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Figure 23b - Alternative configurations of bus stops 
Source:  Accessing Transit: Design Guidelines for Florida Bus Passenger Facilities, Report Prepared for: Florida Department of Transportation, Public Transit Office By: Florida 
Planning and Development Lab, Department of Urban and Regional Planning, Florida State University, March 2004. 

 

 

 
Figure 24 - Typical bus shelter layout and design 
Source:  Accessing Transit: Design Guidelines for Florida Bus Passenger Facilities, Report Prepared for: Florida Department of Transportation, Public Transit Office By: Florida 
Planning and Development Lab, Department of Urban and Regional Planning, Florida State University, March 2004. 
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Figure 25 - Typical dimensions of a small bus shelter with a leaning rail but no seating, applicable to 
stops with limited right of way width  
Source:  Accessing Transit: Design Guidelines for Florida Bus Passenger Facilities, Report Prepared for: Florida Department of Transportation, Public Transit Office By: Florida 
Planning and Development Lab, Department of Urban and Regional Planning, Florida State University, March 2004. 

 

 
Figure 26 - Cross section of a small bus shelter with a leaning rail but no seating with typical vertical 
dimensions 
Source:  Accessing Transit: Design Guidelines for Florida Bus Passenger Facilities, Report Prepared for: Florida Department of Transportation, Public Transit Office By: Florida 
Planning and Development Lab, Department of Urban and Regional Planning, Florida State University, March 2004. 
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Figure 27 - Cross section of a mid-size shelter with typical vertical dimensions. 
Source:  Accessing Transit: Design Guidelines for Florida Bus Passenger Facilities, Report Prepared for: Florida Department of Transportation, Public Transit Office By: Florida 
Planning and Development Lab, Department of Urban and Regional Planning, Florida State University, March 2004. 

Bus Stop Information and Way-Finding Devices 
Providing system maps and fare information at bus passenger facilities is both useful to passengers and 
provides the transit agency an opportunity to educate passengers and potential passengers about bus transit 
services. 

y Fixed route maps and information should be displayed at all bus stops with high passenger 
volumes and at stops that serve as transfer points between routes.  

y Fixed maps should be sheltered from inclement weather and should be easily visible by 
passengers.  

y Fixed information displays should contain expanded information including schedules in a format 
that is easy to update. Route maps should highlight bus stop locations.  

y Route maps should be easily understandable to transit passengers.  

y Route maps may highlight activity centers in order to assist passengers with trip planning.  

y The overall design of maps and schedules should also consider the needs of sight and hearing 
impaired passengers. Bus brochures, bus schedules and other transit literature may be offered at 
stops and on buses or other transit services.  

y Maps and schedules should adopt uniform graphic standards, sizes and color codes.  

y Maps and schedules should be as intelligible as possible to an international audience in areas 
where there is a significant visitor population.  

y Solar or wind-powered on-demand illumination is suggested for bus stop information and way-
finding devices.  
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Bus Stop Shelter Hurricane Wind Loads 
Bus shelters are prone to damage and may become sources of flying debris if they are not adequately 
anchored, sized and fabricated to resist high wind speeds. The Florida Building Code has minimum 
requirements to ensure that bus shelters in hurricane-prone areas can withstand high winds and the impacts 
of wind-borne debris. 

y As defined in the Florida Building Code, bus shelters must be properly anchored to the ground. 
Designers must consider uplift against the force of gravity by hurricane force winds. 

y The Florida Building Code also indicates that bus shelters must be fabricated to withstand exterior 
wind pressures. In wind-borne debris regions (areas of 120 mph and above), all exterior coverings 
must be made of shatter-resistant materials. 

Landscaping 
Landscaping at bus stops promotes transit ridership by enhancing its image. Landscaping also contributes to 
the safety, security, and comfort of passengers. Landscaping can be use to reduce heat islands (thermal 
gradient differences between developed and undeveloped areas), minimizing the facilities impact on the 
microclimate. Draught tolerant plants should be used whenever possible to reduce or eliminate the need to 
irrigate, thus conserving water resources. 

y Landscaping should be located so that it buffers waiting passengers from traffic and provides them 
some degree of protection from the weather.  

y Landscaping should not block the view of patrons from outside the bus stop.  

y In order to maintain a defensible space, the height of groundcover plants should not exceed 2-feet 
at maturity so that visibility is preserved for patrons.  

y Also in order to maintain a defensible space, the height of shrubs should not exceed 3-feet at 
maturity, so that visibility is preserved for patrons.  

y In combination with groundcovers and trees pruned up to 6-feet above ground, shrubs should be 
used between 6-feet and 12-feet from the edge of walkways requiring visual surveillance.  

y When river-rock and other masonry materials are used, the material should be grouted to prevent 
removal by hand. River-rock should be grouted so that only one-third of the rock is exposed above 
ground.  

y In order to ease maintenance and to ensure the longevity of plant materials use native plants and 
wild flowers. In landscapes installed in coastal areas plants should also be salt tolerant. Avoid the 
use of exotic plant species.  

y All landscaping along FDOT rights of way must comply with the latest edition of the Plans 
Preparation Manual (PPM) and the Florida Highway Landscape Guide 
(http://www.dot.state.fl.us/emo/beauty/landscap.pdf), and the FDOT Design Standards Index 546 
and 700.6  

y Whenever landscaping will be installed, it is important to coordinate with the state or local agency 
assigned the responsibility of maintaining it. 

y Efforts should be made to shade all constructed surfaces. Shade trees should be high branching so 
that they do not interfere with breezes. Low vegetation should not block air movement beneath the 
shelter.  

y When irrigation is necessary, the use of high efficiency irrigation systems, low-water use native 
plants, or the reuse of storm water or gray water for irrigation is should be promoted.  

Bus Stop Shelter Lighting 
The purpose of lighting is to enhance the safety of patrons at facilities by illumination and to illuminate 
passenger information and advertising where applicable. In order to reduce light pollution, lighting should be 
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designed to eliminate light trespass from the bus passenger facility, improving night sky access, and 
reducing nuisance glare on adjacent properties and within the roadway.  

y Bus passenger facilities along routes that offer nighttime or after dark services should have 
optimum levels of lighting incorporated in the design of the facility. Adequate lighting greatly 
influences actual safety and passengers’ perception of safety, especially at off-street facilities.  

y Lighting levels should be sufficient to provide customers with a sense of security while they wait for 
buses. Adequate lighting also enables the bus driver to see waiting passengers and to safely 
approach and depart from a bus stop.  

y The minimum level of lighting at shelter pavement should be 2.0-foot-candles but “over” lighting 
should also be avoided. 

y Local transit stops can be located under existing overhead light sources.  

y Light patterns should concentrate light at the shelter while minimizing overthrow of glare onto 
street. For road lighting installations, light near and above the horizon should be minimized to 
reduce glare and visual intrusion. Lighting specifically designed to minimizes the upward spread of 
light should be used. 

y Cutoff luminaries, low–reflectance surfaces, and low-angle spotlights can be employed to reduce 
light pollution. 

y If pedestrian paths adjacent to transit stops are illuminated, the height of the light fixture should be 
appropriately scaled.  

y Light fixtures should be visually non-obtrusive so as not to attract the attention of vandals.  

y The fixtures should be vandal-resistant and durable.  

y Lamp compartment and electrical access areas should be secured with a recessed hex head screw 
or equal means.  

y If possible, electrical services should be low voltage to reduce the risk of electrical shock.  

y Solar lighting is suggested in areas where there is currently no utility service or as a temporary 
measure until utilities can be established for the shelter or stop. Portable solar lighting may be used 
when transit service is detoured during construction projects.  

ADA Accessibility 
The Americans with Disabilities Act of 1990 (ADA) is broad legislation intended to make American society 
more accessible to people with disabilities. It consists of five sections or titles (employment, public services, 
public accommodations, telecommunications, and miscellaneous). Titles II and III (public services and public 
accommodations) affect bus stop planning, design, and construction. Although the definition of disability 
under the ADA is broad, bus stop placement and design most directly affect persons with mobility and visual 
impairments. These impairments, which relate to the more physical aspects of bus stop accessibility, have 
received the most attention. 

All new stops should be designed and constructed in conformance with ADA physical dimension 
requirements. Modifying existing stops to comply with ADA, though desirable from an accessibility 
perspective, is not required under ADA. Modification of existing stops may be difficult, especially if the stops 
are at sites with limited easement or not subject to the transit agency's control, such as shopping malls, on 
state rights-of-way, or suburban subdivisions. 

The ADA, however, is concerned with more than physical dimensions. It also involves accessibility from the 
point of origin to the final destination. For example, to get to the bus stop, individuals with limited mobility or 
vision need a path that is free of obstacles, as well as a final destination that is accessible. A barrier-free bus 
stop or shelter is of little value if the final destination is not accessible. Though the ADA does not require 
retrofitting transit vehicles with lifts, an accessible vehicle is clearly a critical link in the barrier-free trip. Full 
accessibility is more difficult to achieve when different organizations are responsible for different portions of 
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the path (which is usually the case). Either way, the "equal access" provisions of the ADA require that the 
route for persons with limited mobility or vision be as accessible as the route used by those without 
disabilities. A person with disabilities should not have to travel further, or use a roundabout route, to get to a 
designated area. 

Basic Principles for Bus Stop Design and Location to Conform to ADA Basic aspects of design exist that 
encourage accessibility and are applicable to most situations. Specific dimensions are available from several 
references, some of which are listed below. Some general design considerations involve obstacles, surfaces, 
signs, and telephones. 

Obstacles 

Examine all the paths planned from the alighting point at the bus stop to destinations off the bus stop 
premises. Determine whether any protrusions exist that might restrict wheelchair movements. If protrusions 
exist and they are higher than 27 inches or lower than 80 inches, a person with a vision impairment may not 
be able to detect an obstacle (such as a phone kiosk) with a cane. A guide dog may not lead the person with 
the impairment out of the path. Although it may not be the transit agency's responsibility to address 
accessibility problems along the entire path, an obstacle anywhere along the path may make it inaccessible 
for some transit users with disabilities. 

Surfaces 

Surfaces must be stable, firm, and slip-resistant. Such provisions are beneficial for all transit users, but 
especially for those who have disabilities. Avoid abrupt changes in grade, and bevel those that cannot be 
eliminated. Any drop greater than 1/2 inch or surface grade steeper than 1:20 requires a ramp. 

Signs 

Signs providing route designations, bus numbers, destinations, and access information must be designed for 
use by transit riders with vision impairments. Specific guidelines are given for these signs in Section 4.30 of 
Accessibility Guidelines for Buildings and Facilities, Transportation Facilities and Transportation Vehicles. In 
some cases, two sets of signs may be needed to ensure visibility for most users and to assist users with 
sight limitations. Route maps or timetables are not required at the stop, though such information would be 
valuable to all passengers. 

Telephones 

Telephones at bus stops are not required under ADA, but if telephones are in place, they must not obstruct 
access to the facility and must be suitable for users with hearing impairments. At least one phone must be 
accessible for wheelchair users. Telephone directories must also be accessible. 

 
Figure 28a - Typical Bus Stop Layout with Shelter 
Source:  Accessing Transit: Design Guidelines for Florida Bus Passenger Facilities, Report Prepared for: Florida Department of Transportation, Public Transit Office By: Florida 
Planning and Development Lab, Department of Urban and Regional Planning, Florida State University, March 2004. 
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Figure 28b - Typical Bus Stop Layout without Shelter 
Source:  Accessing Transit: Design Guidelines for Florida Bus Passenger Facilities, Report Prepared for: Florida Department of Transportation, Public Transit Office By: Florida 
Planning and Development Lab, Department of Urban and Regional Planning, Florida State University, March 2004. 
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Table 8 - Bus Stop Location Criteria and System Character 
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Criteria Used to Designate Bus Stop      
Land is available (either in or adjacent to right-of-way) 3 3 3 3 3 

Accessible by pedestrians 3 3 3 3 3 

Meets ADA accessibility requirements 3 3 3 3 3 

Passes Votran safety evaluation 3 3 3 3 3 

Requested by customers 3 3    
Recommended by bus operator 3 3    
Large development trip generator   3   
Passenger volume is anticipated to be 60 to 99 per day  3 3   
Passes Votran operational evaluation (routing design and turning 
requirements      

Passenger volume is anticipated to be less than 40 boardings per day 3     
Passenger volume is anticipated to be 40 to 79 boardings per day  3    
Passenger volume is anticipated to be 80 or more boardings per day   3   
General System Characteristics      
Uniformly spaced and located in residential areas 3     
Closely spaced in downtown areas and activity centers  3    
More distantly spaced (1/2 to 1 mile) in rural areas and adjacent to 
identified origin or destination 3     

Medium to high density/intensity land use (commercial or mixed uses 
in retail activity center)  3 3   

Transfer activity between routes  3 3   
Accessible by way of a well developed bike/pedestrian network  3 3  3 
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Table 9 - Bus Stop Improvement Standards 
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Improvements       
Transit sign � � � � � 

Paved pad � � � � � 

Passenger shelter � � � � � 

Route/fare information : � � � � 

Seating � � � � � 

Leaning rail � � � � � 

Trash receptacle : � � � � 

Newspaper rack : : � � � 

Lighting � � � � � 

Public telephone : � � � � 

Bicycle storage : � � � � 

Information kiosk : : � � � 

Bus bay : � � � � 

Reader board : : : � � 

Drinking fountain : : : : : 

Restrooms : : : : : 

Automobile parking : : : � � 
Key:  3 - does apply; � - recommended improvements; � - conditional improvement (sometimes 
appropriate, depending on conditions/location; : - discouraged improvement) 
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Appendix A - ADA Accessibility Guidelines for Buildings and Facilities 

[An excerpt from Appendix A to Part 1191 - Americans with Disabilities Act 
(ADA) Accessibility Guidelines for Buildings and Facilities] 

10. TRANSPORTATION FACILITIES. 

10.1 General. Every station, bus stop, bus stop pad, terminal, building or other transportation facility, shall 
comply with the applicable provisions of section 4, the special application sections, and the applicable 
provisions of this section. 

10.2 Bus Stops and Terminals. 

10.2.1 New Construction. 

(1) Where new bus stop pads are constructed at bus stops, bays or other areas where a lift or ramp is to be 
deployed, they shall have a firm, stable surface; a minimum clear length of 96 inches (measured from the 
curb or vehicle roadway edge) and a minimum clear width of 60 inches (measured parallel to the vehicle 
roadway) to the maximum extent allowed by legal or site constraints; and shall be connected to streets, 
sidewalks or pedestrian paths by an accessible route complying with 4.3 and 4.4. The slope of the pad 
parallel to the roadway shall, to the extent practicable, be the same as the roadway. For water drainage, a 
maximum slope of 1:50 (2%) perpendicular to the roadway is allowed. 

(2) Where provided, new or replaced bus shelters shall be installed or positioned so as to permit a 
wheelchair or mobility aid user to enter from the public way and to reach a location, having a minimum clear 
floor area of 30 inches by 48 inches, entirely within the perimeter of the shelter. Such shelters shall be 
connected by an accessible route to the boarding area provided under paragraph (1) of this section.  

(3) Where provided, all new bus route identification signs shall comply with 4.30.5. In addition, to the 
maximum extent practicable, all new bus route identification signs shall comply with 4.30.2 and 4.30.3. Signs 
that are sized to the maximum dimensions permitted under legitimate local, state or federal regulations or 
ordinances shall be considered in compliance with 4.30.2 and 4.30.3 for purposes of this section.  

EXCEPTION: Bus schedules, timetables, or maps that are posted at the bus stop or bus bay are not required 
to comply with this provision.  

 
Figure 29 - Dimensions of Bus Boarding and Alighting Areas 
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Figure 30 - Bus Shelters 

 

10.2.2 Bus Stop Siting and Alterations. 

(1) Bus stop sites shall be chosen such that, to the maximum extent practicable, the areas where lifts or 
ramps are to be deployed comply with section 10.2.1(1) and (2). 

(2) When new bus route identification signs are installed or old signs are replaced, they shall comply with the 
requirements of 10.2.1(3). 

10.3 Fixed Facilities and Stations. 

10.3.1 New Construction. New stations in rapid rail, light rail, commuter rail, intercity bus, intercity rail, high 
speed rail, and other fixed guideway systems (e.g., automated guideway transit, monorails, etc.) shall comply 
with the following provisions, as applicable: 

(1) Elements such as ramps, elevators or other circulation devices, fare vending or other ticketing areas, and 
fare collection areas shall be placed to minimize the distance which wheelchair users and other persons who 
cannot negotiate steps may have to travel compared to the general public. The circulation path, including an 
accessible entrance and an accessible route, for persons with disabilities shall, to the maximum extent 
practicable, coincide with the circulation path for the general public. Where the circulation path is different, 
signage complying with 4.30.1, 4.30.2, 4.30.3, 4.30.5, and 4.30.7(1) shall be provided to indicate direction to 
and identify the accessible entrance and accessible route. 

(2) In lieu of compliance with 4.1.3(8), at least one entrance to each station shall comply with 4.14, 
Entrances. If different entrances to a station serve different transportation fixed routes or groups of fixed 
routes, at least one entrance serving each group or route shall comply with 4.14, Entrances. All accessible 
entrances shall, to the maximum extent practicable, coincide with those used by the majority of the general 
public. 

(3) Direct connections to commercial, retail, or residential facilities shall have an accessible route complying 
with 4.3 from the point of connection to boarding platforms and all transportation system elements used by 
the public. Any elements provided to facilitate future direct connections shall be on an accessible route 
connecting boarding platforms and all transportation system elements used by the public.  

(4) Where signs are provided at entrances to stations identifying the station or the entrance, or both, at least 
one sign at each entrance shall comply with 4.30.4 and 4.30.6. Such signs shall be placed in uniform 
locations at entrances within the transit system to the maximum extent practicable.  
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EXCEPTION: Where the station has no defined entrance, but signage is provided, then the accessible 
signage shall be placed in a central location.  

(5) Stations covered by this section shall have identification signs complying with 4.30.1, 4.30.2, 4.30.3, and 
4.30.5. Signs shall be placed at frequent intervals and shall be clearly visible from within the vehicle on both 
sides when not obstructed by another train. When station identification signs are placed close to vehicle 
windows (i.e., on the side opposite from boarding) each shall have the top of the highest letter or symbol 
below the top of the vehicle window and the bottom of the lowest letter or symbol above the horizontal mid-
line of the vehicle window. 

(6) Lists of stations, routes, or destinations served by the station and located on boarding areas, platforms, or 
mezzanines shall comply with 4.30.1, 4.30.2, 4.30.3, and 4.30.5. A minimum of one sign identifying the 
specific station and complying with 4.30.4 and 4.30.6 shall be provided on each platform or boarding area. 
All signs referenced in this paragraph shall, to the maximum extent practicable, be placed in uniform 
locations within the transit system. 

(7)* Automatic fare vending, collection and adjustment (e.g., add-fare) systems shall comply with 4.34.2, 
4.34.3, 4.34.4, and 4.34.5. At each accessible entrance such devices shall be located on an accessible 
route. If self-service fare collection devices are provided for the use of the general public, at least one 
accessible device for entering, and at least one for exiting, unless one device serves both functions, shall be 
provided at each accessible point of entry or exit. Accessible fare collection devices shall have a minimum 
clear opening width of 32 inches; shall permit passage of a wheelchair; and, where provided, coin or card 
slots and controls necessary for operation shall comply with 4.27. Gates which must be pushed open by 
wheelchair or mobility aid users shall have a smooth continuous surface extending from 2 inches above the 
floor to 27 inches above the floor and shall comply with 4.13. Where the circulation path does not coincide 
with that used by the general public, accessible fare collection systems shall be located at or adjacent to the 
accessible point of entry or exit. Appendix Note 

(8) Platform edges bordering a drop-off and not protected by platform screens or guard rails shall have a 
detectable warning. Such detectable warnings shall comply with 4.29.2 and shall be 24 inches wide running 
the full length of the platform drop-off.  

(9) In stations covered by this section, rail-to-platform height in new stations shall be coordinated with the 
floor height of new vehicles so that the vertical difference, measured when the vehicle is at rest, is within plus 
or minus 5/8 inch under normal passenger load conditions. For rapid rail, light rail, commuter rail, high speed 
rail, and intercity rail systems in new stations, the horizontal gap, measured when the new vehicle is at rest, 
shall be no greater than 3 inches. For slow moving automated guideway "people mover" transit systems, the 
horizontal gap in new stations shall be no greater than 1 inch.  

EXCEPTION 1: Existing vehicles operating in new stations may have a vertical difference with respect to the 
new platform within plus or minus 1-1/2 inches.  

EXCEPTION 2: In light rail, commuter rail and intercity rail systems where it is not operationally or structurally 
feasible to meet the horizontal gap or vertical difference requirements, mini-high platforms, car-borne or 
platform-mounted lifts, ramps or bridge plates, or similar manually deployed devices, meeting the applicable 
requirements of 36 C.F.R. part 1192, or 49 C.F.R. part 38 shall suffice.  

(10) Stations shall not be designed or constructed so as to require persons with disabilities to board or alight 
from a vehicle at a location other than one used by the general public. 

(11) Illumination levels in the areas where signage is located shall be uniform and shall minimize glare on 
signs. Lighting along circulation routes shall be of a type and configuration to provide uniform illumination. 

(12) Text Telephones: The following shall be provided in accordance with 4.31.9: 

(a) If an interior public pay telephone is provided in a transit facility (as defined by the Department of 
Transportation) at least one interior public text telephone shall be provided in the station. 

(b) Where four or more public pay telephones serve a particular entrance to a rail station and at least one is 
in an interior location, at least one interior public text telephone shall be provided to serve that entrance. 
Compliance with this section constitutes compliance with section 4.1.3(17)(c);. 
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(13) Where it is necessary to cross tracks to reach boarding platforms, the route surface shall be level and 
flush with the rail top at the outer edge and between the rails, except for a maximum 2-1/2 inch gap on the 
inner edge of each rail to permit passage of wheel flanges. Such crossings shall comply with 4.29.5. Where 
gap reduction is not practicable, an above-grade or below-grade accessible route shall be provided. 

(14) Where public address systems are provided to convey information to the public in terminals, stations, or 
other fixed facilities, a means of conveying the same or equivalent information to persons with hearing loss 
or who are deaf shall be provided. 

(15) Where clocks are provided for use by the general public, the clock face shall be uncluttered so that its 
elements are clearly visible. Hands, numerals, and/or digits shall contrast with the background either light-on-
dark or dark-on-light. Where clocks are mounted overhead, numerals and/or digits shall comply with 4.30.3. 
Clocks shall be placed in uniform locations throughout the facility and system to the maximum extent 
practicable. 

(16) Where provided in below grade stations, escalators shall have a minimum clear width of 32 inches. At 
the top and bottom of each escalator run, at least two contiguous treads shall be level beyond the comb plate 
before the risers begin to form. All escalator treads shall be marked by a strip of clearly contrasting color, 2 
inches in width, placed parallel to and on the nose of each step. The strip shall be of a material that is at 
least as slip resistant as the remainder of the tread. The edge of the tread shall be apparent from both 
ascending and descending directions.  

(17) Where provided, elevators shall be glazed or have transparent panels to allow an unobstructed view 
both in to and out of the car. Elevators shall comply with 4.10.  

EXCEPTION: Elevator cars with a clear floor area in which a 60 inch diameter circle can be inscribed may be 
substituted for the minimum car dimensions of 4.10, Fig. 22.  

(18) Where provided, ticketing areas shall permit persons with disabilities to obtain a ticket and check 
baggage and shall comply with 7.2. 

(19) Where provided, baggage check-in and retrieval systems shall be on an accessible route complying with 
4.3, and shall have space immediately adjacent complying with 4.2. If unattended security barriers are 
provided, at least one gate shall comply with 4.13. Gates which must be pushed open by wheelchair or 
mobility aid users shall have a smooth continuous surface extending from 2 inches above the floor to 27 
inches above the floor. 

10.3.2 Existing Facilities: Key Stations. 

(1) Rapid, light and commuter rail key stations, as defined under criteria established by the Department of 
Transportation in subpart C of 49 C.F.R. part 37 and existing intercity rail stations shall provide at least one 
accessible route from an accessible entrance to those areas necessary for use of the transportation system. 

(2) The accessible route required by 10.3.2(1) shall include the features specified in 10.3.1(1), (4)-(9), (11)-
(15), and (17)-(19). 

(3) Where technical infeasibility in existing stations requires the accessible route to lead from the public way 
to a paid area of the transit system, an accessible fare collection system, complying with 10.3.1(7), shall be 
provided along such accessible route.  

(4) In light rail, rapid rail and commuter rail key stations, the platform or a portion thereof and the vehicle floor 
shall be coordinated so that the vertical difference, measured when the vehicle is at rest, is within plus or 
minus 1-1/2 inches under all normal passenger load conditions, and the horizontal gap, measured when the 
vehicle is at rest, is no greater than 3 inches for at least one door of each vehicle or car required to be 
accessible by 49 C.F.R. part 37.  

EXCEPTION 1: Existing vehicles retrofitted to meet the requirements of 49 C.F.R. 37.93 (one-car-per-train 
rule) shall be coordinated with the platform such that, for at least one door, the vertical difference between 
the vehicle floor and the platform, measured when the vehicle is at rest with 50% normal passenger capacity, 
is within plus or minus 2 inches and the horizontal gap is no greater than 4 inches.  

EXCEPTION 2: Where it is not structurally or operationally feasible to meet the horizontal gap or vertical 
difference requirements, mini-high platforms, car-borne or platform mounted lifts, ramps or bridge plates, or 
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similar manually deployed devices, meeting the applicable requirements of 36 C.F.R. part 1192, or 49 C.F.R. 
part 38, shall suffice.  

(5) New direct connections to commercial, retail, or residential facilities shall, to the maximum extent feasible, 
have an accessible route complying with 4.3 from the point of connection to boarding platforms and all 
transportation system elements used by the public. Any elements provided to facilitate future direct 
connections shall be on an accessible route connecting boarding platforms and all transportation system 
elements used by the public. 

10.3.3 Existing Facilities: Alterations. 

(1) For the purpose of complying with 4.1.6(2) (Alterations to an Area Containing a Primary Function), an 
area of primary function shall be as defined by applicable provisions of 49 C.F.R. 37.43(c); (Department of 
Transportation's ADA Rule) or 28 C.F.R. 36.403 (Department of Justice's ADA Rule). 
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Accessibility Checklist 
The Americans with Disabilities Act (ADA) requires that new and altered transit facilities be accessible. Title 
II of the ADA covers sidewalk and street construction and transit accessibility, referencing the ADA 
Accessibility Guidelines (ADAAG) or the Uniform Federal Accessibility Standards (UFAS) for new 
construction and alterations undertaken by or on behalf of a state or local government. The Department of 
Justice (DOJ) Title II regulation specifically requires that curb ramps be provided when sidewalks or streets 
are newly constructed or altered. 

Bus Stop Sites and Alterations 

Surface: 

Are bus stop sites chosen such that, to the maximum extent practicable, the areas where lifts or ramps 
are to be deployed are on stable and firm surfaces? 

Clear Dimensions: 

Is there a clear length of at least 96-inches (measured from the curb or vehicle roadway) and a clear 
width of at least 60-inches (parallel to the roadway) provided to the maximum extent allowed by legal 
or site constraints? 

Bus Stop Pad 

Surface: 

If a bus stop pad has been newly constructed at a bus stop, bay or other area where a lift or ramp is to 
be deployed, does it have a surface that is stable? 

Clear Dimensions: 

Is there a clear length of at least 96-inches (measured from the curb or vehicle roadway) and a clear 
width of at least 60-inches (parallel to the roadway) provided to the maximum extent allowed by legal 
or site constraints? 

Connection to Pedestrian Way: 

Is the pad connected to streets, sidewalks or pedestrian paths by an accessible route? 

Slope: 

Is the slope of the pad parallel to the roadway and, to the extent practicable, the same as that of the 
roadway? 

Note: A maximum slope of 1:50 (2%) perpendicular to the roadway is allowed for water drainage. 

Bus Shelter 

Position: 

Where provided, are new or replaced bus shelters installed or positioned in such a way that a 
wheelchair or mobility aid user can enter from the public way and reach a location having a minimum 
clear floor area of 30-inches by 48-inches, entirely within the perimeter of the shelter? 

Connection to Boarding Area: 

Are such shelters connected by an accessible route to the boarding area provided? (Use Form 3: 
Exterior Accessible Routes) 

Signs 

Finish: 

Do the characters and background on such signs have a non-glare finish? 

Character Proportion: 
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Do the letters and numbers on such signs have a width-to-height ratio between 3:5 and 1:1; and a 
stroke width-to-height ratio between 1:5 and 1:10? 

Character Size: 

Are the characters on such signs sized according to viewing distance with characters on overhead 
signs at least 3-inches high? 

Note: Signs that are sized to the maximum dimensions permitted under legitimate local, state or 
federal regulations or ordinances shall be considered in compliance. 

Exceptions: Bus schedules, timetables, or maps that are posted at the bus stop or bus bay are not 
required to comply with this provision. 
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Appendix B - SUGGESTIONS FOR FURTHER CONSIDERATION 

While this report outlines the necessary steps for shaping the urban environment to achieve economical and 
effective transit service, we can do much more to improve the efficiency and effectiveness of transit services. 
Possible options for future consideration include:3 

Pre-designate a future system of transit corridors.  

It is important to take a long range view and to map out corridors where there will be a commitment to 
provide a higher level of transit service, particularly in terms of shorter headways and extended service 
hours. Votran and local governments should jointly identify these future corridors of transit service before 
development patterns become established. Transit Corridor Districts (TCD) where transit-supportive land use 
will be promoted should be designated along these corridors, and particularly at key nodes (e.g., where two 
or more transit routes cross or at inter-modal transportation terminals).  

Design for a phased implementation of transit corridors.  

The designation and official zoning of a Transit Corridor District (TCD) is the first step toward implementing 
transit service. The local government should develop standards by which the corridors' growth will be 
measured. After growth in population and building has occurred, additional service should be added. The 
additional service should include the improvement and expansion of transit stop facilities. The local 
government should develop a schedule, based on the amount of development, showing when upgrades will 
be made to services and stops.  

Modify zoning and land development regulations through the designation of Transit Corridor 
Districts (TCDs).  

Local governments should consider amending their zoning and land development regulations to 
accommodate the concept of a Transit Corridor District (TCD) as a new zoning district. The TCD would be 
similar to a Planned Unit Development (PUD) because it incorporates many aspects found in other zoning 
districts. The TCD should have transit service as a main objective. Mixed use development should be 
encouraged and projects in the TCD should have to meet all district level guidelines. The idea of a TCD 
focuses transit service and develops a separation of land uses that relate well to transit from those that relate 
to the automobile.  

y Provide mixed land use including housing, office, retail, light industrial and recreational uses.  

This guideline would be implemented by developing special zoning categories at transit stops. 
Larger projects would be encouraged that contained a ratio of uses (for example, a ratio of office 
space to residential units, with flexibility. Single parcel, mixed use developments provide better 
interaction between different land uses than separate, adjacent parcels with different land uses. 
Another option would be to zone on a small parcel level to ensure a variety of compatible uses 
adjacent to one another.  

y Parking requirements in TCDs should reflect availability of transit services.  

Parking requirements can be modified in Transit Corridor Districts. Specific parking requirements in 
a TCD should be covered by provisions for a parking gradient or the provision of different levels of 
parking based on proximity to transit. Parking requirements in the current zoning ordinance should 
be reviewed. Most likely, the ordinance has minimum levels of parking that must be provided and 
changes should be made to lower the minimum number of spaces required in areas where transit 
is present. There could be two sets of minimums for land outside of TCDs. Minimum levels of 
parking for land uses that are not compatible with, or near, transit services should be set to 
accommodate all patrons as auto travelers.  

                                                      
3 These suggestions are based on IMPLEMENTATION ISSUES FOR TRANSIT SENSITIVE SUBURBAN LAND USE DESIGN, 
Beimborn, Rabinowitz, and Gugliotta, The Center for Urban Transportation Studies, University of Wisconsin at Milwaukee, Milwaukee, 
WI, July 1995. 
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y Control of through automobile traffic.  

Successful TCDs could generate large amounts of automobile traffic and will interfere with the 
ability to provide high quality transit service. It would be very difficult to close an existing roadway 
after substantial development has occurred. Early location of no-auto zones along the transit route 
before development is critical and will limit automobile interference. These can be protected 
through official mapping and/or the zoning map.  

Explore public/private opportunities for transit stop joint development.  

A most opportune location for joint development by the private and public sectors is at transit stops. Local 
governments should consider a proactive approach to development surrounding stops. Large stops can 
become part of the surrounding buildings. Developers may pay to construct sheltered stop areas that tie 
directly to their buildings and revert the actual right-of-way to the local government. The main benefit for the 
developer is the increased patronage that will flow from the transit stop directly in to the building. For the 
local government, capital costs are reduced.  

At smaller stops, simple retail services can become part of joint development efforts. The presence of retail 
services at transit stops can be contracted out to businesses for different services. This also allows small 
businesses to become established in each neighborhood. Another alternative is to seek joint development 
opportunities with private companies. In return for providing some of the needed funds to develop the transit 
stop, a private firm is allowed to use the adjacent land for retail service provision.  

[See Votran’s Joint Development Policy on page 65.] 

Use transit corridors for primary pedestrian, bicycle and transit movement.  

The zoning code and development review process should be modified to assure that there is a provision for 
separate, high quality, pathways for pedestrians and bicycles. All cul-de-sacs should include pathways at 
their ends to connect to surrounding streets. Logical pathways should be provided to provide direct 
connections between different parts of developments. Sufficient rights-of-way should be reserved (through 
official mapping) to permit separate, parallel bike and pedestrian paths along transit corridors and arterials 
within transit service zones.  

Relate the design and connections of adjacent developments across “seams”.  

The ability to tie together individual development projects is critical to the success of a Transit Corridor 
District. Developers should be allowed considerable flexibility in their planning within a project; however, 
project review and stipulations must assure that adjacent developments fit together. Conditions that should 
be met include maintenance of the continuity of transit roadways, circulation between adjacent properties, 
provision of easements on rights-of-way for pathways and appropriate adjacencies of land use.  

Develop a program to encourage shared parking facilities. 

To encourage the use of shared parking lots, the local government should require each proposed project to 
identify all parking facilities on adjacent parcels and explore the feasibility of their use as shared lots. Local 
government also could approve development proposals on the condition that the land owner sign an 
agreement stating that they will arrange for joint use of parking facilities whenever deemed feasible by the 
local government.  

Minimize the distance between building entrances and transit stops, provide logical connections 
between buildings and transit.  

A basic tenet that should be implemented in the zoning/building code is that pathways should be provided 
between transit stops and building entrances. This is seldom done in suburban areas; often it is necessary 
for a user to walk across lawns or through parking lots to reach a building. This regulation also would specify 
a maximum walking distance from transit stops to building entrances.  

Building location and design should be sensitive to transit-generated noise and views.  

This guideline can be easily adapted to a zoning code. Either the local government can maintain a very large 
right-of-way along the transit path, or building setback requirements can be regulated to keep residents 
removed from the sight and noise. Setbacks should be greater near transit stops for residential buildings 
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where vehicle acceleration and braking noise is loudest. Commercial buildings can be permitted to be closer 
to the transit line than residential uses. In addition to the increased setback distances, trees and berms can 
be used to block the view of the transitway. Local government should have a policy of maintaining tree 
plantings along the transit rights-of-way.  

Plan for a high quality pedestrian/bicycle pathway system.  

As part of the TCD, a pathway system of public rights-of-way should be developed within its boundaries. This 
system should be mapped out and be designed with area-wide connectivity. Private developments also 
should become part of this system. The local government would require each developer to submit a 
pedestrian/bicycle pathway plan. The plan should show how pedestrians and bicycles will be able to cross 
the property and how the pathways will connect into the overall pathway system. All cul-de-sacs should have 
pathways that lead from their ends to adjacent streets. The local government should maintain an updated 
pathway system map.  

Provide financial and other incentives to promote transit-supportive development in Transit Corridor 
Districts and other selected places. 

Local governments can recognize and reward the reduced traffic impacts of transit-supportive development 
by offering relief from transportation impact fees and/or exceptions from transportation concurrency 
requirements.  

Changes to the use of impact fees as legislatively enacted in 1999 through the creation of the multi-modal 
transportation district option, has had the effect of further reducing the effectiveness of impact fees to raise 
revenue for roadway improvements. More recent legislation for multi-modal transportation districts includes 
the provision that “Local governments may reduce impact fees or local access fees for development within 
multimodal transportation districts based on the reduction of vehicle trips per household or vehicles miles of 
travel expected from the development pattern planned for the district.” The intended effect is to encourage 
developers to adopt development patterns as promoted by multi-modal transportation districts. While this will 
not raise funds for transit, it should have the positive effect of putting appropriate land development patterns 
in place that make bus transit more effective and efficient. 

There may be a missed opportunity when impact fees are considered only for roadways and no other form of 
transportation. While there may be a reduction of vehicle trips per household, there will almost certainly still 
be a need for transportation, in one form or another. Broadening our view toward the development of a 
“transportation impact fee” might open new opportunities to fund transit using private sector land developer 
participation. 

Higher density and intensity should be “by right” in Transit Corridor Districts; but local governments could 
allow even higher density and/or intensity as a bonus to any developer who will go beyond the minimum 
threshold to make his development transit-friendly. 

Other incentives that can be explored are use of proportionate fair share mitigation4 to fund transit 
improvements, community redevelopment areas/tax increment financing districts and publicly funded 

                                                      
4 Subsection (16) of Section 163.3180, Florida Statutes, requires each local government to enact a concurrency management system to 
ensure that no development will be approved unless adequate capacity is available in essential support facilities and services. The 
provision further outlines a “proportionate fair-share mitigation” option for transportation facilities. So, when transportation capacity is not 
available for development, a developer may opt to “pay to play” if certain conditions exist. These conditions, created by SB 360, have 
been summarized by the law firm of Hopping Green & Sams, “a developer may choose to satisfy all transportation concurrency 
requirements by contributing its proportionate share if transportation facilities identified as mitigation for traffic impacts are: 

1. Specifically identified for funding in the five-year schedule of capital improvements in the [CIE] of the local plan, or 

2. Identified in the long-term concurrency management system, or 

3. If contributions or payments for such facilities or segments are reflected in a five-year schedule of a capital improvement plan in the 
next regularly scheduled update of the local [CIE].” 

If one of the three above conditions has been met by the local government, a developer must be afforded the opportunity to mitigate 
their impacts through monetary or “proportionate fair-share” contributions. Furthermore, additional options for proportionate fair-share 
are available at a local government’s discretion, even if the conditions identified above are not met. 
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improvements to area infrastructure (e.g., district-wide parking and stormwater management systems) and 
streetscapes. 
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Appendix C - VOTRAN’S JOINT DEVELOPMENT POLICY 

Votran encourages partnerships with public agencies and private developers to jointly develop transit 
facilities and services for the purpose of promoting public transportation. Joint development supports 
Votran's mission by providing a means to facilitate the delivery of efficient and cost-effective public transit, to 
increase fare box recovery rates and to contain transit capital and operating costs. Votran promotes the joint 
use of properties for private and public sector development in a manner that is compatible with transit service 
delivery and public convenience. 

Therefore, Votran encourages public agencies and private developers to propose co-development of real 
estate when such projects will support public transit and provide financial and/or locational benefits to the 
development partner, the local jurisdictions, the general public and Votran. 

Votran reserves the right to accept or reject all joint development proposals without cause. Votran will not 
participate in joint development projects where substantial transit benefits cannot be realized. For this 
reason, proposals for joint development will be evaluated based on the following project characteristics: 

y area transit facility and service needs; 

y transit ridership projections and revenue generation; 

y proposed and existing land use mix and densities; 

y community interests; 

y local government comprehensive plans; 

y start-up and ongoing capital and operating expenditures; 

y site characteristics; 

y project scope; 

y site characteristics; 

y project scope; 

y land development and zoning regulations; 

y traffic and parking impact; and 

y environmental impact. 

In order to ensure that joint development agreements are negotiated in a timely manner, all such agreements 
will specify land use and density, private and public sector roles, infrastructure installation, architectural 
design, construction schedules, building maintenance aspects, and financial considerations including 
financing options and all necessary legal agreements with local jurisdictions. In order to facilitate joint 
development, local officials are encouraged to establish comprehensive and consistent land use and zoning 
regulations that support joint development projects. Similarly, support is expressed for streamlining local 
regulatory processes governing joint development and for formulating intergovernmental agreements relating 
to regional development in general. 

Votran is interested in pursuing joint development project proposals that meet the following objectives: 

y to increase transit ridership and fare box revenues; 

y to decrease transit operating expenses;  

y to generate revenue through the lease, sale or con-development of Votran properties; 

y to conserve grant capital by reducing land acquisition and construction costs through shared 
expenses; 

y to facilitate economic development desired by local jurisdictions; 
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y to minimize property removed from tax rolls; 

y to promote land use patterns and architectural designs that are conducive to transit operations in 
conformance with Votran plans, regional transportation programs, local development plans and 
community interests; 

y to establish compatible development projects on transit properties for the enhancement of short-
and long-range transit market potential; and 

y to improve the quality of life in suburban communities by increasing access to public transportation, 
minimizing traffic congestion, improving environmental quality through the reduction of vehicle 
emissions, fuel consumption and roadway expansions and by offering convenience facilities for 
transit users. 
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Appendix D - RELATED STATUTES AND RULES 

 

Transportation Concurrency Exception Areas (TCEAs) 

Availability of public transit service may have great importance relative to a local government’s ability to grant 
transportation exceptions to concurrency. Florida Statutes., 163.3180 describes why and under what 
circumstances such exceptions may be granted: 

163.3180 (5)(a) "The Legislature finds that under limited circumstances dealing with transportation facilities, 
countervailing planning and public policy goals may come into conflict with the requirements that adequate 
public facilities and services be available concurrent with the impact of such development. The Legislature 
further finds that often the unintended result of the concurrency requirement for transportation facilities is the 
discouragement of urban infill development and redevelopment. Such unintended results directly conflict with 
the goals and policies of the state comprehensive plan and the intent of this part. Therefore, exceptions from 
the concurrency requirement for transportation facilities may be granted as provided by this subsection." 

Part (5)(b) defines the requirements of development in a TCEA. In summary: 

o The development must, in all other aspects, be consistent with the adopted local government 
comprehensive plan; and 

o The development must promote public transportation or be located within an area designated in the 
comprehensive plan for urban infill development, urban redevelopment, downtown revitalization, or urban 
infill and redevelopment under F.S. 163.2517. 

When a local government implements a TCEA, it must adopt strategies to promote mobility. These strategies 
must address urban design, mixed land uses, higher density and intensity of land uses, and connectivity. 

163.3180 (5)(e) The local government shall adopt into the plan and implement strategies to support and fund 
mobility within the designated exception area, including alternative modes of transportation. The plan 
amendment shall also demonstrate how strategies will support the purpose of the exception and how mobility 
within the designated exception area will be provided. In addition, the strategies must address urban design; 
appropriate land use mixes, including intensity and density; and network connectivity plans needed to 
promote urban infill, redevelopment, or downtown revitalization. 

 

Multimodal Transportation Districts (MMTD) 

Chapter 163.3180(15)(d), F.S. allows Florida’s local governments to use alternative approaches to 
concurrency management. Typically, minimum level of service standards are established in local 
comprehensive plans based solely on automobile usage. In an MMTD, concurrency determinations may be 
based on multimodal performance measures that consider all of the available modes of transportation, 
including walking, biking, and transit. 

Where minimum automobile level of service standards are exceeded by proposed developments, “local 
governments may issue development permits in reliance upon all planned community design capital 
improvements that are financially feasible over the development or redevelopment timeframe, without regard 
to the period of time between development or redevelopment and the scheduled construction of capital 
improvements” (2). This statement provides considerable flexibility in accomplishing concurrency, while 
allowing the intensity and type of development necessary to support multimodal objectives. 

Planning & Implementation 

MMTD designation is accomplished by amending a local government comprehensive plan and 
accompanying future land use map, as provided in Chapter 163.3184, F.S. A proposed multimodal 
transportation district must be reviewed and approved by both the Department of Community Affairs (DCA) 
and the Florida Department of Transportation (FDOT). Local governments must demonstrate that an area 
qualifies as an MMTD based upon the following existing or planned future design elements defined in 
Chapter 163.3180(15)(b), F.S.: 
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o A complementary mix and range of land uses; 

o An interconnected network of streets to encourage walking and bicycling, with traffic calming where 
desirable; 

o Appropriate densities and intensities of use within walking distance of transit stops; 

o Daily activities within walking distance of residences, allowing independence to persons who do not drive; 

o Public uses, streets, and squares that are safe, comfortable, and attractive for the pedestrian, with 
adjoining buildings open to the street and with parking not interfering with pedestrian, transit, automobile, 
and truck travel modes. 

Communities considering designating an MMTD are encouraged to review the FDOT Multimodal 
Transportation Districts and Areawide Quality of Service Handbook (Multimodal Handbook) and to contact 
the Florida Department of Transportation (FDOT) and the Department of Community Affairs (DCA) early in 
the process for guidance. The Handbook provides guidelines for local governments to achieve the successful 
designation of an MMTD. The guidelines are also used in assessing the success of a district by FDOT and 
DCA. 

The FDOT Multimodal Handbook characterizes a “good candidate” as having “a mix of mutually supporting 
land uses, good multimodal access and connectivity, an interconnected transportation network and the 
provision of alternative modes of transportation to the automobile. 

Although certain elements are required for designation, many of the Multimodal Handbook’s guidelines are 
recommendations and not rigid standards or thresholds. Flexibility is provided during the review process for 
proposed districts that fail to meet all applicable standards. 

After the plan is amended, consistent local ordinances must be adopted to implement the new district. 

Local governments could elect to amend existing land development regulations either through an overlay 
zone, which adds new regulations onto the underlying zoning district(s), or a special district with new design 
standards and regulations that are tailored to the MMTD. 
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Appendix E - CRIME PREVENTION THROUGH ENVIRONMENTAL DESIGN 
(CPTED) 

CPTED (pronounced sĕp’ – tĕd) is an acronym for Crime Prevention Through Environmental Design. CPTED 
is based on the belief that the proper design and effective use of the built environment can lead to a 
reduction in the incidence and fear of crime and in an improvement in the quality of life. 

CPTED recognizes that criminals make rational choices about their targets. In general:  (1) the greater the 
risk of being seen, challenged, or caught; the less likely they are to commit a crime. (2) the greater the effort 
required, the less likely they are to commit a crime. (3) the less the actual or perceived rewards, the less 
likely they are to commit a crime. 

Through use of CPTED principles, the built environment can be designed and managed to ensure:  (1) there 
is more chance of being seen, challenged, or caught; (2) greater effort is required; (3) the actual or perceived 
rewards are less; and (4) opportunities for criminal activity are minimized. 

CPTED consists of four key concepts: Natural Surveillance, Natural Access Control, Territorial 
Reinforcement and Maintenance, all of which are interrelated 

Natural Surveillance – Is the placement of physical features, activities and people in such a way as to 
maximize visibility. The greater risk a person faces of being seen, challenged, or caught; the less likely he 
will be to commit a crime. 

Natural Access Control - is the physical guidance of people coming and going from a space by the judicial 
placement of entrances, fences, landscaping, and lighting. This principle helps deter access to a crime target 
or victim and creates a perception of risk to a perpetrator. The greater the effort required by a person, the 
less likely he will be to commit a crime. 

Territorial Reinforcement – is the use of physical attributes that express ownership such as fencing, 
pavement treatments, signage, and landscaping. When a person recognizes another’s claim to property -- 
i.e., that the property has not been abandoned -- the less likely he will be to claim it as his own. 

Maintenance – Allows for the continued use of a space for its intended purpose. It also serves as an 
additional expression of ownership and an indication that the property has not been abandoned. 

CPTED DESIGN STRATEGIES 
CPTED design strategies are typically used during project development review to identify and incorporate 
design features which manifest these four key concepts. Commonly used design strategies relating to each 
of the four concepts are as follows: 

Design Strategies for Natural Surveillance: 

When you consider design strategies for Natural Surveillance, keep in mind that it occurs when individuals 
are able see from inside a home, office, business, or other designated area and people outside are able to 
see inside the home, office, business, or other designated area. 

Consider how and where a bus stop, pedestrian pathway, bike storage facility or other potential target for 
criminal activity is situated, and consider the design and orientation of windows, lighting, entrances, parking 
lots, etc., to provide maximum surveillance opportunities. Eliminate blind spots and hideouts. 

Encourage the presence of more people engaged in lawful activity in a designated area over a longer period 
of the day, and you will then increase Natural Surveillance opportunities. 

Design Strategies for Natural Access Control: 

Use fencing material or landscaping to prevent or discourage access into unmonitored areas. 

Limit the number of access points into a building. 

Install mechanical or electronic locks.  

Design Strategies for Territorial Reinforcement: 
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Use fencing material or landscaping to show ownership (Territorial Reinforcement). Remember to carefully 
choose materials for fences and landscaping so that you can also provide opportunities for Natural 
Surveillance and Access Control.  

Use signs that clearly display your address or business name on mail boxes and buildings, in parking areas, 
or along sidewalks. 

Use sidewalks and parking areas to provide clues to ownership (Territorial Reinforcement). 

Design Strategies for Maintenance: 

Use low maintenance or maintenance-free building products in your construction.  

Use low maintenance or maintenance-free plants and shrubbery in your landscape design. Consider low 
maintenance ground covers instead of high-maintenance expanses of grass or lawns. 

Use landscaping that has a natural growth habit to meet these standards when located along building 
entrances, walkways, or in parking lots. 

Shrubs – Choose shrubs that can be maintained at a low height so that they will not create blind spots and 
hideouts. 

Trees – Choose trees that grow a canopy that is raised up from the ground, again, to avoid blind spots and 
hideouts. 

Trim shrubs and trees regularly. Keep grass cut and eliminate weeds. 

Consider using long life light bulbs for home applications to minimize frequently burned out exterior lighting. 

Install dusk to dawn sensors on lighting fixtures. Remember: lighting is the least expensive crime prevention 
method. 

Remove inoperable vehicles, trash, and debris regularly. 
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CRIME PREVENTION THROUGH ENVIRONMENTAL DESIGN (CPTED) 
PRACTITIONER DESIGNATION 

[Excerpt from http://myfloridalegal.com/ - the website of the Attorney General of the State of Florida, Charlie 
Crist.] 

HISTORY 

The Florida Crime Prevention Training Institute (FCPTI) was established in 1982 in the Office of the 
Attorney General to provide crime prevention training to Florida’s law enforcement community and other 
interested citizens. In 2004, the Florida Crime Prevention Through Environmental Design 
Practitioner Designation was made available to individuals who successfully completed sixty-four hours 
of comprehensive CPTED courses offered through FCPTI and/or other recognized training entities.  

Designed for crime prevention and community oriented policing officers, planners, and architects, the 
designation provides officers and civilians with the skills necessary to deliver comprehensive CPTED 
programs to Florida’s residential and commercial industry, as well as local government. 

INITIAL DESIGNATION 

To earn the CPTED Practitioner designation, a participant must successfully complete sixty-four hours of 
instruction offered through FCPTI and/or other recognized training entities within a period of two 
consecutive years. The curriculum includes sixty-four hours of instruction, of which twenty-four hours 
must include Advanced CPTED training provided by FCPTI: 

Basic Crime Prevention Through Environmental Design is a forty hour course which teaches a 
student the proper design and effective use of the physical environment to achieve a more 
productive use of space and a reduction of crime; and  

Advanced CPTED is a twenty-four hour course which provides instruction in plan review, report 
writing, presentation skills, lighting, zoning, and behavioral management; and  

Other Recognized CPTED Training from a recognized training entity which provides instruction in 
basic CPTED principles to include the proper design and effective use of the physical 
environment to achieve a more productive use of space and a reduction of crime.  

Students must pass a written examination at the end of each course. Upon successful completion of 
sixty-four hours of CPTED training, the designation of Florida Crime Prevention Through Environmental 
Design Practitioner is awarded to the student by Attorney General Charlie Crist. 

MAINTAINING THE DESIGNATION 

The initial Florida CPTED Practitioner designation is valid for a period of three years from the date that 
appears on the Florida CPTED Practitioner designation certificate. To maintain the designation, a CPTED 
Practitioner must successfully complete the eight hour CPTED Practitioner Update course offered by 
FCPTI, which provides the Practitioner with current information on CPTED issues and trends. Upon 
successful completion of a CPTED Practitioner Update course, the designation will be renewed for a 
period of three years from the date of the Update course.  

FOR MORE INFORMATION 

Additional information on the Florida CPTED Practitioner designation may be obtained by writing the 
Florida Crime Prevention Training Institute, Office of the Attorney General, PL-01, The Capitol, 
Tallahassee, Florida 32399-1050, or by calling FCPTI at (850) 414-3360. 
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