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As part of a neighborhood planning effort, the Town of Canton, with
extensive input by local residents, business owners, and other stakeholders,
have come together to develop a future vision for the area. The work builds
upon Canton’s recently completed Master Plan and incorporates analyses
of existing conditions, opportunities, and challenges the neighborhood faces.
Most importantly, the plan incorporates the thoughts of the community itself
to articulate the vision. This plan’s recommendations aim to ensure future
development and public realm improvements support that vision.

EXECUTIVE SUMMARY

WHAT KIND OF NEIGHBORHOOD DO WE WANT?

1

EXECUTIVE SUMMARY

Through this public engagement process, an
updated vision and associated principles were
developed that emphasizes:

particular the existing regulatory framework (i.e.,
zoning) was critical in developing the report’s
recommendations.

•

A vibrant neighborhood that is both
welcoming and affordable across a range of
incomes.

•

New types of development that introduces
high quality design and meets the needs of
existing Town residents and future ones.

A detailed description of the process, primarily
through interactive community forums and
associated online surveys, provides further details
and nuance to the vision. This process developed:
•

The vision statement and associated principles.

•

Preferred visual imagery for buildings,
open spaces, and streets appropriate to the
neighborhood.

•

A neighborhood that is safe and comfortable
to walk and bike.

•

A distinct sense of place that connects
•
seamlessly with the downtown and Paul Revere
Heritage site.

•

An area that transitions in scale from the
existing single family neighborhoods to higher
scale development towards the station.

The Canton Junction plan describes in further
detail the vision, process, and recommendations to
help achieve the future the community wants for its
neighborhood.
The plan begins with a discussion of the
neighborhood context and link to the recently
completed master plan. It then delves further
into existing conditions, which help frame the
context and also helped inform community
input. Understanding the existing conditions, in
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A conceptual plan that illustrates examples
of how portions of the neighborhood could
redevelop in the future and conform to the
vision.

The conceptual plan introduces a number of
new building types to the area, ranging from
additional housing types (e.g., townhomes) to
mixed-use development. The plan used potential
zoning and other assumptions to gain insight
into the amount of likely development, parking
requirements, and other impacts.
To further test the effects of potential rezoning
and associated development, the plan includes
two additional analyses. First, a fiscal impact
analysis test the various developments’ effects on
municipal finances. The effects of the potential
redevelopments ranged from essentially break-

even to highly positive. Second, a high level
financial feasibility analysis was performed for
a site on a portion of the MBTA lots. Because of
the probable need to replace existing commuter
spaces by constructing a garage, redevelopment
costs are extremely high. To be financially
feasible, there would likely need to be some
mechanism to defray the cost.
The Implementation section provides
recommendations to help achieve the vision.
Zoning is one of the most important tools a
town has at its disposal to help shape future
development. Unfortunately, this area is zoned in
a way that is not conducive to achieving the vision.
As such, the focus of the recommendations is on
developing appropriate zoning.
There are numerous ways that the area could
potentially be rezoned. MAPC recommends
creating new base zoning that is conducive to
the vision. The pros and cons of the alternative
zoning methods are included.
The new zoning district would provide an
opportunity for a range of uses and densities.
These uses would transition from more intensive
(e.g., mixed-use development with ground-floor
commercial space with residences above) located
closer to the station, to smaller commercial and
residential uses (e.g., towhomesor small-lot single
family homes) adjacent to existing single family

residences. It also puts a strong emphasis on the
built form and the development’s relationship to
the street and public realm.
Some of the elements in the recommendations
are standard in typical zoning bylaws (e.g.,
allowable uses). But zoning often offers only
cursory guidance to controlling the actual form of
the building (e.g., heights) and can result in low
quality design or design that is not harmonious
with the existing context. Therefore, the zoning
recommendations suggest going a step beyond
typical zoning by providing additional standards
and requirements that help to regulate the
form, while allowing for a variety in design and
flexibility to meet specific site conditions.
While zoning is one of the most important tools
to achieving the vision, it is not the only one.
Supplementing the zoning recommendations
section is a section focusing on connectivity.
Increasing the number of connections, improving
crossings and safety, and improving the public
realm can all contribute to a more walkable
neighborhood.
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T

he Town of Canton has been proactive in planning for its future. It has
recently completed its long range master plan. The Master Plan is a
comprehensive document that sets goals and strategies to achieve those goals
in areas ranging from transportation, housing, resiliency, etc. It is a high level
document covering the entire town that is intended to guide decision-making
through 2035. The Master Plan calls out three focus areas: the Downtown,
Route 138 corridor, and the Canton Junction Neighborhood. Canton recently
completed a study for Route 138, its primary commercial corridor. As such,
the Town, working with the Metropolitan Area Planning Council, has embarked
on a planning process to develop a vision and associated recommendations
for this area. Based upon the recommendations of the Master Plan, this plan
utilized a community-driven planning process to develop a vision based upon
the best-practices principles of “equitable transit-oriented development,” i.e.,
a walkable neighborhood with a mix of uses for people across a variety of
income levels.

INTRODUCTION

OVERVIEW
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INTRODUCTION

Given Canton’s strong commercial tax base, this
plan helps identify the connections needed to
link future housing development to the Neponset
Street/Canton Junction area, while preserving the
jobs and fiscal benefits of the area’s commercial
uses. The Town wishes to maintain its strong job
base and balance the need for neighborhood
resources while accommodating the continuing,
growing demand for walkable, mixed-use housing
and associated services and amenities. Because
the Town is incorporating a holistic viewpoint of
how to balance these needs, the recommendations
of the Route 138 study play an important role.
This corridor, which runs through Canton and
provides direct highway access, is envisioned as
being one the primary focuses of commercial
development in the future. By concentrating
commercial along this corridor, Canton Junction
has the opportunity to incorporate a mix of uses
and become a true neighborhood.
Incremental change around Canton Junction
follows and complements change that has
occurred in nearby areas, in particular the
downtown and Paul Revere Heritage site. Over
the last decade, the Town has made great efforts
to support mixed-use development and multimodal improvements in the area surrounding
its two train stations. Residential and mixeduse development has been constructed in the

6

downtown helping to initiate a vibrancy that
can support local businesses. In the near future,
the Paul Revere Heritage Site will create more
than 200 additional housing units, as well as
commercial uses, and a 9 acre public park and
trails – within walking distance to both the Canton
Center and the Canton Junction station. Parts
of the industrial zone near the Canton Junction
train station are currently underutilized and
offer potential for creating a unique multi-use
district with a mix of programming ranging from
residential units to retail/restaurant space to light
industrial uses.
The Canton Junction neighborhood is in an
enviable position with its proximity to downtown,
the Paul Revere Heritage Site, and a commuter
rail station providing direct access to Boston.
There are also demographic trends that point to
both a need and desire for walkable, mixed-use
development. The Town now has the opportunity
to plan for and shape its future to achieve its
goals.

STUDY AREA CONTEXT

C

anton Junction is located in the southwest
area of Canton, close to the downtown.
(See Figure 1.) The Study Area that has been
identified for this analysis is shown in Figure 2.
The Study area is split into two areas. Sub-Area
1, the larger area, is bounded by the Boston/

Canton
Junction

Figure 1. Location of Canton Junction in Town

Providence line commuter rail tracks, Neponset
Street, Chapman Street, and Spaulding Street.
Sub-Area 2 runs between the Stoughton line
commuter rail tracks and Revere Street down to
Lincoln Street. See Existing Conditions for details
of the study area.

HISTORY

T

N
0.25 mile
Figure 2. Canton Junction Study Area

he commuter rail line and train stations have
been integral in shaping Canton’s future. In
1834 the railroad line came to Canton. The
presence of the train line made it more desirable
for commercial and industrial development,
which at the time relied on the train for moving
many goods. In 1899 trolley line service made
the town a fashionable bedroom community to
Boston. Several large estates were built towards
the north end of the study area, while more
dense residential development occurred further
south closer to the mills along the Canton River
and its tributary streams and ponds. In 1851 the
Draper Brothers woolen mill began operating,
a decade later Elijah Morse’s Rising Sun Stove
Polish factory started, and in 1911 the Plymouth
Rubber Company became one of the town’s major
employers.
The Canton Viaduct on the south end of the study
area was built between 1824 and 1836. It was
constructed as a railroad viaduct to cross the
Canton River (also known as the East Branch of the
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INTRODUCTION

Neponset River). This was the final link connecting
Boston to Providence, Rhode Island. The viaduct
officially opened in 1835. Rising 70 feet above
the Canton River, at the time the viaduct was
considered a marvel to the engineering world.
The viaduct was listed on the National Register of
Historic Places in 1984.
While industry has continued to remain an
important part of Canton’s economy, this now
tends to rely on its highway access for viability.
Residents, both local and out-of-town residents
using the station’s large parking area, continue to
rely on the town’s train stations to commute daily
into Boston.

LINK TO MASTER PLAN

T

he Town’s Master Plan helps a community
guide future growth through articulating a
vision, identifying goals, setting strategies, and
prioritizing allocation of time and resources.
The Town’s previous master plan was completed
in 2004 and placed a strong focus on Canton
Center. The plan also included a number of goals
and recommendations relevant to planning in
Canton Junction today, including:
•
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Rezoning industrially zoned land in and near
the town center to allow mixed uses and
residences

Figure 3. Historic photo of Canton Viaduct

•

Ensuring thoughtful development that will
preserve town character.

•

Providing homes for a diversity of residents.
There will continue to be a diversity of
houses, in terms of size and style, for different
economic and lifestyle needs.

also provide an opportunity to modify local
roadways to better accommodate all uses and
better manage traffic flow.
Since the master plan was developed, the
recommendations for Canton Center have been
in large part implemented. Now, the Town has
recently completed a new Master Plan (Canton
Master Plan 2035). This master plan places
a strong focus on planning for the future of
Canton Junction. As transit-oriented development
has grown as a concept over the past 15
years, the importance of Canton Junction has
increased. The Master Plan includes a number of
recommendations to guide future planning.

•

Considering the mixed-use approach for
all new development, especially in existing
commercial areas.

•

In development opportunities of every size,
encouraging transportation links, including
sidewalks, walking, and biking trails to connect
shopping, housing, school, and recreation
locations, in order to encourage alternative
transportation modes. Evolving neighborhoods The Master Plan highlights the opportunity that a

commuter rail station presents for a community.
Overall, the Plan notes that the area could
accommodate new development incorporating
a mix of uses, supported by strong multi-modal
transportation opportunities. The Master Plan also
notes the critical connection between the future
of the Canton Junction TOD neighborhood and
the Town’s housing goals. The future development
of both “missing middle” style and multi-family
housing around the train station should play a
major role in meeting the needs of existing and
future Canton residents. First time home buyers,
seniors down-sizing, and young professionals
looking for rental options should have increased
access to housing choice as a result of transitoriented development.

As the Master Plan and the Canton Junction
planning effort overlapped, information from
each process was shared to ensure the goals
of each plan complemented and reinforced the
other. Overall, the Canton Junction Plan further
builds upon the Master Plan to further articulate a
vision for the area and develop recommendations
to achieve that vision.

The Master Plan includes recommendations
covering:

Increase Access to Canton Junction

•
•

•

Zoning for TOD that enables a variety of uses
and housing types with an appropriate scale.
Increasing access to Canton Junction, ranging
from an improved sidewalk network to in-town
shuttle service. The latter could improve the
opportunity for people to “reverse commute”
to Canton Junction and access the Town’s
employers by rail, rather than car.
Managing parking at the station to use the
land more efficiently.

Master Plan recommendations
The Master Plan provided a number of
recommendations that are complementary and
support the Canton Junction Plan. In addition
to a general recommendation to implement this
Canton Junction plan, additional recommendations
include:
The Town of Canton recognizes that making
Canton Junction more accessible on the
neighborhood scale and within the core of
the TOD area is critical to its success. Moving
forward, the Town will:
1. Work directly with MBTA to ensure that the
train station facility is considered “stateof-the-art” with regard to accessibility for
people with disabilities.
2. Complete a sidewalk network that connects
the train station to surrounding neighborhoods,

nearby job centers, the Paul Revere Heritage
Site, and the Downtown.
3. Develop bicycle infrastructure in the form of
separated and/or “in street” bicycle lanes,
and bicycle racks in any public gathering
spaces.
4. Develop a wayfinding concept for Canton
Junction that includes conceptual designs for
signage.
5. Continue to work with local employment
centers to determine the viability of a
privately sponsored shuttle route that could
be used to move employees from the train
station to their place of employment. A
Transportation Management Association or an
existing organization within the Town could be
involved in this initiative.
Manage Parking
The Town of Canton acknowledges the
development and management of parking
facilities must be complementary to the goals of
creating a vibrant, mixed-use center at Canton
Junction. Moving forward, the Town will:
1. Work with MBTA to develop a future parking
plan that considers:
•

Demand estimates for parking at
Canton Junction that account for future
development.
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•

Future ownership of parking facilities and
administration of parking fees.

•

The size and location of possible structured
parking facilities.

Solve the Infrastructure Challenge
The Town of Canton recognizes the complexity
associated with the installation of TOD
infrastructure around the train station and into the
surrounding neighborhoods. Moving forward, the
Town will:
1. To the extent possible, develop a longterm work plan with MassDevelopment that
identifies areas where they can provide
assistance and where Canton will need to
compete for funding.
2. Develop applications for MassDevelopment
assistance and/or MassWorks grants, as
necessary.
3. Work with MassDevelopment and MBTA to
create a detailed work plan that identifies
sources of funding, phases for infrastructure
installation, and responsible parties.

1. Provide zoning that enables a variety of
housing types that will help the Town meet the
needs of existing and future residents.
2. Provide zoning that, where appropriate,
scales housing types in accordance with
proximity to the train station. In principle:
•

The largest, densest buildings will be closest
to the train station.

•

Areas adjacent to established residential
neighborhoods may be used as transitional
areas with “missing middle” housing types
(e.g., townhouses, 2-3 family homes, or
cottage-styles houses).

•

Existing residential areas may be allowed
to retrofit their sites with accessory dwelling
units, two family conversions, or similar
strategies.

3. Consider the use of Chapter 40R for specific
areas within the TOD neighborhood.

Zone for Transit Oriented Development (TOD)

4. If Chapter 40R is not pursued, use inclusionary
zoning to incorporate a fixed percentage
of subsidized affordable housing in new
development proposals.

The Town of Canton recognizes the importance of
providing zoning that will encourage high density
development with top quality design. Moving
forward, the Town will:

5. Develop design standards and/or guidelines
to accompany new zoning proposals that
would increase residential density and/or
allow for mixed use development.
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Chapter 40R, referenced above, authorizes a
type of zoning (Smart Growth Overlay District)
whereby the state provides incentive payments
to communities that adopt these districts. The
districts have a number of requirements, including
allowing housing by right with a percentage
deed-restricted affordable housing. The Zoning
Recommendations section of this report provides
a more in-depth discussion of this zoning as it
relates to Canton Junction.

Master Plan’s Canton Junction Commuter Survey
As part of the master planning process, the project team conducted a number of surveys, one of which was focused on Canton Junction Station. (A total of
126 responded.) Below are several of the key take-aways from this survey.
How do you typically get to Canton Junction?
100
90
80
70
60
50
40
30
20
10
0

100

If improvements were made to get it easier to get to Canton Junction,
how willing would you be to use these modes?

90

Many people would prefer to get to
Canton Junction other than driving,
especially by walking.

80

More than 1 in 3 people get to Canton
Junction from ways other than driving
alone, especially walking

70

64%

60
50
40
30
20

20%
Taxi /
Uber /
Lyft

Bike

Carpool Other Dropped
off

Walk

10
Drive
alone

Where do you live?

Other
Community
76%
Canton
76%

Unlike some other stations,
Canton Junction draws a
large number of commuters
from outside Canton, due
primarily to the abundance of
parking.*

0

Shuttle bus

Bike

Always

Bike-Share

Carpool

Sometimes

Ride-share

Walk

Never

What is your primary purpose for train trips to /
from Canton Junction?
Taking the train into
Get to work in Leisure
Canton for work (“reverse
Canton, 3% 11%
commuting) is a small
Other, 3%
percentage. Shuttles and
bike-share could make this
Get to work
a more feasible option,
outside of
Canton
reducing traffic in town.

83%

*Note, as the next graph indicates a small percentage
of respondents are commuting to Canton

Figure 4. Selection of questions from the Master Plan’s Canton Junction Commuter Survey
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EQUITABLE TRANSIT-ORIENTED DEVELOPMENT OVERVIEW
The Canton Junction area is well-located with a
commuter rail station, as well as proximity to the
downtown and Paul Revere Heritage site. Transitoriented development (TOD) is a strategy to
integrate a mixture of housing, office, retail and
other daily needs in a walkable neighborhood
close to quality public transportation. TOD is
usually accomplished through higher intensity,
mixed-use, multifamily development close to the
station area with decreasing intensity as one gets
further from the station.
Equitable TOD combines the TOD approach
with an “equity lens,” helping to ensure that the
development serves those who most stand to
benefit. It incorporates affordable housing and
other measures to reduce displacement pressures
on both residents and commercial tenants.
The ability of residents and employees to walk
and bike to and from the station area is also
extremely important. A safe and well-connected
walking and biking network helps connect
residents to local businesses, jobs, recreation
areas, and the transit station itself. More trips
taken by cyclists and pedestrians can help reduce
auto traffic on local and regional roadways,
improving congestion and air quality.
TOD has a number of benefits for a community,
depending on the type and quality of the transit
service available.

Benefits of Transit Oriented Development
TOD can provide transportation choices. TOD
provides transportation for young people, the
elderly, people who do not drive, and those who
choose to or cannot afford to own a car.
TOD can increase transit ridership. TOD
improves the efficiency and cost effectiveness of
transit investments. New development around
transit stations can increase transit ridership by 20
to 40 percent, which would increase revenue for
the MBTA and be used to improve service.
TOD can reduce reliance on automobiles. By
creating neighborhoods where housing, jobs, and
shopping are within walking distance to transit,
reliance on driving can be reduced. TOD can
reduce annual household rates of driving by 20 to
40 percent.
TOD can reduce air pollution and energy
consumption. With more pedestrian, bike, and
transit travel taking place, reductions in driving
can ease congestion and improve local air
quality. TOD can reduce rates of greenhouse gas
emissions by 2.5 to 3.7 tons per year for each
household.

TOD can increase households’ disposable
income. Housing and transportation costs are the
number one and two highest expenses households
have to account for. Some estimates show that
reducing household driving costs can help save
$3,000-$4,000 annually. This can greatly
increase a household’s disposable income and
ease overall household cost burden. By reducing
household expenditures on transportation costs,
more disposable income is available to be spent
on housing and other costs.
TOD can bolster the local economy. Constructing
housing within walking distance to existing or
future business districts means local businesses can
be supported by the surrounding neighborhoods.
TOD can increase the municipal tax base. New
development around the transit station can add to
the municipal tax base without large infrastructure
costs. This can mean new investments in schools,
municipal services, or parks and recreation.
TOD can contribute to more affordable housing.
New development around transit stations should
also include deed restricted affordable housing
units for households making below the area
median income.

Sources: http://tod.drcog.org/what-are-benefits-tod, enterprisecommunity.org/solutions-and-innovation/equitable-transit-oriented-development
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TOD concepts can be applied in a
context-sensitive manner to fit the
character of the community, from
small suburbs to urban centers. The
accompanying photos (Figure 5) are
examples in the metropolitan Boston
region of TOD along commuter rail
stations.

Figure 5. Local examples of transit-oriented development projects

Salem

Beverly

Reading

Manchester-by-the-Sea
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U

nderstanding the existing conditions of a study area and community at
large is important for several reasons:

•

It helps set the context and provide a base-line understanding that can
help plan for the future.

•

Although the planning effort is largely community-driven, information from
existing conditions can help residents and other stakeholders provide more
well-informed input.

•

An understanding of existing conditions, including the regulatory
framework, help inform the recommendations by understanding what
changes may need to be made to realize the future vision.

EXISTING
CONDITIONS

INTRODUCTION
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EXISTING CONDITIONS

As noted, the study area contains two noncontiguous sections. Sub-Area 1, the larger area,
has 39 parcels plus the MBTA property spread
over 43 acres. It is bounded on the east by the
train tracks and on the west by Chapman Street,
Neponset Street, and Spaulding Street. This area
contains 39 buildings and 47 housing units in
single and two-family homes.

ap

Str

ee

t

t

et Stree

Figure 6. Sub-Area 1(note rotated view)

DEMOGRAPHICS AND OTHER
CONTEXT

A

brief overview of Canton’s demographics
provides context for future planning of
specific neighborhoods. (For a more in-depth
review, please refer to the Town’s Master Plan.)
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an

Nepons

Through the public process, it became evident
that Sub-Area 1 was the primary focus for the
community.

As of 2015, Canton had a population of
22,500. MAPC projects that will continue to grow
approximately 10% every 10 years to 23,000
by 2030. (The UMass Donahue Institute, which
uses a slightly different methodology, projects
even greater growth.)

m

N

Sub Area 2 is located east of the tracks along
Revere Street and Lincoln Avenue. This area is
13 acres with 13 parcels. Among its 12 buildings
are 6 housing units, all of which are single family
homes. Directly across from Sub Area 2 is the
northern portion of the Paul Revere Heritage Site.

Ch

N
Figure 7. Sub-Area 2

Figure 8. Demographic projections by age cohort

In addition to growing, the projections indicate
that Canton will continue to get older, which is in
line with broader demographic trends across the
region. At the same time, the number of schoolage children is projected to decrease. (See
Figure 8.)
Converging with these demographic trends are
broader cultural shifts that emphasize walkability
and amenities associated with downtowns and
town centers. Taken together, this often suggests
a need for additional types of neighborhoods
(i.e., places with a mix of uses) and homes
(generally smaller and integrated into mixed-use
neighborhoods).
From an employment perspective, Canton is one of
a handful of suburban communities in the region

to have more jobs than residents. In 2017 Canton
had 1.04 jobs for every resident, compared to
0.61 in the region as a whole. This contributes to
a healthy commercial tax base that helps keep
the residential tax burden low. While Canton
Junction will likely continue to function as one of
the Town’s major employment centers, many large
suburban employers value highway access and
parking availability. As such, it is likely that the
Route 138 commercial corridor has the greatest
potential for commercial growth in near to the
medium term. While Canton Junction may have
some opportunity for commercial growth, it is
more likely to house smaller employers and retail
and services that support existing and future
residents in the area.

ZONING

Z

oning is one of the most important tools
a municipality has to help achieve the
vision. Communities are divided into various
zoning districts. Zoning regulates a number of
aspects within each district that are critical to a
neighborhood’s character, including:
•

Allowable uses, such as residential, office,
retail, industrial, etc. and whether the use is
allowed by-right or through a special permit;

•

Dimensional regulations, such as heights,
density, minimum lot size, building setbacks

from the property lines, etc.;
•

Requirements for affordable housing, if
applicable;

•

The amount of parking required;

•

The amount of open space required;

•

Increasingly often, standards for design that
go beyond the basic dimensional regulations;
and,

•

Other requirements that are intended
to ensure that a development integrates
harmoniously into the neighborhood.

While zoning can be a tool to help achieve
a community’s goals, unfortunately it is often
a hindrance, especially in diverse, mixeduse neighborhoods. As such, a key aspect in
developing the recommendations that will help
implement the vision is an understanding of the
existing zoning.
As Figure 9 depicts, Sub Area 1 is zoned as
Industrial and Sub Area 2 is zoned as General
Residence. The Industrial District allows for
a variety of uses one would expect to find
in this type of district. Such allowable uses
include Research, Manufacturing, parking lots,
wholesale office, showroom, office and medical
office. Warehouse and light manufacturing are
also allowed through a special permit. Other
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EXISTING CONDITIONS

allowable uses include library, museum, community
center, municipal uses, nursery theater (special
permit), and restaurant (special permit).
Dimensional regulations support the allowable
uses. Maximum building height is 40 feet.
(Maximum height in the Industrial District can rise
to 52 feet with a number of restrictions, including
a minimum 8 acre lot size, which is not present in
the study area.) The minimum front setback is 60’,
requiring buildings to be set far from the street
edge. Additional dimensional standards are
provided in Figure 11.
Sub Area 2 is zoned General Residence (GR). As
its name suggests, the GR allows residential uses
and associated uses considered harmonious or
complementary to homes. The GR is considered
the most “intensive” of the Town’s various
residential zoning districts, meaning it has the
least restrictive dimensional standards and allows
for the greatest number of uses. Uses include
single family, two-family homes, and multi-family
through a special permit. Minimum lot size is
10,000 square feet, i.e., approximately a quarter
acre. Minimum front setback is 30 feet and the
maximum height is 25 feet, which can rise to 40
feet with additional setback restrictions.
Abutting Sub Area 1 is the Single Residence
C (SRC) district across from Chapman Street
and a portion of Neponset Street. The SRC
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allows for primarily single family residences
on approximately quarter acre lots. Across
from the southern portion of Sub Area 1 is the
General Residence (GR) district. Sub Area 2 is
primarily across Revere Street from the Economic
Opportunity Overlay District, which was utilized
to develop the Paul Revere Heritage Site. The
southern portion of Sub Area 2 continues the
General Residence district of which it is a part.

LAND USE AND DEVELOPMENT
PATTERNS

W

hereas understanding a neighborhood’s
zoning helps one understand what
may be built in the future, understanding the
land use provides a snapshot of what is in
the neighborhood today. This snapshot helps
inform whether the types and mix of uses should
generally remain or evolve over time. (See Figure
10.)
Interestingly, whereas Sub Area 1 is zoned as
Industrial, the area contains a wide mix of uses,
including residential. Sub Area 2, on the other
hand, zoned as General Residence, contains
primarily industrial properties. The most likely
reason for the large number of non-conforming
uses in the two sub areas is most likely because
they existed prior to the zoning districts being
enacted. An aspect to consider for future

planning is that if property owners choose to
develop their properties, they would need to
adhere to the current regulations and not based
on what is currently in existence (unless they apply
for a variance).
Sub Area 1 contains a diverse mix of uses.
The properties toward the north end contain
commercial (both office and retail) and industrial
properties. Further south, the properties between
Chapman Street and Jackson Street are primarily
residential, both single and two-family homes.
On the east side of Jackson Street, the commuter
parking lots occupy the northern end where
the station itself is. This transitions to industrial
properties, followed by a handful of single
family homes sandwiched between auto-centric
commercial and more industrial properties. The
southern end contains commercial office space.
In Sub Area 2, along Revere Street are a handful
of single family homes. Behind these and at the
south end of the area are industrial properties on
the largest lots of the study area.

Building types
Understanding the composition of land
uses provides an important aspect of the
neighborhood’s character. Understanding the
general building types can help provide a more
complete picture of its character. Across the

INDUSTRIAL
Single
Residence C

General
Residence

Economic
Opportunity
Overlay District

GENERAL
RESIDENCE

General Residence District

General
Residence

A

E
C
D

B

Industrial District

Single
Residence C

A
E
C

Figure 9. Zoning districts
Commercial (office)

D

Commercial (retail)

B

Industrial
Residential (2+)
Residential (single)

Figure 10. Land use

General Residence | Industrial
A Height:

25’*

40’**

B

Frontage:

100’

100’

C

Front setback:

30’

60’

D

Side setback:

10’

20’

E

Rear setback:

35’

10’

Min lot size:

10,000 SF

Unspecified

Lot coverage:

30%

50%

Figure 11. Dimensional Regulations
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study area, there are approximately five general
building types. These types include:
•

Single family homes

•

Two family homes

•

Commercial buildings with traditional
architectural features

•

Commercial buildings with contemporary
architectural features

•

Utilitarian buildings

Even among these categories, there is a diversity
of styles and quality. Figure 12 depicts the
locations of these various building types. Figure
13 provides examples of each type.
Single family homes include modest Cape-style
homes (especially along Revere Street) to larger
two and two-and-a-half story homes. Roof styles
are one of the most distinctive features of single
family homes, and they too range, including
front gable, side gable, and hip roofs. Some
two-family homes are clearly distinguishable as
having two units, whereas others look like larger
single family homes.

the principles associated with the architectural of
traditional design. Other buildings, in contrast,
contain proportions and details that shoehorn
traditional elements with contemporary design,
resulting in muddled design and a lower overall
aesthetic.
The contemporary commercial buildings generally
have flat roofs and emphasize the horizontality
of the structure. The amount of glazing (i.e.,
windows) and inclusion of architectural details
are elements that may distinguish higher quality
design from lower.

Commercial (traditional)
Commercial (contemporary)
Utilitarian
Residential (2 family)
Residential (single family)

The traditional commercial properties have
elements associated with traditional architecture,
including peaked roofs and dormers. The quality
of design varies significantly. Some buildings
include both architectural details and, importantly,
Figure 12. Building types
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For both traditional and contemporary buildings,
another critical element affecting the feel of the
neighborhood is the placement of the building.
Deep setbacks with parking in front has a very
different impact on the neighborhood’s character
from one where the building meets the sidewalk.
Often, a poorly designed building located along
the street can have a more positive impact on
walkability than a well-designed one located
behind a parking lot.

Commercial: traditional

Commercial: contemporary

Utilitarian

Residential: two family

Residential: single family

Figure 13. Study area building type examples
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Built environment composition
The composition of the district has evolved based
upon both public and private decisions. The
rules and regulations that govern the use of the
land are in large part responsible for the overall
division of components of the built environment.
Figure 14 illustrates this division of the district by
selected components, including building footprints,
driveways and impervious surfaces (excluding
commuter parking), open spaces and permeable
surfaces, and streets and sidewalks.
This composition has been broken out by each Sub
Area (Table 1).
While the percentages require some additional
nuance, they reveal several observations. First,
building footprints occupy a small portion of the
area. In areas near transit, one would often
expect for buildings to occupy a greater portion
of the land.
It is also important to consider what is being
done with the land not occupied by the physical
structures of the building. In this case, driveways
and other impervious surfaces occupy the
largest percentage of the area. While parking
and driveways are important elements to the
functioning and viability of a property, if they are
too high they occupy space that could otherwise
be used for open space or more development.
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The commuter lots occupy the northern portion
of the site. The percentage listed actually
undercounts the total percentage as it excludes
the small lot just to the north of the site. In
addition to the MBTA property there is an
additional private lot used for commuters along
Jackson Street.
Open space and permeable surfaces comprise a
fifth of Sub Area 1 and more than a quarter of
Sub Area 2. With these relatively high numbers
it is important to note several things. First, part of
the impermeable surface used in the calculation
runs immediately along the train tracks and is
not currently usable or accessible to the public
(although in the future this could potentially
provide an opportunity for a multi-use path).
Second, the vast majority of open space occurs
on private property that is not publicly accessible.
And third, the locations of the open spaces are
not evenly distributed throughout the site. In
Sub Area 1, the open space is concentrated in
the area between Chapman Street and Jackson
Street. The commercial properties along Jackson
Street have very little open space.
Finally, streets and sidewalks comprise 12%
and 15% of Sub Area 1 and 2, respectively.
These relatively high percentages underline the
importance of the Town’s role in fostering the
type of neighborhood and built environment that

comports with the neighborhood vision.

Density
In the district components analysis, the
observations of the high percentage of land
devoted to surface parking may reflect a
larger pattern of land underutilization in the
neighborhood. Another way to measure utilization
of land is by analyzing the density of buildings
on the property. The Floor Area Ratio (FAR) is
a calculation that is frequently used to assess
density. It is calculated by measuring the total
building area on a property, divided by the land
area of that property.
For example, if a 10,000 square foot (SF)
building were placed on a 10,000 SF property,
that property would have an FAR of 1. This could
be a single story building that covers the entire
property, a two story building that covers half the
property, a four story building covering a quarter
of the property, etc. FAR, therefore, can be a
useful measure when used in conjunction with other
forms of analysis, but on its own does not provide
adequate information on a neighborhood’s
character.
The FAR of each of the properties in the district
has been calculated and is depicted in Figure
15. This analysis shows that most properties
have minimal and very low FAR. Only a single

BUILDING FOOTPRINTS

DRIVEWAYS AND IMPERVIOUS

COMMUTER LOTS

OPEN SPACE

STREETS AND SIDEWALKS
Figure 14. Built environment composition

Sub-Area 1

Sub-Area 2

Building footprints

7%

14%

Driveways and impervious

50%

44%

Commuter lots

10%

N/A

Open space
Street and sidewalks

20%
12%

27%
15%

Table 1. Built environment composition by Sub-Area

23

EXISTING CONDITIONS

property by this measure has what can be
considered a higher density, the two story building
at 130 Jackson Street (which contains Camio
Custom Cabinetry and Padco Counter Tops. This
analysis helps confirm that many properties in
the district have the potential to be utilized more
efficiently.

Property utilization
Lot coverage and building coverage of physical
investments are not the only measure of property
utilization. A property may support a successful
business and therefore be well utilized or a
property may have high value through the
valuation of property and the real estate
investments that have been made.

Based on the Town of Canton Assessors Data,
each property’s building value was compared
to the land value. If the building value exceeds
the land value, the property was labeled as high
utilization. If the land value exceeds the building
value, the property was labeled as low utilization.
Figure 16 illustrates this analysis. According to
this analysis, a number of properties of various
uses and locations within the study area may be
considered under-utilized.

A neighborhood’s roadways can have a
tremendous impact on both the character and
quality of life of the area. The designs, types of
facilities, and streetscape elements can help unify
a neighborhood, as well as make it safer, more
comfortable, and accessible to all users. A safe
and attractive environment for all users requires
a high standard of design and should include
quality pedestrian facilities and integration with
surrounding buildings and activity centers.
Moderate FAR (1.0+)
Low FAR (0.3 -- 0.9)
Minimal FAR (0 -- 0.29)

One way to examine the property utilization from
a real estate value perspective is to compare the
building value and the land value of a property.
Typically, prudent building investments will be
of more value than the land they are built upon.
In certain circumstances, older buildings may
depreciate in value, while land value generally
trends upward over time. A comparison of
building value and land value is not a perfect
measure of property utilization, but it provides
another point of comparison for how individual
properties and the overall area are currently
used.
Figure 15. Floor Area Ratio
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Transportation network

Sub Area 1 is bounded on the west by Chapman
Street and Neponset Street. Chapman Street
has two vehicular lanes (one each north- and
southbound). A sidewalk is present on one side
of the stretch, mostly on the side immediately
adjacent to the study area. Jackson Street, which
bifurcates Sub Area 1, has similar characteristics
to Chapman Street.
Neponset Street is designed as a higher
throughput roadway. From the Chapman Street
end, Neponset Street has right turning lanes

(northbound direction), as well as a single
vehicular travel lane in each direction. The travel
lanes are wider, as are the shoulders, resulting in
a design that encourages faster traveling vehicles.
Sidewalks, approximately five feet wide, run
along both sides until the viaduct.
Both the intersection configuration and the
viaduct itself are currently a major barrier for
pedestrians wanting to travel on the east side of
the train tracks, for example, to the Paul Revere
Heritage Site. The intersection lacks crosswalks

Building value > land value
Building value < land value

Figure 16. Property Utilization (Building to Land Value Comparison)

and the entries through the viaduct do not contain
sidewalks, other than a very narrow sidewalk on
the far side that ends abruptly at the intersection.
In Sub Area 2, Revere Street lacks sidewalks. At
the underpass on the north edge of the site, the
narrow space presents a barrier for pedestrians
and the ability to construct future pedestrian
facilities.

Canton Junction Station
Canton Junction is one of the system’s busiest
stations. Over 1,000 commuters (Canton residents
as well as those from surrounding communities)
board the train at the station daily.
To access the station, parking for 764 cars is
available at lots owned by the MBTA surrounding
the station. According to a 2016 Parking Facility
Pricing Strategy Study (prepared by Desman
Design Management for the MBTA), the parking
lots at Canton Junction were observed to be
about 80% full during a weekday and 4% during
the weekend. This indicates that a number of
riders walk to the station, get dropped off, or
carpool. There are sidewalks on one side of
Chapman, Beaumont, and Jackson streets with
pedestrian crossings into surrounding residential
neighborhoods; however, these crossings are
incomplete in some locations. There are few
bicycle facilities in the vicinity of the station.
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C

ommunity engagement for the planning of Canton Junction consisted
primarily of four avenues:

1. A survey administered as part of the master planning process
2. Focus groups of various stakeholders
3. Two public forums focused on Canton Junction
4. Two online surveys that followed each forum for those unable to attend in
person
The Master Plan survey received approximately 125 respondents, three
quarters of whom lived in Canton. Questions ranged from the types of
businesses respondents would like to see around Canton Junction to ways to
improve station access.

COMMUNITY
PROCESS

OVERVIEW
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COMMUNITY PROCESS

A series of focus groups allowed key stakeholders
to provide input on the future vision for Canton
Junction in small-group settings. These focus
groups included property owners, business owners,
and various Town staff and officials, including
Building Commissioner, Town Planner, Town
Administrator, Chair of the Board of Selectman,
Chair of Planning Board, and Chair of Zoning
Board of Appeals. Questions covered general
vision, near-term improvements, challenges,
specific potential opportunity sites, transportation
improvements, and types of housing.

community’s vision. (See the following chapter.)
Groups worked to develop their statements,
which were then synthesized and refined. The
Vision Statement is intended to provide the
general character, open space characteristics,
transportation elements, types of development,
and other goals. The principles provide a degree
of greater specificity that support achieving the
vision. Taken together, the Vision Statement and
Principles should guide the development of the
various recommendations that will be applied to
the Canton Junction neighborhood.

The public forums and associated online surveys
were opportunities for the community at large to
provide input. The first public forum was held in
the spring of 2019. After a brief presentation
introducing the plan, goals, and study area,
attendees participated in facilitated small group
exercises intended to develop the vision for the
Canton Junction neighborhood.

The second aspect are a range of images that
help depict aspects of the vision. Each group
was asked to choose six images based on three
categories (described below). The groups had
the flexibility to have slightly more or less for
any of the categories. These visual images help
communicate the desired look and feel of the
neighborhood. The results of this aspect can help
inform zoning, design guidelines, aspects of site
plan review, and priorities of public investments.

The community vision was developed in three
parts that together form the basis for guiding the
neighborhood’s future. After a brief presentation,
community members worked together in groups on
three facilitated exercises. Input from the surveys
and focus groups supplemented the work from this
forum.
The first part is the Vision Statement and
accompanying principles, which articulate the
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The images were based upon three categories
that will help shape the future of the area. The
first are BUILDING CHARACTERISTICS. These
images help communicate desired elements such
as scale, height, architectural style, architectural
details, materials, and uses. Generally, the
images are not intended to advocate for the

replication of a specific building or building type;
rather, these images help distill the key elements
that the community desires to help shape the
vision and associated recommendations.
The second category are STREET/SIDEWALK
CHARACTERISTICS. These images help
communicate priorities related to sidewalk
characteristics, pedestrian needs, bicycle
infrastructure, and how private development
interacts with the public domain.
The final category is OPEN SPACE/PLAZA
CHARACTERISTICS. The images communicate the
types of open spaces, both public and private,
that are needed in the neighborhood. Images
include the types of amenities, intended users, and
the general feel of the open spaces (e.g., natural
state vs. manicured, softscape vs. hardscape).
The third aspect is a concept plan that illustrates
both broad, neighborhood-level desires, as well
as specific, location-based elements. Participants
were provided with cut-out “game pieces”
representing various building types (industrial,
commercial, mixed-use, multi-family, cottages,
townhouses), street improvements (sidewalk
improvements, trails, crosswalks), and open
spaces (parks, plazas, parking). Participants at
each table worked together to place them on an
aerial map of the neighborhood. Participants
were encouraged to use an iterative approach,

“testing” an idea, reflecting on it, and refining as needed. The results of the concept plan help visually communicate the vision at the neighborhood scale.
At the second public forum (held in September 2019) and through the second online survey, the community had the opportunity to provide input on the
various recommendations, which were then refined.

Figure 17. Photos from the first public forum
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SYNTHESIS FROM COMMUNITY
INPUT

T

here was a large amount of overlap and
shared goals among all the groups at the
public forum, online survey participants, and
focus group attendees. The synthesis of this work
is provided in the following chapter. Below are
brief summaries from each of the tables at the
first public forum, focusing on the concept plans.
While there was overlap, each group also had its
own focus and distinctions from the others.
Group 1
The first group’s concept plan focused on
distributing development throughout the study
area. The area between Chapman and Jackson
Street contained residential uses, including
townhouses, existing single family residences,
and some multi-family. Along Jackson Street
and Neponset Street was a focus for higher
intensity mixed-use development. This group also
suggested inclusions of a community use, such as
a local theater or community center. Sub-Area 2
contained multi-family development.

Figure 18. Group 1 Concept Plan
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Group 2
The second group included commercial
development along Neponset Street with mixeduse and multi-family development further north
towards the train station. The group also included
a new pedestrian connection stretching from the
viaduct to the commuter rail station adjacent to
the tracks. Sub-Area 2 had townhomes lining
Revere Street with commercial development along
the tracks.

Figure 19. Group 2 Concept Plan
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Group 3
The third group generally considered the study
area in sections. Parcels along Chapman Street
were residential. Along the west side of Jackson
Street was mixed-use development. The east
side of Jackson and along Neponset Street was
commercial development. This group suggested
construction of a garage on one of the commuter
lots, freeing up space for additional open
space at the north of the study area. Sub-Area
2 was primarily residential with some mixeduse development along Revere. Additional
pedestrian connections would stitch the study area
together and improve access to the station.

Figure 20. Group 3 Concept Plan
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Group 4
The final group envisioned breaking up the deep
parcels between Jackson Street/Neponset Street
and the train tracks with a multimodal path. On
the east side of this connection were mixed-use
and commercial development interspersed. To
the west was open space and townhomes. The
existing commuter parking lots would be improved
to allow better access and increased comfort.
Sub-Area 2 had multi-family development and
mixed-use development along Revere Street.

Figure 21. Group 4 Concept Plan
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PUBLIC FORUM CONCLUSIONS

D

espite differences among the groups at the
forum, especially for the concept plans, the
similarities tended to outweigh these differences.
Generally speaking, the groups’ preferences did
not conflict with each other; rather, they tended to
reflect differences in focus rather than in overall
vision.
Some of the overarching themes among all the
groups were:
Development that transitions from residential
areas. Groups focused far less development
as part of their visions for the neighborhood in
the area between Chapman Street and Jackson
Street. Most development, especially on the
side closer to Chapman Street, was envisioned
as lower density residential uses (e.g., cottage
cluster-style development and townhomes). This
would have the effect of creating a transitional
zone between the single family residential districts
and the area closer to the train station, which
would be more heavily commercial and mixeduse.
Increasing the amount of mixed-use
development. Mixed-use buildings, which
typically refers to buildings with ground-floor
commercial space and residents or offices
above. All groups chose a number of mixed-use
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buildings throughout the study area. Ultimately,
the amount of commercial space, including retail
and restaurants, that can be supported in the
neighborhood is a function of market demand. But
the regulatory framework (i.e., the zoning) must be
in place that allows for this type of development.

Feedback of Canton Junction Recommendations

The community provided input on the plan’s
recommendations at the second public forum and
through an online survey (40 total participants).
Overall, the community was highly supportive of
the plan and it’s recommendations. The community
Siting buildings along the street edge. All groups also provided comments on the Vision Statement,
placed most of their building pieces close to the
(see following chapter) which have been
street edge, a departure from the situation today incorporated. See following charts for results of
where many buildings have deep setbacks with
the recommendations feedback.
parking in front of them. Buildings placed close
15
The overall plan, scale,
to the sidewalk with parking located in the rear
types of uses seems
improve an area’s walkability and sense of place.
12
appropriate for Canton
New and improved pedestrian / bicycle
Junction
connections. New sidewalks and paths were
9
an important element for all groups. Increasing
connections provides more opportunities
6
for pedestrians to safely get around the
neighborhood, thus increasing the likelihood of
3
people choosing to walk/bike, rather than drive
for various trips.
0
Increased green and open spaces. As noted in
the existing conditions section, very little of the
properties that abut the train tracks (i.e., those
along Jackson Street and Neponset Street) have
permeable open space, and even less is publicly
available. Most groups favored increasing the
amount of open space in the study.

Strongly agree / support
Agree / support
Maybe
Don’t agree / support
Need more info.
Figure 22. Summary of Recommendations feedback (with opposite
page)
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A balanced mix of uses to
create a distinct neighborhood +
achieve Town goals

15

25
20

Future development with high
quality design based on New
England downtown principles

35
30
25

15

20

10

15

10

The neighborhood should have a
strong focus on walkability.

10

5

5

0

5
0

0

There is the opportunity for
higher scale development
near the station

15
12

20

15

9

10

Transitional area between Chapman St and
Jackson St

There was also feedback for each of the new
building types included in the plan: mixed-use,
multifamily, townhomes, and cottage clusters.
Among these, all were supported by a strong
majority of respondents, other than multifamily,
which was still supported by a slight majority.

6

5

3
0

0
Strongly agree / support
Agree / support
Maybe
Don’t agree / support
Need more info.
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A

critical aspect of the Canton Junction visioning effort was hearing
from town residents and understanding more about how they wanted
their neighborhood to look and feel over the coming decades. What were
the things that they valued most about the area and what was needed to
change or progress in order to achieve an even better neighborhood? The
vision statement serves to guide the subsequent planning process based on
community input. The following is a vision statement for the Canton Junction
Area that will serve to help guide future decisions and investments.

THE CANTON
JUNCTION VISION

VISION STATEMENT
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THE CANTON JUNCTION VISION

Canton Junction Vision Statement
Over time, Canton Junction will become a neighborhood that fully takes advantage
of its location in the Town – centered around a commuter rail station, adjacent to the
Paul Revere Heritage Site, and walkable to the downtown. The neighborhood will
have a mix of uses that serve residents and commuters, including cafes, restaurants,
shops, and services. A variety of housing choices at various price points, including
affordable housing, will provide opportunities for residents who will regularly
commute by train, older residents looking to “age in place,” and younger residents
seeking “starter home” opportunities. At the same time the neighborhood will continue
to provide employment opportunities. The train station will be state-of-the-art,
accessible to people of all abilities. High quality open spaces will be available to
all residents and visitors. The neighborhood will have a cohesive feel with high quality
architecture reflective of the Town and at a scale appropriate to its location. While
adhering to many of the principles of the downtown, it will have its own distinct feel.
It will be easy to get around the neighborhood in a variety ways with comfortable
sidewalks, multi-use paths, safe crossings, and to the extent possible accommodations
for safe bicycle travel. It will connect seamlessly to the Paul Revere Heritage site, the
downtown, and other parts of Canton.
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PRINCIPLES SUPPORTING THE VISION

T

he vision statement is supported by a series of
principles. These principles provide greater
detail for how the vision will be achieved in the
future.
Transitional area from existing single family
districts. On its northwest side, the Canton
Junction neighborhood is bound by single family
districts. Canton Junction should transition from
single family homes towards more “intensive”
development patterns closer to the station itself.
Greater scale towards the station. The area
between Jackson Street / Neponset Street and
the commuter rail tracks can accommodate
buildings of a slightly greater density and scale
than in the transitional zone noted above.
A balance of various uses. Canton Junction
should be a true mixed-use neighborhood. This
means ensuring a balance among residential,
office, retail, and other commercials uses.
A sense of place. The neighborhood should take
advantage of its location, unique assets, and
history to position itself as a distinct neighborhood
within the community. Future development and
public realm improvements should create a
cohesive look and feel based on traditional New
England downtown principles.
A focus on walkability. Walking throughout the

neighborhood and connecting to nearby areas
should be a safe, pleasant experience for all
pedestrians. Sidewalks and crosswalks should be
present and well-maintained throughout the area.
But being “walkable” goes beyond simply being
safe for pedestrians. Walkable areas are places
that people want to walk and are comfortable
doing so. Widened sidewalks, more shade trees,
trash receptacles, benches, and other amenities,
combined with best-in-practice site planning
guidelines, help to achieve a truly walkable
neighborhood.
Ground floor retail where feasible. Shops,
restaurants, cafes, and some types of office
uses, located in buildings where the building
meets the sidewalk and parking is located in
the rear, help create a vibrant, pedestrian
oriented neighborhood. While it is not realistic
to expect enough market demand for the
entire neighborhood to follow this pattern, both
regulations and initiatives should support this
principle.
Ensure residences are affordable across the
income spectrum. As Canton becomes an
increasingly popular place for people to live,
rising housing prices could threaten to displace
existing residents and limit who is able to afford
to move to the community. Locations close to
transit are especially important for ensuring
transportation access for all those who need it.

VISUAL IMAGES

T

he images help communicate the vision in
ways that supplement the vision statement
and principles. Participants chose a variety
of building, street/sidewalk, and open space
characteristics. The variety suggests that residents
are not expecting a homogeneous look to the
neighborhood or a single architectural style,
although efforts should be made to ensure a level
of cohesiveness among future development.
Instead, the community focused more on the types
of buildings and ensuring that, regardless of any
specific architectural style, they are of quality
design. For example, residents chose both flatroofed buildings and peaked roof among mixeduse, commercial, and townhomes. Flat-roofed
buildings tend to be associated with more modern
styles of architecture, while peaked roofs tend
to be more traditional. But regardless of style,
most buildings tended to be sited close to the
sidewalk (i.e., with minimal front setbacks and
parking located in the rear) and well-articulated
to provide visual interest and reduce the visual
appearance of a building’s mass.
In terms of heights, all groups, including those
participating via the online survey, chose buildings
of four and as high as five stories. Combined with
the information from the district concept plans,
it becomes clearer that the community views the
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area between the train tracks and Jackson Street
/ Neponset Street as the focus for taller buildings
with the smaller residential and commercial
buildings between Jackson and Chapman Street.
For street/sidewalk and open space
characteristics, there was again a wide variety
of preferred images. But among all groups and
survey respondents, there was a focus on active
uses (e.g., playground, dog park, and restaurant
seating), pedestrian amenities, and bicycle
infrastructure. Some groups also wanted the
incorporation of public art. Another group would
like to see the viaduct lit up at night, which would
help showcase this unique neighborhood feature.

Figure 23. Highly rated images from the public forum
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Figure 24. Highly rated images from the online survey
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T

he third aspect of the vision, along with the Vision Statement
and Visual Imagery Preferences, is a conceptual plan. This plan
incorporates the district concepts from the forum, visual images, and other
feedback and analysis to provide a neighborhood-level view of potential
future development and public realm improvements.
Figure 25 summarizes the conceptual land use framework. As noted,
between Chapman Street and Jackson Street would be a transitional
zone. This area would contain a combination of lower scale commercial
properties and “missing middle” housing options, such as townhomes and
cottage clusters. These types of housing are often more affordable than
traditional single family homes, while still providing attractive options
for families and residents downsizing. Along Neponset Street would be
opportunities to integrate mixed-use development along with the existing
commercial properties. Further north, towards the train station, would be
opportunities for both mixed-use and multifamily residential. Residents
living in these building types are likely to be residents downsizing and
younger residents commuting into Boston. As noted, the area along
Revere Street would continue to maintain its current uses until potentially
converting to residential uses over the long term.

CONCEPTUAL PLAN

CONCEPTUAL PLAN
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CONCEPTUAL PLAN

The figure provides both the types of buildings
and sizes that comport with the vision. The
illustrative plan introduces a number of typologies
to the neighborhood, in addition to what exists
today. Cottage clusters and townhomes are more
appropriate in the “transitional zone.” Mixeduse and multifamily can complement commercial
properties closer to the station and along
Neponset Street.
Each lot provided a “test site” for how
development could occur, taking into account
parking needs, building size, etc. to provide an
understanding of the development’s implications.
The following pages summarizes each of these
test sites.
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Figure 26 provides a redevelopment scenario
that helps communicate the vision. Note that this
diagram is not an actual development proposal
or recommendation to redevelop specific lots;
rather, it is intended to demonstrate how future
development can help achieve the neighborhood
vision. Buildings in blue represent hypothetical
future development.
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There were a number of connectivity
recommendations also developed as part of the
conceptual plan, focused on increasing the number
of connections for pedestrians and bicyclists to get
around. See the Connectivity Recommendations in
the Implementing the Vision section for a summary.

Figure 25. Canton Junction land use framework
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Figure 26. Canton Junction conceptual plan
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CONCEPTUAL PLAN

SITE DETAILS
Conceptual plan typology: Cottage Cluster
Address: 646 Chapman Street, 433 Neponset Street*
Lot size: 0.9 acre
*Assumes lot consolidation
Locus map

Existing conditions view

Typology example

Cottage clusters are small homes sited close together, often with shared open spaces and driveways. Because of their smaller size, they are often more
affordable than a community’s typical single family homes. They are also particularly well-suited for older residents who wish to downsize, young couples
interested in a starter home, or new families with young children.
Cottage clusters were highly favored from the community for the “transitional zone” area. The predominance of small and narrow parcels, however, may
inhibit this form of development taking shape. To facilitate this development it will be important to have flexible requirements, such as a low minimum lot size.
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SITE DETAILS
Conceptual plan typology: Townhomes
Address: 600 Chapman Street
Lot size: 2.2 acres

Locus map

Existing conditions view

Typology example

Townhomes are attached single-family homes. They provide many of the conveniences of a traditional single family home but can accommodate more
units in a smaller space, making them an appropriate typology in walkable areas near transit. Townhomes are currently found in Canton and were another
popular choice for the transitional zone. The example in the conceptual plan depicts townhomes on the east end (along Jackson Street) of the parcel with
the former Revere School. (The conceptual plan assumes the former school would continue to operate as offices. It could, however, provide an opportunity
for community-focused uses in the future. The community expressed an interest in preserving this building, now with offices. The example illustrates how the
site can accommodate additional development.
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SITE DETAILS
Conceptual plan typology: Mixed-use, community space
Address: 399 Neponset St., 403 Neponset St., 0 Jackson
St.*
Lot size: 2 acres
Locus map

Existing conditions view

*Lots currently under common ownership

Typology example

Mixed-use buildings typically have retail or other commercial space on the ground-floor with residences above. Having retail on the first floor can help
“activate” the street and add vibrancy to the neighborhood. People living above help support the businesses and have easy access to the commuter rail,
an important feature as many people who choose to live in these types of buildings are professionals commuting into Boston. They are also increasingly
popular among residents downsizing, especially as the common areas and open spaces typically have professional management provide upkeep.
The example provided depicts 27 residential units and 13,000 SF of commercial space along with 50 parking space. The illustration also includes a 10,000
SF community center space, as envisioned by one of the groups at the first public forum.
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SITE DETAILS
Conceptual plan typology: Multifamily
Address: 99 Jackson Street
Lot size: 1.2 acres

Locus map

Existing conditions view

Typology example

Appropriately sized multifamily homes can complement the other building types in the neighborhood and accommodate a community’s needs for growth,
including maintaining its level of affordable housing. While often mixed-use buildings are preferred, there is generally a lack of sufficient demand for all
new buildings to contain commercial space. As with mixed-use buildings, multifamily buildings are especially attractive to residents downsizing, as well as
young professionals.
The example in the conceptual plan has 22 units and 34 surface parking spaces. (Because of the topographic change at the lot, the site could likely allow
for more creative development options, such as a decked structured parking structure.)
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SITE DETAILS
Conceptual plan typology: Mixed-use (primarily
residential)
Address: 666 Sherman Street (MBTA lot)
Lot size: 1.0 acre
Locus map

Existing conditions view

Structured

*This example assumes only a small portion of the MBTA’s
property at the station would be open for redevelopment.

parking

Commercial space

Typology example
Com

mer
cial

spac

e

The MBTA’s property provides one of the best locations to take advantage of the transit-oriented nature of the neighborhood. The example provided
assumes a small portion of the MBTA’s property, occupying approximately 150 out of the station’s total 764 spaces, could be open to development,
assuming these spaces were relocated as part of a structured parking facility. The example (which is based on a precedent from a proposal in another
community in the region), has 65 units with 90 associated parking spaces incorporated as structured parking. The commercial space could accommodate a
dry cleaner or other small retail/commercial space to serve the residents and commuters.
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In this example, the bulk of the building is reduced through multiple stepbacks on upper floors, as well as an open central courtyard.

Precedent example for MBTA conceptual
site.

Financial Feasibility Analysis
Despite being one of the best locations for
development in Canton Junction, the MBTA
lot is also one of the most challenging sites.
Coordinating with a state agency introduces a
need for a level of coordination beyond what
would be needed with a private landowner.
Furthermore, the MBTA has a policy where
any parking spaces at a commuter lot must be
retained or replaced on site. (In some cases,
particularly when parking facilities are underutilized, the MBTA has relaxed this requirement.)
Development at the MBTA site assumes the need to replace the approximately
150 existing commuter parking spaces. In the conceptual plan, these spaces are
consolidated into a garage on the east side of the train tracks.

With its several parking lots at Canton Junction,
there is adequate room to replace the 150
spaces that would be occupied by the conceptual
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development. Building parking, however,
especially as part of a structured parking facility,
is extremely expensive (ranging from $20,000 to
$30,000 per space).
Because of the substantial cost of constructing
replacement commuter parking, MAPC developed
a high-level financial feasibility model. This
model is based on a pro forma analysis that is
typically used by a developer to understand
whether a real estate project is financially
feasible. A development pro forma takes into
account dozens of project-specific real estate
development variables to arrive at a projected
level of profitability. As each of these variables
changes – for example, as construction costs
decrease or interest rates increase – profitability
goes up or down. If profitability falls below a
certain level, the project is considered infeasible.
This model started with a baseline scenario:
applying the development used in the conceptual
plan with the assumption that the private
developer would be responsible for constructing
the replacement commuter parking facility. It was
assumed that the land would be retained by the
MBTA and provided to the developer at little to
no cost in exchange for the garage. Because of
the Town’s interest in continuing to ensure a portion
of its housing stock is affordable, MAPC also
assumed that 10% of the units were affordable.
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Even with no acquisition costs, the project
would not likely be financially feasible for a
developer to construct the replacement parking.
From there, MAPC explored different iterations
to see under what conditions development of
the MBTA site could more likely be financially
feasible.
MAPC tested a number of options, summarized in
Table 2 and described below.
One option would be for an outside funding
source to cover all or a portion of the
replacement parking. There are grant programs
that could potentially help fund the garage, which
would likely be in excess of $3 million. There may
also be creative financing strategies as another
alternative. The Town may wish to engage with
MassDevelopment to better understand financing
options and/or seek MassWorks grant funding.
An alternative would be to increase the amount
of development on site beyond the 65 units. The
number of units in the conceptual plan, however,
is fairly dense for the site. To be financially
feasible, a dramatic increase in density / number
of units would be required to be financially
viable. Based upon the planning effort, it is
unlikely the community would support the needed
increase in units.
Eliminating the residential parking requirements

would allow the project to be almost feasible.
(The base assumption was 1.5 spaces per unit.)
For this to take place the assumption would
be that residents are able to live a car-free
lifestyle, by taking the train to work and having
amenities nearby for daily needs and recreation
(groceries, restaurants, etc.). Nearby car-sharing
(e.g., Zipcar) would also likely be a critical
component. A benefit to this approach is that the
traffic impact from the new development would
be negligible. That being said, it is unlikely in
this suburban context that development could
have no parking for its residents. The scenario
does, however, show, that reducing the residential
parking requirements does have a major impact
on project costs.
MAPC also tested whether reducing the
percentage of deed-restricted affordable units
would alter the project’s feasibility. For the scale
of this project’s costs, the affordable housing
comprises a relatively small portion of total costs
and does not affect the financial viability.
Another option would be to reduce the number
of spaces that must be replaced. A developer
could likely cover a portion of the garage. The
station is approximately 80% utilized on a typical
weekday. If the MBTA and the Town could agree
to reduce the number of spaces from the existing
764, this scenario could make the project feasible.

MAPC also tested increasing the parking fees.
Monthly parking fees ($70/month) would need
to be approximately doubled for this scenario
to work. Besides the political implications of this
price increase, the model also did not take into
account the likelihood that a number of commuters
would switch to other station locations to park.
Finally, MAPC tested a handful of scenarios that
combined portions of the above scenarios and
other, which could make the project work. For
example, reducing both the required parking for
the residential development (from 1.5 to 1.0),
as well as the required replacement parking
(from 150 to 100) would allow the project to be
feasible, even if the number of affordable units
was raised from 10% to 15%.
Assumptions
The following are assumptions were applied for this
modeling effort (base scenario):
• Unit mix: 40% 1-bedroom (500 SF), 50% 2-bedroom
(750 SF), 10% 3-bedroom (1,250 SF), 13% common
areas
• Parking: 1.5 spaces per unit
• Construction costs: stick $220/SF, podium $225/SF
• Average rent: $2,400 (assumes 4-5 star property)
• Vacancy: 6%
• Permanent debt interest rate: 5.5%
Sources include Co-Star, MBTA, and Carl Walker Industry
Trends

Scenario

Financially
Feasible?

Notes

Replacement parking with no
subsidy

No

Base scenario -- requires a developer to replace MBTA parking at site
of development. Not feasible even if MBTA land provided for
development at little to no cost.

Outside funding for replacement
parking

Yes

Excluding replacement parking, the project is financially feasible,
including structured parking associated with development. The Town
could explore grant opportunities (e.g., MassWorks) and/or creative
financing strategies (e.g., DIF)

Increased density

Yes (but…)

A dramatic increase in density would be required to make the project
financially feasible and build replacement parking; however, the
amount of density required is likely beyond what the Town would
support

Eliminate the development’s
residential parking requirement

Almost

Not requiring any parking for the development would almost make the
project feasible. Given the suburban nature of the site, however, it is
politically acceptable.
unlikely this would be feasible.

Reducing replacement parking
requirement

Yes

The private development could likely fund a portion of the
replacement parking

Reducing the number of
affordable units

No

Requiring affordable units (tested at 10% of total units) has a
relatively small impact on the bottom line of a project of this size

Increase in MBTA parking fees

Yes

Increasing the price of parking could help fund the replacement
garage

Hybrid of above options

Potentially

A combination of the above factors could also allow the project to be
financially feasible

Table 2. Summary of financial feasibility scenarios.
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FISCAL IMPACT ANALYSIS

Methodology

question that often arises when there is
the possibility of new development is how
the development may impact the community’s
finances. In order to further inform this study’s
conceptual plan and recommendations, MAPC
completed a series of fiscal impact analyses
to evaluate the potential impacts of various
development scenarios on the Canton’s budget.
Fiscal Impact Analysis (FIA) is a planning tool
which projects the financial effects of a policy
change or development project by calculating the
difference between the direct costs of providing
municipal services to new development and the
public revenue generated through property taxes
and other sources. MAPC conducted FIA for four
test sites based on the conceptual plan.

The results of any FIA depend on the assumptions
underlying the method of analysis. Due to their
disparate impact on demand for municipal
services, direct costs resulting from residential
and nonresidential development are evaluated
using different variations of the average costing
approach to FIA, described below. A summary of
revenue assumptions follows.

A

As with the conceptual plan, it is important to note
that the FIA performed are intended to provide a
general understanding of the effects of rezoning.
The specifics of actual development proposals will
affect the associated fiscal impacts. Nevertheless,
the FIA tests provided here provide evidence for
how the various development types may impact
the Town’s finances.

Expenses - Residential Development
In analyzing the impacts of residential
development, MAPC relied on a variation of the
average costing approach to FIA, referred to
here as the “Fair Share Method,” developed by
researchers at the UMASS Donahue Institute.1 The
method was chosen due to its relative ease of
implementation, the ready availability of required
data, and its more accurate representation of the
costs associated with development’s generation of
school-aged children, one of the most significant
factors affect a community’s budget.
Average costing approaches to FIA estimate
expenses by establishing an existing average
cost per unit of service, and then assigns costs to
new development based on the number of new

service units resulting from development. Under
the traditional Per Capita Multiplier Method, the
generation of new residents and public school
children appear to result in significant direct costs
to the municipality through an assumed increase
in demand for municipally-provided human and
education services. For example, following the
Per Capita Multiplier Method, MAPC calculated
an average cost per public school student of
$13,309.2 However, an analysis of budget trends
suggest that this calculation may significantly
overestimate the financial impact of new students
on the Town of Canton’s budget.
Although this approach could be useful to a
municipality wishing to evaluate the most fiscally
conservative outcomes of development, treating
increases to the school budget strictly as a
function of the number of enrolled students is
potentially misleading. Education is the largest
expense category in the Town of Canton’s general
expenditures, accounting for approximately 53%
of the total in 2018. Yet while the annual budget
for education increased by approximately 38%
between 2010 and 2018, student enrollment in the
Canton public schools increased by just under 6%
in the same period.

Nakajima, Eric, Kathleen Modzelewski, and Allison Dale. The Fiscal Impact of Mixed-Income Housing Developments on Massachusetts Municipalities: A Report for Citizens’ Housing and Planning Association.
UMass Donahue Institute, 2007. http://www.donahue.umassp.edu/documents/UMDI_FiscalImpact.pdf
1

Calculated by dividing the total FY18 budget for the Canton School Department and regional school assessments by the total number of public school students in 2018-2019.

2
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The Fair Share Method employed in this analysis
explicitly seeks to correct for the analytical
shortcomings of the Per Capita Multiplier Method.
As stated by the authors, “the traditional per
capita multiplier method of analysis distorts the
fiscal impact of housing units by allocating costs
via a different method than costs are actually
apportioned in municipalities;” the costs for
municipal services are not distributed on a “feefor service basis,” but rather “property tax bills
allocate a share of municipal costs to every
property owner in the community.”3 Therefore, the
more appropriate unit of analysis in evaluating
the fiscal impacts of residential development is the
household.

tax levy, including commercial/industrial real
estate property taxes and state aid, in order
to reflect the cross-subsidy residential property
owners receive from these sectors. The Town’s
net expenditures are then divided the by total
number of housing units in Town, which provides
the average cost per housing unit.

The Fair Share Method determines the fiscal
impact of new construction by calculating the
average cost of public services per housing unit,
with municipal education costs included with
other general fund expenditures rather than
being allocated according to the number of
public school children in each housing unit. The
average cost of public services per housing unit
is calculated by first adjusting the total operating
expenditures in the general fund4 by the amount
paid through sources other than the residential

Direct costs resulting from nonresidential
development on the test sites – including
commercial and parking garage space – are
estimated using the Proportional Valuation
Method of FIA, the most commonly used
method for estimating impacts of nonresidential
development. The proportional evaluation
method assumes that demand for some municipal
services increases along with land use intensity,
and uses assessed value as an indicator of
land use intensity. Direct costs are attributed

Service Unit
Per housing unit

Average Cost
$3,400

Budget Items
General fund
operating
expenses

Expenses - Nonresidential Development
Analysis

to nonresidential development per $1,000 of
assessed value.
The average cost per unit of $1,000 AV is
calculated by dividing the total budget for Town
services assumed to be dependent on the Town’s
land use intensity by 1/1000 of the total assessed
value of Canton’s real and personal property.
Service Unit
Per $1,000
of Assessed
Value

Average Cost Budget Items
$3.64
• Fire Department
• Public Works
• Police and Animal
Control
• Assessor
• Street Lighting
• Snow and Ice
Removal
• Trash Collection

The assumed assessed value of new development
is calculated based on the proposed square
footage and the estimated assessed value per
square foot differentiated by use type. Estimated
assessed values per square foot for each use
are based on the market value for comparable
properties in the region.

Nakajima, et. al. pg. 6, 7

3

Muncipal, school, and select fixed cost expenses

4
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Use Type
Commercial
Parking Garage

$AV / GSF
$200
$8

Revenue -- Residential and Non-Residential
Development
This analysis identifies three potential revenue
sources from new development: 1) real estate
property taxes, 2) personal property taxes, and
3) motor vehicle excise taxes.
Real Estate Property Tax
The average revenue generated per housing
unit is calculated by dividing the residential real
estate property tax levy by the total number
of housing units in town. The average assessed
value per unit is calculated based on the average
property tax revenue per unit and the residential
tax rate.
Service Unit

Per housing

Avg.

Residential

Average

$AV (per

Tax Rate

Revenue

Housing

(per $1,000

(per

Unit)

AV)

Housing

$12.40

Unit)
$4,875

$393,154

unit

Canton applies a split tax rate, with commercial
and industrial property taxed at more than
double the rate of residential property.
Estimated property tax revenues generated by
new nonresidential development are calculated
by multiplying the assessed value of new
development by the 2019 tax rate. If the test site
development is proposed to replace existing land
uses, net property tax revenue was calculated
by subtracting the current property tax revenue
generated by the site from the new total.
Use Type

$AV/GSF

Tax Rate per
$1,000 AV

Commercial
Parking Garage

$200
$8

(2019)
$25.77
$25.77

Personal Property Tax

therefore residential development is not assumed
to generate additional personal property tax.
In this analysis, new personal property tax
revenue was estimated as 18.9% of the net new
nonresidential real estate property tax revenue,
equivalent to total Town personal property AV
as a proportion of total Town Commercial and
industrial real property AV.5
Motor Vehicle Excise Tax
Motor vehicle excise tax revenue is estimated to
increase in proportion to the percent change to
the Town’s baseline total real property assessed
value. The motor vehicle excise tax increase
is allocated between the nonresidential and
residential development based on the use’s
proportion of the total buildout AV.6

Personal property typically includes tangible items
that are not firmly attached to land or buildings
and are not specially designed for or considered
part of the real estate. This includes merchandise,
furnishings and effects, machinery, tools, animals
and equipment. Household furnishings and effects
at an individual’s primary place of residence
are not considered taxable personal property,

Personal property tax revenue model drawn from Camoin Associates, “Draper Knitting Company Site Redevelopment Market Feasibility Study” (2018)

5

2018 Motor vehicle and other excise revenue = $4,707,385

6
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Fiscal impact analysis results7
Site 1: Residential Cottage Cluster at 656
Chapman St, 433 Neponset St
Test Site 1 encompasses two parcels: the 656
Chapman Street lot currently houses a small office
and residence, while the 433 Neponset Street lot
is coded by the Assessors Department as vacant
commercial land. The conceptual development
would consolidate the two parcels and place
8 cottage style housing units on site. Due to
the conversion of a commercial property to a
residential use, the buildout is projected to have
a negative impact on the site’s commercial value,
and consequently results in a negative expense (or
positive balance).
Based on the seven net housing units created, the
Site 1 buildout is projected to produce $34,764
in real estate property tax revenue. Again due
to the conversion of a commercial property to
residential use, the buildout is assumed to result
in a net loss of commercial property taxes. The
development is assumed to increase the Town’s
baseline motor vehicle excise tax by 0.06%,
equivalent to the increase in the Town’s baseline
real property assessed value. Since residential

FIA Analysis Site 1

FIA Analysis Site 2

development comprises the full value of the
buildout, the increase is assigned wholly to the
residential development. As the commercial
property is vacant, the land use change is not
assumed to have any impact on personal property
revenues.

and a parking lot. The conceptual buildout would
replace these uses with a mixed-use project with
6,500 sq. ft. of commercial space and 16 units of
housing. All of the housing units contribute to the
net increase. Although the new commercial space
offsets some of the lost commercial assessed
value, the total impact is negative which again
results in negative expenses attributable to
commercial use of the site.

Calculating the difference between the
projected buildout’s net impact on revenues and
expenses, provides us with the overall impact of
development.
Site 1 Overall Net Fiscal Impact: + $9,234
Site 2: Mixed Use Commercial / Residential, 399
+ 403 Neponset and 0 Jackson
Test Site 2 encompasses three commercial parcels,
including a two story restaurant, office buildings,

The Site 2 buildout is projected to produce
$78,000 in residential real estate property
tax revenue, with a net loss of commercial real
estate property taxes of $18,600, for a net
positive property tax revenue impact of $59,400.
However, the negative commercial property tax
revenue is further assumed to result in a loss of
personal property tax revenue. The net change

The residential expense products in the tables below were calculated using a more precise average cost per housing unit - $3400.45 – than is represented in the tables themselves.

7
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in assessed value over the Town’s baseline real
property assessed value is 0.12%, and the
related increase in motor vehicle excise tax was
assigned between residential and commercial
development based on their relative contribution
to the total development’s assessed value.
Finding the different between the projected
buildout’s net impact on revenues and
expenses, provides us with the overall impact of
development.
Site 2 Overall Net Fiscal Impact: + $9,838
Site 3: Residential Development at 99 Jackson
Street
The conceptual buildout for Test Site 3 would
replace a small commercial building and parking
lot with a residential development consisting of 22
units of housing.
The Site 3 buildout is projected to produce
over $100,000 in net real estate property tax
revenue. The loss of commercial real estate
property tax revenue and personal property
taxes is almost entirely offset by the projected
increase in motor vehicle excise tax alone.
Finding the difference between the projected
buildout’s net impact on revenues and
expenses, provides us with the overall impact of
development.
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FIA Analysis Site 3

FIA Analysis Site 4

Site 3 Overall Net Fiscal Impact: +$33,564

As the test site’s current land use is tax exempt,
all revenue estimated to be generated from new
development is counted towards the net.

Site 4: MBTA Site
Test Site 4 covers a portion of the MBTA’s
parking lot. Since the development is proposed
on a portion of the MBTA’s property, the current
assessed value of the property was estimated by
calculating the percentage of the existing lot’s
area targeted for development – approximately
10% - and multiplying that percentage by the
total assessed value of the property. Due to the
size of the proposed development, this analysis
also assumes that a parking garage will be
required as part of the mixed use development.
In analyzing net changes in assessed value,
these various land uses – exempt, commercial,
and parking garage – were collapsed into a
“nonresidential category.”

Site 4 Overall Net Fiscal Impact: +$169,247

Conclusions from the FIA analysis
Based on the fiscal impact analysis all
development conceived as part of the conceptual
plan has a positive fiscal impact. MAPC also
conducted a second analysis of each site using
the standard average cost method approach. As
noted, MAPC believes that this approach is less
appropriate for accurately capturing the impact
that residential development has on the school
budget. The results from this analysis were more
mixed, ranging from slightly negative to highly
positive.

The MBTA site provides by far the largest
positive fiscal impact, given that today there is no
development and its status is tax exempt. (This
was true of both analytical methods.) While this
site would be the most challenging to redevelop,
this analysis suggests that the benefits to the
Town may be worth the effort of attempting
to overcome the barriers associated with
replacement parking.
Note that this analysis was conducted at a high
level and should be used only to gauge the order
of magnitude of impacts for planning purposes.
Any proposed future buildout scenario would
require a detailed fiscal impact analysis to
measure project-specific impacts on various Town
departments.
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Introduction

B

ecause zoning regulates many aspects of private development, it is one of the most
important tools the community has to help implement the vision. Zoning creates the
framework for how land is developed or redeveloped in the future.
Zoning bylaws can be complex and have a number of unintended consequences.
Furthermore, there are often multiple ways an area’s zoning could be crafted, each of
which could achieve the vision but also could have various drawbacks. The following
zoning recommendations are intended to be a starting point for crafting a zoning bylaw
appropriate to help achieve the neighborhood’s vision. Following the completion of this
report the Town will work with MAPC on a draft zoning bylaw.

IMPLEMENTING
THE VISION

ZONING RECOMMENDATIONS
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Zoning format
There are a number of different options for
structuring a zoning district. For Canton Junction,
MAPC recommends creating a new base zoning
district that would replace the existing Industrial
district. This new district would be divided into
sub-districts and which contains elements from
form-based code approaches. In making this
recommendation, MAPC considered multiple
alternatives. This section provides a brief summary
of each, including the recommended strategy.
Overlay District
One approach would be to develop an overlay
district for the study area. Overlay districts
allow for uses and development styles that
can be crafted to the specific area. They also
have the advantage of allowing existing uses
to remain in conformity. The drawback to an
overlay district is that it allows land owners
the option of choosing to redevelop under the
overlay district or the base zoning. This could
allow landowners to choose the zoning option
that does not help realize the vision. It could also
allow future development that is in conflict with
the desires of abutters (e.g., a new industrial site
being constructed next to existing residences). An
additional drawback is that overlay districts add
complexity to the Zoning Bylaws and may cause
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confusion for landowners and be more difficult to
administer for the Town.

This zoning must be in “smart growth” locations.
As a site centered around a transit station and
easily walkable to the downtown, the Canton
Junction area would qualify. The zoning allows
for a mix of commercial along with residential,
which would also be appropriate for the
Canton Junction neighborhood. It allows for the
development of design standards, which could
help ensure development is of high quality design
and improves the public realm.

Despite these drawbacks, an overlay district is
a good approach where a community, either for
political reasons and/or where the underlying
uses are acceptable, wants to retain its base
zoning. In Canton, however, (as in increasingly
other communities) overlay districts have become
a less desired approach than creating base
zoning districts. Lacking a clear reason to create
a new overlay district, MAPC does not recommend The incentive payments, administered by
this approach.
the Department of Housing and Community
Development, include payments for both adopting
Smart Growth Overlay District
zoning (which varies depending on the amount
Additional consideration was given for a special
of housing zoned) and a payment for each unit
overlay district, the State’s Smart Growth Overlay permitted ($3,000 per unit).
District (Chapter 40R). The Town’s master plan
recommended consideration of this type of zoning Despite these benefits, there are also drawbacks.
Because the application process requires numerous
for the Canton Junction area, and therefore a
calculations for each parcel in the proposed
high level of deliberation was given. Ch. 40R
district, they can be complex and costly to
provides incentive payments to communities for
develop. The zoning bylaw itself is typically
adopting zoning that allows by right relatively
high density housing with a portion required to be fairly large and complex, as it must be written in
deed-restricted affordable housing. For example, a way that allows it to be a self-contained bylaw
with minimal references to other sections of the
for multi-family buildings, the density is set at 20
bylaws. As noted, it is an overlay district, and
units per acre of developable land and 8 units
therefore, for communities wishing to minimize
per acre for townhomes. At least 20 percent of
the number of overlay districts this may not be
the housing stock is required to be affordable at
the best option. Finally, some communities may
80 percent of the Area Median Income (AMI).

also believe that the payments are not enough to
justify the process and requirements.
After consideration of the above and with
extensive discussion among Town staff and
officials, it was decided that a Ch. 40R district
would not be the optimal option for Canton
Junction. While the requirements adhere closely
to the vision, it was decided that zoning based on
Ch. 40R would help achieve the vision but allow
for additional flexibility, reduced cost, and in a
preferred zoning type, i.e., base zoning.
Modifications to existing zoning
Another option, quickly discarded, is to make
changes to the existing zoning district. Because
the study area boundaries coincide with a
single existing zoning district, in some cases, this
approach may have made sense. This may be
true if the zoning required slight modifications
to help advance the vision. For Canton Junction,
however, major changes are recommended.
Because changes to the existing zoning, i.e.,
Industrial District, would affect all Industrial
districts in town, changes would have repercussions
town-wide.
New Base Zoning
As with an overlay district, a new base zoning
district allows zoning that is tailored to the
neighborhood. It can also ensure that all new

development comports with the vision, rather than
allowing the option of the overlay district or base
zoning.

to a preexisting nonconforming structure
that extends or increases an existing
nonconformity, with the following restrictions:

A potential drawback relates to the existing uses,
which would no longer be in conformance if they
are not included in the new district. Pre-existing,
non-conforming uses would be grandfathered, in
however, and able to continue. Thus, the district
would evolve gradually, over time, if and when a
landowner decides to redevelop his/her property.
An additional concern would be if an existing
landowner wanted to modify the property, e.g.,
to expand an existing business. In this case it
would not be permissible under the zoning and
would generally require a variance. This is one
reason why some communities opt for an overlay
district approach. However, if this is a concern for
the Town language, could be included in the new
district that ameliorates this concern. Example
language to serve as a starting point is:

i. The gross floor area may not be increased
by more than twenty-five percent (25%)
from the gross floor area in existence prior
to [date], as identified by the City Assessing
Department.

I. Nonconformance
A. Nonconforming Structures and Uses
a. Nonconforming structures lawfully in
existence prior to [date of new zoning
adoption] may be modified in conformance
with the provisions of this Article.
b. The [Special Permit Granting Authority]
may, by special permit, allow a modification

ii. The building must be occupied or intended
to be occupied by either a conforming use
or an existing use as of [date].
Zoning traditionally provides only basic standards
for controlling the form of a building, such as
heights and setbacks. They may contain density
standards, as well, such as floor-area ratio
(FAR) or unit per acre (UPA) maximums. These
measures, however, are “blunt” tools for controlling
a building’s form, as extremely different types
of development can result from the same FAR or
UPA. (For example, a 4 story building covering
a quarter of a lot and a single story building
covering the entire lot both have an FAR of 1.)
Because there was a strong interest in ensuring
future development promotes walkability and is
of high quality design, MAPC recommends going
a step beyond what is found in typical zoning
districts. This can be done by incorporating
elements of form-based code (FBC) into the zoning
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bylaws. FBC is an alternative to traditional
zoning that aims to ensure high quality design
and public realm by using the physical form as
the organizing principle rather than uses (although
in most FBCs today uses are still a component).
FBCs are gaining increasing usage as they can
help ensure future development is sensitive to the
context of a community.
Overhauling a community’s zoning bylaws into
an FBC can be an extremely time-consuming and
costly approach. An alternative, which MAPC
recommends for Canton Junction, is to work within
the existing bylaws and introduce some elements
associated with FBC that are most important to
Canton Junction. This incremental approach is less
costly and focused on the districts where they are
most important (typically in walkable, mixed-use
neighborhoods).
Furthermore, some FBCs can be highly prescriptive
in terms of the architecture. This tends to be
most important where there is a desire for new
development to fit in seamlessly with existing
development or where there is a strong and clear
desire for specific types of development. This
level of detail can further add to the cost of
developing the bylaw. As previously outlined,
the existing context does not contain a clear
pattern of building forms and the quality of
design varies considerably. The visual imagery
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portion of the visioning process did not provide a
single type of preferred building or architectural
style. MAPC, therefore, recommends a less
prescriptive approach than traditional FBC,
which instead focuses on principles that can help
ensure high quality design, regardless of the
specific architecture or building type. The Canton
Junction Zoning Recommendations below provide
a starting point for which elements may be
beneficial to include.
An alternative to including design and
development standards associated with FBC is to
develop separate Design Guidelines for Canton
Junction. These could be adopted by the Planning
Board or other relevant body and could be a
component of Site Plan Review. The drawback is
that because they are not part of the bylaws they
are only advisory in nature. After discussion with
Town staff and officials it was deemed preferable
to include required design standards as part
of the bylaw itself. If, during the process of
developing the bylaw the Town wishes to change
direction, the design elements can be removed
from the draft bylaw and incorporated into a
separate design guidelines document.
The following recommendations provide a starting
point for a new zoning district that will help
achieve the vision. Rather than being prescriptive
with all recommendations, many of them instead

provide various options and considerations.
Starting from these recommendations as a base,
the Town can work on developing appropriate
zoning for the neighborhood, choosing among
the recommended options provided, refining
these recommendations, and making changes, as
needed. In addition, because the elements for
a Canton Junction zoning district extend beyond
typical base zoning districts (i.e., beyond the table
of uses and dimensional regulations), the Town will
need to consider the format for incorporating the
Canton Junction district into the bylaw.

Zoning district boundaries
Through the visioning process it was clear that
the study area has at least two distinct areas.
One option to account for these different areas
would be to develop two or more new base
zones. MAPC, however, recommends a single
new zoning district with at least two subdistricts:
one for the transitional zone that would allow for
smaller scale development and another for larger
development closer to the station (called the “core
area” in these recommendations). The Town may
consider splitting core area into two areas, one
further north near the station and a second along
Neponset Street. Each of these sub-districts could
have slightly different characters.

Zoning district recommendations
Uses. A key aspect generally associated with
transit-oriented development is allowing for
mixed-use development. This is typically groundfloor retail space with residences above, although
the ground floor could also potentially contain
other types of commercial space and upper floors
could potentially contain office space. Mixed-use
development is especially important in the core
zone.
Regarding specific commercial uses allowed
in the core zone, either as part of a mixeduse development or single use, these should be
discussed and vetted as part of the process of
developing the zoning. Generally speaking,
unless there is a specific reason to exclude a
potential commercial uses, MAPC recommends
allowing a high degree of flexibility in allowing
for various retail, service, and office uses.
MAPC also recommends that at least a portion
of the core zone allows for appropriatelysized multifamily development. If the core
zone is split into to subdistricts the area to the
north, closer to the station would likely make
more sense. Multifamily development could be
allowed through a Special Permit to allow the
Town to retain discretion on where this type of
development would be most beneficial.

The transitional zone is recommended to have
lower density housing and some commercial
uses. Most important are the housing types that
provide a balance between a density that is both
appropriate for a transit-oriented neighborhood,
as well as being to single family areas.
Townhomes and cottage clusters can achieve this
balance. The Town may also wish to consider
mixed-use development that is of a lower scale
than the core area.

In the core area, front setbacks should be
minimized to create an active street-front. Where
setbacks do exist they should serve to activate the
space, such as with restaurant seating. Parking
should be placed in the rear or side of the
building.

Lot requirements. Minimum lot sizes should
generally be flexible to allow for development
under various conditions, provided that other
requirements (e.g., parking and open space) are
met. Many of the site parcels are relatively small
today. Requiring high minimum lot sizes would
necessitate an owner to consolidate lots and
construct buildings that may be larger than the
Town wishes.

Building standards (general). The visual
preference exercises gave preference for a
variety of building heights. Various requirements
for articulation, such as stepping back upper story
floors, can reduce the bulk of taller buildings. In
the core zone, based on the visual preference
exercises, MAPC recommends allowing buildings
five or up to six stories (potentially as part of
a density bonus). In the transitional zone, up to
three stories is likely more appropriate.

Figure 27. Example of lot requirements diagram (letters would
correspond to a table summarizing setbacks, lot coverage, etc.)

In the transitional zone, front setbacks may be
higher than the core zone but should still be
reduced from 30 foot front setbacks required in
the General Residence District.

As with lot sizes, MAPC recommends that building
coverage requirement be flexible enough to
allow for financially feasible development
to occur. Other requirements, such as an
introduction of required open space for residential
uses, residential density limits, and parking
requirements would ultimately dictate the amount
of lot coverage possible.
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If the Town wishes to provide a residential density
requirement, MAPC recommends the Town aim
for the density requirements defined under the
Ch. 40R Smart Growth Overlay Districts: 20
units per acre (UPA) for mixed-use and multifamily, 12 UPA for townhomes, and 8 UPA for
cottage clusters. For commercial uses, height
limitations and parking requirements will drive
maximum density without the need for an explicit
requirement (i.e., floor area ratio).
Building standards (additional). As noted,
MAPC recommends the Canton Junction zoning
go beyond typical zoning districts by providing
greater specificity of various standards. The
purpose for this is to guide development in a way
that better ensures high quality design and an
improved experience for residents and visitors.
Through the visual preference exercises, there did

not emerge a single preference for building style.
Furthermore, the neighborhood does not have
a predominant historical style of buildings. The
building standards, therefore, do not need to be
overly prescriptive. The standards can provide
details related to the general mass of buildings
that would be appropriate the neighborhood,
and a requirement for vertical facade modulation
of dividing large buildings into multiple bays
(e.g., set to 40 ft.) This helps to visually reduce
the bulk of any larger buildings that may be built
and fits with the visual preference exercises.
Another element to consider are allowable
roof types and associated standards. Roof
preferences ranged from pitched roofs to flat,
so it is not clear whether the zoning should be
restricted to certain types. The Town may wish
to include standards, however, to ensure that

Figure 30. Examples of Mansard roofs that are well-proportioned
(top) and poorly proportioned (bottom).

Figure 28. Example of building mass standards diagram
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Figure 29. Example of building articulation standards diagram

whatever roof style is chosen is well proportioned
and of high quality design.
The building standards section may also wish to
specify the amount of glazing required on the
front facade, especially of the ground floor of
commercial spaces. Storefronts with large, clear
windows help add vibrancy to a street.
Finally, the Town may wish to consider a set of
“building components” allowed on buildings that
would be desirable for future redevelopment.
These building components are accessory elements
integrated into the buildings’ massing to increase
building usefulness and provide a variety and
individuality of design. Components may include
bay windows, dormers, shed dormers, extended
shop fronts, etc. Each component would have
associated standards. Elements that are not

included as part of the list of components would
either be prohibited or allowed through a Special
Permit. (For example, a roof deck could be a
component that the Town may not wish to allow or
to allow only through a Special Permit.)
Parking standards. As noted, parking should
be required to be located at the rear or side
of a building, where possible. Standards
can also require that where parking is visible
from the street (e.g., if placed on the side of a
building), that they are adequately screened from
pedestrians.
Parking ratios should be set based on generally
accepted best practices for the context. Many
residents in development near the station will
likely commute by train and take fewer auto-trips
than a typical suburban household. For example,
a two-person household may only need one
car that can be shared, rather than two. MAPC
recommends considering a residential standard
of 1.25 spaces per unit, potentially lower and no
higher than 1.5 spaces per unit.

•

Shared parking arrangements between
properties

•

Shared parking based on a mixed-use
development

•

Presence of a car-sharing program

•

Availability of off-site parking

Screening requirements. To further enhance
the experience in the public realm, the district
can provide requirements for screening loading
facilities, service areas, and mechanical
equipment.
Affordable Housing. Where housing is part
of a development, a portion should be deedrestricted affordable housing. Consideration
should be given to balance the needs to ensure
the affordable housing requirement does not
hinder development, while also ensuring that it
is a high enough percentage to be meaningful.
MAPC recommends considering 15% of units as a
starting point for developments of 8 or more units.

Structured Parking. If structured parking facilities
are provided (i.e., garages), they should be
In addition to the base standards, the zoning
should provide the opportunity for a landowner to designed in a way that minimizes any detrimental
reduce the parking requirements through a special effects on the feel of the neighborhood. This
can be accomplished by lining the garage with
permit based on several options, including:
active building uses along the street. Placement
• Availability of on-street parking
of the structured parking should be surrounded on
Figure 31. Examples of building component standards
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Table 3. Summary of Existing Zoning vs. Recommended Zoning Changes

visible edges by active retail and/or residential
uses to avoid inactive streets created by the
parking structure. Alternatively, structured
parking could be arranged such that the ground
floor uses are available for commercial space
and the upper parking levels are articulated
to create a more attractive structure above. In
cases where structured parking is located in a
prominent location but it is not practicable for first
floor commercial space, public art or landscape
techniques can be utilized to buffer the groundlevel environment from the garage.

Industrial District (Existing

Proposed District

Zoning)

(Transitional Zone | Mixed-Use Zone)

Zoning format

Base zoning

Base Zoning comprised of two or three sub-districts*

Height

40’

2.5-3 stories | 4-6 stories

Setbacks (Front,

60’, 20’, 10’

0’-20’ in both sub-districts for front setbacks. This space should be

Side, Rear)

used for seating or landscaping, not parking. The mixed-use zone
may consider allowing 0’ side setbacks if a common wall with an

Min. Lot Size

N/A

adjacent building.
N/A or potentially a specified minimum lot size that errs on the side
of flexibility (i.e., a low minimum)

Max Lot Coverage

50%

N/A or something that errs on the side of flexibility (i.e., high
max), especially for the mixed-use zone. Open space and parking

Selected Uses

Density

Research, manufacturing,

requirements will help drive the effective maximum lot coverage.
Transitional zone: cottage clusters, townhomes, potential commercial,

light manufacturing,

potential mixed use, community uses. Mixed-use zone: mixed-use,

warehouse, etc.
N/A

multifamily, various commericial uses, community uses.
N/A or min. 20 units per acre for multi-family, 12 UPA for
townhomes, and 8 UPA for cottage clusters

Parking

Varies by use

The base district should have lower parking requirements than the
existing General Off-Street Parking Regulations. For example, 2
spaces per unit for multi-family is likely too high for this area. The
district should also allow for shared parking and other innovative

Figure 32. Example of lining a structured parking facility with
retail uses.

Affordable Housing

None required

ways to reduce parking.
It is critical that affordable housing be a component of future
zoning. A starting point for discussion could be 15% at 80% of

Design Standards

None

*This table assumes two sub-districts
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Area Median Income for projects of 8+ units
Potential inclusion of standards to better ensure high quality design

CONNECTIVITY RECOMMENDATIONS

A

long with the zoning, improving multi-modal
connectivity is one of the most important
elements of the Canton Junction neighborhood.
This recommendation has three broad categories:

A

Safe pedestrian connection through
viaduct

B

Additional bike/ped routes through
internal bike/ped connectivity

C

Pedestrian connection between
Chapman St. and Jackson St.

D

Safe crossing from Revere Street to
Paul Revere Heritage site path

B

1. Creating new pedestrian and bicycle
connections
2. Safety improvements for both pedestrians and
bicyclists

A

D

A

3. Public realm improvements within the public
rights-of-way

New connections

Figure 33. Key bike/ped connections

The conceptual planning exercise showed the
need for additional connections for pedestrians
and cyclists. (See Figure 33.) One of the areas
to improve is at the southern end of the study
area through the viaduct. Safe access will allow
pedestrians to walk to the east side of Neponset
Street. The sidewalk along the east side of the
viaduct to continue along Neponset Street and
access the Paul Revere Heritage Site.
To create this connection, the Town can first extend
the sidewalk along the east side of Neponset
Street. (See Figure 34.) A sidewalk should then
extend seamlessly through the viaduct (the left
opening on Figure 35). On-site measurements
would need to confirm there is adequate

Figure 34. The sidewalk along Neponset Street toward the viaduct
ends abruptly.

Figure 35. Pedestrian access through the viaduct is only via a
narrow sidewalk that is not safely accessible.
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space for both vehicles and a minimum threefoot sidewalk. Today, there is a very narrow
sidewalk (the opening on the right of Figure 35)
that provides access through the viaduct, but
it in additional to being too narrow for ADA
requirements, it requires crossing a complex
intersection that lacks safe crossing facilities.
These initial thoughts can help inform upcoming
project work. The Town recently received a
Housing Choice Infrastructure grant to study
Neponset Street from Washington Street through
Chapman Street. The needs of all modes of
transportation will be considered, and special
attention will be paid to the viaduct crossing.
The conceptual plan also developed a connection
between parcels in the area between Jackson
Street/Neponset Street and the train tracks. This
would provide more direct access for pedestrians
and cyclists traveling to/from the station to
Neponset Street. This type of connectivity can
occur incrementally as new development occurs.
The zoning can encourage or require pedestrian
connectivity to adjacent parcels.
An east-west connection between Chapman
Street and Jackson Street was also sought. This
would greatly enhance pedestrian connectivity
by avoiding the need to make a circuitous route
either north or south first. The most likely location
for this connection is at the former Revere School
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site, as this parcel extends from Chapman to
Jackson Street. If development occurs at this
property (or portion of it) a sliver along the
edge could be devoted for a path through the
site. If the building was adaptively reused as a
community space, the connetion would be both
more important to include and likely easier to
implement.

Bike-Ped safety improvements
The Canton Junction neighborhood should be safe
to travel for pedestrians and bicyclists of all ages
and abilities. Groups in the conceptual planning
exercise noted a need for a safe crossing from
Revere Street to access the multiuse path at the
Paul Revere Heritage site. This path will provide
direct access to the station and provide an
alternative means for pedestrians to avoid the
overpass towards Sherman Street, which appears
to be too narrow for pedestrian facilities.
Along Jackson Street, Chapman Street, and
Neponset Street, sidewalks are present on at
least one side of the road throughout. There
are not, however, bicycle facilities such as bike
lanes. Many suburban roadways have wider
than necessary vehicular travel lanes. Where this
is the case, reducing the travel lanes as narrow
as ten feet may allow sufficient space to stripe
bicycle lanes, which should typically be five feet
wide. If room does not exist for bicycle lanes in

both directions, an alternative could be to have
one bicycle lane in the southbound direction
and one northbound on Chapman Street and
Jackson Street. Neponset Street appear to
have adequate width for bicycle lanes in each
direction. Working with a transportation planning
firm that focuses on bicycle facilities can assist the
Town with designing these bicycle facilities in a
way that ensures users’ safety.
Narrower vehicular lanes resulting from the
inclusion of bicycle lanes have the added benefit
of slowing traffic, which greatly improves
the safety of both pedestrians and cyclists
with minimal effect on motorists’ travel times.
Studies show that if a conflict does occur with
a pedestrian or cyclist, they tend to be far less
severe at speeds below 25 miles per hour.

Public realm improvements
Ensuring pedestrian and bicyclist safety is a
minimum step towards achieving the neighborhood
vision. Public realm improvements can help make
people want to walk and bike and improve their
comfort.
Public investment in the street network should be
combined with private investment in property
redevelopment and improvement. Public
investment in the streets is a viable technique to
encourage private investment in a district and can

be used to strengthen walkability and bikability.
Elements include:
Sidewalk amenities. Amenities include trash
receptacles located in convenient locations.
Seating is another important amenity.
Pedestrian-scale lighting. Adequate lighting
improves both comfort and feelings of safety.
Pedestrian scale lighting can also create a more
pedestrian-friendly atmosphere that emphasizes
the needs of people walking over motorists.
Street trees. Street trees can improve the visual
character of the street. They can also provide
shade during the summer months and various of
environmental benefits.
Parklets. The Town may wish to consider installing
“parklets” in areas with potentially large numbers
of pedestrians. A parklet is a sidewalk extension
that provides more space for people using the
street. They generally extend out from the
sidewalk and often occupy one of more onstreet parking spaces. The parklets can provide
seating for people frequenting nearby cafes and
restaurants. With an almost limitless potential of
various designs, they can help the neighborhood
create a sense of place.

Figure 36. Examples of street amenities that improve the public realm.

Bike parking. Finally, bicycle parking should be
provided at convenient locations along Bridge
Street, using high quality bike racks.
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