




We all recognize the need for active participation from multiple players- from FDOT, 
from the TPO, and from our local communities.  [click] FDOT needs to make sure 
that its standards allow/require complete streets.  SCTPO can help to program and 
fund these projects.  Our local municipalities can encourage Complete Streets 
through comprehensive plans, policies and land development regulations – to make 
sure the land uses and the design of the streets work together to be safe for all 
modes.  

As an example, this image shows the vision of a complete street created by a 
community in Virginia.  [click] We can see that a single agency or entity cannot 
create a great street on their own.  The various pieces must come together in a 
holistic, comprehensive manner, meaning we all must coordinate with one another. 
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We need to all raise our standards to accommodate livability goals in designing and 
planning for our streets.  As we do this, we can encourage the private development 
community to do the same.  And we can do this through policies, incentives, and by 
simply building great streets for them to model after.
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We need to make sure that our policies and practices support Complete Streets.  
This means that we may need to change what our policies say regarding designing 
streets – both at the state level and at the local level.  Many of our streets today 
serve automobile travel really well based on our design standards.  We need to 
make sure that we plan and design streets that support ALL modes of travel safely.    

We can look to our peer DOTs to see how they are revising their policies to 
implement complete streets.  The Pennsylvania DOT has recently adopted flexible 
design standards for all their transportation projects. These guidelines match 
roadway design to desired community contexts.  The guidelines recognize that a 
regional arterial in a rural place need to be designed differently from one in a 
suburban place, or one in a town center. No longer are PennDOT engineers 
directed to think that the maximum design value, (widest possible lane width, for 
instance) is the best solution; but instead they are encouraged to focus on solutionsinstance) is the best solution; but instead they are encouraged to focus on solutions 
that fit a community’s context.  

At the local level, we can look at our comprehensive plans and land development 
regulations to make sure that our local streets are planned and designed for ALL 
modes.  SHOULD WE PROVIDE AN EXAMPLE OR 2 HERE?  
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We also need to make sure that our $$ is in the right place to support Complete 
Streets.  We need to encourage complete street projects and prioritize these on our 
TIP, LRTP, and work programs. The TPO has started this by creating a complete 
streets program on this year’s TIP.  This money will be used to plan, design and 
construct Complete Streets projects in our region.  
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The third take-away theme from the workshop is that we need a goal and a way to 
measure our progress as we advance complete street efforts.  What should our 
goals be, and how should we measure our progress?  Do we want a certain number 
or mile of our streets to be “complete streets” by a certain date? We then need 
specific metrics to track progress towards this vision.  For instance, we can track 
safety related to bicycle and pedestrian travel or we can track % of streets with 
complete sidewalks, etc.
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Here’s a little bit more detail about how our TPO is addressing Complete Streets.  
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Aside from a Complete Streets policy, other tools are available to implement 
Complete Streets.  These include…
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Let’s look more closely at what a Complete Streets policy entail.  
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Here are some examples.  More of these can be found on line at the Complete 
Streets Coalition website.
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Here is an example of implementing Complete Streets through the comprehensive 
plan.  The City of Jacksonville incorporated multi-modal performance measures in 
the transportation element of their comprehensive plan.  They are evaluating their 
roadways not only based traffic levels-of-service, but also based on pedestrian and 
bicycling levels-of service.  These ratings are then used to prioritize transportation 
investments.  This map shows pedestrian level of service for various streets within 
the City.
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Moving a step beyond Jacksonville, the City of Largo relates transportation 
investments to future land use context as a way of implementing Complete Streets. 
This map shows the citywide multi-modal mobility network with key corridors 
supporting redevelopment in Activity Centers.

Through the Strategic Plan, the City aligns programming and capital improvements 
with the community's goals. Since 2004, the City Commission and City staff have 
used the Strategic Plan as a guide for policy decisions, budget updates, and capital 
project proposals. Between 2004 and 2009, the City invested an estimated $14.4 
million in the completion of 17 projects related to Strategic Plan implementation. 
These projects included the roadway and streetscaping improvements, expansion 
of the sidewalk network, and economic development initiatives. 

The City is also working to establish a multimodal level-of-service to prioritize 
bicycle and pedestrian improvements along the “Community Streets”, and 
developing standards to guide the design of Community Streets. 
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Revising a city’s land development regulations is another way of getting at 
Complete Streets.  

In 2009, the City of Jacksonville Beach adopted a vision plan that called for 
strategic transportation investments in Downtown.  At the same time, the vision plan 
became the framework for the revision of their existing land development 
regulations to a form-based code.  The form-based code calls for development of 
complete streets through regulating the street design, building/site design, and park 
and open space design.

This form-based code approach will also be used in Viera’s Phase 3 development.
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Street standards call for variations in street types, classified based on the land use 
context of the roadway and the corresponding mobility role of each street.  Specific 
cross sections were adopted.  “A” streets call for wide sidewalks, pedestrian 
amenities, street trees, and bicycle facilities where appropriate.  The code also 
included connectivity standards through block size maximums.
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Building standards were developed to govern the form of buildings, and specifically 
the elements of a building that interface with the public street.  Site design 
standards include height, building façade design, set-back, landscaping standards, 
etc.  Street types are used as a framework for building design standards.  For 
instance, “A” streets require active ground floor use, store fronts, and do not allow 
driveways or parking lots in front of the buildings.  
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I’d like to end this presentation with a couple of images of the same street – but in 
different municipalities with very different policies and regulations.  We can truly 
make a difference through strong local planning and great partnerships!  
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