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PROCESSING STATUS:
1. DRAFT Framework Circulated to Members and Experts Panel of the TOD Task Force on 29.06.2010.
2. DRAFT TOD Policy Framework and Scope of Work for the first TOD Project was circulated to Members and Experts Panel of the
TOD Task Force on 29.06.2010.
Status: Feedback and details regarding the scope of work, survey data requirements and methodology for the PTAL Analysis was
received from RITES on 02.08.2010.

3. Transit Oriented Development (TOD) Road Map was presented to 24th Governing Body under Chairmanship of Hon’ble LG on
25.06.2010.
Decisions:
The proposed TOD Road Map was approved in principle with following observations:
i) The Pilot study/project for Anand Vihar to be taken up immediately and the draft TOR to be finalized and processed for
appointing consultants.
ii) Master plan additions and revisions required are to be further detailed and discussed with members and experts in the
TOD Task Force and recommended to the Governing Body.

4. TOD Principles and DRAFT Framework were presented to 23rd Governing Body under Chairmanship of Hon’ble LG on
21.05.2010.
Decisions:
i) TOD Planning Principles have already been accepted/agreed by the Governing Body. Follow up actions for translating
Planning Principles into specific policies and projects with definite timeline need to be taken up immediately.
ii) A TOD Task Force jointly under the Commr.(Plg.)DDA and Commr.(Transport) is to be formed immediately in order to take
up the following:‐
 Identify various issues and methodologies to be taken up as part of developing a comprehensive Transit Oriented
Development Policy for the city.
 Identify/ initiate various actions for taking up Pilot Projects along MRTS corridors and around MRTS stations
/Integrated Passenger Terminals in Anand Vihar, Sarai Kale Khan & Sect.21, Dwarka, etc. for implementation.
 Formulating any required modifications in the Master Plan/policy review to accommodate development under TOD
proposals
iii) UTTIPEC to be strengthened with required manpower having professional Knowledge /experience to be able to access
and learn from best practices around the world.
iv) All the necessary budgetary support to be provided to the centre for In‐house Capacity Building with latest available
technology and manpower.
v) Video conferencing facilities to be provided at the Conference Room immediately

5. TOD “Concept and Principles” Presentation at Raj Niwas in April 2009, which was approved for being taken up immediately by
UTTIPEC as a policy direction, along with taking up of Pilot projects.
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TOD Policy and Implementation Framework for Delhi

1. Context for TOD in Delhi:
Inspite of Delhi’s recent investments in Public Transport Systems including a world class Metro and a pilot BRT system,
current lack of Connectivity to Stations, abundant subsidized parking space as well as a general lack of safety for
walkers and cyclists in the city, has compromised the use of public transportation as the preferred mode of travel in
Delhi.
In addition, the past auto‐centric planning of the city with segregated landuses, large unwalkable block sizes, large
R/Ws with encroached footpaths, rampant construction of flyovers and cloverleafs within city limits, and auto‐oriented
urban design – has led to the city becoming increasingly private‐vehicle dependent, making life even more difficult for
public transport users.
This has led to Delhi having more cars today than the total cars in the states of Maharashtra, Tamil Nadu, Gujarat and
West Bengal. Delhi is already at the second highest level of air pollution in the world (by particulate matter). 70% of this
air pollution in the city comes from Vehicles.
In this alarming situation, it is imperative that a rapid paradigm shift is undertaken in order to move people from
private vehicles towards the use of public transportation.
The aim of this paradigm shift is therefore ‐ to make it easier, safer, faster and more convenient for people to use public
transportation so that maximum number of people are incentivized to leave their cars at home and shift to the use of
public transport. Only then can the desirable modal split of 80‐20 (public‐private) be achieved as envisioned in the
Masterplan of Delhi 2021.

2. Definition of TOD in Delhi
Transit Oriented Development (TOD) is essentially any development – macro or micro
– that induces people to prefer the use of public transportation.
The Primary Goals of TOD are to:
 Reduce private vehicle dependency and induce public transport use – through design, policy &
enforcement measures.
 Provide PT access to the maximum number of people through densification and enhanced
connectivity.
Transit‐Oriented Development (TOD) is generally characterized by compact, mixed use development near
new or existing public transportation infrastructure that provides housing, employment, entertainment and
civic functions within walking distance of transit. Pedestrian‐oriented design features of TODs are essential
to encourage residents and workers to drive their cars less and ride public transit more. TOD can also be a
significant source of non‐farebox revenue for the participating transport agency.

3. Goals and Potential Benefits of TOD in Delhi:
a.

Help achieve the MPD‐2021 targeted 80‐20 modal shift in favour of public transportation.

b.

Make public transport the preferable mode of transportation by making it easily accessible, efficient,
reliable and safe for maximum number of people.

c.

Promote social equity through equal and safe access to public transportation for all.

d.

Help achieve Clean‐Air Quality Targets for Delhi.

© UTTIPEC, Delhi Development Authority, New Delhi. Nov 2010

Page 4 of 16

e.

Provide a variety and high‐density mix of housing, employment and recreation options within
walking/cycling distance of each other and of MRTS stations ‐ in order to induce a lifestyle change
towards healthier living and better quality of life.

f.

Help reduce the severe housing deficit by providing affordable housing stock within accessible
distance of public transport and amenities, through redensification.

g.

Provide savings in public money through reduction of investments in physical infrastructure like
additional roads, piping/cabling costs, as well as large savings in the time‐cost currently lost in traffic
congestion.

h.

Utilize the induced private‐sector investment near MRTS nodes to provide funding for public transport
improvements as well as provision of social amenities.

i.

Help save environmentally sensitive lands and virgin lands through high‐density compact
development.

Benefits to the People:
Opportunity to walk/ cycle to a fast, convenient, safe and affordable Public Transport mode.
Equity of access to Transit and other amenities to all sections of society.
Reduced dependency of private car reduces air pollution.
Opportunity to meet the housing deficit/ needs with minimal public investment.
Opportunity to utilize private investment for funding of public facilities/ infrastructure/ affordable housing.
Potential to generate long term funding for participating public transport agency.
Opportunity to conserve environmentally sensitive/ virgin lands through compact development.

•
•
•
•
•
•
•

Benefits to Transit Owning Agency:
Increased ridership due to more population living/working within walking distance.
Value Capture for long term funding & maintaining public transportation system.

•
•

Benefits to Land, Road & Service Owning Agencies:
•
•
•
•
•

Potentially increased revenue from land within TOD “influence zone”.
Potential for long term funding/ maintenance of streets, parks, public spaces.
City level reduced infrastructure costs (reduced length of roads, pipes, cables, tunnels, etc.)
Increased feasibility for sustainable decentralized physical infrastructure.
Increased shared social infrastructure facilities.

4. Masterplan Goals and Provisions for TOD-related policies:
The Masterplan of Delhi 2021 clearly outlines its goals for redensification and redevelopment of areas within
500m catchments of MRTS Stations, in order to accommodate the city’s future housing and employment
demands within the catchments of MRTS corridors.
The following MPD Goals may be achieved through Transit Oriented Development:
• Population & Employment Targets
• Affordable Housing Needs
• Optimum Utilization of Land
• Efficient & prioritized Public Transportation
• Reduce air & noise Pollution
• Meeting the Housing Deficit & Demand in a time bound manner
• Provide adequate and Equitable access to Infrastructure
• Better safety & security, & Quality of Life.
• Public Participation and time bound implementation.
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Following are some of the important excerpts from the MPD‐2021:
12.4.1 SYNERGY BETWEEN TRANSPORT AND LAND USE
The concept of the Master Plan for Delhi 1962 was based on a poly‐nodal, polycentric, distribution of work
centres, largely based on road transport nodes. A major fall‐out of this has been distortion between
infrastructure, transport and land use.
To achieve spatial balance, development should take place according to new corridors of mass movement. This
has implications in terms of land use planning along major transport corridors and the Mass Rapid Transport/
Transit System. This would not only help to solve, to some extent, the enormous problems of mass
transportation, but would also generate a dynamic potential for growth and employment.
3.3.1. REDEVELOPMENT STRATEGY
The target areas for redevelopment will have to be identified on the basis of their need for up‐gradation and
potential for development. Redevelopment Schemes will be prepared by the respective local body / land owners
/ residents. The concerned local body should promote private land owners to take up assembly and
redevelopment of a minimum area of 4 hectares. Some of the areas identified are:
3.3.1.1. PLANNED AREAS
A. Influence Zone along MRTS and major Transport Corridor Growth of Delhi over the years has been on the
ring and radial pattern with reliance on road based public transport. The development envisaged by the
previous Plans was poly nodal with hierarchy of Commercial Centres located either on ring or radial roads. The
proposed MRTS network will bring sizable urban area within walking distance from the proposed stations. This
will have an impact on the existing structure of the city and consequently its development. This changed
scenario provides opportunities for city restructuring and optimum utilization of the land along the MRTS
corridors. In this process, a sizable proportion of the additional population with requisite facilities and
employment can be absorbed along these corridors.
3.3.2 GUIDELINES FOR REDEVELOPMENT SCHEMES
The basic objective of redevelopment is to upgrade the area by implementing specific schemes on the basis of
existing physical and socio‐economic conditions in the following way:
(i)

Influence Zone along MRTS Corridor and the Sub‐Zones for redevelopment and renewal should be
identified on the basis of physical features such as metro, roads, drains, high tension lines and control
zones of Monuments / Heritage areas, etc.

(ii)

The residents / cooperative societies/ private developers should get the layout and services plan
prepared in consultation with the concerned authority for approval.

(iii)

Within the overall Redevelopment / Regularisation plans, building plan approval shall be at following
two stages:
(a) Planning Permission for an area of around 4 Ha. This permission may not be required in case
an approved layout / Redevelopment / Regularisation plan exists.
(b) 1. Cluster Block for a minimum area of 3000 sq.m. The owners should pool together and
reorganise their individual properties so as to provide minimum 30% of area as common
green / soft parking besides circulation areas and common facilities.
2. Individual buildings shall be given sanction by the concerned authority within the
framework of cluster block approval.
(c) The norms of Group Housing with respect to ground coverage, basement, parking, set backs
etc. (except FAR) shall be applicable.

(iv)

Amalgamation and reconstitution of the plots for planning purpose will be permitted.

(v)

To incentivise the redevelopment a maximum overall FAR of 50% over and above the existing
permissible FAR on individual plots subject to a maximum of 400 shall be permissible. Higher FAR shall
however not be permissible in redevelopment of Lutyens Bungalow Zone, Civil Lines Bungalows Area
and Monument regulated Zone.

(vi)

In case of plots with service lanes, the lane area may be included in the scheme. However, no FAR /
coverage will be granted and the area shall be used as public area.

(vii)

The standards of housing density, minimum width of roads and community facilities can be relaxed,
wherever justified, by planning considerations (e.g., pedestrianization of the area).
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(viii)

The Public and Semi‐public uses and services like hospitals, dispensaries, colleges, schools, police
stations, fire stations, post offices, local government offices, parking etc. shall be retained in their
present locations as far as possible and if not, relocated as part of the redevelopment scheme.
Alternative sites shall be indicated in the Redevelopment Schemes / Zonal Development Plans. Any
change or addition thereof shall be in accordance with the overall policy frame prescribed in the plan.

(ix)

Reduced space standards may be adopted for community facilities / social infrastructure for the areas
mentioned in 4.2.2.2 B sub para (ii) 'social'. The land required for any public purpose may be acquired
with the consent of the owner through issue of Development Rights Certificate in lieu of payment
towards cost of land as per the prescribed regulations. The concept of Accommodation Reservation i.e.
allowing construction of community facilities without counting in FAR may also be utilized.

(x)

Subject to preparation and approval of integrated / comprehensive Redevelopment schemes and
provision of parking and services, up to 10% of the FAR may be allowed for commercial use and 10% of
the FAR for community facilities with a view to trigger a process of self‐generating redevelopment.

(xi)

The circulation pattern should include segregation of pedestrian and vehicular traffic, entry control,
access of emergency vehicles to every block, provision of adequate parking etc.

(xii)

Appropriate levies for increased FAR, and landuse conversion shall be charged from the beneficiaries
by the competent authority as per prevailing rules / orders.

(xiii)

Urban Design and Heritage to be ensured as per the guidelines.

(xiv)

The land use shall be governed as per the Master Plan / Zonal Development Plan. The non‐residential
use will be permitted as per the provisions of the Mixed Use Regulations and Special Area Regulations.

(xv)

The planning of Physical Infrastructure shall be as per note (iv) of Table .4.2 of Chapter 4.0 Shelter.

4.1. HOUSING NEED (AND RELATION TO REDEVELOPMENT STRATEGY)
Based on the projected population of 230 lakh by 2021, the estimated additional housing stock required will be
around 24 lakh dwelling units.
It is estimated that around 50‐55% of the housing requirement would be for the urban poor and the
economically weaker sections in the form of houses of two rooms or less.
…Around 40% of housing need can potentially be satisfied through redevelopment /up‐gradation of existing
areas of Delhi.

5. Key Design Principles of TOD:
a) Pedestrian & Cycle/ Cycle‐Rickshaw Friendly Environment1
–

Engineering, Urban Design and Architectural Norms to be conducive (UTTIPEC Street Design
Guidelines are to be followed as benchmarks)

b) Efficient Public & Para‐transport System supporting MRTS:
– Provision, deployment, funding mechanisms for all modes of para‐transport and DTC
– Monitoring of Demand vs. Supply to be at par which each other… (in Delhi, Demand is always
higher than Supply)
– Prioritization of Para‐Transport modes in the traffic management and roadway design
– Multi‐modal integration such that fast and convenient interchanges are available between
modes
– Supply of a variety of mode choices for last‐mile connectivity at various prices and comfort
levels.
c)

Multimodal Interchange and Street Connectivity

2

– Fast and Convenient Interchange between modes (distances between modal changes to be as
per UTTIPEC multimodal integration and connectivity checklist)
– Signalization of junctions and exit points on road to allow safe crossings at‐grade (unless Station
opens on a ≥ 90 M highway where FOBs are allowed)
– Direct and shortest route/ access to station ‐ mandating cut‐throughs for pedestrians and NMT
though blocks above 250m in length; i.e. making smaller block sizes
1
2

Refer Section 1.8.1 of this document for details about UTTIPEC Street Design Guidelines and Approval Checklist.
Refer Section 1.8.2 of this document for details about UTTIPEC MRTS Connectivity Checklist.
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– Prioritized and closest convenient access to pedestrians, non‐motorized modes and para‐
transport modes to Station. To facilitate an interconnected Street Network, the Masterplan
Road Categorizations may need to be redefined and functions of various streets and junction
design criteria defined more clearly.
d) Mixed Land use and Appropriate Use Intensities
– Mixed convenient / community shopping uses with residential uses ‐ to reduce dependency on
private vehicle and shift all short trips from private vehicle to walking, cycle‐rickshaw or public
transport.
– Encourage transit supportive uses near stations, which are high pedestrian generators that
directly promote greater transit ridership and opportunities for multi‐purpose trips.
– Discourage non‐transit supportive uses that generate little or no transit ridership. These uses
can be problematic in that they may consume large amounts of land, result in extremely low
density development, or create environments that are “unfriendly” to pedestrians, and yet, do
not generate much ridership.
– Promote High Density Mixed‐Use Mixed Income Development – related to local contextual
demands. Density concentration and transition; the highest densities are ideally located closest
to the station to optimize transit rider convenience. Intensity of development can taper off away
from the station to create an appropriate transition and interface with the surrounding
community.
Norms for development of uses within Influence Zones will be different from MPD norms
applicable outside the MRTS influence zones.*
– Promote a range of affordable housing and market‐responsive uses customized to local context
– Ensure financial viability
e)

Placemaking – Create a safe, vibrant, comfortable urban “place”, not just a project through:
–
–
–
–
–

Mixed Land use to promote round‐the‐clock activity
Creation of climate‐sensitive streets and public spaces
Built‐to‐edge buildings and non‐opaque fences – to ensure ‘eyes‐on‐the‐street.
Building edge conditions to ensure shading of public realm
Cluster buildings to offer a one‐stop opportunity to conveniently access a variety of destinations
on foot.

Figure 1: Negative effect of Setbacks on Walkability and Public Transport usage
f)

Well Managed Parking – Discourage use of car as a feeder or a general mode of transport, provide
parking only for servicing rather than for access, provide fire access; abolish free or subsidized
parking.
– Discourage private car as feeder, park‐n‐ride only at terminal stations.
– No ‘free’ or subsidized parking to be provided in public spaces, “true” parking cost to be defined
by Market forces.
– Parking caps to be enforced in MRTS influence zones based on PTAL.
– Park‐and‐walk facilities to be employed in busy markets and residential/ mixed use areas.
– Strict enforcement of parking to be facilitated through design.
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6. Definition of the “MRTS Influence Zone”:
a) “Station Area” is the plot on which the Station stands. This is generally fully owned by the Transit Agency.
b) “MRTS Walking Influence Zone” in the zone which lies within actual 500m (6‐minute) walking distance
from MRTS Station. Properties whose entrances lie within the actual 500 m Pedshed measured along
street centre‐lines will be considered to be part of the MRTS “Walking Influence Zone”. See Figure 2.
c) “MRTS NMT Influence Zone” in the zone which lies within actual 1500m (6‐minute) Cycling/ Cycle‐
rickshaw distance from MRTS Station.
The above “MRTS influence zones” are to be plotted by calculating the actual movement distances along centre‐
lines of public roads, using the above criteria. The Centre of the Station Platform is to be used to calculate travel
distance.
The “MRTS Walking Influence Zone” (commonly called a
pedshed map) could look approximately like this:

The “TOD Influence Zones” Map could look like this:

Graphic Source: TOD Ordinance, Transit-Oriented
Development Guidebook, Neighborhood Planning & Zoning
Graphic Source: TPG Town Planning and Urban Design
Department, City of Austin
_________________________________________________________________________________

Figure 2: Plotting the Pedshed and demarcating the three TOD Zones
Note:
 Any changes made to the street network would need to be documented in the GIS database of Delhi as this may
cause a change to the TOD Walking Influence Zone. If new public alleys or pass‐throughs are added which cause
more properties to fall within the “walking influence zone”, this would be considered as a desirable change.


Development regulations relating to landuse, site development standards, urban design guidelines and parking for
properties within all 3 zones of a TOD district would need to be defined as per Section
Currently MPD‐2021 states under Section 3.3.1.1:
i. Maximum upto 500 m. wide belt on both sides of centre line of the MRTS / Major Transport Corridor (to be
identified in consultation with GNCTD) will be designated as Influence Zone which will be identified in the
respective Zonal Development Plans.
ii. Entire approved layout plan of a scheme will be included in the zone if more than 70% of the plan area falls
inside the influence zone. In case of large schemes, block / pocket boundary should be considered as one scheme
for this purpose.
The above definition of “MRTS Influence Zone” in the MPD‐2021 would need to be revised based on Section 1.6
of this document.

7. Components of TOD Policy and Guidelines:
7.1.

Street Design Guidelines and Approval Checklist.

The Governing Body of Unified Traffic and Transportation Infrastructure (Plg. & Engg.) Centre (UTTIPEC) under
the Chairmanship of Sh. Tejendra Khanna, Hon’ble Lt. Governor had adopted the “Pedestrian Design
Guidelines” for Delhi on 20.11.2009 as per the recommendation of the Working Group for immediate
implementation, enforcement and uniform adoption by all the road owning agencies.
After 6 months, a Review process involving all stakeholders was initiated. The Governing Body approved the
final revised “Street Design Guidelines” in its 27th meeting held on 25.11.10 under the Chairmanship of Sh.
Tejendra Khanna, Hon’ble Lt. Governor, as per the recommendation of the Working Group ‐ I A meeting
dated 19.11.10. The latest Approved document is available on the UTTIPEC website at the following link:
http://uttipec.nic.in/StreetGuidelines‐R1‐Feb2011‐UTTPEC‐DDA.pdf
As per the decision of Governing Body Meeting held under the Chairmanship of Hon’ble LG on 19.02.2010:
For the Roads (already) taken up for development, (or to be taken up subsequently), the adherence to
UTTIPEC Street Design Guidelines are to be checked by the E‐in‐C/ C.E. concerned.
In addition to the Design Guidelines document, an easy‐to‐refer checklist was prepared in order to facilitate
quick evaluation of projects for compliance with UTTIPEC Street Design Guidelines, downloadable from the
following link: http://uttipec.nic.in/writereaddata/mainlinkFile/File235.pdf
The Components of the Street Design Guidelines Document is as follows:
VISION
Chapter 1
Need for Street Design Guidelines
Chapter 2
Existing Frameworks – NUTP, MPD‐2021
Chapter 3
Essential Goals for Street Design
Chapter 4
Street Hierarchy of Delhi with Categorization by Function
 Suggestive Street Sections showing comparison with IRC Street Sections.
Chapter 5
Design Toolkit: Mandatory Components
1. Components of the Pedestrian only Zone (including Kerb Radii and Slip Roads)
2. Frontage Zone or “Dead Width”
3. Universal Accessibility Features/ Barrier Free Design
4. Multi‐Functional Zone with Planting for Storm Water Management
5. Bicycle and Non‐Motorized Transport (NMT) Infrastructure
6. Crossings
7. Medians, Refuge Islands
8. Street Lighting
9. Urban Utilities
10. Public Aménities (Toilets, Bus stops, Dustbins), Hawker Zones, Signage
Chapter 6
Design Toolkit: Additional Requirements
1. Traffic Calming Measures
2. Material Selection
3. Public Art, Street Furniture and Educative Signage
4. BRT Systems; Bus and HOV Lanes
Annexure I
Storm Water Management and Rain Water Harvesting in Street Right‐of‐Ways
– Sample System Design and Calculations.
Annexure II
References
Annexure III
Working Group 1‐A Members, Experts, Special Invitees and others.
Weblinks:
UTTIPEC Street Design Checklist – for Approval of Projects:
http://uttipec.nic.in/writereaddata/linkimages/5629260494.pdf
Tabular Comparison of UTTIPEC Street Design Guidelines with IRC Guidelines
http://uttipec.nic.in/index1.asp?linkid=31&langid=1
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7.2.

MRTS Connectivity and Multimodal Integration Checklist

After the first several Metro lines opened to the public, it was found that most often people trying to use the
Metro found it very difficult to access the Stations, cross roads safely or access other feeder/ connecting
modes like buses, auto‐rickshaws, cycle‐rickshaws or even barrier‐free footpaths from the Metro Stations.
To address the urgent need for integration between MRTS and Para transit modes, Pedestrian and NMT
Connectivity and interchange facilities at/ near MRTS Stations, a set of Connectivity standards in the form of a
CHECKLIST comprising of the following components was prepared by UTTIPEC. The Checklist is meant to
provide a Guideline for Road and Land Owning Agencies to take up appropriate retrofitting projects around
Metro stations, Rly. Terminals and major Interchange Nodes.
The MRTS Connectivity and Multimodal Integration Checklist comprises of indicators under the following
components:
i) Interconnected Street Grid Network
ii) Street Design
iii) Signalize Crossings
iv) Modal Interchange Locations
v) Universal Accessibility
vi) Parking
vii) Location and Quality of Facilities outside Station premises
viii) Way finding, Information Maps.
ix) Building Entry Locations
x) Public Transport Demand‐Supply Evaluation
The Checklist was approved as per the recommendation of WG‐1A in the 22nd Governing Body Meeting held
under the Chairmanship of Hon’ble LG on 16.04.2010.
The MRTS Connectivity and Multimodal Integration CHECKLIST is downloadable from the following link:
http://uttipec.nic.in/writereaddata/mainlinkFile/File237.pdf

7.3.

TOD Typologies for Delhi with definitions and functional criteria –
based on local character, context and function

Based on local context and needs, and an urban planning/ design analysis, a TOD Typologies Map would be
prepared for the entire city, starting with each corridor taken up for study/ implementation.

Figure 3: 6‐minute walking radii from MRTS
stations overlaid on MPD‐2021

Figure 4: Example of TOD Typologies developed for Denver TOD Strategic Plan
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Figure 5: DRAFT Template for development of TOD‐based Urban Development Typologies for Delhi

7.4.

Urban Development Code based on TOD Typologies.

Development Norms for MPD landuses provided within MRTS influence zones would be different from the
Standard applicable building bylaws. The Codes and Building Bylaws may need to be restructured into three
distinct sections under "Procedure Byelaws", "Performance Byelaws" and "Planning Byelaws", which need to
include the following aspects:
The first DRAFT of the TOD Urban Development Code is under preparation as part of the TOD Project being
undertaken by UTTIPEC for the Anand Vihar ‐ Yamuna Bank Corridor.
The following components are envisaged to be part of this Urban Development Code:
(i)

Maximum Block‐size regulations to be defined within TOD zones to ensure walkability,
safety and connectivity.
(ii) Block‐level Mixed use Typologies to be suggested
(iii) Boundary walls to be prohibited. Fences may be allowed as per design guidelines and
maximum perimeter limits.
(iv) Minimum Setback requirements to be abolished and replaced by:
a. Daylight access regulations
b. Parking access regulations
c. Fire‐access regulations.
(v) Minimum Ground Coverage and minimum Frontage requirements to be set
(vi) Open Space Design Criteria and suggested Typologies:
a. Usable Open space design through sizing and enclosure
b. Ecological design for natural stromwater management.
c. Working landscapes as per (v)
(vii) Site Level Environmental Design Criteria:
a. Decentralized infrastructure to be made mandatory and incorporated in
the design proposal from conceptual stage ‐ to ensure long term
sustainability and resource efficiency.
b. Energy Conservation techniques like Orientation, Natural Ventilation,
shading, daylighting and other low‐cost techniques to be mandatory.
Appropriate Codes to be selected for adoption.
(viii) Redevelopment Criteria and minimum project size criteria to be redefined. (for example, 4
Ha may not need to be the minimum redevelopment proposal size, in order to encourage
more cooperative based small scale redevelopment and redensification)

The above TOD‐based Codes would be customized for three different contexts:
1.

7.5.

TOD in built‐up areas where Infill is possible

2.

TOD in built‐up areas where Redevelopment is possible

3.

TOD in Urban Extension where Greenfield development is possible.

Parking Management Policy for Travel Demand Management (TDM).
Principles of UTTIPEC Parking Management Policy:
i)

Private Vehicle must be parked on ‘a fully‐paid rented or owned’ Space.

ii) Parking Management is to be used as a demand management tool – to decrease use of
private vehicles and thus reduce overall demand of parking, and shift travel to public
transport, para‐transport & non‐motorized modes. A majority of all trips made in Delhi
are short trips which can easily be made on these alternate modes.
iii) Parking is a consumer commodity, not a legal right. No subsidized parking is to be
provided in public spaces. User must pay full cost of parking facility based on land
opportunity cost, capital cost, O&M costs and temporal demand.
iv) Spaces already designated for parking must be utilized to highest efficiency and financial
viability. New parking facilities may be developed as a multi‐use shared amenity, to
increase efficiency in use of space, time and finances.
v) To ensure accessibility to maximum number of people, parking for para‐transport / feeder
modes is to be prioritized and subsidized. In areas designated for private parking, short
term parkers must be prioritized over long‐term parkers, in order to maximize turnover
and enable economic vibrancy.
Benefits of Parking Management as a Travel Demand Management Tool:
a) Air Quality Improvement
b) Social and Economic Cost of Accidents
c) Reduction of Traffic Congestion
d) Increase in modal share in favour of public transport to achieve MPD‐2021 target of 80‐20
e) Meeting TOD goals
f) Financial and Social benefit to Govt, local neighbourhoods and city at large.
A THREE‐TIER Parking Management Framework is proposed for Delhi:
TIER‐I:

Design‐based Parking Management Strategies:
A. Enforcement policies aided by Design and Technology
i. Policies for Parking Management Agency (MCD)
ii. Policies/ Actions for Enforcement Agency
iii. Policies/ Actions for land‐owning Agencies
iv. Actions for Policy Making Agency (UTTIPEC)
B. Reclaim street space, especially footpaths and cycle‐tracks, from car parking.
C. “Parking and Pedestrianization” to go hand in hand, provide “Park Once‐and‐Walk”/
“Park Once and Ride” / Shared Parking options.
D. Differentially provide for “Short‐Term” and “Long term” Parking of private modes,
including private buses, cars, 2‐wheelers, cycles, etc.
E. Provide “Short‐Term” and “Long term” parking for public/ para‐transport modes,
including public buses, cycle rickshaws, auto‐rickshaws, taxis, etc.
F. Unbundle of Parking and Provide Shared Facilities
G. Curb Spillover Parking Impact of large commercial or public facilities.
H. Mandatory % of parking for cycles, 2‐wheelers and shuttle buses as part of ECS
requirements for all buildings/projects.
I. Park‐and‐Ride Facilities for private modes ONLY at Terminal MRTS Stations or major
Multimodal Interchanges
J. Single Agency should manage all parking locations in the city. Users should have
access to information on parking sites in public domain.
K. Traffic Impact Assessment to be part of all EIAs
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TIER‐II:

Pricing‐based Parking Management Strategies:
L.
M.
N.
O.
P.

True Pricing of Parking
Variable Time‐based Pricing, as per market demand
Parking Benefit Districts
Curb Spillover Parking Impact
Unbundling of Parking Costs from Properties and provision of consolidated shared
parking options
Q. Coordinated Off‐Street and On‐Street Pricing (customized to commercial and
residential areas)
TIER‐III:

TOD‐based Parking Management Strategies:

R.

Provide parking caps in TOD Zones based on PTAL and/or distance from MRTS
Stations.
This is in addition to the overall pricing criteria to be implemented as part of Tier‐II
Strategies.
S. Substantially replace ECS with cycle, para‐transport and HOV parking in high PTAL
zones
T. Cycle, para‐transport and HOV Parking to be mandated as part of ECS requirements.
U. Enlist non‐permissible uses within the TOD zones – that are car‐dependent and non‐
ridership generating, consume large amounts of land, result in extremely low density
development, or create environments that are “unfriendly” to pedestrians.
V. Encourage transit supportive uses near stations, which are high pedestrian generators
that directly promote greater transit ridership and opportunities for multi‐purpose
trips.
W. Shared Parking Facility Standards
X. All TIER‐I and TIER‐II Strategies continue to apply in TOD Zones
Y. Incentivize Employer Based TDM Strategies

7.6.

Integrated Landuse-Transport Integration Strategy (as per NUTP)

Using the CUBE Transport model developed by RITES/ GNCTD, Test the following scenarios/ policies that
would help achieve the overall Masterplan Goals for Mobility (modal split 80‐20), Affordability, Housing and
Livability.
The following important inferences can be drawn from a combined landuse‐transportation modeling process:
i)

Capacity of “MRTS Influence Zones” to accommodate a majority of future population and
employment targets for Delhi through redevelopment and redensification along MRTS corridors.


Current MPD norms specify only Max. FAR along the “influence zone” corridors. Various
densities can be tested within this FAR ‐ to test achievement of city level urbanization
targets.

ii) Prioritization of areas where redevelopment or new development (in urban extension areas) is
required first.
iii) Positive impacts of mixed use and densification on internal trip capture as well as overall transport
demand model for the city.
iv) Impact of various Parking Policy scenarios on Public Transport Demand.
v) Impact of smaller block sizes and increased Street Network/ Connectivity on internal trip capture
and overall walkability and transport demand model of the city.
vi) Impact of matrix of TOD strategies on Air Quality, Water Quality and Virgin Land Consumption
within NCT.
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Urban Sprawl Scenario:
Low‐density development; More Agricultural and
ecological lands destroyed.

Transit Oriented Growth Scenario:
Compact Development; More PT ridership, More
Ecological land preservation.

The above Example (Austin 2030 Growth Projections) show how the same amount of Population and
Employment targets can be accommodated in the city – but in two different approaches.

8.

Implementation Strategy:
8.1.

a)

Identification of Roles for various implementing agencies:

Component in order of
provision
Efficient MRT System

Related Policy documents/
Guidelines

Primary Role:

 National Urban Transport Policy;
 Transport Demand Forecast Study
– GNCTD
 Service Level Benchmarks (SLB) for
Urban Transport – MoUD

Railways.
DoT‐GNCTD;
DMRC

Allied
Agencies
DDA

Funding
Multiple
sources
required

b)

Pedestrian and Cycle/
Rickshaw friendly
urban design

 IRC; NUTP; MPD‐2021;
 UTTIPEC Street Design Guidelines.
 NBC

Road Owning
Agencies

Traffic
Police

Road
Construction
Funds

c)

Connectivity &
Multimodal
Interchange

 UTTIPEC MRTS Connectivity
Checklist;
 Service Level Benchmarks (SLB) for
Urban Transport – MoUD

DDA;
Traffic
Police

No special
funding
required

d)

Placemaking

 MPD‐2021;
 UBBL;
 Urban Design Code ‐ Yet to be
prepared.

Road Owning
Agencies; DDA;
MCD;
All Transport
Agencies.
DDA; MCD

Road
Owning
Agencies

No special
funding
required

e)

Getting the Landuses
and Intensities Right

DDA; MCD

Public &
Private
Sector

Funds can be
generated for
cross‐subsidy

f)

Well Managed Parking








DDA; MCD

Traffic
Police

Funds can be
generated for
cross‐subsidy

MPD‐2021;
UBBL;
NBC
MPD‐2021;
UBBL;
NBC

8.2.

Masterplan Revisions for 2012 Review Process.
Summary of MPD‐2021 revisions or additions required to achieve Transit Oriented Development in
Delhi as arrived at after completion of para 7.

8.3.

Initial Demonstrative Projects
i) TOD in already Developed areas
– Anand Vihar ‐ Laxmi Nagar corridor
ii) TOD Projects prioritizing government lands
‐ e.g. Indraprasta, Rajinder Nagar, Lodhi Road?
iii) New TOD in Urban Extension Areas

8.4.

TOD Planning Process for Local Area Planning (LAP).

Each identified TOD will have a Station Area Plan (SAP) for the purpose of creating a “development vision
and plan” tailored for each district. A SAP will contain a land use strategy, urban design standards, and zoning
recommendations to realize the vision, developed through an awareness and participatory planning process
(LAP).
SAP’s should be oriented towards the future but based in reality and financially feasible, be responsive to
citywide goals and market forces, while being reflective of TOD principles.
The specifics of site design and layout developed during the SAP process will speak to the unique
characteristics of each site and its surroundings and the role it plays within the larger context. Some districts
are surrounded by undeveloped land while others are adjacent to established neighborhoods. As such, a key
principle of TOD is to create plans that are sensitive to their surrounding environment.
Future individual development projects within each TOD would need to be compatible with the vision,
spatial framework and development code created during the SAP process. In other words, even though
development and/or redevelopment may occur on a parcel‐by‐parcel basis, there will be a plan in place to
serve as a guide and provide an understanding of what developers should work towards in a particular TOD
district. Projects that have the SAP vision as their foundation are more likely to be good places conducive to
the surrounding community.
Each station area plan:
a) Will prescribe a desirable street, pedestrian and NMV network
b) Will establish non‐permitted and conditional uses.
c) Will stipulate requirements for street, streetscape and other public area improvements
d) May amend the spatial location of the walking and cycling zone through modifications in street networks.
e) Will include a housing affordability analysis and feasibility review that describes potential strategies for
achieving housing affordability goals.
The purpose of this market assessment is to ensure that station area plans are realistic from a market
perspective and attract private sector investment, and are socially and contextually sensitive to local
needs at the same time.
The affordable housing study is necessary to identify public and private sector strategies to achieve
housing affordability goals within the areas covered by the station area plans.
f) Will include an analysis of the need for public parking, if any
g) May include consideration of public spaces and utilitarian civic art in or near transit stations
h) Must be integrated with the Local Area Planning Process being carried out by MCD. A summarized set of
Guidelines are to be provided to MCD by UTTIPEC for the suitable integration of TOD‐based Station Area
Planning into the LAP process.
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