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The Honorable Jeb Bush
Govemnor of Florida
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Tallahassee, Florida 32399-0001

The Honorable Toni Jennings
President of the Senate

The Capitol

Tallahassee, Florida 32399-1100

The Honorable John Thrasher

Speaker of the House of Representatives
The Capitol

Tallahassee, Florida 32399-1300

Dear Governor Bush, President Jennings, and Speaker Thrasher:

As directed by Section 30 of CS/SB 2474 as enacted by the 1998 Legislature, the
Transportation and Land Use Study Committee herewith submits its unanimous
recommendations for improving transportation and land use planning in Florida.

This report contains 40 recommendations for actions to be taken to create better communities,
improve transportation concurrency, coordinate land use and transportation planning, and
invest in Florida's future. Implementation of these recommendations will make a significant
contribution toward creating a more livable and prosperous Florida in the coming century.
These recommendations were developed during an intensive effort lasting less than five
months; the Committee clearly could not assess every issue nor work out every detail in the
time available. Please do not interpret these recommendations to be so fixed that they cannot
be refined as necessary during their implementation to accomplish their intent.

Finally, I would like to commend the members of the Committee for their hard work. I have
rarely had the pleasure of serving with such a fine group of people. The efforts of staff, which
allowed us to cover an enormous amount of ground during a very short time, are also greatly
appreciated.

On behalf of the Committee, thank you for the opportunity to serve the citizens of Flonda. If
we can assist further, please do not hesitate to call on us.

Yours very truly,

Z

L. Benjamin Starrett
Chairman

Florida Department of Transporation 4 605 Suwannee Street, Mail Station 26 4 Tallahassee, Florida 32399-0450
Phone: (850) 488-8006 4 Fascimile: (850) 488-3567
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Executive Summary

This report presents the unanimous recommendations of the Transportation and Land Use Study
Committee. Created by the 1998 Legislature in Section 30 of CS/SB 2474, the Committee was
charged with evaluating transportation and land use planning and coordination issues in Florida.
Recommendations were required to include needed changes to the transportation planning
requirements in Chapter 163, Florida Statutes, and in other statutes as appropriate.

The Committee's 25 members reflected the geographic, gender and ethnic diversity of Florida and
represented the specific interest areas named in the statute -- the private sector, local
governments, regional planning councils, metropolitan planning organizations, regional
transportation authorities, and citizen and environmental organizations.

The Committee concluded that despite much well intended work and effort, Florida’s land use and
transportation system is failing many of the nearly 15 million Floridians and the 47 million plus
annual visitors to our state. With the implementation of the 40 recommendations in this report,
however, Florida will more fully commit itself to the principles of smart growth and smart
communities; transportation concurrency will be less about process and more about the right
outcomes; and procedural requirements will not hold up plans and projects that spur reinvestment
in existing communities, provide more opportunities for those who cannot drive or choose not to,
and revitalize our main streets.

The report introduction outlines the recurring key themes that evolved during the Committee's
deliberations and that guided its decision making.

® Florida must have true multi-modal planning and transportation systems. Especially
in urban areas, no amount of funding will allow enough highways to be built to eliminate
congestion. Florida needs meaningful multi-modal and intermodal transportation options.
Toward this end, local government land use and transportation planning should be an iterative
process that builds on a community vision, not just from a minimum criteria rule.

° Regional mobility should not adversely affect community livability. "People first"
planning techniques favoring the pedestrian frequently come into conflict with efforts to maximize
vehicular mobility through multi-lane, high-speed roadways. At the same time, Florida needs a
system of high speed transportation networks connecting its urban areas. Coordinated planning
can allow local governments to improve the livability of their communities while supporting the
ability of the state to achieve and maintain an effective interregional transportation system.

® Transportation is essential to economic vitality. Transportation is essential for the
movement of people and freight. Florida’s transportation planning must put more emphasis on
providing multi-modal movement options for freight. Providing alternative transportation options
is also key to helping people improve their economic standing. For example, if a household is
able to manage with one car or less, the transportation cost savings can translate directly into
higher savings rates, which can result in earlier home ownership.
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® Better land use planning will lead to better transportation systems. The relationship
setween land use and transportation is reciprocal; land uses create a demand for transportation
facilities and transportation services are catalysts for land development. Coordinated and
integrated transportation and land use decisions can foster attainment of state, regional and
community goals. The form development takes has a direct impact on the transportation options
that will be available to serve that development. Increasing densities and concentrating
development in strategically designated areas and corridors can help make public transit feasible.

® Reward development in the right place at the right time with the right form. The
State of Florida’s goal should be to build more livable communities, not just to assure

concurrency in planning. For this reason, the Committee proposes a partnership be established
that focuses the public, private and political energies of Florida into defining and achieving desired
outcomes, i.e., making planning more about results than processes. This will require providing
support for innovative approaches and changing the rules to reward people proposing to build in
the right places.

® One size does not fit all. Florida needs a mix of good community design and vehicular
mobility tailored to particular needs of each community and the State's economic needs. Land use
and transportation planning and review criteria should be guided by local circumstances while
meeting state goals. Local governments, especially those with a proven track record, should have
enhanced flexibility in how they meet desired outcomes set by the state.

Molitical leadership is essential for resolving Florida's land use and transportation challenges.
stizen support for enhanced funding for transportation systems depends on a recognition that
those systems are being designed in concert with desirable land use plans. Land use and
transportation plans, therefore, must offer choices to people while providing for the transport of
cargo and freight. Part of the leadership must come from the Legislature, which should provide
additional funds for state-financed multi-modal transportation projects, consistent with state law,
and additional funding sources for local governments to provide their share of needed facilities.

Chapter One: Better Community Design focuses on improving planning processes at the state
and local levels. The Governor is asked to develop and implement a smart growth plan and
policies, including a statewide capital investment strategy, and to create a Smart Growth Advisory
Board. Local planning processes are recommended to be refined to authorize local governments
to create Multi-Modal Transportation Districts and to use alternative level of service
measurements. The establishment of a new alternative local government planning process,
entitled Smart Communities, is recommended to refocus planning on implementing community
visions instead of complying with minimum criteria.

Chapter Two: Get Concurrency Right outlines needed changes to transportation concurrency

processes and addresses issues pertaining to statewide transportation facilities. Improvements are
recommended to assure concurrency requirements do not inappropriately restrict the development
of transit systems, transit oriented development, and urban redevelopment. Measures are offered
to improve the coordination between local government capital budgeting, concurrency systems,
understanding of transportation needs. An immediate and systematic reevaluation of the

-ii-



Florida Intrastate Highway System (FIHS) is recommended to improve coordination with local
government planning efforts, revisit how levels of service are set on all segments, and assure the
state is focusing its resources on transportation investments that will best serve interregional
functions. The establishment of a Florida Intrastate Transportation System, which would include
the FIHS and other major facilities such as rail corridors, major seaports, and international
airports, is recommended to move Florida toward the establishment of an intermodal,
interconnected statewide transportation network. The Florida Department of Transportation's
Maximum State Highway System Lane Standards Policy is strongly endorsed.

Chapter Three: Land Use Impacts and Coordination stresses the need to improve

coordination of land use and transportation planning and processes for impact assessments and
mitigation. Steps for improving coordination between local government plans and metropolitan
planning organization (MPO) plans are outlined, as well as processes for improving compatibility
among MPO plans within each regional planning council (RPC) district. Increased technical
assistance and coordination on data and modeling at all levels is recommended. A series of
recommendations call for enhanced attention to and cooperation on right-of-way protection,
access management, traffic calming, secondary impact assessment, and vested rights issues. The
use of variable impact fees is encouraged along with the restoration of transportation pipelining
for certain multi-use developments of regional impact.

Chapter Four: Invest in Florida's Future covers a series of important transportation financing

issues. Recommendations call for full funding of the FIHS over the next 20 years, as well as
substantial improvements to freight and passenger rail systems. Better information on
transportation needs is requested. New policies are recommended to give priority in the
allocation of new discretionary funds beyond what is currently expected to reward communities
that are doing better planning and have used their full available funding capabilities at the local
level. The establishment of a new Florida Transportation and Community Innovations Grant
Program is recommended to provide incentives for communities to undertake innovative projects.
The final recommendation calls for continued attention to options for reducing Florida's
transportation funding shortfall.

i



Remaining portions of the report include a Summary of Meetings, which briefly reviews the
Committee's seven meetings, a Glossary, Acknowledgements, and a Bibliography.

Appendix A contains the Committee's legislative charge.

Appendix B presents the text of each of Committee's 40 recommendations, without the
introductory text or explanatory comments.

Appendix C contains a detailed description of the Committee's Smart Communities proposal.

Appendix D contains background information pertaining to transportation financing issues.
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Introduction

The Transportation and Land Use Study Committee was created by the 1998 Legislature in
Section 30 of CS/SB 2474. The Committee, jointly appointed by the secretaries of Community
Affairs and Transportation per the legislation, was comprised of 25 members. The Committee’s
membership reflected the geographic, gender and ethnic diversity of Florida, and its members
represented the specific interest areas named in the statute -- local governments, regional planning
councils, the private sector, metropolitan planning organizations, regional transportation
authorities, and citizen and environmental organizations. Staff assistance was provided by the
Florida Department of Transportation (FDOT), the Florida Department of Community Affairs
(FDCA), the Metropolitan Planning Organization Advisory Council (MPOAC), and the Center
for Urban Transportation Research (CUTR) at the University of South Florida. Meeting
facilitation was provided by the Florida Conflict Resolution Consortium.

The Legislature directed the Committee to evaluate specific topic areas and report to the
Govermnor, the President of the Senate, and the Speaker of the House by January 15, 1999. This
document is the Committee’s report. The topic areas identified for evaluation included:

(1) statutory provisions relating to land use and transportation coordination and planning issues,
including community design; (2) the roles of local government, regional plarming councils, state
agencies, regional transportation authorities, and metropolitan planning organizations in
addressing these subject areas; (3) concurrency on the highway system; (4) levels of service
methodologies; and (5) land use impact assessments used to project transportation needs. For the
full text of the legislation, see appendix A.

The report is organized as follows. Chapter One addresses community design issues, Chapter
Two addresses concurrency and levels of service, and Chapter Three addresses land use impacts.
The Committee has included a Chapter Four on financial issues because of their importance to the
strategies needed to improve transportation and land use coordination in Florida. Role of
government issues are addressed within each substantive chapter. Each chapter of the report
contains recommendations that will have direct benefits for Florida and improve transportation
and land use coordination and quality of life in our communities.

Most recommendations are accompanied by a series of comments that are guides for
implementing or explaining the Committee's intentions. Appendix B contains the text of each of
the Committee's recommendations without the explanatory text or comments.

Defining the Opportunity
With the passage of the new federal Transportation Efficiency Act for the 21st Century (TEA21),
the advent of a new gubemnatorial administration, and the maturation of Florida’s local

government comprehensive planning system, the time is ripe to take a fresh look at transportation
and land use issues in Florida.
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Despite much well intended work and effort, Florida’s land use and transportation system is
failing many of the nearly 15 million Floridians and the 47 million plus annual visitors to our state.
Heavy peak hour traffic congestion is the norm in most urban areas. Few communities offer
viable alternative transportation modes to the automobile. Florida leads the nation in automobile-
related deaths each year among both pedestrians and bicyclists. Our fastest growing population
group, elders over 75 years of age, are becoming increasingly homebound and isolated as they

lose their driver’s licenses. Lower income persons unable to afford a car are increasingly isolated
from entry level jobs and economic opportunity as a whole. The cost of automobile dependency

is increasing in terms of fuel consumption, system maintenance, wear on vehicles, increased
distances between daily destinations, and time spent coping with congestion and accidents.

But all is far from lost. Florida is a big state with many opportunities to make better choices. The
passage of TEA21 will help Florida and its metropolitan planning organizations (MPOs) to take a
more holistic approach to transportation planning than in the past and provide additional funding
for a variety of transportation projects. Communities like Orlando, Gainesville, and West Palm
Beach are succeeding at linking transportation and land use planning and showing others how it
can be done. Miami-Dade County is planning one of the most progressive intermodal connection
facilities in the nation and has joined Broward and Palm Beach counties in a new regional transit
organization. The recommendations of this Committee will boost these efforts and, we hope,
assist the State and communities across Florida to envision a better future, gain the trust of their
citizens, and take decisive actions to make this state a more economically prosperous, socially
equitable, environmentally healthy and pleasant place to live and work.

Key Themes in This Report

Florida must have true multi-modal planning and transportation systems. A sizable number
of communities and people are ready for change. Especially in urban areas, no amount of funding
will allow enough highways to be built to end congestion and provide for the easy movement of
freight and people. The state should, therefore, help local governments that choose to pursue
planning goals that assign a lower priority to automobile mobility, and a higher priority to
pedestrian and alternative transit modes with effective intermodal connections. Local
governments should be given better tools to pursue these goals.

To this end, we should ensure statutory requirements for transportation concurrency do not block
community choices. Florida must develop multi-modal and intermodal transportation options.
Florida should encourage local governments to plan for multiple transportation options, including
alternate routes and increased interconnection of roads, both in redevelopment of urban areas, and
in planning new urban development. Such a policy means designing communities to make
pedestrian movement and public transit attractive to residents in areas, even at the expense of
vehicular mobility. In other words, vehicular congestion may increase for a time in some areas
when other community goals are given priority until a workable balance of intermodal use is
achieved. State transportation planners should respect community choices to give greater priority
to pedestrian and transit facilities. In short, land use and transportation planning should be an
iterative design process that builds from a community vision to promote sustainable urban



development while ensuring land use patterns, densities and intensities are supported by an
efficient, multi-modal, financially feasible transportation system.

Regional mobility should not adversely affect community livability. Assuring mobility can
frequently involve making decisions about transportation projects, especially road widenings, that
run counter to the preferences of the local community. Achieving more livable communities
requires use of design techniques that give greater priority to pedestrian accessibility.

For example, pedestrian traffic can be encouraged by sidewalks bordering storefronts, attractive
street lighting, shaded sidewalks and plazas, slower traffic, and on-street paralle] parking to buffer
pedestrians from fast-moving cars. Traffic calming on an existing overbuilt roadway can promote
more livable surroundings. Measures such as roundabouts, road alignments that discourage high
speeds, and appropriate landscaping should be incorporated on new roadways to allow vehicular
mobility but at slower speeds. The creation of pedestrian-friendly urban centers also promotes
transit use. "People first" planning techniques frequently come into conflict with efforts to
maximize vehicular mobility through multi-lane, high-speed roadways. Therefore, in many
settings community design that encourages pedestrians and transit use is at odds with the
imperatives of transportation concurrency dictated by Florida’s current growth management laws.

At the same time, Florida needs a system of high speed transportation networks connecting its
urban areas. Planning and constructing facilities on the Florida Intrastate Highway System
(FIHS) is a primary state responsibility. This report contains several recommendations for the
coordinated planning that allow local governments to improve the livability of their communities
while supporting the ability of the state to achieve and maintain an effective interregional
transportation system.

Transportation is essential to economic vitality. Transportation is essential for the movement
of people and freight. Commerce suffers when congestion is high; the situation becomes a crisis
in certain corridors in Florida because of the importance of freight movement to international
trade - Florida’s number one economic sector. Florida’s transportation planning should assign a
higher priority to multi-modal movement options for freight and other freight modes.

Providing alternative transportation is also key to the effort to help people pull themselves out of
poverty. Estimates show that it costs about $6,000 annually to own and maintain a car. For a
household able to get by on one car or less, those transportation cost savings can translate directly
into higher savings rates which can result in earlier home ownership. But this can only occur in
areas well served by transit, where people have mobility and accessibility as well as access to jobs.

In addition, Florida’s transportation debt could be reduced by better support for transportation
modes other than the auto. Walking and bicycling, which make up around 50 percent of all
transportation trips in most European countries, account for less than 10 percent of all trips in
America, and fewer than 1percent of work trips. Over the coming decades, continued focus on
improving community design and the attention given to pedestrian and bicycle planning could shift
a portion of trips into those modes, which could result in considerable cost savings in highway
construction. The evolution of the transportation system over the same time frame should also
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focus on a more functionally balanced and interconnected network which will better distribute
trips, and thus increase the efficiency of both highway and transit networks.

Better land use planning will lead to better transportation systems. The land uses within a
community cannot function in isolation. Mobility must be provided between uses within an urban
area and connections provided between communities and regions throughout the state. The
relationship between land use and transportation is reciprocal; land uses create a demand for
transportation facilities and transportation services are catalysts for land development. In short,
the closer the uses (destination), the less transportation required.

Unfortunately, transportation and land use decisions are often made with little regard for their
impacts on one another. Roads constructed to connect urban areas become the impetus for local
development activity along the new roadway corridors. Similarly, roads constructed to link the
suburbs with central cities can reinforce a sprawling urban development pattern. Without land use
controls and access limitations, such transportation improvements can stimulate undesirable
development and often result in environmentally destructive, auto-dependent urban sprawl.

In contrast, coordinated and integrated transportation and land use decisions can foster attainment
of state, regional and community goals. The form development takes has a direct impact on the
transportation options that will be available to serve that development. Increasing densities and
concentrating development in strategically designated areas and corridors can help make public
transit feasible. Encouraging mixed-use developments and pedestrian connections through
comprehensive planning and land development regulations can reduce dependency on the
automobile as a primary mode of transportation. Sustainable community programs, with their
emphasis on compact development, urban infill and redevelopment, provide opportunities to
affect dramatically our transportation and land use planning process.

Reward development in the right place at the right time with the right form. The State of
Florida’s goal should be to build more livable communities, not just to assure concurrency in
planning. More livable communities are built using best practices. We describe this type of
planning as "smart growth" in this report. To put more emphasis on results instead of process,
the Committee proposes that a partnership be established that focuses the public, private and
political energies of Florida into defining and achieving the desired outcomes. This requires
providing support for innovative approaches and changing the rules to reward people proposing
to build in the right places. The concurrency process has done some good, but it focuses more on
what should not happen than what should be done to build communities that do work. With the
adoption of the recommendations in this report, Florida will commit itself to the principles of
smart growth and smart communities; transportation concurrency will be less about process and
more about getting to the right outcomes; and procedural requirements will not hold up plans and
projects that spur reinvestment in existing communities, provide better access for those who
cannot drive or choose not to, and revitalize main streets. Equally important, more state
resources will be available to support innovative approaches that benefit our communities.

One size does not fit all. Florida needs a mix of good community design and vehicular mobility
tailored to particular needs of a community and the economic needs of the state. Of Florida’s
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cities, 75 percent are under 10,000 in population. Nearly half of all counties are under 50,000.
Transportation and land use planning and criteria should be guided by local circumstances while
meeting state goals. Florida should provide more flexible tools for citizens to implement their
choice of community design through their local comprehensive plan and land development
regulations. At the same time Florida must develop a Florida Intrastate Transportation System
and non-highway forms of transportation such as rail that truly have the ability to provide for the
interregional movement of people and freight.

In light of past and expected federal and state policy and governmental budget realities, the
automobile is likely to remain the travel mode of choice for most Floridians for the foreseeable
future. Existing distances between land uses and their disconnected pattern leave no other
workable choice than the automobile for most Floridians without long-range vision and planning.
In addition, many Floridians consider low-density, single-use development as the most desirable
land use pattern despite the growing evidence of its substantial hidden costs to public and private
interests alike. Many communities may choose to continue on this path.

Focus on performance outcomes, not micro-managing local processes. Local governments,
especially those with a proven track record, should be given enhanced flexibility in satisfying
desired outcomes established by the state. The FDCA’s pursuit of compliance with a minimum
criteria rule (Chapter 9J-5, FAC) has hindered local creativity and initiative. Local governments
should be made clearly accountable for achieving certain outcomes but should also have more
local control over the actions they take to get there. This theory underlies the Sustainable
Communities Demonstration Project authorized by the 1996 Legislature. The Committee is
recommending the establishment of a Smart Community program that would build on this idea.

A Call for Leadership

A basic premise of transportation concurrency as a regulatory tool is that state and local
governments have programmed capital improvements to provide adequate transportation that will
meet the impacts expected from planned growth, and that there are sufficient financial resources
to build the needed transportation projects. Unfortunately, adequate funding often is not available
and this crucial foundation for transportation concurrency as a regulatory tool is not always a
reality. This deficiency in turn has adverse consequences for Florida’s citizens; it results in a
failure of concurrency as a regulatory tool because the needed facilities are not put into place to
serve planned growth.

Part of the necessary response to this issue is for the Legislature to provide additional funds for
state-financed, multi-modal transportation projects, consistent with state law, and additional
funding sources for local governments to provide their share of needed facilities. This response
will require an exercise of supreme political will that recognizes a far worse future if such will is
not expressed - a future of conflict and frustration, in which neither public nor private interests
will be well served.

Citizens will support enhanced funding of a transportation system when they perceive the system
is being designed in concert with desirable land use plans. Land use and transportation plans,
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therefore, should offer choices to people while providing for the transport of cargo and freight.
Additionally, for citizens to support the policies necessary to provide meaningful transit,
pedestrian, and bicycle options, they must be reassured the design of developments will include
sufficient open space and be aesthetically sensitive to the desire for a good quality of life.

The Committee’s Process

The Committee first met in Tampa on August 28-29, 1998. It met a total of seven times. The
first meeting was introductory and focused on creating a list of issues for further examination.
The second meeting (Tallahassee), third meeting (Miami), and fourth meeting (Orlando), focused
on concurrency and levels of service, community design and land use impacts, and the role of
government, respectively. The fifth meeting (Jacksonville), sixth meeting (Tallahassee), and
seventh meeting (Tallahassee) were devoted to the development and adoption of this final report.
See the Summary of Meetings for a more complete review of each meeting.

Four drafting groups developed much of the information contained in this report. Each group
was chaired by a member of the Committee. Richard Bernhardt chaired the group on community
design, Scott Paine chaired the group on land use impacts, David L. Powell chaired the group on
concurrency and level of service, and Karen Taylor chaired the group on finance.

The Committee worked using a consensus process. The final report was unanimously adopted by
the Committee at its last meeting on January 8, 1999.

The Committee made a strong effort to involve the public. The Committee provided at least one
opportunity for public comment at every meeting. In addition, the Committee made extensive use
of a web site ~ www.dot.state.fl.us/planning - which allowed the public nearly instantaneous
access to Committee agendas, meeting summaries, draft recommendations, etc. The web site
allowed the Committee to receive and consider nearly 300 comments from the public at its final
meeting before adopting the final report, even with the public comment period spanning the
holidays.
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Chapter One: Better Community Design

Background

There is growing concem for both the efficiency of getting around in our communities, often
called mobility, and another more difficult to define issue of livability. Mobility refers to the
ability to travel between and through communities. Livability is defined by a set of characteristics
that make better communities, including variety, safety, convenience, commerce, recreation and
aesthetics. Other key elements include a sense of place and a sense of community.

The frequent conflict between mobility and livability is at the heart of the land use and
transportation problem. This problem often stems from giving too much priority to mobility.
This can result in six lane highways cutting through neighborhoods for the sake of traffic
movement, putting pedestrians and bicyclists at risk, reducing accessibility in the neighborhood,
and often making it difficult for the neighborhood children to walk to school. Due to its
popularity and personal convenience, the automobile is often the focus of this conflict. The
statements below follow from planning that places an overemphasis on auto mobility:

® Higher traffic speeds, except on separated arterials and highways, represent a trade off of
increased mobility for a decrease in neighborhood safety.

o High traffic volumes and speeds discourage other modes thus reducing variety of travel.

® The physical space required for autos (at rest or in motion) dramatically increases the scale
of land development. (Some estimate that seven parking spaces alone are built for every
car.)

° The driving distance one can travel within a tolerable time frame (miles/hour) encourages

further separation of the land uses that satisfy essential daily needs.
° The basic physics of mobility (space, speed and distance) define the antithesis of livability,
urban sprawl.

In current transportation and engineering practice, the mobility/livability conflict usually occurs at
the corridor or project level. Area residents, for example, may object to a roadway widening near
their home once it reaches the design stage even though the project may have been in the planning
stage for years. Improvements to planning and public outreach processes are essential to creating
a more predictable planning process, and much of the solution may depend on giving the public a
chance to be involved early on in community design solutions. Without good community design,
development in growing areas likely will not help build communities. Community is built on the
face to face encounters of people walking and sitting in public areas. Good community design
also enables the development of a regional transportation and land use structure that supports a
choice of viable transportation alternatives. With better community design, the following
statements become true:



& More community trips can be made by walking, bicycling, and public transportation.

° Many non-drivers in our communities gain enhanced access to jobs, shopping and
community activities.

® Our communities can become unique places to live and destinations for tourists to visit.

° Our communities can become more beautiful.

® Our communities can become more livable.

L] Our built and natural environments can become more sustainable.

] Civic pride can be increased along with a sense of community ownership and self help
which can reduce government costs.

L Destructive behaviors such as crime, littering, and vandalism may be reduced.

L THE STATE ROLE

The Governor, as the Chief Planning Officer of the State of Florida, plays a key role by providing
guidance to state and regional agencies charged with coordinating transportation infrastructure
with land use and community design. Although local decisions ultimately implement community
land use and design policy, state guidance provides a statewide coordination framework beneficial
to all regions within the state. This guidance assists regional and community plans by providing a
higher quality of life for their respective citizens. State policy also provides tools for
implementing both regional and community plans through incentives, funding and technical
resources.

The state should provide leadership in outlining environmental principles consistent with
overarching fundamental goals involving both quality of life and sustainability components of
regional and individual community plans. Principles regarding the preservation of ecosystems in
relation to regional and community long-term development should be clearly defined. In addition,
environmental resources that play an integral part in attaining other statewide objectives, such as
economic development initiatives involving the tourism industry, should be identified. Financial
resources and technical assistance from the state should also be made available to assist
communities in implementing development policies outlined in their local plans.

Issue A: Improved State Coordination and Planning

The State should assist and become a partner in the implementation of sustainable regional and
community plans by deploying fiscal resources in a manner that creates incentives for their
implementation. Development principles, which promote the most efficient use of fiscal
resources, should be outlined in a State development policy. Funding initiatives and programs
should be consistent with sustainable plans and designed to reward communities for good

planning practice.

For local governments to create sustainable and livable communities, key state objectives must be
identified. Once identified, the State's objectives should form the basis for regional and local
decisions. For example, the presence of fundamental transportation linkages is essential for
economic growth and commerce. Likewise, the protection of sensitive environmental systems
provides the balance necessary to accommodate continued community growth.
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Recommendation #1:

The Governor, as the Chief Planning Officer of the State, should use the Office of
Planning and Budgeting to direct and provide policy guidance to state and regional
agencies to develop and implement a smart growth plan and policies. This should include
a statewide smart growth investment strategy guiding all state infrastructure expenditures,
as authorized by the Legislature.

Comments:

a. It is not the intent of the Committee to merge agencies or create a large office in the
Office of Planning and Budgeting (OPB), but rather to reinforce the role of OPB as a policy
coordination office. Implementation responsibilities should rest in the agencies as directed by the
Governor and Legislature.

b. The Governor’s smart growth strategy should include a complete system view to enhance
cohesion among the various state, regional and local plans affecting land use, transportation,
environmental, resource management, and economic development. The Committee finds that at
most levels of government, transportation planners, environmental planners and those dealing with
land use, housing and other community issues do not work closely together, nor do they have a
common set of goals and objectives. With the current lack of an unifying plan, agency personnel
have little incentive to find optimal solutions that balance competing needs to produce truly
comprehensive smart growth plans, much less great communities.

c. The process for development of the State’s capital investment strategy should recognize
and give consideration to adopted local and regional plans.

d. The Governor’s smart growth strategy should include integrating the various local and
regional plans into a comprehensive state planning database. This database should be made
readily available to the general public and to local and regional entities charged with responsibility
for planning land use, transportation, environmental preservation, resource management, and/or
economic development.

e. The Governor’s smart growth strategy should include hosting regional and local
workshops with appropriate private, nonprofit and public agencies, e.g., the Florida Chamber, the
Audubon Society, regional planning councils (RPCs), MPOs, and other local and regional
governing boards, to identify and assist in the resolution of conflicting plans, and disseminate
information about the compatibility and/or conflict between various local and regional plans, and
their consistency with the State’s smart growth initiatives.

f. The Governor's smart growth strategy should address the incentives suggested in this
report for the creation of Smart Communities when developing a state investment strategy in
support of smart growth so as to coordinate these approaches at the state and local levels.



g The primary agencies that should be involved in this effort include Florida Department of
Community Affairs (FDCA), Florida Department of Transportation (FDOT), Florida Department
of Management Services (FDMS), Florida Department of Environmental Protection (FDEP),
RPCs, the Governor's Office of Tourism, Trade, and Economic Development (OTTED), Florida
Department of Agriculture and Consumer Services (FDACS), the water management districts,
and the Florida Department of State. Other agencies should be involved as appropriate.

Recommendation #2:

The Governor should establish a Smart Growth Advisory Board comprised of
representatives of business, local and regional government, and public interest groups.
The Governor should begin work immediately with the Advisory Board, as well as with
the best design professionals in the state and nation working in the smart growth area, to
review the best practices available, prepare legislation, and an implementation plan. Any
legislation should undergo peer review before it is presented to the Legislature.

Comments:

a. The legislation should implement the smart growth plan to guide state capital investments,
enhance regional planning and cooperation, stimulate the revitalization of existing neighborhoods,
and provide incentives to local governments and the private sector to undertake smart growth.
The legislation should include necessary refinements to the Local Government Comprehensive
Planning and Land Development Regulation Act and to the Sustainable Communities
Demonstration Project to support and further the State’s smart growth agenda.

b. During this process, the Governor should explore the feasibility of more fully coordinating
the planning efforts of various state agencies, including FDCA, FDOT, FDEP, and OTTED, with
each other, with the smart growth initiative, and with existing locally and regionally adopted
plans.

c. The Governor’s smart growth strategy should include working with the Center for Urban
Transportation Research (CUTR) to develop an educational program for elected officials. The
issues of transportation and land planning are so complex and important to the quality of life for
Floridians and guests that elected officials must have a basic understanding of the issues.

II. IMPROVING EXISTING LOCAL PLANNING PROCESSES

Issue A: Multi-Modal Transportation Planning

In the course of its meetings, the Committee learned that pedestrian-friendly community design
and multi-modal level of service criteria are in use in communities elsewhere in the United States
and have proven to be practical and effective. For example the Committee was advised that there
are examples in areas with urban design features that include mixed uses and housing types,
sidewalks, traffic calming measures, and convenient interconnection of pedestrian, transit and
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automobile modes that shifted as much as 30 percent or more of household trips from
automobiles to other transportation modes. The Committee also learned that.the Transportation
Research Board is developing new guidelines for multi-modal level of service (LOS) evaluation,
and that communities elsewhere in the United States are currently using multi-modal performance
measures. The Committee was provided an example of criteria used in the Portland, Oregon,
metropolitan area to evaluate transit, pedestrian and bicycle modes.

Recommendation #3:

The 1999 Legislature should amend section 163.3180, F.S., to allow local governments to
create Multi-Modal Transportation Districts (MMTD) in areas designated in the local
comprehensive plan for more intensive mixed-use development.

Comments:

a.. A MMTD should have two primary characteristics. First, the local comprehensive plan
and land development regulations should ensure that both new development and redeveloped
properties would meet standards of community design that ensure a safe, comfortable, convenient
and attractive environment for pedestrians. Pedestrian mobility should be primary with
convenient interconnection to transit. Second, concurrency determinations in a MMTD should be
based upon a multi-modal performance measure that considers all available transportation modes,
including automobile, pedestrian, transit and other means.

b. FDOT should develop methods for multi-modal performance measurement and provide
them to local governments. FDOT should consider multi-modal performance measures currently
in use or under development elsewhere. In addition, the use of single-mode, link-based LOS and
concurrency management systems, which is the most common practice today, should be
discouraged in favor of multi-modal, zone- or district-based LOS and concurrency management
systems.

c. Similar to current trip generation methods, this methodology would involve local
government assigning the area’s projected transportation needs to the available modes based upon
existing and planned community design. The RPCs and, in an urbanized area, the MPOs, should
be consulting agencies.

d. The Legislature should give FDCA specific rulemaking authority to implement this
recommendation. Required community design criteria in a MMTD should include: (1) mixed-use
development, including residential development and a range of housing types; (2) sidewalks with
safe, comfortable pedestrian surroundings; (3) streets with appropriate measures for traffic
calming, such as roundabouts; and (4) design for convenient interconnection of pedestrian, transit
and automobile modes.

e. As an incentive to develop in MMTD areas, the applicable local government should
consider reducing impact fees and/or roadway access fees based on the reduction of vehicle trips
per household expected from the development pattern planned for the district. Areas suitable for
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designation as MMTDs could include: regional activity centers; town centers; transit corridors;
urban infill and redevelopment areas; areas subject to an optional sector plan adopted pursuant to
section 163.3245, F.S.; the area within the boundaries of the Eastward Ho! program in Southeast
Florida; Community Redevelopment Areas; Main Street Program areas; appropriately designed
and suitably sized developments of regional impact; and areas within local governments
participating in the Sustainable Communities Demonstration Project established by section
163.3244, F.S.. The designation could include an entire city or town. Designations should not be
limited to currently developed areas. The designation of these areas should be done keeping in
mind the greater objective, which is establishment of connectivity between adjacent and
developing "pods" to eventually replicate the type of redundant (or multiple) street system
characteristic of older urban areas.

f. As part of the compliance determination for a MMTD, the FDCA should have the same
review authority that it currently has for review of Transportation Concurrency Exception Areas
(TCEAs). FDCA should review each proposed district to ensure the local comprehensive plan is
financially feasible, includes appropriate elements of community design, and relies on a
professionally acceptable multi-modal LOS methodology, and addresses transportation needs.

Recommendation #4:

Local governments should be specifically encouraged to employ alternative techniques for
measuring level of service, including multi-modal, vehicle miles traveled (VMT)-based,
access-based, and zone-based approaches.

Comments:

a. FDCA and FDOT should work aggressively to provide technical assistance to local
governments to employ these preferred level of service methodologies.

b. These alternate methodologies are best employed in areas with multiple transportation
routes and with multiple transportation modes and not in areas characterized by few arterials and
unconnected collector roads.

III. PROMOTE SMART COMMUNITIES

The current integrated planning approach in Florida provides a fundamental base to ensure that
communities consider the impact of new development on services and community development.
This process also encourages communities to coordinate decision making and acknowledge the
relationship between land use decisions, financial implications and the provision and quality of
certain public facilities and services. Current state statutes and rules provide flexibility to those
communities with the financial and technical expertise to be pro-active and creative. They do not,
however, contain inducements for other communities to develop plans that exceed the minimum
necessary for compliance.
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The present planning process, delineated in Chapter 163, F.S., was established on the assumption
that internal consistency between the individual planning process elements would itself yield
comfortable, desirable places to live and work. This approach to planning optimizes the function
of each technical specialist within the planning process. The land use planner allocates projected
population and land uses, the traffic engineer designs the optimal transportation system, the
support engineers design water, sewer and stormwater management systems and so on. The
result is often not the best plan nor the desired Plan envisioned in the beginning.

The conflicts between land use and transportation planning described earlier in this report are one
facet of this problem. This optimized, segregated and specialized approach to planning, although
presumed internally consistent, is not concerned with achieving a predetermined vision or
community objective and often has not created communities where people are comfortable and
proud to live. The current requirements to document the "data and analysis" supporting every
goal, policy, or objective of a local comprehensive plan contributes to this narrow, specialized
approach. The purpose of planning becomes the process not the result.

The current system also assumes that adequate funding would be available to make the rational
choices necessary to evaluate alternative development scenarios. The integrity of this approach
has been severely compromised, however, by Florida’s failure to adequately fund the
infrastructure components of such planning efforts.

As a practical matter, without direction, assistance or incentives, more pro-active planning
approaches that will avoid long-term problems and inefficient development patterns are not high
on the agenda of most local governments struggling to maintain a balanced budget and provide
services. As a result of current mandates, local governments have few if any reasons for going
beyond the minimum necessary to satisfy state requirements. Development of a community
evolved and supported vision of the future and the application of optional elements, such as
Community Design to attain that vision, has been a luxury few communities have undertaken.

Florida’s process-driven approach was appropriate in the 1980's and 90's when Florida’s local
governments were at a very basic, entry level to planning. Years of experience have resulted in
greatly increased capabilities and understanding at the local, regional, and state level. This
experience has also shown that the process-driven approach alone will not ultimately produce the
kind of communities in which Floridians wish to live. This conclusion is not unique to Florida.
Focusing on achieving independent level of service standards without coordinated long-term land
use planning has compounded this problem. A new approach can produce a balanced system of
automobile movement and livable land use and community design patterns. Across the nation,
states are re-designing and re-orienting their planning programs around new approaches to
planning and community design. The goals of these new approaches are expressed in two terms:
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sustainable communities' and livable communities’. Florida can and should move to the forefront
of this new direction in planning.

To accommodate the 6.4 million new Floridians expected over the next 22 years, a more effective
community planning approach is absolutely essential. The state should be a partner in this
process, not through increased regulations, but through encouraging local governments to
examine, debate and determine the best way to accommodate the projected growth. The process
must also begin improving our quality of life through sustainable development practices.

Issue A: Create an Alternative Planning Process

The "Smart Community" process would allow an optional/alternative approach to growth
management, based on the use of techniques of community building that recognize the
relationship between land use decisions and impact on services and facilities, especially
transportation. Interconnected, mixed-use neighborhoods provide options for movement and
access to daily needs, permitting communities to develop in a sustainable fashion. Investors and
neighbors can have more certainty than under the present system.

Through the application of established design criteria, rather than the primarily policy-oriented
approach currently mandated, a new focus would emerge to address specific spatial relationships
between plan elements and between transportation and land use. Desi gn parameters for Smart
Communities would be included in the plan framework, and the targets for the various design
components would become new, highly measurable plan objectives. These design parameters
would be translated into indicators unique to each community that would replace or supplement
the plan policies, and would guide day-to-day community decisions concerning development.
Economic, environmental, and social factors and choices would drive this design process.

While the indicators have the ability to address levels of service, they also address many design
elements that directly affect levels of service. If the specific design parameters are met, levels of
service concerns will be mitigated. The importance of community design as a means to reduce
demand effectively for public facilities and services has not been previously addressed in Florida’s
growth management process. There is a rapidly emerging, national focus on issues of
sustainability, livability and multi-modal planning by respected practitioners in all design

'Sustainable Community: Design and implementation of towns and cities, and use of resources that maintain the
economic viability and environmental quality of future generations.

? Livable Community: The basic unit of a livable community is a walkable neighborhood. The neighborhoods,
clustered to form towns and cities, include a variety of compatibly mixed uses to reduce total motor vehicle
dependence for access to employment, retail, and community facilities and services. Travel is provided along an
interconnected network of lower speed streets designed for safe and pleasant walking, cycling, and driving, with
transit and disabled user access in mind. A mix of residential forms exists to meet diverse housing needs and to

into the public realm.
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professions. Almost every national level conference on planning, architecture and engineering in
recent years has delved into community design issues. Their recommendations address
transportation and land use issues together and consider plans at full buildout or mature
community form. To achieve more livable communities, the following recommendations are
presented.

Recommendation #5:

The Florida Legislature should amend Chapter 163, F.S., to authorize and encourage the
development of an alternative local government planning process entitled "Smart
Communities."

Comments:

a. The "Smart Communities" approach should use community planning techniques to
develop a desired community form through the application and use of proven community design
practices to achieve sustainable and livable communities. This process should include rulemaking
responsibility for the FDCA to addresse the necessary components of community design.
Implementation and evaluation techniques should ensure the plan is applied consistent with
policies and goals. At a minimum, these processes should include the following:

L. A procedure for acceptance, review and approval of "Smart Community"
eligibility and designation. Designation would lead to development, review and approval of
"Smart Community" plans.

2. Application of the basic Elements of Smart Community Development (See
Appendix C) within a "Smart Community" plan to ensure an integrated, sustainable community
is developed consistent with the regional context of ecosystem, water management, and
transportation mobility.

3. Requirements for a "Smart Community" plan that is based on a full, integrated
and complete vision of the desired community future, at build-out. Plan development criteria
should be established for local use by planning staff during plan formulation and by the FDCA for
determination of plan compliance during any necessary growth management plan amendments.

4. Adequate evaluation and implementation techniques and mechanisms that are
incorporated into the plan framework to track whether the implementation of the plan is attaining
the desired future.

b. Under this proposal, communities would still prepare comprehensive plans, address future
land use, address protection of environmentally sensitive areas, provide for needed facilities and
services, especially transportation, intergovernmental coordination, and fiscal implementation.
Future land use maps might look quite different, with more flexibility allowed, and land use mix
driven by the community design parameters of the community plan. Environmental networks
would be mapped, and the protection of these areas would be implemented through design
criteria. The FDCA should continue to have review and compliance approval authority over
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comprehensive plans, and would therefore be able to help shape the appropriate design
parameters and standards.

c. Communities should be allowed to undertake this approach for subparts of the
community, a neighborhood, sector or district for example, or for the entire jurisdiction. Regional
plans would be encouraged to use this approach to facilitate and coordinate growth management
along primary transportation corridors.

Issue B: "Smart Communities” Incentives and Support Techniques

The current Florida comprehensive planning process lacks incentive for local governments to go
beyond the minimum criteria established in Chapter 163 F.S., and Rule 9J-5 Florida
Administrative Code (F.A.C.). Ratheritisa system that penalizes non-attainment of minimum
criteria through sanctions. Also its reliance on road concurrency measured by the LOS A-F scale
causes development patterns to be dictated