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LΦ LƴǘǊƻŘǳŎǘƛƻƴ 

 
hǊŀƴƎŜ /ƻǳƴǘȅΩǎ ¢ǊŀƴǎǇƻǊǘŀǘƛƻƴ LƳǇŀŎǘ CŜŜ ǿŀǎ ƻǊƛƎƛƴŀƭƭȅ ŀŘƻǇǘŜŘ ƛƴ мфур ŀƴŘ ǿŜƴǘ ƛƴǘƻ ŜŦŦŜŎǘ 

in 1986 to assist the County in providing adequate transportation facilities for expected growth.  

The technical study supporting the fee levels was last updated in 2012.  As part of the 2012 

update, in addition to updating roadway-based transportation impact fee, a separate multi-

modal fee rate was calculated for the more urbanized parts of the county, based on the boundary 

of the Alternative Mobility Area (AMA).  The Board of County Commissioners adopted the 2012 

study at a discounted rate.  At this time, the County is considering eliminating the AMA 

designation; however, this study continues to provide fee variations based on travel and land use 

characteristics of various subareas within the county. 

 

This report updates both the roadway and multi-modal impact fee variables to reflect changes to 

the cost, credit, and demand components since 2012.  In addition, this study addresses the 

following: 

¶ Fee variation by geographic area and boundary of fee districts; 

¶ Fee levels under needs-based and asset-based approaches; 

¶ Fee reductions for mixed-use developments based on internal capture;  

¶ Fee reductions for affordable/workforce housing; and 

¶ A tool for potential fee reductions for targeted land uses.   

 

The information used to develop the Orange County Transportation Impact Fee schedules is 

based mostly on data received through November 2019.  

 

Legal Overview 

 

In Florida, legal requirements related to impact fees have primarily been established through 

ŎŀǎŜ ƭŀǿ ǎƛƴŎŜ ǘƘŜ мфулΩǎΦ  LƳǇŀŎǘ ŦŜŜǎ Ƴǳǎǘ ŎƻƳǇƭȅ ǿƛǘƘ ǘƘŜ άŘǳŀƭ Ǌŀǘƛƻƴŀƭ ƴŜȄǳǎέ ǘŜǎǘΣ ǿƘƛŎƘ 

requires that they: 

¶ Be supported by a study demonstrating that the fees are proportionate in amount to the 

need created by new development paying the fee; and 

¶ Be spent in a manner that directs a proportionate benefit to new development, typically 

accomplished through establishment of benefit districts (if needed) and a list of capacity-

adding projects included in the /ƻǳƴǘȅΩǎ /ŀǇƛǘŀƭ LƳǇǊƻǾŜƳŜƴǘ tƭŀƴΣ /ŀǇƛǘŀƭ LƳǇǊƻǾŜƳŜƴǘ 

Element, or another planning document/Master Plan. 
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Lƴ нллсΣ ǘƘŜ CƭƻǊƛŘŀ ƭŜƎƛǎƭŀǘǳǊŜ ǇŀǎǎŜŘ ǘƘŜ άCƭƻǊƛŘŀ LƳǇŀŎǘ CŜŜ !ŎǘΣέ ǿƘƛŎƘ ǊŜŎƻƎƴƛȊŜŘ ƛƳǇŀŎǘ ŦŜŜǎ 

ŀǎ άŀƴ ƻǳǘƎǊƻǿǘƘ ƻŦ ƘƻƳŜ ǊǳƭŜ ǇƻǿŜǊ ƻŦ ŀ ƭƻŎŀƭ ƎƻǾŜrnment to provide certain services within its 

ƧǳǊƛǎŘƛŎǘƛƻƴΦέ  Ϡ мсоΦомулмόнύΣ CƭŀΦ {ǘŀǘΦ  ¢ƘŜ ǎǘŀǘǳǘŜ ς concerned with mostly procedural and 

methodological limitations ς did not expressly allow or disallow any particular public facility type 

from being funded with impact fees.  The Act did specify procedural and methodological 

prerequisites, such as the requirement of the fee being based on most recent and localized data, 

a 90-day requirement for fee changes, and other similar requirements, most of which were 

common to the practice already. 

 

More recent legislation further affected the impact fee framework in Florida, including the 

following: 

¶ HB 227 in 2009:  The Florida legislation statutorily clarified that in any action challenging 

an impact fee, the government has the burden of proving by a preponderance of the 

evidence that the imposition or amount of the fee meets the requirements of state legal 

precedent or the Impact Fee Act and that the court may not use a deferential standard. 

¶ SB 360 in 2009:  Allowed fees to be decreased without the 90-day notice period required 

to increase the fees and purported to change the standard of legal review associated with 

impact fees.  SB 360 also required the Florida Department of Community Affairs (now the 

Department of Economic Opportunity) and Florida Department of Transportation (FDOT) 

ǘƻ ŎƻƴŘǳŎǘ ǎǘǳŘƛŜǎ ƻƴ άƳƻōƛƭƛǘȅ ŦŜŜǎΣέ ǿƘƛŎƘ ǿŜǊŜ ŎƻƳǇƭŜǘŜŘ ƛƴ нлмлΦ 

¶ HB 7207 in 2011:  Required a dollar-for-dollar credit, for purposes of concurrency 

compliance, for impact fees paid and other concurrency mitigation required.   

¶ HB 319 in 2013:  Applied mostly to concurrency management authorities, but also 

encouraged local governments to adopt alternative mobility systems using a series of 

tools identified in section 163.31801 (5)(f), Florida Statutes, including: 

1. Adoption of long-term strategies to facilitate development patterns that support 

multi-modal solutions, including urban design, and appropriate land use mixes, 

including intensity and density. 

2. Adoption of an area-wide level of service not dependent on any single road 

segment function. 

3. Exempting or discounting impacts of locally desired development, such as 

development in urban areas, redevelopment, job creation, and mixed use on the 

transportation system. 

4. Assigning secondary priority to vehicle mobility and primary priority to ensuring a 

safe, comfortable, and attractive pedestrian environment, with convenient 

interconnection to transit. 
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5. Establishing multi-modal level of service standards that rely primarily on non-

vehicular modes of transportation where existing or planned community design will 

provide adequate level of mobility. 

6. Reducing impact fees or local access fees to promote development within urban 

areas, multi-modal transportation districts, and a balance of mixed-use 

development in certain areas or districts, or for affordable or workforce housing. 

 

Also, under HB 319, a mobility fee funding system expressly must comply with the dual 

rational nexus test applicable to traditional impact fees.  Furthermore, any mobility fee 

revenues collected must be used to implement the ƭƻŎŀƭ ƎƻǾŜǊƴƳŜƴǘΩǎ ǇƭŀƴΣ ǿƘƛŎƘ 

served as the basis for the fee.  Finally, under HB 319, an alternative mobility system, 

ǘƘŀǘ ƛǎ ƴƻǘ Ƴƻōƛƭƛǘȅ ŦŜŜπōŀǎŜŘΣ Ƴǳǎǘ ƴƻǘ ƛƳǇƻǎŜ ǳǇƻƴ ƴŜǿ ŘŜǾŜƭƻǇƳŜƴǘ ŀƴȅ 

responsibility for funding an existing transportation deficiency. 

¶ HB 207 in 2019:  Included the following changes to the Impact Fee Act along with 

additional clarifying language: 

o Impact fees cannot be collected prior to building permit issuance; and 

o Impact fee revenues cannot be used to pay debt service for previously approved 

projects unless the expenditure is reasonably connected to, or has a rational nexus 

with, the increased impact generated by the new residential and commercial 

construction. 

¶ HB 7103 in 2019:  Addressed multiple issues related to affordable housing/linkage fees, 

impact fees, and building services fees.  In terms of impact fees, the bill required that 

when local governments increase their impact fees, the outstanding impact fee credits 

for developer contributions should also be increased.  This requirement will operate 

prospectively.  This bill also allowed local governments to waive/reduce impact fees for 

affordable housing projects without having to offset the associated revenue loss. 

¶ SB 1066 in 2020:  Added language allowing impact fee credits to be assignable and 

transferable at any time after establishment from one development or parcel to another 

that is within the same impact fee zone or impact fee district or that is within an adjoining 

impact fee zone or district within the same local government jurisdiction.  In addition, 

added language indicating any new/increased impact fee not being applicable to current 

or pending permit applications submitted prior to the effective date of an ordinance or 

resolution imposing new/increased fees.   

¶ HB 1339 in 2020:  Required reporting of certain impact fee data within the annual 

financial audit report submitted to the Department of Financial Services. 
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The following paragraphs provide further detail on the generally applicable legal standards 

applicable here. 

 

Impact Fee Definition 

¶ An impact fee is a one-time capital charge levied against new development. 

¶ An impact fee is designed to cover the portion of the capital costs of infrastructure 

capacity consumed by new development. 

¶ The principle purpose of an impact fee is to assist in funding the implementation of 

projects identified in the Capital Improvements Element (CIE) and other capital 

improvement programs for the respective facility/service categories. 

 

Impact Fee vs. Tax 

¶ An impact fee is generally regarded as a regulatory function established based upon the 

specific benefit to the user related to a given infrastructure type and is not established 

for the primary purpose of generating revenue for the general benefit of the community, 

as are taxes. 

¶ Impact fee expenditures must convey a proportional benefit to the fee payer.  This is 

accomplished through the establishment of benefit districts, where fees collected in a 

benefit district are spent in the same benefit district.   

¶ An impact fee must be tied to a proportional need for new infrastructure capacity created 

by new development. 

 

This technical report has been prepared to support legal compliance with existing case law and 

statutory requirements. 

 

Methodology 

 

The methodology used for the transportation impact fee study continues to follow a 

consumption-based impact fee approach in which new development is charged based upon the 

proportion of vehicle-miles of travel (VMT) that each unit of new development is expected to 

consume of a lane-ƳƛƭŜ ƻŦ ǊƻŀŘǿŀȅ ƴŜǘǿƻǊƪΦ  ¦ƴƭƛƪŜ ŀ άƴŜŜŘǎ-ōŀǎŜŘέ ŀǇǇǊƻŀŎƘΣ ǘƘŜ 

consumption-based approach ensures that the impact fee is set at a rate that does not generate 

sufficient revenues to correct existing deficiencies.  As such, the County does not need to go 

through the process of estimating the portion of each capacity expansion project that may be 

related to existing deficiencies.  The study incorporates the entire network of transportation 
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within the county, including city, county and state roads, but excludes limited access facilities and 

rail facilities, which require large scale investments and are not typically funded with impact fees. 

 

Included in this document is the necessary support material used in the calculation of the 

transportation impact fee.  The general equation used to compute the impact fee for a given land 

use is: 

 

[Demand x Cost] ς Credit = Fee 

 

¢ƘŜ άŘŜƳŀƴŘέ ŦƻǊ ǘǊŀǾŜƭ ǇƭŀŎŜŘ ƻƴ ŀ ǘǊŀƴǎǇƻǊǘŀǘƛƻƴ ǎȅǎǘŜƳ ƛǎ ŜȄǇǊŜǎǎŜŘ ƛƴ ǳƴƛǘǎ ƻŦ Vehicle-Miles 

of Travel (VMT) (daily vehicle-trip generation rate x the trip length x the percent new trips [of 

total trips]) for each land use contained in the impact fee schedule.  Trip generation represents 

the average daily rates since new development consumes trips on a daily basis. 

 

¢ƘŜ άŎƻǎǘέ ƻŦ ōǳƛƭŘƛƴƎ ƴŜǿ capacity typically is expressed in units of dollars per vehicle-mile or 

lane-mile of transportation capacity.  Consistent with the current adopted methodology, the cost 

is based on county roadway costs. 

 

The άcreditέ is an estimate of future non-impact fee revenues generated by new development 

that are allocated to provide transportation capacity expansion.  The impact fee is considered to 

be ŀƴ άǳǇ ŦǊƻƴǘέ ǇŀȅƳŜƴǘ ŦƻǊ ŀ ǇƻǊǘƛƻƴ ƻŦ ǘƘŜ Ŏƻǎǘ ƻŦ ōǳƛƭŘƛƴƎ ŀ ƭŀƴŜ-mile of capacity that is 

directly related to the amount of capacity consumed by each unit of land use contained in the 

impact fee schedule, that is not paid for by future tax revenues generated by the new 

development activity.  These credits are required under the supporting case law for the 

calculation of impact fees where a new development activity must be reasonably assured that 

they are not paying, or being charged, twice for the same level of service. 

 

The input variables used in the fee equation are as follows: 

 

Demand Variables: 

¶ Trip generation rate 

¶ Trip length 

¶ Percent new trips 

 

Cost Variables: 

¶ Roadway cost per added lane mile 
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¶ Roadway capacity per lane mile 

 

Credit Variables: 

¶ Equivalent gas tax credit (pennies) 

¶ Present worth 

¶ Fuel efficiency 

¶ Effective days per year 
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LLΦ 5ŜƳŀƴŘ /ƻƳǇƻƴŜƴǘ 

 

Travel Demand 

 

Travel demand is the amount of a transportation system consumed by a unit of new land 

development activity.  Demand is calculated using the following variables and is measured in 

terms of the vehicle miles of new travel a unit of development consumes on the existing 

transportation system. 

 

¶ Number of daily trips generated 

¶ Average length of those trips 

¶ Proportion of travel that is new travel, rather than travel that is already on the road system 

¶ Interstate/Toll Facility discount factor 

 

As part of this update, the trip characteristics variables were obtained primarily from two 

sources:  (1) trip characteristics studies previously conducted throughout Florida (Florida Studies 

Database), which includes studies conducted in Orange County as well as in other Florida 

jurisdictions, ŀƴŘ όнύ ǘƘŜ LƴǎǘƛǘǳǘŜ ƻŦ ¢ǊŀƴǎǇƻǊǘŀǘƛƻƴ 9ƴƎƛƴŜŜǊǎΩ όL¢9ύ Trip Generation Handbook 

(10th edition).  The Florida Trip Characteristics Studies Database is included in Appendix A.  This 

database was used to determine trip length, percent new trips, and the trip generation rate for 

several land uses. 

 

Trip Length Adjustment Factor 

 

Trip lengths for all land uses were adjusted to account for differences between the average trip 

lengths included in the Florida Studies Database, the Orlando Urban Area Transportation Study 

(OUATS 2040), and other Florida Standard Urban Transportation Model Structure (FSUTMS) 

model results.  As it was the case in the 2012 update study, the OUATS 2040 model data 

suggested that trip lengths are typically longer in Orange County compared to other Florida 

counties.  Therefore, residential and office trip lengths were increased by 25 percent, while 

lodging, recreational, institutional, retail, and industrial trip lengths were increased by five (5) 

percent. 
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Interstate & Toll Facility Discount Factor 

 

This variable was used to recognize that interstate highway and toll facility improvements are 

funded by the State (specifically, the Florida Department of Transportation) using earmarked 

State and Federal funds. Typically, transportation impact fees are not used to pay for these 

improvements and the portion of travel occurring on the interstate/toll facility system is usually 

eliminated from the total travel for each use. 

 

To calculate the interstate and toll (I/T) facility discount factor, the loaded highway network file 

was generated for the OUATS 2040 model. A select link analysis was run for all traffic analysis 

zones located within Orange County in order to differentiate trips with an origin and/or 

destination within the county versus trips with no origin or destination within the county. 

 

Currently, interstate and toll facilities in Orange County include I-4, the Florida Turnpike (SR 91), 

SR 408, SR 414, SR 417, SR 429, SR 451, SR 453, and SR 528. The limited access vehicle-miles of 

travel (Limited Access VMT) for trips with an origin and/or destination within County was 

calculated for the identified limited access facilities.  The total Orange County VMT was calculated 

for all trips with an origin and/or destination within the county for all roads, including limited 

access facilities, located within Orange County.  The I/T discount factor of 36.1 percent was 

determined by dividing the total limited access VMT by the total county VMT using the base year 

of the model.   

 

By applying this factor to the total county VMT, the reduced VMT is then representative of only 

the roadways that are funded by impact fees.  Appendix A, Table A-1 provides further detail on 

this calculation. 

 

Land Use Changes 

 

New Land Uses 

Based on input from the County and a review of the LƴǎǘƛǘǳǘŜ ƻŦ ¢ǊŀƴǎǇƻǊǘŀǘƛƻƴ 9ƴƎƛƴŜŜǊǎΩ όL¢9ύ 

Trip Generation reference report (10th edition, released September 2017), several new land uses 

were added to the transportation impact fee schedule. 

- Single Family Tiering:  The current impact fee schedule includes a single rate for all single 

family development.  This update study includes a tiered approach that varies the fee 

according to square footage tiers.  This approach assists the County in its goal of encouraging 

attainable housing by moderating impact fee levels for smaller homes.  Appendix A, Tables 

A-2 through A-10 includes additional detail. 
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- Multi-Family Realignment: The current impact fee schedule includes multi-family apartment, 

condo/townhouse, and high-rise condo/townhouse as separate land uses.  ITE 10th Edition 

has realigned these uses, creating a combined άƳǳƭǘƛ-family ƘƻǳǎƛƴƎέ ŎŀǘŜƎƻǊȅΣ ǿƛǘƘ 

differentiation in trip generation rate based on the number of stories.  This update was 

incorporated into the impact fee schedule, shown by Land Use Code (LUC) used by ITE: 

o LUC 220 (multi-family/townhouse, low-rise, 1-2 floors) ς includes apartments, 

townhouses, and condominiums located within the same building with at least three 

other dwelling units and that have one or two levels (floors). 

o LUC 221 (multi-family, mid-rise, 3-10 floors) ς includes apartments, townhouses, and 

condominiums located within the same building with at least three other dwelling 

units and that have between three and 10 levels (floors). 

o LUC 222 (multi-family, high-rise, >10 floors) ς includes apartments, townhouses, and 

condominiums that have more than 10 levels (floors).  They are likely to have one or 

more elevators. 

- Student Housing:  ITE 10th includes this new land use (LUC 225) for consideration with two 

different trip generation rates depending on the proximity to campus (adjacent to campus 

ŀƴŘ ƻǾŜǊ ѹ ƳƛƭŜ ŦǊƻƳ ŎŀƳǇǳǎύΣ ƳŜŀǎǳǊŜŘ άǇŜǊ ōŜŘǊƻƻƳέΦ  ¢ƘŜǎŜ ƻǇǘƛƻƴǎ replace the current 

Student HousiƴƎ ǳǎŜ όƳŜŀǎǳǊŜŘ άǇŜǊ ǳƴƛǘέύ ǿƘƛŎƘ ǿŀǎ ōŀǎŜŘ ƻƴ ƛƴŘŜǇŜƴŘŜƴǘ ǘǊƛǇ 

characteristics studies conducted in Minnesota.   

- Residential w/1st Floor Commercial:  ITE 10th includes this new land use for consideration 

with two tiers: 

o LUC 231 (mid-rise residential with 1st floor commercial): mixed-use multi-family 

housing buildings that have between three and 10 floors and include retail space on 

the first level.  Typically found in dense multi-use urban and center city core settings. 

o LUC 232 (high-rise residential with 1st floor commercial): mixed-use multi-family 

housing buildings that have more than 10 floors and include retail space that is open 

to the public on the first level.  Typically found in dense multi-use urban and center 

city core settings. 

- Senior Adult Housing ς Attached: Attached independent living developments, including 

retirement communities, age-restricted, and active adult communities.  These developments 

may include limited social or recreational services, however, they generally lack centralized 

dining and onsite medical facilities.  Residents in these communities live independently, are 

typically active (requiring little to no medical supervision) and may or may not be retired. 

- Dance Studio (Martial Arts/Music Lessons): Privately-owned recreation-based facility 

offering dance, gymnastics, ballet, or similar activity classes such as martial arts training and 

music lessons.  Facilities typically range between 5,000 square feet and 25,000 square feet.  
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- LUC 720 (medical/dental office): a facility that provides diagnoses and outpatient care on a 

routine basis but is unable to provide prolonged in-house medical and surgical care.  One or 

more private physicians or dentists generally operate this type of facility. 

o Small Medical/Dental Office (<10,000 square feet):  Similar to the Medical/Dental 

Office land use in the current schedule but reflects a lower trip generation rate which 

is representative of smaller medical businesses that typically do not have extensive 

testing equipment or laboratories.   

- Walk-in Bank:  This land use represents generally a free-standing building with its own 

parking lot.  These banks do not have drive-in lanes but usually contain non-drive-thru teller 

machines (ATMs). 

- Tourist Hotel/Retail:  The current schedule includes separate rates for hotel and retail 

ŘŜǾŜƭƻǇƳŜƴǘ ǿƛǘƘƛƴ ǘƘŜ /ƻǳƴǘȅΩǎ άǘƻǳǊƛǎǘέ ŘƛǎǘǊƛŎǘΦ  IƻǿŜǾŜǊΣ ǳǇŘŀǘŜǎ ǘƻ L¢9 since the last 

study and additional local studies resulted in trip generation rates for general retail and hotel 

land uses that are lower than those reflected for tourist hotel/retail categories.  Given that 

generation rates for tourist hotel/retail categories are based on a smaller sample, hotel and 

retail development within the tourist district should be charged the same rate as 

development outside of the district to benefit from lower impact fee rates that are based on 

a larger set of data. 

- High-Cube Transload and Short-Term Storage Warehouse: A high-cube warehouse (HCW) is 

a building that typically has at least 200,000 gross square feet of floor area, has a ceiling 

height of 24 feet or more, and is used primarily for the storage and/or consolidation of 

manufactured goods prior to their distribution to retail locations or other warehouses.  A 

typical HCW has a high level of on-site automation and logistics management.  Transload 

facilities have a primary function of consolidation and distribution of pallet loads for 

manufacturers, wholesalers, or retailers.  They typically have little storage duration, high 

throughput, and are high-efficiency facilities.  Short-term HCWs are high-efficiency 

distribution facilities often with custom/special features built into the structure for 

movement of large volumes of freight with only short-term storage of products. 

 

Significant Demand Reductions 

Several land uses received a significant reduction in the estimated gross vehicle miles of travel 

(GVMT) that they generate per unit.  Appendix A includes additional detail related to the changes 

in the demand component for all land use categories. 

- Bowling Alley (LUC 437): The trip generation rate for this land use was reduced by 61 percent 

due to an update from ITE 9th Edition to ITE 10th Edition.  While the 9th Edition included a 

άŘŀƛƭȅέ ¢DwΣ ǘƘŜ млth Edition does not and, therefore, the recommended TGR is based on the 

peak hour trip rate adjusted for daily.  This adjustment is based on the relationship of peak 
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hour-to-daily trip rates for other recreational uses in ITE 10th 9Řƛǘƛƻƴ όǇŜŀƪ ƘƻǳǊ Ғ мκмл of 

daily). 

- Public Assembly (LUC 560): The trip generation rate for this land use was reduced by 24 

percent due to an update from ITE 9th Edition to ITE 10th Edition.  Additionally, the trip length 

has been reduced by 49 percent and the percent new trips has been reduced by 10 percent.  

In the current fee schedule, the TL and PNT data were ōŀǎŜŘ ƻƴ Řŀǘŀ ŦǊƻƳ ǘƘŜ /ƻǳƴǘȅΩǎ нллп 

update study that ǳǎŜŘ ǘƘŜ /ƻǳƴǘȅΩǎ ǘǊŀƴǎǇƻǊǘŀǘƛƻƴ ƳƻŘŜƭ ŀnd a 1991 document1 to 

determine these values.  This update study recommends the use of the Florida Studies Trip 

Characteristics Database (Appendix A) and similar land uses to estimate trip length and 

percent new trips using more recent data relationships. 

- Animal Hospital/Veterinary Clinic (LUC 640): The trip generation rate for this land use was 

reduced by 16 percent due to an update from ITE 9th Edition to ITE 10th Edition.  Additionally, 

the trip length has been reduced by 63 percent and the percent new trips has been reduced 

by 25 percent.  Similar to the Public Assembly use, in the current fee schedule the TL and 

tb¢ Řŀǘŀ ƛǎ ōŀǎŜŘ ƻƴ Řŀǘŀ ŦǊƻƳ ǘƘŜ /ƻǳƴǘȅΩǎ нллп ǳǇŘŀǘŜ ǎǘǳŘȅΦ  ¢Ƙƛǎ ǳǇŘŀǘŜ ǎǘǳŘȅ 

recommends the use of the Florida Studies Trip Characteristics Database (Appendix A) to 

estimate trip length and percent new trips. 

- Hardware/Paint Store (LUC 816): The trip generation rate for this land use was reduced by 

82 percent due to an update from ITE 9th Edition to ITE 10th Edition. 

- Drug Store (LUC 880/881): The trip generation rate for this land use was increased by 18 

percent due to an update from ITE 9th Edition to ITE 10th Edition (includes data from both 

LUC 880 and 881).  Additionally, the trip length has been reduced by 46 percent and the 

percent new trips has been reduced by 36 percent.  Similar to the Public Assembly and 

Animal Hospital uses, in the current fee schedule the TL and PNT data is based on data from 

ǘƘŜ /ƻǳƴǘȅΩǎ нллп ǳǇŘŀǘŜ ǎǘǳŘȅΦ  ¢Ƙƛǎ ǳǇŘŀǘŜ ǎǘǳŘȅ ǊŜŎƻƳƳŜƴŘǎ ǘƘŜ use of the Florida 

Studies Trip Characteristics Database (Appendix A) to estimate trip length and percent new 

trips.    

 
1 Nicholas, James, et. al., ! tǊŀŎǘƛǘƛƻƴŜǊΩǎ DǳƛŘŜ ǘƻ 5ŜǾŜƭƻǇƳŜƴǘ LƳǇŀŎǘ Fees, 1991 
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LLLΦ /ƻǎǘ /ƻƳǇƻƴŜƴǘ 

 

Cost information from Orange County and other counties in Florida was reviewed to develop a 

unit cost for all phases involved in the construction of one lane-mile of roadway capacity.  

Additionally, cost information for bicycle/pedestrian and transit facilities was reviewed and 

included in the cost component calculations for the urban district multi-modal impact fee rates.  

Appendix B provides the data and other support information utilized in these analyses. 

 

County Roadway Cost 

 

This section examines the right-of-way (ROW), construction, and other cost components 

associated with county roads with respect to transportation capacity expansion improvements 

in Orange County.  For this purpose, bid data for recently completed/ongoing local projects and 

recent construction bid data from roadway projects throughout Florida were used to identify and 

provide supporting cost data for County roadway improvements.  The cost for each roadway 

capacity project was separated into three phases:  design, ROW, and construction/CEI. 

 

Design 

Design costs for county roads were estimated at approximately $340,000 per lane mile based on 

a review of recent improvements in Orange County.  When compared to the average construction 

cost per lane mile ($2,750,000; Appendix B, Table B-5), the design-to-construction ratio is 

approximately 12 percent.  This ratio is within the range of design-to-construction ratios 

observed in other recent impact fee studies in Florida.  Additional detail is provided in Appendix 

B, Tables B-1 and B-2. 

 

Right-of-Way 

The ROW cost reflects the total cost of the acquisitions along a corridor that were necessary to 

have sufficient cross-section width to widen an existing road or, in the case of new construction, 

to build a new road.  ROW costs for county roads were estimated at $1.20 million per lane mile 

based on a review of recent improvements in Orange County.  When compared to the average 

construction cost per lane mile ($2,750,000; Appendix B, Table B-5), the ROW-to-construction 

ratio is approximately 44 percent.  This ratio is within the range of ROW-to-construction ratios 

observed in other recent impact fee studies in Florida.  Additional detail is provided in Appendix 

B, Tables B-3 and B-4. 
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Construction/CEI 

The construction cost for county roads was based on recently bid/ongoing projects in the Orange 

County.  This review included 15 recent projects in Orange County with construction occurring 

since 2012: 

¶ Rouse Rd from Lake Underhill Rd to SR 50 

¶ Clarcona-Ocoee Rd from SR 429 to Clark Rd 

¶ Holden Ave from John Young Pkwy to Orange Blossom Tr 

¶ Palm Pkwy/AVR Connector from Palm Pkwy to Apopka-Vineland Rd 

¶ John Young Pkwy from SR 528 to FL Turnpike 

¶ Econlockhatchee Tr from SR 408 to SR 50 

¶ CR 535 Seg. F from Overstreet Rd to Fossick Rd 

¶ Reams Rd from Delmar Ave to Taborfield Ave 

¶ Destination Pkwy 1B/2A from Tradeshow Blvd to Lake Cay 

¶ Lake Underhill Rd from Goldenrod Rd to Chickasaw Tr 

¶ International Dr from Westwood Blvd to Westwood Blvd 

¶ Porter Rd from Avalon Rd to Hamlin Groves Tr 

¶ Innovation Way Seg. 3B from Magnolia Woods Blvd to Yellow Jasmine Dr 

¶ Boggy Creek Rd North from South Access Rd to Wetherbee Rd 

¶ Hamlin Groves Ph. I from New Independence Pkwy north approx. 2,800 feet 

 

The weighted average construction cost for these improvements is approximately $3.00 million 

per lane mile, including CEI costs.  Based on a review of data from other jurisdictions, CEI is 

approximately nine percent of construction.  Therefore, the construction portion of these 

improvements averages approximately $2.75 million per lane mile.  Additional detail is provided 

in Appendix B, Table B-5. 

 

In addition to local projects, recent improvements from other counties in Florida were reviewed 

to increase the sample size.  This review included approximately 147 lane miles of lane addition 

and new road construction improvements with a weighted average cost per added lane mile of 

approximately $2.87 million, which does not include CEI costs.  Additional detail is provided in 

Appendix B, Table B-6. 

 

Based on a review of these data sets, a construction cost of $3.00 million per lane mile (for 

construction and CEI) was used in the impact fee calculation for Orange County improvements.  

This figure reflects the local data and is supported by statewide data. 
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As shown in Table 1, the total county roadway cost was calculated at approximately $4.54 million 

per lane mile. 

Table 1 
Estimated Total Cost per Added Lane Mile  

for County Roads 

 
1) Source: Appendix B, Table B-1 
2) Source: Appendix B, Table B-3 
3) Source: Appendix B, Table B-5 

 

Vehicle-Miles of Capacity per Lane Mile 

 

The transportation impact fee equation includes a vehicle-mile of capacity (VMC) component.  

The VMC is an estimate of capacity added, per lane mile, for county roadway improvements in 

the 2040 Metroplan Needs Plan for Orange County.  As shown in Table 2, each lane mile will add 

approximately 9,000 vehicles.  Additional detail is provided in Appendix B, Table B-7. 

 

Table 2 
Weighted Average Capacity per Lane Mile 

 
1) Source: Appendix B, Table B-7 
2) Vehicle-miles of capacity added divided by lane miles added 

 

Cost per Vehicle-Mile of Capacity 

 

The transportation cost per unit of development is assessed based on the cost per vehicle-mile 

of capacity.  As shown in Tables 1 and 2, the cost and capacity for transportation in Orange County 

have been calculated based on recent improvements.  As shown in Table 3, the cost per VMC for 

travel within the County is approximately $504. 

 

The cost per VMC figure is used in the transportation impact fee calculations to determine the 

total cost per unit of development based on vehicle-miles of travel consumed.  For each vehicle-

Cost Type
Total Cost per 

Lane Mile

Design(1) $340,000

Right-of-Way(2) $1,200,000

Construction/CEI(3) $3,000,000

Total $4,540,000

Source
Lane Mile 

Added(1)

Vehicle-Miles of 

Capacity Added(1)

VMC Added per 

Lane Mile(2)

County Roads 270.44 2,437,462 9,013

Average VMC Added per Lane Mile (Rounded) 9,000
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mile of travel that is added to the road system, approximately $504 of capacity is consumed. 

 
Table 3 

Weighted Average Cost per Capacity Added 

 
1) Source: Table 1 
2) Source: Table 2 
3) Average VMC added per lane mile (Item 2) divided by cost per added lane mile (Item 1) 

 

Bicycle and Pedestrian Facility Costs 

 

Bicycle and pedestrian facilities provide for relatively small quantities of the total vehicle-miles 

of travel due to the difference in the average distance traveled by a car trip versus 

pedestrian/bicycle trips.  Because of their relatively small role in the urban travel scheme, they 

do not have a significant effect on evaluating the costs of providing for transportation.  However, 

bike and pedestrian facilities are important and provide a source of travel for those who cannot 

drive, cannot afford to drive or choose not to drive, and they are a standard part of the urban 

street and sometimes included in rural roadways.  Their costs are included in the standard 

roadway cross-sections for which costs are estimated for safety and mobility reasons.  Thus, the 

costs of these facilities on major roads are included in the multi-modal fee.  The multi-modal fee 

provides funding for only those bike and pedestrian facilities associated with roadways on the 

classified road system (excluding local/neighborhood roads), and allows for facilities to be added 

to existing classified roadways or included in the construction of a new classified roadway or lane 

addition improvement. 

 

Transit Capital Cost per Person-Mile of Travel 

 

A model for transit service and cost was developed to establish both the capital cost per person-

mile of capacity and the system operating characteristics in terms of system coverage, hours of 

service, and headways.  The model developed for Orange County was based on information from 

the LYNX Transit Development Plan.  Components of the transit capital cost include: 

¶ Vehicle acquisition tied to new routes 

¶ Bus stops, shelters, and benches 

¶ Cost of road network (per person-mile of capacity) used by transit vehicles 

 

Source
Cost per Lane 

Mile
(1)

Average VMC Added 

per Lane Mile
(2)

Cost per 

VMC/PMC(3)

County Roads (VMC) $4,540,000 9,000 $504.44
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Transit capital costs are computed as the cost of capital infrastructure needed to expand the 

transit system, as follows: 

 

Transit Capital Cost = Bus Infrastructure Cost + Road Capacity Cost 

 

Taking into account the infrastructure costs and the decline in potential vehicle-capacity that 

comes with adding transit, it was determined that the difference between constructing a lane 

mile of roadway (for cars only) versus constructing a roadway with transit is not significant.  The 

roadway with transit cost per PMC is approximately three (3) percent higher per lane mile than 

the cost to simply construct a road without transit amenities.  Therefore, for the multi-modal fee 

calculation, the cost per VMC of approximately $504 is representative of the cost to provide 

transportation capacity for all modes of travel.  Additional information regarding the transit 

capital cost calculation is included in Appendix B, Tables B-8 and B-9. 

 

Finally, given the dominance of auto travel in terms of mode split, the demand for both roadway 

and multi-modal fees are measured in terms of vehicle miles of travel.  In the case of multi-modal 

impact fee, an additional credit was subtracted to reflect fuǘǳǊŜ ŘŜǾŜƭƻǇƳŜƴǘΩǎ ŎƻƴǘǊƛōǳǘƛƻƴǎ ǘƻ 

stand-alone transit capital, sidewalk and bicycle lane additions, which will be discussed in more 

detail in the next section.   
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L±Φ /ǊŜŘƛǘ /ƻƳǇƻƴŜƴǘ 

 
Capital Improvement Credit 

 

The credit component of the impact fee accounts for the existing County funding sources that 

are being expended on transportation capacity expansion (excluding impact fee funds).  This 

section summarizes the calculations utilized in the credit for non-impact fee contributions.  

Additional details are provided in Appendix C. 

 

The present value of the portion of non-impact fee funding generated by new development over 

a 25-year period that is expected to be expended on capacity expansion projects was credited 

against the cost of the system consumed by travel associated with new development.  In order 

to provide a connection to the demand component, which is measured in terms of travel, the 

non-impact fee dollars were converted to a fuel tax equivalency for all funding sources, except 

for ad valorem tax.  The credit for ad valorem tax revenue contributions is calculated based on 

average property values of each land use. 

 

City 

As shown in Table 4, the City of Orlando spends, on average, $516,000 per year, which equates 

to 0.1 pennies, on roadway capacity-expansion projects funded with non-impact fee revenues.  

For the multi-modal fee, additional multi-modal capacity improvements were included in the 

credit, increasing the average annual funding to $2.5 million or an equivalent credit of 0.3 

pennies. 

 

County 

As shown in Table 4, Orange County allocates $35.2 million per year or the equivalent of 4.9 

pennies on roadway capacity-expansion projects funded with non-impact fee revenues.  This 

amount includes the INVEST funds that the County received for transportation, which are unlikely 

to reoccur beyond the CIP period.  Though they are not a recurring revenue source, like a fuel 

tax, the INVEST funds are being credited in a similar manner for impact fee purposes. 

 

For the multi-modal fee, additional multi-modal capacity improvements were included in the 

credit calculations, increasing the average spending to $39.0 million per year and the equivalent 

credit to 5.4 ǇŜƴƴƛŜǎΦ  ¢Ƙƛǎ ƛƴŎƭǳŘŜǎ ǘƘŜ ǇƻǊǘƛƻƴ ƻŦ ǘƘŜ /ƻǳƴǘȅΩǎ contribution to LYNX that is 

dedicated to capacity expansion. 
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Ad Valorem Credit 

The Orange County Capital Improvement Plan (FY 2019 to FY 2023) includes ad valorem tax 

funding for roadway capacity expansion improvements and multi-modal improvements, 

including lane addition projects, transit land improvements, and pedestrian enhancements.  The 

total value of the multi-modal improvements equates to approximately $31 million, or $6 million 

annually of the five-year time period.  For the roadway improvements only, the total value is $10 

million, or approximately $2 million annually.  The value per 1-mil, based on the FY 2019 Orange 

County budget is approximately $120 million.  Therefore, approximately five (5) percent of the 

millage is used for multi-modal capacity expansion, and only two (2) percent is used for roadway 

capacity expansion.   

 

Since ad valorem revenues are going to be used to fund a portion of the CIP, a revenue credit is 

given.  Credit due to ad valorem tax revenues for residential and non-residential land uses is 

calculated based on a review of the taxable value of each land use in Orange County.  Additional 

detail is included in Appendix D.  

 

State 

As shown in Table 4, State expenditures on state roads were reviewed and a credit for the 

capacity-expansion portion attributable to state projects was estimated (excluding expenditures 

on limited access facilities).  The review, which included 10 years of historical expenditures, 

ƛƴŘƛŎŀǘŜŘ ǘƘŀǘ C5h¢Ωǎ ǊƻŀŘǿŀȅ ǎǇŜƴŘƛƴƎ ƎŜƴŜǊŀǘŜǎ ŀ ŎǊŜŘƛǘ ƻŦ 8.5 pennies of equivalent gas tax 

revenue annually.  For the multi-modal fee, a credit of 14.0 pennies was calculated to account 

for additional FDOT funds going towards multi-modal improvements (standalone sidewalk 

construction, transit, etc.), primarily for the estimated state transit funding for new capacity.  The 

use of a 10-year period for developing a State credit results in a reasonably stable credit for 

Orange County, accounting for the volatility in FDOT spending in the county over short time 

periods. 

 

In summary, for roadways, the City of Orlando contributes approximately 0.1 pennies and Orange 

County contributes 4.9 pennies, while the State spends an average of 8.5 pennies, annually, in 

the County.  A total credit of 13.5 pennies is included in the roadway impact fee calculation to 

recognize the future capital revenues that are expected to be generated by new development 

from all non-impact fee funding sources.  In addition, $2 million of ad valorem tax revenues per 

year are estimated to be allocated to roadway transportation capacity. 

 

For multi-modal improvements (including roadways), the City of Orlando contributes 

approximately 0.5 pennies and Orange County contributes 5.4 pennies, with the State spending 
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an average of 14.0 pennies, annually, in Orange County.  A total credit of 19.9 pennies is included 

in the multi-modal fee calculation to recognize the future capital revenues that are expected to 

be generated by new development from non-impact fee revenues.  In addition, $6 million of ad 

valorem tax revenues per year are estimated to be allocated to multi-modal transportation 

capacity. 

 

Table 4 
Equivalent Pennies of Fuel Tax Revenue 

 
1) Source: Appendix C, Table C-2 (roadway) and C-5 (multi-modal) 
2) Source: Appendix C, Table C-3 (roadway) and C-6 (multi-modal) 
3) Source: Appendix C, Table C-4 (roadway) and C-7 (multi-modal) 
4) Average annual revenue contribution for capacity expansion improvements from each funding source 
5) All non-ad valorem revenues are converted to equivalent pennies of fuel tax for use in the capital 

improvement credit calculation for the transportation impact fee.  Additional detail is provided in Appendix C.  
For the ad valorem credit, detailed calculations are provided in Appendix D 

 

Present Worth Variables 

 

Facility Life 

The roadway facility life used in the impact fee analysis is 25 years, which represents the 

reasonable life of a roadway. 

 

Interest Rate 

This is the discount rate at which gasoline tax revenues might be bonded.  It is used to compute 

the present value of the gasoline taxes generated by new development.  The discount rate of 4.0 

percent was used in the transportation impact fee calculation based on information provided by 

Orange County. 

 

Annual 

Contribution
(4)

Equiv. Pennies 

per Gallon
(5)

Annual 

Contribution
(4)

Equiv. Pennies 

per Gallon
(5)

   Fuel Tax $516,000 - $2,512,000

City Total $516,000 $0.001 $2,512,000 $0.003

   Fuel Tax $8,567,000 - $10,567,000 -

   Ad Valorem $1,913,000 n/a $6,160,000 n/a

   INVEST $26,591,000 - $26,591,000 -

   Prop. Fair Share $45,000 - $45,000 -

   General Fund (LYNX) - - $1,793,000 -

County Total (No Ad Val) $35,203,000 $0.049 $38,996,000 $0.054

   Various $61,500,000 - $100,889,000 -

State Total $61,500,000 $0.085 $100,889,000 $0.140

Total $0.135 $0.197

Roadway Multi-Modal

County Revenue
(2)

City Revenue
(1)

State Revenue
(3)

Credit Funding Source
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Fuel Efficiency 

The fuel efficiency (i.e., the average miles traveled per gallon of fuel consumed) of the fleet of 

motor vehicles was estimated using the quantity of gasoline consumed by travel associated with 

a particular land use. 

 

Appendix C, Table C-12 documents the calculation of fuel efficiency value based on the following 

ŜǉǳŀǘƛƻƴΣ ǿƘŜǊŜ ά±a¢έ ƛǎ ǾŜƘƛŎƭŜ ƳƛƭŜǎ ƻŦ ǘǊŀǾŜƭ ŀƴŘ άatDέ ƛǎ ŦǳŜƭ ŜŦŦƛŎƛŜƴŎȅ ƛƴ ǘŜǊƳǎ ƻŦ ƳƛƭŜǎ 

per gallon. 
 

ä ä ö
ö
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õ
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æ
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TypeRoadway
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VMTEfficiencyFuel  

 

The methodology uses non-interstate VMT and average fuel efficiency data for passenger 

vehicles (i.e., passenger cars and other 2-axle, 4-tire vehicles, such as vans, pickups, and SUVs) 

and large trucks (i.e., single-unit, 2-axle, 6-tire or more trucks and combination trucks) to 

calculate the total gallons of fuel used by each of these vehicle types. 

  

The combined total VMT for the vehicle types is then divided by the combined total gallons of 

ŦǳŜƭ ŎƻƴǎǳƳŜŘ ǘƻ ŎŀƭŎǳƭŀǘŜΣ ƛƴ ŜŦŦŜŎǘΣ ŀ άǿŜƛƎƘǘŜŘέ ŦǳŜƭ ŜŦŦƛŎƛŜƴŎȅ ǾŀƭǳŜ ǘƘŀǘ ǊŜŦƭŜŎǘǎ ǘƘŜ ŜȄƛǎǘƛƴƎ 

fleet mix of traffic on non-interstate roadways.  The VMT and average fuel efficiency data were 

ƻōǘŀƛƴŜŘ ŦǊƻƳ ǘƘŜ Ƴƻǎǘ ǊŜŎŜƴǘ CŜŘŜǊŀƭ IƛƎƘǿŀȅ !ŘƳƛƴƛǎǘǊŀǘƛƻƴΩǎ Highway Statistics 2017.  Based 

on the calculation completed in Appendix C, Table C-12, the fuel efficiency rate to be used in the 

updated impact fee equation is 18.92 miles per gallon. 

 

Effective Days per Year 

An effective 365 days per year of operation was assumed for all land uses in the proposed fee.  

However, this will not be the case for all land uses since some uses operate only on weekdays 

(e.g., office buildings) and/or only seasonally (e.g., schools).  The use of 365 days per year, 

therefore, provides a conservative estimate, ensuring that non-impact fee contributions are 

adequately credited against the fee. 



 

Tindale Oliver  Orange County 

September 2020 21 Transportation Impact Fee 

±Φ CŜŜ ±ŀǊƛŀǘƛƻƴ ōȅ DŜƻƎǊŀǇƘƛŎ !ǊŜŀ 

 

Currently, Orange County has two impact fee areas:  the urban area with a multi-modal fee, and 

the remainder of the unincorporated County, with a roadway-based transportation impact fee.  

The urban fee district includes areas with higher densities and transit accessibility and surrounds 

the City of Orlando core. 

 

This update study presents two fee variation options for consideration: 

- Option 1: Continue with the current adopted fee districts (Urban and Non-Urban); and 

- Option 2: Expand the urban area and create suburban and rural fee districts.     

 

Option 1 

 

Map 1 presents the current adopted transportation impact fee districts. 

 

Fee District Variation 

A consumption-based impact fee rate is based on the adopted level of service (LOS) standards, 

which are exception standards, requiring no road to be in worse travel condition than the 

adopted standard.  Consistent with the methodology used by many Florida jurisdictions, 

transportation impact fee calculations use adopted LOS standard as a countywide average, which 

suggests half the roads will be worse than the adopted standard and the other half will be better.  

However, in many cases, the actual countywide or subarea average LOS is better than the 

adopted standard.  In other words, under the current methodology, even with the full impact 

fee, unless local governments use other revenue sources, the current achieved LOS for the 

system will deteriorate and more congestion will be experienced.  As such, the standard 

methodology used for transportation impact fees results in revenue levels that slow down the 

degradation of the system but do not generate sufficient revenues to maintain the existing 

conditions when they are better than the adopted LOS standard. 

 

When the current system performance conditions are better than the adopted standards, local 

governments have the option to base the fees on achieved LOS or at least to a LOS level that is 

in between.  This approach was also supported by HB 319, when the bill allowed for adoption of 

an area-wide LOS not dependent on any single road segment function.  The LOS for each road 

segment correlates to the volume-to-capacity (V/C) ratio.  The V/C ratio measures the number of 

vehicles on the road versus the number of vehicles that the road can handle based on its 
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functional classification (arterial, collector, freeway, etc.) and design characteristics (number of 

lanes, signal spacing, etc.).  A low V/C ratio suggests less congestion and delay and better average 

speed/performance. 

 

The current achieved V/C ratios in Orange County are as follows: 

- /ƻǳƴǘȅǿƛŘŜ Ғ лΦ77 

- ¦Ǌōŀƴ ŀǊŜŀ Ғ лΦ80 

- Non-ǳǊōŀƴ ŀǊŜŀ Ғ лΦ75 

 

The impact fee rate for the urban area is calculated based on the adopted LOS standards and 

allows degradation of the system to a V/C ratio of 1.00.  However, as long as current achieved 

V/C supports it, the County may adopt a policy to base the fees on a better V/C ratio than the 

adopted standard to limit or slow the degradation for geographical subareas of the County, 

creating a fee differential.  This approach is used in the case of fees calculated for the non-urban 

area of the county. 

     

As illustrated on Map 1, Orange County currently has two separate fee districts.  As mentioned 

previously, the multi-modal fees in the urban area are based on the adopted level-of-service 

standard (V/C of 1.00), reflecting the higher level of congestion in this area. 

 

The roadways in the non-urban area are performing better than the urban area, and in an effort 

to maintain the higher levels of performance, a differential capacity option was developed.  This 

option uses a V/C of 0.90 for non-urban area.  Recognizing the higher quality of service currently 

provided in the non-urban area, the County can elect to charge a higher fee in this area 

(compared to the urban area) to help preserve this higher achieved LOS.  These adjustments are 

applied to the average VMC per lane mile added for each fee area. 

- Urban = 9,000 *  1.00 = 9,000 

- Non-Urban = 9,000 * 0.90 = 8,100 

 

In the non-urban area, the full 10 percent reduction would only be applied to residential, office, 

and industrial land uses.  These land uses generally demand longer trip lengths and receive 

significant benefit from the high service levels, whereas retail land uses attract more local travel 

with shorter trip lengths and the benefit they receive is more limited.  Therefore, the retail uses 

are estimated to receive a capacity decrease of five (5) percent. 
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Map 1 ς Current Transportation Impact Fee Districts 
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Option 2 

 

As part of this update, the existing urban fee district boundary was reviewed for a potential 

expansion.  Additionally, the remaining unincorporated county was reviewed, recognizing that 

there are sub-urban/transitioning areas and rural areas with different demographic and travel 

characteristics.  More specifically, as part of this analysis, Tindale Oliver reviewed the following: 

 

¶ ¢ƘŜ /ƻǳƴǘȅΩǎ /ƻƴŎǳǊǊŜƴŎȅ !ƭǘŜǊƴŀǘƛǾŜǎ 9Ǿŀƭǳŀǘƛƻƴ wŜǇƻǊǘΣ aǳƭǘƛ-Modal Corridor Plan, 

which addresses potential boundary changes for the urban district;  

¶ Current and projected travel conditions, measured in terms of V/C ratios; and 

¶ Type and level of development (single use/mixed use, already developed/vacant, etc.). 

 

Based on this analysis, as well input from Orange County staff, the following changes to the 

existing fee districts were considered. 

 

Urban Fee District 

As mentioned previously, during the 2012 study, a multi-modal transportation impact fee was 

developed for the urban area to allow for flexibility in spending impact fee revenues on multiple 

modes in an area of the County where pedestrian/bicycle and transit improvements were needed 

to accommodate the dense development patterns around the City of Orlando.  It is proposed 

that, consistent with the 2017 Concurrency Alternatives Evaluation Report2, the urban fee district 

be extended to the northeast to capture the University of Central Florida, Full Sail University, and 

Valencia College communities (see Map 2), along with additional adjustments based on input 

from the County representatives.  Though much of this area consists of single use residential 

classification, the area is mostly built-out, with only a limited number of the vacant residential 

parcels available for new development, as illustrated in Map 3.  Therefore, this area is likely to 

be dominated by redevelopment projects in the future, which will increase the densities and 

urban character of the area.   The urban expansion should also extend to the southwest to include 

the International Drive corridor which houses many tourist accommodations and multi-modal 

amenities, as shown in Map 4. 

 

Additionally, as shown on Map 6, Orange County staff has recommended additional adjustments 

to the urban area, based on the similarities of types and level of existing development, road 

facilities, and future land use designations.  These changes are as follows: 

- Existing southern boundary at Sand Lake Rd was moved further south to SR 528 

 
2 Concurrency Alternatives Evaluation Report, Multi-Modal Corridor Plan ς Phase III, VHB 2017 
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- Added the area east of Orlando with SR 408 to the north and the FL Turnpike to the west and 

south 

- Added the Winter Park Estates near the Orange County northern boundary 

- Added the area southwest of the SR 408 and SR 417 interchange, within the border of SR 417 

Greeneway, SR 408 East-West Expwy, and the SR 528 Beachline Expwy 

- Removed the area west of Orlando surrounding the intersection of Pine Hills Rd and SR 438.  

¢Ƙƛǎ ŀǊŜŀ ǿƛƭƭ ōŜ ƛƴŎƭǳŘŜŘ ŀǎ άǎǳōǳǊōŀƴέ ŦƻǊ ƛƳǇŀŎǘ ŦŜŜ ǇǳǊǇƻǎŜǎΦ 

 

Suburban/Transitioning Fee District 

The proposed transitioning area/suburban boundary is based on the existing Urban Service Area 

(USA) boundary and the western portion of the county.  The Orange County USA includes the 

ŎŜƴǘǊŀƭ ǇŀǊǘ ƻŦ ǘƘŜ Ŏƻǳƴǘȅ ǎǳǊǊƻǳƴŘƛƴƎ ǘƘŜ /ƛǘȅ ƻŦ hǊƭŀƴŘƻ ŀƴŘ ŜȄǘŜƴŘƛƴƎ ǘƻ ǘƘŜ ŎƻǳƴǘȅΩǎ ƴƻǊǘƘŜǊƴ 

and southern boundaries.  The area to the west is primarily smaller cities and includes the future 

Horizon West development area, while the area to the east includes largely rural, preservation, 

and parks/recreation land.  As shown on Map 5, this proposed transitioning area is much more 

congested than eastern rural area and exhibits different travel conditions. 

 

As previously mentioned, a portion of the existing urban area (west of Orlando near the 

ƛƴǘŜǊǎŜŎǘƛƻƴ ƻŦ tƛƴŜ Iƛƭƭǎ wŘ ŀƴŘ {w поуύ ǿƛƭƭ ƴƻǿ ōŜ ŎƻƴǎƛŘŜǊŜŘ άǎǳōǳǊōŀƴέ ŦƻǊ ƛƳǇŀŎǘ ŦŜŜ 

purposes as shown on Map 6. 

 

Rural Fee District 

As previously mentioned, the area to the east of the Orange County USA is primarily rural 

farmland with pockets of preservation area and a large portion of park/recreation land that are 

not developable.  !ǎ ǎƘƻǿƴ ƛƴ aŀǇ рΣ ǘƘƛǎ ŀǊŜŀ ƛǎ ƭŀōŜƭŜŘ ŀǎ άǊǳǊŀƭ Ŝŀǎǘέ ŀƴŘ ŎƻƳǇǊƛǎŜŘ ƻŦ ǘƘŜ 

unincorporated land east of Orlando that is outside of the USA.  The roadways in this area of the 

County experience a very favorable level-of-service with little to no congestion, as shown on Map 

5. 

 

Map 6 illustrates the proposed fee district boundaries. 
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Fee District Variation 

As previous discussed for Option 1, the proposed fee district rate variation is based on the LOS 

levels observed for each sub-area, which are measured in terms of V/C ratios.   

 

The current achieved V/C ratios are as follows: 

- ¦Ǌōŀƴ όŜȄǇŀƴŘŜŘ ŀǊŜŀύ Ғ лΦ81 

- {ǳōǳǊōŀƴ Ғ лΦ76 

- wǳǊŀƭ Ғ лΦ58 

 

The multi-modal fees in the urban area are based on the adopted level-of-service standard (V/C 

of 1.00), reflecting the higher level of congestion in this area.  The roadways in 

suburban/transitioning area are performing slightly better and roadways in the rural area are 

performing much better, and in an effort to maintain the higher levels of performance, a 

differential capacity option was developed.  This option uses a V/C of 0.90 for 

suburban/transitioning area and a V/C of 0.80 for rural area impact fee calculations.  Recognizing 

the better travel conditions/higher LOS currently provided in the transitioning and rural areas, 

the County can elect to charge a higher fee in these areas (as compared to the urban area) in an 

effort to help preserve this higher achieved LOS.  These adjustments are applied to the average 

VMC per lane mile added for each fee district: 

- Urban = 9,000 * 1.00 = 9,000 

- Suburban = 9,000 * 0.90 = 8,100 

- Rural = 9,000 * 0.80 = 7,200 

 

As discussed previously, the full reduction would only be applied to residential, office, and 

industrial land uses.  These land uses generally demand longer trip lengths and receive significant 

benefit from the high service levels, whereas retail land uses attract more local travel with 

shorter trip lengths and the benefit they receive is more limited.  Therefore, the retail uses are 

estimated to receive a more limited capacity decrease of five (5) percent (for Suburban Fee 

District) and 10 percent (for Rural Fee District). 

 

Projected Future V/C Ratios 

Using the 2040 SEData projections from the OUATS.40 model, future traffic volumes for each 

classified roadway in Orange County were projected.  The SEData population projections are 

comparable to low/medium average figures from the latest BEBR population projections3.  Using 

 
3 Bureau of Economic and Business Research; Volume 52, Bulletin 183, April 2019 
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these projected volumes and ŦǳǘǳǊŜ ƛƳǇǊƻǾŜƳŜƴǘǎ ƛŘŜƴǘƛŦƛŜŘ ƛƴ ǘƘŜ /ƻǳƴǘȅΩǎ [w¢t /ƻǎǘ CŜŀǎƛōƭŜ 

Plan, future V/C ratios for each fee district were estimated. 

 

Urban Fee District: 

- Average annual populatioƴ ƎǊƻǿǘƘ Ғ пΣллт ǇŜǊǎƻƴǎ 

- !ǾŜǊŀƎŜ ŀƴƴǳŀƭ ǇƻǇǳƭŀǘƛƻƴ ƎǊƻǿǘƘ ǊŀǘŜ Ғ 1.15 percent 

- tǊƻƧŜŎǘŜŘ нлпл ±κ/ Ғ 1.09 

 

Suburban Fee District: 

- !ǾŜǊŀƎŜ ŀƴƴǳŀƭ ǇƻǇǳƭŀǘƛƻƴ ƎǊƻǿǘƘ Ғ сΣмсп ǇŜǊǎƻƴǎ 

- !ǾŜǊŀƎŜ ŀƴƴǳŀƭ ǇƻǇǳƭŀǘƛƻƴ ƎǊƻǿǘƘ ǊŀǘŜ Ғ мΦ27 percent 

- tǊƻƧŜŎǘŜŘ нлпл ±κ/ Ғ 0.96 

 

Rural Fee District: 

- !ǾŜǊŀƎŜ ŀƴƴǳŀƭ ǇƻǇǳƭŀǘƛƻƴ ƎǊƻǿǘƘ Ғ мрф ǇŜǊǎƻƴǎ 

- !ǾŜǊŀƎŜ ŀƴƴǳŀƭ ǇƻǇǳƭŀǘƛƻƴ ƎǊƻǿǘƘ ǊŀǘŜ Ғ лΦ56 percent 

- tǊƻƧŜŎǘŜŘ нлпл ±κ/ Ғ лΦс5 

 

Given these higher congestion levels estimated for 2040, the current and projected V/C ratios 

should be re-evaluated with each subsequent transportation impact fee update to ensure that 

new development is not being charged for a higher level-of-service than is being achieved.  

Additionally, changes to capacity-expansion revenues (such as an increase in transportation 

impact fee rates) can greatly alter the number of future projects that can be funded, affecting 

the estimated future V/C ratios. 
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Map 2 ς Proposed Northeast Urban Expansion - Orange County: Concurrency Alternatives Evaluation Report, Multi-Modal Corridor Plan Phase 3 

  

Current Urban 
Fee District 

NW Urban Fee District 
Expansion Area 
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Map 3 ς Vacant Parcels in Northeast Urban Fee District Expansion Area 

 
 

Vacant Properties 
   Existing Use 

      Vacant Residential 

      Vacant Commercial 

      Vacant Industrial 

      NE Urban Fee District Expansion 

      Current Urban Fee District 


