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Executive Summary

The Central Virginia Regional Action Plan for Coordinated Land Use and
Transportation Planning (the Action Plan) is a comprehensive plan for integrating land
use and transportation decisions in Central Virginia. This study is being performed in
response to one of the five key strategies identified in the Central Virginia Long-Range
Transportation Plan — Year 2030: to increase the coordination between land use and
transportation both within individual jurisdictions in the region and across the region as a
whole. In addition, the Central Virginia Metropolitan Planning Organization has
expressed a strong interest in proactively exploring the connections between land use and
transportation planning and in developing an approach that can be implemented starting
in the short term.

The goal of the recommendations in the Action Plan is to improve the coordination
between land use and transportation planning in the region in order to promote a high
quality of life, continued economic development, and an efficient and safe transportation
system. This goal touches on both land use (through quality of life and economic
development) and transportation, but it is important to note that the emphasis is on the
coordination between the two, or where they can and/or should overlap

While the study seeks to set forth a comprehensive program of actions to better integrate
land use and transportation planning, achieving this goal will be an ongoing process. An
important dialog was begun with the first regional planning forum that was held in May
2006 as part of this study, and the dialog has continued throughout the study. This report
documents the recommendations of the study consultant. The continued evolution of
these recommendations and their implementation will come from continuation of the
important transportation/land use dialog within the Central Virginia community.

Over the course of the study, input from the general public and stakeholders helped the
study team identify key challenges and concerns that the region is facing with respect to
transportation and land use. The key challenges that were identified as part of the study
process are summarized below.

Challenge #1: Address the impacts of the significant amount of new by-right
development that is taking place on properties that feed onto County secondary roads and
City local roads. Because much of this development is by-right (i.e., conforms to zoning
that is currently in place for the property), the typical local government approvals that
would be required for rezoning cannot be used as a tool for influencing the size, scope,
and traffic impacts of the development. This removes options for developer participation
in transportation improvements that are not either on or immediately adjacent to the
development site. This by-right development is putting increasing pressure on secondary
and local roads that are not configured to safely carry increased traffic loads.

Challenge #2: Preserve open space (rural areas, productive farmland, forests, etc.) in

order to preserve the region’s high quality of life. This will require enhanced land use
management by localities in the region.
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Challenge #3: Enhance land use planning to better address the following: increasing the
concentration of development within the region through clustering, steering development
away from areas that should be preserved for open space, increasing the amount of mixed
use development in order to reduce overall transportation requirements, retaining the
region’s relatively compact urbanized area and development patterns, and developing
activity nodes and neighborhood/village centers.

Challenge #4: Preserve and enhance the safety and functionality of major regional
transportation corridors through access management, better land use controls, and
consistent corridor treatments throughout the region. Increase the ability of
transportation corridors to support other modes of travel. Reduce pressures for strip
development, and increase the extent to which corridors reflect the context of their
surrounding land uses.

Challenge #5: Enhance the availability and viability of travel modes other than the
single-occupant motor vehicle in the region. Seek to expand transit service and develop
land use patterns that support such service, and increase the attractiveness and viability of
travel by walking and bicycling both for recreation and destination-oriented travel.

Challenge #6: Define the roles and responsibilities of the private sector in transportation
as well as land use planning. Increase guidance for the private sector on transportation-
efficient development, and increase the public awareness of the cost of services
(particularly the long-term transportation costs) to support development in remote areas.
This challenge also addresses the goals of seeking increased public/private cooperation
and partnerships.

Challenge #7: Increase regional cooperation and consistency at a number of levels,
including:
« Consistent requirements and procedures when working with the development
community
o Development of a regional vision for urban form and the location of major regional
facilities such as industrial parks and commercial centers
« Regional cooperation on a wide range of transportation issues, including roads, transit
expansion, and air travel.
« Long-term goals for regional revenue sharing.

Challenge #8: Continue to emphasize economic development within the region,
including an understanding of the importance of transportation in attracting and
sustaining economic development, and the substantial benefits of marketing the region as
a unified entity.

Challenge #9: Clarify the roles of local governments and the state in terms of land use
and transportation planning, and ensure that these roles evolve in a way that supports
better and more unified planning. Increase the availability of land use planning tools for
local governments in order to better match the transportation system’s capacity with land
use growth.
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Fifteen action recommendations were developed over the course of the study to address
the nine challenges described above. The action recommendations were organized into
five broad initiatives, and are summarized below:

Initiative #1 — More closely integrate regional long-range transportation planning
and local comprehensive land use planning.
1.A: Tie land use and transportation planning together through the establishment and
adoption of regional transportation overlays that highlight areas and land use features
that have particular transportation implications such as density, clustering, mix of
uses, etc.
1.B: Establish regional policies on the roles of the public and private sector with
respect to transportation in order to provide a regionally consistent foundation for
efforts such as public/private partnerships and public/private financial participation in
transportation improvements through tax incentives, proffers, and other mechanisms.
1.C: Incorporate additional levels of detail in transportation planning concepts in
order to support improved land use and site planning (including reservation of rights-
of-way) by both the public and private sectors.
1.D: Apply consistent access management standards to all major transportation
corridors in the region.

Initiative #2 — Increase the region’s policy and regulatory emphasis on the adequacy
of transportation facilities with respect to new development.
2.A: Provide increased information to local decision-makers on the transportation
impacts of new development through the adoption of regionally consistent
Transportation Impact and Conformity Reports (TICR). This process will mirror the
recently adopted Chapter 527 requirements of the Virginia Department of
Transportation.
2.B: Implement additional checklist-level reviews in the TICR process for land
development that falls within the region’s transportation overlays (described in
Action Recommendation 1.A above). This will provide decision-makers with
information on site features that have the potential to reduce overall travel (i.e., mixed
use, support for transit and/or rideshare, etc.).

Initiative #3 — Adjust the roles and responsibilities of local governments and the
state with respect to local/secondary roads and primary roads.
3.A: Increase local control of the planning, design, and construction of local and
secondary roads (funding would continue to come from the state).
3.B: Increase the role of the state in managing primary transportation corridors
through coordinated efforts with local governments to match land use features in
these corridors (including zoning, site plan requirements, etc.) to transportation
features such as access point designation and design.

Initiative #4 — Increase the state’s participation in comprehensive planning through

the provision of expertise and support to localities on land use, economic
development, and transportation planning issues.
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4.A: Develop a statewide policy-level comprehensive plan that includes support for
enhanced integration between land use and transportation planning.

4.B: Provide expertise and support to local governments on land use planning,
integrating land use plans with transportation plans, promoting economic
development in transportation-efficient areas, and coordinating with VDOT and other
agencies in efforts such as the advance purchase or rights-of-way for major

transportation projects.

4.C: Provide support from the state level for the development and implementation
(through enabling legislation) of additional planning tools for local governments.
Such tools could include adequate public facilities ordinances, concurrency laws,
enhanced zoning powers, as well as measures to reduce, minimize and/or streamline
private sector regulatory burdens.

4.D: Ensure that the land use and economic development implications of
transportation projects are included in all presentations to the Virginia General

Assembly.

Initiative #5 — Expand the region’s roles and responsibilities in transportation.
5.A: Regional participation, where appropriate and requested, in reviews of the
Transportation Impact and Conformity Reports.
5.B: Increased transportation planning support (transportation modeling and
forecasting, mapping, and analysis) to local governments in order to assist in defining
and quantifying the transportation implications of land development, zoning patterns,

etc.

5.C: Continue to advocate and seek funding for implementation of the region’s
Blueway and Greenway plan.

5.D: Ultimately seek to increase the unity and economic strength of the region
through the establishment of a regional transportation authority.

Exhibit ES-1 highlights how the action recommendations provide solutions to the
region’s key transportation/land use challenges. In most cases, solutions to the
challenges are provided by a package that includes multiple action recommendations.

Exhibit ES-1

Summary of Regional Challenges and Action Recommendations

Regional Transportation/
Land Use Planning Challenge

Regional Action Plan Recommendation that
Addresses the Transportation/Land Use Challenge

Challenge #1
New by-right development

adding traffic to strained
secondary and local roads

1.A Regional overlays for rural preservation would support changes in
zoning to reduce development in areas not served by primary roads or
otherwise planned for such development.

1.B Regional policies on public and private roles in transportation
would support increased participation by the private sector in improving
secondary roads.

2.A Transportation impact/conformity reports would require that larger
developments quantify transportation impacts in order to better inform
decision-making by local authorities.

3.A Increased local responsibility and control of secondary roads would
enhance local support for better aligning by-right zoning with available
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Exhibit ES-1

Summary of Regional Challenges and Action Recommendations

Regional Transportation/
Land Use Planning Challenge

Regional Action Plan Recommendation that
Addresses the Transportation/Land Use Challenge

transportation capacity.

4.B, 4.C A state planning office would support localities by assisting in
integrating land use and transportation by guiding economic
development to transportation-efficient locations. This office would also
provide a voice for supporting legislation at the state level to increase
local government powers with respect to requiring adequate public
facilities for new development.

Challenge #2
Preserve open space

1.A Regional overlays for rural preservation support not investing in
capacity improvements within rural preservation areas, or ensuring that
new capacity does not incorporate the uncontrolled access that can create
pressures for additional development. The regional overlays also
support longer-term changes in zoning to reduce development in areas
not served by primary roads or otherwise planned for such development.
It is important to note that the proposed regional overlays represent what
is currently included in local jurisdiction Comprehensive Plans.

2.A Transportation impact/conformity reports would require that larger
developments quantify transportation impacts in order to better inform
decision-making by local authorities.

3.A Increased local responsibility and control of secondary roads would
enhance local support for better aligning by-right zoning with available
transportation capacity.

5.B Regional mapping of rural preservation areas provides the basis for
a common regional vision for the location of growth areas and
preservation areas.

Challenge #3
Increased land use density,

clustering, and mixed uses

1.A Regional transit-supportive and neighborhood/village center
overlays encourage the development of higher density, mixed, and
clustered land uses in areas supported by existing and proposed
transportation facilities.

1.C Increased detail in developing transportation planning concepts in
high priority corridors will assist both land use planners and property
owners/developers in detailed planning efforts (such as building location
decisions and other site plan details such as pedestrian facilities, parking,
etc.).

2.B The requirements of the transportation impact/conformity process
will provide local decision-makers with the information to encourage
and/or require site plans that support walking, bicycling and transit, as
appropriate.

3.B An increased state role in managing major transportation corridors
as well as land uses within these corridors (through cooperative planning
with local governments) will assist in developing land use patterns that
are more clustered and minimize the extent of strip development.

Challenge #4
Preserve and enhance the safety

and functionality of major
regional transportation
corridors

1.A Tie-ins between land use and transportation planning provided by
the regional transit supportive overlays (that follow the region’s key
primary roads) will support clustered development and discourage strip
development that results in high numbers of new access points.

2.B The transportation impact/conformity process will provide local
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Exhibit ES-1

Summary of Regional Challenges and Action Recommendations

Regional Transportation/
Land Use Planning Challenge

Regional Action Plan Recommendation that
Addresses the Transportation/Land Use Challenge

decision-makers and VDOT with the information to encourage and/or
require site plans that support walking, bicycling and transit, as
appropriate.

3.B The highly integrated transportation and land use plans that VDOT
and local governments would develop as part of this initiative would
guide both agencies in cooperative efforts to manage access as well as
land development that can adversely affect the roadway’s safety and
functionality.

Challenge #5
Enhance the availability and

viability of travel modes other
than the private automobile

1.A Regional transit-supportive and neighborhood/village center
overlays will support development densities, clustering, land use mixes,
and site plan features that support travel by walking, bicycling, and
various forms of transit.

2.B The transportation impact/conformity process will provide local
decision-makers and VDOT with the information to encourage and/or
require site plans that support walking, bicycling, and transit as
appropriate.

3.B The highly integrated transportation and land use plans that VDOT
and local governments would develop as part of this initiative would
incorporate features to support long-term transit service in major
regional corridors, as well as accessibility by walking and bicycling,
where appropriate.

5.C The region’s Greenway and Blueway Plan serves as a guiding
document for the enhancement of trails for walking and bicycling.

Challenge #6
Define public and private roles

in transportation

1.B A regionally consistent policy stating that the private sector has a
partnership role with the public sector in both land use and
transportation will serve as a policy foundation for follow-on procedures
and/or regulations that individual jurisdictions could adopt.

2.A The transportation impact/conformity process highlights for both
the private sector as well as local governments the impacts that new
development has and the potential costs of providing transportation
improvements that mitigate those impacts. This additional information
will assist in enlightening transportation and land use discussions within
local governments and potentially lead to the development of
appropriate procedures, cost sharing, etc. in order to ensure that the
transportation system can adequately and safely accommodate new
development.

4.B, 4.C A state planning office can support local governments in
assessing the impacts of new development, including major economic
development projects, assist in providing analysis, and provide support
for increased local powers with respect to local land use regulations.

Challenge #7
Increase regional cooperation in

land use and transportation
planning, as well as economic
development

1.A The regional transportation overlays reflect a regional vision of land
use patterns in conjunction with transportation features. Updates to the
overlays would be performed at the regional level to reflect changes in
local comprehensive plans as well as the regular five-year update to the
region’s long-range transportation plan.

3.A The potential costs of increased local responsibility for secondary
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Exhibit ES-1

Summary of Regional Challenges and Action Recommendations

Regional Transportation/
Land Use Planning Challenge

Regional Action Plan Recommendation that
Addresses the Transportation/Land Use Challenge

and local roads may be shared and minimized through cooperative
regional efforts that mirror current regional agreements related to solid
waste and public safety.

5.A At the discretion of localities (and with funding provided by the
localities), the Local Government Council could assist in reviewing the
proposed Transportation Impact/Conformity Reports.

5.B This action recommendation includes increased support for
transportation planning through enhanced transportation and land use
databases, as well as mid-term recommendations for a regional
transportation authority.

Challenge #8
Emphasize continued economic

development within the region

4.B This action recommendation includes state technical and policy
support for local governments related to both land use and transportation
planning, in support of economic development.

5.D Long-term goals for a regional transportation authority will further
integrate the region, providing benefits to both the region itself and to
potential new employers seeking to locate in the region.

Challenge #9
Clarify the roles of local

governments and the state in
terms of land use and
transportation planning

2.A This action recommendation incorporates VDOT’s recently adopted
Chapter 527 traffic impact review process, which requires that VDOT
provides local governments with assessments of the impacts of new
development (over certain size thresholds). These assessments are
intended to better inform the local land use decision-making process.
3.A, 3.B This action recommendation seeks to combine responsibilities
for both the transportation and land use planning to either the local or
state government based on the functionality of roadways. Localities
would take increased responsibility for the local roads that carry
primarily local traffic, while the state’s responsibility would increase for
primary roads that serve more regional and statewide travel needs.

4.B The state planning office function described in this action
recommendation would provide support to local governments in
enhancing their capabilities and expertise with respect to land use
planning.
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Chapter 1: Study Background
1.1 Introduction

The Central Virginia Regional Action Plan for Coordinated Land Use and
Transportation Planning (the Action Plan) is a comprehensive plan for integrating land
use and transportation decisions in Central Virginia. The product of a 14-month study
that incorporated public and stakeholder input at public meetings and regional planning
forums as well as extensive research and analysis, the Action Plan identifies concrete
steps that can be taken to make the region’s transportation system more efficient and
safer, offer more mobility choices; and to promote land development patterns that can
better serve future needs, be more efficient, and promote the local economy and quality
of life. This study was performed by Virginia’s Region 2000 Local Government Council,
in association with the following agencies:

= City of Lynchburg

= Amherst County

= Bedford County

= Campbell County

= Town of Amherst

= Central Virginia Metropolitan Planning Organization (MPO)

= Virginia Department of Transportation (VDOT)

= Virginia Department of Rail and Public Transportation (VDRPT)

= Federal Highway Administration

= Federal Transit Administration

= Greater Lynchburg Transit Company

At its January 2005 meeting, the Central Virginia Metropolitan Planning Organization
(MPQ) expressed a strong interest in proactively exploring the connections between land
use and transportation planning and in developing an approach that could be implemented
starting in the short term. This study, performed with a grant from the Commonwealth of
Virginia, is the result of that initial interest by the MPO. The intent of the study was to
identify and develop implementation strategies that change the “business-as-usual”
approach that Central Virginia has to land use and transportation planning, and to assess a
wide range of possible approaches to guide the development of regional land use and
transportation infrastructure.

The study is set against a backdrop of substantial growth within the Central Virginia
region: recent newspaper headlines describe major housing developments being built on
secondary roads that are ill-equipped to handle increased traffic, continued limitations in
transportation improvement funds, and substantial public sentiment in support of better
growth management and for widening the range of transportation options in Central
Virginia beyond the single occupant car. Local opinion is mirrored at the state level as
well, as evident by the substantial public and political interest throughout the
Commonwealth on better integrating land use and transportation planning. This interest



is also reflected in pending legislation in the General Assembly as well as initiatives from
the Governor’s office.

1.2  Study Area

The area covered in this study includes the City of Lynchburg, the Town of Amherst, and
the Counties of Amherst, Bedford and Campbell. The urbanized portion of the Central
Virginia region, encompassed by the Central Virginia Metropolitan Planning
Organization (MPQ), is a subset of the Action Plan study area.

1.3  Study Goal

The goal for this study and of the Action Plan’s recommendations is to improve the
coordination between land use and transportation planning in the region in order to
promote a high quality of life, continued economic development, and an efficient and
safe transportation system. This goal was identified by participants in regional planning
forums that were held as part of the study, and was refined by the study’s steering
committee. Obviously, this goal touches on both land use (through quality of life and
economic development) and transportation, but it is important to note that the emphasis is
on the coordination between the two, or where they can and/or should overlap. There are
many schools of thought in land use planning that advocate various development
patterns, with proponents and opponents of each. Similarly, there are transportation
professionals who support one type of transportation over another. To the extent
possible, however, this study sought to avoid particular theories and catch-phrases like
“smart growth” and focuses on the interaction between the two disciplines, seeking
efficiencies and synergies across the two.

1.4  Study Process

The study consisted of eight phases ranging from brainstorming to developing specific
plans for individual jurisdictions, to testing concepts at the individual corridor level.
Specific elements of the study included:

e Brainstorming and research included an extensive literature review, as well as
public and stakeholder involvement at two regional planning forums (held in
May and September 2006).

e Analysis of concepts included the listing, testing, and ranking of
recommendations and assessing overall implementation issues.

e The development of a regional action plan in concert with local planning staff
and local jurisdiction planning commissions. This process included
identifying specific locality action items, recommending transportation
components for local jurisdiction comprehensive plans, and identifying
recommendations related to major regional transportation corridors.



1.5  Report Organization

This report is organized as follows: Chapter 2 summarizes existing conditions within the
region in terms of transportation, demographics, and land use; and highlights some of
current trends. Chapter 3 describes the key land use and transportation challenges that
the region is facing, as identified by various stakeholders and the general public at
regional planning forums. The subject of integrating land use and transportation is
complex, and Chapter 3 also touches on the challenges that are being faced by the
planning profession as a whole in better integrating land use and transportation planning
(a full discussion of some of these issues is included in Appendix A). Detailed
descriptions of the study’s action recommendations are included in Chapter 4, with
discussion on specific regional transportation corridors in Chapter 5. Chapter 6 includes
a discussion of implementing the action recommendations, including proposed local
government actions and follow-on activities by a regional Working Group.



Chapter 2: Existing Conditions and Trends

Where people currently live and work, and how they get around in Central Virginia,
provided the starting point for the study. The land use patterns and the transportation
system reflect the history of the region’s development, starting with relatively dense
settlement near the original Lynch’s ferry on the James River that was at a more walkable
scale, to a range of later settlement patterns which included streetcar suburbs and car-
oriented shopping centers and residential subdivisions. In identifying proposed action
recommendations, the study also considered not only what is on the ground today, but
also current trends — such as accelerating growth, increasingly large subdivisions, aging
population, and significant limitations in transportation funding.

2.1  Study Area Geography and Population

The area encompassed by this study consists of the City of Lynchburg, the Town of
Amherst, and the Counties of Amherst, Bedford, and Campbell. The area covers just
under 1,800 square miles and was home in 2005 to an estimated 218,000 persons’. As
shown in Exhibit 1, over 60 percent of the study area’s population is split relatively
evenly between the City of Lynchburg and Bedford County, while 24 percent is in
Campbell County and 15 percent is in Amherst County. Since 1960, the study area
population has increased by 67,000 persons, representing an overall growth rate of just
over 1 percent per year. This annual growth rate also occurred during the 1990’s
although, as shown in Exhibit 2, a disproportionate share of the region’s growth during
the decade occurred in Bedford County which grew by over 32 percent. Since the 2000
Census, estimates by the US Census Bureau continue to indicate steady growth in the
range of 1 percent annually in each of the study area’s jurisdictions.

Exhibit 1
Population Distribution in the Study Area
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! The study area is a subset of the geographic area covered by Region 2000, which also includes the
Appomattox County.



Exhibit 2
Population Growth in the Study Area
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Moderate but steady growth is one of several demographic characteristics that serve to
not only describe the study area but also to highlight some of the opportunities and
challenges that the region faces. Continued population and employment growth in the
region has resulted in increased congestion, a trend that is expected to continue. In
addition, local planners report that the size of residential developments is continuing to
grow, and many of these developments are being developed or proposed to be developed
along often substandard secondary roads. The Central Virginia region encompasses both
a medium-sized city as well as rural areas, and the description below from a recent
Federal Highway Administration document reflecting national congestion trends is
certainly applicable:

“Based on current trends, a medium-sized city should expect its congestion to be as bad as, or
worse than, that currently experienced by a large city. The rate of congestion growth has been
greater in rural than in urban areas, portending increased congestion in communities of all sizes.”
Congestion Pricing: A Primer (Federal Highway Administration Office of Transportation
Management, December 2006).

The size and development patterns in the study area do present one area of opportunity in
terms of supporting development patterns that are more compact and transportation-
efficient. Despite being ranked 361 out of the 396 urbanized areas in the United States in
terms of population density, the region ranks in the top 50 percent in terms of the
percentage of population that is located within the “central place”, or the population
center of the region. With 67 percent of the population within the central place, the
Central Virginia/Lynchburg urbanized area has significantly less existing sprawl than
many other communities in America. Exhibit 3 illustrates this statistic in comparison to
several other cities in Virginia and on the east coast.



Exhibit 3
Percent of Population Within “Central Place”
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2.2  Regional Travel Patterns

Travel patterns in many urbanized areas in the United States, particularly for work trips,
have become increasingly dispersed. Traditional suburb to center core commuting
patterns have been replaced by a geographically diffuse mix of suburb to suburb, suburb
to core, core to suburb (reverse commuting) travel patterns that are difficult to
accommodate with traditional transit services. Within the Central Virginia study area, 60
percent of major commuter flows are centered on the City of Lynchburg (see Exhibit 4).
Similar data on flows for other trip types, including shopping and recreational trips, is not
available, but substantial portions of the region’s retail and commercial land uses are
within or adjacent to the City. These somewhat centralized travel patterns also provide
both a potential opportunity and a transportation/travel demand pattern upon which to
build.



2.3

Exhibit 4

Regional Commuter Flows

Daily

Commuter

Trip Endpoints Trips
Lynchburg Lynchburg * 22,732
Campbell Lynchburg 13,391
Campbell Campbell * 9,384
Bedford Lynchburg 8,991
Ambherst Lynchburg 7,020
Bedford Bedford * 6,749
Ambherst Ambherst * 6,688
Bedford Campbell 2,580
Ambherst Campbell 1,620
Ambherst Bedford 675

Source: US Census,

Transportation System

2000 Journey to Work data
* - These represent travel that takes place entirely
within the jurisdiction shown.

The study area contains approximately 3,040 roadway miles, of which 69 percent are
county secondary roads and an additional 12 percent are urban streets in the City of
Lynchburg. The remaining 19 percent of study area road miles are primary roads. As
shown in Exhibit 5, Bedford County is not only the largest jurisdiction in terms of land
area, but also has the largest number of roadway miles. Each of the counties in the region
has about 1.5 roadway miles per square mile. The City of Lynchburg has approximately

Exhibit 5
Land Area and Roadway Miles by Jurisdiction
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nine roadway miles per square mile, reflecting its urban character. In a relative sense,
however, even Lynchburg has a relatively low roadway density: as a point of comparison,
Washington DC has about twice as many roadway miles per square mile of area.

Transit service in the study area is primarily provided by the Greater Lynchburg Transit
Company and is largely focused on the City of Lynchburg, with some service in southern
Ambherst County (in Madison Heights) and some incidental mileage in Bedford and
Campbell Counties. Within the City, some level of transit service is provided on 82
miles of roadway — the service covers about 19 percent of the total roadway miles in the
City. Again for comparison purposes, the percent of roadway miles with transit service
in Washington DC is 26 percent.

2.4  Jobs-Housing Balance

Jobs-housing balance is a measure of the separation in terms of distance between
employment and residential areas. An imbalance in jobs-housing suggests that large
numbers of people within a region are commuting relatively long distances to get to
work. In terms of integrating land use and transportation, a good balance is desirable.
Exhibits 6 and 7 illustrate areas where the number of households exceeds the number of
jobs (Exhibit 6) and where the number of jobs exceeds the number of households (Exhibit
7). While Exhibit 6 highlights some predominantly residential areas in the counties
surrounding Lynchburg, the checkerboard pattern in both maps suggests a generally good
geographic jobs-housing balance.

2.5 Summary

To a large extent, the Central Virginia region successfully integrates land use and
transportation. Most of the existing transportation infrastructure is located in areas of
higher population and employment densities, and the area has not yet experienced the
sprawling growth that characterizes many, if not most, of the larger metropolitan areas in
the country. Some of the current regional trends in both land use growth and
transportation, however, highlight the need for better integration of these two planning
disciplines. The current match between land use and transportation is a function of the
history of the region, and it is likely that increasing growth pressures will bring to light
the limited coordination between land use and transportation planning that has brought
both sprawl types of growth and high levels of congestion to other areas.

The next chapter describes the challenges that study participants identified over the
course of several regional planning forums. In general, both the analysis of existing
conditions and the input received at the study’s regional planning forums highlight the
fact that many of the land use and transportation aspects of the region work well today,
but that measures are needed to ensure that the region continues to “work” so that the
high quality of life and continued economic vitality are maintained and enhanced.



Exhibit 6
Areas Where Households Exceed Jobs
(Difference Between Number of Households and Number of Jobs -- Data Available
Within the MPO Area Only)
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Note: Areas with higher color intensity are those where the number of households
exceeds the number of jobs by the largest amount.



Exhibit 7
Areas Where Jobs Exceed Households
(Difference Between Number of Jobs and Number of Households -- Data Available
Within the MPO Area Only)
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Note: Areas with higher color intensity are those where the number of jobs exceeds the
number of households by the largest amount.
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Chapter 3: Regional Land Use and Transportation Challenges

The challenges for integrating land use and transportation planning include broad issues
related to differences that are intrinsic to the two disciplines (such as differing goals,
implementation timeframes, implementing agencies), and issues that relate more
specifically to Central Virginia (these include characteristics of particular corridors,
uneven growth pressures, local goals for the preservation of open space, etc.). The study
process and recommendations were developed to identify and then specifically address
both types of challenges. Broader planning discipline issues were identified through
literature reviews and other research, and through several regional planning forums that
solicited input from local stakeholders and national experts. More localized issues were
identified through the planning forums (held in May and September 2006, and in March
2007) that were attended by government and elected officials, members of the business
community and other regional transportation stakeholders.

3.1 Land Use and Transportation Planning Challenges

The interaction between transportation and land use planning is complex and is the
subject of ongoing academic debate. Based on a comprehensive literature review, this
study identified five aspects where differing goals, objectives, and approaches result in
different, sometimes conflicting approaches between the two disciplines. These aspects
are described briefly below; a more complete discussion is included in Appendix A of
this report.

Timescale Considerations: Mismatches in timing between land development and
transportation can occur in several ways. Often, development occurs first and it then
takes many years for the traffic effects of this development to be felt, and for
transportation projects to be planned, designed, funded, and then constructed. An
opposite mismatch in timing occurs when a new roadway is built and it then takes many
years for development that can take advantage of the new road to occur. These timing
mismatches create challenges in integrating the two disciplines.

Geographic Considerations: Transportation is clearly a regional concern — roads cross
jurisdiction boundaries, transit systems often do, and the customer base for airports and
other intercity travel modes often encompasses many jurisdictions. Land use, by
contrast, is more tied to a jurisdiction — regional impacts such as spillover traffic are felt
through regional impacts such as transportation. This mismatch creates a wide range of
issues related to implementation, funding, and coordination.

Considerations Related to Lines of Authority: This aspect relates closely to the
geographic mismatches described above and is best illustrated by the fact that, in
Virginia, land use decisions are the prerogative of local governments while many
transportation decisions are made at the state level.

Considerations Related to Differing Stakeholder Goals: Land use planning and
transportation planning are most often performed by different agencies and by staff
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trained in very different ways — land use planners typically have more of a liberal arts or
design background, while transportation professionals quite often come from an
engineering background. For example, transportation goals frequently relate to mobility
and safety; land use goals relate to scale and esthetics. Integrating and facilitating
communication between various stakeholders is key to addressing this mismatch.

Public and Private Sector Considerations: In general, the public sector is responsible
for the funding and construction of transportation facilities, while the private sector is
responsible for constructing most development. Governments directly implement
transportation projects, while their function with respect to land development is more
regulatory. These mismatches create tension that affects areas such as funding,
regulation, extent of private sector involvement in transportation funding, and appropriate
government roles in the development process.

3.2  Region-Specific Challenges

Challenges that relate more specifically to the Central Virginia region were identified as
part of the study’s stakeholder involvement process. As indicated above, this process
included three regional planning forums, meetings with local jurisdiction planning
commissions, individual meetings with local jurisdiction planning staff, and monthly
meetings with the study committee (which consisted of local jurisdiction planning and
transportation staff). Additional details on the stakeholder involvement process are
included in Appendix B.

The regional challenges identified by stakeholders were organized into nine general
areas; these are summarized below.

Challenge #1: Traffic Growth from By-Right Development

For the three counties within the study area (Amherst, Bedford, and Campbell),
substantial amounts of new development are taking place on properties that feed onto
County secondary roads. Much of this development is by-right (i.e., conforms to zoning
that is currently in place for the property), so the typical local government approvals that
would be required for rezoning cannot be used as a tool for influencing the size, scope,
and traffic impacts of the development. This removes options for developer participation
in transportation improvements that are not either on or immediately adjacent to the
development site. With extremely limited funding for new road construction by VDOT,
traffic generated by this by-right development is putting increasing pressure on secondary
roads that are not configured to safely carry the increased traffic loads.

Challenge #2: Open Space

The region’s open space was consistently cited by participants in study planning forums
as one of the key features that contributes to the region’s high quality of life.

Preservation of this open space was cited as a priority goal for the region, and there was a
strong desire for enhanced land management to achieve this goal.
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Challenge #3: Land Use Density, Clustering, and Mixed Uses

Continued growth and economic development is also a key goal for the region, and
maintaining such growth while preserving open space requires that growth be
concentrated in particular areas. As described in Chapter 2, the region currently has a
relatively compact urbanized area, and efforts should be made to focus development
within these urbanized areas, as well as other areas that are planned for such densities
(such as key activity nodes and neighborhood/village centers). Increased clustering,
along with higher densities, was also cited as a goal that would support more efficient
transportation, including support for walking, bicycling, and transit. Similarly,
construction of more mixed-use development, which supports a lifestyle conducive to
walking, was cited by many study participants as a worthwhile goal.

Challenge #4: Preservation and Enhancement of Safety/Functionality of Major
Transportation Corridors

The region’s major transportation corridors currently serve the mobility and commerce
needs of the region relatively well, but increased growth and limited transportation funds
are putting pressure on these facilities. Access management can enhance the safety of
these roadways and extend their functional life by limiting conflict points, and reducing
the number of new traffic signals that slow traffic flow. Other goals cited for the region’s
major corridors include a consistent visual look for the corridors (including signage)
throughout the region, better support for travel by walking, bicycles, and transit, and
efforts to reduce the proliferation of strip development along these important corridors.

Challenge #5: Availability and Viability of Non-Automotive Travel Modes

While the single-occupant car is by far the major mode of travel in Central Virginia,
study participants cited the need to increase the viability of non-automotive travel options
in the region. Higher gas prices, reduced roadway funding, an aging population, and
increased interest in more healthy modes of travel — all are trends that were cited as
reasons to support other modes of travel through land use and transportation planning.
Study participants cited specific goals to expand transit service and develop land use
patterns that support such service, and to increase the attractiveness and viability of travel
by walking and bicycling both for recreation and destination-oriented travel.

Challenge #6: Public and Private Sector Roles in Transportation

In Central Virginia today, the typical pattern is for the private sector to construct houses
and commercial establishments, while the public sector constructs transportation
improvements. For major portions of the state, particularly higher growth areas, the
private sector plays a much bigger role in funding and constructing transportation
improvements. Many study participants believe that, as growth pressures increase in the
region, the private sector will need to play a bigger role in transportation, and that the
roles and responsibilities of the public and private sectors needed to be more clearly
defined. While these roles include funding and construction of transportation facilities,
they also extend to other aspects including the need for increased active participation by
the private sector in the land use planning process, increased guidance by the public
sector on transportation-efficient development, increased public/private partnerships, and
an overall increase in awareness by all sectors and the general public of the cost of
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providing services (particularly the long-term transportation costs) to support
development in remote areas.

Challenge #7: Regional Cooperation for Land Use and Transportation Planning
Transportation systems typically extend beyond jurisdictional boundaries, making
transportation a regional issue. The regionalism of transportation has been recognized for
many years in federal government transportation legislation by the important role that the
Metropolitan Planning Organizations (MPOs) have been given in transportation planning.
Study participants highlighted several specific goals for regional cooperation, including:
« Consistent requirements and procedures when working with the development
community
« Development of a regional vision for urban form and the location of major regional
facilities such as industrial parks and commercial centers
« Regional cooperation on a wide range of transportation issues, including roads, transit
expansion, and air travel.
« Long-term goals for regional revenue sharing.

Challenge #8: Economic Development

The importance of economic development and job creation is a high priority in Central
Virginia and it is recognized that transportation plays an important part in economic
development. On the land use planning side, study participants cited concerns that too
much regulation can stifle the region’s economic development, so a balance is very
important. Study participants also highlighted regional consistency and regional
cooperation, and the substantial benefits of marketing the region as a unified entity.

Challenge #9: State and Local Government Roles in Land Use and Transportation
The standard refrain in any discussion about land use and transportation in Virginia is:
“localities control land use and the state controls transportation.” This division creates an
underlying disconnect between the two disciplines, and study participants repeatedly
cited the need to bridge this disconnect. A need was cited to both clarify roles of
localities and the state, and to ensure that these roles evolve in a way that supports better
and more unified planning. Other specific needs that were cited include more land use
planning tools for local governments in order to better match the transportation system’s
capacity with land use growth.
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Chapter 4: Recommended Regional Actions

This chapter describes the proposed regional actions for better integrating land use and
transportation. As noted previously, this study sought to initiate a regional dialog on
better integrating land use and transportation; a dialog that formally began with the first
regional planning forum that was held in May 2006. The recommendations in this
chapter are those of the study consultant and reflect not only the results of planning
analysis and research, but also the progress of a year of dialog that included planning
professionals, local jurisdiction planning commissions, and a variety of stakeholders. Of
necessity, the recommendations reflect a snapshot in time — at the date of this report’s
publication. Further evolution of these recommendations, and their implementation, will
come from continuation of the regional dialog. As will be described more fully in
Chapter 6, one of the key mechanisms to keep the dialog moving is the establishment of a
Working Group, comprised of regional planning staff, working with appointed and
elected officials, that will refine and implement the recommendations. The Working
Group will be charged with prioritizing initiatives, shepherding their implementation, and
continuing an education process for the general public, appointed and elected officials,
and other key stakeholders. For several of the recommendations described in this
chapter, specific references are made to activities that would be charged to the Working
Group.

The action recommendations described in this chapter are organized into five broad
initiatives:

1. More closely integrate regional long-range transportation planning and local
comprehensive land use planning;

2. Increase the region’s policy and regulatory emphasis on the adequacy of
transportation facilities with respect to new development;

3. Adjust the roles and responsibilities of local governments and the state with
respect to local/secondary roads and primary roads;

4. Increase the state’s role in comprehensive planning, both through a policy-level
statewide comprehensive plan as well as through the provision of services and
expertise to localities on land use and transportation planning issues; and

5. Expand the region’s roles and responsibilities in transportation.

4.1 Initiative #1: More closely integrate regional long-range transportation
planning and local comprehensive land use planning.

The objective of this initiative is to strengthen direct ties between transportation planning
documents such as the region’s long-range transportation plan and local planning
documents and activities (such as comprehensive plans, zoning ordinances, and
development review procedures). This integration will be accomplished through several
action items, including the development and adoption of regional transportation overlays,
the development and adoption of regional policy statements on public and private roles in
transportation infrastructure, follow-on activities to the transportation planning process to
develop additional levels of design detail to support more specific land use planning
activities (such as preserving rights-of-way through setbacks).
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Action Recommendation 1.A: Regional Transportation Overlays

The major action recommendation related to Initiative #1 is the development and
adoption of regional transportation planning overlays. The overlays encompass key
areas, on a local and coordinated regional basis, where the transportation/land use
connection needs to be emphasized in land planning (including comprehensive plan
updates, zoning changes and re-zonings), transportation planning, and as part of new
development and/or redevelopment activities. In cooperation with local jurisdictions,
regionally consistent overlays have been developed to identify specific considerations
that need to be taken into account as part of both land use and transportation planning,
and to geographically pinpoint these areas. The overlays would have three primary uses:

1. Establish areas where additional analysis would be required for new development
in order to address particular areas of emphasis within the overlay (guides the
Transportation Impact/Conformity Review, or TICR, process described in Section
4.2),

2. Provide feedback into the Comprehensive Plan development process for each
locality on areas where land uses and land use patterns should specifically
consider transportation considerations; and

3. Guide regional transportation planning by feeding back into the long-range
transportation plan development process.

Preliminary mapping of the overlays are included in Exhibits 8-11, and the specific
overlays are described below.

Transit-Supportive Overlay: This overlay would encompass areas of moderate to high
density and also include a one-mile wide band along major regional corridors (Routes 29,
460, 501) as well as other corridors within more urbanized areas (i.e., Route 221 through
Forest). In conjunction with the TICR process as well as roadway improvement plans,
the definition of this overlay would seek to implement land use and transportation
features that could support transit, ridesharing, and other alternatives to single-occupant
car travel over the long term.

Neighborhood/Village Center Overlay: This overlay would encompass areas of focused
activity such as urban neighborhoods and rural village centers to promote walking,
bicycling, and small-scale public space quality. Transportation features within these
overlay areas should also include designs to minimize traffic speeds and to seek overall
reductions in vehicular travel. As with the Transit-Supportive Overlay, this overlay
would be implemented partially through the TICR process.

Rural Preservation Overlay: This overlay seeks to identify areas where transportation
improvements would be minimal and development should be controlled in order to
reduce or eliminate the need for transportation improvements. The boundaries of this
overlay will follow the boundaries of local rural preservation planning areas.

16






Exhibit 11
Preliminary Regional Transportation Overlays:
City of Lynchburg
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The neighborhood/village center overlays and the rural preservation overlays shown in
Exhibits 8-11 were derived from existing locality Comprehensive Plans.

While not prepared as part of this study, additional overlays could be developed in the
future to highlight areas where transportation can enhance and support land
redevelopment. Methods to divert higher volumes and higher-speed traffic can assist in
efforts to redevelop residential areas, while efforts to enhance accessibility for employees
and goods can support redevelopment of commercial areas. The redevelopment overlays
would highlight regional priority areas where transportation investments could support
redevelopment efforts.

Implementation and Funding: The regional overlays described above have been
developed at an initial level. The implementation process would start with the regional
Working Group that would refine and then work towards the adoption of regional
transportation overlays and policy statements into locality Comprehensive Plans. Beyond
implementation, maintenance of the overlay mapping would be a joint effort of the
region, localities, and/or other parties hired to assist either the region or localities in
developing or updating either transportation or land use plans. For example, required
five-year updates to the MPQ’s federally mandated long-range transportation plans
should incorporate an explicit task for incorporating necessary changes (that result from
new projects) into the regional overlay mapping. Because this mapping directs local
efforts with respect to planning and development review, it will be necessary for updates
to be adopted as amendments to the Comprehensive Plan and/or zoning ordinance by
appropriate local governments.

Action Recommendation 1.B: Establish Regional Policies on Public and Private Roles
with Respect to Transportation Infrastructure

As described in Chapter 3, both the public and private sector play important roles in the
transportation system. These roles vary by area, with the private sector participating in
constructing and funding transportation infrastructure in fast-growing areas. As the pace
of growth increases in Central Virginia, the region would benefit from a consistent
approach and policy towards private participation in the transportation improvements.
Recent experience with attempts to establish a proffer system in Campbell County
suggest that clear regional policies would both clarify and provide a foundation upon
which each of the local governments in the region could build. These regional policies
will state the role and importance of the private role, the extent to which the private
sector should be expected to contribute to needed infrastructure, and also define the role
of the public sector. Suggested wording for a regional policy statement, recommended
for adoption by each of the jurisdictions in the region, is included in Exhibit 12.

The State of Virginia currently enables localities to develop guidelines for voluntary cash
proffers from developers as part of the rezoning process. All of the jurisdictions within
the study area meet the criteria for implementing such a system. Cash proffers are
intended to offset the infrastructure demands of increased development and can apply to a
wide range of public facilities including transportation. These cash proffers apply only to
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land development that requires rezoning and would thus not apply to by-right
development. There are strict requirements for developing cash proffer guidelines which
are described in Appendix C. Appendix C also summarizes some of the benefits of the
cash proffer system as well as some of the reasons that its adoption has been opposed in
many jurisdictions.

Implementation and Funding: Implementation of this action item would require
refinement of suggested wording, analysis of the implications of such policy statements,
and coordinated activity by all jurisdictions in the region for adoption. It is not
anticipated that separate funding would be required for this recommendation.

Exhibit 12
Recommended Wording:
Regional Policy Statement on Public and Private Roles in Transportation

WHEREAS, it is the responsibility of state and local governments in Virginia to
provide for safe and effective transportation for the general public and for the conduct
of commerce;

WHEREAS, in particular areas within {{jurisdiction name}}, traffic generated by new
development is putting a disproportionate share of traffic on already strained roadway
facilities;

WHEREAS, improved coordination between land use and transportation planning has
been identified as a regional priority in order to promote a high quality of life with
continued economic development in Central Virginia;

WHEREAS, the Commonwealth of Virginia has, through various legislative efforts,
recognized that the private sector plays an important role in the provision of
transportation improvements to serve traffic generated by new development; and

WHEREAS, various moderate and fast-growing communities across the
Commonwealth have recognized the important role of the private sector in developing
transportation improvements and implemented regulations and procedures to define and
regulate this role;

NOW THEREFORE BE IT RESOLVED that it is the policy of {{jurisdiction
name}} that:

e Both the public and private sectors have important roles to play in providing
the general public with a safe and effective transportation system, and it is in
the interest of {{jurisdiction name}} to work closely and on an ongoing
basis with the private sector to identify and develop transportation
improvements; and

e An equitable share of the roadway capacity needs generated by new
development is the responsibility of the property developers and residents of
new development within {{jurisdiction name}}.
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Action Recommendation 1.C: Enhance the Level of Detail in Transportation Planning
Concepts in Order to Better Support Land Use Planning Activities

Projects included in transportation plans, especially long-range projects, are most often
developed at only a conceptual level, perhaps only a broad line on a not-to-scale
illustrative map that connects two points within the region, or a 500-foot planning width
for use in assessing planning impacts while the ultimate roadway right-of-way footprint
may be 120 feet. Such concepts and planning widths are used because the projects have
typically not proceeded far enough to develop higher levels of detail. From a land
planning standpoint, however, a conceptual plan needs to have some specificity if rights
of way are to be preserved. Land-owners often seek to have additional information on
where a roadway or roadway widening will go so that they can develop site plans that
work in concert with the proposed roadway. This action item recommends that efforts be
made to develop concept plans to higher levels of detail in order to better inform land
planning decisions.

The overall objective of this action recommendation is to promote better planning, ensure
that options for needed improvements are preserved through the reservation of rights-of-
way, and to minimize the impact of transportation improvements by informing land
owners of the specifics of proposed improvements so that buildings and other
improvements can be appropriately located. The process of developing detailed concept
plans to an appropriate level to achieve this objective should be standardized as described
below.

This recommendation seeks to develop a standardized approach and understanding of the
process for developing transportation concept plans to a higher level of detail in order to
support better land use planning. Specifically, this effort is intended to provide local
jurisdictions, VDOT, and land owners with plans at a sufficient level to inform decisions
such as the location of setbacks, the location and orientation of buildings and other
infrastructure on affected lots, and the location and type of access points (i.e., how they
relate to roadway features such as median location, type, and breaks). Key features
include:

1. Designs should be developed at an appropriate level of detail to provide local
jurisdictions, VDOT, and land owners with information that can be used to
support decisions on the location of setbacks, the location and orientation of
buildings and other infrastructure on affected lots, and the location and type of
access points (i.e., how they relate to roadway features such as median location,
type, and breaks).

2. Itis crucial that the use and limitations of the designs be communicated to all
users. These limitations include an understanding that design standards,
environmental requirements, and other factors may require changes to the design.
It should also be emphasized that unless rights-of-way are purchased or overlay
zoning requirements are implemented, the detailed concept plans serve to inform
the decision-making process for local jurisdictions, VDOT, and land owners, and
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are not project design engineering plans. The detailed concept plans alone cannot
be used to require land-owners to develop their properties in a particular way.

3. A proactive public and stakeholder involvement process that allows for input by
interested and affected parties is a critical component of the development of these
plans. Public meetings should be held at the outset of the process and throughout
at key milestones.

4. Close coordination with VDOT would be necessary to ensure that the plans meet
VDOT minimum standards. A study steering committee that includes both local
government and VDOT staff should be developed at the outset of the study effort.

It is important to recognize, however, that final detailed corridors for constructing a
roadway are determined through comprehensive location and environmental studies
typically performed by VDOT when funding for a project has been identified and is
included in the VDOT Six-Year Improvement Program. It should be understood that the
“planning alignments” developed as part of this action recommendation may or may not
conform to the final chosen alignment. The preservation of the “planning alignment”,
along with the careful consideration of planning, engineering, and environmental aspects
in the planning effort described above means that the identified corridor is perhaps the
most likely to be chosen for the final corridor, but this is by no means guaranteed.

The process for developing these detailed concept plans would consist of the following
steps:

1. Scoping: Identify the need and purpose for the improvement and the
requirements, including a typical cross-section. This effort should be closely
coordinated with VDOT and other stakeholders. A public meeting early in the
process is suggested for this effort. In many cases, portions of the scoping effort
may have been performed as part of planning concept or feasibility studies, or as
part of regional planning efforts such as an MPO Long-Range Transportation
Plan.

2. Identify constraints through environmental consultation and, where appropriate,
develop alternatives: Develop mapping of engineering, environmental, and man-
made constraints. Where appropriate, develop alternative ways to avoid and/or
mitigate these constraints. Review the constraints and alternatives with
stakeholders.

3. For a preferred alternative, develop detailed concept plans that show the
following:

Right-of-way limits

Lane configurations and locations

Intersection configurations

Median location and proposed median breaks

Sidewalk and trail location

Access points, including driveway spacing

g. Building setbacks
4. Review detailed concept plans with the general public and other stakeholders.
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5. Finalize detailed concept plans and incorporate them, as appropriate into the local
planning process. Both the local jurisdiction planning office and the VDOT
Residency Office should have copies of the final plans.

In general, the proposed detailed concept plans should, at a minimum, take into account
the following:

1. The requirements of the proposed cross section (lane widths, median type and
width), drainage type including the need for curb and gutter, intersection
geometry requirements including the need for traffic signals, sidewalks and/or
trails, intersection and/or mid-block crosswalks, bus stops and/or bus pull-offs,
and side road and entrance standards including acceleration and deceleration
lanes.

2. Topography, streams, floodplains, wetlands, and other physical and drainage
features

3. Existing structures and property boundaries

4. Environmental and man-made features such as:

« Major community features (schools and colleges, churches, hospitals,
community centers, recreational facilities, parks and recreation areas, airports,
etc.)

« Surface waters and wetlands

« Wildlife management areas

« Cemeteries

. Historic districts and properties on historic registers

« Hazardous materials sites, landfill sites

« Scenic byways

. Conservation districts and easements

« Prime farmlands

« Major utilities

All plan sheets should incorporate the following wording:

These planning-level designs are intended for planning purposes. VDOT acceptance of
these planning-level designs does not constitute approval of location and design, or a
commitment to fund any recommended improvements. Additional project-level design
refinements, environmental impact assessments and/or studies of alternatives may be
necessary.

Implementation and Funding: It is anticipated that this process would be initiated,
directed, and managed by local government to ensure that the final products will meet
their requirements for planning. VDOT residency and district transportation planners,
designers, and environmental staff should participate in the steering committee and
should review plans as they are developed. It is anticipated that funding for this effort
would be a local responsibility, as it is unlikely to qualify for VDOT planning funds. The
cost for these studies is highly variable depending on the length of the project, the
location of the project, and the level of complexity and range of issues. Typical costs,
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including a public and stakeholder participation effort, are likely to fall between $6,000
and $25,000 per linear mile of roadway project.

Action Recommendation 1.D: Apply Consistent Access Management Standards to All
Major Transportation Corridors in the Region

Access management is an important tool for preserving and enhancing the safety and
functionality of transportation corridors. The stakeholder participation process for this
study highlighted the critical importance of managing the primary road corridors to
ensure their long-term functionality and safety in light of tremendous pressures for
growth. The proliferation of uncontrolled and unplanned access features (which include
driveways, small roads, and median breaks) results in the deterioration of safety based on
increases in the number of conflict points, increased variability in travel speeds as
motorists slow to make turns, increased amounts of lane changes, and more stopping and
starting at traffic lights. Reduced travel speeds are also a usual result of increases in
access points, with the carrying capacity of the roadway suffering from both decreased
speeds and capacity constraints at signalized intersections.

Access management typically includes both physical improvements as well as changes in
requirements and incentives for adjacent properties to access the roadway corridor. A
consistent approach across the region towards access management would benefit the
region’s overall safety and mobility, and effective access management fully integrates
transportation and land use planning at the corridor level. A complete discussion of
proposed access management standards, including implementation issues, is included in
Appendix D.

4.2 Initiative #2: Increase the region’s policy and regulatory emphasis on the
adequacy of transportation facilities with respect to new development.

Perhaps the highest profile aspect of integrating land use and transportation is the need to
address the transportation impacts of new development. New neighborhoods and
shopping centers are the most visible contributor to the growth in regional traffic
volumes, and residents see major retail growth corridors such as Wards Road as evidence
of traffic increases. Current procedures in Central Virginia with respect to addressing
new developments are inconsistent across jurisdictions and a strong need to be more
comprehensive was identified as part of this study. Initiative #2 seeks to address these
shortcomings.

Action Recommendation 2.A: Implement Regionally Consistent Transportation
Impact/Conformity Reviews

The Transportation Impact/Conformity Review (TICR) process is intended to provide a
regionally consistent approach to consider the impacts of individual land development
projects on the transportation system. The TICR will serve as a decision-making and
informational document regarding the impact of new development on the transportation
system and the extent to which the development conforms to existing local and regional
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transportation plans. The TICR is developed by the property developer for properties that
meet minimum criteria for the number of trips generated by the proposed development.

The roadway impact aspect of TICR would be required for all new development projects
that exceed minimum thresholds based on the expected traffic that would be generated.
Recently finalized state regulations that respond to the legislation passed by the General
Assembly in 2006 require VDOT participation in reviewing traffic impact statements
(TIS’s). The VDOT review is to evaluate and provide decision-making information to
local governments relative to the impacts of new development on state controlled
highways. These regulations are known as Chapter 527 (so named because the
legislation establishing this process for enhancing coordination between land use and
transportation planning was in Chapter 527 of the 2006 Acts of Assembly). The VDOT
review process is advisory and does not affect the authority of local governments to make
land use planning decisions, but it does require that TIS’s be prepared in conformity with
VDOT requirements. The TIS review process is being phased in across the state starting
in the summer of 2007.

The VDOT review process kicks in based on the determination of whether a land use
development proposal “substantially affects transportation on state-controlled highways”
(VDOT Draft Guidelines for Traffic Analysis, February 23, 2007). For jurisdictions
where VDOT has maintenance responsibility for the secondary road system (which
includes all study jurisdictions except the City of Lynchburg), substantial impacts are
defined as 100 peak hour trips or more from residential development and 250 peak hour
trips or more for other types of development. For jurisdictions where VDOT does not
have maintenance responsibility for local roads (City of Lynchburg), the same thresholds
apply along with a requirement that the development be within 3,000 feet of a state-
controlled highway.

To avoid conflicting guidelines, this study recommends that the VDOT guidelines be
used as the regional standard for the roadway impact analysis portion of the TICR
process (the VDOT requirements are included in Appendix E of this report). Local
governments may choose to add the following requirements in order to assess additional
land use/transportation impacts:

e Zoning of the property in question, zoning of adjacent parcels, and conformity of
the proposed land use, its overall traffic generation and modal split (i.e., travel
mode such as walking, transit, etc.) to the comprehensive plan.

e Long-term development plans and phasing sequences, including the assessment of
a “build-out” scenario defined as 75 percent of maximum allowable residential
density, floor area ratio (FAR) of 0.25 for retail uses and FAR of 0.40 for office
uses.

o For larger and more regionally significant projects, analysis would include traffic
operations at opening day, opening day plus 5 years, as well as analysis of longer-
term transportation impacts (10 to 20 years).

o Compatibility with local and regional plans.
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Implementation and Funding: The TICR process would be initiated and administered
by local government. The development community would bear the cost of preparing the
TICR document and would contribute to the cost of local government reviews with
application fees.

Action Recommendation 2.B: Implement Additional Checklist Review Items for Land
Development That Falls Within Regional Transportation Overlays

This recommendation expands the TICR process of Action Recommendation 2.A by
incorporating qualitative assessments of the effects that development will have on the
overall transportation objectives such as reductions in overall vehicular travel, and
support for increased travel by transit, walking, and bicycling. This aspect of the TICR
includes additional “check-list” qualitative assessment requirements that would be
prepared by property developers but would incorporate substantial input from local and
regional government staff. These additional assessments would be developed for
properties that fall into one or both of the following regional overlay boundaries
(described in Section 4.1):

e Transit-supportive areas

o Neighborhood/village center areas

The assessment for development that falls within the Transit-Supportive Overlay would
be required for all development that meets the threshold for a roadway impact analysis,
but also falls within the boundaries of this overlay. The assessments would be largely
qualitative and developed by local government staff with input from regional staff,
VDRPT staff, and GLTC staff as appropriate.

e What is the proposed density of the development?

o s the density supportive of long-term transit consideration (6 dwelling units per
acre or more, 25 employees per acre or more)?

o Does the site plan promote concentration of densities at locations that could be
served by bus stops, rideshare, etc.? Does the site plan provide for sidewalks
and/or trails to provide access to these locations?

o Does the proposed development provide for a mix of uses?

As with the transit-supportive overlay, the assessment for development within the
Neighborhood/Village Center Overlay would be required for all development that meets
the roadway impact analysis threshold but also falls within the boundaries of this overlay.
Again, the assessments would be largely qualitative and developed by local government
staff with input from regional staff.

e What is the proposed density of the development?

e Does the proposed development provide for a mix of uses?

e Does the proposed development include sidewalks and trails that tie into the

existing or planned pedestrian and bicycle system?
o Does the proposed development encourage slower traffic speeds?

Implementation and Funding: As with the Action Recommendation 2.A, the enhanced
TICR would be initiated and administered by local government, with the development
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community bearing the cost of preparing the TICR document. The enhanced TICR
would involve additional reviews from regional government and transit agencies, as
appropriate.

For the qualitative assessments associated with this action recommendation, a scorecard
methodology is suggested. Samples of the proposed “regional overlay” scorecard are
included in Exhibits 13 and 14. These scorecards are not intended to result in scores at
which a particular development “passes” or “fails”, but rather to provide structured input
from various review agencies to decision-makers. Weighting for each factor would be
developed at the regional level to provide consistency across all jurisdictions.

The scorecards in Exhibits 13 and 14 would be completed by a range of reviewers,
including the developer, locality planning staff, and other potential stakeholders that
could include VDOT, GLTC, VDRPT and/or regional planning staff. Interpretation of
the “scores” should recognize that there is a substantial amount of subjectivity in the
scorecard process, but should also recognize its value as a structured feedback technique
that communicates the extent to which a new development project meets goals for land
uses that successfully integrate multi-modal transportation and quality of life features.
Interpretation of scores should also avoid looking simply at the single number
represented by the total weighted score; a review of the individual rankings provides
important decision-making information as well.

4.3 Initiative #3: Adjust the roles and responsibilities of local governments and
the state with respect to local/secondary roads and primary roads.

This initiative seeks to address several of the issues that were discussed in Chapter 3,
including the mismatch between local control of land use and state control of roadways.
While the rationale for state control of primary roadways is strong and is based on the
fact that these primary roads serve regional, statewide, and even national mobility
purposes, the rationale for state control of secondary and local roads is outweighed by the
benefits to be gained from control of both the roads and the land use that feeds onto the
roads by a single government entity. Conversely, this initiative also includes actions to
enhance the ability of the state, through enhanced coordination and planning with
localities, to affect land uses and access along major primary roads.

Action Recommendation 3.A: Increase Local Government Responsibility for Local and
Secondary Routes

Over the past two years, there have been increased levels of discussion at the state level
with respect to devolving increased responsibilities for local and secondary roads to local
governments. Some of the impetus for this action has been related to limited
transportation funding, and local governments are resistant to the change because they are
ill-equipped to take on additional financial responsibilities. What has been missing from
most of the discussions are the potential benefits to integrating land use and
transportation that could be gained with increased local responsibility for secondary and
local roads. The positive effect for local governments would be that a single local
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Exhibit 13

Scorecard for Development Within Transit-Supportive Overlay

Criteria

Weight-
ing
(A) [1]

Score

(B) [2]

Weighted
Score
(AxB) [3]

Development Design

Project is one-mile or less from major regional highway corridor

Project is within proximity to downtown core

Project meets objectives of local government's comprehensive plan

Connectivity to other land uses or development within 1/3 mile

Mixed use core to satisfy daily needs

Site area devoted to roads is minimized

Site area devoted to parking is minimized

Provides improved, clearly defined paths for internal circulation
between uses

Parking located to support a pedestrian friendly environment

Reduces internal vehicle trips

Cleary marked and visible pedestrian crossings

Site design is focused towards central place or transit facility

Transportation Design

Project within % mile of a planned or existing transit infrastructure

Project location is currently served by public transit

Transit friendly features (shelter, bench, signs, lighting) are included

Transit facility is safely accessible without an automobile

"Transit ready" densities based on potential future service

Dry, dignified place to wait for transit

Frequently visited uses are safely accessible without an automobile

Enhances transit service through hours of business operations

Intermodal connection features for other transportation modes

Town Center transit center

Close proximity park-and-ride lot for transit and/or intermodal users

Weather-resistant transit schedules clearly posted

Transit vehicles with bicycle racks

Extends local or regional transit services via routing and scheduling
techniques

N (PPN PFPIFPIFPINDINDINDINEFPIFPIFRPINDIDWINIEFEP NP WIN W[

Transit Supportive Overlay — Total Score >

Notes:
[1] — A sample weighting is provided here. It is anticipated that the regional Working Group will refine this
weighting.
[2] — Scores would range from 1 to 5, with a 5 given when the criteria is met at a maximum level and a 1 given
when the criteria is not met.

[3] — The weighted score is the score multiplied by the weighting value.
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Exhibit 14

Scorecard for Development Within Neighborhood/Village Center Overlay

Weight- Weighted
ing Score Score
Criteria (A1 | B)I2] | (AxB)[3]

Development Design

Project meets objectives of local comprehensive plan

Buildings maintain or establish an edge from the street

Provides community centers, recreational facilities, parks, plazas,
open space

Public spaces within % mile of site

Short internal blocks (250 to 500 feet)

Frequently visited uses are within 1/2 mile

Internal sidewalk network (ADA compliant)

Continuation of existing sidewalk networks

Direct connection to greenway

Provides improved, clearly defined paths for internal circulation
between uses

Mixed use core

Reduces internal vehicle trips

Development size is 40 to 125 acres

Residential land use is a 10% minimum of total development

Minimum of 15% of floor area in core is commercially oriented
towards residents

Proposed school on-site

Transportation Design

Includes attractive sidewalks, walkable features

Parking located to support pedestrian friendly environment

On-street parking

Narrow roadways that still accommodate public/emergency vehicles

Provides for internal shared parking for adjacent uses

Frequently visited uses safely accessible without automobile

Interconnected internal street network

Continuous routes that enhance non-vehicular travel

Clearly marked and visible pedestrian crossings

Dedicated bicycle lanes or traveled rights of way

Appropriate bicycle roadway striping and markings

Bicycle storage or racks

Internal alleys promote parking; not through traffic

NP NN W w[Ww NP INDNNEIN DN (DN N W N [ WWWIN N (- = N (W

Neighborhood/ViIIag_]e Center Overlay — Total Score 2

Notes:

[1] — A sample weighting is provided here. It is anticipated that the regional Working Group will refine

this weighting.

[2] — Scores would range from 1 to 5, with a 5 given when the criteria is met at a maximum level and a 1

given when the criteria is not met.

[3] — The weighted score is the score multiplied by the weighting value.
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government entity would control both the development that is adding traffic to local
roads as well as the roads themselves. This recommendation is explicitly not one that is
recommending local governments take over funding — funding should continue to be
allocated to localities from the state based on current formulas. Further discussions and
refinement of this recommendation should ensure that such state funding levels continue.
Local governments could, however, enhance the amount of funding available, either
through local funding mechanisms or through future measures involving private sector
participation.

Localities control local roads in most states, and previous studies by the Virginia
Transportation Research Council have highlighted the fact that the division of
responsibilities in Virginia results in a significant disconnect. For example, many if not
most counties simply do not think of roads in the same way as other infrastructure (such
as water, sewer, solid waste) because roads are the responsibility of an entirely different
agency at a different level of government. VDOT’s new Chapter 527 regulations
requiring review of comprehensive plans and traffic impact studies is one effort to bring
land use and transportation together, but consideration needs to be given to the fact that
land use will likely always be a local prerogative in Virginia and local control of roads
that serve largely local traffic is a more conclusive long-term action.

It is important to note that, even with state funding provided for secondary roads, there
are likely to be significant funding implications for local governments as they would need
to add staff and equipment to maintain their own roadway system (or take over existing
VDOT residency activities). Consideration of regional cooperation in these efforts may
be an important factor and a way to share some of the costs (this is similar to what is
either currently being done or is being proposed in Central Virginia for other services
such as solid waste).

Implementation and Funding: Shifts in responsibilities for secondary roads in Virginia
can be requested by local governments or it may ultimately be the result of legislation at
the state level. This Action Plan is recommending that local governments seek to frame
the discussions that are going on at the state level in order to maximize the benefits to the
localities, specifically with respect to enhancing the ability of local governments to better
integrate land use and transportation planning. Long-term funding implications of the
shift in responsibilities would be dependent on how much responsibility shifts, whether
localities share costs, and other variables that are difficult to predict at this time.

Action Recommendation 3.B: Increase State Emphasis on Comprehensively Managing
Primary Transportation Corridors

There has been increasing emphasis in transportation on managing transportation
corridors, through activities such as access management plans and circulation studies.
Region 2000 has performed several such studies on major corridors within the region.
Each of these studies touch on land use through recommendations with respect to issues
such as access, driveway spacing, and setbacks that are generally recommended to be
implemented through overlay zoning requirements that apply to properties along the
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corridor. This action recommendation is to increase state emphasis on managing primary
corridors through developing tightly integrated land use and transportation plans for the
corridors (Integrated Corridor Plans) that incorporate assessments of underlying zoning to
address changes in densities, increased clustering around major defined access points,

and better definition of activity nodes at appropriate spaced intervals in order to avoid
linear “strip” development.

Items to be included in the Integrated Corridor Plans include:

e Land Use: Comprehensive Plan amendments, review of underlying zoning,
clustering incentives, overlay zoning, form-based codes

e Transportation: access management, circulation and access roads. context-
sensitive design features and cross-sections, amenities (bus shelters, bicycle
and pedestrian accommodations, pull-offs, curb extensions), rights-of-way
requirements.

o Multi-modal: tied ultimately to expansion of transit in the region (including
bicycle and pedestrian facilities, and connectivity to air and rail
transportation)

Implementation and Funding: Because of the need to fully integrate the land use and
transportation recommendations in these corridors (including the need to adjust the
transportation recommendations based on the extent to which localities adjust existing
zoning), the development of the Integrated Corridor Plans would be a cooperative
responsibility of VDOT and local government planning staff, with funding provided by
VDOT.

4.4 Initiative #4: Increase the state’s role in comprehensive planning, both
through a policy-level statewide comprehensive plan as well as through the
provision of services and expertise to localities on land use and transportation
planning issues.

As the Action Plan was being developed, and starting with the initial regional planning
forums, it was clear that some level of increased state participation in enhancing
coordination between land use and transportation planning would be productive. Some
of the most productive approaches in other states involve a state planning agency or inter-
agency group that serves both as a resource to, and an advocate for, local governments.
For example, Oregon created a team, consisting of representatives of the Department of
Transportation and four other state agencies, that provides technical assistance to local
governments on transportation-related land use issues. Examples of services that the
agency provides include ways to encourage major employers to locate in transportation-
efficient locations. Four separate action recommendations relate to services that a state-
level planning agency could and should provide:

Action Recommendation 4.A: Develop a statewide policy-level comprehensive plan that
includes support for enhanced integration between land use and transportation planning.
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Action Recommendation 4.B: Provide expertise and support to local governments on
land use planning, integrating land use plans with transportation plans, supporting
economic development in transportation-efficient areas, and coordinating with VDOT
and other agencies in efforts such as the advance purchase or rights-of-way for major
transportation projects.

Action Recommendation 4.C: Provide support from the state level for the development
and implementation (through enabling legislation) of additional planning tools for local
governments. Such tools could include adequate public facilities ordinances,
concurrency laws, enhanced zoning powers, as well as measures to reduce, minimize
and/or streamline private sector regulatory burdens.

Action Recommendation 4.D: Ensure that the land use and economic development
implications of transportation projects are included in all presentations to the Virginia
General Assembly.

4.5 Initiative #5: Expand the region’s roles and responsibilities in transportation.

The regional scale is critical to integrating land use and transportation planning. As
discussed previously, transportation is clearly an issue that extends beyond the
boundaries of individual jurisdictions. Discussions over the course of this study have
compared transportation to other infrastructure that is best addressed at the regional level:
areas such as public safety and jails or solid waste. And, as Central Virginia is
discovering with some of these other areas, there are efficiencies, economies, and
economic development marketing opportunities available with such regionalization.

This initiative seeks to expand the role of the region in transportation, both to support
local activities in transportation and land use, and ultimately to more fully integrate the
region for transportation.

Action Recommendation 5.A: Regional Review of Transportation Impact and
Conformity Reports (TICR)

Currently, the regional perspective is not formally part of the deliberations of local
Planning Commissions or Boards of Supervisors/Councils. True integration of land use
and transportation planning should take into consideration the fact that transportation is a
regional issue and that land development that adds traffic to the transportation system
also, therefore, has a regional component. This is particularly true for larger, regional-
scale developments as well as developments that are located near jurisdiction boundaries.

For the TICR process described in Section 4.2, a regional perspective could be added to
the process through input provided by the planning district/MPO staff. In the short-term,
reviews of traffic impact studies will be performed VDOT as part of the Chapter 527
process, and additional participation by regional planning district/MPO staff is not
recommended. Because of the importance of the region in transportation, however,
consideration of increased regional roles as the traffic impact study process evolves is
advisable. As with other regional issues, local governments may also find that making
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use of regional planning staff to review traffic studies and present findings to local
decision-makers is more efficient and cost-effective than developing such expertise in-
house.

Implementation and Funding: This recommendation would require staff resources at
Virginia’s Region 2000 Local Government Council. Based on discussions with VDOT
staff, this particular activity is not eligible for state and federal planning funds. Funding
would come from local governments based on the extent of services requested.

Action Recommendation 5.B: Increased Transportation Planning Support for Local
Governments

Specialized transportation planning expertise, such as travel demand modeling, analysis
of the impacts of various land use scenarios, and the development of transportation and
land use databases, is generally not cost-effective for jurisdictions the size of those within
the study area. Because the ability to make use of these types of analytic tools to support
locality decisions on both land use and transportation is important, an increased role for
the planning district/ MPO staff to provide such services is recommended.

Specific activities that could be provided to enhance regional transportation planning
include:

o Expand the transportation analysis zone (TAZ) system that is currently in
place within the MPO area to cover the Action Plan study area.

« Enhance land use databases to support improved transportation decision-
making. Such enhancements could include better tie-ins between tax parcel
data and TAZ’s in order to have more complete and up-to-date information on
actual land activity (i.e., square footage of space allocated to various uses such
as retail, residential, etc.) as well as the densities that are allowed by-right
based on current zoning.

e Working with localities, develop visions and mapping for long-term regional
settlement patterns that are tied to transportation and other infrastructure.

o Assess the extent to which existing regulations and procedures act as barriers
to higher density development patterns that could be more transportation-
efficient.

Action Recommendation 5.C: Advocate and Seek Funding for Implementation of
Regional Blueway and Greenway Plan

Study participants highlighted the importance of travel by walking and bicycling to the
region’s quality of life and to the provision of healthy methods of travel. Regional
planning district/MPO staff have served as advocates for the development and
implementation of the Regional Blueway/Greenway Plan, including the identification of
various funding sources including grant opportunities. Continuation of this important
function is recommended.
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Action Recommendation 5.D: Establish Regional Transportation Authority

The importance of regional cooperation on a wide range of issues was highlighted
throughout the study process by participants. These participants also noted the value of a
unified region in attracting economic development and employment. Region 2000 has
been successful in developing regional alliances for infrastructure and economic
development and has been praised at the state level for its high level of regional
cooperation. Expanding such cooperation to transportation would provide wide-ranging
benefits to the region. The establishment of a regional transportation authority could
enhance the unity of the region’s transportation system, perhaps starting with the region’s
airport and transit systems. While this action recommendation is an important step in
better integrating land use and transportation across the region, it is important to note that
the establishment of the regional transportation authority would involve substantial time
and effort across the region in laying the groundwork for its ultimate implementation.
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