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Appendix A


Functional Classification of Roadway Network

Roads and streets are grouped into functional classes according to the type of service they are intended to provide in terms of traffic movement and access.  Characteristics of each functional class of roadway are further described in Table A.1 – Criteria for Functional Classification of Roadways.  The functional classification of existing area roadways includes the following six functional classes: 

· Freeway - I-45

· Highway – S.H. 3

· Major Arterial - NASA Road 1, FM 528, FM 270, Bay Area Boulevard

· Minor Arterial – Medical Center Boulevard, Texas Avenue, Old Galveston Road

· Major Collector – Kobyashi Road, Walnut Street

· Minor Collector – Orchard Street, Plumley Street, Commerce Street

Criteria for Roadway Classification

Criteria used in determining the functional classifications of roadways are shown in Table A.1 - Criteria for Functional Classification of Roadways.  Classification is based on each roadway's functional role in the overall network, and the existing and future travel patterns and areas served.

Arterial roadways form an interconnecting network for citywide and regional movement of traffic through connections to freeways and other express roadways.  Although they usually represent only 5 to 10 percent of the total roadway network, arterials typically accommodate about 30 to 40 percent of an area’s travel.  Since traffic movement, not land access, is the primary function of arterials, access management is essential to avoid traffic congestion and delays caused by turning movements for vehicles entering and exiting driveways.  Likewise, intersections of arterials with other public streets and private access drives should be designed to limit speed differentials between turning vehicles and other traffic to no more than 10-15 MPH.  Signalized intersection spacing should be long enough to allow a variety of signal cycle lengths and timing plans that can be adjusted to meet changes in traffic volumes and maintain traffic progression (preferably one-third to one-half mile spacing).

The cross section of arterials may vary from multi-lane roadways with three, four or five lanes down to two-lane roadways in developing fringe areas where traffic volumes have not increased to the point that more travel lanes are needed.  Functional classification is not dependent on the existing number of lanes since the functional role served by a roadway typically remains constant over time while the roadway's cross section is improved to accommodate increasing traffic volumes.  Thus, lower-volume roadways that are continuous over long distances may also function as arterials, particularly in fringe areas.

Subdivision street layout plans and commercial and industrial districts should include collectors as well as local streets in order to provide efficient traffic ingress/egress and circulation.  Since collectors generally carry higher traffic volumes than local/residential streets, they may require a wider roadway cross-section or added lanes at intersections with arterials to provide adequate capacity for both through traffic and turning movements.  However, since speeds are slower and more turn movements are expected, a higher speed differential and much closer intersection/access spacing can be used than on arterials.  Collectors typically make up about 5 to 10 percent of the total street system.

The distinction between major and minor collectors is a matter of relative degree and includes consideration of functional role, size and character of area served, traffic volume, and travel speed.  Major collectors connect minor collectors to the arterial system.

table A.1

criteria for functional classification of roadways

Webster Comprehensive Plan

Webster, Texas

	Criterion
	Expressway/ High-Speed Thoroughfare
	Principal Arterial
	Minor Arterial
	Major/Minor Collector
	Local Street

	Functional Role
	Entirely through traffic movement with no direct access to property.
	Mobility is primary, access is secondary.  Connects Freeways and other Arterials.
	Connects Freeways, Principal Arterials and lower-classification roadways.  Access is secondary.
	Collects traffic destined for the Arterial network.  Connects Arterials to Local Streets.  Also land access.
	Access is primary.  Little through movement.

	Roadway Continuity
	Inter-city, regional and interstate.
	Connects Freeways to lower-classification roadways.  Connect major activity centers.
	Connect Freeways and Principal Arterials to lower-classification roadways.
	Continuous between Arterials.  May extend across Arterials.
	Discontinuous.  Connect to Collectors.

	Roadway Length
	Usually more than 5 miles long
	Usually more than 5 miles long
	Usually more than 3 miles long
	Varies from about 1/2 mile to 2 miles
	Generally less than 1 mile long

	Traffic Volumes
	40,000 Vehicles per Day or more
	20,000 to 60,000 VPD
	5,000 to 30,000 VPD
	1,000 to 15,000 VPD
	100 to 5,000 VPD

	Desirable Spacing
	5 miles or more
	2 miles or more
	Generally 1/2 mile to 2 miles 
	Generally 1/4 to 1/2 mile
	Varies with block length (at least 125 feet between)

	Posted Speed
	55 to 70 MPH
	35 to 55 MPH
	30 to 45 MPH
	35 MPH or less
	20 to 30 MPH

	Access
	Controlled access.  Grade-separated interchanges and frontage/service roads.
	Intersect with Freeways, Arterials, Collectors and Local Streets.  Restricted driveway access.
	Intersect with Freeways, Arterials, Collectors and Local Streets.  Limited driveway access.
	Intersect with Arterials and Local Streets.  Driveways permitted.
	Intersect with Collectors and Arterials.  Driveways permitted.

	On-Street Parking
	Prohibited
	Restricted
	Restricted
	Normally permitted
	Permitted

	Community Relationship
	Define neighborhood boundaries.
	Define neighborhood boundaries.
	Define and traverse neighborhood boundaries.
	Internal and traverse neighborhood boundaries.
	Internal.

	Through Truck Routes
	Yes
	Yes
	Permitted
	No
	No

	Bikeways
	No
	Yes
	Limited
	Yes
	Yes

	Sidewalks
	No
	Yes
	Yes
	Yes
	Yes


Local and residential streets include all other streets and roads that are not included in higher classes, particularly internal and access streets that allow direct property access within residential and commercial areas.  Through traffic and excessive speeds should be discouraged by using appropriate geometric designs, traffic control devices, curvilinear alignments, and discontinuous streets.  Local/residential streets typically comprise about 65 to 80 percent of the total street system in urban areas.

Standard Roadway Cross Sections

While roadway classifications reflect the functions that roadways serve as part of the street and highway network, the cross section of a roadway is related to traffic volume, design capacity, and level of service.  The City of Webster’s current design standards for arterial and collector roadway classes are summarized in Table A.2 – R.O.W. Width.

Table A.2

R.O.W. Width

Webster Comprehensive Plan

Webster, Texas

	Thoroughfare
	R.O.W. Width

	Major Arterial
	100-120ft.

	Minor Arterial
	80ft. (minimum)

	Major Collector
	70ft. (minimum)

	Minor Collector
	60ft. (minimum)


Access Management

Access management is an important component of the thoroughfare management process.  Access management is the coordination between land access and traffic flow.  The basic premise of access management is to preserve and enhance the performance and safety of the major street system.  It manages congestion on existing transportation facilities and protects the capacity of future transportation systems by controlling access from adjacent development.  Properly utilized, it can eliminate the need for street widening or right-of-way acquisition.

Techniques to accomplish access management include limiting and separating vehicle (and pedestrian) conflict points, reducing locations that require vehicle deceleration, removing vehicle turning movements, creating intersection spacing that facilitate signal progression, and providing on-site ingress and egress capacity.  In addition, regulation focuses on the spacing and design of driveways, street connections, medians and median openings, auxiliary lanes and transit facilities, on‑street parking and parking facilities, on-site storage aisles, traffic signals, turn lanes, freeway interchanges, pedestrian and bicycle facilities, bus stops and loading zones.

Research indicates that a well-designed and effectively administered access management plan can result in the following tangible benefits:

· accident and crash rates are reduced by 40 to 60 percent;

· roadway capacity and the useful life of transportation facilities is prolonged;

· travel time and congestion is decreased;

· better coordination between access and land uses is accomplished;

· air quality is improved;

· economic activity is enhanced;

· urban design and transportation objectives are reconciled; and,

· the unique character and livability of a community is preserved through the coordination of land use and transportation.

Failure to manage access negatively impacts the efficiency of transportation networks in the following ways:

· more driveways related to strip commercial development;

· local streets becoming bypasses for congested streets thereby creating the need to address cut through traffic in residential neighborhoods;

· more frequent driveway related accidents;

· vehicle conflicts from closely spaced driveways, which increase congestion thereby reducing capacity;

· longer travel times that reduce market areas for business;

· more difficulty in providing safe access for new development thereby affecting economic growth;

· lower investment benefits of transportation improvements;

· greater need for wider streets to compensate for lost capacity; and,

· more cluttered streets and frequent driveways, which create an undesirable environment for pedestrians and bicyclists.

The following access management strategies may be used to coordinate the access needs of adjacent land uses with the function of the transportation system: 

· Separate Conflict Points – Two common conflict points are driveways and adjacent intersections.  Spacing driveways so they are not located within the area of influence of intersections or other driveways is a method to achieve access management objectives. To accomplish this corner lot widths must be wider than interior lots.

· Restrict Turning Movements at Unsignalized Driveways and Intersections on Multi-Lane Roadways – Full movement intersections can serve multiple developments through the use of joint driveways or cross-access easements.  Turning movements can be restricted by designing accesses to limit movements or by the construction of raised medians that can be used to provide turn lanes.

· Maintain a Hierarchy of Streets – The development of a hierarchical street system that varies the amount of access based on the need to maintain vehicular mobility is a major goal of access management.

· Establish Design Standards – Design standards addressing the spacing of access points, driveway dimensions and radii, sight distance, and the length of turn lanes and tapers are effective mechanisms for managing the balance between the movement of traffic and site access.

· Locate and Design Traffic Signals to Enhance Traffic Movement – Interconnecting and spacing traffic signals to enhance the progressive movement of traffic is another strategy for managing mobility needs.  Keeping the number of signal phases to a minimum can improve the capacity of a corridor by increasing green band- width by 20 seconds.

· Remove Turning Vehicles from Through Travel Lanes – Left and right turn speed change lanes provide for the deceleration of vehicles turning into driveways or other major streets and for the acceleration of vehicles exiting driveways and entering major highways.

· Encourage Shared Driveways, Unified Site Plans and Cross- Access Easements – Joint use of driveways reduces the proliferation of driveways and preserves the capacity of major transportation corridors.  Such driveway arrangements also encourage sharing of parking and internal circulation among businesses that are in close proximity.

· Plan for Pedestrians, Bicycles and Transit Vehicles – The specific access needs of pedestrians and bicyclist movements can be addressed by providing safe access to transit stops and bicycle lanes.  It is helpful to design and time signals to accommodate pedestrians.  It is also helpful to place bus stops so as to minimize impact to roadway capacity by providing pullout lanes.

Implementation of “Traffic Calming” Measures

As in many communities across the nation there is a growing concern about the increase of “non-local” traffic in residential areas.  Many cities are joining a nation-wide trend among local governments by adopting traffic calming programs, which are aimed at controlling cut-through traffic and speeding on neighborhood streets and generally aggressive driving that threatens the safety of other drivers and pedestrians.

Traffic calming measures are instrumental in providing livable neighborhoods where residents feel safe walking, biking and playing. In addition to reducing speeds in residential neighborhoods, traffic calming measures are also useful in pedestrian-oriented commercial areas.  The Institute of Transportation Engineers (ITE) defines “traffic calming” as “the combination of mainly physical features that reduce the negative effects of motor vehicle use, alter driver behavior, and improve conditions for non-motorized street users.”  In addition to addressing motor vehicle issues, traffic calming can also involve disparate objectives such as improving aesthetics, promoting urban renewal, reducing crime, and increasing water filtration into the ground.

ITE identifies broad goals for traffic calming, which include increasing quality of life, incorporating the preferences and requirements of nearby residents and others who use the area adjacent to streets and intersections, creating safe and attractive streets, helping to reduce the negative effects of motor vehicles on the environment (pollution, urban sprawl, etc.), and promoting walking, bicycle and transit use.  More specific objectives, as applied to local streets, include: 

· achieving slower speeds for motor vehicles;

· reducing collision frequency and severity;

· increasing safety and the perception of safety for non-motorized users of the street;

· reducing the need for police enforcement;

· enhancing the street environment (streetscaping, etc.);

· increasing access for all modes of transportation; and,

· reducing cut-through motor vehicle traffic through neighborhoods.

Traffic calming is accomplished through a combination of measures that control both traffic and volume.  Volume controlled measures include street closures, restrictive one way streets and turn restrictions. These measures are effective in reducing traffic on streets, however such measures do not reduce speed and often result in the diversion of unwanted traffic onto other residential streets.  Speed controlled measures are important in reducing injury accident rates and in increasing walking and bicycling on streets.  As displayed in Figure A.1 – Speed Control Devices, these measures include speed humps, speed tables, traffic circles, sharp bends, gateway threshold, neckdown, chicanes, and narrowing at mid block. Speed control measures should be designed into the community through urban design and land use features such as smaller setbacks, street trees, short streets, sharp curves, center islands, traffic circles, textured pavements, speed humps and flat topped speed tables.

Lessons from communities that have experimented with traffic calming initiatives point to the following characteristics of a successful program:

· ensuring early involvement of and communication between neighborhood residents, City staff, and City Council;

· establishing specific procedures for defining and studying potential traffic problems;

· creating a clear process for requesting potential calming measures, securing project approval and funding, and then designing and implementing the measures;

· outlining an array of preferred calming techniques or combinations of methods based upon industry standards as documented in publications of the Institute of Transportation Engineers and similar professional associations;

· confirming neighborhood consensus and support before proceeding with implementation; and,

· monitoring and evaluating the effectiveness of calming measures on a case-by-case basis, with the ability to reconsider – and alter or remove if necessary – any traffic calming device or technique which inadvertently creates and/or shifts a traffic problem from one street or neighborhood to another.

The Institute of Transportation Engineers, state transportation departments and other entities have published manuals and other materials documenting numerous traffic calming options and techniques, including some that are subtle and intended to influence drivers’ perceptions of their surroundings and thereby their driving behavior.  These can include road and intersection narrowing methods, better definition of crosswalks and pedestrian-oriented settings, and manipulation of road surfaces.  

Thoroughfare Development Requirements and Standards

This section outlines typical criteria for certain characteristics of street and land development, which should be part of a City’s thoroughfare development standards and subdivision regulations.

Location and Alignment of Thoroughfares - The general location and alignment of thoroughfares must be in conformance with the Thoroughfare Plan.  Subdivision plats should provide for dedication of needed rights-of-way for thoroughfares within or bordering the subdivision.  Any major changes in thoroughfare alignment that are inconsistent with the plan require the approval of the Planning Commission and City Council through a public hearing process.  A major change would include any proposal that involves the addition or deletion of established thoroughfare designations, or changes in the planned general alignment of thoroughfares that would affect parcels of land beyond the specific tract in question. 

Rights-of-Way and Pavement Width - The pavement width and rights-of-way width for thoroughfares and other public streets should conform to minimum City standards unless the Planning Commission grants a waiver.  Properties proposed for subdivision that include or are bordered by an existing thoroughfare with insufficient right-of-way width should be required to dedicate land to compensate for any rights-of-way deficiency of that thoroughfare.  When a new thoroughfare extension is proposed to connect with an existing thoroughfare that has narrower rights-of-way, a transitional area should be provided.

Continuation and Projection of Streets - Existing streets in adjacent areas should be continued and, when an adjacent area is undeveloped, the street layout should provide for future projection and continuation of streets into the undeveloped area.  In particular, the arrangement of streets in a new subdivision must make provision for continuation of rights-of-way for the principal existing streets in adjoining areas – or where new streets will be necessary for future public requirements on adjacent properties which have not yet been subdivided.  Where adjacent land is undeveloped, stub streets should include a temporary turnaround to accommodate fire apparatus.

Location of Street Intersections - New intersections of subdivision streets with existing thoroughfares within or bordering the subdivision should be planned to align with existing intersections, where feasible, to avoid creation of off-set or "jogged" intersections and to provide for continuity of existing streets, especially collectors and higher classes of thoroughfares.

Angle of Intersection - The angle of intersection for street intersections should be as nearly at a right angle as possible.  Corner cutbacks or radii should be required at the acute corner of the right-of-way line, to provide adequate sight distance at intersections. 

Offset Intersections - Offset or "jogged" street intersections should have a minimum separation of 125 feet between the centerlines of the intersecting streets. 

Cul-De-Sacs - Cul-de-sac streets should have a maximum length of no more than 500-600 feet measured from the connecting street centerline to centerline of radius point, with a paved turnaround pad of at least 80 feet and a right-of-way diameter at least 100 feet in residential areas, and at least 180 feet diameter of street with a 200 foot right-of-way diameter in commercial and industrial areas. 

Residential Lots Fronting on Arterials - Wherever feasible, subdivision layout should avoid the creation of residential lots fronting on arterials, with direct driveway access to the arterial street.  Lots should be accessed from collector or local/residential streets within or bordering the subdivision or an auxiliary street designed to accommodate driveway traffic. 

Residential Lots Fronting on Collectors - Wherever feasible, subdivision layout should minimize the arrangement of lots to access collectors, particularly within 180 feet of an intersection.  To the extent possible, lots should be accessed from local residential streets. 

Geometric Design Standards and Guidelines - Other requirements and guidelines for the geometric design of thoroughfares and public streets should be provided in the City’s Subdivision Ordinance and standard specifications.  This includes special provisions for lot width and building setbacks on corner lots to preserve sight distances at adjacent intersections. 

Private Streets - The Planning Commission should not approve a plat containing private streets unless the proposal to use private streets has been previously approved by the City Council and adequate assurances are provided for maintenance.

Sidewalks - Within the boundaries of a subdivision, sidewalks should be installed on both sides of arterial and collector streets and one side of local/residential streets. 

Funding Sources

Implementation of the Thoroughfare Plan will not be the sole responsibility of a single agency, but rather will require the combined resources of local, state and federal transportation funding programs, as well as participation by the private sector.  Following are alternative funding sources that are available or could be considered for financing transportation improvements.

Federal Funding – Many of the transportation improvements will be eligible to receive federal funds as part of the Transportation Efficiency Act of the 21st Century (TEA-21).  This six-year program (through 2003) provides federal funding for surface transportation improvements, including roadways, public transportation, pedestrian facilities, and a number of other transportation improvements.  TEA-21 emphasizes the development of a National Intermodal Transportation System that effectively connects highways with other modes of transportation.  Additionally, TEA-21 gives states and local governments a significant amount of flexibility in determining the use of available federal funds.  The federal share required for TEA-21 funding is generally 80 percent, with the remaining 20 percent provided by the state or local governments.

The various titles and programs of TEA-21 include the following:

Title I – Surface Transportation – This title includes a number of programs and provisions oriented toward providing funding primarily for highway related projects.  Some of the key programs within this title include the following:

National Highway System (NHS) – This program provides funding for improvements to rural and urban roads that are part of the NHS, including the Interstate System and designated connections to major intermodal terminals.  Under certain circumstances, NHS funds may also be used to fund transit improvements in NHS corridors.

Surface Transportation Program (STP), Federal Hazard Elimination Program – This program addresses safety-related projects on and off state highway system.  Projects are evaluated using three years of accident data, and ranked by a Safety Improvement Index.

Surface Transportation Program (STP), Federal Railroad Signal Safety Program – This program provides for installation of automatic railroad warning devices at most hazardous railroad crossings on and off of the state highway system.  Projects are selected from a statewide inventory list, which is prioritized by an index (number of trains per day, train speed, ADT, type of existing warning device, train-involved accidents within prior five (5) years, etc.).

Highway Bridge Replacement and Rehabilitation Program (HBRRP) – This program provides funds to assist the States in their programs to replace and rehabilitate deficient on-state highway bridges.

Congestion Mitigation and Air Quality Improvement Program – The primary purpose of the Congestion Mitigation and Air Quality Improvement Program (CMAQ) is to fund projects and programs in air quality and maintenance areas for ozone, carbon monoxide (CO), and small particulate matter (PM-10) which reduce transportation related emissions.

Transportation Enhancements (TE) – Transportation enhancements are transportation-related activities that are designed to strengthen the cultural, aesthetic, and environmental aspects of the Nation’s intermodal transportation system.  The transportation enhancements program provides for the implementation of a variety of non-traditional projects, with examples ranging from the restoration of historic transportation facilities, to bike and pedestrian facilities, to landscaping and scenic beautification, and to the mitigation of water pollution from highway runoff.

Recreational Trail Program – This program provides funds to develop and maintain recreational trails for motorized and non-motorized recreational trail users.

Bicycle Transportation and Pedestrian Walkways – The Bicycle Transportation and Pedestrian Walkways provisions of Section 217 of Title 23, as amended by TEA-21, describe how Federal-aid funds may be used for bicycle and pedestrian projects.  These projects are broadly eligible for all of the major funding programs where they compete with other transportation projects for available funding at the State and MPO levels.

Job Access and Reverse Commute Grants – The Access to Jobs Program provides competitive grants to local governments and non-profit organizations to develop transportation services to connect welfare recipients and low-income persons to employment and support services.

State Funding - The 1999 Unified Transportation Program (UTP) was developed by the Texas Department of Transportation (TxDOT) under the TEA-21 authorization bill.  The UTP is TxDOT’s ten-year plan for transportation project development.  The state funding programs used to fund these projects are as follows:

Bridge Replacement/Rehabilitation, Off State Highway System – This program provides for replacement or rehabilitation of eligible bridges off state highway system (functionally or structurally deficient).

State Preventative Maintenance – This program provides for seal coats and thin overlays (and other preventative maintenance measures) to preserve the existing state highway system.  Up to 20 percent of a district’s yearly allocation can be used for non-preventative maintenance work, provided administrative approval is first obtained from the Maintenance Division.

Rehabilitation of Texas Farm to Market Roads – This funding program provides for reconstruction and rehabilitation of existing Farm to Market Roads outside of urbanized areas of populations of 50,000 persons or more, except for those projects on an existing Farm to Market Road stub section into an urbanized area.

Strategic Priority – The Texas Transportation Commission selects projects which promote economic development, provide system continuity with adjoining states and Mexico, or address other strategic needs.

State Rehabilitation – This program provides for rehabilitation on non-Interstate portions of the state highway system.

Local funding – Alternative funding sources at the local level are discussed in the following paragraphs.

City Capital Budget – Annually, the City should prepare a five-year capital program and a one-year capital budget.  Included in the budget should be lists of projects, cost estimates and the source(s) of funding.  Foregoing any federal, state, or private participation, the primary sources of local funding may include:

Impact Fees – Consideration could be given to establishing an impact fees program to serve as an additional funding source for transportation improvements.  A growing number of local jurisdictions and state governments throughout the United States are establishing impact fee programs as a method of private financing of needed transportation and other infrastructure improvements.  Traffic impact fees are prevalent in the States of Florida and California, with State enabling legislation for local implementation enacted in Arizona, Colorado, Georgia, Illinois, Maryland, New Jersey, New Hampshire, North Carolina, Oregon, Pennsylvania, Texas, Utah and Washington.  This trend is due to the increasing cost of maintaining existing infrastructure and the difficulty of local governments to provide needed improvements due to the lack of adequate funding on the federal, state and local levels.

A traffic impact fee is an exaction imposed by a local government on new development to generate revenue for funding transportation improvements needed to accommodate or alleviate traffic impacts caused by the development project.  Impact fees, as distinguished from a general-purpose tax, are levied to allow the local government to build public infrastructure made necessary by a new development or renovation that results in new impacts.  Impact fees cannot be used to pay for correcting past deficiencies in existing facilities due to failure to keep pace with the impact of past development.  Neither can impact fees be used to support operation and maintenance of existing facilities.  Impact fees have been used to provide capital funding for infrastructure improvements such as streets and other transportation improvements, water supply systems, wastewater collection and treatment systems, drainage, recreational facilities, police and fire protection facilities, and medical facilities.  Developers can also be allowed to construct improvements and/or dedicate land for rights-of-way in lieu of paying impact fees.

Traffic impact fees provide a means of sharing the cost of transportation improvements that provide capacity for new development projects within a particular area.  Generally, a district is delineated and transportation improvement needs within the district are identified based on projected future development.  The number of trips that are generated by a particular development and an assessment of its traffic impacts are usually the basis for determining the share of total improvements costs that is assessed to the developer.  Level-of-Service “C” or “D” is typically used as the standard for identifying needed improvements.  In residential areas, the traffic impact rate is often based on a cost per dwelling unit, and in commercial and industrial areas on cost per square foot or acre.  Five-year capital improvements programs and major street plans are the most common background documents for calculating and implementing impact fee structures.  Traffic impact fees are typically paid at the building permit stage.

Some advantages of an impact fee program are as follows:

· Improvement costs shared by all area development on a pro-rata basis based on their respective trip generation and traffic impacts;

· Provides an additional source of revenue to finance a portion of future transportation and other infrastructure improvements;

· Existing revenue sources can be devoted to maintaining existing service levels and funding improvements to correct existing deficiencies;

· The cost of infrastructure improvements is paid, all or in part, by those who directly benefit from those facilities; and,

· As a form of user charge, impact fees introduce the cost of necessary public infrastructure improvements into the private development decision-making process, thereby imposing a degree of market discipline on resource allocation decisions.

Chapter 395, Financing Capital Improvements Required by New Development in Municipalities, Counties, and Certain Other Local Governments, of the Texas Local Government Code provides the requirements for establishing impact fees.  According to the definition of the Code, an impact fee means a charge or assessment imposed by a political subdivision against new development in order to generate revenue for funding or recouping the costs of capital improvements or facility expansions necessitated by and attributable to new development.  The term includes amortized charges, lump-sum charges, capital recovery fees, contributions in aid of construction, and any other fee that functions as described by this definition.  As stated in the Local Government Code, “The term does not include dedication of land for public parks or payment in lieu of dedication to serve park needs; dedication of rights-of-way or easements or construction or dedication of on-site water distribution, wastewater collection or drainage facilities, or streets, sidewalks, or curbs if the dedication or construction is required by a valid ordinance and is necessitated by and attributable to the new development; or lot or acreage fees to be placed in trust funds for the purpose of reimbursing developers for oversizing or constructing water or sewer mains or lines.”  The procedures for adopting impact fees are specified in Subchapter C of Chapter 395 of the Texas Local Government Code.
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