ride lot . The North Shepherd site possesses similar 
characteristics to the other sites, and the results here are 
representative of the findings at the other study sites. 

Tables 4 through 6 present parcel data for the North Shep­
herd park-and-ride lot impact area from the Cole's City Direc­
tory . The data cover the years 1973 through 1986, with years 
1973 through 1980 comprising the before period and years 
1981 through 1986 comprising the after period . Parcels along 
three roadways in the impact area-North Shepherd Drive, 
Veterans Memorial Drive, and the I-45N freeway-are pre­
sented. Figure 3 indicates the location of these streets in rela­
tion to the park-and-ride lot, as well as the general location 
of the parcels monitored for this study. Table 4, which pre­
sents land use information for parcels along I-45N, indicates 
that land uses along I-45N have been and remain exclusively 
of a commercial nature . This feature is quite natural and 
would be expected along most if not all interstate roadways 
in the Houston area. The data also indicate that there has 
been an increase in the number of commercial land uses 
throughout the study period until 1985, when a modest decline 
took place. This particular characteristic is most likely tied to 
the overall economic growth and mid-1980s economic decline 
during the study period. There is no evidence of any influence 
on these land use changes by the transitway or the park-and­
ride lot. 

Table 5 and 6 present land use information for parcels along 
North Shepherd Drive and Veterans Memorial Drive, respec­
tively . Table 5 indicates that land uses have changed from 
being evenly distributed between residential and commercial 
uses in the early years of the study period to overwhelmingly 
commercial uses by 1986. As can be seen in Table 5, com­
mercial uses that started at, roughly, a 50 percent level grad­
ually grew to represent roughly 70 to 75 percent of the impact 
area land uses by the end of the before period. The after 
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FIGURE 2 North (l-45N) Freeway Transitway (16). 

period has seen commercial use grow from an 80 percent level 
to a 95 percent level by the latest available data. All of the 
residential u e that existed during the before period had 
become vacant or changed uses by the latcsl study year. Over 
72 percent of the co1m11ercial uses that existed during the latest 
tudy year pr viously had been vacant sometime in the stud y 

period. The ·e fact indicate that the change in the character 
of the area may have been controlled more by developmental 
influence than transportati n influences. 

The trend of gradual elimination of residential uses and 
i11cremental increases in commercial u es appears to be fairly 
typical of land u e change· along arterial roadway in areas 
that grew increasingly urban in nature a Houston' ec nomy 
grew. Like the ituation along the North Freeway, the land 
use changes along North Shepherd Drive are more likely a 
result of tbe economi.c growth of tile area and appear not Lo 
hav been influenced by the location of the trnnsitway or park­
and-ride lot. 

Tab! 6 details land use changes of parcels along Veterans 
Memorial Drive. The data indicate that there has been a 
gradual reversal of dominant land uses throughout the study 

period . The table shows only one parcel that hanged land 
uses within the study period and involved residential uses 
changing to commercial uses, and it shows as well that both 
original residential u es that existed in the before period had 
become vacant by the latest yea r of stu ly. Additionall y, 80 
percent (four of five) of the commer ial u-e that r · mained 
in exi tence during the latest year f the study origi nally were 
vacant parcels. One land use change that of Parcel Number 
47, might repre ent a partial impact of the park-and-ride I l. 
T he impact may have re ulted from the fact that thi parcel 
i I cated immediately outside the park-and-ride lot, and the 
busine . on thi. parcel-auto repair- i fa nature that could 
benefit from being located adjacent to such a facility. How­
ever the overall increase in c mm rci al land u ·es from 1973 
until 1985 as well as the decline from 1985 to 1986 more likely 
i influenced by the economic conditions of the Houst n area 
during the study period . 

In addition to the one possible site of potenti al park-and­
ride lot land use influence al ng Veteran Memorial Drive 
identified through ole's ity Directo1y. two other Veterans 
Memorial sites identified through ite vi it , how potential 
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TABLE 4 NORTH (I-45N) FREEWAY LAND USE DATA (1973-1986) 

Parcel Land Use and Year 
Number 73 74 75 76 77 78 79 80 81 82 83 84 . 85 86 

26 CM x x x x x 
27 CM x CM x x x x x CM 
28 CM 
29 CM x 
30 CM 
31 RS x x x 
32 CM x x x x x x x x x x x x x 
33 CM x x x x x x x x x x x x x 
34 CM x x x x x x x x x x x x x 
35 CM x x x x x x x x x x 
36 CM 
37 CM x x 
38 CM 
39 CM x x x x x x x x x x x 
40 RS 

41 CM x x x x x x x x x 
42 CM C"4 x x x )( x x y 

% CM/RS 53/47 57 /43 47 /53 59/41 76/24 79/21 76/24 68/32 81/ 19 83/1 7 93/7 94/6 94/6 95/5 

CM= Commercial Land Use 

RS= Residential Land Use 
X = Continuance of Previously listed Use 
Blank = No Occupant 
Note : All parcels within zone of influence . See Figure J , 

TABLE 5 NORTH SHEPHERD LAND USE DATA (1973-1986) 

Paree l 
Number 73 74 75 76 77 78 

1 CH x x x x x 
2 CM 

3 CM x x x x x 
4 CM CM x 
s 
6 
7 CM x x x x x 
8 
9 CH x x x x 

10 

11 
11 
13 CH 

14 CM 
15 
16 
17 

18 
19 CM x 
20 

21 CH 

22 CM x x x x x 
23 CM 

24 
25 CM x x x x x 

% CM/RS I 00/0 100/0 100/0 100/0 100/0 100/0 

CM= Commercial Land Use 

RS = Residential land Use 
X::: Continuance of Previously Listed Use 

Blank = No Occupant 
Note: A 11 pa rce 1 s within zone of influence 

land use impacts of the park-and-ride lot. Because the e sites 
are located on either side of the initially identified site (just 
outs ide the park-and-ride lot) and are engaged in a imi lar 
business (automobi le ervice) it is felt that they may also 
repre ·ent possible land use impacts of the North Shepherd 
park-and-ride lot. 

Tables 4, 5, and 6 show that the imp·act area of the North 

Land Use and Year 

79 BO 81 82 83 84 85 86 

x x x x 

x x x x x x x x 
CM x x x x x x 
CM 

CH 

x x x x x x x x 
CM x x x x 

CM x x x x x 
CH x x x x 

CM x x 

CH x x x x x x x 
CH x x x 

CM x x 
CH x x 

CH x x x x x x x 
x x x x x x x x 

x x x x x x CH 

CM x x x CM 

x x x x x x x x 
100/0 100/0 100/0 100/0 100/0 100/0 100/0 100/0 

See Figure 3 . 

Shepherd park-and-ride lot has become dominated by com­
mercial land uses. The data suggest that over the length of 
the study period, particularly after 1980, the character of the 
area began to change, resulting in large numbers of residential 
land uses becoming vacant and commercial uses appearing in 
areas that previously had been vacant. However, other than 
the three automobile repair establishments, there is little direct 



TABLE 6 VETERANS MEMORIAL DRIVE LAND USE DATA (1973-1986) 

Pa rce 1 l and Use ll)nd Y1?er 
Number 73 74 75 

43 CM x x 
44 

45 
46 

47 
48 CM x 
49 

50 
51 CM 

52 CM x x 
53 
54 

55 RS x 
56 

% CM/RS 38/62 30/70 27 /73 

CM = Commerc ia 1 Land Use 

RS = Residential Land Use 

76 77 

x x 

CM 

CM 
x x 
x x 

RS CM 

CM 

36/64 46/54 

X •Continuance of Previously listed Use 
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evidence of any land use impact 1hat can be attributed either 
to the Nortb Shepherd park-and-ride I tor the North Freeway 
Transitway (i.e., the u e do not' appear to be of a nature that 
w uld benefit from their proximity to the park-and-ride lot). 

The interviews with I-45N freeway developers revealed that 
most of the developers generally were aware of the transitway 
and park-and-ride facilities in the area of their project. Most 
developers stated that the pres nee of the tran itway and park­
and-ride facil itie.s was not a con ideration in their deci ion 
making regarding the location timing and izing of past 
development projects. Al o, a majority of developers stated 
that the presence of the transit way did not affect their ability 
to market their d velopment. Many developer felt that the 
tran it way may benefit the area as a whole but did n t affect, 
positively or negatively their imerests . Almost all of the 
developer interviewed stated that they did not anticipate tha t 
the transilway or park-and-ride .facilities or th ex ten ion of 
the former would affect their deci ions with regard to any 
future project. 

CONCLUSIONS 

A r view of previous research and of the literature was con­
ducted in order lo determine the extent of work that has been 
performed previously in thi area. A review of operational 
tran itways in the United States and Canada focused on iden­
tifying the general design and operating characteri tics of 
transitways and the transportation and land u. e impacts these 
facilities have had (or were expected to have) on the urban 
areas in which they are located. The transportation impact 
of transit ways are well documented elsewhere. onsequently , 
this review focused primarily on the land use and development 
impacts of tran irways. 

The results of the review indicated that virtually no research 
had been conducted on the land use impacts of transitways. 
Additionally the majority of 1he transitway operators sur­
veyed indicated that no uch re earch was being considered 
in the near future . The prevailing opinion among transitway 
operator wa that given the exclusive li:ne-haul nature of 
tran itway , their land u e impact ar likely to be highly 
localized occurring around tation areas and major acce 
points. Preliminary evidence from Ottawa 'ugg st that these 
localized developments may be substantial. Howeve r tran ·it 
.u e in Ot1awa is the highest for all bu -only y tern · in North 
America and experience there may not be repre entative of 
the potential development impacts of tran it way . 

In a more areawide context, preliminary evidence from 
Hou ton uggests that U1e presence of a transitway may affect 
choices regarding where people live and work. This would 
seem to indicate that tran itway may induce som " hift ·' 
in development and settlement patterns instead of generating 
entirely new development. 

The conclusion drawn from the .Houston developer inter­
views is that neither the North (I-45N) Freeway Transitway 
nor its support faci li ties have influenced land u e or devel­
opment decisi.on over the last 7 year ·. Interviews with BD 
developer might prove more significant in that this type of 
facility may not influence land use in areas paralleling the 
facility as one mighl initially expect. T he influence may be 
more readily fe lt where the service is apparent - that i , at 
the delivery end of the "pipeline." 
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The results of this limited analysis, although preliminary in 
nature, indicate that while the HOV priority treatments 
implemented in the Hou ton freeway corridors may have pro­
duced ub tantial improvement in corridor capacity, Lhe land 
use impact of the HOV treatments have been relatively in ig­
nificant. The pecific site detailed in thi pre entation certainly 
follow thi pattern. Only three parcels within the North Shep­
herd park-and-ride lot impact area ·flowed any change in land 
use that may have re ulted from the HOV facilitie · . However, 
study areas in the corridors surveyed have sub tantia l amounts 
of undeveloped land , and it may prove necessary to wait until 
the tran itway and ass ciated upport facilitie become fully 
operational before a m re definitive ass ssment of land use 
impact will be po Ible. ontinued monitoring of land u ·es 
and completion of the developer interview portions of the 
re earch . hould provide a reasonable a se ment of th poten­
tial land use impacts of the Houston transitway system. 
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