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Chapter 1- Introduction

Introduction
When confronted with development proposals for a specific location, Louisa County decision makers seek credible data
and detailed analysis of traffic patterns in the area. This helps them ensure that their transportation system functions
safely and efficiently as development occurs . Yet the County has often lacked detailed and up-to-date information on
the transportation system or consensus on priorities.
In response to this need for guidance, Louisa County partnered with the Thomas Jefferson Planning District Commission
to develop a Transportation Plan that will be a resource for officials, staff and citizens. The Plan serves as a report on
the County's existing transportation system and establishes recommendations for managing and improving this
infrastructure. It sets a vision and outlines implementation strategies for creating a multimodal transportation network
that helps achieve the County's goals for managed growth. The Plan has both technical and policy guidance on decisions
related to transportation projects and land use policies. The goals are to develop a balanced transportation system that
strengthens the County's roadway network; offers alternative ways to travel; and supports the County's priorities and
Comprehensive Plan. The recommendations in the plan are supported by feasible strategies for implementing and
funding improvements to the transportation infrastructure and services.

Purpose
The Transportation Plan is an essential tool for County officials and a resource for its citizens. It has multiple benefits to
Louisa County, including:
Assists with identifying essential transportation projects and provides guidance for their implementation
Helps County staff and officials assess new developments and policy proposals from a transportation
perspective
Is intended to aid wit h proffer negotiations that involve transportation facilities
Is intended to aid the development of Louisa County's Capital Improvements Program
Was developed to protect the public's health, safety and welfare
Was developed to ensure the safe and efficient movement of people, goods and services throughout the County
Was developed to meet the existing demand for transportation and to address future needs
Serves as a resource for citizens, informing them on the community's transportation system and empowering
them in the public process
Serves as a resource for people as they prepare development proposals, to encourage applications to take
transportation patterns into account
Provides guidance for decisions on the location and intensity of land development in the County
Helps to ensure that the transportation system w ill not become obsolete or overburdened
Does not hold regulatory authority but functions as a guiding document
Will be reviewed every five years and portions will be integrated into the Louisa County Comprehensive Plan

Background
In early 2007, the Louisa County Planning Commission discussed recent amendments to the State Code that set new
requirements for a transportation plan. These amendments, which were effective July 1 of that year, required localities
to develop detailed transportation plans that include items such as project lists and estimated costs for roadway
improvements. In March 2007, the Board of Supervisors passed a resolution for work to begin on the Plan. However,
due to limited staffing and resources the project was delayed. In May 2009, the County signed a contract to partner
with the Thom as Jefferson Planning District Commission on developing this transportation plan, providing Louisa w ith
the additional tools and staff for completing this work.
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In the spring of 2009, the Virginia Board of People w ith Disabilities awa rded a planning grant to this project, which
represented about $8,000 of the total budget used for developing the plan. These fund s were issu ed through the
Transportation and Housing Alliance (THA), w hich is a partnership between th e Planning District and other state
agencies. With these resources, staff co mpleted initial steps of the process, assisting w ith collecting data, mapping,
building partnerships and conducting a community assessment.
From the beginning of the planning process, staff worked closely w ith the County's Planning Comm iss ion, w ith several
work sessions open to the public. At the beginning of 2010, Louisa County staff began a public outreach initiative,
conSisting of t wo round s of publi c forums. Staff sought ideas from citizens on how the County can become a better
place to travel, whether for work, shopping, recreation, or some other need. The ideas gathered at t hese forums we re
integrated into the community assessment and recommendation s sections of th e plan . Two meetings were held at each
elementary school, including Jouett, Jefferso n and Trevilians. The first meeting began w ith an overview of critica l issues
th at the plan exami nes. County staff then asked participants to develop a list of transportation issues or challenges.
Participants also drafted a vision statement for t he future of tran sportation in Louisa . The second meeting gave
participants a chance to offer recommendations for specific transportation projects, based on the issues they prepared
in the previous forum. The meeting schedule included:
First Round Meetings
Jouett School: Thursday, February 18
Jefferson School: Wednesday, March 3
Trevilians School: Tuesday, March 16

Second Round Meetings
Jouett School: Tuesday, February 23
Jefferson School : Monday, March 8
Trevilians School: Tuesday, March 23

Staff also developed an on line survey, w hich was posted on the County's website . This survey included questions
fo cused on specific road conditions, alternative modes of travel, and people's general opinion of the County's
tran sportation syst em. While these surveys were available on line, staff also sent copies to local schools, post offices,
and other civic buildings. The comments from the public meetings and surveys were integrated into the
recommendations of this plan. A list of t he actual comments is included in the appendix.
After completing work on draft recommendations for the Plan, St aff organ ized t wo Open Houses at w hich the public
cou ld offer feedback. The Open Houses we re held in July and August, 2010 at the County Office Building.
After holding several work sessions and publi c forums, th e Louisa County Planning Commission held a public hea ring on
the Transportation Plan on December 9, 2010. With th eir review of the document, the Commission decided to forward
a reco mmendation of approva l to the Louisa County Board of Supervisors. On March 21, 2011 (after a public hearing on
February 22, 2011), the Board of Su pervisors vote d to approve the Transportation Plan.

State Requirements
The Code of Virginia requires t hat all loca lities adopt a transportation plan or a transportation chapter in their
comprehensi ve plan. It also identifies seve ral items that must be included in the document. There are t w o releva nt
sections in the State Code that are related to local tran sportation plans. As of July 1, 2007 each locality in Vi rginia must
have transportation plans that meet the following requirements:
§ 15.2-2223

Each Locality shall develop a transportation plan that designates a system of transportation infrastructure needs
and recommendations that may include the designation of new and expanded transportation facilities and that
support the planned development of the territory covered by the plan and sholl include, as appropriate, but not
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be limited to, roadways, bicycle accommodations, pedestrian accommodations, railways, bridges, waterways,
airports, ports, and public transportation facilities. The plan should recognize and differentiate among a
hierarchy of roads such as expressways, arterials, and collectors. The Virginia Department of Transportation
shall, upon request, provide localities with technicol assistance in preparing such transportation plan.
The plan shall include a map that shall show road improvements and transportation improvements, including the
cost estimates of such roads and transportation improvements as available from the Virginia Department of
Transportation, taking into account the current and future needs of residents in the locality while considering the
current and future needs of the planning district within which the locality is situated.
Various sections of Louisa County's Transportation Plan conform to the State Code requ irements listed above. Chapter 2
(General Transportation Principles and Practices) and 3 (Transportation Inventory) includes language on roadway
classification s that gives a detailed review of roadway hierarchies such as expressways, arterials, and collectors. In
chapter 3, the plan includes a detailed survey and inventory of existing roadways and the overa ll transportation
network. The Inventory section provides comprehensive information on each ofthe County's sign ificant roads . VDOT
supplied technical assistance in preparing these two sections, along with other parts of the plan. Chapter 3 and chapter
4 (Community Assessment) identify transportation infrastructure needs. Chapter 7 (Recommendations and Vision)
consists of a project list that covers road improvements and other transportation related recommendations, along with
cost estimates for construction and implementation. This chapter includes recommendations that support the County's
Future Land Use Map. The recommendations address roads, rural transit, bicycle and pedestrian accommodations,
recreational access to wa terways, and public transportation facilities. There are also severa l maps in this chapter, w hich
illustrate the proposed improvements.
The State also requires that localities consider the needs of all citizens in their long range plans. As of July 1, 2008 each
locality must address the needs of the elderly and persons with disabilities.
§ 15.2-2223

In the preparation of a comprehensive plan, the commission shall make careful and comprehensive surveys and
studies of the existing conditions and trends of growth, and of the probable future requirements of its territory
and inhabitants. The comprehensive plan shall be made with the purpose of guiding and accomplishing a
coordinated, adjusted and harmonious development of the territory which will, in accordance with present and
probable future needs and resources, best promote the health, safety, morals, order, convenience, prosperity and
general welfare of the inhabitants, including the elderly and persons with disabilities.
Louisa County's Transportation Plan includes a section on special needs, under chapter 5 (Groups with Mobility Issues).
The chapter includes a discussion of the transportation needs of those with limited mobility. This includes the needs of
those with financial limitations and people with disabilities. It also provides guidance for meeting the needs of the
County's elderly citizens.

Existing Plans and Studies
Since transportation systems typically overlap jurisdictional boundaries, this plan accounted for planning efforts in
neighboring communities and how they may influence the County's roadways and other transportation infrastructure or
services. There are six counties that border Louisa County. These include Albemarle, Orange, Spotsylvania, Hanover,
Gooch land and Fluvanna Counties. There are also three towns, two of which are in the center of Louisa County. These
include the towns of Louisa, Mineral and Gordonsvil le. Louisa County is close to three metropolitan areas: Richmond,
Fredericksburg and Charlottesville. It also borders three planning districts: Rappahannock-Rapidan, George Washington
and Richmond Regional Commiss ions, with the County itself within the Thomas Jefferson Planning District Commission.
Each of these localities and organizations developed their own transportation and land use plans for their jurisdictions,
w hich all have implications on Louisa County. Aside from the local and regional level, there are also state level plans
that influence the County's transportation system. The following list includes recent plans and studies that affect
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transportation routes in or near Louisa County. These plans and their impact were considered during the development
of the Plan.
Rural Long Ronge Plan
The Rural Long Range Plan is being prepared by the Virginia Department of Transportation and their consultants,
Parsons Transportation. Work on this plan included partnerships with the Thomas Jefferson Planning District
Commission, in coordination w ith Louisa and other member counties. It is expected to be completed by August 20 10. It
w ill include the Board of Supervisors' Primary Road Priority List. The recommendations in the Rural Long Range Plan w ill
influ ence the content of the State Highway Plan.
2035 State Highway Pion
The 2035 State Highway Plan is the state plan for highways of significance to the state, such as those that pass through
several counties and/or connect major population centers . The Plan update is expected to be completed in 2010. Its
contents influence w hich projects are added to VDOT's Six Vear Construction Plan.
VTRANS
VTRANS, the state plan that incorporates highway, rail and non-motorized transportation, lists Interstate 64 as the EastWest Corridor and identifies strategies for improvements. One strategy is to increase capacity for passengers and
freight by expanding freight rail service and add ing capacity to allow for passenger service, including a higher-speed
connection . A second strategy in the Plan is to improve tran sit, especially in rural areas, by expanding existing fixedroute services and offering increased demand response services. A third strategy is to expand Park and Ride lots in the
corridor and add new lots at strategic locat ions. In addition, the Plan ca lls for improving grou nd access to airports.
Town of Mineral Transportation and Housing Affiance Final Report (2009)
This study was done in part t o meet the requirements of a gra nt from the Virginia Board for People with Disabilities. The
stu dy's primary purpose was to assess the cond ition of Mineral Ave nu e, w ith atte ntion paid to the particular needs of
the disabled population. The study is part of a larger project, the Mi neral Business District Revitalization, w hich is
ongoing. The study makes severa l recommendations to improve safety, including crosswa lks, medians, curb extensions
and other tools.
Route 29 Corridor Study (2009)
The Route 29 Corridor Study was writte n to look at ways to create alternative north-south routes in and out of
Cha rlottesville to add re ss over-reliance on Route 29. Among the draft recommendations made in this study was a
proposal for a "Center State" planning route from Albemarle to Culpeper counties, wit h a bypass around t he Town of
Gordonsville on the Louisa County line. The proposal was removed before draft recommendations were forwarded to
the Com monwealt h Transportation Board. The study's emphasis has sh ifted to improvements to the existing Route 29.
Green Infrastructure Study (2009)
The Green Infrastructure report, prepared by the Thomas Jefferson Planning District Commission, includes a map of
Areas of Opportunity in Louisa County, inclu ding suggested routes for trails separate from road right-of-ways as well as
alongside roads. Proposed greenways on the map that would be adjacent to roads included one along Route 33 from
Gordonsville to Minera l. Potential trails separated from roads were identified along a former railro ad right-of-way from
Mineral to Lake Anna; parallel to Route 640 (Old Mountain and Jack Jouett roads); along the South Anna, North Anna
and Little rivers and Lake Anna; and w ithin easements for power or gas lines in the western and central parts of the
County.
Honover Transportation Plan (2007)

Louisa County Transportation Plan

I 2010

Chapter 1- Introduction

Hanover County's Plan indicates that Route 33 carries relatively modest amounts of traffic between Richmond and
Louisa. It notes that the road has many ups and downs as wel l as curves. The road is on ly 20 feet w ide in some places,
making it unsa fe to pass a vehicle. The Plan recommends w iden ing the road to a minimum of 22 feet.
Northwest Fluvanna/Southwest Louisa Multimadal Corridor Study (2007)
The Northwest Fluvanna / Southwest Louisa Multimoda l Corridor Study, prepared by the Thomas Jefferson Planning
District Commission and Renaissance Planning Group with Louisa and Fluvanna counties, sets out a list of poss ible
transportation improvements that should be addressed by the County. These projects are intended to be constructed as
development occurs. For planning and budgeting purposes, these projects were organized and placed into three
categories: near-term (one to five years), mid-term (five to fifteen years), and long-term (over fifteen years). The initial
cost projections for these projects total $1.6 million for near-term projects, $50.9 million for mid-term projects, and
$71.5 million for long-term projects.

Included in the recommendation s were improve ments to severa l road segments and intersections in Louisa. The Study
called for widen ing Route 250 and Route 15 to four lanes w ith a median in selected locations. Route 250 would be
widened from Troy Road in Fluvanna County to Bybee Road in Louisa. The study also recommend s w idening Rte. 15
from 1-64 north to Green Springs Road and south to Rte . 250. The study also supports Louisa's leading transportation
priority, improvements to the interchange of 1-64 and Rte . 15.
The Preferred Scenario identified through the Study is for concentrated development at Zion Crossroads, including an
expanded urbanized street network. Without such a network, the Study projected that increased traffic w ill eventua lly
make necessa ry a grade-separated interchange for the Rte. 250 - Rte. 15 crossing. Even with the expanded set of
streets, the Study recommended acquisition of enough right-of-way to allow for a second set of left turn lanes for
vehicles approaching from the west and north . However, the lanes would not necessarily need to be constructed.
There are three other recommendations in the study that may be directly relevant to Louisa County. The study proposes
adding a shoulder and minor turn lanes on Route 250 from Troy Road west to the Albemarle County line. Also, it ca lls
for a traffic signa l and turn lanes at Troy Road. In terms of transit, the study ca lls for hourly express bus service from
Zion Crossroads to down tow n Charlottesville and a local circulator bus operating every half-hour w ithin Zion Crossroads.
Zion Crossroads Community Plan (2006)
This Plan, prepared by Thom as Jefferson Planning District Commission w ith Fluvan na County, recommended sa fety
improvements for the intersection of Routes 15 and 250. It also called for increase d tran sportation options in the area,
including carpool, bus, bike and pedestrian improve ments .
Route 15 Zion Crossroads Future Troffic Impacts (2007)
This study, prepared for Historic Green Sprin gs Inc., presented data showing future traffic impacts on the Green Springs
National Histo ri c Landmark District from commercial development in Zion Crossroads. The study presented a possible
bypass route that would carry traffic around the historic district.
Town of Louisa Comprehensive Plan (2007)
The Tow n's Plan calls for a bypass to relieve congestion problems on Main Street. Since Main Street is the only through
route, congestion has the potential to dramatica lly affect response times for fire and emergency vehicles . Since Main
Street is also Route 33, one of the County's major highways, the problem affects the who le County.

The Plan also refers to the 2003 Downtown Master Plan, w hich the Tow n is movi ng to implement to improve the
pedestrian environment on Main Street. The Town already extended its sidewalk system from Main St reet to the Pine
Ridge Housing Development. In the second phase of implementation, the Tow n wi ll add traffic calming measures an d
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improved landscaping and lighting on Main Street. The Town is also working w ith VDOT to implement its 2006 Bicycle
Plan, w hich w ill create bicycle routes through th e tow n.
In addition, the Tow n of Louisa Plan includ es several recommendation s for improving parking options, including better
signage to help visitors to find parking easily.
Orange Transportation Plan (200 7) and Gordonsville Bypass Plan (2003)
The Orange County Comprehensive Plan's Transportation chapter includes as a strategy to develop a plan for the
Gordonsville Bypass. The Bypass is also included in Orange County's 2008-2012 Capital Improvement Plan, though
w ithout funding. Currently, trucks headed to and from Zion Crossroads on Route 15 pass through Gordonsville on a side
street throu gh a residential neighborhood .
Regional Natural Hazard Mitigation Plan (2006)
This plan, prepared by the Thomas Jefferson Planning District Commiss ion, includes three tran sportation-related action
items for Louisa County. One is to develop uniform driveway access codes to allow emergency access to gated
communities. Second, the plan calls for an investigation of the safety and maintenan ce of road s in such communities, or
in communities that otherwise have restricted publi c access. The third item is to erect caution signs on roads that
frequently flood during heavy rain s.

Organization of the Plan
The plan is organized into eight chapters, each divided into several sections . At the beginning of eac h chapter there are
diagrams that outline the topics covered in t he follow ing pages . In general, every chapter builds on the information and
analysis found in the previous, creating a document w ith a logical progress ion . At th e same time, each section can stand
alon e as a resource to local officials, staff members and the public. In this sense, the plan is intended to function li ke an
encyclopedia, w here the reader ca n turn direct ly to the page or section that addresses his or her concern. Below is a
general outline, by chapter, of all th e topics cove red in the plan.
Chapter 2 General Transportation Principles and Practices
The second chapter provides a brief and basic overview of standard transportation practices. These sections are
intended to serve as a genera l resource f or read ers that are less familiar with transportation planning, providing them
w ith greater conte xt on the topics discussed in subseq uent chapters . Chapter 2 also establishes principles that the
County wishes to en courage in its transportation network. These topics include discussion on how road networks
function, the relation ship between transportation and land use, transportation demand management, roadway
classifi cati ons and access management.
Chapter 3 Exis ting Transportation Inventories
Chapters 3 and 4 provid e most of the data and ana lysis on the County's existing transportation system. The first section
of the third chapter provides a detailed inventory of the major roadways in Louisa County. This discussion includes
recent traffic counts, levels of service and accident data on each facility. There is also brief discussion of th e existing
land uses that are adjacent to these roads and their impact on traffic and safety. The second sect ion covers alternative
forms of transportation, such as bike routes and pedestrian infrastructure, along w ith the rural transit services offered
by JAUNT. The final section covers other forms of tran sportation . This addresses freight, th e local airports and boat
traffic on Lake Anna .
Chapter 4 Community Assessment
This chapter continu es to estab lish the existing conditions in the County. The first section focuses on t he County's
existing development patterns and its Future La nd Use Plan, discussing its relation ship w ith the transportation system.
The second section reviews existing policies and regu lati ons in th e Cou nty that influence local roadways and the

Louisa County Transportation Plan

I 2010

Chapter 1-lntroduction
availability of other forms of transportation. This analysis is critical, in order to understand how the County's decisions
and ordinances are either helping or hindering its roadways and overall tran sportation system. This chapter concludes
with a SWOT analysis, w hich assesses strengths, weakness, opportunities and threats to transportation in Louisa.
Chapter 5 Groups with Mobility Issues
This chapter covers the transportation needs of those with limited means or mobility. This addresses the needs of those
w ith financial limitations, the elderly and people w ith disabilities.
Chapter 6 State Level Transportation Programs and Requirements
Chapter 6 gives a brief overview of t he various state programs and standards that are particularly relevant to rural
communities. There are sections on the Rural Ad ditions and Rural Rustic programs. This chapter also discusses roadway
requirements, such as Access Management and Secondary Street Requirements.
Chapter 7 Recommendations and Vision
This chapter represents the crux of the plan, con taining the project recommendations and visio n for Louisa County's
transportation system. The main component of this chapter is the list of recommended tran sportation projects. This
includes maps, graphics, project information and cost estimates for the projects on this list. There are also established
goals and objectives for transportation in Louisa County.
Chapter 8 Funding and Implementation
One of the most important considerations w hen deve loping a plan is funding and implementation . Without clear
strategies for bringing a plan into fruition, thi s document wou ld merely be a planning exercise. This chapter establishes
a set of implementation strategies that will assist with accomplishing the goals and recommendations discussed in
previous chapters. A key element for implementing these recommendations is funding. This chapter discusses how to
find funding, even though resources are limited on the local and state levels. This section of the plan provides
information on several grant options and ways for financing the implementation st rategies.
Resources
This final piece of the plan includes the results of the transportation survey, w hich the Community Development
Department posted on the County of Louisa's Web site and distributed to variou s locations from January to March ,
2010. Also in this section are the resu lts of the six public meetings held in February and March, 2010. Site Design
Guidelines for JAUNT bus stops are included as a Resource. Finally, this section includes a comprehensive glossary of
terms that are found throughout this document .
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General Transportation Principles and Practices

Introduction

This chapter briefly touches on the basics of transportation planning, exploring the fundamental
principles and practices that citizens and decision makers should know when conducting work on a
variety of different local projects and planning efforts. Establishing a clear understanding of these
general concepts is an important element of this plan, because it offers context to the recommendations
found later in this document. Additionally, this chapter can serve as a quick reference to local citizens
and decision makers on general concepts and best management practices. The majority ofthis content
will focus on rural issues, since there is relatively little information available on that topic and the
purpose of this plan is to help manage Louisa County's rural transportation system. While nothing in the
following sections officially establish County policies, this chapter serves as a guide for County officials
on how local decisions can influence the transportation system. This information is intended to help
coordinate land use decisions with transportation issues and assess the potential impacts of
development proposals.
There are four sections in this chapter that are all interrelated. Section one provides a brief overview of
core Transportation Concepts. This includes topics such as connectivity and the relationship between
land use and transportation. Section two addresses Transportation Demand Management, including
strategies for diversifying the transportation system and providing additional options to people in rural
areas. The third section covers the Functional Classification System, which describes the different
categories of roads and their role in the road network. The final section focuses on Access
Management, which consists of strategies for maintaining the capacity and safety of existing roadways.

Transportation Concepts
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Transportation Concepts
While the main purpose of this plan is to identify recommendations for
specific transportation projects, decision makers should first consider the
basic concepts that lie behind those proposals. This section will help
provide a general understanding of the core transportation principles which
provide the basis for the plan's recommendations . The content in this
sect ion will also help ensure that local land use policies address specific
transportation issues such as safety, traffic congestion, emergency
response times and road way efficiency. In addition, this section introduces
concepts that officials can apply to their review of deve lopment
applications, such as rezoning cases and certain conditional use permits.
The following overview will focus on safety and connectivity, wh ich tend to
be the transportation issues most applicable to rural areas. While these
concepts may apply to urban jurisdiction s as well, the language in this
section is specifically tai lored to address issues in small towns and
traditionally agricultural communities.

Co/lIlectivity
The term connectivity is used to describe the layout of roadways and
similar facilities, in terms of the number of routes or choices that are
ava ilable for traveling between two points, an origin and a destination.
Generally speaking, if an area has several direct and alternate routes, then
there is a higher level of connectivity. Conversely, if most local and regional
trips are forced onto fewer and indirect routes, then the transportation
network has a lower level of connectivity. In most rural communities, the
latter scenario is the most common. This includes disjointed development
patterns that often reduce or eliminate connections to surrounding
destinations and adjacent roadways, limiting the movement of traffic to
one outlet.
These layouts can have a detrimental effect on the entire road network, but
particularly major thoroughfares. The main function of primary roads or
arterials is to carry through traffic, connecting region s and focusing on the
movement of large traffic volumes at higher speeds. On the other side of
the spectrum, local or collector roads are meant to serve shorter trips or to
slowly feed traffic onto the arteria l network. The main purpose of these
loca l roads is access. If new developments, such as residential subdivisions
or individual lots, only have access onto arteria ls, then those local trips and
turning movements place added congestion on the roads that were meant
to move regional traffic. The additional access on these roads also creates
safety issues, as there are more vehicles turning on and off the road way,
increasing the likelihood of accidents.

and ca acity roblems.

State Requirements for Connectivity
The General Assembly passed
legislation in 2007 that established
Secondary Street Acceptance
Requirements (SSAR), which focus
primarily on connectivity. Refer to
Chapter 6 for more information on
these requirements.

Developing streets that are we ll connected to the existing road netwo rk
allows local trips without placing unnecessary burdens on major roadways.
The interconnection of loca l streets disperses trips throughout the entire
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network, allowing each street to carry a well distributed portion of the area's
traffic and preventing any residential streets from being overburdened.
Dispersing these trips can help avoid the need for expensive road
improvements, such as widening lanes or signalization. An interconnected
network can also help facilitate multimodal trips, such as walking or biking,
w hich reduces the burden placed on all roadways. Overall, connectivity can
preserve the capacity and safety of thoroughfares, reduce vehicle miles
traveled, improve emergency response times and provide a network that is
better poised to respond to temporary detours and other emergency
demands. Another benefit may be reducing the vehicle miles traveled for
school buses and the overall cost of transporting students back and forth
from sc hool.

Connectivity and Emergency
Response:
Studies have shown that a connected
street network could reduce the cost
of providing fire service and increase
the area served by individual
stations. Since greater connectivity
esults i alternative and direct
routes, response times can improve

significantly. This benefit is nearly
immeasurable, since every moment
is critical with emergency response
services, Even a few extra minutes

I
...

:

could mean life or death for

".:.',: . '.

someone i

eed

Charlotte-Mecklenburg County. NC

The General Assembly passed legislation in 2007 that established the
Secondary Street Accepta nce Requirements, which include specific standards
for connectivity. In designated areas, the state requires that new
developments meet a certain rating of connectivity, as determined by an
index. The index for a new road network is determined by dividing the
number of street segments by the number of intersections. While the
connectivity index does not cu rrently apply to designated rural communities,
such as Louisa Cou nty, the SSARs st ate that any new development must have
multiple connections to existing roads and/or adjacent properties, wit h a stub
out considered as a "connection ." A stub out is a street segment that ends at
a property line. This means that any new development in Louisa County
would need to have mUltiple connections. Chapter 6 covers these regulations
in greater detail.
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Transportation Concepts

Site Design
The topic of connectivity addresses a transportation network on a neighborhood or community scale, describing how
that layout can influence the way people travel to and from their va riou s destinations. Focusing on a sma ller sca le,
there are techniques on the site or parcel level that can also affect transportation and the overall design of a
com munity. The details of w hat makes a successful site design depend greatly on the context, natu re and location of
th e site itself. Residential subdivisions w ill have a much different design than parcels in commercial or mixed-use
projects. Also, the layout of developments w ithin growth areas, such as Zion Crossroads, may be completely different
from those found in small towns or the rural areas of a county. Whi le each portion of a county has unique needs, there
are specific technique s and design concepts that can help improve or preserve the tran sportation syste m in these
distinct places.
In many counties, designated growth area s typically have a suburban deve lopment pattern, w here co mmercial uses
follow along primary roads and arterials. The se developments typically include strip malls, gas stations, fa st food
restaurants and other businesses. Since this roadside commerce depends completely on vehicular traffi c to attract their
customers, they employ the same basic design, w hich centers on road access and visible parking. In many cases, each
business w ill attempt to obta in its own access onto the public road, to make it easier for motorists to pull onto the lot
and purchase goods or services. As a result the capacity of the public road way, w hich is t ypically intended to move
through traffic, diminishes drastically. The road is unable to carry local trips and turn ing move ments along w ith the
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regional through traffic. This form of development has led to a growing
need for expensive road improvements, such as adding lanes and traffic
signals.
To prevent this scenario, there are site design concepts that can help
minimize the amount of turning movements and local trips along existing
roadways. Multiple businesses can have shared access or provide the
ability to move between parcels, w hich wi ll allow patrons to enter several
different sites without using the public road system. With pedestrian
facilities connecting separate parcels, there may be opportunities for
people to wa lk to adjoining businesses as well, avoiding additional veh icle
trips all together. Th ese areas can also benefit from town designs

Commercial Site Design:

These illustrations show two

Roadside Development
For roadside developments, the
primary factors in site design are
parking and access. To meet these

needs, parking is frequently pulled to
the street edge, leaving buildings at
the back of the site. As a result,
parking dominates the view from the

road and the buildings do little to
provide aesthetic benefits or

With towns or places of higher densities, such as planned unit
developments, successful site design balances car and pedestrian
accessibility, creating a presence that is we lcoming to both . A key factor is
the organization of buildings and parking relative to adjacent streets.
Frequently, single-story buildings are set far back from the road, leaving a
large, open expanse of parking visible to visitors from t he roadway. A more
desirable alternative reverses this placement, drawing the building to the
street edge and moving parking to the rear, in turn prov.iding a more
intimate pedestrian-friendly frontage along the roadway. In this way,
buildings are used to frame the street and enhance the pedestrian
environment, with storefronts and entrances to businesses along the
sidewalk. Multi-story bui ldings can add to this effect by increasing the
intimacy of the street, wh ile also limiting the overall building footprint.
Additiona lly, the visual impact of parking is minimized, as it is shielded to
the rear of the buildings.

Site Design and Access Management
Many elements of successful site
design involve access management
principles. For more information on

this topic refer to the Access
Management section fo und later '"

this chapter.

In the rural areas of counties, the elements of site design are much
different than in places with higher densities. A critical part of country
planning is preserving the rural character of the community, even as some
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of those areas develop. In the rural areas, the dominant form of new
deve lopment is residential subdivisions. There are techniques for shielding
this development, such as creating vegetative buffers or large setba cks.
Another option is to allow agricultural uses along the roadway, w ith
residential uses hidden in the rear, w hich may be a way of supplementing
the income of certain farm s. In addition to preservation, public safety is a
second critic al issue for ve hicles on rural road s. If separate parcels all have
independent access onto existing roads, then there w ill be additional
turning move ments for veh icles entering and leaving these properties.
Since many country roads are curvy and allow for higher speeds, these
turning ve hicles can result in an increase of fatal accidents. While there are
state and local policies that attempt to minimize these access points, it is
important to be mindful of the dangers.

Land Use
Localities often view land use and transportation sepa rately. In reality, the
use of land and the tran sportation system that serves those uses are t wo
sides of t he sa me coin. While a community can designate an area for
residential or commercial uses, if there is no way of accessing th ose
properties, then that land will remain vaca nt. Conversely, if a particular
area lacks any desired use, then th ere would be little need for building
road s and other infrast ructure to access it. This inherent relationship is
evident w hen looking back on the last several decades, w here expansive
road projects opened traditionally rural areas to suburban homes, w ith
businesses following close behind .
Residential uses can have a significant influ ence on the transportation
system, depending on the amount and nature of the development. In the
transportation field, res idential lots are co nsidered "traffi c generators."
Since new homes bring residents into the community, thi s creates (or
generates) new trips in the area. Generally, transportation planners
assume that every new housing unit w ill result in 10 daily trips. While this
figure is the sta ndard, the actual number depends on seve ral factors.
Lower income households ge nerally produce fewer th an 10 trips, w hile
higher in come homes ca n generate more. Homes in rural areas generally
produce more trips than those found in urban or mixed-use areas. Singlefamily detached homes tend to have more daily trips, because they often

Character of Rural Roads
One of the main goals of the Louisa
County Comprehensive Plan is rural
preservation. Since roads provide

the most common opportunity for
viewing the community, it is

important to preserve the
appearance of these areas along
country roads.
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equate to larger house holds and higher incomes. In some situations, townhouses and apartments ca n actually create
fewe r daily t rips per household, because t hey may attra ct young singles or smaller families. These groups usually have
fewer trips because there is less need to take children to sport/music practice, school or to run ot her fa mily errands .
Commercial developments result in different t ypes of trips than found in residential areas . Stores, offices and other
businesses are considered "trip attractors." These uses attract trips, unlike residential uses w hich create trips . People
have to make trips to obtain goods and services, regardless of w here those destinations exist. New commercial
developments just shift these trips, attracting them to a new location . At the same time, these uses can represent a
significant impact on th e transportation syst em.

I

•

When developing land use policies and making development decisions, th ese impacts are critica l co nsideration .
Specifica lly, the Future Land Use Map should account for how each designated use wi ll influ ence the tran sportation
syste m. Whe n assigning an area as re sidential, commercial or mixed-use, the decision maker should take time to assess
w hat this action allows. Important questions may include:
How much traffic w ould this plan generate or attract?
Is there sufficient transportation infrastru cture in this area to support new development?
If not, are there suffi cient resources and strategies for building this infrastructure?
How w ill people w ho lack a car, have a disability, or prefer to wa lk or bike, get around the community?
These are critica l questions for any decision maker involved in establishing the community's growth policies, plans and
regu lations. Without considering the link between land use and transportation, the com munity can find t hemse lves in a
variety of difficult situation s. A lack of coordination ca n be detrimental to the t ransportation system and to the land
uses around those roadways.
There is further discuss ion about th e relation ship between land use and tran sportation throughout the plan. Refer to
th e access management section at the end of thi s chapte r, w hich will review how to minimize the impact of new
development on th e transportation syst em. Also refer to t he land use section in Chapter Four, Community Assessments,
to review Louisa County's existing land use policies and their potential impact on tran sportation.
Louisa County Transport ation Plan

I 20 10

Transportation Demand Management

Chapter 2 - General Transportation Principles and Practices

Transportation Demand Management
In rural areas, the private automobile represents the primary mode of
travel, which means that most transportation projects involve road
improvements, which can represent considerable financial expenses. As
government officials struggle to find funds to finance these road projects,
there is a need to make the most out of the existing transportation system.
Transportation Demand Management, also known as TDM, is a way of
improving efficiency of the existing roads, helping to reduce congestion and
provide transportation alternatives . Transportation Demand Management
typically focuses on programmatic strategies, which may include carpools,
vanpools, and transit. This can also include infrastructure investments,
such as sidewalks and bike lanes .
Transportation Demand Management can vary greatly, depending on the
type of community. In urban areas, strategies may include fixed route
transit, such as city buses, subways, or commuter rail. These communities
may also invest in extensive bike and pedestrian facilities. In contrast, rural
areas have several characteristics that make many of these strategies
unrealistic. In rural places, the main focus is typically on services such as
carpooling, para-transit and tele-working. Rural areas may also invest in
bike and pedestrian facilities as well, though these are mostly applicable in
towns and certain designated growth areas. The following section will
provide a brief overview of the TDM strategies that are applicable to
communities like Louisa County. This also includes discussion on the
challenges that hinder alternative modes of travel, explaining the
dependency on private automobiles for transportation in rural areas.

Modal Split ;/1 Rural Areas
Private automobiles represent the dominant means for travel in rural areas.
For some, this is the only way to make trips to work and other locations
throughout the community. National figures illustrate this dependency.
Recent numbers indicate that over 97 percent of rural households own at
least one car. Among these households, 91 percent of all trips are made by
private automobiles. Aside from the number of vehicle trips, rural trips also
tend to be significantly longer than those in urban areas. On average, rural
households cover 38 percent more vehicle miles per person per day than
their urban counterparts. Some of this can be explained by the standard
layout of metropolitan areas. In most regions, the major employment and
service centers are located within or adjacent to cities. While there are
higher populations in those central locations, corresponding to those
critical destinations, many also live in the surrounding rural areas, such as
Louisa County. These communities are traditionally focused on agriculture,
but as land becomes more accessible and housing prices increase around
the city, it becomes more feasible to live in these rural places. A
consequence of living farther away from central employment centers is that
the commute to work can be considerably longer.
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Louisa County serves as an example of how these communities must
depend on automobiles and travel significant distances for commutes. In
2000, the US Census Bureau indicated that 76 percent of Louisa County
residents commuted by driving alone. Another 17 percent carpooled,
mean ing that 93 percent of all commutes involved personal automobiles.
The remaining 7 percent was distributed between other modes of tra ve l.
The se other modes included w alking, bicycling, public tran sit and working
from home. Aside from having an unusually high rate of carpool ing, this
distribution is common for a rural county, representing the limited choice
w ith transportation .
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Figure 3: Average
Commute Time (Minutes)
Louisa

36

Nelson

33 .1

Fluvanna

32.5

Greene

28.6

Albemarle

20.7

Charlottesville

16.6

Source:

u.s. Census

While this distribution is t ypical, the distance and duration of Louisa
commutes is unique. Accord ing to the 2000 Census, the average commute
time in Louisa County was 36 minutes, w hich is the highest in the
Charlottesville region . Th e 2006 American Community Survey indicated
that Louisa County's average commute time was 29% above the national
average. A sizable portion of commuters (19 percent) have journeys to
work in excess of an hour. The Census Bureau places Louisa County in the
top 2% of all counties, ranking it as having the 40lh longest average
commute in the nation. These commute times represent a large annua l
cost on every citizen, particu larly those with financial limitations. When
gaso li ne prices are high, these tra vel times can be increasingly burdensome
on household budgets.

Challenges with Rural TDM
While automobiles will likely remain the primary form of travel, both
regionally and nationally, a successful transportation network should
provide choices that serve the needs of all use rs, regardless of age, income
or abilities. Divers ifying the transportation network also helps preserve the
expensive public inves tm ents in roadways. Whi le all communities may
strive for these goals, rural areas have inherent challenges, as compared to
their urban counterparts. Cities, large t owns and urban counties t ypically
have three characteristics that make alternative modes of travel easier to
implement. Th ese are density, design and infrastructure. While each of
these characterist ics is independent, there are also relat ions hips betwee n

Travel Times to Wo rk in louisa
County

length of Commutes:
This graph illustrates the length of
commutes in Louisa County. The
graph shows that 40 percent of all
commutes are more than 40

minutes, one way. 75 percent of all
commutes are at least 20 minutes

long.
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them that allow and encourage transit, walking, biking and other modes of
travel. In order to recognize the challenges of transportation planning in
rural areas, there must be a clear understanding of these three
characteristics and the relationships between them .
Density refers to the number or amount of uses, buildings or people in a
given space. There are several ways of measuring this. With residential
developments, density is typically defined by Dwelling Units per Acre
(DUA). With commercial areas, one might consider Floor Area Ratios (FAR)
or general square footage. When assessing populations, the US Census
measures people per square mile . Regardless of the unit of measurement,
transportation is heavily influenced by densities. It is easier to offer
alternative modes of trave l when bui ldings, uses, people, destinations, and
homes are closer together. In rural areas, houses are typically placed
farther apart and are several miles from employment centers, shopping,
schools, amenities and other destinations. With these homes (trip origins)
and destinations several miles apart, the on ly options for travel is the often
the automobile.
Design refers to the appearance and function of a street, roadway or other
path, along with its surrounding en vironment. The appearance or
aesthetics of an area great ly influences people and their decisions. Along
heavily traveled thoroughfares with strip development, people typically
avoid walking or biking. The design of this environment is unpleasant for
pedestrians or bicyclist s, causing them to feel unsafe and uncomfortable.
As a result, people use automobi les to travel in these areas, even for short
distances. There are many who use their cars for accessing adjacent stores
within the same shopping center, because the parking lot is too hot or
generally unpleasant for wa lking. In rural areas, many roadways are
narrow with poor sight distances, making automobiles one of the only
methods of traveling beyond his or her property. Conversely, there are
streets in the Tow ns of Louisa and Mineral that provide calm and enjoyable
environments for both pedestrians and drivers.

link between density and
transportation choices.
General Information

Pedestrian trips: On average, people
are willing to walk up to a quarter
mile to their destination, depending

o the individual and condition of the
route.

Fixed Route Transit: On average,
residential densities must be at least

10 to 15 dwelling units per acre for
fixed transit systems to be feasible.

This is a general figure that depends
on the community and
concentrations of desirable
destinations.
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Infrastructure relates to the facilities and services that allow people to
drive, wa lk, bike or take other modes of transportation. Without sidewa lks,
crosswalks or trails, people are less likely to walk. Without bike lanes or
racks, people are less likely to use bicycles. Without buses, people are
unable to take transit. These services and infrastructures are more
common in urban areas, mostly because there are higher densities that can
support the need for these investments.
While Louisa County has neighborhoods w ith these three characteristics,
most of its landmass is rural, lacking the density and infrastructure to allow
for certain modes of transportation. Housing, employment, shopping,
amenities and services are all separated by larger distances. This typically
translates into long commutes and reliance on cars, trucks or SUVs. For
these reasons, rural communities typically focus on roadway improvements
and projects that are related to automobiles. Much of this Transportation
Plan focuses on these types of investments, but there should also be
considerations of other forms of travel. Driving an automobile is a
convenient and rea sonab le way of moving throughout the community, but
long commutes and other trips can create burdens for al l citizens,
particularly those w ith limited mobility or finances.

Rural TDM Strategies
Aside from the challenges of implementing Transportation Demand
Management, rural areas do have several strategies that can be effective
w ith addressing transportation needs. Carpooling is a common service in
these areas. Many areas have a ride-matching program, head ed by an
organization that can match a person w ith someo ne that has a simi lar
destination and lives in the sa me general area. In Louisa, RideShare is
responsible for facilitating this process. There are also vanpools, which are
similar to carpools, allowing commuters to share rides to work on a slightly
larger sca le. While extensive fixed route transit is unpractical in rural areas,
para-transit services can be very effective. This is a form of public
transportation that is characterized by flexible routes and schedules,
typically using small buses to provide shared occupancy, doorstep, or
curbside personalized transportation service. in Louisa, JAUNT provides this
service, w hich is heavi ly used by County residents. While ru ra l counties
typically avoid large bike and pedestrian projects, there are areas where
these facilities are feasible. in Louisa County, there are opportunities within
and around the Towns of Minera l and Louisa. There may be add it ional
opportunities in certain growth areas, such as Zion Crossroads, to provide
facilities that bring access between different developments. Another
option for diminishing demand on the transportation system is to have
people work from home. Tele-working is a popular option for many in
areas where employment centers are farther away. The main limitation to
this approach is the presence of high speed internet service. Many rural
areas lack sufficient internet speeds to allow someone to work from home.
Chapter 3, Existing inventories, provides a more detailed review of
Transportation Demand Management services in Louisa County.
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While rural counties typically avoid large bike and pedestrian projects, there
are areas where these facilities are feasible. In Louisa County, there are
opportunities w ithin and around the Towns of Mineral and Louisa. There may
be additiona l opportunities in certain growth areas, such as Zion Crossroads,
to provide facilities that bring access between different developments.
A shared-use path network could be beneficia l to link the Towns of Louisa and
Mineral and points in between, notably the Middle and High Schools, the
Public Library, Thomas Jefferson Elementary School, and the Betty Queen
Intergenerational Center. Shared use paths are often facilities on exclusive
right-of-way and with minimal cross f low by motor vehicles . But paths can also
be located within the right-of-way of a road corridor, as long as there is
sufficient separation between road and path. Users are non-motorized and
may include bicyclists, in-line skaters, roller skaters, wheelchair users (both
non-motorized and motorized) and pedestrians including wa lkers, runners,
and people pushing baby strollers or w alking dogs. Shared use paths are most
commonly designed for two-way travel; they are typically at least 10 feet
wide.
A critical consideration is how users of a shared-use path will safely cross
streets. Potentia l hazards lurk on rural side roads as well as major arteries.
The design of intersections is crucial because of the potential conflicts that
may arise due to the relative difference in speeds of motor vehicles and
bicycles and the low visibility of bicycles. Turn lanes create special problems.
Traffic signals at intersections shou ld be checked to ensure t hey accommodate
cyclists . If there are no signa ls, appropriate striping on pat h and road is
necessary to alert travelers as they approach an intersection.
Shared-use paths should be promoted wherever possible, especially when
they connect communities. Establishing routes for trai ls now wi ll help their
development; right-of-w ay or easements and other needs can be sought
before and as land is developed, rather tha n waiting for development to
occur, then attempting to create the trail.
Bike lanes may also be feasible in certain growth areas of the County. An onstreet lane might be possible alongside roadways and sidewa lks on the major
commercia l corridors in Mineral and Louisa. Zion Crossroads and other growth
areas near Interstate 64 and Route 250 cou ld develop a large enough network
of streets to justify on-street lanes. These lanes would serve people who live
and/ or work in the growth area and might find a bicycle more con venient than
a vehicle for travel within the area.
As with shared-use paths, planning for bike lanes as roads are developed,
rather than afterwards, makes it easier to accommodate this infrastructure.
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Functional Classification System
The functional cla ssificatio n system is a method of identifying and
categorizing roads to describe their purpose in the transportation network.
These different classifications represe nt a road hierarchy that is designed to
efficiently move traffic and avoid problems with traffic congestion and
safety. A fundamental part of identifying these categories is to recognize
that individual roads do not function independently, but serve a purpose
within the greater network. Almost al l trips make use of severa l different
types of roads. When commuting to work, someone usually pulls onto their
neighborhood street, which then connects to a larger road. Many of these
trips may access an interstate, where commuters can travel great distances
in short periods oftime. The main reasoning behind classifying roads is to
ensure that specific trips occur on the appropriate road ways, preserving
capacity on thoroughfares and keeping through traffic off local roads . By
defining these categories, decision makers can better manage the roadway
system, channeling traffic onto the suitable roads in a logical and efficient
manner.

The federal government established the classification system to help
manage the nation's road network and determine w hat public fund s are
assigned to specific transportation projects. The state transportation
agencies are responsible for maintaining these categories for the public
roads within their boundaries. These established classifications playa
critica l role with determining road way sta ndards and funding. They
establish which design standards apply to any given road and determine
eligibi lity of federal funds for road improvements and maintenance. The
classification system also helps id entify wh ich federal, state or local
agencies are responsible for bui lding and maintaining certa in types of
roads. In Virginia, classification influences the frequency of VDOT
maintenance inspections . In addition, it influences on-street parking
regulations and access management requirements such as the spaci ng
frequency of access points. It also helps determine whether traffic ca lming
measures are appropriate .
This section provides a brief overview of the different road categories,
describing the role of each within the transportation network. Whi le the
classificat ion of roads can have significant impacts on how the state treats a
loca lity's highways, thi s information is also useful for considering loca l
policies and assess ing development proposals. County officia ls can use this
overview to determine where to allow growth and how to better negotiate
road improvements with developers.
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Access versus Mobility
Roads serve t wo purposes, mobility and access. Mobility deals w ith the
movement of people and goods throughout the transportation network.
The main goa l is to move large volumes of traffic as quickly as possible,
while maintaining public safety. Access deals w ith how people enter and
exit the road system and the adjacent properties. The main goal here is to
minimize traffic speeds so that people can safely turn their veh icles onto
and off of a given roadway. Each class of road exists on a spectrum
between access and mobility. On the access side of the spectrum, there are
subd ivision streets and other local road s. The most extreme example is the
cul-de-sac, which exclusi vely provides access w ith no through traffic. On
the mobility side, there are interstates and arterials that focus on moving
traffic quickly, with minimal access points. An interstate is the most
extreme example, where exit or on ramps are typically spaced ten to fifteen
miles apart.

Functional classification kthe
system for classifying groups of
nlghways according to their
tntenCled purpose. This diagram
shows the two mal functions of
roadways, access and mobility. As
access increases, traffic congestion
also increases and the ability to
move traffic declines. With fewer
vehicles turning on and off a
roadway, there is less congestion
and greater mobility

Standard Classifications and Terminology
The diagram above illu strates the cla ss ifica tion system, in terms of
providing access or mobility. Whi le there are several different t ypes of
roads, most can fit w ithin six genera l categories. These include interstates
or freeways, principal arterials, minor arteria ls, major collectors, minor
collectors and local streets. Each of these categories has its own design
features, w hich help serve the function of the given road way. In many
cases, even people w ho are unfamiliar w ith the cla ssification system ca n
recogni ze the characteristics and differences of each .
Interstates are multi-lane highways with limited access, wh ich on ly occurs
at grade·separated interchanges. These roads are designed to carry large
traffic volumes at 65 to 70 miles per hour. Interstates are intended to link
states, regions and cities for interstate trave l and commerce .

..

include freeways, parkways and

.

Freeways are divided highways that
are devoted to the movement of
traffic between regions and different
parts of a metropolitan area. T ese
roads allow for high speeds and
prohibit direct access to adjacent
properties. Access comes fro grade
separated structures. Freeways
move heavy volumes of traffic, with
speeds usually around 65 miles per
hour. Interstate 64 is an exam Ie of
a freeway in Louisa County
Parkways are roads that pass
through parkland or areas that are
intended to remain undeveloped.
Access is allowed, but with careful
considerations to the exact locations.
With little or no access to adjacent
property, parkways help guarantee
that traffic will move smoothly. This
also helps avoid roadsideO l• •
development, preserving the land
adjacent to the parkway. The Blue
Ridge Parkway is the nearest
exam Ie to Louisa.
Expressways are roads that are
Intended to expedite the flow of
traffic between communities and
between activity centers Access to
adjacent properties is usually very
limited, wit entrances to individual
homes almost always prohibited.
There may be some commercial
development along these roads, if
turning movements are carefully
considered and engineered. There
may be at-grade intersections with
stop signs or: traffic signals.
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Interstate Standards:

Arterials are major highways of regional and statewide significance
intended to serve throu gh traffic, w here access to the highway is carefully
controlled. These highways are designed to carry large volumes of traffic at
high speeds, to carry inter-county trips and to link cities and towns.
Arterials can fall under two separate categories, principal and minor. There
are slight differences between these two facilities, in term s of traffic
volume, road w idth, number of lanes, and degree of access. In general,
major arterials have more regional and statewide significance. Minor
arterials distribute traffic to smaller geographic areas. In rural areas, minor
arterials serve as the primary thoroughfares that connect communities and
traffic generators. Any arterials should connect with interstates, other
arterials or collectors. These roads are not intended to provide access to
numerous sma ll traffic generators. Access is generally controlled through
at-grade signalized crossings, though there may be grade-separated
crossings at major intersections w ith higher order road s.
Collectors provide access to land and traffic circulation w ithin residential,
commercial, and industrial areas. Their primary function is to provide
convenient links between arterials, other collectors and local roads.
Collectors should have minimal access for individual residential lots, and
limited access to commercial or industria l uses. The collector system
distributes trips from arterials to local roads and trip destinations.
Conversely, collectors also collect traffic from local streets in residential
neighborhoods and channel them into the arterial system. As with
arterials, this classification can be sp lit into two separat e categories, major
and minor. Major collectors are designed to carry a moderate volume of
traffic, at moderate speeds. These roads serve as links between arterial
roads, w hile still serving some local traffi c. Minor collectors are designed to
carry lower vo lumes of traffic. These roads carry local trips and connect
local streets w ith other collectors, as well as arterials.

Roads that carry large volumes of
traffic should be deSigned to go
around residential areas, instead of

through them. These major
roadways should also be designed to
serve commercial

o~

industrial

districts, ather than divide the .

such as Route 15, 250 and 33.
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Local roads comprise all other facilities that are not defined as arterials or
collectors. The primary function of these roads is to provide direct access
to abutting land and to other local or collector roads. They provide access
within residential and commercial areas. Local road s serve local traffic and
connect residential and commercial areas with collectors.

MinorArtcrial

l oop Road

,:2 --+--+
;3

Interstate

Official State and Federal Categories
Urban and rural areas have fundamentally different characteristics, in
terms of the densities, types of land uses, tra vel patterns, and the way in
which all these elements are related in the classifications of highways.
Consequently, a major arterial for an urban area will look and function
differently than a major arterial in a rural area. Considering these
fundamental differences between roadways, there are sepa rate
classifications for urban and rural localities . The state identifies six classes
of roadways in rural areas, w hich include rural interstate, rural principal
arterials, rural minor arterials, rural major collectors, rural minor collectors,
and rural local roads. The function of these roadways generally follows the
definitions for the classifications covered earlier. These rural roadways
have different design features than their urban counterparts and have
separate requirements attached to them. The map below illustrates the
rural classifications within Louisa County. There is a detailed inventory of
these roadways in Chapter 3, Transportation Inventories.
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Access Management Principles
When local highways become severely congested or unsafe, the public
typically pressures local decision makers and the state's Department of
Transportation (VDOT) for road improvements that w ill help alleviate the
community's specific concerns. The most common response to t hese issues
is to add or w iden travel lanes, install traffic signals, or build an entirely new
road. Unfortunately, these solutions come at considerable financial costs,
requiring large sums of money and severa l yea rs to complete. In most
cases, the need for these improvements is premature or even preventable,
due to a lack of coordination between land use decisions and
transportation. While the volume of traffic usually receives the blame for
congestion and safety problems, the most likely culprit is poor management
of how people access the roadway.
Access management is a set of policies and standards that are intended to
address these problems, helping to preserve the quality of existing roads
and the significant public investments needed to maintain this
infrastructure. The general concept behind access management is to
manage the number and location of access points, such as driveways, onto
the publi c road system. Properly implementing these has several cru cia l
benefits. Access management can reduce traffic congestion and enhance
public safety, w hich equates to fewer automobile accidents. It can support
economic development by promoting the efficient moveme nt of people
and goods . These strategies can also reduce the need for new highways
and other expensive road projects, by maximizing the performance of the
existing roads.
The following section wi ll cover the basics behind access management,
providing County decision makers and the public with a clear understanding
of these important concepts. This w ill provide the tools and knowledge to
draft local policies. This w ill also help County officials better evaluate local
development proposals and how they affect the surround ing road system .
Access Management and Traffic

111

Congestio~n;::illlllllll• •

Route 29, north of Charlottesville,
provides an example of how
uncontrolled access can result in
traffic congestion and accidents

Wile many blame through traffic for
the poor road conditions in this area,

the majority of trips (64 percent)
along this stretch of Route 29 are
local. The amount of through traffic
is minimal (10 ercent).
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Roadway Capacity
Access management policies usually focus on alleviating problems with
capacity and safety. Most access management efforts focus on arterials
and major collectors, w hich function to carry through trips but also tend to
be overburdened with local traffic. The vast majority of congestion and
safety issues on these roadways are a result of how development occurs on
adjacent properties. As residential and commercial uses develop along
roadways, traffic congestion increases for two reason s. First, the addition
of traffic generators (residential uses) and dest inations (commercial uses
and employment) means more people living and working in those areas.
This naturally causes larger amounts of traffic and increases the likelihood
of accidents. Second, w ithout proper access management, the strain on the
existing roadway can worsen drastically.
The main cause for this decline in capacity and safety is based on how
vehicles turn onto and off a given highway. As a veh icle begins to turn onto
a roadway (egress turns), it takes several seconds to accelerate to the
speed of the vehicles already traveling along that road. Since it takes cars
and trucks time to reach maximum speed, the vehicles that were already on
the road need to slow dow n to accommodate for these turning
movements. Conversely, when a vehicle tries to leave a highway (ingress
turns), it must slow down before making the turning movement. Again,
other vehicles must slow down in order to avoid a rear collision with the
turning vehicle. As there are additional turnin g movements along a stretch
of road, the chance of accidents and congestion increases . Studies confirm
the impact of access management on highways, showing that a four lane
highway wit h good access management can carry as much traffic as a six
lane highway w ith poor access management. With greater spacing
between signals, where entrances and intersections are a half mile or
greater apart, there could be a 60 percent decrease in vehicle hours of
delay. Studie s have also show n a direct and significant link between access
frequency and accidents.
In terms of safety, the main goal of access management policies is to better

address turning movements. When a vehicle turns, this require s the
motorist to slow down; whereas others on the road may be traveling at
higher speeds. This increases the probability of being rear-ended by others
traveling behind the decelerating vehicle. The most dangerous maneuvers
are left turns, w hich require the driver to pass through a lane of oncoming
traffic. These make up the vast majority of accidents in busy corridors and
can result in a higher likelihood of fatalities or serious injuries. Minimizing
the number of driveways, intersections and other access points is the main
goal of access management. The follow ing graphics illustrate the dangers
of turning movements and the need to manage how people access the
public road system.

Wit a four lane road or
turning lanes, traffic can continue to
move around a turning vehicle,
better preserving a road's capacity.
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Access Management Principles

left Turn Ingress: As a driver turns
left onto an adjacent property, an
oncoming vehicle collides with the
front of the turning vehicle. This
accounts for 15 percent of all total
driveway accidents.

makes u 12 percent of all collisions.

Right Turn Egress: As a oriver turns
right onto the malO roaoway, tlie
motorist in the nearest lane collides
with the driver's side of the turning
vehicle. These collisions account for
7 percent of all accidents associated
with driveways and other access
pOInts.
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Access Managemellt Strategies
There are several different strategies and devices that fall under the
practice of access management. The exact approach may depend on the
specific type of road, with most efforts focused on arterials, major
co llectors and other thoroughfares. The purpose of these highways is to
move vehicles quickly and efficiently. The most common approach to
preserve capacity and safety is by administering spacing standards for
entrances, intersections, and median openings that are based on the
highway classification. By spacing these access points farth er apart, there
are fewer opportunities for turning movements that t ypica lly cause traffic
congestion and automobile accidents. Generally, arterials should have
larger spacing requirements, since those roads are intended to focus on
mobility. Access points and intersections can be closer together for
collectors, since those facilities have more emphasis on access. There are
severa l approaches to managing the spacing of these crossings and
entrances, w hile still providing access to adjacent properties.
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One strategy for limiting entrances is by having shared access. Instead of
each parcel having its own access onto the public ro ad system, there can be
one entrance that serves several different properties. This can have a
Significa nt impact on the number of accidents and level of congestion in an
area. If they have access between adjacent properties, people can travel to
mUltiple businesses w ithout having to enter onto the public roadway. If
there are pedestrian facilities available, there may be opportunities to avoid
additional automobile trips all together.
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A frontage road is another approach to minimizing the amount of entrances
and subsequent turning movements. These are minor roadways, parallel to
and adjacent to an arterial or other major thoroughfare, whose primary
purpose is providing access to abutting properties . The access point for
frontage roads may connect with arterials or collectors. In either case, this
option can divert a significant amount of local traffic and turning
movements from the arterial road system.
While these techniques help manage the number of access points, there are
direct ways for controlling turning movements. The maneuvers that cause
the most problems are left turns. When a vehicle turns left onto or off of a
roadway, there are several conflict points, which are opportunities where
vehicles could collide. The most common approach to controlling these
movements is to install medians in the roadway, preventing vehicles from
moving across these lanes . Medians can physically block vehicles from
making several different maneuvers, channeling traffic to the desired route.
There are other options for managing access, preserving the capacity and
safety of roadways. For more information on these strategies and topics,
contact VDOT or refer to their website www.vdot.org.This website also
provides details on state requirements concerning access management.

Access Management and Land Use
Aside from specific devices, there are land uses and system considerations
that help manage how vehicles access the roadway network. In most rural
communities, arterials and other major thoroughfares are flanked by
roadside commercial uses, such as strip malls, gas station, fast food
restaurants and other low-density development. This growth pattern
typically results in multiple access points, placing added pressure on the
roadway. By better matching local zoning with transportation
infrastructure, localities can help avoid the negative impacts of roadside
development.
The most intensive development should occur at major intersections, where
major roads cross . Vehicles already reduce their speeds in these areas, so
additional turning movements in these areas should have little effect on the
road's capacity. At these intersections, the best practice is to allow higher
density development at one of the four quadrants. This helps avoid a
situation where the roadway divides a major commercial area, as opposed
to serving it. There are also benefits to traffic circulation when only one
street corner attracts the majority of traffic. Instead of having a thin strip of
commercial zoning along the roadway, the best strategy for addressing the
road network is to allow larger blocks of commercial zoning, which should
mostly take place at the intersections. This allows for creative and planned
development centers, as opposed to commercial uses crammed within a
strip of zoning along the roadway. These deeper lot developments can also
result in greater potential for creating aesthetically pleasing commercial
areas that function as regional destinations, such as a town center. This can
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Fron tage Road:
This graphic illustrates common
types of roads, including a frontage
road, which provides access to
business without placing additional
turning movements or local traffic
onto the arterial road system.
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also reduce the number of turning movements and create more
opportunities for pedestrian trips between businesses and other uses. For
the areas between intersections, there should be lowe r density commercial
uses or higher density resi dential uses, with access on frontage road s or
other parallel st reets.
In term s of the road network, there are several strategies for
complementing these land use decisions. By having a parallel road
netwo rk, many local trips can be diverted from the ce ntral arterial, which
w ill be preserved for mobility purposes. Ideally, roadside development
would access these parallel and frontage roads, taking entrances off the
arterials. At t he major intersections, a grid network of loca l streets can
serve the higher density developments in those areas . Coordinating th ese
general road concepts w ith land use decisions w ill preserve the existing
transportation infrastructure and help create road corridors that function
properly.
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Traditional Scenario:
Communities traditionally designate a thin strip of
commercial zoning along major oadways, sue as
arterials and other thoroughfares. These Rractices serve
as examples of poor access management, where the
quality of the road system declines prematurely. While
many communities already have development and access
in place, some ural communities still ave cor idors that
remain undeveloped. These are critical opportunities to
I plement new strategie before the demand for growth
occur:

Preferred Scenario:
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Existing Transportation Inventories

Introduction

One of the first and most important steps for any plan is identifying the existing cond itions. A detailed
inventory of those conditions serves as the starting point for drafting goa ls, objectives and project
recommendations for the community. It identifies existing challenges or deficiencies, so that the plan
can later introduce the appropriate so lutions. For a transportation plan, an inventory also provides a
better understanding or record of the roadways, bike lanes, transit options and other related
infrastructure or services.

There are three sections in this chapter, providing a comprehensive overview of the County's
transportation. Section one, Roadway Inventories, discusses all of the major roads in Louisa County.
This includes Interstate 64, along with the local primary and secondary routes. Section two,
Transportation Demand Management, covers the rural transit services in the area, existing bike and
pedestrian facilities and the region's carpool program. The final section addresses other aspects of the
transportation system . This includes freight, rail, boat traffic on Lake Anna, local aviation facilities, and
trips generated from the County's schools. Together, t hese topics address every major component of
Louisa County's transportation.

Roadway Inventories
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Roadway Inventories
Roadways make up the largest part of the inventory for the transportation
plan, since automobiles are the primary mode of trave l in louisa County.
People in this county, as in other rural communities, rely heavily on their
road system for daily travel to work, school, and other destinations. The
County's roads are not all alike. On the contrary, the road s vary widely in
terms of their function, design and conditions.
The County has seve ral primary roads that serve regional, state and .
national significance. The County's geography is the main rea son these
routes run through the area. louisa touches three metropolitan areas:
Charlottesville, Fredericksburg and Richmond. The region is centrally
located in the state, between the t wo major north/south Interstate
corridors, Interstate 95 and 81. louisa also serves as an informal gateway
between central Virginia and the weste rn areas of the state, including
communities in the foothills of the Blue Ridge Mountains and the
Shenandoah Valley. A significant amount of traffic from these regions
passes throu gh l ou isa County.
While there are major roads in this area serving through travel, the County
also has a considerable amount of narrow and w inding country roads, along
with numerous unpaved routes. This array of roadway type s and
conditions is both the cause and result of the various growth patterns
found w ithin louisa's boundaries. To the south, the County is framed by
Interstate 64, which feeds much of louisa's commercial and residential
growth. To the north, lake Anna acts as a defining border, attracting
upscale homes and su bdivisions. The central part of the County holds two
sma ll towns, louisa and Mineral. The weste rn side of the County touches
the Tow n of Gordonsville and is influenced by a large histo ric district, w hile
the east is characterized by a rural landscape speckled w ith multiple small
subdivis ions. Each of these areas has unique characteristics, in terms of
land use and growth patterns . As a result, each contains road
infrastructure that se rves those specific needs.

Transportation Terminology:
Primary Roads are roadways witli

VD01: route numbers less than 600,
such as Route 15, 250 and 33.
Primary Roads generally function to
connect different jurisdictions or

other Primary Roads. Secondary
roads are those with route numbers

600 or greater, such as 652, 701 and
609
Roads Addressed in the Inventory:
The roadway inventory discusses all
of the primary routes in Louisa

County, along with the most
important secondary routes. Much

of this section is based on VDOT
The inventory is a critical part of the Transportation Plan, se rving three key
function s. First, it provides a comprehensi ve analysis of traffic counts and
road con ditions in the existing roadway network. Second, it w ill be helpful
when County officials consider the transportation impacts of development
proposals. With access to recent traffic data, decision makers w ill be able
to eva luate w hether a new deve lopment w ill place a significant burden on a
given road or road network. Third, the inventory will help identify the need
for future road projects and improvements. This detailed information w ill
help provide the foundation and rationale behind t he goa ls, objectives and
recommendat ions in Chapter 8.

records, known as the State Plannmg

System (SPS). While there is a
considerable amount of information

on these roadways, they lack traffic,
geometry and accident data for some
facilities. Any roadways that are not

included i the SPS were not included
in the following inventory.
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Il1terstate 64
Interstate 64 (1 -64) run s along the southern border of Louisa County. This
highway tra verses the State, from Hampton Roads to West Virginia, and
links severa l cities including Norfolk, Richmond, Charlottesville, and
Stau nton . The interstate also links 1-9S and 1-81, w ith Zion Crossroads
located about halfway between these t wo north/s outh corridors.
While 1-64 runs the entire length of Louisa, w hich is roughly 35 miles, about
20 miles are actually within the County. The other sections are inside the
northern boundaries of Fluvanna and Goochland counties. There are five
intercha nges along this stretch, w hich all provide access to Louisa. Three of
them are located wit hin the County. The w esternmost interchange is exit
136, Zion Crossroads, w hich accesses James Madison Highway, US Route
15. This exit connects 1-64 with the Zion Crossroads area and the Route 15
corridor, w hich includes Gordonsville, Palmyra and the Green Springs area.
The next interchange is exit 143, Ferncliff. This connects 1-64 w ith
Courthouse Road, US Route 208, and the Town of Louisa to the north. Exit
148, Shannon Hill, is located in Goochland County, but accesses Louisa
County's Shannon Hill Road, Route 605. The Hadensville exit, 152, is also in
Goochland County, accessing Old Fredericksburg Road, US Route 629. This
road turns into Cartersville Road in Louisa County. The easternmost
interchange is Exit 159, Gum Spring, w hich connects with Cross County
Road, US Route 522. These interchanges heavily influence the County's
growth patterns and playa major role in its land use policies.
Without Interstate 64, the Zion Crossroads area w ould be far less
developed and serve a less sign ificant role in the region. This highway also
provides faster commute times for Louisa residents, as they drive to
employment centers in the cities of Charlottesville and Richmond . Without
the interstate, fewer people could move to Louisa County, since the

LOutsaCounty

Ex it 148

Shannon H;IIRo"d

, ,
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commute times would be too great. Looking into the future, the County recognizes that 1-64 cou ld bring greater
demand for residential and commercial uses along this corridor. As a result, Louisa designated several of its growth
areas near the interstate exits . These include the Zion Crossroads, Ferncliff, Shannon Hill and Gum Spring Growth Areas
or Urban Development Areas (UDAs). Higher densities in these areas are supported by the capacity and function of
Interstate 64. By having development concentrated near the interchanges, residents are closer to employment centers,
businesses have more exposure to potential customers and the road system has greater traffic capacity.

Road Profile for Interstate 64:

Road Segment
Fluvanna County line to Route 15

Route 15 to Route 208
Route 208 to Goochland County Line
Goochland County Line to Route 522
522

Daily

Y2000
24,717
23,853
23,709
25,699
764

Y2006

Daily

Projected

31,718
29,154
24,074
26,144
32,497

Vehicles Per
48,278
45,357
43,564
45,002

Primary Routes
The Virginia Department of Transportation maintains the primary road system . There are six primary routes in Louisa
County, which account for 113 miles of road w ay. These include Routes 250,15,208,522,22 and 33. All of these roads
have regional or statewide significance, connecting cities, towns and communities . Others have national importance,
functioning as major thoroughfares and corridors for several states. These roads can serve as assets, brining greater
mobility, services and potential growth to the County. They typically have higher capacities, providing the County with
leeway for additional traffic in many areas . Conversely, the County faces several challenges with some of these facilities.
In the rural areas of the County, changes in terrain create road sections that have poor vertical and horizontal alignment.
These roads usually have only two lanes, with several sections only 20 feet wide, leaving 10 foot travel lanes. Under
these conditions there are frequent "no passing" zones, w here queues often build behind slow drivers, school bu ses and
agricultural vehicles. Other roads lack coordinated access management, leading to additional turning movements for
accessing properties. These conditions can severely limit road capacity and safety.
Louisa County Transportation Plan
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Route 250
US Rte 250 is a primary highway that runs parallel to Interstate 64. Also known as Three Notch Road, this was once the
main highway between Richmond and Charlottesville. Rte 250 lost much of its regional significance with the
construction of 1-64, but it still functions as an important thoroughfare and arterial for the County and region.
Rte 250 stretches approximately 35 miles along Louisa County's southern boundary. Only 11 miles are actually within
the County, with the remaining segments within Fluvanna and Goochland. Three Notch Road connects four of Louisa
County's DeSignated Growth Areas, which include Zion Crossroads, Ferncliff, Shannon Hill and Gum Spring. The County's
Comprehensive Plan designated these areas for higher densities and a mixture of uses, which would be supported by the
road capacities of Interstate 64 and Rte 250. Three Notch is almost entirely a two lane road. The major exception is
found within Zion Crossroads, where the road consists offour lanes, due to additional turning lanes that connect with
Rte 15. While Rte 250 is a straight stretch of road, the main safety and capacity issues concern the changes in
topography. There are significant hills that create blind turns and problems with vertical sight distance. This creates
several "no passing zones," which create queues and capa city issues. Aside from these occasional backups, the level of
service for Rte 250 is usually high, w ith little traffic congestion.

Traffic Counts - Since 1991, traffic counts have remained steady. The areas with the highest counts have about 2,500 average
daily trips. These counts are stable for two reasons. First, 1-64 carries much of the traffic that might otherwise use Route 250.
Second, there are relatively few traffic generators and attractors along this corridor. Except for Zio Crossroads, this stretch of
road is relatively undeveloped, flanked with sparsely developed residential lots, farms and orested properties. According to
projections or 2030, VDO anticipates that these traf ic counts will remain relatively low
T e following table describes those segments and the

Road Segment
Route 15 to Route 607
Route 607 to Route 208
Route 208 to Fluvanna County Line
Goochland County Line to Route 522
Route S22 to Goochland County Line

Y2000 Average Daily
Trips
2,389
1,469
1,069
2,446
1,705

Y2006 Average Daily
Trips
2,611
1,782
1,086
2,401
1,658

Projected Y2030 Vehicles Per
Day
3,422
3,125
2,474
5,874
2,630

B for the ent re stretch through LOUisa County ThiS represents free

Note: Please refer to the following inserts w hile re view ing the roadway narratives.
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Route 15
US Rte 15 is part of the State's primary road syst em, running north and south across severa l east coast st ates . In
Virginia, it connects several tow ns and cities, from Southside Virginia to the Washington D.C. area. Near Louisa County,
the corridor indudes th e village of Palm yra and th e towns of Gordonsville and Orange. It also connects w ith the Town of
Culpeper, w here it intersects w ith US Route 29.
Within Louisa County, this route is also known as James Madison Highway, w hich indudes about 11 miles of road in the
County. Route 15 has interstate access in the Zion Crossroads area, ca rrying traffic from 1-64 and Route 250. That area
of the County continues to experience the most growth. In contrast, Route 15 also passes throu gh the Historic Green
Springs District, which is listed as a national landmark and is largely protected from development by conservation
easements. To the north, Route 15 connects w ith Gordonsville and the adjoining growth area.

louisa County's Primary Six-Year Program includes four projects that involve Route 15. The first is to improve and widen the
Route 15 North and Route 15 South bridges crossing 1-64. There is a recommendation to widen Route 15 to four lanes in the
northern portions of Zion Crossroads, south of the Historic District. This is intended to handle the increase in traffic because of
the developments In that area. The third project is to install safety improvements at the U.S. Route 15/33 Intersection. The inal
is to design and construct a by ass for the Town of Gordonsville, which would divert traffic from segments of Route 15.

Road Segment

Y2000 Average Daily

Y2006 Average Daily
Trips
14,698
5,581
5,581
5,581
5,852
9,127

Trips

10,033
4,182
4,182
4, 182
4,464
7,966

Fluvanna County Line to 1-64

1-64 to Route 617
Route 617 to Route 640
Route 640 to Route 22
Route 22 to Route 33
Route 33 to Orange County Line

Projected Y2030 Vehicles Per
Day
21,837
6,624
6,624
7,965
9,753
13,908

Level of Service Jhere are challenges wit LOS or the Route 15 corridor. he segments running through the Green Springs istoric District are
Level of Service C, which means the flow of traffic is free flowing but beginning to near capacity. The road segments at Zion
Crossroads and south of Gordonsville are near or at capacity, with unstable traffic flows. The 2010 Rural Long Range Plan
provrdes technical recommendations and anticipates that Route 15 will operate with unacceptable LOS D/E by 2035. That plan
suggests solutions, such as widening lanes However, the Gree Springs istoric District as existing easements and historic
significance that may call for alter atlve solution
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Route 208 (Courthouse Road)
US Route 208 runs north/south through the middle of Louisa County and is divided into two distinct sections. The
southern part, Courthouse Road, connects the Tow n of Louisa w ith 1-64 and Route 250. This stretch is nearly 10 miles in
length and serves as a major gateway into Louisa County. Courthouse Road is the main means of accessing the central
portions of the County from the interstate corridor and Fluvanna County, making this a critical part of the local roadway
network. Once Route 208 reaches the Town of Louisa, it joins with Route 22 to the Tow n of Mineral and then with
Route 522 as it heads north, towards Lake Anna. Those road segments are addressed under the subsections discussing
Routes 22 and 522. The northern portion of 208, near Lake Anna, is addressed in the following subsection.

Road Segment
Route 2S0 to 1-64
1-64 to Route 640
Route 640 to Route 617
Route 617 to Old Route 208

Y2000 Average Daily
Trips

Y2006 Average Daily
Trips

2,302
3,561
3,561
3,561

3,394
4,438
4,438
4,438

Projected Y2030 Vehicles Per

Day
5,381
8,105
6,741

6,681

Level of Service - Currently, Courthouse Road operates at a Level of Service C, meaning there is free flowing traffic but that may
be nearing capacity. Near the Town. of Louisa, the LOS drops to E. This means that the 208 bypass is experiencing unstable
traffic flows, where it is at or ne,;; capacity. The 2010 Rural Long Range Plan indicates that the area south oftow will operate
with a unacceptable LOS D by 2035. I that 'pla it ecom ends widening the lane widths to 12 feet.
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Route 208 (New Bridge Road)
The northern portion of Route 208 follows Route 522, Zachary Taylor Highway. As it nears Lake Anna, it breaks off from
Rte 522 and becomes New Bridge Road. This stretch is almost four miles in length and crosses over Lake Anna, into
Spotsylvania County and on to Fredericksburg. Just as Courthouse Road functions as a major gateway into the
community, New Bridge Road serves the same role for the northern portion of Louisa County.

Road Profile for Route 208 (Northern Segments):
Q§jgn - Rte 208 is a two lane road with 12 foot travel ways and Hoot shoulders. This stretch is relatively straight, thoug
are several curves that present challenges to sight distance. The posted speed limit is 55 mph. Louisa County adopted its
Primary Six Year Plan, which includes recommendations for New Bridge Road. The plan states there will be upgrades and
reconstruction of State Route 208 from the Spotsylvania County line to US Route 522 VDOT has plans for a realignment
208, where it intersects with Rte 652. T is project is pending.
Traffic Counts - VDOT's State Planning System (SPS) treats this as a single road segment, which is described in the table below.
Since the year 2000, traffic counts have increased by 2,268 trips. According to VDOT projections, those counts may increase to
over 7,000 by the year 2030. The most significant factor for Rte 208 will be the Cutalong development, which will be located at
the intersection with Rte 652 (Kentucky Springs Road). This development will include com ercial and residential uses that will
likely generate and attract igher numbers of trips than projected by VDOT

Road Segment
Route 522 to Spotsylvania County

Y2000 Average Daily
Trips
2,960

Y2006 Average Daily
Trips
5,228

Projected Y2030 Vehicles Per
Day
7,318

Line
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Route 522
US Route S22 is another primary road, which enters Louisa County in its southeastern corner, through the Gum Spring
Growth Area. It passes through the Town of Minera l and over the western shores of Lake Anna, where it enters
Spotsylvania County. Further to the north, Route 522 connects with the Town of Culpeper and heads into the
northwestern area of the state through Winchester. In Louisa County, Route 522 passes through three Growth Areas,
including Gum Spring, Minera l and Lake Anna . Wh ile Gum Spring has yet to experience growth, its access to 1-64 makes
this area a probable location for significant future development. Both the Mineral and Lake Anna Growth Areas have
potentia l for significant growth as well, depending on market conditions.

Road Segment

Y2000 Average Daily
4,063
4,972
2,501
2,501
2,501
2,043
2,043
4,302
4,302
4,302

Y2006 Average Daily
Trips
4,481
5,817
3,319
3,319
3,319
2,258
2,258
4,882
4,882
4,882

Projected Y2030 Vehicles Per
Day
7,994
9,946
5,432
5,432
5,416
3,282
3,597
8,097
8,097
8,236

2,187

3,747

4,886

2,187
3,058

3,747
2,752

4,296
4,265

Trips

Goochland County Line to Route 250
Route 250 to 1-64
1-64 to Route 663
Route 663 to Route 629
Route 629 to Route 648
Route 648 to Route 657
Route 657 to Route 33 East
Route 33 West to Route 605
Route 605 to Town of Mineral
Town of Mineral (Southern Limits)
to Route 22/208
Route 22/522 to Town of Mineral
(Northern Limits)
Town of Mineral to Route 208 North
Route 208 North to Spotsylvania
County Line
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Route 22
Rte 22 is another important roadway, serving the central portion of Louisa County. It passes from the Albemarle County
Line to the Town of Mineral. To the west, Rte 22 is called Louisa Road and enters the northern half of the Green Spring
Historic District. Once it reaches the Town of Louisa the name changes to West/East Main Street, where it functions as
the main commercial corridor for the Town . A major role of this road is connecting the towns of Louisa and Mineral,
where it is called Davis Highway. Once it enters the Town of Mineral, its name changes again, to Mineral Avenue . The
most significant road segments are between the two towns, which carry the highest traffic counts in the entire County,
aside from Interstate 64.

From 2000 to

Segment
Albemarle County line to Route 15
Route 15 to Route 636
Route 636 to Route 33 West
Route 33 East to Town of Louisa
Town of louisa to Route 623

Route 623 to Town of Mineral
(Northern limits)

Y2000 Average Daily

Y2006 Average Daily

Projected Y2030 Vehicles Per

1,982
1,556
1,556
7,696
7,696
7,696

2,177
1,799
1,799
11,105
11,105
11,105

3,010
2,343
1,937
16,149
16,149
16,039

Town of Mineral to Route 522
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Route 33
US Route 33 runs from Virgin ia's Eastern Shore to West Virgin ia, lin king Richmond with the towns of Louisa and
Gordonsville and the City of Harrisonburg. It extends approximately 33 miles across Louisa, providing east and west
movement through the County. Starting from the east, Rte 33 passes through Hanover County, crosses Rte 522 and
then enters the Town of Louisa. W ithin this stretch the road is referred to as Jefferson Highway. After crossing into the
Tow n, it merges w ith Rte 22 and becomes Main Street and then Louisa Road . Rte 33 breaks away from Louisa Road
further to the west, at Trevilians Battlefield, and heads towards Gordonsville. With this path, Rte 33 connects two of
the County's Growth Areas, Louisa and Gordonsville. While it serves many roles in Louisa County, the segments to the
east may be most critica l, as th is stretch provides access to the Richmond area and its employment centers.

Y2000 Average Daily
Trips
4,036
4,036
5,378

Y2006 Average Daily
Trips
3,358
3,358
5,513

Projected Y2030 Vehicles Per
Day
5,459
5,916
8,073

5,378

6,484

10,480

5,378
5,378
15,761
8,274

6,484
6,484
15,985
5,089

6,484
6,484
22,902
9,304

Town of louisa (Eastern limits) to

7,239

3,076

8,347

Route 522 West
Route 522 West to Route 522 East
Route 522 East to Route 612
Route 612 to Route 609
Route 609 to Route 65S
Route 655 to Hanover County line

4,925
2,885
2,885
2,885
4,740

6,056
3,070
3,070
3,070
4,438

8,400
6,035
6,035
6,035
8,752

Road Segment
Route 15 to Route 749
Route 749 to Route 22 West
Route 22 West to Town of louisa

(Western limits)
Town of Louisa (Western limits) to
Route T·669
Route T·669 to Route 208
Route 208 to Route 1005
Route 1005 to Route 22/208
Route 22/208 to Town of Louisa
(Eastern limits)

There are also
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Secondary Routes
The remaining road network con sists of state secondary roads that are not designed to carry heavy traffic loads. There
are approximately 800 miles of secondary roads, a majority of which are hard surfaced. Most originated over the last
century as path ways bet ween farm s and market areas. The routes and road beds were established long before
suburba n growth, and therefore, the road s are generally narrow w ith poor horizontal and ve rtical alignment. Issues
facing many secondary roads include a limited right-of-way; houses and businesses located close to the right-of-way,
making improvements to the road expensive w ith numerous design challenges; and rural secondary roads that are
increasingly being used to carry extens ive subd ivision development. The following table provides detailed descriptions
of these roadways.
Route

Description

601:
Bumpass
Road

Route 601 is a two lane winding road that runs along the
eastern side of Louisa County. Traffic counts vary depending on
the section of roadway, from just above 200 daily trips to
almost 1,800. Average lane widths are about 9 feet, with one
foot shou lders on both sides. There are no passing zones
ava ilable. The posted speed is 55 miles per hour, except for the
stretch between Route 701 and the Spotsylvania line, which is
posted at 40 mph . There were 22 vehicu lar accidents recorded
on Route 601 betwee n 2006 and 2008, with no fatalit ies. VDOT
forecasts that portions of this road w ill carry an average of over
3,000 vehicles per day, by the year 2030.

Diggs
Town Rd.
Wickham
Road
Paynes
Mill Rd.

60S:
Shannon
Hill Road
Willis
Proffitt Rd.

Map

Route 605 begins at Route 522, Pendleton Road, and heads
south, towards the Goochland County Line. In the northern
part of Gooch land, there is a Shannon Hill exit on Interstate 64
that channe ls traffic on and off of this roadway. Daily traffic
counts va ry from 1,200 near 1-64 and 1,500 w here it intersects
w ith Pendleton Road. Average lane widths are about 9 feet,
w ith one foot shoulders on both sides. VDOT designated about
5 to 10 percent of this stretch for passing zones . Near
Goochland, the posted speed is 50 mph, except for the north
section between Route 644 and 522, w hich is posted at 45.
There we re 29 vehicu lar accidents reported between 2006 and
2008. None of those w ere fatal. VDOT foreca sts that volumes
of daily traffic w ill increase by 2030, to an average of 1,900 to
2,400 trips.
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607:
Rock
Quarry
Road
Bybee
Road

609:
Buckner
Road

610:
Holly
Grove
Drive

This is a relatively sma ll stretch of roadway, in the
southwestern part of the Cou nty. It changes names at Route
250, called Rock Quarry in the northern segment and Bybee in
the southern segment. There are about 1,500 average daily
trips on this road. The lane w idths are an average of 9 feet,
with one foot shou lders on either side. There are no passing
zones and the speed limit is posted at 45. Between 2006 and
2008, there were 7 reported crashes. None of these involved
fatalities. By 2030, VDOTforecast s that there w ill be an
average of approximately 2,700 dai ly trips on this road wa y.

Buckner Road is a narrow w inding roadway that run s
north/south, parallel to sections of Route 601, in the eastern
portion of Louisa County. There are relatively low volumes of
traffic along this stretch, between 620 to 660 average daily
trips. Average lane width s va ry from 8 to 9 feet, w ith one foot
shou ld ers in most areas. Other parts of th e road have no
shoulders. The southern half of th is roadway is posted at 45
mph, betwee n Routes 33 and 612. The northern half is posted
at 55. There are no passing zones along the entire length.
There were 5 automobi le accidents between 2006 and 2008,
w ith no fata lities. By 2030, VDOTforecasts that average daily
trips wi ll increase to between 720 and 820, depending on area.

Holly Grove Drive is a small stretch of road in t he Gum Spring
area of Louisa County, located in the far southeast corner.
Traffic counts vary between 700 and 1,100 daily trips, with
higher counts in the western portion. These counts are likely
influenced by Route 522 and 1-64. The travel lanes are an
average of 8 to 9 feet in width, along with one foot shoulders.
The more narrow portions are near the county line. The speed
limit for the entire roadway is 45. The road way experienced 11
accidents between 2006 and 2008, w hich is relatively high for
thi s small length of road, although none were fatal. VDOT
forecasted significant increases in traffic volume by the year
2030, reaching 1,200 to 1,600 daily trips.
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613:
Poindexter
Road
Oakland
Road
Goldmine
Road
Mansfield
Road

Route 613 is a long roadway that crosses a large area of the
County, from Zion Crossroads to Lake Anna. Average daily trips
range from 550 to 1,150. The highest counts are near Route
522, in the Lake Anna Area, and along the Route 33 corridor.
The travel lanes are an average of 9 feet, except for a sma ll
portion just south of Route 33, w hich has 8 foot lanes. Along
the entire roadway, there are one foot shoulders and no
passing zones. The portions south of Route 33 have a speed
limit of 45, w hereas the northern half allows for 55 mph .
Between 2006 and 2008, there were 41 crashes reported on
613. Sadly, there was one fatality associated w ith these
accidents. VDOT's 2030 forecasts show increases in traffic, to
approximately 630 to 1,900 daily trips.

615:
Columbia
Road

Columbia Road is in the far western side of Louisa County,
passing through the Zion Crossroads area. The road carries an
average of 850 daily trips. This is a narrow roadway, with an
average of 8 foot lanes, along with one foot shoulders. The
posted speed limit is 45 mi les per hour. While this is a
relatively short length of road, there were 16 crashes between
2006 and 2008. None were fatal. By 2030, VDOT forecasts that
the number of average daily trips will increase to 1,120.

618 :
Fredericks
Hall Road

Fredericks Hall Road links the Town of Minera l to the Hanover
County Line. This is a significant connection betw een the Tow n
and centra l parts of the County w ith Bumpass and other areas
east. Traffic counts are relatively high, between 1,100 and
3,100 average daily trips, with the largest volum es near the
Tow n of Mineral. This road is designed to handle those higher
counts . Travel lanes are relatively wide, averaging 10 feet.
There are one foot shoulders on both sides, with two feet near
the Town. The narrowest sections are closer to the Hanover
County line. The speed lim it declines from east to west. Near
the County line, the posted speed is 55 mph . It decreases to 45
and then 35, as it enters Mineral. There were 35 reported
crashes between 2006 and 2008. Unfortun ately, there was a
fatality involved with one of these accidents. VDOT forecasts
that traffic volumes w ill increase to approximately 1,800 to
3,100 daily trips. Once again, the highest counts wi ll be near
the Tow n of Mineral.
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623:
Chopping
Road

Chopping is a significant roadway, helping to link the central
and north parts of the County. There are approximately 2,000
average daily trips on this stretch. The travel lanes are
relatively wide, with an average of 10 feet. There are also one
foot shoulders and posted speeds of 55 mph. Given the length
of this road and volume of traffic, there have been relatively
few reported crashes, with only 12 between 2006 and 2008.
One of these did involve a fatality. VDOT forecasting reveals
there could be a large increase in traffic volume by 2030, with
approximately 3,200 daily trips.

635:
Factory
Mill Road

Route 635 w inds through the southeastern corner of Louisa
County, in the Gum Spring area . It connects Route 33 w ith the
Goochland County border. Currently, the average daily trips
are between 900 to just under 1,000. The travel lanes average
about 9 feet in w idth, with one foot shoulders. Near Goochland
County, those lanes become as narrow as 8 feet. For the entire
stretch, the posted speed limit is 45 mph . By 2030, VDOT
forecasts that traffic volumes w ill reach 1,200 to 1,700 average
daily trips.

West
Chapel
Road
Willow
Brook
Road

650:
Pottiesville
Road
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Route 650 is a small segment of roadway, near Lake Anna and
the Bumpass area of Louisa County. There are less than 600
daily trips on Pottiesville Road. The travel lanes are an average
of 9 feet, with one foot shoulders and no passing zone s. There
were only 4 reported crashes on this stretch, with no fatalities.
VDOT does not forecast any significant growth on this roadway,
in terms of daily trips .
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652:
Kentucky
Springs
Road

Kentucky Springs Road is one of the most important secondary
roadways in the County, providing east/west access across the
Lake Anna area. Currently, there are between 1,100 to 3,000
average daily trips on Route 652. The highest counts are on the
western segments, near Route 208. In those western portions
the lane widths are 10 feet, with two foot shou lders. About 40
percent of that segment has passing zones. The eastern half
consists of two 9 foot lanes, with one foot shoulders. This area
has fewer passing zones, about 15 percent of the roadway. The
entire stretch has a posted speed limit of 55 mph. Kentucky
Springs Road had 22 crashes between 2006 and 2008, with no
fatalities. By 2030, VDOT forecasts that traffic volumes with
reach 1,400 to 4,000 average dai ly trips, with the higher counts
near Route 208.

659:
Kents
Store Road

There is only a small segment of Kents Store Road in Louisa
County. This is located at t he southern end of Route 208, j ust
south of 1-64 and Route 250. There are approximately 1,300
average daily trips on Route 659. The lanes are 9 feet in width,
with one foot shoulders and 55 miles per hour speed limit.
There were no reported crashes on t his sma ll road segment
between 2006 and 2008. VDOT forecasts that traffic volumes
will reach approximate ly 1,900 average daily trips by 2030.

•
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663:
Owens
Creek
Road

Owens Creek is a small segment of roadway, connected to
Route 522 and heading eastward. There are almost 1,200
average daily trips along this stretch. The travel lanes are 9 feet
wide, w ith one foot shou lders and a 40 mph speed limit. There
were 6 crashes, with no fatalities, on Route 663. By 2030,
VDOT forecasting suggests there may be an additional 450 trips
on Owens Creek Road, totaling 1,650 average daily trips.
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669:
Ellisville
Drive

700:
Mica Road
Johnson
Road

701:
Borden
Road
Belle
Meade Rd.
Eastham
Road

Ellisville Drive run s from the Town of Louisa to the Orange
County border, passing by the Blue Ridge Shores community.
There are between 1,000 to 1,600 average daily trips along this
roadway, with some of the highest counts nea r the Town. For
the northern segments of 669 the lane widths are narrow,
around 8 feet with one foot shoulders. Closer to the Town,
lane widths are between 10 to 12 feet. The speed limit in those
areas is between 35 to 45 mph, with the posted speed
increasing to 55 towards the northern part of Route 669. There
are 22 reported accidents between 2006 and 2008, with one
fatality. VDOT forecasts that traffic volumes will increase to
1,300 to 2,400 average daily trips.

Route 700 is called Mica Road, where it connects with Route
522 from Kentucky Springs Road . For the segments north of
Route 652, the road name changes to Johnson Road. This
serves as access from Mineral to the La ke An na area, dead
ending at the North Anna Nuclear Powe r Plant. There are
between 1,000 to 1,500 average daily trips, w ith the higher
counts in the northern portions . The northern segment also
has wider lanes, at 10 feet with one foot shoulders . The
southern part has 9 foot lanes, also w ith one foot shoulders .
Near the Tow n of Mineral, the speed limit is 25 mph . The
posted speed increases to 55 close r to the lake. There were
only 9 reported crashes bet ween 2006 and 2008, w ith no
fatalities. VDOT does not project any significant increase in
traffic for Route 700.

Route 701 is another route that runs north/south through the
eastern part of Louisa County. There are approximately 1,000
to 1,400 average daily trips along this road way, depending on
the section. The area north of Route 601 has the higher counts.
This northern half also has wider lanes, with 10 foot w idths and
one foot shoulders. The southern portion has 9 foot lanes and
one foot shoulders. Forthe entire length, the posted speed
lim it is 55 mph. There were only 5 reported crashes betw een
2006 and 2008, with no fatalities. By 2030, VDOT projects that
traffic will increase to approximately 1,700 to 2,300 average
daily trips. The higher estimates wou ld occur in the northern
portion oflOl.
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715:
Bumpass
Road

Route 715 is located in the Bumpass area, in the northeast
corner of the County. Its main function is providing access
between this area and Hanover County. There is modest traffic
on thi s road way, w ith less than 660 average daily trips. The
travel lanes are approximately 9 feet in width, along with one
foot shoulders on both sides of the road . The posted speed
limit is 55 mph, with no passing zones. There are no reported
crashes between 2006 and 2008, mostly due to the short length
of roadway in the County. VDOTforecasts a small increase in
traffic by 2030, to around 700 average daily trips. This in crease
should not significantly impact the level of service on thi s
road way.
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Transportation Demand Management
Wh ile most people in Louisa County use their own cars and small trucks to
trave l, many residents rely on carpools or catch a bus to get w here they
need to go. Others like to bike or wa lk. This section of the inventory looks at
what public t ra nsit, bike, pedestrian, carpool and park and ride resources
exist in the County in 2010.

JAUNT
Louisa County's relatively low population density makes it very difficult to
est ablish a robust transit system . Without the necessa ry density, it wou ld
t ake significa nt resources and political w ill to subsidize an extensive fixe d
route transit system. On the other han d, para-transit is sustainable in
Louisa from a financial and logisti ca l perspective.
Para-tran sit is public transportation characteri zed by flexible routes and
schedu les, typically using small buses to provide shared occupancy,
doorstep, or cu rbside personalized transportatio n service. For Lou isa
County, JAUNT is the para-transit service provider. JAUNT is a region al
organization that offers para-transit and fixed-route service, not only in
Louisa but also throughout t he region. This section provides a detailed
description of JAUNT as we ll as recommendations for improving and
expand ing its services.

from 10 a.m. to 2 .m.

The Commuter Service from Mineral

Currently JAUNT re ceives federal and state ma ss transit funding as well as
funds from th e local governments, human service agency payments and
passenger f ares. Federa l, state and local funding supplement the agency
payments and passenger fares help to keep the cost of service low for t hose
w ho use it.
JAUNT's eighty-vehicle fleet makes ove r 270,000 trips an nu al ly, including
commuter, health service, and general errand t rips. Most t ri ps are
schedu led by th e passenger, but so me fi xed routes are available that allow
access to urbanized areas. JAUNT bu ses are all equipped w ith computers
that plan the most effective pick-up and drop-off routes .
In Louisa County, JAUNT offers three separate services. Intra-county Service
is access ible by appointment t o all County residents. This service is available
beginning at 7:30 a. m. , Monday through Saturday. Mid-day Service
connects Louisa residents to the City of Charlottesville; residents leave
Louisa between 10:30 and 11 and return from Charlottesville at 3 p.m.
JAUNT also offers one fixe d route service in Louisa County, called th e
Commuter Service . This bus stops at four locations in Louisa before bringing
passengers to dow ntown Charlottesvi lle. The service is offered Monday
through Friday, leaving Mineral at 5:55 a.m. and returning at 5 pm. The
M id-day and Comm ute r services have helped to increase JAUNT's rid ership
in Louisa County; fro m fisca l year 2008 to 2009 Louisa's ridership increased
22%, th e greatest increase in all areas that JAU NT serves. The total increase
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in trips was from 25,500 to over 31,000. (Most travelers make two trips per
day, one to their destination and another to return.) Each commuter trip
from Mineral to Charlottesville typically has between 6 and 11 riders .
On a regiona l scale, JAUNT offers transit service in the City of
Charlottesville, along w ith Albemarle, Fluvanna, Louisa , Nelson and
Buckingham counties. While JAUNT is avai lable to everyone living in these
designated counties, the service strongly caters to persons with disabilities
and the elderly, offering reduced fares; lift-equipped access; and door-todoor prearranged service. JAUNT recently began offering Well ness Wheels,
with reduced rates for residents w ho have appointments at the nonprofit
Health and Wellness Center in the Town of Louisa. The service is available
three days a week from 10 a.m. to 2 p.m. JAUNT also offers reduced prices
for senior citizens. The Wellness Wheels service is available free of charge
to seniors when they are attending the senior program at the Betty J.
Queen Center. On certain days of the week, the Intra-County service is also
free to seniors.
Roughly 58% of JAUNT's Louisa riders in fiscal year 2009 were people with
disabilities. Forty-six percent were senior citizens.
JAUNT works to coordinate its service w ith numerous human service
agencies throughout the region, ensuring these agencies have a viable
transit option if needed. JAUNT offers the previous ly mentioned public
transit route s, but it also offers its ve hicles and drivers for human service
agency use. This makes certain that target populations, including persons
with disabilities, the elderly and youth, have access to bus service. JAUNT
staff meets often with human service agencies like the Arc of the Piedmont
and Jefferson Area Board for Aging to discuss transportation needs and
resources. These agencies focus on populations that have special
tran spo rtation needs but not necessarily consistent access to viable
tran spo rtation options.

Bike and Pedestrian Facilities
Pedestrian facilities in the County can be found in the towns of Louisa and
Mineral, in some residentia l subdivisions, and increasingly in commercial
developments. In the town of Louisa, many streets have a sidewalk on at
least one side. A sidewalk was extended in recent years beyond the
traditiona l tow n center to include the Pine Ridge Apartments at the
southeastern edge of town. Mineral has sidewalks on both sides of Mineral
Avenue, as well as sections of 1" and 3'd streets and Routes 522/208. In the
past developers were not expected to provide sidewa lks w hen bui lding
subdivisions, but that has changed . Requirements implemented in 2009 by
VDOT require new secondary road s to have sidewalks on one or both sides,
depending on the density of surrounding development or the number of
lanes. See Chapter 6, Secondary Street Acceptance Requirements, for more
information.
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Bike infrastructure in Louisa is minimal. The only stretch of bike lane or trail
in the County is a quarter-mile stretch of paved shou lders on Route 618
(Fredericks Hall Road) betw een Mineral and Bumpass. Cycl ists who
commute to Charlottesville and need to travel further than the JAUNT bus
can bring their bike on the bus. Former railroad rights-of-way, such as a
path that lin ks Minera l to the area of Contrary Creek near Lake Anna, could
be candidates for future shared-use bike and pedestrian routes. Easements
for power or gas lines may also be good places for future routes .

RideShare
Wh ile Louisa County may not be the right place for extensive public transit
service, its residents can ta ke advantage of carpooling, another form of
shared tra ve l. Rideshare, a program of the Thomas Jefferson Planning
District Commission, plays a key role in encouraging carpooling in the
county. It helps residents identify and ride with other Louisa County
residents who are trave ling along the same routes or to the same
destinations. By riding in someone else's vehicle, people save on gas money
and we ar and tear on their ow n car. For groups of seven or more people
w ho want to carpool together, Rideshare has a vanpool program. Riders
lease vans from a designated agency and pay a f ee to cove r the cost of the
lease and gas. Maintenance, license and insurance costs are included in the
lease.
Rideshare also offers a Guaranteed Ride Home program to provide free
rides in an emergency. The idea is to encourage residents to ride public
tran sit or carpool at least twice a week. If they do so, and must get home
w hen transit or a carpool is unavailable, the agency wi ll pay for their taxi or
rental car. Peopl e ca n t ake advantage of the service up to five times per
year.
Another Rideshare initiative is School Pool, designed to help parents w ho
have limits on how mu ch time they can spend shuttling their children to
and from school and after-school activities. The program acts as a liaison to
link parents to others w ho live within a convenient distance and whose
children attend the same school. As w ith carpool programs, School Pool is
intended to save families money. It can also help reduce congestion during
morning and afternoon pick-up times in school parking and entrance areas.
A school must apply to be part of the program; at this time no Louisa
County schools are participating.
Employers can also take advantage of Rideshare . The program w ill help
companies encourage their employees to carp ool or vanpool or ride JAUNT
buses. Rideshare also provides education to employers on how to take
advantage of tax breaks for encouraging tran sit or carpooling.
As of March 2010, there were 27 Louisa residents in Rideshare's carpool
data base. Another 12 residents were in the Guaranteed Ride Home
database.
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Other Transportation
Transportation in Louisa County is not limited to cars and sma ll trucks, or
even to buses and bicycles. It includes trains, planes, tractor-trailers and
boat s, too. Nor should school buses be excluded from consideration. All
these forms of tra vel make up the County's transportation net work.

Freight
Interstate 64, along w ith Routes 15, 522, 208, 33, 22 and 605 carry the most
freight traffic on roads in Louisa County. Route 15 from Gordonsville to the
Fluva nna County line carries the largest load of trucks of any road in the
County. Thirteen percent of all vehicle trips on thi s road are made in trucks.
In the stretch of road between Gordonsville and Boswell's Tavern (w here
Rte. 15 intersects Rte. 22), 11% ofthe trucks are tractor-trai lers . That
number is 10% fo r trucks south of Boswell's Tavern . Much of th e truck
traffic is traveling through Louisa on the way to another county or state.
The Wal-Mart Distribution Center; the Wa l-M art store; and Lowe's are
significa nt destinations and departure points within the Cou nty. Traffic on 164 in each direction is 12% trucks.
Vehicles on Routes 208 (Courthouse Road), 250 (Three Notch Road), and
522 are composed of 6% truck traffic. Trucks make up 5% of all vehicles on
Rt es. 33 and 22.
The short stretch of Bumpass Road on Rte . 715 from Rte . 601 to th e
Hanover County line is made up of 7% truck traffic, as well as 3% buses.
The nearby Lake Anna Airport cou ld be a factor in that are a. Traffic on the
portion of Frederi cks Hall Road from Potliesville Road to Buckner Road is
made up of 6% tru cks and 2% buses. Woo d Fuels, a business located on this
section of road, is probably a major contributor.

Rail
Louisa has one railroad that runs across the county from west to east. The
Buckingham Branch Railroad Company, based in Dillwyn, Va. , operates the
line for freight traffi c. The section of the rail line that passes through Louisa
is know n as the Richmond and Alleghany Division (R&A), becau se it links
Richmond w ith the Alleghany Mountains.
The R&A Division operates on a scheduled basis five days per week. A
Monday through Friday train operates to and fro m Doswell, north of
Richmond, t o Gordonsville. In addition, CSX operates trains of empty cars
west from Richmond on an as-needed basis. Th e tot al number of train s is
eight per day on average.
The rail line carries a wide variety of produ cts. For example, trains bring
plastic pellets used for film production t o Klockner Pentaplast Corporation,
near Gordonsvi lle in the northwestern corner of the county.
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One of the cha llenges of having a ra ilroad in the community is the potential for accidents. Fortunately, there are very
few collisions in Louisa involving cars, pedestrians and trains. There we re nine accidents from 2000 to 2008 at railroad
crossings, including one at Shellhorn Drive that caused a death. Five of the accidents were at public road crossings.
Crossings at Shellhorn Drive, Mica Road, and Ellisvi lle Drive have see n t wo accidents each during the most recent nineyear period.

Lake Anna
As development has increased on Lake Anna, so has the number of boats on the water. Many people make a boat
shelter or dock their next project after they have completed a single family home with access to the shoreline. As the
number of boats on the Lake increases each year, the amount of boat traffic also goes up, and the risk of accidents. At
the very least, more boats on the Lake means more attention must be paid to safety and capacity issues.
In 2006 there were 49 applications submitted to the County of Louisa Community Development Department for lake
stru ctures, w hich are usually boat shelters. Of the origina l number, all but seven were approved . In 2008 there were 46
approved lake structures. In late 2009, the number of applications averaged four per month, putting the Lake on pace to
see rou ghly another 40 approved shelters.
What's more, perhaps one of every three lake stru ctures for a single family home has t wo boat sli ps. In addition, some
common areas for commercial deve lopm ent include multiple boat slips. A single common area may generate dozens of
new boats. While these commercia l projects are few in number, they can add a substantial number of boats to the Lake
in a typi ca l summer.
Whi le data are somewhat limite d, a rea sonable estimate can be made that in the average year 60 boat s are added to the
Lake through the County's approvals process.
Besides private boat shelters, there is public boat access at Christopher Run Campground, w hich operates a 50-slip
marina, and at Pleasa nts Landing off Eastham Road. Public boat access (often w ithin privately-run facilities) is more
common in Spotsylva nia County, w hich has at least seven such boat ramps, not including access from Lake Anna State
Park.
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Aviation
Freeman Field is Louisa's one publicly-ow ned airport. It is owned and maintained by the Industrial Development
Authority of Louisa. A second, pri va tely-owne d airfield is in Bumpass, near Lake Ann a. Many people prefer to use
Freeman Fie ld rather than airports in Charlottesville or Ri chmond because Louisa's facilit y sees less traffi c. During the 12
month period ending on May 30, 2008, Freeman Field had 20,987 aircraft operations, an average of 57 per day. Aircraft
operations count take-offs and landings separately. Ninety-six percent of all flights were general aviation, with the other
4 percent divided evenly between military and air taxi (charter) use. About 60 planes make Freeman Field their home
base; a 2005 forecast predicted that there would be 84 planes based there by 2025. This means plane ow ners regularly
use the airport or have a commitment for long-term parking or storage.
In addition to people w ho park their planes at the airport, many flight students use the facility for "touch-a nd-go" trips.
In th ese cases, the flights land and immediately take off again.
Lake Anna Airport was used for an average of 32 flights per month in 2007. Ninety-six percent was general aviation; the
rest, milita ry use. Ma ny users of this airport use it to gain quick access to homes on th e lake. But the airport is also used
for medical evacuations; military; crop-dusters; and flight student trainees. Plans have bee n approved to double the
w idth of the run way to 50 feet in 2010.
Some additional air flights are made to and from private hangars on Lake Anna itself.
' The next page is a map of the Louisa County Industri al Park and Freeman Field .
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School Buses
The Louisa County School Department operates 91 bu ses daily to take students to and from their homes. Buses are on
the roads during the morning "ru sh hour" and aga in in early to mid-afternoon. About 85 percent of all students ride the
bus, w hile the remainder are drive n to school by family or drive them selves. School bus drivers are required to pick up
and drop off students at th eir driveways; the on ly exceptions are for gated communities, w here students must wa lk or
get a ride to the main entrance.
Because buses deliver students to and from their homes, bus drivers have to stop in the road frequently. Most roads in
the County have tw o lan es and no shoulder, so there is no way for other drive rs to pass the buses. On some road s, th is
creates significant traffic back-ups, notably during a brief period in the afternoon on Route 22 between the tow ns of
Louisa and Minera l. Another source of traffi c delays is at Six-O-Five Village, a large residential community near Routes 33
and 605. The gated communities, including Spring Creek, Windwoo d Coves and Blue Ridge Shores, are among the few
places w here th ere is enough space for drive rs to pull co mpletely off the road way w hile picking up passengers.
Most of the more recently built subdivisions have w ide enough road ways to enable buses to turn down th em and turn
around. But while the number of these subdivisions in the County is growing, many other homes in Louisa have frontage
on busier road s with through traffic.
The new Moss-Nuckols School, located on busy Route 208 near Ferncliff, w ill create a new transportation cha llenge. The
speed limit on the stretch of road closest to the school, previously 55 miles per hour, will be reduced dramatically. The
three existing elementary schools also have low speed zones, and t wo (Trevilians and Jefferson schools) are on primary
roads.
Other new deve lopment in the County w ill also have an impact on bus travel times. Bus drivers picking up students in
t he Zion Crossroads area have noted add itional travel times of several minutes as a resu lt of new traffic signa ls and a
higher number of veh icles.
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Land Use
Land use is one of the most critical considerations w ith any transportation
network. Without commercial, residential and industrial developments,
there would not be trips on the local roads and there would be no need for
bike lanes, trails or buses. Aside from creating a demand for
transportation, the characteristics of traffic are influenced by the type of
land use in a given area. This shapes specific driving patterns, peak hours of
travel, or the nature of trips, wh ich could include commutes, freight,
recreation or other types of travel. Conversely, w ithout roads and other
transportation infrastructure there wou ld be no access to properties and
development would be impossible.
The following section explores this relationship between transportation and
land use for Louisa County. This discussion is divided into several parts.
The first provides a general overview of the travel patterns in the County,
along w ith a general background on the events that shaped this area's
growth and transportation. The second part focuses on commuting
patterns, exploring w here people live and w here they work, along with how
they travel between those places . The final part covers Louisa's plans for
managing future development and existing conditions for each of the
County's growth areas.

Countywide Overview
Louisa was traditionally an agricultural community, made up offarms and
rural homes. Whi le located between three growing metropolitan areas
(Richmond, Fredericksburg and Charlottesville), the County was just beyond
the reach of those advancing suburbs until the last two decades. But in the
past decade Louisa was one of the fastest growing counties in the country,
growing from 25,627 residents in 2000 to an estimated 32,926 in 2010.
There were several notable events that led to this influx into Louisa. In the
1960s, construction of Interstate 64 brought greater access to the County.
Due to the increased speed and improved leve l of service, 1-64 allowed
commuters to drive greater distances wh ile they maintained the same time
for their trips. This helped make it feasible for people to work in the
surrounding cities, while they live further away, in bedroom communities
li ke Louisa. Another significant event occurred in the early 1970s, when
Dominion Virginia Power completed the North Anna Power Station and
formed Lake Anna from the North Anna River. Over the years, the lake
continued to attract a market for vacation and second homes. Today, Lake
An na is one of the fastest growing places in the reg ion. The existing towns
of Louisa, Mineral and Gordonsville have also influenced development
patterns in the County. These towns continue to serve as centers for goods
and services, supplying the needs of people in the surrounding areas.
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Today, Lou isa's development patterns are close ly associated with these manmade feat ures. Zion Crossroads is directly
shaped by Interstate 64, as we ll as by Routes 15 and 250. This is th e commercial center for the County and one of the
fastest grow ing places in Central Vi rginia. At this time the area has several small retail and commercial businesses, along
w ith a Lowes, Wa l-Mart and Wal-Ma rt distribution center. Zion Crossroads also captures a significa nt percent of
residential growth, with developments such as Spri ng Creek, w hich w ill have 1,200 households w hen completed. Along
the remaining stretch of Interstate 64, growth remains modest since market demands have yet to significa ntly influence
Fern cliff, Shannon Hill and Gum Spring. Lake Anna experienced significant residential growth in recent yea rs and is the
loca tion for several future commercial deve lopments, w hich include a mix of higher end commercial and residential
uses. There is moderate residential growth and limited com mercial development around the area 's three tow ns, but the
County has approved several significant projects that may be constructed in the coming years. These include t wo
Plann ed Unit Deve lopments (PUDs).
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As would be expected, the County's existing traffic patterns reflect the features and lan d uses descri bed above.
Acco rding to VDOT's data on Average Daily Traffic (ADT). there appear to be severa l clear traffic patterns across the
County. Traffic counts (see above) indicate that 1-64 has th e highest volumes of travel. While some of th ese are local
t rips, the majority are from trave lers pass ing throu gh the are a, w ith their origin and destination outside of Louisa
County. As ide from the interstate, there is a stretch of Route 22, w here it connects th e tow ns of Louisa and Mineral,
w hich has the largest counts of any other road way in the County. This indicates the demand for travel bet ween those
towns, as people com mute to work and drive to services. These larger counts also account for the traffic associated with
the library, midd le and high schools that are located w ithin thi s area. Both schools can generate a significant number of
trips, with Rte. 22 as the only means of access. Add itional trips likely come from through traffic. Many motorist s use
Rte. 22 on t heir way to Lake Anna, by passing through the Town of Minera l and turning onto Rte. 522. The traffic data
also indicates through traffic on the west sid e of th e town s, where Route 22 splits from Route 33. This intersect ion
sepa rates those passing across Rte. 15, into Albemarle Cou nty or Zion Crossroads, from others t raveling towards the
Tow n of Gordonsville and the Rte. 15 corridor to th e north . The traffic counts help illustrate how Route 22 is the only
significant east /west route through the center of the County, as ide from Rte. 33, w hich also has relati vely high counts.
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With north/south travel on the west side of the County, Rte . 15 carries the majority of trips. Given that a significant
portion of this corridor passes through the rura l areas of Green Springs, the vast majority of these trips must be through
traffic. This travel pattern highlights people passing through the County, back and forth from Zion Crossroads and
Interstate 64 to Gordonsville and beyond. Another north/south pattern runs along Route 522 . There appear to be
higher counts where people travel toward Interstate 64 and Goochland County. Th is illustrates commuting patterns to
the Richmond metropolitan area, along with those traveling to commercia l centers at Short Pump, where motorists
access goods and services. To the north, there are additional trips near Lake Anna, generated by local travel and
regional trips from Spotsylvan ia County or Fredericksburg. A similar pattern is apparent for Route 208, near the Lake .
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Wh ile these figures indicate how people trave l through the road network, the impact of those trips on a given roadway
depends on the facility' s function, design and condition. For exa mple, if a small rural road carries over 10,000 daily trips,
then that represents a considerab le burden on the facility, give n that it is likely designed to serve small traffic volumes.
On the other hand, if there were 10,000 ADT on an interstate, then that f igure would be f ar less significant, given that
these roads are designed to carry high volumes and to serve regional trips. By considering level of service, one can
determine the burden that these trips have on a specific road, helping to determine if that facility is at or near capacity.
The leve l of service for Louisa County's road s is illustrated in the map below. This map depicts severa l areas with
unstable traffic flow, where the roadway is at or near capacity. Th ese areas include Route 15, near Zion Crossroads and
t he Tow n of Gordonsvi lle. As the traffic counts suggested, there is a high demand for travel along this stretch. The areas
with a poor level of service tend to carry through traffic, along w ith local trips to adjacent properties. The same issues
appear for Route 22, between the tow ns of Louisa and Mineral. Other roads around the Tow n of Mineral are also
overburdened. These include Routes 605 and 618, which channel t raffic from the southern and eastern parts of the
County through the town and along Route 22 west . Route 522 ha s a poor level of service, near Interstate 64, in the Gum
Spring area. This is li kely due to traffic headed for the interstate and towa rd Ri chmond . Route 33 has the same issue,
carrying commuter traffic traveling east.
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This map illustrates the Level of Service or
roadways within and around Louisa County
With LOS A-C, these roadways have relatively
low levels of congestions, where there is
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categories show roads that are at or near
capacity, with potential travel delays and
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Comm[{ting Patterns
A commute is defined as a home-to-work or work-to-home trip, and is one
of the main functions of a transportation network. While there are other
types of trips, commuting patterns are consistent, predictable and make up
a major portion of roadway traffic. Assessing these travel patterns is a vital
exercise in understanding a community and its transportation network.
Louisa County is predominately a bedroom community for the three
surrounding metropolitan centers of Charlottesville, Richmond and
Fredericksburg. The County's central location between these cities may
account for its long commute times. Its general proximity to Northern
Virginia also contributes to these figures. While people commute into the
County for work, the major traffic pattern involves trips that head out to
employment centers in the surrounding areas. The labor and commute
sheds from the u.s. Census Bureau are pieces of data that depict these
trends.

Transportation Terminology:
Labor and commute sheds are two
ways of determining commute
patterns betwee

home and work. A

labor shed focuses on employment
centers in a specific area and records
where those workers live. In this
chapter, it is an analysis of where
workers live who are employed i
louisa County. A commute shed
focuses on residential centers in a
specific area and records where
those residents travel for work. In
this chapter, this is an analYSIS of
where workers are employed who
live in louisa County.

Louisa County Labor Shed 2006

Louisa County Labor Shed, 2006
This map graphically depicts the
labor shed for Louisa County. ;rhe
gradients of purple indicate general
concentrations of where people
employed in louisa County live.

Source: US Census Bureau

While most of the people working in Louisa also live there, a labor shed
analysis indicates there are many workers that travel from the surround ing
areas for employment in the County. There are concentrations around
urbanized areas, such as Charlottesville, Fredericksburg and Richmond.
Other areas appear to have smaller concentrations of commuters to Louisa,
such as Crozet, Lake Monticello, Standardsville, Short Pump, the Town of
Orange and other centers.
There are multiple employment opportunities in the County that attract
workers from these areas across the region. The largest single employer in
the County is Dominion Virginia Power, with over 1,000 employees at the
North Anna Power Station, centrally located on Lake Anna. The second
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largest employer is Wal-Mart, Inc, which has over 600 employees at its
distribution center in Zion Crossroads, along the 1-64 corridor. KlocknerPentaplast of America, Inc. is a manufacturing company for plastic films.
This is the third-largest employer with over 300 employees at its facility
just outside of Gordonsville. Otherwise, many of the 20 largest employers
are centrally located in or around the Town of Louisa . Other employment
opportunities and businesses are generally dispersed throughout the
County.

Trav el Times to Work in Louisa
county

The commute shed analysis is another way of understanding these traffic
patterns, by assessing where workers who live in Louisa County are
employed. People who live in the County commute to a variety of
employment centers throughout the region. Two-thirds of all Louisa
residents travel outside the county for work. This rate is well above the
national average but is common in metropolitan regions where housing
costs are out of proportion with wages. High rates of "out-commuting"
can be a function of either lower-income households seeking affordable
housing or higher-income households attracted to a specialized residential
area. For Louisa, both of these scenarios are likely. Housing prices are
generally high for the surrounding areas, particularly in the
Charlottesville/Albemarle area . With these expensive housing markets,
people must move further away from those employment centers to find
affordable housing. At the same time, Louisa County is a desirable
community, with a strong rural character and proximity to these
surrounding employment opportunities .
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General commuting figures further highlight these traffic patterns
between Louisa County and its surrounding areas. There are three basic
types of commutes, w hich include working and living in the County, outcommuters and in-commuters. 4,385 people fall under the category of
living and worki ng in Louisa. This makes up approximately 30 percent of
all commutes. There are over 7,650 County residents who comm ute out
to other communities for their work. This represents the largest portion
of commutes, w ith over 52 percent. Most of these trips are made to
destin ations in Henrico, Albemarle and Hanover counties. A significant
number of out-commutes also go to the surround ing cities of
Charlottesville and Richmond. There are significantly fewer people who
travel into Louisa County for their employment. Only about 2,650
workers make these trips, which are about 18 percent of all commutes.
Most ofthese people come from the adjoining counties of Orange,
Albemarle, Spotsylva nia and Fluvanna .

Live and work in

4,385

The following are basic conclusions and analysis of Lou isa County's
commuting patterns and how they may influence the community:
Unusu ally Long Commutes: County residents have some of the
longest commutes in the United States, on average. There is a
high likelihood that people move to Louisa County, despite the
distance from their job, because of its affordable hou si ng, rural
character and proximity to multiple employment centers. The
negative effects of these commutes include the individual
financial costs and time spent on travel, add itional traffic on local
roadways, potential decline in air quality and overa ll stress on the
transportation syst em.
Add itiona l Stress on Primary Roadways and Interst ate 64: With
the vast majority of people traveling out to jobs, additional traffic
goes on the County's primary roadways, which genera lly function
as routes between and through commu nities. A large portion of
County residents commute to locations alo ng the 1-64 corridor,
including Albemarle, Charlottesville, Henrico, and Richmond. This
places higher vo lumes of traffic on this stretch and the roads that
access 1-64.
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Note: Green lines represent In-Commutes and black lines are Out-Commutes, with the line thickness representative of
the number of trips. This map shows the communities with the highest number of commutes. Other communities may
not be included .
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The Future Land Use Map and DeSignated Growth Areas
While existing land uses determine the current travel patterns, future growth and development w ill influence the
County's traffic conditions in the coming years. Since forecasting growth can be a difficult process, the simplest place to
start is the comprehensive plan, w hich lays out the community's vision for the future. In its Comprehensive Plan, Louisa
County's most significant land use discussion revolves around the nine designated growth areas. Each one is intended to
manage growth by channeling development into areas w ith sufficient infrastructure. Four of the growth areas follow
Interstate 64 and Route 250, along the southern border of Louisa. These include Zion Crossroads, Ferncliff, Shannon Hill
and Gum Spring. In the center of the County, there are t wo others around the towns of Louisa and Mineral, w ith a third
surrounding the Tow n of Gordonsville. Boswell's Tavern is a small growth area at the intersection of Routes 15 and 22.
The last and largest is Lake Anna. The remainin g portions of the County are designated as rural, allowing for agricultural
zoning and very low density residential developments.

Legend
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Rural Areas: In terms of residential developments, the rural areas of Louisa allow for relatively small subdivisions, which
by themselves present minor impacts on the road network. Since the Comprehensive Plan intends to only allow for
agricultural zoning in these areas, residential subdivisions must fall under the Agricultural A-2 zoning district. This zoning
allows for seve n lot subdivisions, w hich wou ld generate relatively sma ll amounts of traffic. On average, seven homes
wou ld create 70 average daily trips, w hich would go unnoticed on most roadways. While these effects are limited, there
are two aspects of A-2 subdivisions that can impact local roads. First, w hile each subd ivision generates only 70 trips,
multiple developments could eventually accumulate to create larger volumes of traffic. The second and more significant
implication of these subdivisions is their access to existing roadways. With every access there are additional turning
movements, wh ich introduce the potential for vehicle collisions. As the number of access points increases, the chances
for automobile accidents also increase.
The County collected development data on the period between 2001 and 2007, assessing the number of certificates of
occupancy (COs) that Louisa issued during that time. Local governments provide a CO after building inspections are
completed for a home or business. As a result, this information offers an accurate indication of growth. According to
this study, the County issued about 3,000 COs during this six-year period. Just over half were w ithin the rural areas,
where most were associated with homes. That equates to 1,500 new homes, or 250 homes per year. While the rural
subdivisions have relatively low impacts on the transportation system, there can be noticeable increases in traffic, as the
total number of homes continues to accumulate. At the same time, the hou sing market has slowed since this period.
The County also made changes to its rural zoning district, wh ich limited the number of parcels allowed in a subdivision.
As a result, this higher level of growth has diminished.
Zion Crossroads Growth Area: The most significant implications on transportation are found w ithin the nine growth
areas. Louisa designated about 26 percent of its landmass for higher density development, w here nearly 50 percent of
growth occurred, according to the number of COs that Louisa issued between 2001 and 2007. Zion Crossroads received
much of this growth, with 11 percent (253) of total construction. The boundaries forthis area include almost 9,000
acres. Approximately half is designated for residential uses, which wou ld allow for the County's Residential R-l and R-2
zoning districts. The future land use map shows the remaining areas for mixed-use, encouraging Planned Unit
Developments, commercial and higher density residential developments. At the 1-64 interchange, about 315 acres are
designated as regional service, wh ich allows for the most intensive commercial uses.
By 2008, County records estimate that there were more than 600 households in the Zion Crossroads growth area. Many
of these homes are found in the Spring Creek development. Currently, there are roughly 300 homes in this subdivision,
but there will be as many as 1,200 houses once it is built out. There are several other residential subdivisions on the
west side of Zion Crossroads. Assuming there is an average of 10 daily trips associated with a single household, there
are current ly between 6,000 and 7,000 daily trips generated by the existing homes in this area. Fluvanna County has
severa l other residential subdivisions that are planned or recently developed. These wi ll provide additional traffic to
Zion Crossroads. There is also a concentration of commercial developments in this area, including several gas stations,
fast food establishments, restaurants, a hotel, Wa l-Mart, Lowes and other smaller commercial properties. These uses
attract additional trips to local roads. In terms of industrial or warehousing uses, the largest operation in this area is the
Wa l-Mart Distribution Center, w hich generates a signifi cant number of truck trips.
There are several commercial uses planned for Zion Crossroads and significan t space for additional residential
developments. As the previous maps indicate, several roads already have high traffic counts. Currently, Rte. 15 is
experiencing a poor level of service. Given that the land use plan allows for a significant increase in growth and the
roadways are already experiencing strai n, the Zion Crossroads area is a priority for roadway and other transportation
improvement s.
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Ferncliff: The neighboring growth area is Ferncliff, which is also along 1-64. According to the County's 2007 CO analysis,
this area only captured 4 percent (87 homes) of the total permits issued between 2001 and 2007. This shows relatively
modest growth, though a new elementary school was recently completed along Rte. 208, which will open during the
2010/2011 school year. This will contribute to a significant amount offuture traffic on surrounding roads.
The Comprehensive Plan designated just over 5,000 acres for the Ferncliff growth area. It includes three different land
uses: residential and mixed-use, along with community service. County records show there are over 230 occupied
households currently in this growth area. Using VDOT averages, these homes equate to 2,300 average daily trips on
local roadways. The largest residential subdivision in this area is the Reedy Creek development, which will have 200
homes at build out. Other homes are scattered throughout this area. There is limited commercial development, which
is mostly clustered around the intersection of Rtes. 208 and 250. As a result of this limited growth, the traffic counts in
the area are relatively low and the roadways have favorable levels of service. This means the need for transportation
improvements is less imminent, but there is considerable room for growth in Ferncliff, according to the Future Land Use
Map. If development pressure continues in Zion Crossroads, it may spillover into this growth area and result in
proposals for both commercial and residential. While the current road network is sufficient for the current traffic, these
potential developments could put strain on the local routes.
Shannon Hill: Further east, Louisa County designated the Shannon Hill growth area, which includes just over 5,000
acres. Between 2001 and 2007, Louisa issued only 53 COs in this area. Currently, Shannon Hill consists of almost
entirely single-family homes.
The Comprehensive Plan identifies mixed-use, residential and community service for the Shannon Hill growth area.
County records show that there are just over 100 households currently located here. This could equate to 1,000 daily
trips. There are no notable commercial developments in Shannon Hill that would attract traffic to the area.
Currently, the roads are in good condition, with relatively low traffic counts and no capacity issues. The major area of
concern is Rte. 605, which runs along the western side of Shannon Hill. In terms of its level of service, there is a higher
flow of traffic. VDOT anticipates that the LOS will worsen in the next twenty years; the road will need improvements to
increase capacity. There is significant potential for growth in this area, where the comprehensive plan allows for higher
densities of mixed use development. Actual growth will depend on market conditions. In order to accommodate the
potential for new construction, the rural roads in Shannon Hill may need significant improvements.
Gum Spring: This growth area is mostly influenced by Richmond, given its location on the eastern side of Louisa and the
access to Interstate 64. Currently, Gum Spring only contains a few commercial buildings and single-family homes that
are sparsely scattered across the area. Between 2001 and 2007, the County only issued 13 certificates of occupancy in
Gum Spring.
This growth area includes mixed-use, residential and regional commercial designations. Currently, the County's records
show just less than 200 occupied households, Considering the Comprehensive Plan, local zoning and geological features,
there is potential for significant growth . The main limiting factors to development are the market and lack of
infrastructure, including public water and sewer, If development pressures continue in the Short Pump area, Gum
Spring may draw greater interest for residential and commercial growth. Without water service, low density
subdivisions are the most likely option for developers. This means there will be lower levels of traffic for this area, but
Rte. 522 already has level of service issues. As a result, even modest growth could require improvements to that
primary road.
Towns of Louisa and Mineral: The Comprehensive Plan designates two growth areas in the center of the County, each
around the towns of Louisa and Mineral. These areas are mostly residential, with single-family homes scattered
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throughout th e area. There are also a few commercial buildings, mostly located along Route 22, between the t wo
towns . The Louisa growth area also contains the Louisa County Air Park and the associated industries. The Mineral
growth area includes Louisa County High and Middle Schools, along with the library. These two growth areas represent
a significant center for services in the County. Despite their importance, recent growth is relatively modest. According
to County data, there were 54 COs issued in Louisa and 72 for Mineral, between 2001 and 2007.
The Louisa growth area includes industrial, community service, mixed-use, residential and village residential
designations. In total, the area contains nearly 9,000 acres. County records show that there are nearly 400 existing
households in this area. The Mineral side consists of industrial, community service, mixed-use and residential
designations. That area includes about 12,000 acres and over 500 households. According to the comprehensive plan,
both growth areas would allow for a large increase in growth. The limiting factor is the market, w hich favors areas like
Zion Crossroads. At the same time, there are road ways around the towns that are already near or at capacity, such as
Rte.22. Even modest growth would strain these roads, w hich serve important roles in the County's transportation
system. Given the current condition of the local roads and the potential for growth, this area should be a priority for
transportation improvements.
Gordonsville: The Gordonsville growth area is mostly made up of single-family residential homes, w ith a few smaller
businesses along Route 33 and 15, near the town. Between 2001 and 2007, growth was relatively slow, w ith only 21
certificates of occupancy issued in that time. In terms of land use, the major influence on traffic is the Tow n of
Gordonsville and the industrial uses in the County. Gordonsville has approximately 1,600 residents and seve ral small
businesses, w hich bring traffic to Louisa's road ways . On the County side, Klockner-Pentaplast employs around 650
workers, who all must commute to and from the site, located on Rte. 860.
The Louisa Comprehensive Plan designates this area for mixed-use, community service and industrial uses. In total, the
growth area encompasses nearly 3,000 acres. County records estimate there are nearly 200 existing households. In
terms of future uses, the Comprehensive Plan wou ld allow for significant increases in development. Again, the limiting
factor is the market. Currently, there is less growth pressure on this area, as compared to other parts of the County.
Lake Anna: In terms of landmass, the largest growth area is Lake An na, encompass ing nearly 26,000 acres. Currently,
the lake area is almost entirely made up of single-family homes. There are a handful of small commercial uses and the
Lake Anna Power Station. This is also the fastest growing area, w here the County issued nearly 1,000 COs between 2001
and 2007. That makes up one third of all COs issued throughout the entire County during those six years.
The comprehensive plan designates most of this area as residential, with smaller portions identified as mixed-use,
community service, regional commercial and industrial. The County's records estimate there are around 2,400 existing
households around the lake. Currently there is limited commercial, but there are several coming developments that will
bring in retailers, services and a supermarket. The comprehensive plan allows for a sig nifica nt increase in growth, which
could stra in the existing roads, particularly Rte. 208.
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Policies and Regulations
Both the Virginia Department of Transportation (VDOT) and the County of
Louisa have policies and regulations of significance to transportation in the
county. While VDOT sets most of the standards for the roads, since it builds
and maintains them, the County has additional standards w ithin its Zoning
and Subdivision ordinances that are relevant. The County also has its own
parking regulations. (For recent updates to VDOT regulations, see Chapter
6)

Zoning Ordinance (Clwpter 86 of Louisa COllnty Code)
Protecting Rural Character
In the Agricultural (A-2) district, a road may not be extended from one
parent parcel to another for the primary purpose of providing access for a
subdivision. However, the road can be extended if the primary purpose is to
provide interconnectivity between the two parcels. This language helps the
County to encourage connectivity w hile protecting rural areas from
overdevelopment.
Divisions and Family Subdivisions
Family Subdivisions in Louisa County in the Agricultural and Residential
districts do not require a 50-foot right-of-way, as required by VDOT in all
ot her subdivisions. Instead, they require a right-of-way of not less than 10
or more than 50 feet. The road w ithin such a right-of-way is not technically
a public or private road.

documents that are central to local
planning and community

development. "hese include the
comprehensive plan, zoning
ordinance, subdivision ordinance and
the capital improvements program.

Ideally, these documents should be
consistent and support each other.

All four should also have
Divisions of parent parcels (parcels that existed as of December 18,1997)
into up to two additional parts are allowed as long as the residue that
remains has at least 400 fe et of existing state road frontage. If a new
roadway is necessary to access lots formed from a division, it must have a
50 foot right-of-way even if it is a private lane with restricted public access.

considerations to the local
transportatio system.

Parking
Most parking in Louisa County is located off of roadways and is regulated by
Sec. 86-438 of the Zoning Ordinance. This section sets the minimum
number of parking spaces required for a given use. Parking in the Planned
Unit Development (PUD) district may include on- or off-street parking and is
regulated in Sec. 86-192. The table in the sidebar at right shows off-street

District

Minimum

Residential

1 to 2 per
unit
1 per 200
square feet of
floor area
1 per 400
square feet of
floor area

Retail

parking minimums for certain common uses .

Office
In addition to the numbers in the table, retail uses must also include 1 to 3
spaces dedicated for off-street loading, depending on the size of the use.
The Ordinance allows up to a 20 percent variation in the number of
required parking spaces if an applicant can show that demand w ill be for
fewer spaces than are required . A 10 percent va riation is possible based on
how we ll an applicant integrates inter-parcel connectivity and/or
wa lkability into a development plan.
The PUD district regulations encourage reduced parking to lessen the
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impervious surface within a development. Shared parking - that is, one parking area shared by multiple uses - is also
considered an asset in a PUD. This may include residential and commercial uses.
Off-site parking for commercia l uses can be located as far as 600 feet away from where the business is located.
Residential parking has to be on the same site. Again, the PUD district provides more flexibility in this area. The Zoning
Ordinance allows different commercial uses such as retail, office and churches to share some parking.
Up to 20 percent of required off-street parking spaces can be designed for compact cars. While spaces generally must be
at least 9 feet wide by 18 feet long, compact spaces can be 8 feet wide and 16 feet long. Off-street loading spaces must
meet larger space requirements. The Ordinance also specifies minimum widths for ais les in parking lots, including a
provision that aisles serving spaces angled at less than 90 degrees must be one-way.

Subdivision Ordinance (Chapter 66 a/Louisa County Code)
A key part of the Subdivision Ordinance is Section 66-82, which governs streets and al leys. This section says that "the
arrangement of streets in new subdivisions shall make provision for the continuation of existing streets in adjoining
areas." This can encourage connectivity between subdivisions, giving people in cars, on bikes or on foot more ways to
get around within a neighborhood. Moreover, VDOT's new Secondary Street regulations require new subdivisions to
include roadways to the property line, so that future subdivisions on adjacent parcels can connect to them.
Whether this "multiple connections" requirement leads to more street connectivity in Louisa depends on w here
development occurs. If most new houses are built within growth areas, then there w ill be many opportunities for
connecting neighborhoods. But wh ile many subd ivisions in recent years have been developed within growth areas such
as Zion Crossroads and Lake Anna, others were built in isolation off sma ll country roads in the A-2 district. In the latter
situation, connect ivity could be much more cha llenging to achieve, because there is no adjacent neighborhood to
connect to. On the other hand, building street connections to the property lines of one new neighborhood could
encourage someone to develop the land next door.
The County's Subdivision Ordinance also recommends that streets intersect at right angles, and requires an angle of at
least 80 degrees. Alleys, a common element in the traditional neighborhood development that Virginia state code now
encourages, are strongly discouraged by Section 66-82.

School Buses
School bus service is not provided by the county along private roads, lanes or streets, according to Section 66-82. This
has presented a challenge with the development of large residential subdivisions, such as Spring Creek, some of which
have numerous children living in them .

Private Lanes
Roads in subdivisions of less than three lots can be "private lanes," which don't have to meet VDOT's secondary street
standards. These lanes must have a roadway of at least 14 feet with a 3-foot shoulder.
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Groups with Mobility Issues
While the costs of transportation can be a challenge for everyone, there are
three groups in the community that have particular difficulty with their
mobility. These include people with incomes near or below the poverty line,
those with, health issues, and people with cognitive or physical disabilities.
For these members of the community, transportation can represent a
significant obstacle that may prevent them from working or making
important trips, such as to the doctor or basic errands.

Lower Income Gnd Poverty
House hold income is a major indicator of where and how people live. In
terms of transportation, income is closely correlated with someone's abil ity
to make dai ly trips, since most modes of trave l require money either
directly or indirectly. This is evident is rural areas, where most residents
natura lly depend on t heir private vehicles to get around the community.
While this reliance is common, regularly driving can cause equate to
substantial costs, particularly with f luctuating gas prices. For those in
poverty or with lower incomes, these costs can represent a major portion
of their household budgets.
In Louisa County, the average commute is unusually long, 36 minutes. This
is the highest figure in the Charlottesville region. The 2006 American
Community Survey indicated that Lou isa County's average commute time
was 29% above the national average. A sizable portion of commuters (19
percent) have journeys to work in excess of an hour. The Census Bureau
places Louisa County in the top 2% of all counties, ranking it as having the
40'h longest average commute in the nation . This makes cost of driving
higher for County residents. Considering an average commute, the annua l
cost for driving would be several thousands of dollars. Assuming commute
distances of 30 mi les and gasoline prices of $2.50 per gallon, driving an
average car may have an annual cost of $12,000 for an individual, which
includes all gas and maintenance costs . This represents a considerable
portion of most household incomes and can be particu larly difficult for
those under the poverty line. Also, individuals with lower in comes are less
likely to own a car, restricting them to few transportation options in a rural

Transportation is an essential need
for everyone, including those with
limited financial resources, the

elderly and those with physical!
cognitive disabilities. Recognizing

that these groups are typically left
out of the planning process, Virginia's

State Code requires that local long
range plans consider the needs of
"the elderly and persons with

disabilities. "

into this Transportation Plan .

area.
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Poverty Rate by Jurisdiction, Charlottesville Region, 1990 and 2000
Charlottesville

Nelson

Louisa

Albemarle

Greene

Fluvanna

23.7%
25.9%

15.2%
12.1%

12.2%
10.2%

7.6%
6.7%

12.3%
6.6%

10.5%
5.9%

1990
2000

Source: US Census

Elderly alld Ag ing Popu lation
Those defined as elderly, aged 65 or greater, make up a notable portion, about 13 percent, of Louisa County's total
population. This group is increasingly important as the County's population continues to age and the demand to meet
their needs grows. Many people in this age group remain active and play vital roles in our communities. With modern
medicine and greater education on fitness, today's elderly are sustaining their health and quality of life as they age. At
the same time, those that are elderly typically have an increased chance of developing certain health problems and/or
disabilities. The elderly usually require greater public services and have more limitations with mobility.
In Louisa County, approximately 13 percent of all residents are defined as elderly. Compared with the Charlottesville
metro area, Louisa County has the third highest percentage, behind Nelson and Fluvanna Counties. Looking at Census
Block Data, it appears that the elderly population is evenly distributed throughout the County, aside from some minor
concentrations that are scattered about the area.
This distribution causes difficulties with meeting the transportation needs of the County's aging population . If these
individuals begin having difficulties with their health or mobility, then they may have to make decisions about where to
live. These elderly citizens may need to move into areas with more transportation options and accessibility, while still
maintaining affordable living. Many communities set a goal of "aging in place," where people can remain in their
homes, neighborhoods or communities as they grow older. Since the County's aging population is scattered across the
area, resources and services would also be spread out to meet these current or future needs. This presents financial and
logistical obstacles that make these efforts difficult or infeasible in some cases. The County and service providers have
limited resources, which can be more efficiently managed if they focused on defined areas.
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People with Disabilities
There are several challenges to meeting the transportation needs of those with disabilities, which can include mental,
physical and sensory disabilities. Operating personal vehicles can be difficult for many with these limitations, depending
on the severity. In rural areas, such as Louisa County, personal automobiles are the dominate mode of transportation,
as demonstrated with the previous data, leaving many with limited options for traveling around the community.
Within the Charlottesville region, Louisa County has a relatively high percentage of people with disabilities. Compared
with the other five jurisdictions in the Planning District, Louisa ranks second, with about 37 percent, in this category.
This figure includes all disabilities, ages five and older, accounting for over one-third ofthe County's total population. A
portion of this percentage is attributed to Louisa County's elderly population, which makes up a significant part of the
County's population . With an aging population, the percentage of people with disabilities may increase over time.
The u.s. Census Bureau categorizes a person as disabled if any of the following conditions hold:
1.

They were five years old and over and reported a long-lasting sensory, physical, mental or self-care disability;

2.

They were 16 years old and over and reported difficulty going outside the home because of a physical, mental, or

3.

They were 16 to 64 years old and reported difficulty working at a job or business because of a physical, mental, or

emotional condition lasting six months or morej or
emotional condition lasting six months or more.

When focusing on adults, ages 16 to 64, Louisa County still shows a large portion of its population with disabilities. Once
again, Louisa has the second highest percent in the region, when compared with the other five jurisdictions in the
Planning District. Nearly one quarter of all County residents fall under this category.
Considering Census Block data, there appears to be concentrations of people with disabilities in the County. The largest
groups are along Routes 33 and 22, in the central part of the County. There is also a higher concentration in the
Gordonsville area. This general pattern indicates that many of those with disabilities are located around the towns of
Mineral, Louisa and Gordonsville. There are advantages to this distribution, since the towns typically have pedestrian
facilities, amenities and services that benefit these individuals and help meet their needs. The towns have densities that
allow for shorter trips that are pedestrian friendly or accessible for people in wheelchairs or those with other limitations.
With these concentrations, special transportation services are more feasible, taking these residents into Charlottesville
or other central areas for commutes and other trips.
Persons with Disabilities by Jurisdiction, Charlottesville Region, 2000
Persons with

Nelson

Louisa

Greene

6,033

9,465

4,099

Fluvanna
4,960

Charlottesville
10,117

16,680

42%

37%

27%

25%

25%

21%

Albemarle

Disabilities

% of Total Persons
Source: 2000 Census

Persons Ages 16 to 64 with Disabilities by Jurisdiction, 2000
Ages 16 to 64
% of Total Persons

Nelson

Louisa

Greene

Fluvanna

Charlottesville

3,573

6,229

2,897

3,170

6,489

iO,111

25%

24%

19%

16%

16%

13%

Albemarle

Source: 2000 Census
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Addressing Special Transportotion Needs in Louisa
Louisa County's Transportation Plan attempts to address these needs in several different ways. First, there are
recommendations for expanding pedestrian and bike facilities, which provide additiona l options for those that are
unable to drive. Second, the plan covers the rural transit services that are provided by JAUNT, which serves as viable
means of transportation for those with limited resources or mobility. The plan also addresses carpooling as a significant
alternative means of travel for people without cars of their own. Third, the plan makes a stronger link between
transportation and land use, providing the roadways and infrastructure that encourages a greater mixture of uses in the
growth areas and that helps foster concentrations of businesses and services . These centers w ill be located closer to
Louisa residents that have limited mobility, as compared to the emp loyment or services centers in the surrounding
cities. The plan also outlin es design possibilities that will make these developments more accessible to alternative
modes of travel, such as walking, biking and rural transit. Refer to other sections ofthe plan for discussion on these
items, particularly the recommendations of chapter 7.
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Chapter 6: State Level Transportation Programs and Requirements

Introduction

How our roads, sidewalks and other transportation infrastructure take shape is largely influenced and
controlled by the Virginia state legislature. The legislature explicitly grants which powers are held by
cities and counties. So communities such as Louisa County have a limited ability to establish their own
requirements and programs. This is especially true in the area of transportation; the state maintains all
of the highways in the state system, and these make up the vast majority of roads in Virginia. To help
protect these critical public investments, the State Code includes several pieces of legislation focusing
on transportation infrastructure. It is important for communities to have a good grasp of the laws
passed by the General Assembly and programs run by Virginia's Department of Transportation.
While several requirements and programs are well established, the General Assembly recently passed a
series of new laws dealing with roadway standards, access management and other general
transportation topics. These new regulations are intended to help improve the safety, capacity and
efficiency of roads throughout Virginia. They represent a new approach to addressing these topics,
where the state recognizes the influence that land use decisions have on roads and the overall
transportation network. These new regulations also acknowledge the fundamental flaws with
traditional growth patterns, where development along major roads creates localized congestion that can
hinder the function of moving through traffic. The state's regulations and programs are attempting to
meet the growing demand for transportation at a time when the financial resources to do so are limited.
This chapter covers five topics, including the Rural Additions and Rural Rustic programs and the new
Traffic Impact Analysis Regulations; Secondary Street Acceptance Requirements; and Access
Management Requirements. Each section attempts to present a clear picture of these regulations and
programs, which can be relatively complicated for those that are unfamiliar with them. The intention is
to provide a better understanding of transportation on the state level, helping Louisa County manage
the existing roadway network and better plan for future needs.
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Ru ral Additions Program
While the state prescribed minimum roadway standards for new streets in
1949, some counties continued to allow builders to construct subd ivision
streets that were not eligible for acceptance into the secondary system of
state highways. Until severa l years ago, Louisa County also allowed for
these substandard roads. As a result, there are several older roads
throughout the County and state that fail to meet state specification,
meaning VDOT's Subdivision Street Requirements or the Pavement Design
Guide. In these cases, the adjacent property owners are responsible for
maintaining the road. When the cost of maintenance becomes
unaffordable, citizens commonly seek public assistance, requesting the
road be included into the state system. Since it fails to meet VDOT
standards, the road must be widened, resurfaced or improved in other
ways to make it eligible for state maintenance.
To meet these requests, VDOT administers the Rural Additions Program, as
an option for localities to bring these substandard roads into compliance
with state road specifications, allowing them to be included into the statemaintained secondary system . Louisa County has been active with this well
established program, helping to upgrade several roads that are then
handed over to VDOT. The following section covers the Rural Additions
program and discusses the County's existing process for implementing
these projects. There is also an analysis of possible changes that could
better allocate resources for this program and help the County usher
projects through this process.

The Rural Additions Program is a

process administered by VDOT, to
facilitate and finance improvements

to eligible roads, which allows them
to be included into the state's
secondary system, where the state

will take responsibi lity for road
maintenance.
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Qualifica tions and Requirements
Privately maintained roads must meet specific qualifications to be accepted
into the secondary roadway system, allowing for state maintenance. First,
the road must have been in public use before July 1, 1992. If established
after that date, then the road is ineligible for the program and subsequent
funding. Second, the road must be available for public use 24 hours a day,
meaning that gated subdivisions are disqualified, since those streets do not
serve the greater public. The subject roadway must have sufficient space
for a right-of-way (usually 40 feet) that meets minimum safety standards.
The subject road must be unencumbered by utility placements, since VDOT
usually does not allow lines within their rights-of-way, except where utilities
need to run directly cross the street. To be eligible, the road must serve at
least three occupied homes, in order to justify the cost of improvements
and maintenance to the road. It must be able to safely handle the existing
and projected traffic volumes. It must also connect to other roads already
maintained by VDOT or a locality, meaning a road that only has access onto
privately maintained roads is ineligible.

. . The Code of Virginia d2~ p.!~~
three alternative funding
mechanisms. These are as follows:
1. The County may use County
money, contributing one half of
the funds necessary to bring the

road(s) up to the minimum VDOT
standards for acceptance into the
state syst,em. The state would
contribute the remaining funds.

2. The County may provide one half ·
of the necessary funds through a
special assessment of landowners
on the road. This alternative can
only be used if75% or more of the
property owners submit written
declar~tions "that they agree to
such assessments.

There are other conditions that can affect the eligibility of a road. Ifthe
deeds for a subdivision prohibit the use of state funds, then the roadway
does not qualify for the rural additions program and associated funding.
This is a common obstacle for those that request that their road be
accepted by VDOT. As a result, one of the first steps in determining
eligibility of a roadway is property research at the local clerk's office.
Another issue with rural additions projects is if the developer(s) still has a
speculative interest that is served by the street, meaning they retain
ownership in any lot abutting the street for development or speculative
purposes. In instances where it is determined that speculative interest is
retained by the developer, the county board of supervisors would require
that the developer participate in the funding of the project by means of a
pro-rata contribution. The pro rata percentage would be the proportion
that the value of the abutting parcels owned by the developer bears to the
total value of all abutting property as determined by the current evaluation
ofthe property for real estate purposes.

3. The County may permit one or
more of the owners of property

abutting the road to pay to the
County the one half cost of the
project in anticipation of
reimbursement by the County,
with no payment for interest, from
funds received by means of the
special assessment outlined above:

Pursuant to §33.1-75.1, Code of
Virginia, every county, whether or

After a roadway qualifies for the Rural Additions Program and the
appropriate paperwork is completed, the local board of supervisors must
take formal action, requesting VDOT to take the private road into the
secondary system of state highways. The board must also identify the
source offunding that is to be used to finance any improvements that are
needed. These funds are used to meet state standards, 50 the road can be
included into the state maintained system.
While state funds are very limited, eligible counties are allowed to set aside
five percent of the secondary road construction funds they are allocated
each year in order to improve the county's secondary system of state
highways and to improve qualifying roads that are not state maintained .
These serve as the "Rural Addition" funds. In addition to these funds,

. not it has qualifying land
development ordinances, may use
special revenue sharing funds from
its "county primary and secondary
road fund" to "bring subdivision
streets used as such prior to July 1,

1990, up to standards sufficient to
qualify" for state maintenance.

If

t

"

".

-

iJ

.,.."

ri"""

-~_

",

Louisa County Transportation Plan

I 2010

Chapter 6 - State Level Transportation Programs and Requirements

Rural Additions Program

counties may also finance the cost of improving eligible roads with several
other options, including money from the county's general fund, a specia l
assessment of the land owners served by the improvements, or revenue
derived from the sale of bonds.

. . The Currel'!t Process in Louisa .............

County:
Step 1: Citizen requests for road to
be on Priority List

Process for Acceptance into State System
The exact process for the rural additions program varies by locality, but
there are several general steps that all counties must include. In practice,
the process for ushering a project through this program is more
complicated than described in the outline below. There are always
additional stages and policies with these projects, unique to the individual
community, but any process must have these five steps that occur in the
following order.
1.

2.
3.

4.

5.

The board of supervisors considers requests from citizens to add
roads to the secondary system of state highways. The locality
coordinates the eligibility review of proposed additions.
VDOT advises the locality of the requirements, improvement costs,
and other issues to the project.
The board of supervisors must guarantee the right-of-way for the
road and take formal action to make the road part of the secondary
system.
The board of supervisors formally requests VDOT to add the road to
the secondary highway system for maintenance.
VDOT accepts the maintenance responsibility for the road as part of
the secondary system .

Rural Additio/lS Program in Lou isa County
The following is a summary of how the Rural Additions process is
traditionally conducted in Louisa County. This process generally has eight
steps, from citizen request to a completed project. The initial stages of the
process begin when a citizen inquires about the Rural Additions Program
with County staff or elected officia ls. The citizen then asks a board
representative to propose a resolution that would add the subject road to
the Priority List. Ifthe Board of Supervisors approves this resolution, then
the road is officially added and work begins on collecting data on the
subject road. In some instances, the road is determined to be ineligible,
after the project was added to the Priority List. In that scenario, the road
wou ld be removed after County staff confirmed that determination.

Step 2: Board adds road to Priority
List
Step 3: Road Reviewers recommend
a ranking to Priority List

Step 4: Neighborhood completes
Petition Form

Step 5: Neighborhood completes
Right-of-Way Form
Step 6: The County dedicates rightof-way to VDOT
Step 7: Utilities within right-of-way
are relocated

Step 8: The roadwork is completed
and upgraded to state specifications

Priority list:

Established by the Louisa County
Board of Supervisors, this list
identifies all the roads slated for the
Rural Addition Program. The roads
are in order of priority, which is

recommended by the Road
Reviewers but set by the Board,

Once VDOT accepts the road right-ofway and completes the roadwork,
the Board removes the project from
the list and work begins on the next

project in the list. The County
current lacks any official criteria or

standards for setting the order of the
priority list.

The next several steps involve a formal review of proposed projects and
submittal of the necessary paperwork. An advisory body, called the Road
Reviewers Committee, recommends a ranking to the roads listed on the
Priority List. While this Committee considers several different factors in
determining priorities, the County currently lacks any official standards or
criteria for ranking these projects. Once the Road Reviewers complete their
assessment of the roads, their recommendations go to the Board of
Supervisors for their consideration. The Board is responsible for adopting
Louisa County Transportation Plan
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the list and ranking priorities of the projects. Once the County places a road
on the Priority list, staff contacts the neighborhood through a designated
neighborhood representative. Staff provides the representative w ith
several copies of a Petition Form. By signing the petition form, a neighbor
states his or her willingness to deed right-of-way to the County. County
staff provides any assistance to neighbors that have questions about the
forms or overall project, discussing the pros and cons of deeding their rightof-way and upgrading the road. Staff also provides the neighborhood
representative with a Right-oj-Way Form. It is the neighborhood
representative's responsibility to work w ith the other neighbors, getting
each one to sign and notarize the forms. The representative provides staff
w ith the completed forms, w hich the County Attorney reviews and records.
The County Attorney then files copies of the forms and recordation receipts
to confirm the rights -of-way are recorded.

.... PetitionForm: _ _

Staff provides this form to the
neighborhood representative. With
this, property owners indicate their

willingness to dedicate a right-of-way
for the project. The Petition Form
also:
Officially identifies the
neighborhood representative

Informs neighbors of the proposed
road improvements and
dedications
Indicates which property owners

must provide right-of-way for the
project to proceed

The remaining steps invo lve the road being accepted into the state system
and upgraded to VDOT specifications. County staff notifies the Board that
most or all of the right-of-way is acquired. At that time, the Board passes a
resolution to dedicate the free and unencumbered right-of-way to VDOT.
The state then assigns the road a route number, ifthey decide to accept the
right-of-way. Once VDOT accepts the road and provides a route number, it
is officially a state road that is maintained by the state. VDOT stakes the
right-of-way, meeting w ith County Staff and utilities companies about
relocating utility lines . Traditionally, the neighbors must finance any
relocation of these lines, w hich must be relocated in order for VDOT to
upgrade the road to state specifications. Once these lines are relocated,
VDOT begins roadwork and the project is eventually completed. At this
point, the board of supervisors removes the project from the Priority List.

Right-ai-Way Form:
This form represents the official
documentation for dedicating the
right-of-way over to Louisa County.
The neighborhood representative is
responsible for organizing these

documents and getting the
neighbors' signatures notarized.
Once these forms are completed, the
County Attorney records the forms

with the Clerk's Office. The Board of
Supervisors then dedicates the rightof-way to VDOT.

Recol11l11enda t ions
The County's existing process, described above, has several elements that
have caused complications w ith these projects. The first issue is the
amount of information available on any given project, before the Board
assigns it to the Priority list. As ide from a brief review of the roadway, the
Board typically has little information on potential Rural Additions
cand idates. On occas ion, roads are added to the list and are later
determined to be ineligible. In other instances, there may be a sma ll group
of people w ithin a given neighborhood that wants to pursue the Rural
Additions Program f or their road, while their neighbors may oppose this
option. In those cases, the road may be added to the Priority list, yet the
project w ill be delayed indefinitely, because of this lack of consensus among
neighbors. As a result, other projects on the list may be delayed. One
neighborhood may be ready to begin work, yet they must wa it on another
project ranked ahead of them that is less organized. This is related to
another critical issue, the lack of criteria and standards for ranking projects
on the Priority list. While the Road Reviewers Committee considers severa l
pieces of information in their review, the County lacks any consistent
criteria.
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The County should consider an amended process, which would address
these issues. Under potential improvements to the process, any requests or
questions could go through the Community Development Department,
which currently coordinates the program . Staff would gather a better
understanding of a proposed project through written requests for
information. This would be similar to how planning offices typically
administer zoning or permit applications. Staff reviews any information
submitted by a neighborhood representative and schedules a preapplication meeting. County staff would review the Rural Additions process
and provide preliminary paperwork to the neighborhood representative.
The representative would complete the Petition Form, by getting at least 75
percent of residents to sign. There would need to be a continuous right-ofway pledged for the road, making up a percentage of the road. Once
completed, the neighborhood would submit an official application to
Community Development, with the Petition Form included.
The next step would be identifying utilities in the proposed right-of-way.
County staff would facilitate a meeting between the neighborhood
representative, VDOT, and the necessary utility companies. The utility
companies would provide cost estimates for relocating utilities. Staff would
provide these estimates to the neighborhood representative, where the
neighborhood would determine if they were willing and able to pay for the
relocations. VDOT would also identify possibilities of any quitclaims. If the
neighborhood is willing to pay for the utility relocations, then County staff
would prepare a formal report to the Board of Supervisors. Staff confirms
that the road meets Rural Addition standards and provides a
comprehensive analysis. The Board decides whether to add the project to
the Priority List and determines where that project would fall in the
ran kings of priorities, based on Staff analysis. If the Board decides to add
the project onto the Priority List, then the neighborhood representative
would work with the residents and utility companies to relocate the utility
easements. All records of easement relocations must be submitted to
County Staff. The neighborhood representative would gather all Right-ofWay Forms. The County Attorney would then record these documents and
provide receipts to Community Development. Once the County owned
sufficient right-of-way, the Board of Supervisors would pass a resolution to
dedicate it to VDOT.

. . . Proposed Rural Additions Process: . . . .
Step 1: Citizen submits a written
request to Community Development
Department

Step 2: Staff reviews the request and
determines if the street qualifies for
the Rural Additions Program
Step 3: The Neighborhood
Representative provides completed

Petition Form to Staff
Step 4: VDOT stakes out the right-ofway and meets with the
Neighborhood Representative, Staff
and Utility companies, to assess
relocation of utilities

Step 5: The turning point, where the
neighborhood decides if there is a
desire and ability to pay for utility
relocations

Step 6: Staff drafts report to Board,
to add road to Priority List

Step 7: The utility easements are
adjusted and the Neighborhood
Representative submits final Rightof-Way Form to County Staff
Step 8: Board dedicates the free and
unencumbered right-of-way to VDOT
Step 9: VDOT completes roadwork

With this proposed process, the County could guarantee a free and
unencumbered right-of-way, since the utilities were already considered. If
VDOT accepted the right-of-way, the road would have a state route
number. After VDOT completed the roadwork, the Board removes the
project from the Priority List and begins work on the next project.
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Under this process, the County could officially set criteria for establishing the ranking of the Priority List. The following
may be items that Staff assesses in the staff report to the Board for their consideration:
Right-of-way pledged: Higher priority goes to roads with a more complete right-of-way, pledged through the
required forms.
Condition: Roads in worse condition would receive greater attention
Number of dwelling units: A greater number would receive higher priorities, although fewer units may equate to
a faster project
Timeline: Projects that took less time should be placed higher on the list
Utilities: Projects with fewer conflicts w ith utilities might be favored
Community Needs: Neighborhoods with special needs, such as the elderly, might need faster response times for
emergency vehicles, giving them priority for road improvements
If the County decides to adopt new criteria for ranking projects on the list, the following are options for moving forward,
while still considering the current project list.
Notify and Reauthorize: The County could notify all neighborhoods that the process was amended. To remain
on the Priority List, the roads would have to meet the amended requirements. If there were neighborhoods that
were unwilling to meet these standards, then the County could remove those projects from the Priority List.
This would require several notices and a clear dialogue with those neighborhoods on this list.
Create Two Lists: The County could keep the existing Priority List, as it exists, and create an implementation or
action list. Roads that are willing to follow the process would be moved to this new (Active) list. The Priority List
would be for inactive projects that would be on hold for when the neighborhood gathers the appropriate
consensus and resources.

Rearrange Priority List: The County could rearrange the existing Priority List, based on the project's ability to
meet the proposed process and standards. The public would have to be notified, with letters updating
neighborhoods to the change. The order would also be based on active and inactive projects.

Rural Additions Project List
According to the latest records, there are twenty projects on the County's Rural Additions Priority List. These projects
are illustrated in the map below.
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Rural Rustic Program
As with Rural Additions, the Virginia Department of Transportation (VDOT)
administers the Rural Rustic Program as a way of improving substandard
roadways in rural areas . Since these two programs have similar names and
deal with rural roads, they are commonly confused w ith one another,
though these programs meet different objectives. While the Rural
Additions Program provides a process for accepting privately maintained
roads into the state system, the Rural Rustic Program deals w ith roads that
are already part ofthe secondary system and maintained by VDOT. The
Rural Rustic Program aims to improve state roads that are eligible for the
program, wh ile staying within the existing right-of-way.
The General Assembly passed the Rural Rustic Program in their 2002
legislative session, with a pilot program that was modeled after one in
Montgomery County, Maryland. The state started this program to address
the vast backlog of unpaved roads throughout the state and the dwindling
resources available to improve those facilities. During the pilot stage, VDOT
completed several projects across the Commonwealth. Six of these
projects occurred in Augusta County, where a significant cost savings
illustrated the benefits of the Rural Rustic Program . After seeing this
success, the General Assembly established a permanent program, w hich
became effective July 1, 2003. During the 2006 and 2008 sessions, the
General Assembly expanded the program, making additional roads eligible
for Rural Rustic.
The program presented several benefits to the state and localities. First, it
helps save money. Since paving may be done within the existing right-ofway if there is a minimum of 30 feet in width, VDOT can avoid the cost of
obtaining additional property for the road. There are also cost savings with
the surface treatments, as they do not need to meet as high a standard as
roads improved through other VDOT programs. As a result, Rural Rustic
projects generally save an average of thirty to fifty percent, as compared to
standard paved roads. Since every road project presents its own unique
circumstances, these costs can vary greatly, w ith some showing more
significant savings than others. Aside from financial benefits, the Rural
Rustic Program helps preserve the rural character of eligible roadways. The
State Code reads that these road improvements "leave trees, vegetation,
side slopes and open drainage abutting the roadway undisturbed to the
maximum extent possible without compromising public safety."
Maintaining those slopes and tree lines is of critical concern for rural
communities that are trying to preserve the aesthetics of their roadways.

The Rural Rustic Progra is a
practical approach to paving lowvolume roads in the rural areas of
Virginia. The goal is to maintai rural
character and save funds, while
improving unpaved roads within the

existing ight·ol-way.

Table: Cost Savings During Pilot ProgramAugusta County

Route

Total
Actual
Costs

Original
Estimated
Cost

Savings

721

$62,239

$471,000

$408,761

781

$82,877

$491,120

$408,243

742

$69,541

$655,000

$585,459

724

$33.181

$300,000

$266,819

617

$99,305

$814,248

$714,943

742

$58,065

$549,120

$ 491,055

T ese are six pilot projects

co pleted in Augusta County, after
the 2002 legislation. The table shows
the actual cost 01 building these
roads to Rural Rustic Standards, as
opposed to conventional
improvements.

While the program has several benefits, there are costs . As noted above,
this program allows lesser roadway standards, w hich means narrowe r
road s and lower quality surfaces. To help mitigate these lower standards,
the state set specific qualifications for potential candidates, so that only
roads w ith appropriate traffic levels and circumstances can be eligible.
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Qualifications and Requirements
The Rural Rustic standards help guarantee that these improvements
maintain safety. They also help the program focus on preserving the
appearance of roadways that are forecasted to carry low volumes of traffic.
A project that qualifies for program must:
Be an unpaved road already within the secondary system of state
highways.
Carry no more than 1,500 vehicles per day (vpd).
Be a priority (line item) in an approved Secondary Six-Year Plan, even if
the funding source is not from normal, secondary construction
allocations.

.... Enabling Legislation- . .
The State Code discusses the Rural
Rustic Program under section 33.170.1, which covers the qualifications,
road standards and process for these
projects. During the 2006 and 2008
legislative seSSions, the General
Assembly amended this section of
the code, expanding the program by
increasing the maximum traffic count
on eligible roads from the initial 500
vehicles per day to the current 1,500
vpd.

Section 46.2-873.2 addresses the
Be designated as a Rural Rustic road by the county board of supervisors,
in consultation with VDOT's residency administrator or designee.

maximum speed limit on Rural Rustic
roads. This section was adopted in

the 2008 session. The General
Assembly established the maximum

Be a road predominately used for local traffic. The local nature of the
road means that most motorists using the road have traveled it before
and are familiar with its features.

speed limit at 35 mph. This section
also states that "all speed limits on
Rural Rustic Roads in effect on July 1,

2008, shall remain in effect unless
Have minimal anticipated traffic growth. The county board of
supervisors will endeavor to limit growth on roads improved under the
Rural Rustic Program.

and until changes subsequent to a
traffic engineering study."

Approval Process for Candidates
When a potential road project for the Rural Rustic Program enters the
process, VDOT considers several items. They take account of the local
board's views, along with input from the residents and owners of the
properties adjoining the subject road. VDOT considers the historic and
aesthetic significance of the road and its surroundings. There are also
considerations of site-specific safety problems . In addition to any crash
data available, other indicators of safety problems are considered, including
field reviews to note skid marks or roadside damage, speed data, or
concerns raised by police or local residents.
The process for evaluating a candidate for the Rural Rustic Program
typically begins w hen the board of supervisors requests that the residency
administrator evaluate the road as a candidate for the program. The
process may also begin with the VDOT residency administrator, who
reviews proposed unpaved road projects for the Secondary Six-Year Plan
and the eligibility of those roads as Rural Rustic projects. The administrator
advises the board of supervisors on whether the unpaved road appears to
be a good candidate for the Rural Rustic program. If the board wishes to
pursue the project, they designate it as a Rural Rustic road by resolution .
VDOT's residency administrator may concur with this designation and
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determine if improvements can be made accord ing to Rural Rustic Road
standards. If there is disagreement between the board of supervisors and
the residency administrator, then the county can file an appeal to the Chief
Engineer, for consideration by the Commissioner.
If there is agreement on the project moving forward as a Rural Rustic road,
then the residency administrator notifies the District Administrator and the
Regional Operations Director. The latter wi ll determine if the road wi ll be
posted at 35 miles per hour or whether a speed study w ill be performed.
The Rural Rustic road project then undergoes the State Environmental
Review Process and permit determination by environmental staff of VDOT.
Any Rural Rustic road project must comply with VDOT's "Approved

Standards and Specifications for Erosion and Sediment Control and
Stormwater Management" for regu lated land disturbance activities. Once
these steps are completed, work begins on t he roadway.

Louisa County has completed several road improvements under the Rural
Rustic Program. The following is the current project list, along with
applicable information.

Patrick Henry Place (Route 711)
Initial Cost Estimate: $365,118
Funding Received: $366,086
Status: To be completed December 2010
Octagon Church Road (Route 611)
Initial Cost Estimate: $350,871
Funding Received: $402,873
Status: To be completed December 2010

Residency Administrator is _
VDOT's designated representative for
interacting with the county's board
of supervisors on Rural Rustic roads.

Th~

Rural Rustic Process
Step 1: Board of supervisors requests
evaluation of road for eligibility
Step 2: VDOT residency advises
county board if road would make a
good Rural Rustic project
Step 3: Board of supervisors
designates the road as Rural Rustic,
by an official resolution

Rural Rustic Program in Louisa COllnty

Plum Tree Road (Route 739)
Initial Cost Estimate: $246,301
Funding Received: $246,301
Status: Completed

_

Step 4: Residency administrator
concurs with determination
If the residency administrator does
not concur, then the county may
pursue an appeal
Step 5: Residency administrator
notifies the district office and
operations director of determination
Step 6: The operations director
determines speed limit of the road

Step 7: The project undergoes
environmental review
Step 8: VDOT completes roadwork.

Vigor Road (Route 697)
Initi al Cost Estimate: $410,537
Funding Received : $178,788
Status: To be completed December 2013
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Traffic Impact Analysis Regulations
Roadways and other transportation infrastructure are critical public
resources that continue to represent a sign ificant share of local and state
budgets. These public investments become even more costly when
additional cars and increasing demand for transportation begins to dim inish
efficiency, capacity and safety. In many cases, the quality of roadways
declines prematurely, because of land use decisions that fail to consider
impacts on transportation due to a lack of information or communication
between al l of those involved. As a result, additional funds are needed
prematurely, to increase capacity and safety on these roads. Recognizing
this relationship between transportation and land use, the General
Assembly passed several pieces of legislation in recent years that address
how the state is involved with the local development process. These new
sections of the State Code cover many different topics, such as access
management, road standards, and connectivity, which are items that will be
discussed later in this chapter. The following section provides a brief
overview of a recent regulation, referred to as Chapter 527, wh ich
addresses the issues of how VDOT provides information and advisory
comments to local decision makers on development proposals and plans.
The Chapter 527 regulations were intended to open communication among
all those involved with local land use decisions, which includes VDOT, local
government officials, and developers. It has provisions for Scope of Work
meetings that take place early in the development process, bringing these
groups together. With provisions for Traffic Impact Analysis (TIA) studies
for projects over a certain size, localities have the benefit of consistent
information about those potential impacts, when making decisions on
development proposals, such as rezoning applications. The regulations also
set procedures for VDOT's review of local Comprehensive or Transportation
Plans. This helps the Department of Transportation to communicate any
potential consequences that the commun ity's long range plans could have
on the transportation system. Overall, these regulations are intended to
improve how land-use and transportation-planning decisions are
coordinated by establishing standardized methodologies and procedures
for analyzing transportation impacts and providing that information to
citizens and policymakers.

Thresholds for Submitting to VDOT
The Chapter 527 regulations and supporting legislation apply to three levels
of land use decisions, which include local long range plans, rezoning
applications and subdivision plats/site plans. These regulations only affect
certain land use decisions, since not all plans or development proposals
present a substantial impact or change to the existing transportation
network. Depending on set thresholds, such as the size or impact of a land
use decision, these regulations will require VDOT review or a TIA.
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When a jurisdiction makes changes to their Comprehensive or
Transportation Plans, loca l staff and officials shou ld work with VDOT to
determine if the amendment w ill result in a substantial impact or change to
the existing transportation network. If it does, then the locality must submit
the plan to VDOT for review and comment. The Chapter 527 regulations do
not require a Traffic Impact Analysis for a plan adoption or amendment. The
loca lity must submit their plan at least 100 days prior to when they estimate
final action will be taken and local planning staff should send the plan and
related materials to the applicable VDOT Residency Office (See the Appendix
for copies of applicable forms). If the loca lity is initiating the plan
amendment, then there are no fees for this review. If a developer or private
group subm its a change to the Comprehensive or Transportation Plan, and
the amendment triggers 527 regulations, then there w ill be a review fee. If
that plan amendment is associated w ith a rezon ing application, then the
developer/applicant would only submit a rezoning package to VDOT, w hich is
discussed in further detail below.

The Chapter 527 regulations require a Traffic Impact Analysis and VDOT
review for certain rezoning applications and conditiona l use permits. Only
proposals over a certain size trigger these requirements. The thresholds for
submitting a rezoning package (including a TI A and Chapter 527 forms) to
VDOT are listed below. The regulations apply to:
A rezoning proposal to a residential use that wi ll generate more than
100 vehicle trips per peak hour, w here the development access to a
state highway.
A rezoning proposa l to a residenti al use that access a low volume road,
w hich generates more than 200 daily veh icle trips on a state highway or
that doubles dai ly ve hicle trips on that highway.
A rezoning proposal to a non-residential use that generates more than
250 vehicle trips per peak hour or 2,500 daily vehicle on a state
highway.
VDOT may require a Scope of Work meeting near the beginning of the
process, if the proposal generates more than 1,000 daily trips. If the
proposal generates less than 1,000 daily trip s, then the deve loper/applicant
can still request a meeting w ith VDOT and loca l staff, to address potential
traffic impacts that the proposal may generate.
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The Chapter 527 regulations also apply to subdivis ion plats and site plans.
When developers/applicants reach this stage of their proposals, they usually
have permission to move fo rwa rd w ith the development, so long as they
comply with subdivision or site plan regulations. There may not be a public
hearing on these subm ittals, if the project is by-right, meaning the proposal
is allowed under the current zoning without the need for a public hearing.
Localities usua lly allow their Planning Commissions to request a review of
these plans at their regular meeting. In these cases, the Commissioners
only have the authority to provide comments, so long as the
developer/applicant complies w ith the ordinance. Despite this limited
authority of local officials, Chapter 527 regulations still apply to subdivisio n
plats and site plans.
VDOT reviews th ese documents to ensure that the proposed design of
developments is safe and adequate. If the plat or site plan was part of a
rezoning case, then VDOT's examination will check to see how the
developer/applicant handled anyon-site and off-site transportat ion related
proffers. The locality must forward these applications to VDOT for their
review, when the development meets the same thresholds that were listed
under rezoning subm ittals.

. . Supplemental Traffic Analysis and - - Traffic Impact Analysis
When VOOT reviews subdivision plats

and site plans, they may require a
Supplemental Traffic Analysis (STA),
based on whether the development
was originally part of a rezoning

proposal and the
developer/applicant submitted a
Traffic Impact Analysis. If a TIA was
previously submitted l then a
supplemental analysis may be a

letter or comment from the
developer/applicant, depending on
how much time passed since the
rezoning decision. If there was no

TIA previously submitted, then the
STA will essentially be the full Traffic
Impact Analysis that is required for a
rezoning submittal.

Process for Project Submittals
The Chapter 527 regulations establish the process for reviewing plans and
development proposals. The following flowcharts illustrate these processes
for each type of submittal, w hich includes plan updates and amendments,
rezoning applications, subdivision plats/site plans and the process for
conducting a Traffic Impact Analysis. For more information on the Chapter
527 regulations and the process for VDOT review, visit the VDOT website at
www.vdot.org.
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Process for VDOT review of Plan Updates and Amendments
Below is the review process for Comprehensive or Transportation Plans, under the Chapter 527 regulations. This is the
process for when a locality initiates an update or amendment.

If no substantial impact

,T

Regulations do not require Plan s ubon~t a l to VDO

I

J

--------------------------VDOT
Requests meetlngwilh locality if necessary.
wilhln30 days of receipt .

Il fVOOT does not meet dea dlin e

Th e loca lity rnay take act ion onthe plan

LoCillity Actions
~

VDOT Actions
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Process for VDOT review of Rezoning Applications
Below is the review process for rezoning applications, under the Chapter 527 regulations.

Jfthere is no substanti al impac1
Ro!:iU1!ltionsdo Mt ro!: quJro!:
submitto!:d

rO!:lo n i n~ to b ~

w VDOT

11f VOOT d oe~ not mee t deadli ne
Th! loc<lIUy m!'1 d ll)Oso!: totako!: i!lcticn 011 the
relonin,
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Process for VDOT review a/Subdivision Plats and Site Plans
Below is the review process for subdivision plats and site plans, under the Chapter 527 regulations.

Uthere is no substantial impact

=

==~ R~rlJl1ltion.o; do nGt r equir~ p lat: or sit~ plan

t o b<! subrnitto!d to VDOT

IIf VDOT doe) not mee tdeadline
lh e locality m5'f (hoose tl) take ;tw on on

tll~

pl<rtjSlt e 1)lan
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Process for Preparing a Traffic Impact Analysis
Below is the process for preparing a Traffic Impact Analys is, under the Chapter 527 regulations.

If there Is no substanti al Impact
==~

Re culM:iOM do not n quire lJafl~ IM~~
An3l 'lsb: to b! submltt~d to VDOT

If form is not returned by deadlin e
M~ ~ tin,m~

bl! postpoMd
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Chapter 527 Regulatiolls in Louisa COUllty
The state divided the state into three groups for phasing implementation of the Chapter 527 regulations. Within each
group, VDOT phased implementation by volume of traffic generated by proposed developments. Louisa County was
part ofthe second group, under the Culpeper district, along with the Fredericksburg and Staunton districts. For Louisa,
the regulations first took effect on January 1, 2008. For the first six months, the Chapter 527 regulation only applied to
developments that generated more than 500 peak hour trips. By July 1, 2008, the final regulation s were implemented.
When the regulations were finally implemented, the rate of development began to decline, due to several national
economic factors . As a result, there was a significant decrease in rezoning applications, site plans and subdivision plat
submittals. Since the economic downturn, there have been few opportunities for applying the Chapter 527 regulations
and associated traffic impact analys is stud ies. As the market begins to improve, development proposals w ill increase
and the County will start applying these regulations on a regular basis. Aside from development proposals, Louisa
County sub mitted this Transportation Plan to VDOT for comments and review, in compliance w ith these regulations. In
2011, the County is due to review their comprehensive plan, which also must be reviewed by VDOT.
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Secondary Street Acceptance Requirements
The Secondary Street Acceptance Requirements (SSARs) is another recent
piece of legislation, fully in effect as of July 1, 2009. The General Assembly
passed this law under its 2007 session, to protect the critical and often
expensive public investments in tran sportation infrastructure, most notably
roadways. Throughout Virginia, the number of streets accepted into the
state system has been increasing, with most coming from new subdivisions.
Many ofthese new developments and associated roads rely on isolated
street networks that funnel onto major thoroughfares. This places
unsust ainable burdens on those major roads and a higher demand for
transportation fa cilities . As the cost increases for add ress ing these
avoidable burdens on major road ways, state and federal tran sportation
resources have been declining, w ith over $3 billion in construction project s
cut or delayed from the state transport ation progra m since June 2008. To
confront these issues, th e Secondary Street Acceptance Requirements are
intended to better manage the design and fun ction of new road s, in a way
th at satisfies speci fi c public benefits.
These new requi re ments represent a significant change from the older
standards and the previous policies. Prior to the SSARs VDOT would accept
any street that served three or more homes and was built in conformance
with state design and construction standards. Thi s was typically done
w ithout regard to potential impacts on the existing tra nsportation system.
Under the new regulations, the state had three main goals in mind. The
SSARs are intended to help:
Ensure the connectivity of road and pedestrian networks w ith the
existing and future tran sportation projects;
Minimize stormwater runoff and impervious surface area; and
Add ress performance bonding needs of new secondary street s and
associated cost recovery fees
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The Secondary Street Acceptance
Requirements (SSAR) were adopted
to create streets that connect with
the surrounding transportation
network and that accommodate
pedestrians. These requirements
also help minimize the
environmental impacts of
stormwater runoff by reducing street

widths and allowing the use of low
impact development techniques.

The General Assembly adopted the
Secondary Street Acceptance
Requirements during their 2007
legislative session, adding section

Connectivity Requirements
The main fo cus of the Secondary Street Acceptance Requirements is
increasing connecti vity in the road networks of all communities throughout
Virginia. The term connectivity is used to describe the layo ut of road ways
and similar facilities in a way that maximizes the number of routes or
choices fo r tra veling between two points, an origin and destination .
Generally speaking, as there are more alternate routes ava ilable, th e level
of connectivity is cons idered to be higher. A key point t o thi s concept is
making sure that different t ypes of trips take place on the appropriate
roadways. Primary roads or arterials are intended to carry throu gh traffic,
connecting regions and focusing on th e move ment of ve hicles. On the
other side of the spectrum, local o r collector roads are meant to se rve
shorter trips or to slow ly feed traffi c onto the arterials. The main focu s of
these road s is access. If new subdivisions and other types of developments
only have access onto primaries or arterials, then those loca l trip s and
turning move ments place added congestion on the roads th at we re meant

33.1-70.3 to the Code of Virginia.
The SSARs began with a
gubernatorial initiative to improve
coordination between transportation
and land use, replacing the previous
Subdivision Street Requirements.

The SSAR standards only apply to
roadways that are intended to be
taken into the state secondary
system. Private roads do not have to
follow these regulations.
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to move regional traffic. This greatly diminishes capacity and safety on th e
primaries and arterials, a topic that is covered in more detail under the next
section on access management.

By having greater connectivity, many local trips can follow alternative
routes, along local roadways. This keeps primary road s free of many local
trips, increasing capacity and safety, w hich can avoid the need for
expensive road improve ments. Connectivity can reduce the burden on
major road ways, reduce vehicle miles traveled, improve emergency
response times and offer mu ltiple access points for residents .

I

The Secondary Street Acceptance Requirements have specific standards for
connectivity, based on the existing character of a given area. The
regulation established three area types, based on long term local, regional
and federal planning boundaries. The 'Compact' area type is designated for
those areas that are most urban in character, including cities and areas

covered by metropolitan planning organizations. The 'Suburban' area t ype
is designated for the transitional buffer around those places that are shown
as compact. The 'Rura l' area type covers the rest of the state and was
designed to address connectivity in rural communities.
In both the compact and suburban area t yp es, any new subdivision road or
deve lopment must comply w ith a connectivity index, w hich provides a
standardized measure for connectivity. The index for a new road network
is determined by dividing the number of street segments by the number of
intersections. The required standards are higher for developments in the
compact area type, given the need to address greater demand for
transportation. While the connectivity index does not apply to the rural
designation, the SSARs state that a new development in any of the three
area types must have multiple connections to existing roads and/or
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adjacent properties, w ith a stub out considered as a "connection,"

Louisa County Tran sportation Plan

I 2010

Chapter 6 - State Level Transportation Programs and Requirements

Secondary Street Acceptance Requirements

Pedestrian Accommodations
Another important element of the SSARs is pedestrian accommodations .
New roads that are intended to be included into the secondary state
system must comply with these regulat ions, by providing sidewa lks, trails or
other simi lar facilities. The extent of these accommodations depends on
the density of the development. For high density developments, there must
be pedestrian accommodations on both sides of the street or alternative
provisions that provide equ iva lent pedestrian mobility. For medium density
developments, there must be accommodations along at least one sid e of
the street. For low density developments, there are no required pedestrian
facilities, unless required under a different section of the SSARs.
Other new roads, not necessarily part of a subdivision or other
developm ent, must also meet requirements for constructing pedestrian
facilities. For collector or arteria l roads w ith two lanes, there must be
sidewalks on at least one side of the road. Collectors and arterials with
three of more lanes must include sidewa lks on both sides of newly
constructed streets .

Context Sensitive Street Design
The Secondary Street Acceptance Requirements govern t he design of
streets that VDOT considers for the state's secondary system. These new
regulations present severa l significant changes from the previous
standards. The main change is the reduced width of streets. The previous
street widths were commonly 36 to 40 feet, which effectively created lane
widths that were up to 18 feet. These extensive widths resu lted in added
impervious surfaces and exacerbated runoff. These dimensions also
encouraged higher vehicu lar speeds, which were particularly inappropriate
in residential subdivisions. The new regulations genera lly allow for
narrower streets that are 24 to 29 feet wide for local streets. The narrower
streets also result in less runoff from stormwater, due to less impervious
surfaces. There are also provisions that allow stormwater measures within
the VDOT right-of-way in certain cases.
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Inspections alld Sewrity
The final changes that came under the Secondary Street Acceptance
Requirements deal w ith inspections and security. These regulations cover
the fees and options for getting a new road approved for acceptance into
the state system. The bond amount is $3,000 for each tenth of a lane mile
and any portion thereafter. This surety lasts for one year, beginning from
the date VDOT accepts the road into the state system. The state will waive
the surety with certain types of inspections, which includes approval by a
third party, a VDOT construction inspection that is equivalent to a third
party inspection and the local government inspection program.

SSAR in Louisa County
Currently, the state designates Louisa County under the rural area type, in
regards to the Secondary Street Requirements. This means that new
deve lopments, intending their roads to be included into the state system,
do not have to meet any connectivity index requirements, which were
described above. New developments in Louisa County, with state roads,
must have networks with mUltiple connections to adjacent roads and/or
properties, a sta ndard that applies to all three area types. The Board has
the option of classifying any portion of the County under the suburban area
type, requiring high connectivity standards. To fall under this classification,
the Board of Supervisors must approve a resolution or ordinance
designating the selected location(s) under the "s uburban" area type. The
Comprehensive Plan also must designate the area for median lot sizes no
greater than 2 acres (suburban).
For any developments approved prior to July 1, 2009, there are grandfather
provisions, allowing those developments to fall under the previous
sta ndards. Refer to the VDOT website or staff for further information on
those topics.
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Access Management Requirements
Access Management is the final topic in this chapter and another example
of recent legislation that will significantly change transportation across the
state. As with the other laws and regulations previously discussed, the
access management requirements are meant to address existing

transportation challenges, while acknowledging the limited resources for
new road projects. As Virginia highways become increasingly congested,
there is a growing desire among local and state decision makers to propose
infrastructure improvements that will widen roads and help provide
additional capacity to the network. These projects come with considerable
costs and take several years to complete. The need for these projects is
typically premature, because of the lack of coordination between land use
decisions and transportation. Access management is the most direct way
of coordinating these two areas of planning, since these regulations address
how property accesses the highway system. This is a critical relationship,
since studies show that the lack of access management is the largest single
factor behind the decline of highway capacity and safety.
The General Assembly passed this legislation to address these growing
transportation issues. The access management requirements are intended
to reduce traffic congestion and enhance public safety, reducing the
number of automobile accidents. These regulations are meant to support
economic development by promoting the efficient movement of people
and goods. Access management standards were also developed to reduce
the need for new highways and road widening by maximizing the
performance of the existing state highways. The access management
regulations accomplish these goals by setting standards for the spacing of
entrances, intersections, and median openings based on the type of
entrance and highway classification. The regulations manage signal
spacing, to help improve the movement of traffic on highways. It also
ensures that entrances are located at safe distances from intersection
turning movements. The regulations also address how vehicles and
pedestrians circulate between adjoining properties, along with shared
access for properties onto highways.
In 2008, the General Assembly enacted legislation that required VDOT to
implement these regulations in two phases, defined by highway
classification. With the first phase, regulations took effect for roads
classified as principle arterials. These requirements began on July 1, 2008.
The second phase of implementation took effect on October 14, 2009 and
focused on roads classified as minor arterials, collectors and local roads.
There are different standards for each phase, to meet the needs of these
types of roads. The following section provides a brief overview of access
management and these regulations, along with how they are implemented
in Louisa County.
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Access Management
Access Management is defined as a set of policies and standards that
manage the number and location of access points, such as driveways, onto
the public road system, preserving the regional f low of traffic in terms of
safety, capacity, and speed . These types of regulations usually focus on two
main topics, capacity and safety. As residential and commercial uses
develop along roadways, traffic congestion increases, because of the
addition of traffic generators (residential uses) and destinations
(commercial uses and employment). With new development along these
corridors, there w ill be more people living and working in those areas,
causing greater traffic and likelihood of accidents. Without proper access
management, the strain on the existing roadway can worse n drastically.
The main reason for this decline in capacity and safety is based on how
veh icles turn onto and off a given highway. As a vehicle begins to turn onto
a roadway, it takes severa l seconds to accelerate to the speed of the
vehicles already traveling along that road. Since it takes cars and trucks
time to reach maximum speed, the vehicles that were already on the road
need to slow down to accommodate for these turning movements.
Conversely, when a vehicle t ries to leave a highway, it must slow down
before making the turning movement. Again, other vehicles must slow
down in order to avoid rear collisions with turning vehicles. The more
turning movements there are on a highway, the greater chance of accidents
and co ngestion. Studies confirm the relationship that access management
shares with highways. Research on existing roads showed that a four lane
highway with good access management can carry as much traffic as a six
lane highway with poor access management. With greater spacing
between signals, entrances and intersections (1/2 mile or greater), there
could be a 60 percent decrease in ve hicle hours of delay. Studies have also
shown a direct and significant link between access frequency and accidents.
Access management regulations and standards are based on the
classification of roadways. Depending on the function of the road, the
regulations will have different standards for managing the location,
number, spacing and design of entrances, median openings, traffic signa ls,
turn lanes, street intersections, and intercha nges. The main purpose of
principal arterials is mobility, or moving traffic. Along these roads, the
spacing standards are typicall y very far apart. The most extreme examples
of mobility are interstates and parkways, w hich have very few opportunities
t o exist or access the road. On the other side of the spectrum, collectors
and local streets are intended to provide access. With lower speeds and
volum es of traffic, these roads can carry the burden of having short
distances between access points. If there are too many access points on a
primary arterial, such as Route 29 north out of Charlottesville, t he function
of that road will be greatly compromised.
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Functional classification is the

system for classifying groups of
highways according to their
intended purpose. This diagram
shows the two main functions of

roadways, access and mobility. As
access increases, traffic congestion
also increases and the ability to

move traffic declines. With fewer
vehicles turning on and off a
roadway, there is less congestion

and greater mobility.

Principal Arterials and Intersections
With the state's recent legislation on access management, there were two phases of implementation. The first phase
focused on roads classified as Urban or Rural Principal Arterials . The two documents that cover these regulations are
Access Management Regulations: Principal Arterials and Access Management Design Standards for Entrances and
Intersections: Principal Arterials. The chart below provides a brief overview of the spacing requirements for these types
of roadways. For more information on these standards, contact VDOT staff or refer to their website at www.vdot.org.
Principal Arterial Spacing Standards for Commercial Entrances and Intersections
Centerline to Centerline Spacing in Feet
Highway
Unsignalized
Partial Access
Functional
Legal Speed Limit (mph)
Signalized
Intersection
One or Two
Classification
and Full Access
Intersection
Way Entrance
Entrances

Urban Principal
Arterial
Rural Principal

Arterial

Less than/equal to 30 mph
35 to 45 mph
greater than/equal to 50 mph
less than/equal to 30 mph
35 to 45 mph
greater than/equal to 50 mph

1,760
2,640
2,640
2,640
2,640
2,640

1,050
1,320
1,320
1,320
1,320
1,760

270
325
510
270
440
585

Millar Arterials, Collectors alld Local Streets
The second phase of implementation addresses minor arterials, collectors and local streets. The main document for
these standards is called Access Management Design Standards for Entrances and Intersections: Minor Arterials,
Col/ectors, and Local Streets. These standards allow for more access points onto roadways, with shorter spacing
between entrances and intersections. The chart below provides the spacing requirements for intersections and
entrances onto these roads . For more information on these standards, contact VDOT staff or refer to their website.
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Minor Arterial, Collector, Local Street Spacing Standards for Commercial Entrances, Intersections
Centerline to Centerline Spacing in Feet
Highway
Functional
Classification

Legal Speed Limit (mph)

Signa lized
Intersect ion

Unsignalized
Intersection and
Full Access
Entrances

Urban Minor
Arterial

Urban
Collector

Rural Minor
Arterial

Rural
Collector

Less than/equal to 30 mph
35 to 45 mph
greater than/equal to 50 mph
Less than/equal to 30 mph
35 to 45 mph
greater than/equal to 50 mph
Less than/equal to 30 mph
35 to 45 mph
greater than/equal to 50 mph
Less than/equal to 30 mph
35 to 45 mph
greater than/equal to 50 mph

880
1,050
1,320
Divided Undivided
660
425
660
425
1,050
495
1,050
1,320
1,760
Divided !.!Dgivig~g
880
570
570
1,050
645
1,320

Partial Access
One or Two
Way Entrance

1,050
1,320
1,320
Divided Undivided
1,050
200
1,320
305
1,320
425
880
1,050
1,320
Divided Undivided
660
305
660
425
1,050
570

270
305
425
155
250
360
270
360
495
200
305
425

Review Process
The access management requirements give VDOT the authority to examine land development proposals for the purpose
of enforcing these standards . Local governments and VDOT should work together to ensure compliance with the access
management requirements when reviewing rezoning applications, site plans, and subdivisions plats. VDOT will also
include comments on compliance with the access management requirements when reviewing the development
proposals under the Chapter 527 regulations. VDOT comments will be included with their review of a Traffic Impact
Analysis .

Access Management Regu lations in Louisa County
Due to a decline in development proposals, there have been few opportunities to implement the access management
regulations in Louisa County. As the development market recovers, County staff will need to work with VDOT on
implementing these standards. There are grandfather provisions for any rezoning proposals or other projects approved
prior to October 1, 2009. For more information on these provisions and exceptions, contact VDOT.
In rural communities, such as Louisa County, the state set large spacing requirements, as opposed to urban areas. The
rural spacing is due to the lower density development, larger parcels and higher speed limits. The Principal Arterial
requirements apply to several roads in Louisa County. These include the entire stretch of Route 33, from Hanover
County to Gordonsville. These requirements will manage access on Route 15, from Fluvanna to Gordonsville. They
apply to Route 522, north of Route 33 to Route 208. The Principal Arterial requirements also affect Route 208, from
Route 522 to Spotsylvania County. All other state highways fall under the requirements for Minor Arterials, Collector or
Local Streets.
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Legend
Principal Arterials
-1 150 C.L. Miles of Interstate
- 3030 C.l. Miles of Other Federal Pri ncipal Arte ri als
- 630 C.l. Miles of Access Management Principal Art erials
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Recommendations and Vision
Louisa County's population continues to grow, bringing a corresponding increase in demand for
new retail and service developments. More people and more businesses mean the County will
need new roads to avoid putting too much pressure on its existing road infrastructure. In some
cases older roads need to be modified, whether through widening, safety improvements, or
other measures. It will be critical for the County to work with VDOT to plan these changes so
that arterial roads, which are meant to provide mobility first, do not become overburdened with
new driveways and road intersections. To help take the burden off arterials, the County should
look for opportun ities to create more street connectivity wherever possible. Many of the
recommendations in this section will help to do this.
The County established its growth areas in their current form during the decade between 2000
and 2010. However, up to this point there has not been guidance on how people will travel
within the growth areas to reach new commercial and residential developments. The
recommendations in this section are meant as guidelines for the County and for private
developers working on new projects.
The Plan also has recommendations for transportation investments in the rural areas. However,
for the most part, the intent of the Plan is to limit road widenings and other major changes to
maintain the rural character of these areas .
Beyond improvements to roads, the Plan makes specific recommendations to create ways for
people to travel in the County without an automobile. Access to the JAUNT bus service should
be upgraded, while new bike and pedestrian routes should be planned in the growth areas so
that a vehicle is not always necessary.
The list of recommendations is followed by a brief overview of preliminary cost estimates for
each project type.

Vision Statement
The following Vision Statement was developed from three separate statements written at public
meetings in February and March 2010:

This Transportation Plan will enable the County to meet its infrastructure needs in the growth areas and
elsewhere. We will capitalize on the transportation assets we already have; while improving our roads will
allow us to grow and move traffic effectively. Our transportation choices will be safe and will serve multiple
modes of travel including motorists, pedestrians and others. We will plan for the needs of people who can't
rely on a car for travel. Through careful road planning, we will preserve our rural areas, which is one of our
unique advantages.

New Criteria/or Roads
To move forward with this Transportation Plan, the County needs to set specific criteria for its
roads, from local streets with minimal traffic to major arterials that carry significant local and
Louisa County Transportation Plan
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through traffic. These criteria wi ll provide the basis for recommended road improvements and
for determining how much funding w ill be necessary to build them. Without such criteria, the
County cou ld make recommendations for individual roads, but they would not be based on an
overall framework for the transportation network.
The County's criteria wi ll establish a clear link between a road designation and the type of
development occurring adjacent to the road.
The starting point for setting criteria is the Virginia Department ofTransportation's (VDOT)
functional classifications of County roads. The state agency assigns every road into the
categories defined in Chapter 2: Minor Arterial; Major or Minor Collector; or Local Road. To
recap, the following are brief definitions of these road types :
•

Minor Arterial: Links cities and large towns. At least one Minor Arteria l should be
within easy reach of all developed areas. They shou ld support longer trips and more
vehicles than smaller roads. They should allow relatively high speeds, with minimum
interference. Most of the County's primary roads, including 15, 33, 522 and parts of 22,
are in this category.

•

Major Collector: Links arterials to areas the arterials don't serve directly. Collectors
distribute trips from arterials into residential and commercial areas and gather trips
from those areas to arterials.

•

Minor Collector: Collects traffic from local roads and brings all development w ithin a
reasonable distance of a collector road.

•

Local Road: Primarily to provide access to land adjacent to a road. They should support
shorter trips than collectors, arterials, etc.

Whi le VDOT's categories are helpful in understanding how a certain road is used today, the
County needs its own categories to set goals for future development. In particular, it is crucial
that the County plan for future land development together with road improvements. Roads
shou ld be assigned to categories with specific criteria that reflect the kind of development
occurring on them today, that can be expected in the future, orthatthe County hopes to
encourage in growth areas. The relationship between how land is used and transportation is a
fundamental reason why the County needs a Transportation Plan.
This Plan assigns Louisa's most significant roads to the following categories, based on their
functions:
•

Minor Arterial (3-4 lanes): Serves commercial centers/towns and other parts of growth
areas wh ile providing excellent mobility for through traffic. A minor arterial at this leve l
needs to be wide enough to accommodate significant commercial and residential traffic.
Within commercial centers it may also need to provide safe crossings for pedestrians .
These two purposes need not be in conflict. A landscaped median in the center of the
road provides room for turn lanes at intersections as well as a refuge for peop le on foot.
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In areas w ith less anticipated need for pedestrian crossings, a turn lane takes the place
of a median.
•

Minor Arterial (2Ianes): All arterials that have not been upgraded to Minor Arterials (34 lanes). These are major roads but they do not have the anticipated traffic volumes
and/or level of service issues that wou ld justify upgrading them to minor arterials (3-4
lanes) . In some cases road s that are currently classifi ed as major collectors are
recommended for upgrades to minor arterials, because of their traffic volumes and
because of anticipated land development in certain areas.

•

Major Collector: A new road to improve traffic flow in and around a town. These roads
may facilitate land development, but their primary function w ill be to provide additional
options for traveling to and from and w ithin towns and commercial centers. They w ill
relieve some of the congestion that exists now in these areas because there is only one
sign ificant road in and out.

The Plan also establishes one category for new local streets:
•

Local Roads: A new street to serve local traffic wit hin growth areas, in or near
commercial centers. In commercial centers, these streets w ill be designed to serve
significant pedestrian and bicycle movement as well as vehicle traffic, wit h bike lanes,
wide sidewa lks, and crosswalks at intersections. Truck traffic w ill be discouraged .
Parallel parking on one side will provide an additional option to people who are making
quick stops and do not want to walk from a parking lot. Outside of commercia l centers
but w ithin growth areas, new streets wil l provide additional travel options for local
traffic.
The commercial centers are intended to be relatively compact, because many
pedestrians wi ll only wa lk a half-mile or so. The intent is for the commercial centers to
have relatively sma ll blocks, to allow for greater street interconnectivity. This wi ll give
pedestrians as well as drivers more ways to get around the area and enhance the
pedestrian experience.

The following two tables establish guidelines that roads in each category should meet, based on
the leve l of current ortuture land use development anticipated for the areas bordering these
roads. (Where VDOT's standards differ from this table, VDOT's standards shall govern) :
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Arterials and Collectors
Street Type

Right-

Travel

Median/Turn

Sidewalk and/or

Cross

of-

Lanes

Lane

Shared Use Path

walks

3-4,12

12 ft., turn
lane

Yes, 10 ft. path,

No

16 ft.,
landscaped
median
None

Yes, 10 ft. path,

None

Shoulder/Curb

Target
Speed'

Way
Minor

Arterial w ith
turn lane
Minor
Arterial w ith
median
Minor
ArterialRural Areas
Minor
ArterialGrowth
Areas
Major
Collector
Minor
Collector

98 ft.

ft. each

110 ft.

3-4,12

ft. each
52 ft.

2, 12 ft.

8 ft. shoulder

40-70
mph

one side

40-70

one side

8 ft. shoulder;
4 ft. shoulder,

No

No

left side
8 ft. shoulder

40-70

Yes, 10 ft. path,

No

8 ft. shoulder

40-70

Yes

each

62 ft.

2, 12 ft.
each

92 ft.

50 ft.

one side

Yes, 5-8 ft.
sidewalk or 10 ft.
path, one side***

No

5 ft. shou Ider

40-60

ft . each

12 ft., turn
lane ***

2, 12 ft.

None

Yes, in growth area
or town

Yes, in
growth
area

4 ft. shoulder

30-50

2-4,12

each

Non-Arterials and Collectors
Street Type
Local RoadCommercial

Right-

Travel

Parallel

of-Way

Lanes

Parking

70 ft.

2, 9-12

Yes, one

ft. each

2,9-12

Sidewalk

Bike/Bus

Cross

Shoulder/

Target

Lane

walks

Curb

Speed'

12 ft. each

5 ft. each

Yes

2 ft. curb

side, 8 ft.

side

side**

No

5-8 ft. each
side

5 ft. each

20-30
mph

center

Local RoadGrowt h Areas
or Tow ns

55 ft.

ft. each

side

No

2 ft. curb or
4 ft.
shoulder

* Target Speed is not necessarily the posted speed limit. It is the intended operating speed.
** A bike lane may not be necessary on off proposed local roads in commercial centers.

*'. A turn lane/median, sidewalk or shared use path may not be necessary on off proposed
minor arterials/major coffectors.
Note: See VDOT Road Design Manual at www.virqiniadot.orq/business/focdes/rdmanualindex. asp. Where the above table differs from the Manual, the Manual's standards shaff govern.
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Goals, Objectives and Recommendations
The goals and objectives in this section provide context for the recommendations that follow.
These goals and objectives were developed from the input of citizens, the Planning Commission,
members of the Board of Supervisors and Staff. They reflect the most recent available data on
how people travel in Louisa County. The recommendations are categorized according to the
likely minimum time frame for their implementation.
SHORT TERM: 1-5 years
MID TERM: 6-10 years
LONG TERM : 10+ years

GOAL #1: Ensure land development occurs in tandem with rational transportation
improvements.
OBJECTIVE: Focus transportation improvements in growth areas to further develop these areas' economic
potential and reduce risk of congestion.
RECOMMENDATIONS:
Street network at Zion Crossroads
New local roads are necessary within the commercial center at Zion Crossroads (defined as the
core of the growth area where Rte. 15 meets Rte. 250) to relieve congestion . This congestion
will increase as new regional -scale development occurs here, close to the 1-64 interchange.
Roads are needed on both sides of 15 just north of 250, but the most road infrastructure should
be on the east side. This quadrant has more land available for new development than the area
on the west side of Rte. 15. From here new roads can be extended further east within the
growth area. Existing roads will be used, where possible, to avoid unnecessary new entrances
off Rte. 15. A shared-use path will provide additional options for pedestrians and cyclists to
travel between the commercial center and areas outside this area north of 1-64.
In addition, new local roads are needed outside the commercial center, but within the growth
area north of 1-64. The beginnings of a new road already exist at Market Street, adjacent to
Lowe's. This street can be extended north to link to Sommerfield Business Park at the north end
of the growth area. Similarly, an east-west collector road can be developed by extending Spring
Creek Parkway west to Zion Road. These roads will provide enhanced connectivity in parts of the
growth area where new mixed-use land development is likely in the near future. They will also
enable the County and VDOT to preserve mobility along Rte. 15, so this road's primary function
of moving through traffic is not degraded.
TIME FRAME: LONG TERM
Street network at Ferncliff
New local roads may become necessary within the commercial center at Ferncliff (defined as the
core of the growth area where Rte. 208 meets Rte. 250) to relieve congestion as new
community-scaled development occurs here, close to 1-64. New roads for commercial
development should be concentrated on the west side of the intersection, north of 250, with
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additiona l new roads on the east side. The quadrant on the west side has more land designated
for Community Service than the area east of the intersection. Rtes. 250 and 208 should be
widened to add lanes w ithin the commercia l center. A shared-use path w ill link this area to the
Moss-Nuckols School, which is within the growth area further up Rte. 208.
TIME FRAME: LONG TERM
Street network at Gum Spring
New local roads are necessary within the commercia l center at Gum Spring (defined as the core
of the growth area where Rte. 522 meets Rte. 250) to relieve congestion. This congestion wil l
increase as new regional-scale development occurs here, close to the 1-64 interchange. New
roads should be concentrated north of 250, on the east side of the intersection. This quadrant
has more land avai lable for new development than the area on the west side of Rte. 522. Rtes.
250 and 522 should be widened to add lanes within the commercial center.
Beyond the commercial center, new collector roads will provi de the basis for additiona l local
road development in the area north of 1-64, east of Rte. 522 and Holly Grove Drive. The latter
road carries sign ificant amounts of local traffic and new road development in the Gum Spring
area should link to it . The new collector roads should include shared-use paths in the rights-ofway.
Where possible existing roads will be used to avoid unnecessary new entrances off Rte. 522. A
shared-use path w ill provide additiona l options for pedestrians and cyclists to travel between
the commercia l center and areas outside thi s area north of 1-64.
TIME FRAME: LONG TERM
Street network at Lake Anna (Wares Crossroads and New Bridge Road area)
New local roads located south of Rte. 208 between Rte. 522 and the lake wil l help relieve
congestion in this area as commercial development grows. The core of the commercial area will
be w here Rte. 208 meets the relocated Rte. 652. Just east of this intersection, a commercia l
center w ill provide a function simi lar to the new centers at Zion Crossroads and Gum Spring.
New local roads in this area will provide pedestrian-oriented development with limited road
access onto Rte. 208. A link will be made to the existing intersection at Anna Coves Boulevard;
other turns onto Rte. 208 should be right-turn on ly.
The commercia l center streets w ill lin k to the new Cutalong development, including stores
adjacent to Rte. 652 and residential/resort areas west of this road. On the west side of Cutalong,
outside the commercial center, a new collector road will provide access to the area east of Rte.
522. The collector road wi ll link Chopping Road to this area at one end and to a second collector
road north of Rte. 208. This second collector road wi ll provide additiona l access between Rte.
522 and the commercial center, alleviating some of the congestion on Rte. 208.
TIME FRAME: LONG TERM
Street network at Shannon Hill
The Clark Country development, proposed for a large part of the Shannon Hill growth area in the
1990s, included a road linking Shannon Hill Road/60S to an area not far from Wa ltons Store
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Road/606. This Plan proposes to complete the link betw een the two roads. This Plan also
proposes a local road parallel to Rte. 605, running behind the commercial development
proposed for Clark Country.
TIME FRAME: LONG TERM
Develop commercial site design standards for growth areas
• The zoning code should be amended to include requirements for landscaping and
pedestrian amenities in commercial developments in growth areas. Landscaping in
parking areas and on sidewalks w ill enhance the pedestrian experience and reduce the
impervious surface of dense developments. Landscaping should use stormwater runoff
reduction techniques.
•
Reduce setbacks within commercial centers in growth areas. This will encourage a
compact, pedestrian-friendly street network.
•
Require rear-lot parking in commercial centers in growth areas. This will also encourage
a pedestrian-friendly street network, w here storefronts are located close to the street
and most parking is relegated to the rear.
•
Require JAUNT bus standing areas at ideal locations in commercial centers (See Site

Design Guidelines in Resources section of the Plan)
TIME FRAME: SHORT TERM
Connectivity between residential, commercial and civic uses in growth areas

•

At their request, the County should work with homeowner associations and adjacent
property owners to identify routes and acquire easements for shared-use paths. These
paths are a means for residents to walk or bike to and from homes, nearby businesses
and possibly schools rather than driving.

•

At their request, County should work with homeowner associations and adjacent
property owners to identify routes and acquire easements for emergency access.
Currently emergency responders often have very limited options for reaching homes
located at the end of cul-de-sacs. Response times could be shortened in some cases
with improved connectivity.

OBJECTIVE: Make improvements and build new roads to provide more options for people traveling in and
around the towns and growth areas.
RECOMMENDATIONS:
Major and Minor Collectors to serve Louisa Growth Area
Work with Town of Louisa to identify routes and build new roads to provide more ways to travel
through the town and between the town and the Town of Mineral, reducing congestion in the
main business district and providing enhanced connectivity. Where rail crossings are proposed,
work with Buckingham Branch Railroad to identify solutions that will not impede railroad
operations. The following are recommended routes:
• On the south side of town, link Rte. 33 (West Main Street) to Rte. 208 (Courthouse
Road). A sidewalk should be included in this right-of-way, designated for Low-Density
Residential in the 2006 Comprehensive Plan.
• South of town, link Rte. 208 to Rte. 33 (Jefferson Highway).
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•
•

A link between Industrial Drive and Rte. 33 (Jefferson Highway), with a connection to
the new road linking Rte. 33 to Rte. 208.
New east-west road beginning at School Bus Road and ending at Poplar Avenue near the
Town of Mineral. This road will tie in to new local roads extended west from First
Avenue and north from St. Francis Avenue in the town. A sidewalk or shared use path
should be included in the right-of-way.

TIME FRAME: SHORT/LONG TERM (Identify routes in short term and pursue funding)
Major Collectors to serve Mineral Growth Area
Work with Town of Mineral to identify routes and bui ld new roads to provide more ways to
travel to and through the town, reducing congestion in the main business district and providing
enhanced connectivity. Where rail crossings are proposed, work w ith Buckingham Branch
Railroad to identify solutions that will not impede railroad operations. The following are
recommended routes :
•
On the north side of town, develop a new road (Project 1 on the Project List) to link Rte.
522 to Chalk Level Road. Another new road (Project #23 on the Project List) would link
Project #1 to Industrial Drive. These roads should be Major Collectors, serving areas
designated for industrial uses between the two towns. The section from Chopping Road
to Rte. 522 should include a sidewalk.
•
Bui ld a short road linking Rte. 22 and the new east-west road that wi ll link Chopping
Road to Rte. 522 . The short road would link these roads and Old Tolersville Road via
Poplar Avenue.
•
Widen St. Francis Avenue if necessary to meet Major Collector standard. A sidewalk
and/or shared use path should be included in the right-of-way.
• Straighten Kennon Road/West Ninth Street in the Town of Mineral where it meets Rte.
522 and build new road linking this intersection to undeveloped area on east side of
town . Widen West Ninth Street if necessary to meet Major Collector standard . A
sidewalk or shared use path should be included in the right-of-way.
•
New road to link 522 from intersection w ith Mica Road north to 522 beyond Old
Tolersville Road. A shared use path should be included in the right-of-way where the
road is within areas designated in the 2006 Comprehensive Plan for mixed use or
community service.

TIME FRAME: SHORT/LONG TERM (Identify routes in short term and pursue funding)
Major Collectors to serve Gordonsville Growth Area
Work with Town of Gordonsville and Orange County to identify routes and build new roads to
provide more ways to trave l to and through the town, reducing congestion in the main business
district and providing enhanced connectivity. The following are recommended routes (these
routes were approved by the County of Orange in a 2003 plan):

On east side oftown, link Rte. 33 to Rte. 15 in Orange County. New road would begin
near present intersection of these two roads south of Gordonsville.
• On west side of town, relocate Klockner Road so that it connects with Rte. 15 at the
current intersection with Rte. 33.
TIME FRAME : SHORT/LONG TERM (Identify routes in short term and pursue funding)
•
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New Bridge Road/20S (Wares Crossroads to Spotsylvania line)
Widen shoulders to 8 feet to meet VDOT standard.
•
•
Widen to 3-4 lanes with turn lane between Rte. 522 and Spotsylvania line. In the section
between the relocated Rte. 652 and Windswept Road, a landscaped median will provide
for safe pedestrian crossings between the residential neighborhoods north of Rte. 208
and the commercial center.
•
Provide crosswalks and traffic calming where appropriate
Davis Hwy/22 (Town of Louisa to Mineral)
•
•

Widen shoulders to 8 feet to meet VDOT standard .
Widen to 4 lanes with turn lane/landscaped median between Town of Mineral and
Town of Louisa; provide crosswalks and traffic calming w here appropriate
•
Provide turn lanes at key intersections, including at Chalk Level Road and at Poplar
Avenue (for access to new Major Collector road);
TIME FRAM E: MID to LONG TERM

OBJECTIVE: Increase the safety and capacity of key cross-county and secondary roads to ensure
development occurs with minimal congestion or safety concerns.
RECOMMENDATIONS:
Increased Capacity and Safety, Various Roads
On Three Notch Rd,f2S0; South Spotswood Trail/33; Jefferson Highway/33; Courthouse
Road/20S (from the commercial center at Ferncliff to the Town of Louisa); Shannon Hill and
Willis Proffitt roads/60S; Cross-County Hwy/S22 (Goochland line to 250); Zachary Taylor
Hwy/S22 (Mineral to 208); Kentucky Springs Road/6S2 (from Cutalong to Rte. 700); and
Fredericks Hall Road/6IS, the following should be minimum standards:
•
•
•

Widen to 12 ft. lanes
Widen shou lders to 8 ft. to meet VDOT standard.
Increase number of passing zones where it is safe to do so.

In addition, the functional classification of Courthouse Road/208 should be upgraded from
Major Collector to Minor Arterial (2 lanes) to reflect this road' s growing importance .
TIME FRAME: LONG TERM
James Madison Highway/IS (between Gordonsville and Boswells Tavern)
• The Board of Supervisors stated at its March 21, 2011 meeting that it supported
widening this road.
Jefferson Highway/33
•
Widen Jefferson Highway/33 from Buckner Road to the Hanover County line to 3-4
lanes. This section of Rte. 33 has seen growing traffic vo lumes as more residential
subdivisions have developed in the eastern part of the County. Hanover County has also
designated Rte. 33 for w idening in the area closest to Louisa County.
Shannon Hill and Willis Proffitt roads/60S
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•

Reconstruct Rte. 33 intersection to improve safety. The vertica l alignment of Rte. 33 as
it approaches this corner means veh icles on Rte. 33 cannot see the intersection until just
before they hit it. The grade should be improved to provide appropriate sight lines.
TIME FRAME: MID TERM
Louisa Road/22 and South Spotswood Trai l/33 and Poindexter Road/613
•
Identify necessary safety improvements at this intersection . This project is listed on the
Board of Supervisors' Priority List.
TIME FRAME: MID TERM
Bybee Road/607
•
Straighten the Rte. 250 intersection to improve safety and traffic flow. This is necessary
to accommodate expected new development at this location.
TIME FRAME: MID TERM
Chalk Level Road/625 and School Bus Road/767
•
Re-align School Bus Road so that it meets Rte. 22 and Chalk Level Road at a four-way
intersection and install traffic signals coordinated with the Buckingham Branch railroad.
This will provide significant safety improvements.
TIME FRAME: MID TERM
Mansfield Road/613
•
Study benefits of alignment with 522/208 intersectio n. Mansfield Road has seen an
increase in traffic between Lake Anna and areas to the south and west. Besides safety
concerns, an align ment to create a four-way intersection may be w ise given the
location's future land use designation for community service.
TIME FRAME: MID TERM
Chopping Road/623
• This road is used by many people as a link between Rte. 522 and Rte. 22. As a result it
sees significant traffic volumes. It should be w idened to 12 ft. lanes and 5-ft. shoulders.
At the same time, the intent is for a new road linking Chalk Le vel Road with Rte. 522 to
relieve traffic pressure on Chopping Road.
TIME FRAME: SHORT TERM
•
Identify necessary safety improvements at the intersection with Rte. 522.
TIME FRAME: LONG TERM
Ellisville Drive/669
• Implement Six-Year Plan Improvements.
TIME FRAME: SHORT TERM
Buckner Road/609
• This road has seen an increase in truck traffic, in part due to trucks traveling to and from
the Wood Fuels site at Buckner. Designate this ro ad as a preferred route for commercial
t ru cks between 1-64 and Buckner, and consider road widening to improve capacity.
TIME FRAME: SHORT TERM
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GOAL #2: Preserve unique assets of the County.
OBJECTIVE: Identify scenic roads and implement measures to maintain their character.
RECOMMENDATIONS:
James Madison Highway/1S (southern edge Green Springs Historic District to Boswells Tavern)
o
The Board of Supervisors stated at its March 21, 2011 meeting that it did not support
widening this road.
o Designate Rte. 15 in this area as a sce nic road.
TIME FRAME: SHORT TERM
GOAL #3 : Develop multi-modal travel network, including non-vehicular means of travel
OBJECTIVE: Enhance public transit services in all areas of t he County.
RECOMMENDATIONS:
JAUNT: Second Fixed Route
o
Research the feasibility of extending the fixed bus route JAUNT currently provides,
and/or establishing new fixed routes. The current fixed route is from Mineral to
Charlottesville; one option is to have the route begin and end at Gum Spring. There has
been significant new residential deve lopment in the eastern and southeastern parts of
the county. A route running the length of the county could capture a significa nt number
of additional riders, if the route tra vel time is reasonable. A fixed bus route linking the
center of the County w ith Gordonsville should also be considered, given that connecting
service is available from Gordonsville to Charlottesville. Finally, service from Gum Spring
to Richmond should be considered.
TIME FRAM E: SHORT-MID TERM
JAUNT: Better Signage and Bus Stops
o
Add signage and more visible bus stops w here JAUNT picks up and drops off passengers
on its daily fi xed route in Mineral, Louisa, Trevilians and Zion Crossroads. This w ill
increase the bus service's visibility in the County and could help increase ridership.
TIME FRAME: SHORT-MID TERM
JAUNT: More Service to Charl ottesville
o
Supplement current fixe d route Charlottesville service w ith additional buses later in
morning and afternoon. JAUNT has now added a second midday route on Wednesdays,
similar to its current one but at a different time. The midday routes are door-to-door,
not fixe d route.
TIME FRAME: SHORT-MID TERM
Bus Circulator
o
Research viability of a bu s circulator linking the towns of Louisa and Mineral. This would provide
residents w ith another way to tra vel between the tow ns. It could help alleviate congestion on Rte.
22, especially during hours w hen school buses are on the road.
TIME FRAME: SHORT TERM
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OBJECTIVE: Develop recreational and transportation opportunities for bicyclists and pedestrians within
and between growth areas
RECOMMENDATIONS:
Davis Highway/22
•
Build a shared use path physically separated from the road way. Many respondents to a
transportation survey identified this road as an ideal location for such a path. The path
would serve students at the middle and high schools, users of the Betty Qu ee n Center,
and other residents. The path could be w ithin the right-of-way of Rte. 22, using
landsca ping to provide a physical se paration. Alternatively, a route further from th e
roadway could be identified, as long as it provides convenient access to th e road .
TIME FRAM E: MID TERM
Northeast Creek Reservoir/Town of Mineral/HS/MS paths (also possibly TJES)
• Shared use paths linking the to w n, schools and the reservoir. While th e reservoir can be
reached by car from Rte. 33, its location presents an opportunity to wa lk and/or bike to
and from Rte. 22 and the to w n.
TIME FRAM E: MID TERM
Jefferson Highway/School Bus Road/Towns of Louisa and Mineral
•
Build a shared use path linking the sidewalk that currently ends at Pine Ridge Drive in
the Tow n of Louisa w ith the Thoma s Jefferson Elementary School. A second section of
path should be deve loped along School Bus Road and along th e new Major Collector
connecting this road to the Tow n of Mineral.
TIME FRAME: MID TERM
Mineral Rail Trail to Lake Anna
•

Move forward to implement the 2003 master plan. The trail would begin in the Tow n of
Mineral and follo w a former railroad right-of-way parallel to Contrary Creek to the lake.
TIME FRAM E: MID TERM
James Madison Highway/ 1S
• Shared use path with in landscaping buffer on east side of Rte. 15 in Zion Crossroads,
north of Rte. 250. The path should extend across 1-64 and north to the northern
entrance to Spring Creek.
TIME FRAM E: MID TERM
Three Notch Road/2S0
•

Shared use path w ithin landscaping buffer on th e north side of Rte. 250, east of Rte. 15
in Zion Crossroads area. The path should extend to Poindexter Road/6 13.
TIME FRAME : MID TERM
Courthouse Road/20B
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Shared use path within landscaping buffer on north side of Rte. 250 and west side of
Rte. 208 in the Ferncliff Growth Area . The path should extend to Jack Jouett Road at
Bells Crossroads, including the Moss Nuckols School on its route.
TIME FRAME: MID TERM
o

Cross County Road/522
o
Shared use path within landscaping buffer on east side of Rte . 522 in Gum Spring area.
The path should extend half the distance from the Rte. 250 intersection to Owens Creek
Road.
TIME FRAME: M ID TERM
Kentucky Springs Road/652 and New Bridge Road/20S
o
Add shared-use path parallel to Rte. 208 from new local road east of Alma Gaynelle
Drive to Windwood Coves, as we ll as south on Rte. 652 to the east edge of Cutalong.
This path may eventually link to the Mineral Rail Trail.
TIME FRAME: SHORT/LONG TERM
Commercial centers (Zion, other growth areas, Towns)
o
Bike lanes should be an essential part of new street networks in developing commercial
centers, including Zion Crossroads, Ferncliff, Gum Spring and Lake Anna. Ideally a bike
lane would link directly to shared-use paths in a commercial center, providing an
extensive network of tra vel options for cyclists.
TIME FRAM E: LONG TERM

OBJECTIVE: Provide enhanced access for residents to key recreational facilities.
RECOMMENDATIONS:
Lake Anna
o
Identify and acquire/gain an easement for public access to the water on Lake Anna. An
ideal location for such an easement would be at the terminus on Contrary Creek of the
planned Mineral Rail Trail.
TIME FRAME: LONG TERM
South Anna River
o
Consider a similar site and route to the South Anna Riverfor public access.
TIME FRAME: LONG TERM

GOAL #4: Work with neighboring communities, counties and agencies to coordinate transportation
improvements that benefit multiple jurisdictions.
OBJECTIVE: Facilitate vehicle movement to and from key commuting and shopping destinations
RECOMMENDATIONS:
Louisa County Tran sportation Plan
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•

Work with Thomas Jefferson Planning District Commission to develop a travel demand model and to
measure volume-to-capacity ratio of key roadways. Without these tools, the County must rely on
VDOT projections to get an idea of future traffic impacts on its roads. But the projections do not
provide sufficient quantitative information on how future land use changes w ill affect roads, or
w hen a given road w ill reach its capacity.
TIME FRAME: SHORT TERM
Louisa Road/33 in the Town of Louisa
•
Recommend to the Town of Louisa a landscaped median and crosswalks between Loch
Lane and the 33/22 split
TIME FRAME : MID-TERM
Town of Mineral Improvements
•
Recommend extending Louisa Avenue southeast of town, parallel to Rte. 522.
•
Recommend links between disconnected sections of Albemarle Avenue in the Town of
Mineral and extend it north to Old Tolersville Road.
•
Recommend extension of Fifth Street east beyond Walton Park.
•
Recommend w idening SI. Francis Avenue.
•
Recommend extending First Street west to St. Francis Avenue.
Park and Ride Lots (Various Locations)
•
Work with VDOT and RideShare to determine need to expand Zion Crossroads lot, since
on many weekdays it is near its 64-space capacity.
•
Provide better signage for the Zion Crossroads lot to increase its visibility.
• Work with VDOTto expand the lot at Gum Spring
• Add a lot at Ferncliff near the intersection of Rtes. 250, 208 and 1-64.
TIME FRAME: SHORT TERM
Committee on North Anna Nuclear Power Station
• Form committee to plan transportation upgrades as necessary to accommodate Unit 3.
TIME FRAME: SHORT TERM
OBJECTIVE: Facilitate non-vehicular movement to and from key destinations
RECOMMENDATIONS:
• Work with neighboring counties, regional and state leaders to seek funding for
commuter rail service linking Charlottesville and Richmond, with stops at Zion
Crossroads and Gum Spring
TIME FRAME: LONG TERM
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Cost Estimates
It is difficult to make specific cost estimates for transportation projects that may not be built for
years. Construction prices fell significantly toward the end of the past decade as the economy
declined. As the economy improves, prices will probably rise. Despite this inherent uncertainty,
we can use past projects to give an idea of what similar projects might cost in the near future.
The cost estimates for the project types listed in the following table are from a spreadsheet
provided by VDOT. The data are for 2010, but the spreadsheet's base year is 2006 and a 5.5%
annual increase was added for each year thereafter. While the numbers do account for inflation,
changing economic conditions could mean costs for these projects today might in fact be lower.
(See also cost estimates for each project recommendation in the tables that follow the maps)
Project
Bike lane
2-lane road, 24' of
pavement
3-lane road, 36' of
pavement
4-lane road, 48' of
pavement, divided
4-lane road, 48' of
pavement, 16' median
5-foot wide sidewalk
lO-foot shared use path
New traffic signal
Pedestrian signal
Pedestrian crosswalk
Right-of-way

Cost Estimate
$300,000 per mile
$1,800,000 per mile
$3,500,000 per mile
$7,300,000 per mile
$5,100,000 per mile
$110,000 per mile
$220,000 per mile
$320,000
$40,000
$12,000
Typically at least 50% of

construction costs
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Recommendations Project List
The number of the project corresponds to the number identifying t he project on the
associated Growth Area map.
Major Thoroughfare Plan Map
1. Widen Three Notch Rd . to 12 ft. lanes with 8 ft. shoulders
2. Widen South Spotswood Trail and Louisa Road/33 from Gordonsville to Town of Louisa to 12 ft. lanes with
8 ft. shoulders
3. Widen Jefferson Highway/33 to 12 ft. lanes with 8 ft. shou lders
4. Widen Courthouse Road/208 to 12 ft. lanes with 8 ft. shoulders
5. Widen Shannon Hill and Willis Proffit roads/60S to 12 ft. lanes with 5 ft. shoulders
6. Widen Cross-County Highway/522 to 12 ft. lanes with 8 ft. shoulders
7. Widen Zachary Taylor Highway/522 to 12 ft. lanes with 8 ft. shoulders
8. Widen Fredericks Ha ll Road/618 to 12 ft. lanes with 5 ft. shoulders
9. Widen Jefferson Highway/33 from Buckner Rd. to county line
10. Reconstructed intersection, Rtes. 605 and 33
11. Reconstructed intersection, Rtes. 22/33 and 613
12. James Madison Highway/IS (Rte. 617 to 33) (Widen road from Gordonsville to Boswells
Tavern)
13. Widen Chopping Road/623 to 12 ft. lanes with 5 ft. shoulders
14. Implement Six-Year Plan Improvements on Ellisvi lle Drive/669.
15. Buckner Road designated as truck route.
16. Widen Kentucky Springs Road/652 to 12 ft. lanes with 8 ft. shoulders from Cutalong
development to Rte. 700.
Zion Crossroads Map
1. Local road from Rte. 15 to Poindexter Road/613 (with bike lane)
2. Local road from east end of Crossing Pointe Drive to Poindexter Road/613 .
3. Local road from Rte. 250 (at Zion Park Road) to local road #2 .
4 . Local road to straighten Misery Road and extend it to local road #2.
5. Local road to straighten Jackson Heights and end it at local road #2 . (with bike lane)
6. Local road linking local roads #1 and #2.
7. Local road linking local roads #1 and #2.
8. Local road from Rte. 15 to Zion Road .
9. Straighten Bybee Road intersection with Rtes. 250 and 613.
10. Widen Rte. 250 to 3-4 lanes from just east of Rte. 15 to Poindexter Road/613.
11. Widen Rte. 15 to 3-4 lanes from Wal-Mart Distribution Center to just north of Sommerfield
Drive.
12. Major collector from end of current Timber Ridge Terrace to Zion Road.
14. Local road from end of current Market Street north to Sommerfield Drive.
15. Shared use path on east side of Rte. 15, north of Rte. 250, extending to Sommerfield Drive.
16. Shared use path on north side of Rte. 250, east of Rte. 15, extending to Poindexter
Road/613.
17. Improve Poindexter Road from Rte. 250 to Carter Road to meet Major Collector standard .
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lB. Major Collector entrance linking Rte. 15 to Local Road #14.
Louisa/Mineral Map
1. Link from Project #23 (below) to Rte. 522, crossing Chalk Level and Chopping roads .
2. Landscaped median and crosswalks between Loch Lane and Rtes. 33/22 split
3. On the south side of town, link Rte. 33 (West Main Street) to Rte. 20B (Courthouse Road).
4. South oftown, link Rte. 20B to Rte. 33 (Jefferson Highway).
5. Widen Rte. 22 to 3-4 lanes from Town of Louisa to Town of Mineral.
7. New east-west road linking current School Bus Road to 51. Francis Avenue in the Town of
Mineral.
B. Relocated School Bus Road aligned with Chalk Level Road.
9. Extended West First Street linked to 51. Francis Avenue.
10. Widened 51. Francis Avenue to meet Major Collector standard.
11. Major Collector to link Poplar Avenue to Project #1.
12. Major Collector to link Rte. 522 at Mica Road to Rte. 522 north of Town of Mineral.
13. Improved Ken non Road from St. Francis Avenue to Major Collector #12.
14. Local road extending Albem arle Avenue from East Second Street to East Fifth Street.
15. Local road extend ing East Fifth Street to #12.
16. Loca l road linking extended East Fifth Street to #13 .
17. Extension of Louisa Avenue (southern end) from town line to #12.
lB . Extension of Albemarle Avenue from East Lee Street to Old Tolersville Road.
19. Shared use path from Rtes. 22/33 in Town of Louisa to Mineral Rail Trail, with link to
Industrial Drive.
20. Shared use path from Poplar Avenue to Northeast Creek Reservoir via Louisa County High
School.
21. Minera l Rai l Trail
22. Link Rte. 33 to Industrial Drive.
23. Link Industria l Drive to Major Collector #1.
24. Shared use path from Pine Ridge Dr. in Town of Louisa to Thomas Jefferson School.
25. Shared use path from #24 to Poplar Avenue.
Lake Anna Map
1. Local road from Kentucky Springs Road/652 to New Bridge Road/20B. (with bike lane)
2. Local road from relocated Rte. 652 to local road #1. (with bike lane)
3. Local road (Cutalong Avenue) from Kentucky Springs Road/652 to New Bridge Road/20B.
4. Local road from Cutalong Avenue to local road #1.
5. Loca l road from New Bridge Road/20B (at An na Coves) to local road #1.
6. Local road from local road #2 to local road #1.
7. Widen New Bridge Road/20B to 3-4 lanes from Rte. 522 to New Bridge.
B. Major Collector from New Bridge Road/20B to Rte. 522 .
9. Local road linking Major Collector #B to Rte. 20B.
10. Loca l road (planned Cutalong road) from Rte. 20B to Kentucky Springs Road.
12a. Major Collector/Local Road from Rte. 522 to loca l road #10.
12b. Major Collector/Local Road from Rte. 522 to local road #10.
13. Majo r Collector from Major Collector #B to Major Collector #12a/b.
17. Relocate Mansfield Road intersection with Rtes. 522 and 20B.
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18. Shared use path on south side of Rte. 208 and 652, from Local road #10 extending to Rte.
522 along periphery of Cutalong development.
19. Shared use path on north side of Rte. 208 from locatio n of current Rte. 652 intersection,
extending to local road #1.
20. Safety improvements at Chopping Road/623 and Rte. 522.
Ferncliff Map
1. Local road from Rte . 208 to Ferncliff Business Park. (with bike lane)
2. Loca l road from Rte. 208 to Ferncliff Business Park.
3. Loca l road within Ferncliff Business Park.
4. Loca l road from Rte. 250 to local road #1. (with bike lane)
5. Loca l road from Rte. 250 to local road #1.
6. Loca l road from Rte. 208, t o carry local traffic east parallel to Rte. 250.
7. Loca l road from Rte. 208, to carry local traffic east parallel to Rte. 250.
8. Local road linking local roads #6 and #7.
9. Local road linking local roads #6 and #7.
10. Local road linking local roads #6 and #7.
11. Widen Rte. 250 to 3-4 lanes from Rte. 208 to Ferncliff Business Park.
12. Widen Rte. 208 to 3-4 lanes from Rte. 250 to 1-64.
13. Shared use path on west side of Rte. 208, extending to Moss-Nuckols School.
14. Shared use path on north side of Rte. 250, extending just past Ferncliff Business Park.
Gum Spring Map
1. Loca l road from Rte. 522 to Oakland Church Road.
2. Loca l road from Rte. 522 to Dongola Road. (with bike lane)
3. Local road from Rte. 250 to Local road #2.
4. Local road from Rte. 250 to Local road #2.
5. Loca l road from Rte. 250 to Loca l road #2. (with bike lane)
6. Local road from Rte. 250 to Loca l road #2.
7. Widen Rte. 522 to 3-4 lanes from Rte . 250 to Owens Creek Road.
8. Major Collector from Rte. 522 to Holly Grove Drive.
9. Major Collector from Rte. 522 to Major Collector #8.
10. Major Collector from Major Collector #8 to Major Collector #9.
11. Shared use path on east side of Rte. 522, extending to Owens Creek Road.
12. Shared use path on north side of Rte. 250, extending to Oakland Church Road.
13. Local road from local road #1 to Oakland Church Road .
Shannon Hill Map
1. Extension of planned Clark Country road to link Rtes. 605 and 606 (Waltons Store Rd).
2. Local road to serve Shannon Hill commercial center.
Gordonsville Map
1. Major Collector from Orange County line to existing Rte. 15.
2. Major Collector from existing Klockner Road to intersection of Rtes. 15 and 33.
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Recommendations Project List (County-wide Map)
The number of the project corresponds to the number identifying the project on the associated Growth Area maps.

Project
1
2
3
4
5
6
7
8
9
10
11
12
13
14
15
16

Description
Widen Three Notch Rd./250 to 12 ft. lanes with 8 ft. shoulders
Widen Rte. 33 (Gordonsville to Town of Louisa) to 12 ft . lanes with 8 ft. shoulders
Widen Jefferson Highway/33 to 12 ft. lanes with 8 ft. shoulders
Widen Courthouse Road/208 to 12 ft. lanes with 8 ft. shoulders
Widen Shannon Hill and Willis Proffitt roads/60S to 12 ft. lanes with 5 ft. shoulders
Widen Cross·County Highway and Pendleton Road/522 to 12 ft. lanes with 8 ft .
shoulders
Widen Zachary Taylor Highway/522 to 12 ft . lanes with 8 ft. shoulders
Widen Fredericks Hall Road/618 to 12 ft. lanes with 5 ft. shoulders
Widen Jefferson Highway/3 3 from Buckner Rd . to county line
Reconstructed intersection, Rtes. 605 and 33
Reconstructed intersection, Rtes. 22/33 and 613
James Madison Highway/15 (Rte. 617 to 33) (widen from Gordonsville to Boswells
Tavern)
Widen Chopping Road/623 to 12 ft. lanes w ith 5 ft. shoulders
Implement Si x-Year Plan Improvements on Ellisville Drive/669.
Buckner Road designated as truck route.
Widen Kentucky Springs Road/652 to 12 ft. lanes with 8 ft . shoulders from
Cutalong development to Rte. 700.

Length in
Miles

Lanes

Cast Estimate

9.51
11.72
16.25
8.61
10.29
15.35

2
2
2
2
2
2

8.45
12.09
5.26
0
0

2
2
4
0
0
2-4

$1,732,250
$7,435,350
$14,202,000

4.46

2

$2,742,900

6.05
2.29

2
2

$930,000

$2,850,000
$3,119,300
$5,975,850
$2,647,575
$6,328,350
$3,653,838

Note: Cost Estimates include Right of Way, Preliminary Engineering and Construction Costs. Costs were calculated ta include road lanes,
sidewalks, bike lanes, shared use paths, etc. where appropriate.

Recommendations Project List (Zion Crossroads)
The number of the project corresponds to the number identifying the project on the associated Growth Area maps

Project
1
2
3
4
5
6
7
8
9
10

11
12
14
15
16
17
18

Description
Local road from Rte. 15 to Poindexter Road/613. (with bike lane)
Local road from east end of Crossing Pointe Drive to Poindexter Road/ 613.
Local road from Rte. 250 (at Zion Park Road) to local road #2.
Local road to straighten Misery Road and extend it to local road #2.
Local road to straighten Jackson Heights and end it at loca l road #2 . (bike lane)
Local road linking local roads #1 and #2.
Local road linking local roads #1 and #2.
Local road from Rte. 15 to Zion Road.
Straighten Bybee Road intersection with Rtes. 250 and 613.
Widen Rte. 250 to 3-4 lanes from just east of Rte. 15 to Poindexter Road/613.
Widen Rte. 15 to 3-4 lanes from Wal-Mart Distribution Center to just north of
Sommerfield Drive .
Major collector from end of current Timber Ridge Terrace to Zion Road.
Local road from end of current Market Street north to Sommerfield Drive.
Shared use path on east side of Rte. 15, north of Rte. 250, extending to
Sommerfield Drive.
Shared use path on north side of Rte. 250, east of Rte. 15, extending to Poindexter
Road/613.
Upgrade Poindexter Road to Major Collector between Rte. 250 and Carter Road
Major Collector entrance linking Rte. 15 to Local road #14.

Length in
Miles

Lanes

Cost Estimate

1.04
0.93
0.24
0.23
0.22
0.10
0.10
0.48
0.27
0.96
1.17

2
2
2
2
2
2
2
2
2
4
4

$2,901,600
$2,180,850
$529,200
$507,150
$485,100
$220,500
$220,500
$1,670,400
$895,050
$5,328,000
$7,009,500

0.71
1.02
1.97

3
2
0

$2,470,800
$3,603,600
$650,100

0.95

0

$313,500

0.73
0.08

3
4

$1,049,400
$876,000

Note: Cost Estimates include Right of Way, Preliminary Engineering and Construction Costs. Costs were calculated to include road lanes,
sidewalks, bike lanes, shared use paths, etc. where appropriate.

Recommendations Project List (Louisa and Mineral areas)
The number of the project corresponds to the number identifying the project on the associated Growth Area maps
Length in
Lanes
Project Description
Miles
1
Link from Project #23 to Rte. 522, crossing Chalk Level and Chopping roads .
3.59
3
Landscaped median and crosswalk between Loch Lane and Rtes. 33/22 split
0
0
2
3
4
5
7
8
9
10
11
12
13
14
15
16
17
18
19

-

20
21

On the south side of town, link Rte. 33 (West Main Street) to Rte. 208 (Courthouse
Road) .
South of town, link Rte. 208 to Rte. 33 (Jefferson Highway).
Widen Rte. 22 to 3-4 lanes from Town of Louisa to Town of Mineral.
New east-west road linking current School Bus Road to St. Francis Avenue in the
Town of Mineral.
Relocated School Bus Road aligned with Chalk Level Road.
Extended West First Street linked to St. Francis Avenue.
Widened St. Francis Avenue to meet Major Collector standard.
Major Collector to link Poplar Avenue to Project #1.
Major Collector to link Rte. 522 at Mica Road to Rte. 522 north ofTown of Mineral.
Improved Kennon Road from St. Francis Avenue to Major Collector #12.
Local road extending Albemarle Avenue from East Second Street to East Fifth
Street.
Local road extending East Fifth Street to #12.
Local road linking extended East Fifth Street to #13.
Extension of Louisa Avenue (southern end) from town line to #12.
Extension of Albemarle Avenue from East Lee Street to Old Tolersville Road.
Shared use path from Rtes. 22/33 in Town of Lou isa to Mineral Rail Trail, with link
to Industrial Drive.
Shared use path from path #19 to Northeast Creek Reservoir.
Mineral Rail Trail

Cost Estimate

1.15

3

$10,285,350
$18,000+ (crosswalk
only)
$6,227,250

1.54
5.08
2.70

3
4
2

$8,339,100
$28,194,000
$7,290,000

0.22
0.25
0.65
0.17
2.21
0.92
0.26

2
2
2
3
3
2
2

$594,000
$675,000
$1,862,250
$892,500
$11,868,150
$2,635,800
$604,500

0.32
0.17
0.64
0.18
5.03

2
2
2
2
0

$744,000
$395,250
$1,488,000
$418,500
$1,659,900

1.93
4.29

0
0

$636,900
$1,415,700

22
23
24

Link Rte. 33 to Industrial Drive.
Link Industrial Drive to Major Collector #1.
Shared use path from Pine Ridge Dr. in Town of Louisa to Thomas Jefferson School.
L-_~ Shared use path from #24 to extended West First Street. - -

-

0.62
0.67
1.60
3.44-

2
2
0

L-9_

$1,674,000
$1,825,500
$528,000
$1,135,200 _ _ _ _

Note: Cost Estimates include Right of Way, Preliminary Engineering and Construction Costs. Costs calculated to include road lanes, sidewalks,
etc. where appropriate.

Recommendations Project List (Lake Anna)
The number of the project corresponds to the number identifying the project on the associated Growth Area maps

Project
1
2
3
4
5
6
7
8
9

10
12a
12b
13
17
18
19
20

Description
Local road from Kentucky Springs Road/652 to New Bridge Road/208 (with bike
lane).
Local road from Cutalong Avenue to local road #1 (with bike lane).
Local road (Cutalong Avenue) from Kentucky Springs Road/652 to New Bridge
Road/208.
Local road from Cutalong Avenue to local road #1.
Local road from New Bridge Road/208 (at Anna Coves) to local road #1.
Local road from local road #2 to local road #1.
Widen New Bridge Road/208 to 3-4 lanes from Rte. 522 to New Bridge.
Major Collector from New Bridge Road/208 to Rte. 522.
Loca l road linking Major Collector #8 to Rte. 208.
Local road (planned Cutalong road) from Rte. 208 to Kentucky Springs Road.
Major Collector/Local Road from Rte. 522 to Major Collector #13.
Major Collector/Local Road from Rte . 522 to local road #10.
Major Collector from New Bridge Road/208 to Major Collector #12a/b.
Relocate Mansfield Road intersection with Rtes. 522 and 208.
Shared use path on south side of Rte. 208 and 652, extending from Major Collector
#13 to Rte . 522 along periphery of Cutalong development.'
Shared use path on north side of Rte. 208 from location of current Rte. 652
intersection, extending to local road #1.
Safety improvements at Chopping Road/623 and Rte. 52~.
-

Length in
Miles

-

Lanes

Cost Estimate

0.77

2

$2,933,700

0.63
0.32

2
2

$2,400,300
$969,600

0.32
0.44
0.15
3.23
1.67
0.20
2.51
0.67
0.21
0.51
0.26
3.76

2
2
2
4
3
2
2
3
2
3
2
0

$969,000
$1,478,400
$504,000
$17,926,500
$4,784,550
$672,000
$8,433,600
$1,919,550
$730,800
$1,461,150
$702,000
$1,240,800

1.13

0

$372,900

0-

-

-

0

L.

_

. _

__

_

Note: Cost Estimates include Right of Way, Preliminary Engineering and Construction Costs. Costs were calculated to include road lanes,
sidewalks, bike lones, shared use paths, etc. where appropriate.

_ _

_

Recommendations Project List (Ferncliff)
The number of the project corresponds to the number identifying the project on the associated Growth Area maps

Project
1
2
3
4
5
6
7
8
9
10

11
12
13
14

Description

Length in
Miles

Local road from Rte. 208 to Ferncliff Business Park. (with bike lane)
Local road from Rte. 208 to Ferncliff Business Park.
Local road w ithin Ferncliff Business Park.'
Local road from Rte. 250 to local road #1. (with bike lane)
Local road from Rte. 250 to local road #1.
Local road from Rte. 208, to carry local traffic east parallel to Rte. 250. (to Holland
Creek Road)
Local road from Rte. 208, to carry local traffic east parallel to Rte. 250. (to Holland
Creek Road)
Local road linking local roads #6 and #7.
Local road linking local roads #6 and #7.
Local road linking local roads #6 and #7.
Widen Rte. 250 to 3-4 lanes from Rte. 208 to Ferncliff Business Park.
Widen Rte. 208 to 3-4 lanes from Rte . 250 to 1-64.
Shared use path on west side of Rte. 208, extending to Moss-Nuckols School.
Shared use path on north side of Rte. 250, extending just past Ferncliff Business
Park.
Cost Estimates include Right of Way, Preliminary Engineering and Construction Costs. Costs

Note:
sidewalks, bike lanes, shared use paths, etc. where appropriate.
• Project #3 is now in planning by a private developer, but cost estimate is the County's.

Lones

Cost Estimate

0.63
0.67
0.46
0.25
0.25
0.81

2
2
2
2
2
2

$1,285,200
$1,065,300
$1,524,900
$735,000
$622,500
$1,385,100

0.88

2

$1,504,800

0.20
0.20
0.20
0.73
0.36
1.85
1.05

2
2
2
4
4
0
0

$252,000
$342,000
$252,000
$4,708,500
$2,322,000
$610,500
$346,500

were calculated to include road lanes,

Recommendations Project List (Gum Spring)
The number of the project corresponds to the number identifying- the project on the associated Growth Area maps

Project
1
2
3
4
5
6
7
8
9
10

11
12

Description
Local road from Rte. 522 to Oakland Church Road.
Local road from Rte. 522 to Dongola Road. (with bike lane)
Local road from Rte. 250 to Local road #2.
Local road from Rte. 250 to Local road #2.
Local road from Rte. 250 to Local road #2. (with bike lane)
Local road from Rte. 250 to Local road #2 .
Widen Rte. 522 to 3-4 lanes from Rte. 250 to Owens Creek Road. (includes 1-64
bridge widening)
Major Collector from Rte. 522 to Holly Grove Drive .
Major Collector from Rte. 522 to Major Collector #8.
Major Collector from Major Collector #8 to Major Collector #9.
Shared use path on east side of Rte. 522, extending to Owens Creek Road.
Shared use path on north side of Rte. 250, extending to Oakland Church Road.
Local road from local road #1 to Oakland Church Road.

Length in
Miles

Lanes

Cost Estimate

1.65
2.09
0.44
0.41
0.40
0.39
3.08

2
2
2
2
2
2
4

$4,108,500
$6,144,600
$1,095,600
$1,020,900
$996,000
$971,100
$21,947,640

2.72

3
3
3
0
0
2

$10,689,600
$4,254,450
$4,894,500
$1,016,400
$537,900
$352,800

1.13
1.30
3.08
1.63
0.28

13
Note: Cost Estimates include Right of Way, Preliminary Engineering and Construction Costs. Costs were calculated to include road lanes,
sidewalks, bike lanes, shared use paths, etc. where appropriate.

Recommendations Project List (Shannon Hill)
The number of the project corresponds to the number identifying the project on the associated Growth Area maps
Project Description
Lanes
Length in

Cost Estimate

Miles
1
2
-

Extension of planned Clark Country road to link Rtes. 605 and 606 (Waltons Store
Rd).
Local road to serve Shannon Hill commercial center.

3.04

2

$10,579,200

1.78

2

$3,631,200

-

Note: Cost Estimates include Right of Way, Preliminary Engineering and Canstruction Costs. Costs were calculated to include road lanes,
sidewalks, bike lanes, shared use paths, etc. where appropriate.

Recommendations Project List (Gordonsville)
The number of the project corresponds to the number identifying the project on the associated Growth Area maps
Project Description
Lanes
Length in

Cost Estimate

Miles
1
2

Major Collector from Orange County line to existing Rte. 15.'
Major Collector from existing Klockner Road ~ntersection of Rtes.lc5 an(J13.

-

-

1.17
0.71
--

I

4
3

$12,811,500
$1,917,000

Note: Cost Estimates include Right of Way, Preliminary Engineering and Construction Costs. Costs were calculated to include road lanes,
sidewalks, bike lanes, shared use paths, etc. where appropriate.
• Cost estimate is for the portion of this road in Louisa County anly.

I
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Chapter 8:
Funding and Implementation

Chapter 8 - Implementation

Funding and Implementation
The purpose of the Transportation Plan is to create a framework of goa ls and strategies to help plan for
future transportation improvements and policies in Lou isa County. The plan identifies a vis ion for how
motorists, bus riders, cycl ists, pedestrians and others w ill get around the county. Furthermore, the Land
use chapter of the Compre hensive Plan set s the direction for growth in the County over a five-to-20-year
period, and the transportation netwo rk has a sign ifica nt influence on patterns of development.
The Transportation Plan serves as a sta rting point, but in order to implement these strategies, they each
need to be matched w ith an appropriate funding source and governi ng body with the authority to carry
out the plan . A more in-depth financial plan w ill be necessa ry to align implementation strategies and
potential funding sources, both loca l and from outside of the county, w ith various elements ofthis
tran sportation plan .
Following the list of tools and fundin g sources, some genera l recomm endations are provided for how to
implement priority projects.

Local Implementation Tools
A major aspect of transportation planning is dema nd . Whenever a locality approves a new
deve lopment, there wi ll be additional cars on the surrounding road ways and demand on the overa ll
tran sportation system. The first step towards managing this syste m is to assess and, if needed, improve
the existing ord inances and plans, w hich are fundamental in shaping t he community and how people
move around it.

Corridor Plans
If a community is es pecially interested in making improve ments to transportation alo ng a particular
ro ad, it may choose to develop a Corridor Plan . Two studies have examined the Route 250 and Route 15
corrid ors. The Route 250 East Corridor Study was produce d in 2004 for the section of th is road betwe en
Charlottesville and Zion Crossroads. The st udy was see n as necessa ry to prepare for anticipated growth
along this corridor, as development spread eastward from Charlottesvil le. The Northwest
Fluva nna/Southwest Louisa Corridor Study (2007) looked at Routes 250 and 15 in the Zion Crossroads
area. It included a Frame work Plan with specific project recommendations for Zion Crossroads. A
Corridor Plan enables a community to look at the relationship between land use and tran sportation
along a road and to set parameters for growth before it happens. The Plan may set the stage for both
short-range and long-range proj ects as funding becomes avai lable.
ZOllillg Ordillallce
Zoning ordinances are typically considered land use tools, but the y have an important transportation
component as well. Many district regulations set standards for road, sidewa lk and path deve lopment to
be met in accordance w ith the desired development intensity within a given district. For exa mple,
sidewalks could be requ ired on all streets in a PUD, C-2 or R-2 district, w here multiple residential and/or
commercial projects are often built in close proximity. Off-street paths might be re quired to link these
districts.
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At the level of individual sites, zoning codes may require developers to show certain amenities on their
plans, including sidewalks, bike lanes, off-street shared-use paths, with appropriate minimum and
maximum w idths. Additional specifications for sidewalk, lane and path su rfaces might include slope and
materials to ensure access for people w ith physical disabilities.
The use of land, which is guided by zoning, is another aspect of this local authority that greatly
influences the transportation system. For instance, if a community allows for high density development
in an area with limited road capacity, then there is a high likelihood that those roadways will fail. This
relation sh ip between transportation and land use is a critical element to consider with any zoning
consideration.

Subdivision Ordinance
While the zoning ordinance regulates the use, intensity and bulk of developments, the subdivision
ordinance governs how that land is divided. This device was first conceived as a strategy for ensuring
that roadways and other infrastructure from new developments were consistent with those in the
surrounding community. As a result, the subdivision ordinance may have similartransportation
requirements to a zoning ordinance, except that these only go into effect once a parcel has been
subdivided . Although the Virginia Department of Transportation sets many road standards in its
regulations (e.g. 50-foot ROWs, sidewalk on one or both sides depending on importance of the road,
connectivity between parcels, access management, etc.), individ ual counties are free to generate their
own specifications beyond state regulations to tailor road improvements more specifically to the
community's vision.

Maintenance Plans
All facilities, including recreation trails and shared-use paths, require regular maintenance to redu ce the
damage caused over time by the effects of weather and use. Many maintenance issues can be reduced if
properly addressed in the planning and design phases before construction even begins. A funding plan
should be in place to ensure trails will be maintained over time. In some cases this may be a good
opportunity to develop a public-priva te partnership, so that the County is not the so le entity responsible
for maintenance.

Local Funding Sources
While there are several tools and strategies for managing the demand on roadways and the
transportation system, the more direct challenge for decision-makers is found with increasing the supply
of this infrastructure. Building roads, sidewalks, and trails costs money. Ultimately, local offices must
face how to fund and prioritize projects, trying to get the most out of limited resources. The following
provides an overview of funding options. None of these options offer a cure-all solution. Each comes
with its own costs and benefits, but this catalog presents ideas and a starting point for considering and
weighing funding opportunities.

General Revenues
In order to spend general revenues collected w ithin the county on infrastructure, a transportation
project must first be included in the s-year Capital Improvements Projects (CIP) list. Specified projects
may be bonded if approved by voters through a referendum. Many assistance programs require local
matching funds.
Louisa County Transportation Plan
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Proffers
Proffers are voluntary payments made by developers to localities during a rezoning process to offset any
expected adverse impacts from a proposed development. Proffers may include direct transportation
improvements, or they can be cash proffers that are used by the county to improve transportation
infrastructure of their own choosing. Developers need not offer proffers for by-right development, and
Louisa County currently limits cash proffers to $4,362 per lot for new subdivisions. Although developers
may offer any direct transportation improvement, in order for the county to use a cash proffer on a
project it must be previously approved as part of a loca lity's Capital Improvement Plan and mu st be
geared towards mitigating the impacts of the given development. In fiscal year 2006 the largest share of
revenue proffered by Virginia localities was allocated to roads and other transportation improvements.

TraffiC Impact Fees
Impact fees have a similar purpose as proffers, to offset traffic impacts of development, although they
function quite differently than proffers. They are mandatory payments required for both by-right
developments and rezonings. The fee schedule is determined by the county beforehand w ith an
ordinance.

In order to implement an impact fee system, the locality must adopt an Impact Fee Service Area as part
of the Comprehensive Plan w ith clear boundaries show ing which parcels are included . Second ly, after
an assessment of transportation improvement needs the county must adopt a local ordinance to impose
the fees. Once an ordinance is in place, fees may be collected upon issuance of a building permit. Fees
must be refunded if construction is not completed w ithin a reasonable amount of time. Virginia State
Code 15.2-2318 is the current enabling legislation for Traffic Impact Fees.

Special Taxillg Districts
Special assessment districts focus a tax assessment on a small, well-defined area within a local
jurisdiction for a specific project. A tax may be levied on the property owners in th e district if a project is
of substa ntial and primary benefit to this particular district.

Service Districts
One type of assessment district that Louisa may consider is a Service District. These are common
throughout the state and are created for a w ide range of infrastructure improvements, including
transportation. A county can create a service district if it has the approval of over 50 percent of the
property owners, and if these are the owners of at least half the property to be served. A ta x rate can
be set to fund construction, maintenance, and general upkeep of street s and roads. Usually the
improveme nts stimulate private sector development. One of the cha llenges with a Service District is to
set the ta x rate high enough to pay for specific projects . Virginia State Code Sec. 15.2-2400 is the
enabling legislation for Service Districts.

Tax Illcremellt Financing
A second type of assessment district enables the use of a tool known as Tax Increment Financing (TIF).
In this case, before development begins or improvemen t s are made, the property tax rate is frozen. The
ta xes continue to be paid but the difference between the original assessed ta x and the tax on assessed
value after the improveme nts (the increment) is deposited into a special account that is used to payoff
the bonds that were sold to finance the improvements. This money can also be leverage d for more
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improvements in the district. Forty-six states, induding Virginia, authorize TIF. To date, the tool has
been used primarily in urban areas of Virginia.
There are risks of using TlF. It may divert property tax revenue from other potential uses whi le the
bonds are being paid off, and the financing depends upon a future increase in assessed value of the
property. If development does not occur to the degree anticipated the county would lose revenue
through the investment. Virginia State Code Sec. 58.1-3245 is the enabling legislation for Tax Increment
Financing.

Community Developmellt AutilOrities
Community Development Authorities (CDAs) can be authorized and created by a local governing body
upon petition by at least 51% of the land owners within the proposed CDA bou nda ri es. A CDA can span
across multiple jurisdictions if each body adopts an ordinance to create it.
CDAs are authorized and created for the purpose of providing public infrastructure associated with the
development or redevelopment of an area. A CDA is empowered to issue tax-exempt bonds for many
different kinds of infrastructure improvements, induding roads. Any bonds issued by the CDA are repaid
t hrough specia l assessments levied upon all the property owners within the boundaries of the CDA
district. Such specia l assessments cannot exceed .25 dollars per $100 dollars of assessed value unless
every property owner in the CDA agrees to a higher special assessment. Most CDAs are commercial or
mixed-use, giving them access to more ta xing options than a strictly residentia l development. Virginia
State Code Sec. 15.2-5155 is the enabling legislation for CDAs.

Recordotioll Tox Revellues
An additiona l means by which the County might raise tax revenue would be t hrough fees paid when
deeds, plats or other lega l documents are recorded. Many communities around the United States have
used their transfer tax on rea l estate transactions to raise funding for affordable housing trust funds.
The same type of fees might be used for transportation funding. Virginia State Code Sec. 58.1-802 is the
enabling legislation fo r Recordation Tax levies.
User Fees
Although it is uncommon for rural localities in Virgin ia to levy user fees for transportation infrastructure,
this is an avai lable option. This would be in the form of tolls collected to use roadways.
Volunteer Labor
Sometimes county governments are able to leverage sign ificant loca l volunteer labor for transportation
projects. Often transportation enhancement projects such as multi-use trai ls or roadside beautification
can generate the community support necessary to draw volunteers. Organization will often be
accomplished through a partnership with local groups. Volunteer labor may sometimes be counted,
depending on the program, toward a local match for assistance funds.
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State and Federal Level Resources
Virginia Department of Transportatiol1 (VDOT) Maintenallce FUl1ds
Roads that meet Virginia Department of Transportation's (VDOT) acceptance criteria for either primary
or secondary roads are eligible to receive state maintenance funds. The most recent criteria became
effective in July, 2009. Often developers petition for inclusion of new roads for VDOT maintenance, but
existing roads can also be added to the state list through action by the Board of Supervisors.

VDOT Rural Additions FUl1ds
VDOT allows eligible counties to use 5% of allocated Secondary Street Funds to improve rural roads that
do not currently meet VDOT's acceptance criteria for state maintenance and that have been in service
since before 1992.

Rural Rustic Road Program
Rural roads already accepted into VDOT's Secondary road network are eligible for funds to allow paving
or w idening. An application must be initiated by the county Board of Supervisors.

Highway Safety Improvement Program
The Highway Safety Improvement Program (HSIP) is a federal program established in 2005 to help
reduce traffic fatalities and injuries nationwide. HSIP disperses $220 million a year to improve the safety
of railway crossings and another $90 million for the High Risk Rural Roads program. Bicycle and
pedestrian safety grants are also awarded. VDOT administers these funds and accepts applications from
localities. Preference is given to projects with low costs that target high crash sites.

Transportation El1hancement Program
The Transportation Enhancement Program (TEP) is intended to encourage alternative transportation
projects, such as bicycle and pedestrian facilities, beautification projects, and environmental mitigation.
Funds are administered through VDOT as a reimbursement to localities for up to 80% of eligible project

costs.

Safe Routes to SciIOO/
The Safe Routes to Schoo l (SRTS) program exists to "e nable and encourage children, including those with
disabi lities, to wa lk and bicycle to school." Funding is distributed by VDOT for both a preliminary
planning phase and a secondary implementation phase. Projects can be program-based or include
infrastructure improvements. Eligible projects must be located within a certain distance of a school.

VDOT Revenue Sh aring Program
VDOT accepts applications from localities for additional state funds to match local funds for specific
transportation projects. Construction, reconstruction, or improvement projects can be submitted by the
county Board of Supervisors for evaluation. Each locality may request up to $1 million per year. All
approved funds for FY 2010 included a match of at least 50% by the locality.

Ra il Enhancemellt FUlld
This fund, administered by the Commonwealth Transportation Board (CTB), supports freight or
passenger rail improvements. Industria l Access Grants are available through the Fund to serve railroad
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tracks or facilities that serve industrial or commercial sites. Specifica lly, the grants help localities that
want to provide freight rail service between a commercial facility and common carrier railroad tracks.

Virginia Recreational Trails Fund
The Virginia OCR (Department of Conservation and Recreation) administers federal highway funds set
aside specifica lly for trails or trail facilities. The fund is used for motorized or non-motorized trails,
although the largest portion is allocated to multi-use trails. Up to 80% ofthe costs incurred by the
County for trail construction or maintenance are eligible for reimbursement by OCR. The primary
purpose is to promote recreational trails, but there may be a secondary transportation function.

Transportation Infrastructllre Finance and Innovation Act (T1F1A)
The Transportation Infrastructure Finance and Innovation Act (TIFIA) program provides Federal credit
assistance in the form of direct loans, loan guarantees, and standby lines of credit to finance surface
transportation projects, typically ones that are large-scale and complex. Public or private entities
seeking to finance, design, construct, own, or operate an eligible surface transportation project may
apply for TIFIA assistance. Examples of such entities include state departments of transportation, local
governments, and transit agencies.

Federal Transit Administration (FTA) grants
The FTA manages severa l grant programs, many of which may be dispersed directly to local
governments. Relevant programs may include but not be limited to Rural and Small Urban Areas, Bus
and Bus Facilities, Rural Transit Assistance Program, the New Freedom Program for persons with
disabilities, and Rail and Fixed Guideway Modernization. Application procedures are different for each
grant.

Federal Earmark Fllnds
A Virginia Representative of the U.s legislature may be able to secure funds for a specific transportation
project within a congress ion al bill. Often funds for the Transportation, Community, and System
Preservation (TCSP) program are secured through congressional earmarks.

Private Grants
Many non-profit SOl(c)(3) organizations can assist to fund certain elements of transportation projects in
accordance with their mission. Regional and national foundations work to support many transportation
causes, including providing options for persons w ith disabilities, susta inability, socia l equity in
transportation access, and safety.
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Chapter 8 - Implementation

Recommendations
Financial Plan
•
Develop and implement a responsible financial plan that identifies existing and new funding
mechanisms, including funding initiatives (such as bonding authority, transportation Service
Districts, recordation tax revenues, etc.) to achieve the county's transportation system
objectives.
Revenue Sharing
• Continue offsetting the cost of projects by utilizing the Virginia Department of Transportation
Revenue Sharing program.
Public-Private Partnerships
• Encourage the development community to mitigate the financial burden associated with
increased demand on tran sportation facilities through public-private partnerships and other
volunta ry means .
State and Federal Funding
• Apply for all available State and Federal assistance throu gh appropriate funding programs,
including those identified in this chapter.
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Public Outreach for 2010 Transportation Plan:
Survey Results
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Note: Rte. 33 (Cuckoo to Hanover line) was mistakenly left out of the survey for most of the time it was posted.
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Question # 5: Please indicate which roads have these attrihutes·
Unpleasant to Drive
On
Rte. 33 (Gordonsville
to Trevilians)
Rte. 33 (Trevilians to
Town of Louisa)
Rte. 33 (Town of
Louisa to 522 in
Cuckoo)
Rte.15
Rle. 22 (Albemarle line
10 Trevilians)
Rte.250
Rte. 522 (Goochland
to Mineral)
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Spotsylvania Line)
Rte. 208 (Ferncliff to
Town of Louisa)
Rte. 22 (Town of
Louisa to Mineral)
Rte. 208 (Wares
Crossroads to
Spotsylvania line)
Rte.605
Rte.652
Rte.618
Rte. 33 (Cuckoo to
Hanover line)

Have Scenic Value

Popular for Walking

Popular for Biking

Need Lower Speed
Limits
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2
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3
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6
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6
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Note: Rte. 33 (Cuckoo to Hanover line) was mistakenly left out of the survey for most of the time it was posted.
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Question # 6: If it were an option, could you benefit from walking or biking to one of these destinations:
Work
School
Shoppinq
Park or Lake
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Question # 8: If more bus service on JAUNT were available, what would be the best route?
• Many respondents said they were unfamiliar with JAUNT.
• 7 of the 29 specific responses were for a route linking the towns of Louisa and/or Mineral with Gum Spring, Short Pump
and/or Richmond. Four responses called for service to Gordonsville from other parts of the county.
• Other respondents said there should be more bus service linking Mineral and the Town of Louisa, or to Zion Crossroads.
Question # 10: If the County were to build paths for bikes, walking, other non-motorized activities, where would you build
them?
• Of 53 people who responded to this question, 18 suggested paths in or around the two towns. Another 7 respondents suggested
paths near Lake Anna.

Question # 11: Would you like to see paths for horse-riding or ATVs?
• 79 of 124 respondents (64%) said they did not favor paths for horse-riding.
• 76 of 141 (54%) said they supported paths for ATVs. Most student respondents supported ATV paths; most non-student
respondents were against.

Question # 12: Would you like to see more boat access on Lake Anna?
• 82 of 134 respondents (61 %) favored increased access to Lake Anna.

Question # 13: How would you rate access by road to these destinations?
• 51 of 122 respondents (42%) rated road access to Fredericksburg from Louisa County as fair or poor.
o
The most ratings ofroad access to a place as "poor" was for the South Anna River. (13)

Question #14: Please rate these aspects of transportation in Louisa:
• 118 of 158 respondents (75%) rated the width of road shoulders as fair or poor.

Question #15: Please indicate which commercial development you would prefer to shop at:
• 99 of 167 respondents (59%) favored the top image, which showed a mall in the rear of the image with a large parking lot in
front. Student respondents heavily favored this image.

Question #16: Please indicate which street layout you would prefer to live on:
• 82 of 161 respondents (51 %) favored the image at left, which showed a neighborhood with interconnected streets. 49%
favored the image at right, which showed a suburban-style street layout with multiple cul-de-sacs. Student respondents tended
to favor the interconnected street layout. Many respondents indicated they like the idea of easy access to nearby services, even
though they preferred the visual appeal ofthe other image.

Public Outreach for 2010 Transportation Plan:
Public Meeting Results
JOUETT SCHOOL
LIKES
• Scenic Roads, Country Character
• Carpooling
• JAUNT bus service
• Road maintenance
• Betty Queen Center (easy to get to, many uses in one place)
• Middle, high schools in center of county
• Airport: another way to get in and out
• Rail provides great opportunity
• Good interstate access
• Transportation plan helps us focus
DISLIKES
• Poor infrastructure in growth areas
• Lack of capacity on major roads
• We don't have true arterials
• Roads unsafe due to no shoulders
• Losing VDOT office
• School bus stops with safety issues
• Bus routes could be mapped better
• Dangerous rail crossings
• Long bus ride to Charlottesville
• Need more safe places for outdoor recreation
• Safety issues for boats on Lake Anna

o
o
o
o

Log and other large trucks on back roads
No money, no clear way to fix our roads
Not enough carpooling
Plans don't account for transportation

OUR VISION
We will have a plan (and money) to meet our infrastructure needs in the growth areas and elsewhere in the County. Our transportation choices
will be safe; will serve multiple modes of travel including motorists, pedestrians and others; and will be appropriate for the needs of citizens,
visitors and businesses. We will capitalize on the assets we have such as the Betty Queen Center and the airport.

STRATEGIES
o Develop the main entrance to the County Office Building off Rte. 208 (10 dots)
o
Expand JAUNT service (9 dots)
o
More Park and Ride lots (at other 1-64 entrances) (inexpensive) (can double as bus stop) (8 dots)
o
Make safety improvements wherever possible (7 dots)
o
More trails in the Lake Anna area (and tie trail networks together) (6 dots)
o
Plan for where trails should be (6 dots)
o
Ask developers to dedicate right-of-way (5 dots)
o
Need to obtain right-of-way for projects (4 dots)
o Consider a thoroughfare plan that developers would have to comply with (2 dots)
o
Connectivity is important in shopping centers, too, by creating more value (2 dots)
o
Clarify when Traffic Impact Studies will be required (1 dot)
o Make sure developers stick to their commitments of dedicated land
o Property owners must support connectivity projects in order for them to happen
o
Measures to relieve congestion between Louisa and Mineral on Rte. 22, other than a bypass
o
Identify funding sources for transportation at time of conceptual design of development projects, not later
o Pursue projects already on the County's transportation Priority List and in the Six-Year Plan.
o
Encourage property owners to invest in their own road

JEFFERSON SCHOOL
LIKES
• Lots of alternative routes to get in and out of the County to shopping and cities
• (even with smaller roads)
• Park and ride lots
• Sidewalks in Town of Louisa and in Mineral in future
• At certain hours, wa lking is an option outside the towns
DISLIKES
• Better parking and reIated signage needed in Town of Louisa
• Roads have not kept up with population or drivers per household
• Congestion after school and at other peak hours
• No alternatives (bus, train) to driving
• Lack oflnternet forces us to work outside the home and travel long distances
• Not many crosswalks
• Excessive speed limits on certain roads
• Lack of continuity in major routes across the County, such as Rte. 522 and 208
• Lack of connectivity in neighborhoods creates potential delays for emergency access
OUR VISION
We will have alternative ways to travel , whether on roads or off, using anything from a golf cart to a train to a hovercraft. We won't have to rely
on cars, but we will have a road system that allows us to grow and move traffic effectively. We will bui ld our road infrastructure to correspond
with economic development.
STRATEGIES
•
•

For safety and capacity reasons, Rte. 22 between Louisa and Mineral should be expanded to four lanes.
Route 208INew Bridge Road needs to be improved/widened to handle future growth as the gateway to Lake Anna.

•
•
•
•
•
•

A bypass around Mineral is necessary, either on Rte. 522 or Chopping Road. Many people already find ways to bypass
the town.
Develop a bypass around the Town of Louisa.
Take advantage of our four interstate exits to develop commerce. (Three exits in Louisa and one just outside the county
line in Goochland)
Make safety improvements at critical, dangerous locations (notably near Moss-Nuckols School on Rte. 208)
Pursue partnerships with developers, such as land donations for right-of-way, even when actual land development is
still in the future.
Plan for improvements before workers arrive to build Unit 3 at North Anna Station. This includes forming a committee
to consider economic, housing and transportation issues.

TREVILIANS SCHOOL
LIKES
• Gravel Roads
• Driving over 35 mph on major roads
• Many roads (in Green Springs) comfortable for walks, hikes, riding horses
• No need in Green Springs for urban infrastructure like sidewalks
• Scenic roads
• Rural feel of roads
• Rt. 613 is a Scen ic Byway
• Navigable creeks and rivers
• JAUNT + Park and Ride Lots are great
• Walkability in towns
DISLIKES
• Congestion on Rt. 15 in Zion Crossroads
• 1-64 ramps, bridges over Rt. 15: narrow!
• Enough stop lights in Zion Crossroads
• Uncontrolled intersections (need more stop lights)

•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Rt. 15 has too much truck traffic
Lack of transport planning in land use decisions
Lack of plan for alternative to Rt. 15
Need more pedestrian facilities near homes and around Zion Crossroads
Lack affordable, frequent public transit to cities
Speeding vehicles on 15 threaten safety
Not enough speed limit enforcement
Disrespect of traffic laws (pass stopped schoolbuses)
Lack of guardrails or shoulders on 15 and Rt. 250
Lack of signage re: farming area
Bridges not wide or strong enough for farm equipment
Trucks parked illegally on roads
Truck noise on Rt. 15
Key roads lack Scenic Byway status
Confusing Zion Crossroads traffic pattern
Dense development
Inappropriate land uses in farm areas

OUR VISION
We will preserve our rural , farming areas, which is one of our unique advantages . We will do this in part by developing our road infrastructure
accordingly . We will plan to avoid the safety and capacity problems created in the past, as well as inconsistent uses . We will plan for the needs of
people who can 't rely on a car for travel.

STRATEGIES
•
•
•

Relocate Rte. 15 traffic with "bypass" route west of Rte. 15 from Green Springs Rd. to Rte. 22 near Boswell's Tavern
Support Gordonsville bypass
Divert traffic away from farm (gravel) roads (including Jack Jouett, Green Springs, Hamilton, others shown on map at meeting)

•
•
•
•
•
•
•
•
•

Make safety improvements, including guardrails on east side of Rte. 15 north of Boswell's Tavern and between Wal-MartlLowe's
and Green Springs District
Add striping on Rte. 15. The change a few years ago from striped to dashed is a safety issue, especially north of Boswell's Tavern
Reduce speed limits - flashing "slow down" lights; 45 mph on Rte. 15 north of Rte. 33 intersection near Gordonsville
Reduce speeding on Old Mountain Rd.!640 between Rte.208 and Shannon Hill Rd.
Add no parking sign to reduce tractor trailer parking on Rte. 15 near Wal Mart distribution center and 1-64 interchange
Preserve gravel roads
Broaden list of roads designated as Scenic Byways in agricultural/historic/rural areas (including gravel roads)
Develop roads plan showing new roads, improvements, etc. to better coordinate traffic with land use choices
More police patrols to enforce speed limits

....*..,

Site Design Guidelines
(434) 296-3184 • www.ridejaunt.org • Revised May 2010

These guidelines are intended to specify the minimum conditions for JAUNT to provide door-to-door
transportation service, in the hopes of eliminating borriers to accessible transportation in the
community. JAUNT offers door-to-door and curb-to-curb service in the City of Charlottesville and the
counties of Albemarle, Fluvanna, Louisa, and Nelson. Development plans in these jurisdictions should be
sensitive to how residents and visitors could access JAUNT transportation. These guidelines are not
engineering documents and are not intended to be used for construction. If a site is developed without
conforming to these guidelines, JAUNT may not be able to provide service there.

Design Characteristics
Minimum vertical clearance: 11 feet where the drive area is flat. Where the driveway has grade
changes nearby, this clearance may need to be increased. Maintaining adequate clearance is especially

important for canopies over loading areas, so that passengers may load and unload under the canopy in
inclement weather.
Minimum horizontal clearance: 10 feet w here the drive area is not curved . For curves, a wider area is
needed.
Tightest allowable curb design radius: 20 feet if there is no room to swing wider than the curb before or
after the turn. Tighter curb radii are fine if lane w idths allow ve hicles to set up and complete turns away
from the cu rb.

R2

Minimum allowable inner and outer
design radii. Although shown together
here, an inner radius of 20 feet should
not be combined with an outer radius
of 30 feet. This would result in a lane
too narrow for JAUNT to use.

Smallest allowable design radius for a cul-de-sac: 30 feet (this reflects the outside front w heel's travel
path). A wider circle may be needed if the neck has a curb radius tighter than 20 feet and there is no
room to swing wide to set up the turn .

Vehicle Dimensions
JAUNT's vehicles range in size from smaller IS-passenger vans to la rger body-on-chassis buses with a
center ais le. JAUNT's most common vehicle type, an 18-passenger bus, has the following characteristics:
•
•

9 ft w ide, 10 ft high, 27 ft long
Rear overhang of 6.5 ft from back of rear tire to
outside of bumper

•

Gross Vehicle Weight Rating: 12,300 Ibs (4300 Ibs
front axle, 8600 Ibs rear axle)

•

19-ft turning radiu s (29-ft radius for front of vehicle's
travel path)

•

Whee lchair lift deploys on the right side behind the
rear wheels

JAUNT's largest vehicle seats 24 passengers, and although it is
not typically used for door-to-door service, it should be
accommodated at locations that might have group trips for
more than 18. Sites not designed to accommodate this
vehicle w ill not be able to use it. It has the following
characteristics:
•

9 ft wide, 10.5 ft high, 30 ft long

•

7.5 ft rear overhang

•

GVWR: 19,500 Ibs (7000 Ibs front axle and 13,500 Ibs
rear axle).

•

lS-ft turning radius (28-ft radius for front of veh icle's
travel path)

•

Wheelchair lift deploys on the right side behind the rear whee ls

If Charlottesville Area Transit may operate within a site, consult w ith its staff. Its buses are up to 36 ft
long and 10.5 ft high. Some have empty weights approaching 13 tons and require a larger turning radius.
Wheelchair ramps or lifts may be in the front or rear.
Bus Stops
Ideally, bus loading areas shou ld be shown on site plans, especially for multifamily, commercia l, medical,
and mixed-use projects. The items below are illustrated in the drawing that follows.
•

Adequate space is needed for a bus standing area for t he vehicle (10 ft wide by 28 ft long).
Because JAUNT buses may idle for some time wa iting for passengers, the ideal standing area
does not block other veh icles or pedestrian paths.
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•

A landing area is needed t o deploy a w hee lchair lift. A standard access ible bus stop pad ' w ill
suffice if placed at the right rear corner of the bus sta nding area.

•

If the standing area is out of th e travel lane (such as in a parking lane), adequate length is

•

An accessible route' from the loading area to building entrance(s) .

•

If a bus stop sign is provided, it should be at the front of the bus st anding area and at least 2 ft

needed for a bus to pull in and out (60 ft tota l length) .

behind the curb.
•

If other fa cilities, such as a shelter, bench, or trash can, are provided, t hey must not obstruct the
landing area or the accessible path . (A shelter ca n cover the accessible path if its supports are
outside the path.)

accessib le path

o bus stop sign
Stand in g area

' - - - - - - 2 8 : - - - - - . - . .1
Turnaround Areas
JAUNT vehicles require a travel path into and out of a site. JAUNT prefers to avoid backing if possible,
because backing increas es risk. The ideal layout has a U-shaped drive, loop road, or a separate entrance
and exit, w hich allows passenger pick-up and drop-off wit hout
backing.
If th e above arrangement is not possible, a three-point turn is
less risky than more prolonged backing man euvers. Adequate

•

A cul-de-sac, loop,

turnaround space is required, based on the dimensions above

circle, or jug-handle

and cle arly designated as a no-parking zone. This ca n be

(no ba cking)

accomplished in a number of ways, some of w hich are shown.
R2

, See ADA Accessibility Guidelines (ADAAG, http://www.access-board.gov/adaag/html/adaag.htm. 10.2.1):
dimensions are 8 feet perpendicul ar to the bus by 5 feet parall el to the bu s; slope should match roadway slope
with a 2% maximum cross-slope allowed fo r drainage. Also see Draft Publ ic Public Rights-of-Way Accessibi lity
Guidelines (Draft PROWAG, http://www.access-board.gov/prowac/draft.htm#410. R410).
' See ADAAG, 4.3 and 4.4; ADA an d ABA Accessi bility Guidelines, Ch. 4, http://www.access-board.gov/ADAABA/final.cfm; and Draft PROWAG, http://www.access-board .gov/prowac/draft.htm#301. R301.
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•

Internal T-driveways or a loading area between two
accessible parking spots that is wide enough

to back

into (three-point turn; dimensions shown below are
typical for internal private roads but are not
necessarily required minimums)

To minimize pa ved areal site
designers may want to note the rear
ove rhang of JAUNT ve hicles. If a
turnaround space is designed for a
vehicle to back into a three-point
turn, the pa vement can be about 6 ft shorter than the length of the bus, as long as the space is a clear
area without plantings or structures higher than a typical curb. The rear of the bus will overhang the
clear area but will not contact it.
Locations of loading areas should be considered w hen designating turnaround spaces. JAUNT cannot
regularly serve a facility w here vehicles must back entirely into or out of a driveway.
Surface Requirements
ADA requirements shou ld be followed for surfaces of pedestrian paths and bus stop pads (smooth, hard
surface such as concrete or crushed stone). Level routes to and from loading areas are important:
Drivers are not permitted to push whee lchairs across root-strewn yards or up and down steep slopes;
grass may also pose a problem.
For drive areas, pa ved surfaces are desirable but not required . Surfaces should be designed to support
the vehicle weights indicated above.
Other considerations
Ped estrian facilities w ithin a site can influence how easily JAUNT can serve it. Sidewalks and ramps
shou ld be compliant w ith ADA and the latest design guidelines' and logically arranged to make key

connections.

3 ADMG, htto://www.access-board .gov/adaag/html/adaag.htm; Draft PROWAG, http://www.accessboard .gov/prowac/draft.htm ; and ADA-ABA Accessibility Guidelines, http://www.access-board .gov/ADAABA/final.cfm .
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Glossary
Access Management- The systematic control of the location, spacing, design, and operation of entrances, median
openings, traffic signals, and interchanges for the purpose of providing vehicular access to land development in a
manner that preserves the safety and efficiency of the transportation system.
Agricultural Districts - A designated area or land parcel which restricts the conversion of the use of the land, preve nting
non-agricultural uses.
Allocations - The funds that are available each year as identified in VDOT's budget and Six Year Program.
Americans with Disabilities Act {ADAI- This is federal legislation requiring public transit services for people with
disa bilities comparable to existing public services at no more than twice the regular fare. JAUNT provides services for
the Charlottesville service area and the rest of the Planning District.
AMTRAK - A heavy rail passenger service, officially named National Railroad Passenger Corporation. It provides longdistance and some commuter rail service throughout the United States.
Automated Weather Observation System - An automated sensor suite designed to serve aviation and meteorological
observing needs for safe and efficient aviation operations and weather forecasting.
Average Doily Traffic (ADT) - The total traffic volume during a given time period, ranging from 2 to 364 consecutive days,
divided by the number of days in that time period, and expressed in vpd (vehicles per day) .
Boot Dock - A boating structure that is built over or floats upon the water and that serves property owner(s) for mooring
boats.
Boat Launch/Ramp - A facility to launch and retrieve recreational boats from a trailer. Some may be limited to hand
launching of canoes.
Boathouse - An accessory structure constructed either wholly or partially over a body of water and designed primarily to
provide shelter for watercraft or other related equipment.
Buckingham Branch - A Class III short-line railroad operating over 200 miles (322 km) of historic and strategic track in
Central Virginia.
Bus Rapid Transit (BRT) - A combination of high-tech, route, and equipment improvements to give buses fa ster, more
frequent service. BRT can include Signal prioritization, leve l-floor platforms, special lanes, real-time passenger info, and
road ways dedicated only to buses away from car traffic, connected to flexible feeder routes to serve areas off main
trunk lines.
Bvpass - A limited access arterial, usually at least four lanes wide, that connects major arterials and diverts traffic from
urban streets. Designed primarily for regional or statewide through traffic.
Capitol Improvement Program - A short-range plan that identifies capital projects and equipment purchases, provides a
planning schedule, and identifies options for financing improvements.
Carrying Capacity- The number of individuals who can be supported in a given area within natural resource limits, and
w ithout degrading the natural, social, cultural and economic environment for present and future generations.

Car-Sharing - A short-term car rental service which allows its members to reserve a rental car for short periods of time.
Typically implemented in urban areas.
Cluster Development - A development pattern for residential, commercial, industria l, institutional, or combination of
uses, in which the uses are grouped or "clustered", through a density transfer, rather than spread eve nly throughout the
parcel as in conventionallot-by-Iot development.
Commonwealth Transportation Board (CTB)- A board appointed by the Governor that approves all funding for federalaid and state transportation projects through the annual Virginia Transportation Development Program .
Community Development District (CDD)- A local, specia l purpose government and an alternative method for managing
and financing infrastructure required to support community development. A COD has several powers as a legal entity,
such as the right to enter into contracts; the right to own both real and personal property; adopt by-laws, rules and
regulations and orders; to sue and be sued; to obtain funds by borrowing; to issue bonds and levy assessments.
Commute - A home-to-work or work-to-home trip.
Commute. Labor Shed - An analysis that focuses on employment centers in a specific area and records where those
workers live.
Commute, Reverse - Traffic movement that goes in the opposite direction of the main flow of travel, such as from the
central city to an outer suburb area during the morning commute hour.
Commute Shed - An analysis that focuses on residential centers in a specific area and records where those residents
travel for work.
Commuter - Any person who regularly travels by vehicle to or from work or school.
Commuter Matching Service - Any system, whether it uses computer or manual methods, which assists in matching
commuters for the purpose of sharing rides to reduce the number of people driving alo ne.
Commuter Choice - A nationwide partnership designed to help employers create customized solutio ns to their
employees' commuting cha llenges.
Complete Streets - Roadways designed and operated to enable safe, attract ive, and comfortable access and travel for all
users.
Comprehensive Plan - A master plan to guide the long-term development of a government subdivision, such as a city or
county, to ensure that socia l and economic needs are balanced against environmental and aesthetic concerns.
Condemnation - The process by which property is acquired for highway purposes through legal proceedings based on
the power of eminent domain.
Congestion - When a roadway system fails to move veh icles and/or people in a timely manner, which may be caused by
an increased amount of vehicu lar traffic or ot her impedances in the network. In terms of Level of Service (LOS),
congestion may be defined as a Vehicle to Capacity ratio (V/e) greater than one or LOS of "0" or worse.
Connectivity Index- This is a measure of the number of links divided by the number of nodes.

Conservation Easement - An encumbrance which creates a legally enforceable land preservation agreement between a
landowner and a government or a qualified land protection organization, for the purposes of conservation.
Context Sensitive Design - An approach to roadway planning and design that develops appropriate, varying designs for
different segments of the road as it passes through communities, neighborhoods, and rural areas.
County- Unless otherwise stated in the plan, this term refers to Louisa County.
CSX Railroad - CSX Corporation, through its subsidiaries, is a multimodal freight transportation company serving
customers worldwide. CSX Transportation is the largest railroad in the eastern United States. CSX Corporation
subsidiaries also provide intermodal shipping, marine services, and domestic ocean-liner service. Its tracks run east-west
th rough the region.
Designated Growth Areas - A region designated by a municipality for appropriate future development. These areas
allow for residential, mixed-use, commercial, industrial, and institutional development and maintain public
infrastructure services with sufficient capacity to support the intended density and intensity of development.
Designed Road Capacity - The maximum traffic flow obtainable on a given roadway using all available lanes that any
given design allows.
Eastern Planning Initiative (EP/) - A land use and transportation study that focuses on the City of Charlottesville, and the
eastern parts of the Thomas Jefferson Planning District.
Egress - The exiting of vehicular traffic from abutting properties to a highway.
Eminent Domain - The power to take private property for public use with just compensation.
Federol Aviation Administration (FAA/- The federal agency that coordinates and regulates the airline industry and
airports.
Federal Highway Administration (FHWA/- This federal agency provides transportation project and planning funds
through programs such as STP, NHS and ISTEA Enhancement.
Federal Railroad Administration - The purpose of the Federal Railroad Administration is to promulgate and enforce rail
safety regulations, administer railroad financial assistance programs, conduct research and development in support of
improved railroad safety and develop national rail transportation policy.
Federal Transit Administration (FTA/- Provides grant funding for transit capital and operations planning. See VDRPT.
Freeway - A multilane highway designed for continuous traffic flow that provides the highest service in terms of mobility
for through traffic on a regional level. These highways have limited access to abutting properties, with few or no atgrade intersections.
Functional Classification - This is the federal system of classifying groups of highways according to the character of
service they are intended to provide and classifications made by the commissioner based on the operational
characteristics of a highway. Each highway is assigned a functional classification based on the highway's intended
purpose of providing priority to through traffic movement or adjoining property access. The functional classification
system groups highways into three basic categories identified as (i) arterial, with the function to provide through
movement of traffic; (ii) collector, with the function of supplying a combination of through movement and access to
property; and (iii) local, with the function of providing access to property.

Grade-Separated Interchange - An intersection of two or more transportation axes at different heights so that they w ill
not disrupt the traffic flow on other transit routes when they cross each other.
Green Infrastructure - An interconnected network of green spaces that can provide habitat, protect water and air
quality, protect rura l landscapes, provide areas for recreation, storm water, and f lood control, increase property va lues
and attract tourists.
Green Springs Historic District - An over 14,000 acre area in the Piedmont of Centra l Virginia . The homes and farms are a
continu um of Virginia rural vernacu lar architecture.
Guaranteed Ride Home Program - This program provides commuters who regularly take an alternate form of
transportation to/from work, such as vanpool, carpool, bike, wa lk, or transit; with a reliable ride home w hen an
unexpected emergency occurs (such as a sick ch ild or the need to work overtime).
Heartlond Corridor Project - A plan to build and improve double-stack capable rai lway corridors, which wi ll allow for the
movement oftwice as many containers at the same cost as traditional single stacking. The route would pass through
Charlottesvil le and Orange County.
High Occupancy Vehicle (HOV)- Vehicle with one or more passengers, such as a carpool, va npool, or bus.
Highway - A genera l term denoting a public way for purposes of vehicu lar travel including the entire area within the
right-of-way.
Ingress - The entrance of vehicu lar traffic to abutting properties from a highway.
Intelligent Transportation Systems (/TS)- Systems that use computer information technology to improve a
transportation system.
Intermodal Surface Transportation Efficiency Act {/STEAI- Legislation adopted by Congress in 1991. Includes increased
funding for transportation, sets forth broader planning requirements which include consideration of land use and multimoda l alternatives, allows flexible use of transportation funds for roads, transit, or other alternatives. Superseded in
1998 by the Transportation Efficiency Act for the 21st Century (TEA-21).
Interstate Highway System - The national system of limited-access interstate highways (1-64, 1-95) that links major cities
and rural areas throughout the US; used for fre ight and passenger travel.
JAUNT, Inc. - Public transportation service for people with disabilities and the rural public in the Planning District.
JAUNT is a public service corporation owned by the localities of Planning District 10 (except Greene).
Level of Service (LOSI- LOS scores (A through F) for roadways reflect how well traffic falls within congestion standards
established by the Transportation Research Board Comm ittee on Highway Capacity and Quality of Service. These criteria
are based on the flow of traffic through an area and the delay times at lights or intersections.
Long Range Transportation Plan - A document resulting from reg ional or statewide co llaboration and consensus on a
regional or state transportation system, that serves as the defining vision for the transportation system and its services.
In metropolitan areas, the plan indicates all of the transportation im provements schedu led for funding over the next
twenty yea rs.
Mobility - The quality or state of being mobile; the movement of people.
Multimodal-Including more than one mode of transportation (road, transit, bicycle, pedestrian, water, air, rail).

National Highway System (NHS)- A network of roads of strategic economic and military importance approved by
Congress in October 1995 which are eligible for designated funds. Interstate 64 is an NHS road that passes through
Louisa County. Congress allocates a designated amount of federal funds to the NHS system in the periodic
reauthorizations of the transportation bill.
National Household Travel Survey (NHTS)- A U.S. Department of Transportation (DOT) effort to collect data on both
long-distance and local travel by the American public. The survey gathers trip-related data such as mode of
transportation, duration, distance and purpose of trip. It also gathers demographic, geographic, and economic data for
analysis purposes.
Norfolk Southern Railroad - A major railroad with tracks running north-south through the region.
Obligations - Commitments by the federal government to reimburse the state for the federal share of a project's eligible
costs.
Para- Transit - A form of public transportation that is characterized by flexible routes and schedules, typically using small
buses to provide shared occupancy, doorstep, or curbside personalized transportation service.
Park and Ride Lots - Locations where commuters are able to leave their vehicles and use other transportation options to
complete their commute.
Piedmont Corridor - The rail corridor that parallels Route 29 from Danville through Lynchburg and Charlottesville and on
to Washington DC.
Piedmont Rail Coalition - A consortium of local governments, businesses and organizations that share a vital interest in
providing citizens with more options for transportation to and from the population and commercial centers to the north.
Planning District Commissions (PDC) - PDCs are regional planning bodies established by the Virginia Area Development
Act in 1969, operating on funds from the state, member localities, and public or private grants. There are 21 planning
districts. See TJPDC.
Primary Highway- The main system of major highways (Rt. 15, 22, 33,208,522, etc.) linking regions and cities across
the state. Investments allocated by the Commonwealth Transportation Board.
Quitclaim - This term is used to describe a document by which a property owner (the "grantor") disclaims any interest
the grantor may have in a piece of real property and passes that claim to another person (the grantee). In this plan,
quitclaims are discussed in relation to rights-of-way along roads.
Rails to Trails - A project to preserve unused rail corridors by transforming them into trails, enhancing the health of
America's environment, economy, neighborhoods and people.
RATS - Rural Area Transportation Study, a transportation planning program for rural Albemarle, Fluvanna, Greene,
Louisa, and Nelson counties.
RideShare - A regional program funded by VDRPT and staffed by the TJPDC which promotes traffic reduction through
the use of alternatives to single-occupant vehicles, including carpooling, vanpooling, transit, bicycling, and walking; and
employment options such as flextime, staggered hours, and telecommuting.
Right-of-Way - The land (usually a strip) acquired for or devoted to highway transportation purposes.

Rural Additions - The State provides funds, administered through VDOT, to this program for upgradi ng existing rural
roadways. This program allows localities to make improvements to privately owned roads, bringing them into
compliance w ith state roadway standards and allowing them to be eligible for state maintenance.
Rural Long Range Plan (RLRP) - A twenty-year long range transportation plan to evaluate the transportation system in
rural portions of the state and recommend improvements. Required by FHWA and VDOT.
Rural Rustic - A VDOT program that focuses on improving substandard rural roadways. The Rural Rustic Program is a
practical approach to paving low-volume roads. It aims to preserve the rural character of these roads, while improving
the roadway surface w ithin the current right-of-way.
Rural Technical Committee - The committee is composed of individuals with working knowledge of transportation and
land use. It provides technical review, comment, and recommendations on regional transportation issues. The
committee also crafts the Rural Long Range Plan.
SAFETEA-LU - An act of Congress authorizing the funds of transportation improvements from the Highway Trust Fund
for a six-yea r period including federal fiscal years 2005-2009.
Secondary Highway: Smaller road ways connecting communities and neighborhoods throughout the state. Maintained
and constructed by VDOT, in consultation with each County.
Secondary Street Acceptance Reguirements: The rules that govern the development of streets for accepta nce by the
Virginia Department of Transportation (V DOT) for perpetual public maintenance.
Single-Occupancy Vehicle (SOV) - A privately operated vehicle w hose only occupant is the driver.
Sight Distance - The distance visible to the driver of a passenger vehicle measured along a normal travel path of a
roadway to a specified height above the roadway w hen the view is unobstructed to traffic.
Sight Distance, Stopping - The distance required by a driver of a vehicle, traveling at a given speed, to bring the vehicle to
a stop after an object on the roadway becomes visible. It includes the distance traveled during driver perception,
rea ction times and the vehicle breaking distance.
Six-Year Improvement Program - A program that locates funds for tran sportation projects proposed for construction,
development or study in the next six fiscal years. The program is updated annually.
STP Funds - Federal Funds disbursed through state transportation agencies for Surface Transportation projects.
Stub Out - This is a tran sportation facility (i) w hose right-of-way terminates at a parcel abutting the development, (ii)
that consists of a short segment that is intended to serve current and future development by providing continuity and
connectivity of the public street network, (iii) w here there is a rea sonable expectation that connection with a future
street is possible, and (iv) that is constructed to at least the end of the radius of the intersection with the adjoining
street and w here the right of way is graded and dedicated to the property line.
Subdivision Ordinance - The local ordinance that sets forth the regulations that guide site development standards such
as road and grading requirements, utility provision, etc.
Tax Increment Financing Districts - A tool to use future gains in ta xes to finance the current improvements that will
create those gains.

TEA-21 Enhancement Program - Ten percent ofthe state's federal STP funds must be set aside for transportation
enhancements which support the Clean Air Act, protect historic resources, or otherwise enhance the community.
Thomas Jefferson Planning District Commission (TJPDC! - A twelve-member regional planning commission of elected
officials and citizens appointed by local governments of Charlottesville, Albemarle, Fluvanna, Greene, Louisa, and Nelson
counties. See also PDC.
Through Traffic - Vehicles that use roadways that travel through a city, town, or place but which do not have a
destination in that area.
Traffic Calming - Roadway devices that are intended to decrease the speed of vehicles within a defined area and/or
encourage pedestrian and bicycle travel. This typically affects traffic speed, as opposed to volume. Features can include
narrowing roadway widths, allowing more curves, or creating visual cues through landscaping and road design that
encourage drivers to slow down.
Traffic Circle - A traffic control device, designed to regulate and guide traffic through an intersection of two streets,
consisting of a raised island that is usually landscaped. When properly designed, these devices can reduce traffic speeds
and accidents at intersections.
Traffic Control Device - All signs, signals, roadway markings, and other devices that are erected by an authorized public
body, for the purpose of regulating, warning, or guiding traffic.
Traffic Impact - An adverse change in traffic as represented by an increase in congestion, worsening in level of service,
or reductions in safety and efficiency.
Traffic Impact Analysis - An analytical study of how a land use, plan, capital project or development will affect the
capacity, operations, and safety of the public roadway system.
Traffic Impact Mitigation Measure - Any measure taken to reduce the traffic impact on the public roadway system from
a land use, plan, capital project or development.
Traffic Model- A mathematical representation of traffic movements within an area or region based on observed
relationships between the kind and intensity of development in specific areas. Many traffic models operate on the
theory that trips are produced by persons living in residential areas and are attracted by various nonresidential land

uses.
Traffic. Peak Period - For any roadway, a daily period during which traffic volume is highest, usually occurring in the
morning and evening commuting periods.
TransAmerica Route 76 - A national, east-west bicycling route that travels from Oregon to Virginia.
TransDominion Express (TDXJ- A proposed passenger rail transportation project that would connect existing and
planned high speed rail corridors, and complement existing intercity and commuter railroad services. The route would
pass through Charlottesville and Orange County.
Transit-Oriented Development - A mixed-use residential or commercial area designed to maximize access to public
transport, that often incorporates features to encourage transit ridership.
Transit-Ready Development - A development strategy that re-orients redevelopment efforts early-on in the planning in
order to promote transit. As density increases the development can transition to become a transit-oriented
development.

Transit-Supported Development - A redevelopment strategy that reevaluates land use and development patterns to be
effectively served by a balanced transportation system where walking, bicycling and riding transit to work are balanced
with vehicles.
Travel Demand - The number of person trips taken during a given period in a defined geographic area.
Travel Demand Management (TDMI- strategies to improve efficiency of travel, including congestion management,
traffic reduction, and transportation alternatives. Strategies include carpooling, van pooling, car-sharing, transit, biking,
walking, tele-working, and ITS, along with support mechanisms such as schedule alternatives, park and ride lots, and
parking management.
Travel Demand Modeling - The process used to estimate the number of vehicles or travelers that will use a specific
transportation facility in the future.
Trip - A one-way journey that proceeds from an origin to a destination via a single mode of transportation; the smallest
unit of movement considered in transportation studies. Each trip has one production end (or origin - often from home,
but not always) and one attraction end (destination).
Trip, Daily - Travel from an origin to a destination by a vehicle during a 24-hour period.
Trip, End - The origin or destination of a trip. Each trip has two ends which constitute a two-direction vehicle movement
at the origin or destination of the trip.
Trip Generation - The total number of trip ends produced by a specific land use or activity.
Truck Route - A path of circulation required for all vehicles exceeding set weight or axle limits; a truck route follows
major arterials through commercial or industrial areas and avoids sensitive areas.
Vanpool- A ride-sharing practice similar to carpooling that allows commuters to share rides to work on a slightly larger
scale.
Vehicle Miles Traveled (VMT)- The measurement of the total miles traveled by all vehicles in a specified area during a
specified time.
Virginia Department of Aviation - A state agency that plans for the development of the state aviation system; promotes
aviation; licenses aircraft and airports; and provides financial and technical assistance to cities, towns, counties and
other governmental subdivisions for the planning, development, construction and operation of airports, and other
aviation facilities.
Virginia Department of Rail and Public Transportation (VDRPT)- Formerly a section of VDOT, now its own agency
reporting to the Secretary of Transportation. VDRPT manages grant funds for JAUNT and RideShare.
Virginia Department of Rail and Public Transportation's 2008 State Rail Plan - A plan that outlines proposed projects
designed to meet the Commonwealth's goals for the efficient and effective movement of people and goods through
passenger and freight rail transportation.
Virginia Department of Transportation (VDOT)- Agency responsible for statewide transportation facility planning,
construction, and maintenance. VDOT divisions include the Culpeper District Administrator's office, the CharlottesvilleAlbemarle Resident Engineer's office, and the Location and Design division in Richmond. See also VDRPT.

Virginia Statewide Long-Range Multimodal Transportation Plan (VTrans2035) - The long-range transportation plan for
Virginia. It is Virginia's planning effort to create a more integrated, convenient and efficient transportation system that
incorporates all modes including highway, transit, rail, air, pedestrian, port and bicycle facilities.
Virginia's Rail Enhancement Fund - A dedicated revenue stream for investment in rail infrastructure. The Fund will
support improvements for inter-city passenger, commuter, and freight rail throughout Virginia.
Virginia's 2035 State Highway Plan - A plan developed and updated by VDOT that provides an inventory of
recommended improvements needed to address capacity and safety issues on the interstate and primary systems
statewide, regardless of funding.
Walkabilitv, Walkable Communities - A measure of how friendly an area is to walking. Walkable communities are
communities or developments that are highly conducive to walking.
Zoning Ordinance - A local ordinance that defines and implements land use and design standards such as permitted

uses, lot sizes, setbacks, etc.
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Octobe r 11 , 2010

Mr. David Holtzman
Senior Planner
County or Lou isa
Department of Community Development
P. O. Box 160
Louisa, VA 23093

Dear David:
Thank you for the opportunity to meet with you and your staff concerning the Trdnsportation Plan for the
LouisalM ineral area.
As was stated at the meeting, it is the Railroad 's preference that new crossings be separated. However,
the Railroad may consider a new at-grade public crossing provided one or more existing crossings (public
or private) are c losed and removed from use . Each request of this type would be considered ind ividually.
Ouet: agaill, thank you for the opportunity 10 provide input into the County" s planning process and if you

have any questions or if I can be of further assistance, please do not hesitate to call me at 434-983-3300.

Yours truly,

~~~1
Track and Structures Project Specialist

Town of Mineral

Post Office Box 3,6 . , 02 E. Firs t Street. Mineral, VA 23117

540-894-5100. www.townofmineral.comGmineral@louisa.net

Pamela Harlowe,
Mayor
p. O. Bo){53

October 13.20] 0
Fv_

Mineral, VA 23117

540-894-4916
mineralglrt23117fl1aol.com

Berni ce Wi l su'n-Ktlb" ~
Vice-Mayor
p. o. Bo){841
Mineral, VA 23117
54{H194-424 I
bwkube@firstva.com

Brooks Besl ey
P. O. Bo){ 267
Mineral, VA 23117
540-894-4676

Toddl'\emin g
p. O. Bo){38
Mineral, VA 23117
54{H194-5680
todd@minerafpackand
ship. com

Roy McGehee
P.O. Bo x 222
Mineral, VA 23117
540-894-5771
depsnake@aol.com

Roy Payne

p. O. Box 104

Minsral. VA 23117
54{H194-4242
rpayne8@verizon.net

William Thom as
p. O. Box 243
Mineral, VA 23117

54{H194-C910
nsthomas@hotma;f,co m

Willi" H arper,
Town Manager

p. o. Box 926
Mineral, VA 23117
540-894-4763
LeSS MD@Louisa.Of!l

l ack Maus,
'rown Attorney
p. 0_ Box 1488
Louisa, VA 23093

540-967-0482
jackmaus@verlzon.net

Louisa County
Mr. Jeremy Camp. Community Dcvelopmcnt Director
P.O. Box 160
Louisa, V A 23093
Dear M 1'. Cump.
The Town of Min eral apprec iales the work you and your statT did in
preparation or the county wide transportation plan. We al so appreciate your
taking into account the recommended changes presented at one of your puulic
meetings. While we fully understand it to be a working document to build
on, we belie ve it provides a valuable cun-ent day guide to growth in the area
as well as county wide. T ransportation in thc central pa.1 of Lou isa Coullly_
p3l1icularl y between the two towns. is very congested. The plan offers viab le
approaches to help ing to alleviate that, as well as altematives to negotiating
thru tO VVIl.
We wish you and the County good 1()l1unc in promoting th e plan and will
endeavor to guide the future developtllent in to\VIl to coin c ide with the plan .
Sincere ly,
/)

'l

jei VrL'-'-pC/.
Pam Harlowe
Mayor
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THE TOWN OF LOUISA
Incorporated 1673

By

--

.J

Phone: (540) 967-1400
Fax: (540) 967-9580
www.louisatown.org

P.O. Box 531
212 Fredericksburg Ave.
Louisa, Virginia 23093

Louisa County
Mr. Jeremy Camp
Director of Community Development
PO Box 160
Louisa. VA 23093

, "

October 26, 20 I 0

Re: Louisa County Draft Transportation P lan (September 28, 20 10 revision)
Dear Mr. Camp,
On October 19,20 I 0 the Louisa Town Counci l concurred with the recommendations
submitted by the Town of Louisa Planning Commission to endorse the Draft Plan
(September 28, 2010 revision)
The items below are for your consideration and inclusion into tbe fina l plan.
•

Item 3 be placed as a high priority and that when item 3 is constructed, the zoning
along the corridor be maintained as a residential zone and not commercial.

•

Item 22 and Item 4 be placed as a high priority

•

It be noted that currently Rt. 22 Northbound between Mineral and Louisa has no
shoulders or places to pull off in the event of emergency vehicles passing or
vehicles becoming disabled. The commission considers this a significant safety
hazard and the issue should receive appropriate weight in the traffic plan.

Thank You tor the opportunity to have input on this important piece of the Town of
Louisa and Louisa County's future . We wi ll have representatives at the Public Hearings.
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Dem Mayor Art;: and Town Council
The Town of Louisa Planning Commission has attended it work session on the Luuisa
County 2010 Transportation Plan and have discussed the plan during Planning
Comnllssion lTIcc1ings.
It is

OUf

recommendation that:

The Louisa Town Council endorses the proposed Transportation Plan (Louisa and
Mineral areas) with the comments on the following items:
•

Item 3. Souih of Louisa Rt 33 and Rt 208 Link

o

Hem 22 and Item 4 Link between Industrial Drive and 208 Connector

Vye recommend that

•

Hem 3 be placed as a high priority and that when item 3 is constructed, the zoning
along the corridor be maintained as a re.,idential z(jlle and not commercial.

•

Hem 22 and Item 4 be placed as a high priority

•

[t be noted that currently Rt. 22 Northbound between Mineral and Louisa has no
shoulders or places to pull off in the event of emergency vehicles passing or
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