






Attachment 1

PPC Work Program for Transit-Related Land Use Planning



Pinellas Planning Council Work Program for
Transit-Related Land Use Planning

TASK I. POLICY BASIS - Amend Countvwide Plan Text:

o Task: Amend Countywide Plan to add transit-related issues, position
statements, and strategies

o Responsibility: PPC/CPA

o Timing Relative to FTA Process: Begin immediately; concurrent with
Alternatives Analvsis

o Timetable:2-6months

Presentation Action
MayiJune 2010 ---) July/September 2010

TASK II. RULE FRAMEWORK - Amend Countywide Plan Rules:

o Task: Amend Rules to establish transit-related plan map designation(s),
with hierarchy or subsets for corridor and station area typologies,
including process and criteria

o Responsibility: PPC/CPA

o Timing Relative to FTA Process: Concurrent with Alternatives
Analvsis

o Timetable: 6-9months

Presentation Action
OctoberA.{ovember 2010 + January/February 2011



TASK III. LOCAL PLANNING - Develop Local Government Comprehensive
Plans and Codes:

o Task: Assist with local govemment efforts to amend comprehensive
plan policies and land development regulations that provide for transit-
related planning

c Responsibility: Local govemments, with PPC participation

c Timing Relative to FTA Process: Concurrent with Alternatives
Analysis

o Timetable: 18 months

Iniliation
Local Discretion +

Action
End 201 1

TASK IV. MAPPED DESIGNATION - Amend Countvwide Plan Map:

o Task: Amend Countywide Plan Map to place transit-related plan
map designation(s) on transit corridors and around transit stations,
as identified bv Alternatives Analvsis

o Responsibility: PPC/CPA

o Timing Relative to FTA Process: Upon conclusion of Alternatives
Analysis and identification of local transit funding

o T imetab le :1 -2months

Presentation/Action
End2011 orEnd2012



TASK V. STATION AREA PLANSIVIARKET AITIALYSIS _ Develop LOCAI
Government Plans:

o Task: Assist with local govemment efforts to conduct market
analysis studies, prepare and approve station area plans, and apply
transit-related land development regulations

o Responsibility: Local govemments, with PPC participation as
established by interlocal agreement

o Timing Relative to FTA Process: Concurrent with Preliminary
Engineering

o Timetable:2-3vears

Initiation Action
Upon FTA Acceptance into

Preliminary Engineering
(End 2011 or End 2012\ -+ End20l4

TASK VI. COUNTYWIDE PLAN MAP ADJUSTMENT - Based on Local
Station Area Plans:

o Task: Adjust Countywide Plan Map to finalize locations of transit-
related plan map designation(s), based on local station area plans,
utilizing map adjustment process

o Responsibility: PPC/CPA

o Timing Relative to FTA Process: Upon FTA acceptance into Final
Design

o T imetab le :1 -6months

Presentation/Action
End20l4 to Mid 2015



Attachment2

Proposed Amendments to Countywide Plan Strategies



Proposed Amendments to Countywide Plan fssues, Position Statements, and Strategies

Chapter 4: Land Use Component
Issue L: The current land use pattern has consumed virtually all developable vacant land, but in the process,

has left some parcels undeveloped, underutllized, or abandoned.
Position Statement 1.L: Productive Use of Land. Encourage the productive use of undeveloped,

underutilized. or abandoned parcels.

Strategy 1.1.1. Evaluate land development regulations to identiff impediments to the usage of such
parcels.
Strategy 1.1.2. Employ appropriate incentives such as density bonuses, land assembly, and like

techniques to encourase the usase ofsuch oarcels.
Strategy 1.1.3. Provide technical assistance and/or other incentives to encourage redevelopment of
abandoned and underutilized structures and parcels.
Strategy 1.1.4. Encourage development and redevelopment projects to locate in areas served by

adequate infr astructure.
Issue 2: The approach of buildout and the resultant development of infill parcels and redevelopment projects

constructed at increased densities/intensities, can contribute to a perception that the county is becoming
"overdeveloDed."

Position Statement 2.1,: Infrastructure and Public Open Space. Ensure that adequate public

infrastructure and open space is maintained, and quality of life amenities are provided, in areas where

development and redevelopment occurs.
Strategy 2.1.1. Continue to invest in new parks and trails; improve major roadway corridors with public

landscaping and buried utility lines; improve beach accesses; and beautiff other public grounds and

facilities.
Strategy 2.1.2. Continue to strictly enforce land use regulations protecting environmentally sensitive

land.
Strategy 2.1.3. Establish standards for developers to provide private recreational amenities or fees in
lieu to serve hieher-densitv residential developments.
Strategy 2.1.4. Establish architectural and site design standards that foster aesthetically pleasing

redevelopment.
Position Statement 2.2: Appropriate Areas for Urbannation. Where more intensive urbanization is

aoorooriate. ensure that orooer safezuards are in place to avoid potential negative impacts.

Strategy 2.2.1. Designate certain areas as appropriate for redevelopment to higher densities/intensities,

where adequate infrastructure is existing or planned.

Strategy 2.2.2. Encourage planned higher-density and -intensity redevelopment in designated areas,

while discouraging scattered, isolated proiects in less appropriate neighborhoods and districts.

Strategy 2.2.3. Take advantage of flexible land use designations to facilitate higher-density and -

intensitv develooment in aoorooriate locations.
Strategy 2.2.4. Provide that where higher density and intensity is permitted, commitments to preferred

development patterns are required to obtain the additional development potential.

Strategy 2.2.5. Identiff technical and financial resources available to assist with the conversion of

nonviable mobile home and recreation vehicle oarks to altemative uses.
Position Statement 2.3: Neighborhood and District Viability. Preserve the viability of existing

residential neighborhoods and nonresidential districts through special area plans that recognize their unique

characteristics.

Strategy 2.3.1. Create special area plans that target specific geographic area(s) where redevelopment is

desired. and indicate the desired tvpe and intensitv of development.

Page 1



Proposed Amendments to Countywide Plan Issues, Position Statements, and Strategies

Strategy 2.3.2. As part of the special area plan preparation process, inventory vacantparcels and those

having abandoned, underutilized, or dilapidated structures ripe for redevelopment.

Strategy 2.3.3. Local governments and their private sector partners should clearly articulate the
communitywide benefits of redevelopment for existing neighborhoods and nonresidential districts.
Strategy 2.3.4. Ensure that special area plans are developed in conjunction with an active public
oarticipation Drocess.
Strategy 2.3.5. Support local government policies for redevelopment projects to provide landscaping,

oedestrian amenities. and necessarv infrastructure improvements.

Stratesy 2.3.6. Adopt and implement housing rehabilitation programs where needed and appropriate.
Issue 3: Higher levels of intercounty and intracounty vehicular travel negatively impact the level of service of

existins transoortation facilities.
Position Statement 3.1: Intercounty Mobility. Support, through implementable plans, enhanced

transportation mobilitv for those travelins to and from Pinellas County.

Strateev 3.1.1. Support the creation of hieh-quality transit links to adiacent counties.

Stratesv 3.1.2. Protect the countv's viable and oroductive airports and port facilities.

Position Statement 3.2: Roadway Capacity. Discourage local actions that decrease capacity on arterial or
collector roadways serving multiple jurisdictions without the provision of adequate and convenient reliever
facilities.

Strategy 3.2.1. Develop criteria, applicable to all jurisdictions countywide, that must be met before the

roadwav capacitv of an arterial or collector maybe reduced.
Strategy 3.2.2. Allow reductions in roadway capacity only for corridors that contain unused capacity at

peak hours, or that lie parallel to roadways that can absorb displaced traffrc, with adequate connector

links between the roadwavs.
Strategy 3.2.3. Ensure that reductions in roadway capacity are accompanied by provision for increased

transit service along the same corridor.
Strategy 3.2.4. Ensure that reductions in roadway capacity are consistent with provisions of state

growth management legislation and are accompanied by a redevelopment plan designed to encourage

walkine. bicvcline. and transit use.
Issue 4: Transportation planning historically has emphasized managing personal motor vehicle traffrc, resulting

in insufficient and inadeouate multimodal transportation options.
Position Statement 4.1: Improved Transit Options. Support approved strategies to increase the use of

transit, particularly along routes serving low-income and other transportation disadvantaged users, and

ensure transit affordabilitv.
Strategy 4.1.1. Identiff arterial roadways connecting major activity centers and high-density areas,

where transit services are provided or planned.

Strategy 4.1.2. Encourage higher-density/intensity, walkable, mixed-use development to locate in
oroximitv to aooroved transit stations. consistent with station area plans.

Strategy 4.1.3. Support future transit enhancements through land use plan amendments that permit high

densities/intensities in proximitv to approved stations consistent with station area plans.

Strategy 4.1.4. Support partnering between the public and private sectors to create transit-oriented

development proiects.

Strategy 4.1.5. Permit new development to provide attractive stops as apartial fulfillment of
landscapine/beautification requirements. in coordination with PS-FA tdel{lfi€d transit needs.
Strategy 4.1.6. Encourage redevelopments, to the greatest extent possible, to provide attractive stops, in
coordination with PS:FA identified transit needs.
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Pronosed Amendments to Countvwide Plan Issues, Position Statements, and Strategies

Strategy 4.1.7. Ensure that transit planning is designed to complement the tourism industry by linking

to the St. PetersburglClearwater Airport, the barrier island communities, and other areas that attract

concentrations of visitors. IEDRP Pinellas County Jurisdictions and Agencies Coordination,

Implementation Action A.5.b.l

Position Statement 4.2: Transit Station Area Planning. Concentrate a mix of complementary, well-

integrated land uses within walking distance (Yz mile) of transit stations, and in an area of influence up to

one mile around the stations. ITBARTA Land Use Obiectivel

Strategy 4.2.1. Promote arange of higher<lgngily4ld -intensity uses, including residential, office,

service-oriented retail, and civic uses, that supports transit ridership and takes advantage of the major

public investmentg in transit. ITBARTA Land Uses Policy 1]

Strategy 4.2.2. Limit automobile-oriented uses, such as drive-through facilities. "big-box" retail uses. ot

gas stations, within Yz mile of eertain transit stations. ITBARTA Land Uses Policy 2]

Strategy 4.2,3. Require that permitted land uses in transit station areas include those that atttactl and

generate pedestrian activity, particularly at ground floor level. ITBARTA Land Uses Policy I
Strategy 4.2.4. Locate special traffic generators - such as cultural, educational, entertainment, and

recreational uses - either within or adiacent to transit station areas. ITBARTA Land Uses Policy 4]

Strategy 4.2.5. Require mixed-use developments, with more than one use on site and within buildings,

in transit station areas. |TBARTA Land Uses Policy 5l

Strategy 4.2.6. Provide for a mixture of housing types affordable to households with a ranee of

incomes, including workforce housing, in transit station areas. ITBARTA Land Uses Policy 6]

Strategy 4.2.7. Provide basic goods and services that meet the daily living needs of residents,

commuters, and visitors (such as grocery, laundry, banking, fitness centers, and parks) in transit station

areas. TTBARTA Land Uses Policy 7l
Strategy 4.2.8. Use Iooment M-i

idelines of existins resid afford

onnortunities- and sitins oublic facilitv investments in transit station areas. fNewl

Position Statement 4.3: Densities and Intensities to Support Transit. Encourage higher densities for

new development in transit station areas, concentrating the highest densities closest to the transit station,

and transitioning to lower densities at the edges of the station area. especially when adjacent to existing

lower-density development such as single-family neighborhoods. ITBARTA Land Use Intensity Policy l]

Strategy 4.3.1. Require minimum @rget) densities and establish target density ranges for new

residential development in transit station areas, in accordance with the adopted station typologies and

station area plans. ITBARTA Land Use Intensity Policy 2l

Strategy 4.3.2. Require minimum (e+targe+) intensities and tareet intensity ranges for new non-

residential or mixed-use intensities development or redevelopment in transit station areas, in accordance

with the adopted station twologies and station area plans. |TBARTA Land Use Intensity Policy 3l

Strategy 4.3.3. Require minimum (or target) employee-to-housing ratios in transit station areas, in

accordance with the adopted station typologies and station area plans. [TBARTA Land Use Intensity

Policy 4l
Strategy 4.3.4. Encourage compact development around established activity centers, redevelopment

areas, and other locations that may be appropriate fbr regional transit stations. ITBARTA Land Use

lntensity Policy 5l

Strategy 4.3.5. Prerne+e Protect existing stable neighborhoods and designated historic structures and

resources, and identifo transition areas between these uses and transit station areas. ITBARTA Land Use

Intensity Policy 6l
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Proposed Amendments to Countvwide Plan Issues, Position Statements, and Strategies

Strategy 4.3.6. Tar€pt Direct growth to in areas the* where investment in regional and local transit

improvements has occurred or is planned. ITBARTA Land Use Inte

Strategy 4.3.7. Ensure there is appropriate transition in densities, intensities, and building heights

between TgDs transit-oriented development and surrounding lower density development (e.g. single-

family neighborhoods). ITBARTA Land Use Intensity Policy 8]

Strategy 4.3.8. Provide active uses such as retail and office on the ground floor of buildingsj+ehding;
parkin*earases in transit station areas. ITBARTA Land Use Intensity Policy 9]

Position Statement 4.4: Building and Site Design in Transit Station Areas. Use urban design to

enhance the community identity of transit station areas and to make them attractive, safe and convenient

places. |TBARTA Community Desigrr Obiectivel
Strategy 441- Adopt building design guidelines. applicable to transit station areas. base*en-s*eef

types as related te statien leeatiens and aeeess by identiffing that identifu pedestrian priority streets

(emphasizine fronts of buildings,doors, and windows), and secondary streets (where some backs of

buildings lb+ank-wails and service areas may be tolerated). [TBARTA Building and Site Design Policy

l t
Strategy 4.4.2, Require that buildings are be designed te with frontggg on public streets or on open

spaces, with minimal setbacks. ITBARTA Building and Site Design Policy 2]

St.at.gy 4.4.3. Require that buildings a#e be designed with windows and doors at street level instead of

expansive blank walls, creating opportunities for pedestrians to interact with commercial uses while
providing privacy for residential uses. ITBARTA Building and Site Design Policy 3]

Strategy 4.4.4. Require that building entrances are be located to minimize the walking distance lletl+een

to the transit station @ ITBARTA g

St."t.gy 4.4.5. Require that surface parking not be located in front of buildings, with the exception of

on-street parking. |TBARTA Building and Site Design Policy 5l

Strategy 4.4.6. Require clearly delineated pedestrian paths through surface parking to transit stations.

|TBARTA Buildine and Site Design Policy 6l

Strategy 4.4.7. Require that parking structures are be designed to include active uses on the ground

floorstreetfrontage.[TBARTABuildingandSiteDesignPolicy7]
Strategy 4.4.8. Encourage thafUui+ei+grare the tallest and most intensely developed structures to be

located near the transit stations, with transitions in height and density/intensity appreaening between

station areas and adjacent existing lower density/intensity areas. neighMeods- ITBARTA Building anc

Site Design Policy 8l

Strategy 4.4.9. Require that unsightly elements, such as dumpsters, loading docks, service entrances,

and outdoor storage, are be screened from pedestrian pathways and transit routes. ITBARTA Building

and Site Design Policy 9l

Strategy 4.4.10. Encourage the use of Crime Prevention Through Environmental Design (CPTED)

principles in transit station areas. ITBARTA Building and Site O"tign policy t 0]

St."tegy 4.4.11. IJtrlize Leadership in Energy and Environmental Design (LEED) and other sustainable

desien principles in transit station areas. TTBARTA Building and Site Design Policy I I l
Strategy 4.4.12. Strive te lncorporate sustainable technologies in transit station operations, such as in

lighting, signage, audio/visual, cooling, waste management, and stormwater systems. ITBARTA
Buildine and Site Design Policy 12.l

Position Statement 4.5: Streetscapes in Transit Station Areas. Require that streetscapes are in transtt

station areas be desisred to encourage pedestrian activity. ITBARTA Streetscape Policy l]

Strategy 1.i.1. Develop graphic wayfinding systems at in transit station areag to assist visitors and

tourists with navisating the area. ITBARTA Building and Site Design Policy 13]
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Proposed Amendments to Countvwide Plan Issues, Position Statements, and Strategies

Strategy 4.5.2. Require that streetscapes in transit station areas contain elements such as street trees,
pedestrian scale lighting, awnings, arcades, and benches, are incorporated into streetscape design.

ITBARTA Streetscape Policy 2l
Strategy 4.5.3. Recommend that utilities in transit station areas be buried underground whenever
possible. |TBARTA Streetscape Policy 3l

Position Statement 4.6: Open Space in Transit Areas. Require the creation of pr*blie open spaces around

transit stations, to -(They act as development catalysts and serve as gathering spaces and focal points for the
public.) ITBARTA Open Space Policy 1]

Strategy 4.6.1. Require that open spaces in transit station areas be designed as centers of activity that

include items such as benches, interactive fountains, and public art. ITBARTA Open Space Policy 2]

Strategy 4.6.2. Encourage outdoor caf6s and outdoor entertainment venues to locate in transit station

areas. I-TBARTA Open Space Policy 3l

Strategy 4.6.3, Require that buildings surrounding bui+di+gs-are open spaces in transit station areas be

oriented toward those open spaces. in addition to streets. |TBARTA Open Space Policy +l

to new transit station areas. eivine priority to those in areas with hieher residential densities or hiqher-

intensity commercial" employment. or mixed-use centers. [Paraphrased from Livable Communities

Po l i cv  2 . l l
Position Statement 4.7: Multimodal Street Design. Design streets to be multimodal "complete streets,"

withanemphasison@safety,acceSSandcirculationforpedestriansandbicycl istsas
well as for automobiles. |TBARTA Street Network Policy 1l

Strategy 4.7.1. Set vehicular levels of service to reflect an emphasis on pedestrians and bicyclists.

|TBARTA Street Network Policy 2l
Strategy 4.7.2. Redesign existing street intersections with a gteater emphasis on safe pedestrian and

bicycle crossinss. |TBARTA Street Network Policy 3l

Strategy 4.7.3. Design an interconnected street network designed-areund based upon a block system,

with blocks at the appropriate maximum length for the appropriate transit station typejryh9nlopg!9djn-A-

station area. ITBARTA Street Network Policy 4l

Strategy 4.7.4. Provide mid-block street crosswalks in urban, congested areas where there are long

distances between sisnalized crossinss. ITBARTA Street Network Policy 5l

Strategy 4.7.5. Incorporate traffic calming and context sensitive design into the design of streets-

utilizing the principles of context-sensitive design for new transportation projects, and access

manasement for pedestrian and bicycle travel. ITBARTA Street Network Policy 6]

Strategy 4.7.6. Accommodate multimodal local and regional connections for all types of vehicles,

including where apolicable. trains, buses, bicycles, cars, ships, boats, aircraft, and taxicabs. [TBARTA
Street Network Policv 7l

Position Statement 4 4A: Neighborhood Connectivity. Develop pattems and design strategies that

reduce automobile dependence by increasing connectivity between county neighborhoods.

Strategy M 4.8.1. Encourage the use of traffic calming measures that employ altematives to

barricades and street closures to reduce cut-through traffic.

Strategy & 4.8.2. Require new subdivisions to be designed with street layouts in an interconnected
pattern. without dead ends or barricades that block travel between neighborhoods.

Stratesv &4.8.3. Limit new street closures and barricading in existing residential !9t$!9rh994!.-
Strategy & 4.8.4. Take advantage of opportunities to eliminate existing street closures and

barricades.
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ProposedAmendmentstoCountvwidePlanIssues,Positions

Issue 5: The absence of adequate pedestrian and bicycle facilities on many neighborhood streets and major

roads discourages walking and bicycling in Pinellas County, thus limiting use of those alternative forms of

transoortation.
Position Statement 5.1: Pedestrian/Bicycle Safety. Enhance safe circulation of pedestrian and bicycle

traffic throughout the county.
Strategy 5.1.1. Support local government policies for new developments to provide sidewalks,

crosswalks, and pedestrian access ways that are buffered from vehicular traffic.

Strategy 5.1.2. Construct and maintain sidewalks, particularly those connecting residential areas to

schools. parks and recreation facilities. and other uses frequented by children.

Strategy 5.1.3. Support the continued installation of striped bicycle lanes or wide outside lanes when

arteial and collector roadways are constructed or improved.

Position Statement 5.2: Pedestrian/Bicycle Facilities Continue to implement policies for pedestrian and

bicycl e facility installation and maintenance.

Strategy 5.2.1. Support the efforts of the Pinellas County Metropolitan Planning Organization to

coordinate trailway and sidewalk plans.
Strategy 5,2,2. Support the creation of a countywide network of on-street bicycle lanes and off-street

pedestrian/bicycle trails.
Stratesy 5.2.3. Provide, throueh local plans, the establishment of sidqwalk installatio

Position Statement 5.3: Pedestrian/Bicycle Planning in Transit Station Areas. Enhance the existing

transportation network to provide functional and effective pedestrian, bicycle, and transit connections in

transit station areas. |TBARTA Pedestrian and Bicycle System Objectivel

S t ra tegy5 .3 .1 .P rov ideanex tens i vepedes t r i ansys tem ineach t rans i t
station area. which minimizes obstacles for pedestrians, provides connectivity with shorter walking

distances, and provides protection from the elements where appropriate. ITBARTA Pedestrian and

Bicycle System Policy 1l
Strategy 5.3.2. Eliminate gaps in pedestrian networks accessing transit station areas. ITBARTA
Pedestrian and Bicycle System Policy 2l

Strategy 5.3.3. Establish pedestrian and bicycle connections between transit station areas and

surrounding neighborhoods. ITBARTA Pedestrian and Bicycle System policy:]

Strategy 5.3.4. Design the transit station area pedestrian systemg to be ADA-accessible, safe, attractive,

and comfortable for all users. TTBARTA Pedestrian and Bicycle System Policy 4l

Strategy 5.3.5. Design the transit station area pedestrian networkg to accommodate large groups of

pedestrians, by requiring wide sidewalks and unencumbered walkways. [TBARTA Pedestrian and

Bicvcle Svstem Policv 5l
Strategy 5.3.6. Use planting strips/street trees, on-street parking, and/or bicycle lanes to separate

pedestrians from vehicles in transit station areas. |TBARTA Pedestrian and Bicycle System Policy fl

Sirategy 5.3.7. Provide bicycle parking and encourage other bicycle amenities, such as bicycle repair,

rental, and cyclist comfort stations. in transit station aro [TBARTA Pedestrian and Bicycle System

Policv 7l
Strategy 5.3.8. Ensure the conversion of drainage swales to curb and gutter systems for stormwater

management around transit station areas, to create a more pedestrian-friendly environment. [TBARTA
Pedestrian and Bicycle System Policy 8l

Strategy 5.3.9.
fNew'l
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Proposed Amendments to Countywide Plan Issues, Position Statements, and Strategies

Issue 6: Congestion on area roads is exacerbated when users drive on the same facility at different speeds and

for different purposes, creating conflicts between fast-movingarteial traffic and slower-moving, frequently

turnine vehicles accessing local businesses and residential developments.

Position Statement 6.1: Efficient Vehicle Movement. Continue to plan for and construct transportation

facilities that facilitate efficient vehicle movement.
Strategy 6.1.1. Support local govemment policies that limit the number of driveways allowed per lot

and establish minimum driveway spacing standards.

Strategy 6.1.2. Support local government policies that promote, and require whenever possible,

efficient vehicle movement on private property including cross-access easements, shared driveways, and

other appropriate on-site improvements.
Strategy 6.1.3. Discourage the continued proliferation of strip commercial development along collector

and arterial roadways.
Issue 7: Current parking standards and development patterns typically result in an overabundance of surface

parking, widely dispersing different land uses, which requires the use of private automobiles resulting in

negative traffic circulation and environmental impacts.
Position Statement 7.1: Parking Efficiency. Work to meet the parking needs of communities by
maximizing the use of existing surface parking, replacing it with parking structures where feasible, and
decreasing demand by encouraging alternative transportation modes.

Strategy 7.1.1. Establish standards for adjacent developments to provide cross-access easements for

b oth pedestri anlbi cycle traffic and automobiles.
Strategy 7.1.2. Allow developments to "buy into" public parking lots or structures in lieu of providing

on-site narkins.
Strategy 7,1.3. Maintain public parcels that can be used both for overflow parking on peak days of the

vear. and to serve other communitv pumoses. e.g.. ballfields, plazas, and drainage areas.

Strategy 7.1.4. Amend land development regulations to include maximum as well as minimum parking

space standards.
Strategy 7,1,5. Amend land development regulations to allow administrative approval of reduced

oarkins standards.
Strategy 7.1.6. Provide parking credits for developments that present research demonstrating lower

oarkine demand than that anticioated bv existine standards.

Strategy 7.1.7, Develop incentives for the construction of desirable installations including pedestrian,
bicvcle. transit facilities. and spaces for motorcvcles and other small vehicles.
Strategv 7.1.8. Promote the use of shared narking agreements between adjacent developments.

Strategy 7.1.9. Amend land development regulations to more precisely correlate parking requirements

of different uses within non-residential land use designations.

Strategy 7.1.10. Establish standards for developments to provide trees or other vegetation in parking

areas. to create shaded areas and drainage opportunities.
Strategy 7.l.ll. Encourage the use of permeable paving materials and landscaping to limit stormwater

runoff from parkins areas.
Strategy 7.1.12.
be unpaved.

Amend land development regulations to permit a portion of required parking spaces to

Strategy MT.l.l3.Incorporate within redevelopment regulations or plans provisions supportive of

the "oark once" concept.
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Pronosed Amendments to CounWwide Plan Issues, Position Statements, and Strategies

Position Statement 7.2: Parking in Transit Station Areas. Require a coordinated approach to vehicular

parkine for all developments within one mile of a transit station locationq. ITBARTA Parking Policy 1]

Strategy 7.2.1. Minimize surface parkine in transit station areas by incorporatine parking structures

within the station site desiprr. lMoved from original Strategy 7.1.13.]

Strategy 7.2.2. Discourage large surface parking lots within % mile of urban or neighborhood transit
stations, especially those greater than two acres. |TBARTA Parking Policy 2l
Strategy 7.2.3. Require well designed structured parking decks in transit station areas. when and where

approoriate. |TBARTA Parkine Policy 3l
Strateev7.2.4.Promotesharedparkingfaci l i t iesi@.[TBARTAParkingPolicy4]
Strategy 7.2.5. Require large scale site plans and planned unit developments in transit station areas to

include a master plan for parking to reduce the number of spaces over time as transit system evolves.

ITBARTA Parkine Policv 5l
Strategy 7.2.6. Allow reduced parking thresholds in appropriate locations where transit availability

makes such reduction feasible. [EDRP Regulatory Tools and Urban Design, Implementation Action

B.3.d. l
Strategy 7.2.7. As transit service becomes established. and densities and intensities in transit station
areas increase. consider implementinq maximum parkins standards for new developments and
redevelopments. fNewl

Issue 8: As new development and more intense redevelopment move the county toward buildout, market

forces mav impact natural open space areas.
Position Statement 8.1: Natural Open Space Protection. Acquire, maintain, preserve, and protect natural

oDen space that provides public benefit.
Strategy 8.1.1. Pursue funding to acquire and protect remaining natural lands, particularly along the

coast. for public open space.
Strategy 8.1.2. Continue to implement local or countywide transfer of development rights (TDRs)

regulations that apply to open space protection or environmentally sensitive areas and other appropriate
properties.

Strategy 8.1.3. Support the preservation of natural lands through conservation easements and/or other

appropriate techniques.
Strategy 8.1.4. Pursue funding for the purchase and restoration of disturbed or previously-developed
areas to a more natural condition.
Strategy 8.1.5. Continue to require protection of, or mitigation of impacts to, wetlands or other

environmentally sensitive land.

Strategy 8.1.6. Encourage new developments to preserve existing tree canopy, and incorporate natural

oDen sDace as an amenitv in rernaining undeveloped portions of the county.

Strategy 8.1.7. Support local govemment policies that recognize and are sensitive to the value of

mafure trees as integral components of the environment.

Issue 9: Redevelopment in the county's waterfront areas may negatively impact open space and scenic views,
potentially decreasing the abundance of these important amenities.

Position Statement 9.1: Protection of Waterfront Scenic Views.

and promote the creation of new ones.

Protect existing scenic waterfront views

Strategy 9.1.1. Ensure that site design regulations (setbacks, building width, height, and envelopes) in

waterfront areas do not result in the loss of scenic views between buildings.

Strategy 9.1.2. Consider allowing increased building height in exchange for increased setbacks and

buildine separation to enhance scenic views.
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Pronosed Amendments to Countvwide Plan Issues. Position Statements, and Strategies

Strategy 9.1.3. Work with appropriate agencies to ensure that as bridges and causeways are replaced,

new infrastructure supports and enhances the protection of scenic views.

Position Statement 9.2: Benefit and Investment Balance. Balance the short-term economic benefit of
private coastal development with the long-terrn economic investment of creating and maintaining attractive
waterfront ooen sDace.

Strategy 9,2,1. Educate the private sector about the economic value of waterfront open space and

encouraqe business participation in efforts to preserve and maintain that amenity.

Strategy 9.2.2. Ensure that existing public beach accesses are maintained and new ones created as

visible, hi gh-quality amenities.
Strategy 9.2.3. Restore coastal vegetation and dune systems seaward of the Coastal Construction

Control Line wherever oossible.
Strategy 9.2.4. Protect coastal vegetation and dune systems from disruption through the use of

walkovers and public education efforts.
Issue 10: Development in the Coastal HighHazard Area and the 10O-year floodplain must be balanced with
public safety in order to reduce the potential for harm to people and for significant economic lossgq.

Position Statement 10.1: Natural Hazard Mitigation. Take positive action to mitigate risk and potential

loss resulting from hurricanes, tropical storms, and other natural hazards.

Strategy 10.1.1. Ensure that existing tourist-oriented developments have and maintain disaster plans

pursuant to county requirements.
Strategy 10.1.2. Provide guidelines in the Countywide Rules to address the requirement for an

evacuation plan to accompany any request for increased density/intensity in the CHHA or the 100-year

floodplain.
Strategy 10.1.3. Limit land use amendments that support density increases in the CHHA or the 100-

vear floodplain to proiects located in approved redevelopment areas'

Strategy 10.1.4. Adopt standards to balance density increases that occur in the CHHA and the 100-year

floodplain with actions that reduce densities on other parcels in those areas, e.g., land acquisition,

conservation easements, or TDR provisions.

Position Statement 10.2: Flooding and Water Quality Mitigation. Continue to mitigate freshwater

floodins risks and protect surface water quality.

Strategy 10.2.1. Maintain setbacks and vegetative buffers around natural and artificial drainage

structures, e.g., lakes, ponds, and canals.

Strategy 10.2.2. Support the creation of regional drainage facilities as an alternative to individual on-
site retention facilities.

Issue 11: In a post-disaster environment, there will be strong pressure to redevelop damaged areas and

structures as quickly as possible, which could set the stage for poorly-planned redevelopment.

Position Statement 11.1: Post-Disaster Redevelopment Plans. Adopt post-disaster redevelopment plans

and be oreoared to imolement them.
Strategy 11.1.1. Create redevelopment plans that can be implemented in a post-disaster scenario, as

well as under normal situations.
Strategy ll.l.2, Develop post-disaster redevelopment plans that establish land use designation

reflectins the benefits to be derived from the desired future community development pattern, inplq4tqg

Strategy 11.1.3. Clearly articulate the criteria for grandfathering of nonconforming uses in adopted post

disaster redevelopment plans.

Strategy ll.l.4. Coordinate post-disaster redevelopment plans with economic development and

redevelooment olans.
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Pronosed Amendments to Countvwide Plan Issues. Position Statements, and Strategies

Position Statement 11.2: Post-Disaster Redevelopment. Ensure that post-disaster redevelopment adheres

to community eoals and redevelopment plans.

Strategy ll.2.l. Prior to a natural disaster event creating a post-disaster scenario, jurisdictions should

establish oolicies for such topics as repair and redevelopment zuidelines and priorities.

Strategy 11.2.2. Establish a countywide post-disaster fund that could be used after a disaster to

purchase land that should not be redeveloped to its previous density or intensity pursuant to adopted

redevelooment olans.
Issue 12: New development and more intense redevelopment increase the demand on the potable water supply

which is also taxed bv rezular patterns of droueht.
Position Statement 12.1: Potable Water Resources. Conserve the county's potable water resources by

oromotinq responsible water usaqe.
Strategy l2.l.l. Consider, as a factor in the consideration of plan amendments and site plan approvals,
proposed water usage in lieht of current and proiected water supply.

Strategy 12.1.2. Amend landscaping requirements to encourage the use of native, drought tolerant

species and to promote limitine the amount of turf in new development.

Strategy 12.1.3. Require mandatory rain sensor devices in development with automatic irrigation

svstems. in accordance with state law.
Strategy 12.1.4. Encourage the installation of water-saving plumbing fixtures, such as low-flow

showerheads. faucets. and toilets in new and redevelopment proiects.

Strategy 12.1.5. Support the efforts of the Southwest Water Management District, Tampa Bay Water,

Pinellas County, and municipalities to provide and conserve potable water in the Tampa Bay region.

Issue 13: Residential and commercial development pressures threaten to decrease supplies of land needed by

orimarv emolovment centers and businesses vital to the local economY.
Position Statement 13.1: Retention of Industrially-Designated Land. Limit the conversion of parcels

designated for manufacturing and high-tech businesses, e.g., Industrial General or Industrial Limited, to

other desisnations.
Strategy 13.1.1. Include retention of industrial land as a criterion to be considered in countywide land

use olan amendment review procedures.

Strategy 13.1.2. Continue to require manufacturing and related uses to meet standards for buffering

noise, odors, traffic, visual blight, and other negative impacts on surrounding areas.

Position Statement 13.2: Mixed-Use Development. Promote mixed-use development by allowing

economicallv oroductive uses to be intesrated with residential and commercial land, where appropriate.

Strategy 13.2.1. Permit manufacturing and other non-commercial businesses to locate as allowable uses
in underutilized or abandoned strip commercial developments, provided impacts are restricted to the

affected site.
Strategy 13.2.2. Permit and facilitate abandoned strip commercial developments to be redesignated as

industrial or mixed-use where determined to be appropriate.
Strategy 13.2.3. Consider amending land development regulations to allow home-based occupations,

accessory offices, and mixed-use dwellings in appropriate residential areas.

Position Statement 13.3: Tourist Accommodations. Recognizing that tourism is, and will remain, a

significant component of the local economy, protect tourist accommodations from conversion to residential

USES.

Strategy 13.3.1. Discourage land use plan amendments that convert tourist accommodations to

permanent residential uses, particularly on coastal lands.

Strategv 13.3.2. Designate tourist accommodation protection zones in appropriate areas.
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Proposed Amendments to Countywide Plan Issues, Position Statements, and Strategies

Strategy 13.3.3. Support the revitalization and retention of tourist transient accommodations in order to
bolster the countv tourism industrv.
Strategy 13.3.4. Develop criteria to help decision-makers determine the appropriateness of land use

amendment requests from transient accommodations to residential.
Issue 14: Rising housing and transportation costs threaten to drive away lower-income workers, who are

critical to the tourism and service industrv sectors.
Position Statement 14.1: Mobility for Lower-Income Workers. Increase mobility options between

residential areas and emplovment centers. especially for lower-income workers and transportation-

Strategy l4.l.l. Support the creation of affordable housing in areas near employment centers.

Strategy 14.1.2. Support increased mass transit service between residential areas and employment

centers.
Strategy 14.1.3. Support local govemment policies for new and redeveloped employment centers to

incorporate high-quality pedestrian, bicycle, and transit facilities into their site designs

Position Statement 14.22 Affordable llousing. Maintain an adequate supply of affordable housing, for

current and future residents.
Stratesv 14.2.1. Where anorooriate. oarticioate in fundine the creation of affordable housing units.

Strategy 14.2.2. Allow and encourage smaller residential lots, accessory units, attached housing, and

multifamilv buildinss in aoorooriate areas.
Strategy 14.2.3. Allow residential property owners to construct accessory apartments or "granny flats"
in single-family neighborhoods without requiring a land use plan amendment, where determined to be
appropriate.
Strategy 14.2.4. Provide incentives, such as altemative provision for fee payment and density bonuses,

to residential developments and redevelopments that wholly or in part serve lower-income residents.

Strategy 14.2.5. When planning for publicly-funded affordable or workforce housine projects. assilrl
priority to locations served by transit. lParaphrased from Livable Communities Policy 6.4]

Strategy 14.2.6. Provide densitli bonuses for affordable or workforce housing in proximity to existine

or planned transit stations. lParaphrased from Livable Communities Policy 6.5]

Position Statement 14.3: Transit-Related Economic Development. Leverase investments in transit
plannins to encourage job creation and provide other economic benefits to the community. [New]

Strategy 14.3.1. Balance countywide mobility needs (e.g. frequency, speed) with the desire for

economic development in local communities vrith-regard{e when planning the location and number of

transit stations. ITBARTA Coordination & Economic Development Policy 2]

Strategy 14.3.2. Promote the implementation of transit station area development through regulatory and

financial incentives. |TBARTA Coordination & Economic Development Policy 5l

Strategy 14.3.3. Coordinatedevelop, and implement an a coordinated economic development and

marketine stratesy for transit station areas. |TBARTA Coordination & Economic Development Policy 7-

Strategy 14.3.4. Work with the private sector to encourage the consolidation of small andlor

fragmented lots to promote redevelopment. ITBARTA Coordination & Economic Development Policy

8t
Strategy 14.3.5. Include historic preservation, publicly owned land, and public buildings in the existing
conditions section of transit station area plans. ITBARTA Coordination & Economic Development
Policv 10.l
Strategy 14.3.6, When a transit station area includes existine industrial land. ensure that the potential

for accommodating target employment is maintaiqed or increased in the allowable mix of uses. [New]
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Proposed Amendments to Countvwide Plan Issues, Position Statements, and Strategies

Issue 15: A dwindling supply of undeveloped land, the rising cost of remaining parcels, and regulatory
complexities associated with redevelopment may discourage basic industries from locating or remaining in the
county.

Position Statement 15.1: Business Redevelopment Incentives. Provide incentives to primary,

contributorv businesses that add to the countv's economic vitality.

Strategy 15.1.1. Streamline the redevelopment permitting process to expedite renovation and

rehabilitation of existins structures.
Stratesv 15.1.2. Modifv administrative procedures in order to facilitate the redevelopment process.

Strategy 15.1.3. Provide incentives such as land assembly assistance and infrastructure installation to

targeted development and redevelopment proj ects.

Strategy 15.1.4. Work with the Pinellas County Economic Development Department, local chambers ol

commerce, and other economic development agencies to identiff the land use needs of existing and
prospective local businesses, and to match these businesses with appropriate developable Pglgg!!.

Position Statement 15.2: Attractiveness to Basic Industries. Support the attraction and retention of basic

industries.
Strategy 15.2.1. Provide and maintain sufficient facilities, e.g., transportation systems, and amenities,

e.g., beach accesses, to sustain the workforces needed by basic industries.

Strategy 15.2.2. Identiff land use regulation or infrastructure policies that make Pinellas County less

attractive to basic industries. and where feasible. amend or eliminate them.

Issue 16: To protect the economic vitality of Pinellas County and the larger Tampa Bay Region, it is essential

to maintain a solid base of hieh-tech businesses and other basic industries.
Position Statement 16.1: Telecommunications Infrastructure. Provide for telecommunications
infrastructure to meet the needs of existins and prospective businesses and industries.

Strategy 16.1.1. Coordinate with regional economic development entities, such as the Florida High-

Tech Corridor Council, to maintain an ongoing comprehensive assessment of existing

telecommunications infrastructure.
Strategy 16.1.2. Coordinate with local and regional hightech business representatives to determine

needs and opportunities for enhancements to telecommunications infrastructure.

Position Statement 16.2; Attractiveness to High-Tech Workforce. Create and promote lifestyle
amenities that attract workers needed by basic industries, especially those that support a young, technically
skilled workforce, while also enhancing the quality of life for residents and visitors.

Strategy 16.2.1. Encourage the development of local art, music, and performing arts venues, and
protect existing venues from pressure to redevelop to other uses.

Strategy 16.2.2. Incorporate public art into development and redevelopment projects and public

facilities, particularly in downtown areas.
Strategy 16.2.3. Integrate college and university campuses with surrounding neighborhoods and

downtowns, emphasizing pedestrian and bicycle links.

Strategy 16.2.4. Promote a youth-friendly image, emphasizing nightlife, outdoor recreation, and
communitv diversity.

Issue L7: As a maturing and evolving county, Pinellas is transitioning from predominantly greenfield

develooment to redevelooment. infill. and brownfield/eravfield reclarnation.
Position Statement 17.1: Redevelopment Regulations. Support local and countywide efforts to address

the rezulatory chanses necessitated bv the transition from a geenfield to a redevelopment environment.

Strategy 17.l.l. Encourage a collaborative countywide approach in support of "redevelopment-

friendly" code provisions.
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Amendments to Countwvide Plan Issues, Position Statements, and Strategi

Strategy 17.1.2. Examine and make necessary amendments to provisions of the Countywide Rules that

unreasonably impede redevelopment efforts.
Strategy 17.1.3. Examine and make necessary amendments to local land development regulations that

unreasonably impede local redevelopment efforts.
Position Statement 17.2:Brownfield/Grayfietd Redevelopment. Establish a countywide approach to

brownfield reclamation and
Strategy 17.2.1. Establish a task force composed of members from the county and municipalities to

examine the varietv of issues associated with brownfield redevelopment.

Strategy 17.2.2. Promote brownfield and grayfield redevelopment as one means to increase the supply

of land needed for economic sustainabilitv.
Position Statement 17.3: Foltow-up to Redevelopment Study. Implement recommendations and follow-

actions supportive of redevelopment, in keeping with approved plans and strategi

Strategy 17.3.1. Establish a clear framework for intergovemmental coordination to support the

achievement of redevelopment
Strategy 17.3.2. lJtllize public/private investment techniques to assist in accomplishing redevelopment

5:L C o ordination Comnonent

Issue 1: Pinellas County is approaching a "built-out" condition and redevelopment of the built environment is

not only inevitable, but also necessary to maintain and improve the countywide economy and quality of life.

Position Statement l.lz The Economic Development and Redevelopment Plan for the Pinellas

Community. A coordinated approach and clearly articulated end objectives are essential for achieving the

maximum benefit from redevelopment, thus enabling Pinellas County to achieve the goal of becoming a

"communitv of q ualitv communities."

Strategy 1.1.1. Monitor the fundamental economic and land development issues that will influence

redevelooment and affect countvwide economic vitalitv and quality of life.

Strategy 1.1.2. Establish and maintain a broad-based leadership group to guide the redevelopment
planning process and help maintain consensus on its overall direction.

Strategy 1.1.3. Develop clear and comprehensive countywide objectives and strategies that will provide

a framework and serve to guide the overall redevelopment efforts of the many jurisdictions within the

Strategy 1.1.4. Prepare a countywide economic development and redevelopment plan that provides

consistent countywide policy direction and serves as a resource for local governments, while allowing

for local discretion and customization.

Strategy 1.1.5. Designate or create a specific entity, or combination of entities, responsible for

implementing the countywide redevelopment and economic development plan.

Strategy 1.1.6. Establish an ongoing assessment, reporting, and feedback process, including an annual

summit, to monitor and adjust redevelopment and economic development strategies to improve their

effectiveness.

Strategy 1.1.7. Preserve and enhance viable residential neighborhoods to preclude deterioration.

Strategy 1.1.8. Support the renewal and replacement of infrastructure systems in a manner that enables
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Pronosed Amendments to Countvwide Plan fssues. Position Statements, and Strategies

Issue 2: To be successful, the redevelopment process requires the participation and support of all those
engaged in and affected by redevelopment including the public, elected officials, development and financial
interests, and staff.

Position Statement 2.1: Education and Communication. Education, communication, and consensus are

required to realize the benefits of redevelopment in maintaining and improving the economic vitality and
quality of life of the county as a whole.

Strategy 2.1.1. Make available, through a variety of means, information regarding redevelopment and

its benefits for Pinellas Countv.

Strategy 2.1,2. Maintain a coordinated effort intended to enhance intergovernmental cooperation to

further the goals of approved redevelopment plans and strategies.

Issue 3: Land development regulations play a critical role in determining the feasibility and quality of

redevelopment for the county as a whole, and therefore must be specifically tailored to accomplish the desired

obiectives.
Position Statement 3.1: Code Standards. Coordinate the preparation, interpretation, and administration ol

the Countywide Rules such that land development regulations are consistent with the special needs of

redevelopment and infill.

Strategy 3.1.1. Develop best practice examples of how local codes can be revised to address specific

opportunities in the Economic Development and Redevelopment Planfor the Pinellas Community.

Strategy 3.1.2. Modifu permitting requirements to meet the unique drainage requirements of
redevelopment, including an area-wide approach to storm water management that considers both water
quantitv and qualitv.
Strategy 3.1.3. Revise land development regulations to allow true mixed-use projects and encourage

their creation.
Strategy 3.1.4. Revise land development regulations to establish a distinction between significant
(unacceptable) and non-signifi cant (acceptable) nonconformities.

Position Statement 3.2: Governmental Procedures. Examine govefilmental processes in order to

identifu, remove, or modifu those that unnecessarily impede redevelopment an4 rnfill.

Strategy 3.2.1. Reduce the time required by regulatory agencies to review redevelopment projects and

foster an improved understanding of private sector carrying costs attendant to redevelopment.

Strategy 3.2.2. Provide for expanded administrative discretion that will reduce the complexity and time

of the review process. including special procedures that will provide regulatory flexibility fot-

Strategy 3.2.3. Combine separate review procedures, such as conditional uses, variances, and site plan

review into an integrated decision-makine process.

Strategy 3.2.4. While expanding administrative discretion in the review process, ensure adequate

community input in the process.

Issue 4: Multiple unrelated, fragmented, or conflicting policies and procedures will dilute the resources that

can be brought to bear on redevelopment and compromise the potential of the countywide efforts to achieve

identified obiectives.
Position Statement 4.1: Intergovernmental Coordination. It will be critical to the success of countywide

strategies to establish coordinated and complementary approaches between local jurisdictions and outside

agencies.
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Strategy 4.1,1. Encourage the preparation of local government special area plans for designated areas
that further the issues, position statements, and strategies of the Countywide Plan while allowing for
local flexibilitv in developine of those plans.

Strategy 4.1.2. Identiff responsibility and procedures for coordinating local redevelopment initiatives

with aooroved countywide olans and strateeies.
Stratesv 4.1.3. Identifu oooortunities for improved coordination with state and federal agencies.

Strategy 4.1.4. Work with state and federal agencies to address policies applicable to the coastal high

hazard area, balancing the protection of life and property with the need to encourage economic

development and redevelopment in coastal communities.

Issue 5: The manner and degree to which public and private investment decisions can be coordinated and

made mutually supportive will influence the realization of redevelopment obiectives.

Position Statement 5.1: Public/Private Investment. The identification and utilization of the means to

facilitate increased public/private cooperation, partnership, and mutually supportive investment is important

to an effective redevelopment strategy.
Strategy 5.1.1. Prepare specific redevelopment plans with clear requirements for underutilized or

undemerformins areas to direct private investment to those locations.

Strategy 5.1.2. Encourage the expenditure of public resources, and establish incentives for the private

sector, to enhance the aesthetic quality of public buildings, places, and streetscapes.

Strategy 5.1.3. Identiff and create a series of incentives, such as density/intensity bonuses, fee
reduction/allocation, infrastructure improvements, and expedited project review which can be used to
promote iob creation and the fulfillment of other redevelopment objectives.
Strategy 5.1.4. Provide public assistance with land assembly in designated areas to accomplish specific

redevelooment obi ectives.
Strategy 5.1.5. Assist in identiffing creative financing mechanisms, including coordination with private

financial institutions, to meet the unique needs of redevelopment projects.

Strategy 5.1.6. Develop a coordinated redevelopment strategy that balances the risks and rewards of the

stakeholders.
Issue 6: Twenty-five local govemment jurisdictions, combined with multiple special purpose service districts,

operating within a countywide framework have resulted in ineffrciencies and a less than optimum governance

strucfure.
Position Statement 6.1: Governance Structure. Opportunities for the consolidation, integration, and

coordination of the governance structure should be explored in the interest of more efficient and effective

service provision.

Strategy 6.1.1. Governmental jurisdictions that would benefit from consolidation, merger, annexation,

and other forms of intesration should take action toward those ends.

Strategy 6.1.2. Use the Pinellas Assembly to identiff and develop alternative governance structures that

can deliver public services in the most efficient manner and prove mutually beneficial to participating

entities.
Strategy 6.1.3. Limit the creation of new special districts to those for which there is a definitive need

and broad. multi-iurisdictional support.
Stratesv 6.1.4. Seek opportunities to reduce or consolidate existing special service districts.

Strategy 6.1.5. Develop and implement equitable arrangements for cross-jurisdictional service

orovision.
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Position Statement 6.2: Interjurisdictional Interests. Interjurisdictional conflicts and competing interests

reflected in the public debate about such issues as annexation, tax increment financing, and service

provision need to be resolved.
Strategy 6.2,1. Continue to support the use of Community Redevelopment Agencies (CRAs) to
encourage redevelopment in areas of special importance or critical need that meet the requirements of

Chapter 163, Part III, of the Florida Statutes.
Strategy 6.2.2, Cooperate in establishing criteria for creating, evaluating, expanding, and dissolving

CRAs,tomaximizetheireffectivenesswhilebalancingmunicipa1
Strategy 6.2,3. Establish a process to facilitate transfers of service provision in newly-annexed

independent special districts that do not have self-amending boundaries, to avoid the need for special,

single-purpose legislation.

Strategy 6.2.4. Develop and implement an agreed-upon basis for recognizingthe transfer of service

functions and cost/benefit factors that occur as a result of annexation.

Position Statement 6.3: Annexation Issues. Work toward an equitable and fair resolution to identified

annexation issues.
Strategy 6.3.1. Clariff as necessary the procedures and criteria of the voluntary annexation process

described in Pinellas Countv Ord. No. 00-63.

Strategy 6.3.2. Through a cooperative countywide effort, create a process to guide involuntary

annexations.
Strategy 6.3.3. Identiff a process and timetable to address the annexation of enclaves as part of an

overall approach to the annexation issue.

Strategy 6.3.4. Identifu and resolve long-term solutions for service provision and revenue generation

disoutes resultins from annexation activities.
Issue 7: The independent provision of services by individual entities can result in duplication of resource

expenditures, lost opportunities for improved service, and inefficiencies.

Position Statement 7.1: Shared Services. Explore opportunities to create shared services among multiple

jurisdictions, where such efforts would provide reduced costs to residents without decreasing service
quality.

Strategy 7.1.1. Evaluate the potential for savings, improved services, and more equitable assignment of

costs from consolidation or improved integration of law enforcement, fire, transportation, water, sewer,

solid waste, and recreation services.

Strategy 7.1.2. Work to ensure that any effort to consolidate local govemment services is endorsed by

all affected local sovernments. and accompanied by broad-based public education outreach.

Position Statement 7.2: lmproved Service Provider Coordination. Support the evaluation of best
practices for shared service agreements and public/private partnerships.

Strategy 7.2.1. Support efforts to create an enhanced and integrated countywide transportation system,

including a hieh-quality transit component.
Strategy 7.2.2. Support efforts of the Metropolitan Planning Organization to plan for and coordinate

intellieent transportation systems throughout the county

Strategy 7.2.3. Adopt amendments to the Countywide Rules that facilitate the establishment of

supportive land uses in the vicinity of approved future transit station areas, when they are qqqalg!

Strategy 7.2.4. To the greatest extent possible, integrate future land use amendments with the needs of

the countywide transportation system.
Strategy 7.2.5. Support partnerships between the county public school system and local governments

for the use of school facilities.
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Strategy 7.2.6. Identifu opportunities and alternatives for clariffing, streamlining, merging, delegating,

or eliminating overlapping or duplicative governmental functions, both internal and external to Pinellas
Countv.

Issue 8: There is a need for govemmental jurisdictions in Pinellas County to identifi and take advantage of

oDportunities for enhanced intersovernmental relations in order to foster increased efficiency and effectiveness.

Position Statement 8.1.: Governmental Efficiency and Effectiveness. When inefficiencies are identified,

employ the appropriate means to reduce or eliminate them.

Strategy 8.1.1. Explore specific administrative, agreement, or statutory means to enhance governmental

effi ciencv and effectiveness.
Strategy 8.1.2. Where adjacent local governments compete for the same primary employers, explore the

opportunities for mutually beneficial recruitment andlor retention initiatives.
Issue 9: Because an increasing number of issues are not confined to individual local governments, those

affectedshouldtakeadvarrtageofopportunitiesforincreasedintergovernmentalcoordinati@
Position Statement 9.1: Revenue Inequities. Where revenue generation imbalances result in significant

service provision cost differentials, evaluate the available means to reduce or eliminate them.

Strategy 9.1.1. Take advantage of opportunities to balance service delivery cost differentials in order

for all iurisdictions in Pinellas County to benefit from economic prosperity.

Strategy 9.1.2. Explore the potential structure of, and benefits to be realized from, a council of

sovemments as a means to brine a countywide focus to intergovernmental coordination.

Position Statement 9.2: Coordination of Countywide Planning. Establish a more comprehensive and

thoroughly integrated functional relationship between the PPC, BCC, and the MPO in order to increase their

effectiveness.
Strategy 9.2.1. Enhance the value of the PPC function and purpose by developing and strengthening a

mutuallybeneficial relationship with the Board of County Commissioners in their role as the CPA.

Strategy 9.2.2. Identifu and develop opportunities for improved PPC and CPA coordination in the

interest of establishing a more efficient countywide plaruring function, through, for example, annual or
more frequent ioint workshops.
Strategy 9.2.3. Enhance the integration of land use and transportation planning through collaborative

and coordinated efforts of the PPC and MPO.
Strategy 9.2.4. Take steps to more closely integrate the countywide land use and transportation

nlannine efforts in order to strensthen the linkaee between them.

Issue 10: A coordinated approach to transit plannine efforts. which includes govemments and agencies at the

local. countlrwide. regional. state. and federal levels. and the private sector. will enhance the ability of Pinellas

County and the Tampa Bay resion to plan and imple [New]
Position Statement10.1: Coordination of Transit System Planning. Coordinate transit plannine efforts

and asencies in Pi at the resi

and statewide levels.lNewl

Strategy 10.1.1. Ensure that local and countywide transit-related land use planning efforts support and

fuither the transit system plannine efforts of the MPO. PSTA. and TBARTA. [New]

Strategy 10.1.2. €ensider Use a common methodolog.v for assessinq the role of land use when

evaluating transit corridor and technology alternatives. ITBARTA Coordination & Economic

Development Policy 3l

Strategy 10.1.3. that transit olannin Count with those

adiacent counties. and create intercountv transit connections.fNewl
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Strategy 10.1.4. Provide for connectivitlu between the planned Pinellas County transit system and the

Florida Hish Speed Rail. lNewl
Position Statement 10.2: Transit-Related Countywide Planning Framework. Ensure that the

Countlrwide Future Land Use Plan Map and Rules provide a framework that respects and guides planning

efforts at the local level. fNewl
Strategy 10.2.1. Create one or more counbrwide transit-related future land use desietations that are

aoplicable to a broad ranse of transit station twoloeies and community settings. lNewl
Strategy 10.2.2. Ensure that transit-related future land use designations address both transit station
areas and corridors. as needed to accommodate different modes of transit and meet criteria for Federal
Transit Administration funding. fNewl
Strategy 10.2.3. Recoenize and incorporate existine local transit-related land use plannine efforts when

amendine the Countwvide Future Land Use Plan Map and Rules. fNewl
Strategy 10.2.4. Create Countlrwide Plan and Rule procedures for zuidine transit-related land use
planning. which resognize the unique challenees of coordinating such planning amone multiple levels of
govemment and various stakeholders. lNewl
Strategy 10.2.5. Ensure that the countlzwide planninq framework for transit-related land use is

coordinated with the efforts of the MPO Mobilitlz Task Force to assist local govemments in meetins the

state mobility plannins requirements of the 2009 CommuoiblRqqgwal r\91, fNewl
Strategy 10.2.6. Provide technical or financial assistance with local qovernment efforts to amend

comprehensive plan policies and land development rezulations that provide for transit-related planning.

lNewl
Strategy 10.2.7. At the conclusion of the Alternatives Analysis study conducted bv the Pinellas County

MPO. PSTA. TBARTA and FDOT. amend the Countlrwide Future Land Use Plan Map to place transit-

related designation(s) on proposed transit corridors and around transit station locations identified by that

study. fNewl
Strategy 10.2.8. Once transit station areas are identified. assist with local sovernment and orivate sector

efforts to conduct market analysis studies. prepare and approve station area plans" and apply transit-

related land development rezulations. fNewl

Strategy 10.2.9. Once local transit station area plans are adopted. adjust the Countywide Future Land

Use Plan Map to recognize finalized station area boundaries. usinq the map adjustment process. [New]

Position Statement 10.3: Coordination of Transit Station Area Planning. Develop and implement

mechanisms for coordination among govemmental agencies, and with the private sector, to ensure the

success of TeD transit station area plans and thet related benefits. ITBARTA Coordination & Economic

Development Obi ectivel
Strategy 10.3.1. Plan for TeD Coordinate plannine for transit station areas in accordance with the

requirements of the Federal Transit Administration New Starts Planning and Development Process and

evaluation criteria. |TBARTA Coordination & Economic Development Policy 1l

Strategy 10.3.2. Engage government agencies, the development community, and citizens in transit

station area plannine efforts. ITBARTA Coordination & Economic Development Policy 4l

Strategy 10.3.3. Promote public-private partnerships and joint development opportunities through

transit station area development. |TBARTA Coordination & Economic Development Policy 6]

Strategy 10.3.4. When planning for transit station areas. provide a mechanism to work together with

neighboring jurisdictions towards common goals, and commit to mutually beneficial partnerships.

|TBARTA Coordination & Economic Development Policy I ll
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Strategy 10.3.5. Create a mechanism to coordinate all agencies, including transit agencies, and the
various governmental depafrments entities that can affect the success of TeD transit station area plans.
ITBARTA Coordination & Economic Development Policv i2l
Strategy 10.3.6. Speciff that transit station area plans will follow a common format. which includes

existing conditions, neighborhood context, station area typeg, redevelopment vision, concept plang,

market research and development projections, land use recommendations, zoningrequirements, building

design standards, site development standards, street cross sections, streetscape development standards,
pedestrian and bicycle access plans, public infrastructure improvements, signage plang, public realm and

open space plang, parking accommodations, and implementation plang. ITBARTA Coordination &
Economic Development Policv 9l
Strategy 10.3.7. Employ model zoninq district regulations to guide local transit station area plannins in
a coordinated manner. transit eriented/related develepment and redevelepment, [EDRP Regulatory
Tools and Urban Design, Implementation Action B.5.d.l

Strategy 10.3.8. Ensure that transit station area planning is coordinated with plannins for redevelopment

centers, corridors, and districts identrfred rn Pinellqs by Design: An Economic Development and
Redevelonment Plan-for the Pinellas Communitv. is eeerdinated rvith the MPe Pinellas N{ebility

[EDRPPinellasCountyJurisdictionsandAgencies
Coordination, Implementation Action A.4.a.l
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The Land (Js e/Tr ansportation Rel ationship

The Existing Bus/Trolley System

The countywide land use pattern is highly dispersed and automobile-oriented, making the
provision of comprehensive, cost-effective transit services a significant challenge.
Ho*euer, because the roadway system cannot be expanded indefinitely, the MPO has

begun to focus on improved transit as a way to relieve some future transportation
demand.

At the current time, the only transit in the county is bus/trolley service. Two municipal
trolley circulator routes operate in downtown St. Petersburg and Clearwater, and the
Pinellas Suncoast Transit Authority (PSTA) administers the Suncoast Beach Trolley on
the barrier islands. The majority of the county is served by the PSTA bus system, which
operates more than 200 {5e transit coaches on nearly forty Sfty routes. On most routes,
departure times (headways) are one hour apart, although some commuter routes with high

ridirship operate more frequently. Major bus terminals are located at Park Street in

downtown Clearwater, and at Williams Park and Central PLaza in St. Petersburg. Five
designated park-and-ride lots around the county also allow riders to drive short distances
from home, park their cars, and ride the bus for longer-distance commutes. W'ry

As shown in Figure 9, annual bus trips grew appreciably during the past two decadeg,

from7.7 million in 1990 1q 9,7 millien in 2000 a 2,6 pereent af,rntral inerease ; er mere

tlran deuble tlre rate ef VMT inerease in the same peried, At least some ef t*re inerease

l l.9 million

in 2009-a 54 percent increase. As is tlpically seen. ridership saw its fastest increases

economlc f the and
slight declines during the economic downturns that followed. as unemployment rises rose

and commuting trips of all types decreaseg!. Overall, bus riders continue to represent a

small percentage of travelers in the county.
MPe is exetering add
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Figure 9
Number of Trips Annually on PSTA Bus System, 1990-200! N2
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Across the nation, metropolitan areas have had mixed success with promoting bus

services during the past decade. Factors associated with increased bus ridership ate a

healthy local econoffiy, which increases commuting trips in general, and expansion of

services (Transit Cooperative Research Program, 1998). The latter finding suggests that

some travelers are willing to switch from other transportation modes as bus services

become more available and convenient. In addition, research shows that residents of

pedestrian-friendty neighborhoods are significantly more likely to use transit than

iesidents of modern, automobile-oriented neighborhoods, even when income levels and

access to cars are equivalent (Cervero & Gorham, 1995). As with walking and biking,

these findings suggest that travel behavior can be influenced by changes to land use

patterns. This topic will be discussed in more detail in a later section of this theme.

Unfortunately, as an alternative to the automobile, the attractiveness of buses and trolleys

remains limited. Because they use the same roadways, they can travel no faster than cars,

and are typically much slower due to their frequent stops and circuitous routes. Dedicated

bus/trolley lanes are an option used successfully by some cities, but are infeasible in

Pinellas County due to land constraints. In addition, buses are perceived negatively by

some. due to a historic association with lower-income riders. In an effort to increase

Pinellas Countv.
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ef adding a menerail system, whieh eeuld eireumvent ffaffie eengestien and travel at

reta+tveb; tdgh speeds, Str#l
peputarity tn meeepo

irei
@ion;

While studies differ en *re exaet land use density needed te suppert this type ef transit;
wiflr ferver tlran seven dwelling trrits per residential aere en average; Pinellas eormty is at
t+re minimum ef this range (Heltzelaw, 199 1). F{ewever; as the supply ef trrd€velePed
tand dwindtes and peplll

W*lts*;

*ans++ieersnip

Proposed Premium Transit Systems

Pinellas County has explored the idea of investing in a premium transit system a number

of times durine the past four decades. Most such studies have focused on fixed-guidewaY

tecturology that operates on rails or tracks. such as light rail or monorail trains. In a recent

effort" in 2000. the MPO established a task force called the Pinellas Mobility Initiative

(PMI) to explore the feasibility of creating such a system. The PMI subsequentlY

recomrnended the creation of a 38-mile elevated monorail system. supported by enhanced

express and local bus service. to be funded by a one-cent local gas tax (PMI. 2003).

While elected officials chose not to pursue that option. the PMI has continued to studY

various alternatives for improved transit service in the county.

Other efforts have explored the feasibility of bus rapid transit (BRT). a premium style of

bus service that typicilly includes quieter and more comfortable buses. limited stoPs. and

frequent headways. A defining characteristic of BRT is the use of traffic manaBement

tecluriques that allow its buses to move more quickly on surface roadways than Prevailing
Gffic pafferns. either throueh the use of dedicated bus-only lanes. wireless technology

that alters the timing of traffic signals to eive priority to approachine buses. or some

co,rnbination of the two techniques. Both the PMI and PSTA are currently explorine the

feasibility of BRT on select corridors. such as Central Avenue in St. Petersbure and

Memorial Causeway in Clearwater.
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There are comparative advantages and disadvantases to each of these tlpes of transit.

Rail transit typically requires a larger capital investment. and once routes are constructed"

they cannot be easily relocated. BRT. b-'r comparison. is generally lower-cost and more

flexible. However. rail tends to stimulate a greater amount of development activitY in

transit corridors and station areas. since the relative permanence of rail infrastructure

signals that the comrnunity has made a long-term commitment to improving these areas.

lessening the perception of financial risk to developers.

Rail also tends to be perceived by the public as offering a faster. more comfortable. and

more pleasant transit-riding experience than BRT. and has been shown to attract more

higher-income "choice" riders. or those who have access to a private automobile but

choose to take transit. BRT advocates argue that this is a false perception based on public

experience with traditional local bus systems. which are often underfunded and

asiociated with lower-income. transit-dependent riders. BRT can potentially achieve

speed. comfort. and public acceptance at levels comparable to rail. provided tlrat

sufficient investments in infrastructure and amenities are made. Communities must

carefully weigh these trade-offs when considerine investing in transit (McBrayer. 2003:

Transit Cooperative Research Program. 2003: Currie. 2006).

In Pinellas County. efforts to develop a premium transit system have received a

significant boost following the creation of the Tampa Bay Area Regional Transportation

Authority (TBARTA) in 2007. The new agency. established by legislative act. is charged

with to plan and implementing. in conjunction with FDOT. a coordinated multimodal

transportation system linking Pinellas. Hillsborough. Pasco. Hernando. Citrus. Sarasota.

and Manatee counties.

TBARTA's planning and promotional efforts have generated renewed interest in transit

planning among local governments and the larger community. They have also led to the

creation of a new partnership among the MPO. PSTA. TBARTA. and FDOT. for the

purpose of more definitively researching the feasibility of various transit corridors and

modes. and potentially pursuing funding from the Federal Transit Administration (FTA).

Work on the project is anticipated to begin in Spring 2010 and conclude in 2012. If

deemed appropriate based on the outcome of that research. the partnership will PrePare
and submit the required first phase of the FTA grant application process. which is known

as an Alternatives Analysis. Fi8ure l0 shows the general study area.

As shown in Figure 10. the proposed area of study for the Alternatives Analysis includes

a connection across the Howard Frankland Bridge to Hillsboroueh County. which is in

the process of plaruring for its own premium transit system. and is engaged in aPPlYrng

for FTA funds. Hillsborough County representatives will be included in the Pinellas

County transit planning effons. with the ultimate goal of linking the two systems

toeether. forming the backbone of a regional transit system whose coordination will be

guided by TBARTA.
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Fieure 10
General Studv Area for Proposed Alternatives Analvsis

trt shenld be reted that cross the nation. communities in
relatively sprawling, built-up metropolitan areas: such as Dallas, Denver, and Salt Lake
City, have added light rail to their fransit systems, and are enjoying higher-than-projected
ridership. Successful redevelopment projects have also occurred in areas around ffansit
stations. For example, since the Dallas light rail system debuted in 1996, property values
near stations have increased by twenty-five percent, and nearly $800 million in new
residential, retail, hospitality, and office properties in these areas have been completed or
are under construction (Kay, 2000; Snoble, 2000).

Although transit trips account for only a small percentage of commuter travel
nationwide---4.8 percent, according to the 2000 U.S. Census-it is important to note that
approximately half of the nation does not have access to any transit services. Fewer still
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have access to high-quality transit, with clean, comfortable vehicles that nrn on time,

frequent departure times, comprehensive geographic coverage, and transit stations that

can be reached conveniently on foot. In metropolitan areas that provide such services
(including Portland, St. Louis, Denver, and Vancouver), more than half of transit riders

have access to private automobiles. These findings suggest that transit can compete

favorably with automobile travel when quality services are provided (Weyrich & Lind,

1999; Anington, 2000). It is notable that between 1997 and 2000, automobile trips

increased by eight percent nationwide, but transit trips grew by fifteen percent, primarily

due to the increased availability of light rail (Kay, 2000).

Despite these numbers, a valid criticism of transit is that it does not eliminate traffic

congestion. As discussed earlier in this theme, traffic demand tends to be elastic, with the

number of automobile trips rising and falling with available roadway capacity. As some

automobile drivers are diverted to transit, it can be expected that new automobile trips

will simply arise to take their place. However, it should be noted that as the countywide
population continues to increase, many of these new automobile trips are already

anticipated. With a growing population and a finite amount of space for roadway

expansion, the question of the future is not whether there will be traffic congestion, but

how severe it willbe. By diverting even a small percentage of automobile trips, enhanced

transit will work to relieve some of the pressure on the roadway system, and improve

mobility options for residents and visitors.

If high-quality transit will not solve congestion problems, it can potentially reduce

pressure to expand certain roadway corridors. Although ridership levels vary across

metropolitan areas, light rail lines with high ridership can caffy up to 120 percent of the

capacity of a standard freeway lane (Arrington, 2000). Even with lower ridership, transit

investment could eliminate the need to expand a particular roadway from four lanes to

six, or from six to eight, and thus help reduce disruption to existing neighborhoods and

business districts. Put into a local perspective, the*4POprqieets past MPO projections

have indicated that a combination of enhanced local bus, express bus, and rnener.ril rail

services would could carry between 75,000 and 78,000 riders per day. If each of these

riders were driving a private automobile, the resulting traffic would exceed the number of

vehicles that travel on U.S.l9 between Gulf-to-Bay Boulevard and Sunset Point Road on

an average day (Pinellas Co. MPO, 1999a & 2001a).

Another valid criticism is that transit is expensive to construct. Preliminary cost estimates

place construction of the proposed system between $30 mitlion and $80 million per mile
(Pinellas Co. MPO, 2000), compared with the $1.51 million estimated consfruction cost

per lane-mile of arterial roadway (Pinellas Co. Public Works Dept., 2003). However,

roadway overpasses are typically much more expensive, with a single intersection costing

as much as $68 million (Farley, 2001). Transit advocates are quick to point out that

automobile travelers also receive a wealth of hidden public subsidies beyond those

reflected in these statistics. Costs to address injuries and deaths from automobile
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accidents, air pollution and the illnesses it produces, noise pollution, and vehicle damage

to public infrastructure must be factored in, as well as the provision of public parking,

und lu* enforcement for traffic violations, auto thefts, and other crimes involving private

vehicles. In addition to providing mobility without these hidden costs, transit allows

citizens who cannot drive to commute to jobs and education, reducing the need for social

services expenditures. Given these savings, advocates estimate that investments in transit

return four to five times the economic benefit of comparable spending on road

infrastructure (Nozzi, 1995 Community Transportation Association of America,1997).

Investment in high-quality transit can also make an important contribution to economic

development. Along with amenities such as a clean environment and quality schools,

businesses research the quality of transportation options when deciding whether to

relocate to a new region. In addition, studies show that monorail, light rail, or other high-

quality transit is a critical factor in attracting and retaining the Yowg, skilled, high-tech

workforce that is essential to the modern economy. (See the Economic Sustainability

theme.)

Transit and Density

Wtrite stuOies Oiffer on m

supportive of transit ridership.

With nearly all the land in Pinellas County already built out at low densities, radical

changes to the countywide land use pattern are infeasible. However, with undeveloped
hnd lwindling and the future population ee*inr*ing anticipated to increase, the area is

has seen significant redevelopment in recent
riods of hi

-utty plu."r older, obsolete structures are-Ueing have been torn down to make way for

new divelopments, often at higher densities or intensities. Without a coordinated plan,

isolated pockets of higher-density redevelopment will continue to occur in a scattered

fashionthroughoutthetwenty.five1ocaljurisdictions,andffiresidents
@wi l lhave1 i t t1echo icebu t to t rave1byca ton inc reas ing ly
overburdened roadways. Alternatively, with planning and community support, new

population growth and increased densities could be channeled into appropriate areas such

is downtowns and transit corridors, with land uses tailored to encourage walking, biking,

and transit use.
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TOD Planning
qenerellv occrrrs alons fransit corridors- extendins % mlle to either side of the right:af-

These dimensions are based on a well-established body of research showing that, within a

pedestrian-friendly environment, most riders are willing to walk between % and/z mlle to

reach a transit stop (HoltzcIaw, 1994 Pollock, 1996; Pinellas Co. MPO, 2000c). An
nsit wi

around stations is important for higher-speed modes where stops are further apart. such as

area ma +hrefere the higher
densities and intensities necessary to support transit need not occur throughout the
county, but eeuld will most effectively be concentrated in proximity to rvitH+ene-mi+ecf
the proposed transit system. menorailpath

Where weuld these eerriders be plaeed? r\fter several years ef study and ptrblie meetings;

w eelrlber Zggg; tIrc MIP9 evbL d tE Lee

eeve+epmen*

+igure-++
iens
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The Countywide Plan

Because most of the land in Pinellas County is already
developed, increasing residential densities in transit station areas and corridors will be
both physically and politically challenging. The goal should not be to increase densities at
any cost, but rather, to integrate attractive high-quality multifamily development and
redevelopment into appropriate areas while maintaining quality of life. When strict
architectural and site design standards are maintained, most existing neighborhoods can
accommodate some duplexes, "granny flats," garage apartments, townhomes, and other
small multifamily buildings without harming residential character. Many older,
traditional-style neighborhoods in the county contain such uses on every block, yet have
maintained property values comparable with-and in some cases much higher than-
newer suburban-style developments. Multifamily developments are also especially useful
as buffers between single-family neighborhoods and higher-intensity commercial
districts.

Some intensification of commercial and office uses will also need to take place if a
menerail premium transit system is to be supported. Studies suggest that transit ridership
increases significantly when the density of jobs exceeds fifty employees per acre
(Holtzclaw, 1994). While detailed studies of employment densities in thryropes€d
potential transit corridors have not yet been conducted, the current countywide average is
much lower, with approximately eight jobs per nonresidential developed acre (PPC,
2002a; BEBR, 2002). However, the county contains a
number of major employment centers, including the downtown districts of St. Petersburg
and Clearwater, the St. Petersburg/Clearwater International Airport, and the corporate
campuses of the Gateway area. In addition, some of the last vacant parcels in the county
that can accommodate Larger office and industrial uses are found in the Gateway area,
and could serye as appropriate sites for more intensive, transit-friendly development.
Local goveflrments may need to consider providing incentives, or entering into public-
private partnerships, to encourage such developments.

The densities and intensities needed to support a menerail premium transit system will
not be appropriate everywhere in the county, and most residents will continue to be
served by bus or trolley only. To maximize transit options for all residents, bus and
trolley services would be enhanced and reconfigured to serye as feeder routes to the
menerail premium transit corridorg.
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Photo: Greg Hurley, Sasaki Associates

Transit-oriented development can be attractive as well as functional. This
photo shows the Downtown Transitway Mall in Dallas, Texas.
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Transit-Oriented Development

Higher densities and intensities are necessary to support transit, but are not sufficient in

themselves. Other factors include site design, pedestrian/bicycle access, appropriate land

use mixes, and parking regulations that encourage alternative transportation modes.
Collectively, these strategies are known as transit-oriented developmenr (TOD).

How is TOD different from other types of development? Most modern developments are
designed for the convenience of automobile drivers, virtually to the exclusion of all other
modls of transportation. Large expanses of land are devoted to traffic circulation and
parking, creating a hostile environment for pedestrians and cyclists, and causing land uses

to be ipread too far apart to be served efficiently through transit. In contrast, transit-

@ToDisdes ignedtomakewalk ing,b ik ing,andt rans i tuseas
convenient as driving an automobite. It typically features an interconnected. grid-style

network desi travel dis short

It is important to note that TOD is not designed to exclude automobiles, but rather to give

users a fair choice among a range of transportation options. Ideally, residents of transit-
oriented districts should be able to commute to work or school, visit neighbors, shop for
daily needs, and travel to special events without using an automobile. TOD is similar to

use mant rn w

Adopting land use regulations to create TOD is not only an effective waY to suPPort

communities in Pinellas County.

t itv for anv iurisdicti

(Anington. 2009: TBARTA. 2009).

assist

following two pages.

f model
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rH*nm
Transit-Oriented Development (TOD) Guiding Principles

TBARTA urges all planning agencies to consider these guiding principles wlen adjusting their
policies and-regulations in order to help our region better compete for federal funds. The guiding
p1nciples can Llso help our region meet certain expectations relating to prioritization, corridor
studies and Federal Transit Administration (FTA) land use criteria. These guiding principles are
intended to serve as an important step in an evolving process for planning along corridors in the
TBARTA Master Plan, resulting in TOD projects that support the goals of the community'

Coordination, Economic Development, and lmplementation

1) Plan for TOD in accordance with the requirements of the Federal Transit Administration
New Starts planning and development process and evaluation criteria.

2) Recognize that each TOD is different, and each development is located within its own' 
unique context and serves a defined purpose in the context of the corridor and the
regional system.

3) Strive to make TODs realistic, economically viable, and valuable by conducting a location-
based market analysis for development projections to identify land use mix and
density/intensity of uses.

4) Consider Tampa Bay area's target industries when planning for the area of influence of
the station area development, and create strategies for attracting those employers'

5) lntroduce creative parking strategies, account for the actual costs of parking, and reduce
parking requirements for most developments with the option of implementing new
requirements over time.

6) ldentify implementation strategies that include various mechanisms such as regulatory' 
requirements, incentives, funding, public-private partnerships, joinVshared facilities,
environmental remediation, and property aggregation.

7) Establish a method for preparing Station Area Plans, coordinated by government
agencies, that engages multiple stakeholders including the public.

8) Specify that Station Area Plans will include existing conditions, neighborhood context,' 
station area types, redevelopment vision, concept plan, market research and development
projections, lind use recommendations, zoning requirements, building design standards,
site development standards, street cross sections, streetscape development standards,
pedestrian and bicycle access plans, public infrastructure improvements, signage plan,
public realm and open space plan, parking accommodations, and implementation plan'

g) Recognize the need for jurisdictions to work together toward common goals, and commit
to mutually beneficial partnerships.

10) Convey how TOD benefits citizens, local governments, the environment, and private
entities such as employers and developers, and financial institutions.

11) Ensure that the land use impacts of transit routes and station locations are considered
throughout all steps in the transit planning process.
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TBARTA Transit-Oriented Development Guiding Principles (cont.)

Land Use

1) Create compact development areas within a Tz-mile walk of public transit and with
sufficient density and/or intensity to support ridership.

2) Create easy to implement development zones with greater flexibility for mixing uses and
higher density/intensity that are easier to implement than traditional requirements, and are
able to respond to changing conditions.

3) Provide a variety of housing types for a wide range of ages and incomes.

4) ldentify station area types that address transit technology, community character,
density/intensity and mix of land uses, housing mix, and building heights.

5) Provide active uses such as retail and office on the ground floor of buildings, including
parking garages.

6) Provide uses that serve the daily needs of residents, commuters, and visitors.

Mobility

1) Make the pedestrian the focus of the development strategy without excluding the
automobile.

2) Create continuous, direct, convenient transit and pedestrian linkages, including walkways
between principal entrances of buildings and to adjacent lots.

3) Provide park and ride lots where appropriate.

4) Accommodate multimodal local and regional connections for all types of vehicles,
including trains, buses, bicycles, cars, ships, boats, aircraft, and taxicabs'

5) Establish thresholds for trade-offs between mobility needs (e.9. frequency, speed) and the
desire for economic development with regard to the location and number of stations.

Community Design

1) Use urban design to enhance the community identity of station areas and to make them
attractive, safe and convenient places.

2) Create active places and livable communities where people feel a sense of belonging and
ownership.

3) Include engaging, high quality public spaces that function as organizing features and
gathering places for the neighborhood.

4) Ensure there are appropriate transitions in densities, intensities, and building heights
between TODs and surrounding lower-density development (e.g. single-family
neighborhoods).

5) Strive to incorporate sustainable technologies in station design and operations, such as in
lighting, signage, audio/visual, cooling, waste management, and stormwater systems.

6) Develop graphic wayfinding systems at station areas to assist visitors and tourists with
navigation.

7) Make safety, with the emphasis on pedestrian, bicycle, and ADA access, a key focus of
the development strategy.
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Te meet this geal, develepment shenld have the fellewing ehraeteristies:
o A eentinueus sidewalk netwerk that liril<s adHaeent neighberheeds and bnsiness

dis*iets
o Gri4-stle streets; rvhieh 4isperse vehienlar traffie and allew mere effieient

@
o Residential driveways and garages eriented tervard the baek ef tlre preperty, $maller

o eemfertable and attraetive streetseapes; lvith arnenities streh as shade trees; awnings;
etrtdeer seating; ptrblie art; and integrated transit steps,

o Traffie ealming deviees sueh as preminent eressrvalks; reundabeuts; and narrew street
widths, en apprepriate readways; te faeilitate pedestrian and bieyele safety,

r Building frentages eriented teward the street; a4iaeent te sidewalks and fransit steps,
+ Parking areas leeated en-streeb te the side er rear ef bnildings; er in parking garages;

te keep vehieles seprated frem pedestrians and bieyeles,
o Transit lines that eerureet te ernpleyment eenters; sperts and eeneert venues; malls;

ive

thus driving te a transit statien may ereate nedy as mueh pellutien as driving fer the
ips

frem ne*y residents;
i{rc.

i

Planning for TOD on a coordinated" countlrwide basis will be critical to the success of
any future transit system in Pinellas County. Beginning in 2010. the Pinellas Planning

Council will be working with local governments to develop a framework of TOD land

use plan categories and standards. to be adopted into the Countvwide Plan Rules. in order
to complement and support the Alternatives Analysis efforts of the MPO. PSTA.
TBARTA. and FDOT partnership discussed above. The Rule amendments are anticipated
to be completed by early 2011. This work program will be coordinated with other
transportation planning efforts taking place in the county and region.

Mobilitv Plannine-

It is widely recognized that walking. bicycling. and fransit use are beneficial alternatives
to private automobile travel. In addition to allowing greater mobility for residents who
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are unable or unwilling to drive themselves. these modes produce less air pollution than
automobiles. and promote a healthier level of physical activity among residents. At the
same time" as discussed above. it is growing increasinglv difficult for communities to
accommodate the transportation needs of their citizens through roadbuilding alone. For
built-out communities such as Pinellas Countv. a multimodal approach to mobility that
includes alternatives to the automobile is especially useful" since it can reduce the need
for the disruptive and expensive construction of roadway facilities on land alreadv
developed with other uses.

In recognition of these issues. in 2009. the State of Florida passed the Community
Renewal Act. which designated certain jurisdictions in their entirety. including Pinellas
County and its municipalities. as transportation concurrency exception areas (TCEAs).
These areas are exempt from normal state transportation concurrency requirements.
which specif.v that as densities and intensities in a community are increased. roadway
facilities must undergo corresponding improvements such that a consistent transportation
level-of-service is maintained. Traditionally. new developments and redevelopments
generating significant increases in vehicle traffic have been charged impact fees. which
are used to fund roadway improvements and mitigate impacts. Under the new legislation.

iurisdictions may maintain local concurrenclr standards and impact fees. but are no loneer
required to do so.

While granting a broad exemption from transportation concurrency requirements. the
Communitlz Renewal Act requires that any local government designated as a TCEA shall
"adopt into its local comprehensive plan land use and transportation strategies to support
and fund mobilitlr within the exception area. including alternative modes of
transportation." (Section 163.3180(5Xb)4. F.S.) As interpreted by the Florida Department
of Comrnunity Affairs (DCA). this means that local governments must replace or
supplement impact fees with a mechanism that funds multimodal transportation facilities.

commonly referred to as a rnobilin,.fee: and must also adopt land use policies that support
and encourage multimodal transportation" commonly known as a zobililvplan (FDOT &
DCA. 2009; CUTR. 2010). The requirements must be met within two years of a
communitlr being designated as a TCEA. which is July 1. 201I for the local governments

of Pinellas County.

Multimodal mobility planning typically includes transit as a component. and employs
many of the same techniques as TOD. However" TOD regulations are designed to

concentrate relatively high densities and intensities in transit station areas and corridors.
particularlv those served by premium transit. and their application is generally limited to
those areas. In contrast. mobility planning is designed to improve multimodal
transportation" particularly pedestrian and bicycle. throughout the entire community. and
its associated regulations will potentially apply to any new development or
redevelopment. whether or not it is located in an area served by transit. TOD and
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mobility planning efforts therefore have different emphases. but overlap and should be
closely coordinated.

The Pinellas County Metropolitan Planning Organization (MPO). which has historically
administered the countvwide transportation impact fee program. is developing a
countlrvide mobility fee. through a Mobility Task Force composed of staff
representatives from local governments. the Pinellas Planning Council. and relevant
transportation plannine aeencies. This effort will also explore the supportive mobility
plan resrirements and provide model policies for local government use. It will be closely
coordinated with the TOD work program described above.

It should be noted that there is already a strong basis for mobility planning in Pinellas
County. Many elements that encourage multimodal transportation are included in
Pinellas b)t Design: An Economic Development and Redevelopment Plan-for the Pinellas
Corzrzrzni4,,. approved by the Pinellas Planning Council and Countywide Plannine
Authority in2005" andthe Livable Communities Model Comprehensive Plan Obiectives
and Policies and Model Land Development Code. createdb:r theMPO in2007 and2008.
These efforts will inform the work of the Mobility Task Force in addition to the TOD
work program.
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Beyond Pinellas County

As reflected in the discussion thus far, most transportation planning in the county focuses

on internal traffic circulation. However, as the Tampa Bay region becomes more unified,

travel between pinellas County and surrounding counties is growing increasingly

common, as residents take advantage of a broad range of employment, shopping, and

recreation opportunities. According to the 2000 U.S. Census, approximately thirteen

percent of Pinellas residents work outside of the county.

As with most travel in the Tampa Bay region, the principal means of mobility into and

out of Pinellas County is by automobile. As shown in Table 14, in 2000, nearly sixty

percent of this traffic occurred between Pinellas and Hillsborough; just under thirty-one

percent took place between Pinellas and Pasco; and almost ten percent traveled between
pinellas and Manatee. Pasco and Manatee each gained a slightly greater share of Pinellas

Countv traffic between 1992 and 2000.

Table 14
Percentage Distribution of Automobile Travel between Pinellas

County and Adjacent Counties, 1992 and 2000

County 1992 2000

Pasco 28.5o/o 30.8%

Hillsborough 63j% s9.7%

Manatee 8.4o/o 9.5o/o

Total 100.0% 100.0%

Source: Pinellas County MPO, 200lb

As shown in Table 15, traffic counts on nearly all intercounty corridors increased

between 1992 and 2000. The most significant growth occurred on roadways linking to

Pasco and northern Hillsborough Counties, with annual increases averagingbetween 4.2

and I 1.9 percent. These areas have experienced rapid growth in residential and

commerciai development during the past several years, and partially serve as bedroom

communities to 
"tnploy-.nt 

centers in Pinellas. Corridors linking to Manatee County and

the remainder of Hillstorough County have also experienced increases, with the notable

exception of the Gandy Bridge, which saw traffic decline by an avetage of 0.5 percent

per year. Exact reasons for this ffend are unknown, but with much of southern

i{iilrLoro.rgh County already built out, it is likely that higher rates of new residential and

highway construction in the northern part of the county channeled traffic increases to

other intercounty roadways and bridges.
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Table 15
Average Annual Traffic Increase on Corridors Linking
Pinellas County and Adjacent Countieso 1992 to 2000

Corridor Links to Gounty
Average Annual Traffic

Increase, 1992-2000

Anclote Road Pasco 1.5o/o

Alternate U.S. 19 Pasco 1.2Yo

u.s .  19 Pasco 1 . 2 %

East Lake Road Pasco 4.2%

Trinity Boulevard* Pasco 11.9Yo

Keystone Road Hillsborough 4.2o/o

State Road 580 Hillsborough 1.2o/o

Courtney Cam pbell Causeway Hillsborough 3.0%

Howard Frankland Bridge Hillsborough 1 . 7 %

Gandy Bridge Hillsborough -0.5o/o

Sunshine Skyway Bridge Manatee 2.6Yo

* Measurement of this roadway began in 1995.
Source: Pinellas County MPO, 2001b

As traffic congestion on these intercount-'r corridors continues to increase over time.
transit linkages between Pinellas and other counties will become increasing important. As

discussed above. TBARTA is chareed with plamxing for an interconnected transit system
linking Pinellas. Hillsboroueh. Pasco. Hernando. Citrus. Sarasota. and Manatee counties.

itled A Con
Our Future: Tampa Bqt Area Reqional Transportation Authoritv Master Plan Vision.
which envisions rail connections from Pinellas County to Hillsborough County. with
express bus connections to Pasco and Manatee counties. To be successful. these
intercounty routes will need to connect to higher-density. walkable destinations that have

and that a t routes.
Transit plaruring within Pinellas County will continue to coordinate closely with
TBARTA's regional efforts as such routes are planned.

Just as connections across jurisdictional lines are strengthening at the local level, mobility
between Tampa Bay and other metropolitan regions-in Florida, the nation, and the
world-is also becoming increasingly vital to tourism and trade. A sienificant

1.25 billion
Railroad Administration as part of its High Speed Intercity Passenger Rail Proeram. The
first phase of the planned Florida High Speed Rail (HSR) will link Tampa to Orlando via
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t Orlando to Miamr with HSR i
Rail Enterprise. created in December 2009. which will operate under the authority of

FDO
asr HSR

The HSR is not likel Count
the corridor across Tampa Bay and the land constraints within the county are anticipated

to make such a route infeasible. However. in order to evaluate all potential alternatives.
this ooti f the inellas

County. A less costly alternative would be to allow a Pinellas County transit route to

comect to the intermodal station described above. creating a connection between all ttree

transit systems.

In addition to roadways and rail.
prenienstft the county contains a number of other transportation facilities that allow for

interregional travel. The most economically important of these is the St.
Petersburg lClearwaler International Airport, which is estimated to conffibute nearly half

a billion dollars to the countywide economy each year. Between 800,000 and one million
passengers pass through the airport annually, and this nurnber is projected to reach 1.5

million by 2005 (Pinellas County MPO, 2001c). The airport also provides a regional
cargo shipment hub for the United Parcel Service, headquarters for the local Coast Guard

air fleet, and storage for private jets and smaller planes.

Two smaller publicly-owned airports, the Albert Whitted Municipal Airport in St.

Petersburg and the Clearwater Executive Airpark, are used by private planes, small

charter services, advertising companies, traffic reporting helicopters, Bayflite emergency
medical helicopters, and other smaller craft. Over time, residential and commercial areas
have grown around these airports, and conflict has emerged over noise, traffic, and
potential runway expansions that impact these areas. However, the facilities can remain
important assets to the county, as they serve as small-aircraft traffic relievers for the St.

Petersburg lClearwater International Airport, allow the operation of aviation-related
businesses, and provide unique transportation and recreation opportunities. Local

govemments that own viable small airports should take special effort to preserve these

amenities from development pressure, while ensuring that negative impacts on

surrounding areas are buffered to the greatest extent possible.

Another major facility, the Port of St. Petersburg, is located adjacent to the Albert

Whitted Municipal Airport. The only deepwater port in Pinellas County, the facility has

catered to cruise ships rather than cargo activity in recent years. However, cruise lines

have used the port infrequently; instead, the facilities have primarily served towing

barges, very large yachts, research vessels from the University of South Florida, and

intracounty Hillsborough system will likely be created.
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Coast Guard vessels. The city has recently contracted with a private company to resume
cruise operations, which are scheduled to begin in2004. The port is also in the process of
implementing a master plan that will renovate the passenger terminal and facilities, add
landscaping and pedestrian amenities, and if approved, increase the depth of the shipping
channel from twenty-four to thirty-four feet (City of St. Petersburg, 1999; Johnson,
2003).

While cargo is not transported into Pinellas County by water, some products-primarily
lumber, paper, wood, petroleum, coal, and chemicals-are transported by railroad. A
track owned by CSX Transportation extends from Hillsborough County through
Oldsmar, Safety Harbor, Clearwater, Largo, and St. Petersburg; and side tracks also
extend into a number of private industrial parks. No passenger lines use this facility, and
the tracks do not connect to the Port of St. Petersburg or any of the three airports. The
Pinellas County MPO (2001c) indicates that the light amount of activity on the facility
could make it a candidate for abandonment in the future. More research would be helpful
in determining the economic importance of railroad service to local industries, and
whether benefits could be derived from creating intermodal connections between the
railroad, port, and/or airports. In addition, the feasibility of using the existing ffack to
augment @ a potential future premium ffansit system sheuld$e is
being explored. as part of both intraco .

iees are etrrrently available in Pinellas Ceunty. Hewever; in

ien
i

i€
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Whether er net the high^peed rail system is implemented; as intereeunty travel eentinues
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Attachment 4

Proposed Resolution to Adopt TBARTA Guiding Principles



PINELLAS PLAI\NING COUNCIL RESOLUTION NO. 1O-3

A RESOLUTION APPROVING THE TBARTA
GUIDING PRINCIPLES FOR TRANSIT-ORIENTED
DEVELOPMENT.

WHEREAS, there is a need to clearly identify and adopt principles which will guide
planning for Transit Oriented Development ("TOD") in the most effective and efficient
manner, in order to encourage compact neighborhood development with housing, jobs,

shopping, community services, and recreational opportunities within easy walking
distance of transit stations; and

WHEREAS, TOD has enornous potential to help the Tampa Bay region better
coordinate planning for transportation and land use, encourage planned redevelopment,
enhance neighborhoods, and reinvest in communities to become more economically
vibrant, sustainable, and livable; and

WHEREAS, the Pinellas Planning Council ("the Council") recognizes the importance of
coordinating with local governments, regional and state agencies, and other organizations
including the Tampa Bay Area Regional Transportation Authority ("TBARTA"), in
creating transit corridor plans and station area plans that provide for compact, mixed-use
TOD that will support transit investments and provide housing alternatives for a variety
of income ranges; and

WHEREAS, land use is a critical component of the Federal Transit Administration
evaluation process, and can be the deciding factor determining whether transit projects
are awarded federal funding, thus having uniform region-wide TOD guiding principles
will be beneficial to obtaining federal funding for transit on a regional basis; and

WHEREAS, having uniform region-wide TOD guiding principles will encourage the
success of transit planning on a regional basis by establishing common goals, especially
where transit projects cross jurisdictional boundaries; and

WHEREAS, TBARTA has developed a set of "Guiding Principles for Transit-Oriented
Development" with participation from local government representatives, land use and
transportation planning professionals, and interested citizens from throughout the Tampa
Bay region; and

WHEREAS, the Council can greatly assist the effort to support regional transit by
approving these "Guiding Principles for Transit-Oriented Development" and
incorporating them into the Countywide Plan.



NOW, THEREFORE, BE IT RESOLVED that the Council approves and adopts the
foltowing "Guiding Principles for Transit-Oriented Development" for fixed-guideway or
limited stop transit service station areas with consideration for the unique character of
local needs:

A. Coordination, Economic Development and Implementation

1) Plan for TOD in accordance with the requirements of the Federal Transit
Administration New Starts planning and development process and
evaluation criteria.

2) Recognize that each TOD is different, and each development is located
within its own unique context and serves a defined purpose in the context
of the corridor and the regional system.

3) Strive to make TODs realistic, economically viable, and valuable by
conducting a location-based market analysis for development projections to
identify land use mix and density/intensity of uses.

4) Consider Tampa Bay area's target industries when planning for the area of
influence of the station area development, and create strategies for
attracting those employers.

5) Introduce creative parking strategies, account for the actual costs of
parking, and reduce parking requirements for most developments with the
option of implementing new requirements over time'

6) Identify implementation strategies that include various mechanisms such as
regulatory requirements, incentives, funding, public-private partnerships,
j oinVshared facitities, environmental remediation, and property

aggregation.

7) Establish a method for preparing Station Area Plans, coordinated by
govefirment agencies, that engages multiple stakeholders including the

Public'

8) Specify that Station Area Plans will include existing conditions,
neighborhood context, station area t1pes, redevelopment vision, concept
plan, market research and development projections, land use
recommendations, zoning requirements, building design standards, site

development standards, street cross sections, streetscape development
standards, pedestrian and bicycle access plans, public infrastructure
improvements, signage plan, public realm and open space plan, parking

accommodations, and implementation plan.

9) Recognize the need for jurisdictions to work together toward common
goals, and commit to mutually beneficial partnerships.



10) Convey how TOD benefits citizens, local governments, the environment,
and private entities such as employers and developers, and financial
institutions.

I l) Ensure that the land use impacts of transit routes and station locations are
considered throughout all steps in the transit planning process.

B. Land Use

1) Create compact development areas within aYr-mlle walk of public transit
and with sufficient density and/or intensity to support ridership.

2) Create easy to implement development zones with greater flexibility for
mixing uses and higher density/intensity that are easier to implement than
traditional requirements, and are able to respond to changing conditions.

3) Provide avariety of housing types for a wide range of ages and incomes.

4\ Identify station area tlpes that address transit technology, community
character, density/intensity and mix of land uses, housing mix, and building
heights.

5) Provide active uses such as retail and office on the ground floor of
buildings, including parking garages.

6) Provide uses that serve the daily needs of residents, commuters, and
visitors.

C. Mobility

l) Make the pedestrian the focus of the development strategy without
excluding vehicles.

2) Create continuous, direct, convenient transit and pedestrian linkages,
including walkways between principal entrances of buildings and to
adjacent lots.

3) Provide park and ride lots where appropriate.

4) Accommodate multimodal local and regional connections for all types of
vehicles, including trains, buses, bicycles, cars, ships, boats, aircraft, and
taxicabs.

5) Establish thresholds for trade-offs between mobility needs (e.g. frequency,
speed) and the desire for economic development with regard to the location
and number of stations.



D. Community Design

1) Use urban design to enhance the community identity of station areas and to
make them attractive, safe and convenient places.

2) Create active places and livable communities where people feel a sense of
belonging and ownership.

3) Include engaging, high quality public spaces that function as organizing
features and gathering places for the neighborhood.

4) Ensure there are appropriate transitions in densities, intensities, and
building heights between TODs and surrounding lower density
development (e.g. single-family neighborhoods).

5) Strive to incorporate sustainable technologies in station design and
operations, such as in lighting, signage, audio/visual, cooling, waste
management, and stormwater systems.

6) Develop graphic wayfinding systems at station areas to assist visitors and
tourists with navigation.

7) Make safety, with the emphasis on pedestrian, bicycle and ADA access, a
key focus of the development strategy.

This Resolution offered and adopted at the May 19,2010, meeting of the Pinellas County
Planning Council as hereinafter set forth:

Councilmember offered the foregoing Resolution, which

was seconded by Councilmember

AYES:

and the vote was:

NAYS:

ABSENT AND NOT VOTING:

4

ATTEST:



David P. Healey, Executive Director
Pinellas Planning Council

Mayor Pat Gerard, Chairman
Pinellas Planning Council


