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executive summary  

2009 ð 2011 growth policy  
 

what is the growth policy?  
The role of Growth Policy is to coordinate growth with the public 
facilities needed to support it, specifically roads and schools. Growth 
Policy is implemented via the Adequate Public Facility Ordinance 
(APFO) and impact taxes.  
 

The County Council adopts the APFO every two years. 
 

has the growth policy resulted in smart 

growth?  
Not really. It has typically been used to manage the timing of new 
development with the provision of public facilities. The primary focus 
of APFO has been when development can occur regulated through 
school and road capacity. However, it has not always resulted in 
slowing aggregate growth, but in shifting it to where the road and 
school capacity exists, often into low density areas that do not have 
services and transit. 
 

We have pushed to our maximum expansion boundary. Only four 
percent of County land zoned for development remains 
undeveloped. Much of these 14,000 acres cannot be built on due to 
slopes and environmental restrictions, so the actual total is much 
less. 
 

Some master plans have contributed to sprawl. However, the growth 
policy has also contributed by requiring unsustainable mitigation 
requirements where we want the development to go, in the built 
areas around transit stations. These areas have higher development 
costs to begin with, and the cost of mitigation adds to  
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them, especially when compared to areas nearer the big boxes and 
office parks surrounded by acres of vacant land. 
 

Continuing low density suburban growth contributes to higher 
vehicle miles travelled (vmt) by separating homes, jobs and services  
and creating longer commutes. This makes traffic worse in county 
job centers located along transportation corridors. This pattern has a 
ripple effect, making it more difficult to build near the transit 
because the road capacity has been used up by the people driving in 
from areas beyond the neighborhood. 

 

 

 

 

 

 

 

 

 

 

 

 

With little vacant land left, the availability of surface parking lots as well as land in smart growth 
locations near transit or on existing strip malls, offers a considerable supply of land upon which 
to build. Development on these 28,800 acres can result in smarter locations for future growth. 

 

what changes are recommended?   

what is not changing?  
The changes in this edition of the Growth Policy encourage 
sustainable growth as well as housing to replace some job capacity. 
The impact will be fewer cars and vehicle miles travelled. 
 

The County uses various tools to manage growth (see table). The 
Local Area Transportation Review (LATR) calculation will remain the 
same with some proposed changes to foster better mitigation. A 
slight change in the school test is recommended, which impacts a 
monetary assessment on development but not the threshold for 
moratorium. 
 
Growth Management Tool  Application  Proposed  

Master plans where  same 

Zoning how  same 

Subdivision regs  how  same  

School capacity  when  minor change to monetary 
assessment 

LATR  when  minor changes to mitigation types 

PAMR  when  stay within general bounds of PAMR 
ς encourage smart growth  

comparison of current and proposed requirements 

The growth management tools used in the County listed along with an indication of 
whether changes are proposed. 

 

Minor changes to the school capacity and LATR calculation are 
proposed. Three changes of substance to the PAMR calculation are 
proposed.  
Á a smart growth PAMR offset 
Á APF capacity trading 
Á rebalancing of mobility standards 
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PAMR changes  

smart growth ς PAMR offset 
Smart growth principles of proximity to transit and basic services will 
reduce vmt, but not all sites in the County share the benefits of 
transit proximity. However, sites that are not near transit facilities 
can still be developed to meet smart growth principles. 
 
A strip mall in Quince Orchard would not qualify for the proposed 
t!aw άǇǊƻȄƛƳƛǘȅ ǘƻ ǘǊŀƴǎƛǘέ млл percent offset described below. It 
Ƴŀȅ ƘƻǿŜǾŜǊΣ ǘŀƪŜ ŀŘǾŀƴǘŀƎŜ ƻŦ ǘƘŜ t!aw άǇǊƻȄƛƳƛǘȅ ǘƻ ōŀǎƛŎ 
ǎŜǊǾƛŎŜǎέ рл ǇŜǊŎŜƴǘ ƻŦŦǎŜǘ ƛŦ ŘŜǾŜƭƻǇƳŜƴǘ ƻŦ ǘƘŜ ǎƛǘŜ ǇǊƻǾƛŘŜǎ ŀŎŎŜǎǎ 
to ten basic services. 
 
The recommendations present a different method for satisfying the 
PAMR requirement through an alternative review procedure.  
Á for projects located within ½ mile of a transit station or line, 

there would be no PAMR mitigation fee  
Á for projects within ½ mile of ten basic services, meaning grocery 

stores, dry cleaners, libraries, parks, fire stations, etc., 50 percent 
ƻŦ ǘƘŜ t!aw ŦŜŜ ǿƻǳƭŘ ōŜ άƻŦŦǎŜǘέ 

 
In either scenario, specific basic requirements must be met. While 
builders would be exempt from paying all or 50 percent of the PAMR 
fee, these savings offset the costs of the following requirements:  
  
Á a minimum of 50 percent of the total floor area must be for 

residential use 
Á the project must be constructed to 75 percent or more of the 

floor area permitted under the zoning ordinance 
Á buildings must meet energy efficiency standards of 17.5 percent 

for new construction and 10.5 percent for renovations or 
produce 2.5 percent of the annual building energy cost on site 

Á additional moderately priced dwelling units (mpdu) and 
workforce housing  

The PAMR mitigation may be met through other mitigation 
ǘŜŎƘƴƛǉǳŜǎ ƎŜƴŜǊŀǘŜŘ ōȅ άǇǊƻȄƛƳƛǘȅέ ǘƻ ǘǊŀƴǎƛǘ ŀƴŘ ǎŜǊǾƛŎŜǎΦ !ǘ ǘƘŜ 
same time, public benefits can be achieved through energy 
efficiencies, carbon reductions, and increased affordable housing. 
 
This offset approach would still require the school impact tax for 
residential uses. Some of these recommendations follow LEED for 
new construction and LEED for neighborhoods standards as well as 
emerging policy in other states.  
 
The policy encourages housing instead of more office space. Pending 
master plans may establish floor area density limits that limit both 
the overall density as well as how much of that total can be allocated 
for housing or commercial uses. 
 
housing vs. office trip generation 
Housing generates fewer trips than commercial development. A 
hundred high rise residential units take about the same amount of 
space as a 100,000 square foot office building, but generate just 28 
percent of the peak hour vehicle trips. At the PAMR level, the 
recommendations reflect this reduction. 
 
The goal is to achieve a more balanced jobs-housing ratio. In 
addition, the PAMR incentive to build closer to transit or basic 
services, reflects how strategic growth results in fewer VMTs, 
particularly at the PAMR scale (beyond seven intersections away 
from the development).  
 
The LATR traffic calculation would not be changed, as local trips 
would result for close-in development. Over time, capacity frees up 
as people shift from longer commutes through neighborhoods to 
transit and people close to the transit shift their travel patterns. 
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PAMR adjustments  

apf capacity trading 
The current list of approved but unbuilt projects with APF capacity 
sits at 33 million square feet of non-residential floor area and 29,000 
dwelling units. 

 

 

 

 

 

 

 

 

 

 

The Policy Area Mobility Review (PAMR) Trip Mitigation Areas are used to determine where 
mitigation requirements are currently required within a larger area surrounding a development. 

 
The recommended PAMR adjustment allows transfer of approved 
apf capacity from a sending site in any PAMR trip mitigation area to a 
new receiving site that is located in a road code urban area within 
the same PAMR area as the sending site. 
This recommendation has many benefits.  
Á  prior to the changes to the workforce housing requirements 

made a few years ago, several applications were made to avoid 
the new requirement. Trading the apf approvals helps remove 

some of the projects with limited to no chance of being built 
while getting other projects started 

Á trading apf approvals can help direct development to urban 
areas with higher levels of transit service, more opportunity for 
improvements to that service generated by higher density, and 
proximity to basic services 

Á trading could also help clear the excessive backlog of approved 
but unbuilt projects 

 

 

 

 

 

 

 

 

 

 

 

The Road Code Urban Area map is used to define the context for establishing appropriate 
roadway design standards and target speeds. A recommendation is to allow for apf capacity to 
be moved from approved but unbuilt projects within a PAMR Trip Mitigation Area into any 
urban area within the same PAMR area. 

 
 
 

PAMR areas 

urban areas 



 

                                                                         9                         Montgomery County 2009-2011 Growth Policy 

                                                                                                                     6.15.09 Draft  

 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

There are many approved but unbuilt projects in the development pipeline. Trading apf 
approvals to more dense areas would result in greater sustainability.  

rebalancing mobility standards 
During discussion of the current Growth Policy, staff recommended 
alignment of the PAMR chart to allow a level of service E for roadway 
capacity at the PAMR Trip Mitigation Area level for the areas of the 
County best served by transit. The County Council shifted the line 
upward to level of service D. 
 

This policy recommends that arterial level of service (LOS) can fall to 
LOS E. This level of roadway service is the most efficient use of road 
capacity. 
 

The current policy reinforces roadway mobility over transit and 
imposes mitigation fees, discouraging growth in smart locations. This 
promotes longer trips. The goal should not be to encourage faster 
commutes from places farther away from transit and existing 

infrastructure. Commuter trips to and through our urban areas 
simply add to the congestion problems for local vmt. 
 

The policy should shift from encouraging longer commutes to the 
efficient use of our investment in roads and transit. 
 

roadway efficiency 
Road capacity is used most efficiently when the throughput of 
people and goods are maximized. This occurs at level of service E 
conditions, although everyone experiences some delay.  
 

PAMR charts 

The recommendation is to shift the line delineating areas that are 
άŀŎŎŜǇǘŀōƭŜέ ǘƻ ŀ ǊƻŀŘǿŀȅ ƭŜǾŜƭ of service E. Those areas that would 
ƳƻǾŜ ŦǊƻƳ άǇŀǊǘƛŀƭ ƳƛǘƛƎŀǘƛƻƴέ ǘƻ άŀŎŎŜǇǘŀōƭŜέ ŀǊŜ ǎƘƻǿƴΦ Shifting 
the line to a level of service E would move the Bethesda/Chevy 
Chase, Derwood/Shady Grove, Kensington/Wheaton, Olney, and 
Silver Spring/Takoma Park PAMR mitigation areas from a partial 
mitigation requirement to an acceptable level. There are areas 
where new growth should be encouraged. 
 

year 2013 PAMR chart ǿƛǘƘ άǎȅƳƳŜǘǊƛŎŀƭέ ƭŜǾŜƭ ƻŦ ǎŜǊǾƛŎŜǎ ǎǘŀƴŘŀǊŘǎ 

 
 
 
 
 
 
 
 
 
 
 
 

 


