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in 1986 to assist the County in providing adequate transportation facilities for expected growth.
Thetechnical study supporting théee levels was lastipdatedin 2012. As part ofthe 2012
update, in addition to updating roadwalbpased transportation impact feeg separate multi
modal fee rate was calculated for tingore 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 timg the Countyis consideringeliminating the AMA
designation; however, this study continues to provide fee variations based on travel and land use
characteristics bvarious subareas within the county.

This report updates both the roadway and muttbdal impact fee variables to reflect changes to
the cost, credit, and demand components since 2012. In addition, this study addresses the
following:
1 Fee variatiorby geographic areand boundary of fee districts
Feelevels under needbasedand assebasedapproactes;
Fee reductions for mixedise developments based on internal capture
Fee reductions for affordable/workforce housijrand
A tool for potential feaeductions for targeted land uses

= 4 4

The information used to develop th®©rangeCounty Transportationlmpact Fee schedules is
basedmostly on data received through November 2019.

Legal Overview

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

OFrasS fl g airAyoS (GKS mopynQao LYLJI OG ¥SSa vYdzai

requires that they:
1 Be supported by a study demonstrating that the fees are proportionate in amount to the
need created by n@ development paying the fee; and
1 Be spentin 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 includedinthe2 dzy i@ Qa / ' LIAGFE LYLINR@SYSy

Element, or another planning document/Master Plan.
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methodological limitationg did not expressly allow or disallow any particular public facility type

from being fued 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 90day requirement for fee changes, and other similar requirements, most of whick we

common to the practice already.

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

1 HB 227 in 2009The Florida legislation statutorily clarified that in any action challenging
an impact fee, the govement 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.

1 SB 360 in 2009Allowed fees to be decreased without the @@y 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 & Economic Opportunity) and Florida Department of Transportation (FDOT)
G2 O2yRdzO0 aitdzRASa 2y aY2o0AtAGe FSSazé HKA

1 HB 7207 in 2011: Required a dollafor-dollar credit, for purposes of concurrency
compliance, for impact fees pa@hd other concurrency mitigation required.

1 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 identifiedin section 163.31801 (5)(f), Florida Statytexluding:

1. Adoption of longterm 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 areawide 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.

TindaleOliver Orange County
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5. Establishing mukmodal level of service standards that rely primarily on nhon
vehicular modes of transportation where existing or planned communitygdesill
provide adequate level of mobility.

6. Reducing impact fees or local access fees to promote development within urban
areas, multimodal transportation districts, and a balance of mixexe
development in certain areas or districts, or for affordabtevmrkforce 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 the2 OF f A2 FSNY YSy (i Qa
served as the basis for the fee. Finally, under HB 319, an alternative mobility system,

0 KI G Aa yzi Y20Af AtG& FTSSmolaASRX Ydzad y?2
responsibility for funding an existing transportation deficignc

1 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

0 Impact fee revenues cannot be used to pay debt service for previapgisoved
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.

1 HB 7103 in 2019Addressed multiple issues related to affordable houlingage 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 remqént 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.

1 SB 1066 in 2020:Added language allowing impact fee credits te 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 govermingirisdiction. 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.

1 HB 1339in 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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September 2020 3 Transportation Impact Fee



The following paragraphs provide further detail on the generally applicable legal standards
applicable here

Impact Fee Definition

1 Animpact fee is a oneéme capital charge levied against new development.

1 An impact fee is designed to cover the portion of the capital costs of infrastructure
capacity consumed by new development.

1 The principle purpose of an implafee 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

1 An impact fee igenerally 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 aretaxes.

1 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.

1 Animpact fee mst 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
consumptionbased impact fee approach in which new development is charged based upon the
proportion of vehiclemiles of travel (VMT) that each unit of new development iseexgd to

consume of a lan@ At S 2F NRBIRgle& ySid2NISRE I WMEINR ISOK;
consumptionbased approach ensures that the impact fee is set at a ratedbas not generate

sufficient revenues to correaxisting deficiencies. As such, the @Giyudoes 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

TindaleOliver Orange County
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within the county, including city, county drstate roadsbut excludes limited access facilities and
rail facilities which require large scale investments and are not typically fundddimpact fees.

Included in this documentsithe 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 Costg, Credit = Fee

¢KS GRSYIFIYRE F2NJ NI @St LI I OSR 2y VehioeMies & L2 NI
of Travel (VMT) (daily ¥écle-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 generapooesents

the average daily rates since new developmenisigmes trips on a daily basis.

CtK®2&0¢ 27F ocapatity fppicellld is gk assed in units of dollars per vehidle or
lane-mile oftransportationcapacity.Consistent with the current adopted methodology, the cost
is based on county roadway costs.

Thecdcredite is an estimate of future noimpact fee revenues generated by new development

that are allocated t@rovidetransportation capacity expansiorfhe impact fee ig€onsidered to

bely dadzLJ FNRyYyGé LI @YSyd F2N | -niédépadtythatdst G KS
directly related to the amount of capacity consumed by each unit of land use contained in the
impact fee schedulethat is not paid for by future tax revenues generated the new
development activity. These credits are required under thgupporting 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, twfoe the same level of service.

The input variables used in the fee equation aréaiews:

Demand Variables:
1 Trip generation rate
1 Trip length
1 Percent new trips

Cost Variables:
1 Roadway cost peaddedlane mile

TindaleOliver Orange County
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T

Roadway capacity per lane mile

Credit Variables:

T

)l
T
T

Equivalent gas tax credit (pennies)
Present worth

Fuel efficiency

Effective dys per year
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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 enetisting
transportationsystem.

1 Number of daily trips generated

1 Average length of those trips

1 Proportion of travel that is new travel, rather than travel that is already on the road system
1 Interstate/Toll Facility discount factor

As part of this updatethe 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 othedaFlori
jurisdictionsF YR o0HU0 GKS LyadaAaddziS 2Tfp Geneiatior HagdNdbk G A 2 v
(10" edition). The Florida Trip Characteristics Studies Database is included in Appendix A. This
database was used to determine trip length, percent neps, and the trip generabn 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 Wkkem 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 @mrCounty compared to other Florida
counties. Therefore, residential and office trip lengths were increase@3yyercent, while
lodging, recreationalinstitutional, retail, and industrial trip lengths were irased by fivg5)
percent.

TindaleOliver Orange County
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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 Federdunds. 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 fromthe total travel for each use.

To calculate the interstate and tdl/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 includiethe Florida Turnpike (SR 91),
SR 408, SR 414, SR 417, SR 429, SR 451, SR 453, and SRrbi?&d &cedss vehiclmiles of
travel (Limited Access VMT) for trips with an origin and/or destination within County was
calculated for the identified limited access faciliti@e total Orange County VMT was calculated
for all trips with an origin andfodestination withinthe county for all roads, including limited
access facilitieslocated within Orange CountyThe I/T discount factor 086.1 percent was
determined by dividing the total limited access VMT by the tavainty VMTusing the base year

of the model

By applying this factor to the totabunty VMT, the reduced VMT is then representative of only
the roadwayghat are funded by impact fees. Appendix A, Table provides further detail on
this calculation.

Land Use Changes

New Land Uses

Based on input from the Coungind a review oftheée y a G A G dz00 S 2 F ¢ NJ y &L} NI | (

Trip Generatiomeference repor (10" edition, released September 20}, Beveral new land uses

were added to the transportation impact fee schedule.

- Single Family Tiering: The current impact fee schedule includes a single rate forall sing
family development. This update study includastiered approach that varies the fee
according tesquare footageiers. This approach assists the County in its goal of encouraging
attainablehousing by moderamng impact fee levels for smaller home&ppendixA, Tables
A-2 through A10 includes additional detail.

TindaleOliver Orange County
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- Multi-Family RealignmenThe current impact fee schedule includes mtdinily apartment,
condo/townhouse, and highise condo/townhouse as separate land uses. ITEHdItion
has realigned these as, creating a combined Y dftariily K2 dzA Ay 3¢ O (1 S32 N,
differentiation in trip generation rate based on the number of stories. This update was
incorporated into the impact fee schedule, shotw Land Use Code (LUC) used by ITE

o LUC 220 (muHiamily/townhouse, low-rise, 12 floors) ¢ 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 (muHiamily, midrise, 310 floors)c 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).

0 LUC 222 (muHiamily, highrise, >10 floorsg, includes apartments, townhouses, and
condominiums that have more than 10 levels (floors). They are likely to have one or
more elevators.

- Student Housing: ITE fincludes this new land use (LUC 225) for consideration with two
different trip generation rates depending on th@oximity to campus (adjacent to campus
YR 2@8SNJoy YAES FTNBY Ol YLIWza 0z r¥phatethazd@® ¢ LIS NJ
Student Hougf 3 dzaS oO0YSI &dzNBR GLISNJ dzyAGé0 6KAOK
characteristics studies conducted in Minnesota.

- Residential w/# Floor Commercial: ITE "LOncludes this new land usfer consideration
with two tiers:

o LUC 231 (id-rise residential with 1%t floor commercia): mixeduse multifamily
housing buildings that have between three and 10 floors and include retail space on
the first level. Typically found in dense mulie urban and center city core settings.

o LUC 232 (hhrise residential with1st floor commercia): mixeduse multifamily
housing buildings that have more than 10 floors and include retail space that is open
to the publicon the first level. Typically found in dense muise urban and center
city core settings.

- Senior Adult Housing; Attached Attached independent living developments, including
retirement communities, ageestricted, and active adult communities. These developments
may include limited social or recreational services, however, they generallgdatialized
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)Privatelyowned recreationbased facility
offering dance, gymnastics, ballet, or similar activity classek as martial arts trainirand
music lessonsFacilities typically range between 5,08Quare feetand 25,000 sgare feet.

TindaleOliver Orange County
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LUC 720 (edicaldental office): a facility that provides diagnoses and outpatient care on a
routine basis but is unable to provide prolongeehiouse medical and surgical care. One or
more private physicians or dentists generally opertis type of facility.

o Small Medical/Dental Office (<10,000usge 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 businestiest typicallydo not have extensive
testing equipment or laboratories

Walk-in Bank: This land useepresentsgenerally a freestanding building with its own
parking lot. These banks do not have diivdanes but usually contain nedrive-thru teller
machines (ATMs

Tourist Hotel/Retail: The current schedule includes separate rates for hotel and retail
RSOSt2LIYSYy i 6AGKAY GKS [/ 2dz/yieQa sindezhdzMdt a i ¢
studyand additional local studiggsulted in trip generation rates fgeneral retail and hotel

land uses that are lower than those reflected for tourist hotel/retail categori@s/en that
generation rates for tourist hotel/retail categories are based on a smaller samgptiel, dnd

retail development within the tourist disict should be charged the same rate as
development outside of the districo benefit from lower impact fee rates that are based on

a larger set of data.

High-CubeTransload and Sheiferm Storage WarehousA: highcube 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 otlearehouses. A
typical HCW has a high level of-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 Hdtle storage duration, high
throughput, and are higlefficiency facilities. Shoterm HCWs are highfficiency
distribution facilities often with custom/special features built into the structure for
movement of large volumes of freight with only shtetm storage of products.

Significant Demand Reductions

Several land uses received a significant reduction in the estingress vehicle miles of travel
(GVMT) that they generate per unit. Appendix A includes additional delaiéd to the changes
in the demand componentfor all land use categories.

Bowling Alley (LUC 437he trip generation rate for this land us&s reduced by 6percent
due to an update from ITE'SEdition to ITE 10 Edition. While the 9 Edition included a
GRI Af &¢ MEDitwA doéskd@ ansh, 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"RORA G A 2y 06 LISof{ K 2 dzN
daily).

- Public Assembly (LUC 560): The trip generation rate for this lanevaseeduced by 24
percentdue to an update from ITE"Edition to ITE 10Edition. Additionallythe trip length
has been reduced by 48%rcentand the percent new trips has been reduced bypg@cent
In the current fee schedule, the TLand PNT dageed A SR 2y RIF Gl FNRBY GKSE
update studythat dza SR G KS [/ 2dzy (& Q& nd HJ199EdbdamMebtitdl A 2y Y
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 landagse
reduced by 1¢ercentdue to an update from ITE"®Edition to ITE I0Edition. Additionally
the trip length has been reduced by f8rcentand the percent newirips has been reduced
by 25percent Similar to the Public Assembly use, in the current fee schedule the TL and
tb¢ RFEGF A& o0FaSR 2y RFEGF FNRY GKS [/ 2dzyiaec
recommends the use of the Florida Studies Trip Charadt=yifiatabase (Appendix A) to
estimate trip length and percent new trips.

- Hardware/Paint Store (LUC 816): The trip generation rate for this landvaseeduced by
82 percentdue to an update from ITE'Edition to ITE 10Edition.

- Drug Store (LUC 880/881): The trip generation rate for this landwasencreasedby 13
percentdue to an update from ITE%Edition to ITE 10 Edition (includes data from both
LUC 880 and 881)Additionally, he trip length has been reduced @6 percent and the
percent new trips has been reduced Bg percent Similar to the Public Assemldnd
Animal Hospitalises, in the current fee schedule the TL and PNT data is based on data from
0KS [/ 2dzyieQa wnnn dzLJRIGS & dzR &se of the Rldrida dzLIR | i
Studies Trip Characteristics Database (Appendix A) to estimate trip length and percent new
trips.

INicholas, James, al.,! t N} OGAGA 2y SNNR& DdfelsS19912 5S @St 2LIYSyd LYLI O
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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 lamke of roadway capacity.
Additionally, cost information for bicycle/pedestrian and transit fde# was reviewed and
included in the cost component calculations for tlmdan districtmulti-modal impactfee rates.
Appendix B provides the data and other support information utilized in these analyses.

County Roadway Cos

This sectionexamines the righof-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 prajects
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, ROWaastructiodCEI

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 milg($2,750,000; AppendiB, Table B), the desigao-construction ratio is
approximately 12 percent. This ratio is within the range of de®gronstruction ratios
observed in other recent impact fee studies in Florida. Additional detail is provided in Appendix
B, Tables3-1 and B-2.

Rightof-Way

The ROW cost reflects the total cost of the acquisitions along a corridor that were necessary to
have sufficient crossection width to widen an existing road or, in the case of new construction,
to build a new road. ROW costs for county roads were eséichat $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 mil¢2,750,000; Appendix B, Table&sB the ROWo-construction

ratio is approximately 4 percent. TIs ratio is within the range of ROW-construction ratios
observed in other recent impact fee studies in Florida. Additional detail is provided in Appendix
B, Tables3-3 andB-4.

TindaleOliver Orange County
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ConstructionCEl
The construction cost for county roads was based on rdgdd/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
ClarconaOcoee Rd from SR 429 to Clark Rd

Holden Ave from John YoungvBkto Orange Blossom Tr
Palm Pkwy/AVR Connector from Palm Pkwy to Apafikaland 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 Taborfielé Av

Destination Pkwy 1B/2A from Tradeshow Blvd to Lake Cay
Lake Underhill Rd from Gadrod 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 Wodi&d to Yellow Jasmine Dr
Boggy Creek Rd North from South Access Rd to Wetherbee Rd

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

=4 =4 =4 4 4 45 -8 -4 -5 95 -5 -9 2 -°

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

per lane mile,including CEI costsBased on a review of data from other jurisdictions, CEIl is
approximately nine percent of construction Therefore, the construction portion of these
improvements averages approximately $2.75 million per lane mile. Addititetall is provided
in Appendix B, Table®&

In addition to local projects, recent improvements from other countiedanidawere reviewed
to increase the sample size. This review incluagproximately 247 lane miles of lane addition
and new road costruction improvements with a weighted average cost pddedlane mile of
approximately $87 million, which does not include CEI costdditional detail is provided in
Appendix B, Table-&.

Based on a review of these data setsgamstruction cost of $.00 million per lane mile(for
construction and CEWas used in the impact fee calculation forange Countymprovements.
This figure reflects the t@l data ands supported bystatewide data.
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As shown in Table 1, thetal courty roadway cost was calculated at approximately58 million
per lane mile.

Table 1
Estimated Total Cost pekddedLane Mile
for County Roads
Total Cost per

Cost Type Lane Mile
Desigh” $340,00(
Right-of-Wai{? $1,200,00(
Construction/CEY $3,000 OOd
Total $4,540,00(

1) Source: Appendix B, TablelB
2) Source: Appendix B, Table3B
3) Source: Appendix B, TablesB

VehicleMiles of Capacity per Lane Mile

The transportation impact fee equation includes a vehioiée of capacity (VMC) component.

The VMC is an estimate of capacity added, per lane mile, for county roadway improvements in
the 2040 Metroplan Needs Pldor 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

Table 2
Weighted Average Capacity per Lane Mile
Lane Mile Vehicle-Miles of VMC Added pel

Source
Added?  cCapacity Adde?  Lane Mmilé?
County Roads 270.44 2,437,462 9,013
Average VMC Added per Lane Mile (Rounded) 9,000

1) Source: Appendix B, Table7B
2) Vehiclemiles of capacity added divided by lane miles added

Cost per VehiclMile of Capaciy

The transportation cost per unit of development is assessed based on th@eosgehiclemile

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

have been calculated based on recent improvements. As shown in Table 3, the cost per VMC for
travel within the County iapproximately$504.

The cost per VMC figure is usidthe transportation impact fee calculatisio determine the
total cost per unit of development based on vehiohdes of travel consumed. For each vehicle
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mile of travel that is added to the road system, approximaté&@4kof capacity is consumed.

Table 3
Weighted Average Cost per Capacity Added

Cost per Lane Average VMC Adde Cost per

Mile® per Lane Mil&?  vmc/PME

County Roads (VMC) $4,540,000 9,000 $504.44
1) Source: Table 1
2) Source: Table 2
3) Average VMC added per lane mile (Item 2) divided by cosageedlane mile (Item 1)

Bicycle and Pedestrian Facility Costs

Bicycle and pedestrian facilities provide for relatively small quantities of the vet@tlemiles

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 cadtgroviding 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 sometimesncluded in rural roadways. Their costs are included in the standard
roadway crossections for which costs are estimated for safety and mobility reasons. Thus, the
costs of these facilities on major roads are included in the mudtilal fee. The muknodal 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 to@struction of a new classified roadway or lane
addition improvement.

Transit Capital Cost per Perséviile of Travel

A model for transit service and cost was developed to establish both the capital cqstrgen
mile of capacity and the systeoperating characteristics in terms of system coverdgmryrs of
service, and headways. The model developed for Orange County was baséafmation from
the LYNX Trandlevelopment Plan. Components of the transit capital cost include:

1 Vehicle acquisibn tied to new routes

1 Bus stops, shelters, and benches

1 Cost of road networkper personmile of capacityused by transit vehicles
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Transit capital costs are computed as the cost of capifaastructure 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 vetagacity that
comes with adding transit, it was determined that the difference betweenstructing a lane

mile of roadway (for cars only) versus constructing a roadway with transit is not signifidaat.
roadway with transit cost per PMC is approximately three (3) percent higher per lane mile than
the cost to simply construct a road withbtransit amenities. Therefore, for the muttiodal fee
calculation, the cost peWMC of approximately 304 is representative of the cost to provide
transportation capacity for all modes of travel. Additional information regarding the transit
capital cet calculation is included in Appendix B, TablésaBd BO.

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

and multtmodal fees are measured in terms of vehicle miles of travel. In the case oimuodél

impact fee, an additional credit was subtracted to refledi fdzNBE RS @St 2 LIYSy i1 Qa O2
standalone transit capital, sidewalk and bicycle lane additions, which will be discussed in more
detail in the next section
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Capital Improvement Credit

The credit component of the impaéte 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-mopact fee contributions.
Additional cetails are provided in Appendix C.

The present value of the portion of nampact fee funding generated by new development over

a 25year period that is expected to be expended on capacity expansion projects was credited
against the cost of the system cauimmed by travel associated with new development. In order
to provide a connection to the demand component, which is measured in terms of travel, the
norn-impact fee dollars were converted to a fuel tax equivaleforyall 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

Asshown in Table 4, the City of Orlando spenais average, $516,000 per yearich equates
to 0.1 pennies on roadwaycapacityexpansion projects funded with nampact fee revenues.
For themulti-modal fee, additional multimodal capacity improvements were included in the
credit, increasing theaverage annual funding to $2.5 timh or anequivalent creditof 0.3
pennies.

County
As shown in Table 4, Orange Coualipcates $35.2 million per year tine equivalent 6 4.9

pennies on roadway capacigxpansion projects funded with neémpact 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 recurewenue source, like a fuel

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

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

credit calculations increasing thaverage spendipto $39.0 million per year and theguivalent

credit to5.4LISY YA S&a @ ¢CKAA Ay Of dzR Santribiutiorsto WYRMNhak 8y 2 F
dedicated to capacity expansion.
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Ad Valorem Credit

The Orange Count@apital ImprovementPlan (FY 2019 to FX023) includes ad valorem tax
funding for roadway capacity expansion improvements and rmmodidal improvements,
including lane addition projects, transit land improvements, and pedestrian enhancements. The
total value of the multimodal improvements equas to approximately &L million, or $ million
annually of the fiveyear time period. For the roadway improvements only, the total valuéGs $
million, or approximately $2 million annually. The value parill based on the FY 20 Orange
County budgets approximately $20million. Therefore, approximatefyve (5) percenof the
millage is used for multinodal capacity expansion, and omlyo (2) percentis used for roadway
capacity expansion.

Since ad valorem revenues are going to be used to &pdrtion of the CIP, a revenue credit is
given. Credit due to ad valorem tax revenues for residential andresidential land uses is
calculated based on a review of the taxable value of each land use in Orange County. Additional
detail is included iR\ppendix D.

State

As shown in Table 4, State expenditures on state roads were reviewed and a credit for the
capacityexpansion portion attributable to state projects was estimated (excluding expenditures
on limited access facilities). The review, whicbluded D years of historical expenditures,
AYRAOFGSR GKIFGO C5h¢Qa NEPI RBkpedinied aflgyiviEny gas takS y S NI
revenue annually. For theulti-modal fee a credit of 140 pennies was calculated to account

for additional FDOTunds going towards muhmnodal improvements(standalone sidewalk
construction, transit, etc, primarilyfor the estimated state transfunding fornew capacity. The

use of a D-year period for developing a State credit results in a reasonstalyle credit for
Orange County, accounting for thelatility 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 contributegt.9 pennies, while theState spends an average &b pennies, annually, in

the County. A total credit df35 penniesisincluded in the roadway impact fee calculation to
recognize the future capital revenues that are expected to be generated by new development
from all norimpact fee funding sourcedn addition, $2 million of ad valorem tax revenues per
year are estimated to be allocated to roadway transportation capacity.

For multtmodal improvements (including roadways), the City of Orlando contributes
approximately (b pennies and Orange County contributed pennies, with the State spemt
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an average of 18.pennies, annually, i@rangeCounty. A total credit af9.9penniesisincluded

in the multi-modal feecalculation to recognize the future capital revenues that are expected to
be generated by new development from nampact fee revenuesin addition, $6 million of ad
valorem tax revenues per year are estimated to be allocated to rmdtal transportatio
capacity.

Table 4
Equivalent Pennies dfuelTax Revenue
Roadway Multi-Modal
Credit Funding Source Annual Equiv. Pennies Annual Equiv. Pennies
Contribution®® per Gallor” Contribution®® per Gallor”
Fuel T 516,000 - 2,512,000
City Revenu® - uel ax $ $
City Total $516,00( $0.001 $2,512,000 $0.003
Fuel Tax $8,567,00d) - $10,567,000 -
Ad Valorem $1,913,000 n/a $6,160,000 n/a
INVEST $26,591,000 - $26,591,000 -
County Revenu? -
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
Vari 61,500,000 - 100,889,000 -
State Revenu@ arous $ $
State Total $61,500,000 $0.084 $100,889,000 $0.14Q
Total | | | $0.13 $0.197

1) Source: Appendix C, Tabl€@roadway) and 6 (multimodal)

2) Source: Appendix C, Tabl8@roadway) and 6 (multkmodal)

3) Source: Appendix C, TablelQroadway) and € (multimodal)

4) Average annual revenue contribution for capacity expansion improvements from each funding source

5) All nortad valorem revenues are converted to equivalent pennies of fuel tax for use in the capital
improvement credit calculation for the transportation impdete. 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, wpcbsents 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 thansportationimpact fee calculation based on inforti@n provided by
Orange County.
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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 2 documents thealculation of fuel efficiency value based on the following
Slidz A2y 6KSNB a+xatcé Aa GSKAOES YAfSa 27F (NI
per gallon.

. AVMT,

oadwaylype a. & veneeType 8
VP
C

Fuel Efficiency= § VMT,

_ (0]
G\/ehcheType +Roadway'ype

The methodology uses neanterstate VMT and average fuel effiney data for passenger
vehicles (i.e., passenger cars and othext®, 4tire vehicles, such as vans, pickups, and SUVS)
and large trucks (i.e., singlait, 2-axle, 6tire or more trucks and combination trucks) to
calculate the total gallons of fuel uség each of these vehicle types.

The combined total VMT for the vehicle types is then divided by the combined total gallons of
FdzSt O2yadzYSR (2 OIFfOdAFFGSE Ay STFSOGI || aoSA
fleet mix of traffic on norinterstate roadways. The VMind average fuel efficiency data were
200FAYSR FTNRY (GKS Y2aid NI O SHoawarSars8od20l BasgdaI K g | &
on the calculation completed in Appendix C, TablE2Cthe fuel efficiency rate to be usedtime

updated impact fee equation is 1 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 eparigt 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-imopact fee contributions are
adequately credited against the fee.
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Currently, Orange County has two impact #geas the urban areawith a multi-modalfee, and
the remainder of the unincorporated Countyjth a roadwaybased transportationmpact fee.
Theurban fee district includeareas withhigherdensities and transit accessibility and surrounds
the Gty of Orlando core.

This update study presents two fee variation options for consideration:
- Option 1:Continue with the current adoptetée districts(Urban and NofUrban) and
- Option 2: Expand the urban area and create suburban and feeadlistricts

Option 1
Map 1 presents the current adopted transportation impact thstricts

Fee District Variation

A consumptiorbased impact fee rate is based on the adopted levedes¥ice (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,
transportationimpactfee calculations use adopted L&8ndard 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 countywmtesubareaaverage LOS is better than the
adopted standard. In othewords, 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 $ed fortransportation impactfees 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 sygim 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 foroadaipti

an areawide LOS not dependent on any single road segment function. The LOS for each road
segment correlates to the volura®-capacity (V/C) ratio. The V/C ratio measures the number of
vehicles on the road versus the number of vehicles that thedroan handle based on its
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functional classification (arterial, collector, freeway, etc.) and design characteristics (hnumber of
lanes, signal spacing, etc.). A low V/C ratio suggests less congestion and delay and better average
speedperformance.

The curent achieved V/C ratios Orange Countgre as follows:
- | 2dzy 0@ g7RRS F no

- I NBlYy IBNBlF F no

- NondzNB Iy FNBIF F nd

The impact fee ratdéor the urban area is calculated based on the adopted LOS standards and
allows degradation of the system ta VV/Cratio of 1.00. However, as long as current achieved
V/Csupports it, the County may adopt a policy to base the fees batter V/C ratiothan the
adopted standard to limit or slow the degradation for geographm#tareas of the County,
creating a fee differentialThisapproach is used in the case of fees calculated for theurban

area of the county.

As illustrated on Map 1, Orange County currently has two separatdigggcts As mentioned
previously, he multi-modal fees in the urban area are based on the adopted {efrskrvice
standard Y/C of 1.00, reflecting the highr level of congestion in this area.

The roadways in the nearban 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 &//C of 0.90for nonurbanarea. Recognizing thiegher quality of service currently
provided in the norurban area, the County can elect to charge a higher fee in this area
(compared to the urban aread help preserve this higher achieved LOS. These adjustments are
applied to theaverage VMC per lamaile addedfor each fee area.

- Urban =9,000 1.00 =9,000

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

In the non-urban area, the fullO percentreduction would only be applied to residential, office,
and industrial land uses. These land uses generally demandrlomg 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 eapacity decrease of five (5) percent.
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Map 1¢ Current Transportation Impact FeRistricts
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Option 2

As part of this update, the existingban fee districtboundary was reviewed foa potential
expansion. Additionally, theemaining unincorporated county wasviewed, recognizing that
there are sukurban/transitioning areas and rural areasth different demographic and travel
characteristics.More specifically, as part of this analysis, Tindale Oliver reviewed the following:

T ¢KS /2dzyieQa /2y OdzZNNBy Oe ! t-MofaNFdrridok Pldha 9 DI
which addresses potential boundary changessthe urbandistrict;

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

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

Based on this analysias wellinput from Orange County stafthe following changes to the
existing fee districtsvere considered

Urban Fedistrict

Asmentioned previously, duringhe 2012 study, a mulinodal transportatbn impact fee was
developed for the urban aret® allow for flexiblity in spending impact fee revenues multiple
modesin an area of the County where pedestrian/bicycle and transit improvements were needed
to accommodate the dense development patteraround the City of Orlandolt is proposed

that, consistent with the 201Toncurrency Alternatives Evaluation Repditeurbanfee district

be extended to the northeast to capture the University of Central Florida, Full Sail University, and
Valencia College communities (see M3palong withadditional adjustments based omput

from the Countyrepresentatives Though rach of this area consists of single use residential
classification, the area is mostly bedltit, with only a limited number of the vacant residential
parcelsavailablefor new development, as illustrated in M&» Therefore, this area is likely to

be dominated by redevelopment projecis the future, which will increase the densities and
urban character of taarea. Therbanexpansion should also extend to the sowtst to include

the International Drive corridor which houses many tourist accommodations and-matial
amenities, as shown in Map

Additionally,as shown on Map &range County staff has recommended additiadjustments
to the urban area, based otie similarities oftypes and level oéxiging 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, Mittodal Corridor Plag Phase IIl, VHB 2017

TindaleOliver Orange County
September 2020 24 Transportation Impact Fee



- Added the area east of Orlando with SR 408 to the north aad~thTurnpike 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 interchaiigm the border of SR 417
Greeneway, SR 408 Ea¥est Expwy, and the SR 528 Beaehkixpwy

- Removed the area west of Orlando surrounding the intersection of Pine Hills Rd and SR 438.
CKAA I NBIF gAftft 06S AyOfdzZRSR |4 &Gadzomdz2NbBlyé F2I

Suburban/TransitioningeeDistrict

Theproposedtransitioning areasuburbanboundary is based on the existing Urban Service Area

(USA) boundary and the western portion of the counfyhe Orange County USA includes the
OSYGNIf LINI 2F GKS O2dzyie adzNNRdzy RAy3a GKS [ Al
and southern bandaries. 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 Maphis proposed transitioningraa is much more

congested than eastern rural area and exhibits different traweelditions.

As previously mentioned, a portion of the existing urban area (west of Orlando near the
AYGSNESOGUAZ2Y 2F tAYyS |1 Affa wR | ¥R F{2WJ moviLll OdiA
purposesas shown on Map.6

Rural Fedistrict

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.! & &dAK2g¢y Ay al L)l pX GKAA | NBIF Aa fl oSt
unincorporated land east of Orlando that is outside of the UBAe roadways in this area of the

County experience a very favorable lewéiservice with little to @ congestionas shown oiMap

5.

Map 6illustrates theproposed feedistrict boundaries.
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FeeDistrict Variation
As previous discussed for Option 1, the proposed fee district rate variation is based on the LOS
levels observedor each subarea which are measured in terms of V/C ratios

The current achieved V/C ratios are as follows:

- ')NBLY O0SELI YIRSR INBFO F no
- { dz0 dzZNb7#6Yy F n o

- wdzN> %8 F no

The multimodal fees irthe urban areaare based on the adopted levef-service standard\J{/C

of 1.00, reflecting the highar level of congestion in this area. The roadways in
suburban/transitioningarea are performing sligly better and roadways in the rural area are
performing much better, and in aeffort to maintain the higher levels of performance, a
differential capacity option was developed. This option usesVi&L of 0.9 for
suburban/transitioningarea and &//Cof 0.80for rural area impact fee calculations. Recognizing
the better travel conditions/higher LO&irrently provided in the transitioning and rural areas,
the County can elect to charge a higher fee in these areas (as comparedudotreared in an
effort to help preserve this higher achieved LOS. Tlaelestments are applied to the average
VMC per lane miladdedfor each fee district

- Urban =9,000 * 1.00 $,000

- Sulurban = 9,000 * 0.0=8,100

- Rural = 9,000 * 0.80%200

As discussegreviously 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 noma travel with
shorter trip lengths and the benefit they receive is more limited. Therefore, the retail uses are
estimated to receive anore limited capacity decrease of five (5) percent (for Suburlfae
District) and 10 percent (for RurgkeDistrict).

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 projectdthe SEData population projections are
comparable to low/medium average figurssm the latest BEBR population projectiénblsing

3 Bureau of Economic and Business Research; Volume 52, Bulletin 183, April 2019
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these projected volumeand¥ dzii dzZNB A YLINR dSYSyida ARSYGATFTASR Ay
Plan future V/C ratios for each fee district were estimated.

Urban Fee District
- Average annualpopulayp INRB gGK F nZnnt LISNE2Y A
- I @SNY 3S L yydz f LJ2LIGpercenh 2y INBGgGK NI S F

A ¥ 4 oA X

- t NRP2SOUSR1®nannn =x=k/ F

Suburban Fee District:
- 1 @SNY 3S tyydzrf LIRLIz I GA2Yy INRBgGK F cImcn LISI
- I @PSNI IS Fyydzr f L2 LREpercénh 2y INRGUK NI GS F wmo

A % 4 oA x

- tNRS2SOUSRO®ANNnAN *x/ F

Rural Fee District:
- I @SN IS Fyydzrf LRLMzFGA2y ANRGGK F mMpd LISNA:
- I @SNI IS Fyydzr f L2 LEBpercénh 2y INRGUGK NI GS F no

AAAAA

- tNRP2SOUSR Bann =xzk/ Ff noc

Given these higher congestion levels estimated for 20M@,durrent and projected V/C ratios
should bere-evaluated with each subsequent transportation impact fee updatertsurethat

new development is not being charged for a higher lefedervice than is being achieved.
Additionally, changes to capacigxpansion revenues (such as an increase inspartation
impact fee rates) can greatly alter the number of future projects that can be funded, affecting
the estimatedfuture V/C ratios.

TindaleOliver Orange County
September 2020 27 Transportation Impact Fee



Map 2 ¢ ProposedNortheastUrban Expansion Orange County: Concurrency Alternatives Evaluat®eport, Mult-Modal Corridor Plan Phase 3
Figure 1 - Alternative 2A: Map 1 (Northeast Map)
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Map 3 ¢ Vacant Parcels in Northeagirban Fee DistricExpansion Area
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