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1. Introduction 
Streets and sidewalks do far more than help people move through cities – they serve as gathering 

places, provide space for exercise and socializing, provide shelter for people waiting for the bus, and 

help process and filter stormwater. Recognizing the vast economic, social, recreational and ecological 

roles that streets play, the City of Charlottesville launched the Streets That Work Initiative: a 

comprehensive effort to rethink the way that existing and future streets are designed and function. The 

Streets That Work Initiative is one of the components that form the overall vision for Charlottesville’s 

streets, as shown in Figure 1.  

 

Figure 1 – Components of the Streets That Work Planning Initiative 

This document presents the Streets That Work Guidelines, a central element of the broader Initiative. 

These Guidelines provide comprehensive recommendations on all aspects of street design, with the goal 

of improving the transportation network for all users and transforming more City streets into vibrant 

and sustainable public spaces. 

Together, the Guidelines and the other elements of the Streets That Work Initiative will allow 

Charlottesville to create more thriving, multimodal streets throughout the City. Streets are defined 

broadly in this process to include everything in between private property lines, including sidewalks, 

planted buffers and street trees, street furniture and other amenities, pedestrian and bicycle facilities, 

on-street parking lanes, and vehicle travel lanes.  

A. What are the Streets That Work Guidelines? 
The Guidelines are a policy and design resource for City departments, design professionals, private 

developers, and neighborhood groups. By clearly communicating the regulations and best practices that 

will make Charlottesville’s streets safer and more attractive for pedestrians, transit users, drivers, 

bicyclists, residents, workers and business owners, the Guidelines articulate a vision for future streets 

and will help streamline the design review and permitting process.  
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The Streets That Work Guidelines are organized by chapter: 

 Chapter 1 introduces the purpose and need for the Streets That Work Guidelines and provides a 

summary of the development process. 

 Chapter 2 is a user’s guide to the Streets That Work Guidelines which identifies the primary 

audience for the Guidelines, and outlines the process for street projects in Charlottesville. 

 Chapter 3 reviews the values that drive Complete Streets design and introduces the Guiding 

Principles for the Guidelines and Code Audit. Chapter 3 also highlights several areas that have 

already been prioritized by previous plans for new street designs. 

 Chapter 4 examines the preferences and needs of Charlottesville’s multimodal street users. 

 Chapter 5 assesses the City’s street network and presents six typologies for the City’s major 

streets. 

 Chapter 6 provides design standards for the streetscape elements recommended in each 

typology. 

 Chapter 7 covers implementation, and describes how these Guidelines become streets. 

The Guidelines focus primarily on projects that have the potential to make changes in the public right-

of-way, including those that may be implemented primarily by private developers. A citywide Code 

Audit, which began as part of the broader Streets That Work Initiative, will be more specifically focused 

on the regulations that govern private development.  

The Streets That Work Guidelines are consistent with, and build upon, existing engineering and 

environmental standards and requirements, including the: 

 Virginia Department of Transportation’s Road Design Manual,  

 Federal Highways Administration’s Manual on Uniform Traffic Control Devices (MUTCD), 

 National Association of City Transportation Officials’ (NACTO) Urban Street Design Guide and,  

 American Association of State Highway and Transportation Officials’ (AASHTO) Policy on 

Geometric Design of Highways and Streets (“Green Book”).  

Within that regulatory context, creative solutions that tailor designs to local context are encouraged. 

Therefore, the Streets That Work Guidelines remain flexible, and staff approval of individual street 

projects shall continue to be based on established engineering standards and professional judgment. 

The Streets That Work Guidelines are intended to broaden the range of design options for streets in 

Charlottesville, recognizing that streets and sidewalks comprise approximately 12 percent of the city’s 

total area, and represent about 45 percent of the publicly owned land in the city. As such, streets and 

sidewalks must maximize the public benefit they offer.  
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Figure 2 – Publicly Owned Land in Charlottesville by Category. 

 

The guidelines seek to balance the needs and safety of all street users, and are grounded in the 

expectation that streets serve more than just transportation needs – they can serve many of the city’s 

social, recreational and ecological needs, and all of the above must be considered when selecting the 

best design.  

 

B. Why are the Streets That Work Guidelines and Code Audit needed? 
Charlottesville’s streets have always served multiple functions. In the nineteenth and early twentieth 

centuries, streets allowed people and goods arriving by rail to reach local destinations. Over time, as 

motor vehicle ownership and use increased, street design came to focus primarily on motor vehicle 

movement, and the emerging discipline of traffic engineering worked to safely integrate cars and trucks 

into pre–existing urban forms. While it remains critical to accommodate motor vehicle movement 

through the city, the original focus on cars has been at the expense of other modes of transportation, 

and has emphasized the ability of vehicles rather than people to access places.  

The Streets That Work Guidelines strive to balance vehicle mobility needs with the needs of other street 

users and prioritize the myriad of community-serving functions that streets have traditionally provided. 

The Streets That Work Initiative will help Charlottesville become the city envisioned by the 2013 

Comprehensive Plan and 2014 City of Charlottesville Strategic Plan, by supporting walkable 

development in designated mixed-use corridors where additional density is most appropriate. This 

pattern of development is consistent with the City’s investments in public transit and stated desire for 

citizens to have the choice to safely walk, bike, ride transit or drive to travel through the city. 

The Streets That Work Plan will accomplish this through a set of new design guidelines for the public 

right-of-way that can support more intensive land uses and encourage more people to walk, ride a 

bicycle or take public transportation. The Code Audit will identify regulations for the right-of-way and 
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private development that can be amended to allow more flexibility and innovation. As an example, the 

Code Audit team will recommend changes to the subdivision code related to the width and presence of 

sidewalks that are provided as part of private development projects. Together, these two components, 

along with the Bicycle and Pedestrian Plan Update and Green Infrastructure efforts will direct the 

projects that will turn the vision for Charlottesville into a reality. 

C. Planning Process 
In February 2014, Charlottesville City Council adopted a resolution to consider the context surrounding 

the street as part of any future street project. In doing so, the City of Charlottesville joined dozens of 

other municipalities nation-wide in recognizing the value of streets that serve a multitude of 

transportation, economic, environmental, social and recreational needs. 

The Streets That Work Guidelines are the product of a joint effort led by the City’s Neighborhood 

Development Services Department with support from various other City departments, the Streets That 

Work Advisory Code Audit (STWCA) Committee, key stakeholders, and Charlottesville residents. Over 

the past 18 months, the Toole Design Group (TDG) consultant team visited sites throughout the city, 

reviewed existing conditions, and assessed the City’s standards for street materials, lighting, 

landscaping, and geometric design.  

The process began in May 2014, when Livable Transportation Engineer Ian Lockwood led a four-day 

design workshop in Charlottesville to kick off the project. The opening presentation provided the public 

with an overview of the history of transportation planning, discussed the differences between access 

and mobility, and concluded that many places are designed in a way that does not support the 

community’s stated goals. Following the presentation and throughout the rest of the week, the public 

provided input on their vision for city streets.  

In December 2014, TDG delivered a Technical Memorandum (see Appendix A) containing a summary of 

the public input received at the charrette, a cost-benefit analysis of adopting complete streets 

guidelines, an overview of the recommended street classifications for the City of Charlottesville, and 

suggested steps for implementing a complete streets policy. 

During this time period, the City of Charlottesville also completed an update to the 2003 Bicycle and 

Pedestrian Master Plan, which was adopted in September 2015. Other elements of the Streets That 

Work Initiative, including the citywide Code Audit, the Green Infrastructure effort and Water Resources 

Master Plan, are also underway. As an early step in the Initiative, City staff worked with the Streets That 

Work Advisory Committee to identify a set of Guiding Principles for the effort. These principles, 

presented in Chapter 3, helped to ensure that the Guidelines, Code Audit and other elements of the 

Initiative are all grounded in a common set of ideals.  

Public Engagement 

Beginning with the initial charrette in May 2014, the City of Charlottesville and TDG have worked 

consistently to engage the public in the Streets That Work Initiative through the following outreach and 

events. A full account of the public engagement process is available at 

www.charlottesville.org/streetsthatwork. 

file:///C:/Users/aanderson/AppData/Local/Microsoft/Windows/Temporary%20Internet%20Files/Content.Outlook/UVV5AONG/www.charlottesville.org/streetsthatwork
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Neighborhood Meetings; November-December 2014 

City staff met with residents in neighborhoods throughout the city and held an open meeting at City Hall 

during the months of November and December 2014. The feedback received at these meetings was 

used to create the following map of street design issues and opportunities. 



DRAFT Streets That Work Guidelines 11/20/2015   7 
 

 

Figure 3 – Map of map of public input received on street design issues and opportunities 
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Public Input Meeting; December 13, 2014 

 

   
 

On December 13, 2014 the City hosted a Streets That Work Public Input meeting at Carver Recreation 

Center. Meeting participants worked together in small groups to provide feedback on the:  

 first draft of the Guiding Principles for the Streets That Work/Code Audit initiative 

 Town Hall Map of issues and opportunities (above), and 

 which elements make for great streets. 

Multiple groups expressed concerns about inadequate street lighting, the desire for more street trees, 

the need to protect the city’s unique neighborhood character and the importance of filling in gaps in the 

city’s bicycle and pedestrian networks. 

Summer 2015 Road Show 

The City hosted a Streets That Work booth at the following local community events to introduce the 

public to the vision for the City’s streets and promote the first public Open House in September 2015. 

Visitors at the booth received information on the planning process, and given the chance to try fun 

games, prioritize street elements, and participate in activities such as creating a temporary street mural 

or demonstrating temporary pedestrian and bicycle improvements.  

 African American Cultural Arts Festival | July 25, 2015 

 Westhaven Community Day | August 1, 2015 

 Back to School Bash | August 15, 2015 
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Public Open House I; September 2015 

On September 15, 2015, 40 people, including members of the public, fire department personnel, 

planners and engineers from Neighborhood Development Services, the City Sustainability Planner, 

members of the Streets that Work/Code Audit (STWCA) Advisory Committee, and TDG staff gathered at 

City Space for a Public Open House. TDG gave a short presentation on the goals of the Streets That Work 

Initiative and work to date. Public House attendees were asked to visit four stations and participate in a 

break-out group activity to provide input on the prioritization of streetscape elements for each street 

type in Charlottesville. 

The stations included: 

1) Streetmix station. Using the online Streetmix program, visitors could designs streets to allocate 

portions of the right-of-way to a variety of uses. The designs developed can be accessed via the 

following links: 

http://streetmix.net/kenallenray/9/downtown-street-40-ctc-60-row 

http://streetmix.net/kenallenray/8/neighborhood-street-40-ctc-60-row 

http://streetmix.net/kenallenray/7/mixed-use-street-60-ctc-100-row 

 

2) Voting booth. Visitors had five votes each to drop into cups symbolizing different streetscape 

elements for a mixed-use corridor, including wider or narrower travel lanes, bus shelters, 

protected bike lanes, and canopy trees. The elements with the highest number of votes were 

concentrated on the street edge, and generally contributed to pedestrian comfort. There were 

no votes received for wider travel lanes, and higher speed limits received one vote. The votes 

were counted as follows: 

Streetscape element No. of votes 

Canopy trees 32 

Wider sidewalks 17 

Pedestrian scale lighting 15 

Separated bicycle facility 9 

Narrow travel lanes 9 

Slow speed limit 9 

Bike lanes 8 

Bus stops/shelters 6 

Planted buffers 5 

http://streetmix.net/kenallenray/9/downtown-street-40-ctc-60-row
http://streetmix.net/kenallenray/8/neighborhood-street-40-ctc-60-row
http://streetmix.net/kenallenray/7/mixed-use-street-60-ctc-100-row
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Wide auto travel lanes 0 

Table 1 – Results of the streetscape prioritization exercise. 

3) Wheel of Fortune. Visitors were invited to play a trivia game testing their knowledge of 

Charlottesville bicycling, pedestrian, automobile, and transit safety and conditions.  

4) Charlottesville Green Infrastructure Map Tool. Kristen Riddervold, the City Sustainability 

Planner, demonstrated a new tool showing the city’s green infrastructure and environmental 

resources, including stormwater management, bike and pedestrian trails, farmers’ markets, tree 

canopy, and etc. She solicited feedback to improve the tool prior to its launch on the City 

website. 

For the small group break out activity, Open House attendees were divided into four to eight person 

groups, each with a facilitator from Neighborhood Development Services staff. The groups were each 

assigned a category of street (Mixed Use A, Mixed Use B, Downtown, Neighborhood A, and 

Neighborhood B) and tasked with choosing their top five elements from a list of street characteristics 

(including bike lanes, trees, narrower travel lanes, and etc.). 

The results were as follows: 

P
ri

o
ri

ty
 Neighborhood Neighborhood Neighborhood 

Mixed Use A Mixed Use B Downtown 
A A B 

1 
Narrower 

travel lanes 

Wider 

sidewalks 

(tie) 

Wider 

sidewalks 

Narrow travel 

lanes 
Planted buffers Shade trees 

2 
Wider 

sidewalks 

Shade trees 

(tie) 

Narrower 

travel lanes 

(cars) 

Bike facilities Shade trees 
Lower speed 

limits 

3 
Bike facilities Bike facilities 

Lower 

speed limits 
Trees 

 

Lower speeds 
Planted buffer 

(tie) 

4 
Trees Bus shelters 

Designated 

bike 

facilities 

More on street

parking 

Designated 

bike facilities 

Wider 

sidewalks (tie) 

5 
Bus shelters 

Narrow 

travel lanes 

2 – 

Shade trees Bus shelters 
Narrow travel 

lanes 

Narrow travel 

lanes 

Table Priority streetscape elements by street type. 
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The high priority elements for each street type chosen by the groups were concentrated on the street 

edge, and generally contributed to pedestrian comfort. Lower speed limits and narrow travel lanes are 

also high priority elements for many street types. 

In summary, Open House attendees placed strong emphasis on shade trees and their multiple benefits; 

overhead utilities were an item of concern; and the conflict between traffic calming and fire department 

response abilities needed more discussion. It was also noted that the Mixed Use A and B street small 

groups had generated the same list of elements, although in a different order or priority.1 

 

Public Open House II – to be added spring 2016 

  

                                                           
1
 Streets That Work Open House Retrospective. https://www.charlottesville.org/home/showdocument?id=34485 



DRAFT Streets That Work Guidelines 11/20/2015   12 
 

2. User Guide 

A. Audience 
The Streets That Work Guidelines are a design resource intended to provide guidance to city 

departments, design professionals, private developers and their consultants. Though not intended as a 

primary audience, elected officials, neighborhood groups, advocates, and interested residents may also 

benefit from using the Guidelines as a reference. This section provides a description of the role that 

each target audience group plays in designing and executing street projects in Charlottesville, and 

discusses how they might use these Guidelines during the process. For all users, the Guidelines aim to 

strike a balance between specificity and flexibility – providing improved clarity about the design 

parameters that are appropriate in various contexts while leaving enough flexibility to make 

appropriate, site-specific decisions. 

City Staff 

Roles: City staff have differing roles depending on the type of street project and the phase in the street’s 

life cycle. In some cases, staff may be responsible for all aspects of the design and execution of street 

projects. An example is when a new bike lane is striped as part of a street resurfacing. In cases where an 

outside party is designing a new street (or contributing elements of the streetscape), City staff serves as 

the approval body. The City is also responsible for the long term maintenance of streets, for example in 

replacing outdated or damaged street furniture or restriping faded crosswalks. 

Use of Guidelines: When the City is leading a street design project, they can use the Guidelines to 

inform the elements and dimensions that may be appropriate for the context in which they are working. 

When the City approves plans developed by others, staff needs the ability to provide clear design 

parameters that have the support of the public and policy makers. These guidelines will assist staff as 

they make updates to enforceable citywide codes such as the zoning code, and give staff the backup 

needed to exercise plan review authority.  

The Guidelines can also support the City’s role in maintaining streets. These Guidelines provide 

parameters on the use of details like special paving materials, landscape installations, or street furniture, 

all of which have cost and labor implications that must be considered. 

Property Owners and Developers 

Roles: Owners and real estate developers in Charlottesville are a key part of the City’s economy. While 

the streets are public spaces and should serve the public good, they are the primary means of access to 

private property, and owners and developers have a vested interest in their design. Property owners 

and developers (as well as their design consultants) may contribute to aspects of the street design, for 

example by installing new sections of sidewalk or street trees along their property frontage. Although 

limited in Charlottesville, there may also be larger parcels or projects (such as residential neighborhoods 

or large mixed-use projects) where the owners and developers may be responsible for the construction 

of new streets or upgrades of existing streets. 
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Use of Guidelines: In concert with the City’s established standards, the guidelines provides guidance to 

developers and their design consultants regarding design elements including street dimensions, 

landscaping and the placement of vertical items (furniture, bus shelters, lights, etc.).The Guidelines 

assist with the development review process by providing a clearly articulated set of expectations 

regarding street design.  

Public 

Roles: The citizens of Charlottesville and the owners and employees of its businesses are the end users 

of the streets. As such, they have an interest in making their desires known to the professionals charged 

with designing city streets. When street projects are funded by public monies, the public will continue to 

be engaged in the decision making process through organized public meetings and other outreach 

methods.  

Use of Guidelines: These guidelines are designed to be transparent and user-friendly. The visual nature 

of the Guidelines makes the document accessible to a wide audience, allowing everyone to develop 

common expectations for future street projects in the City.  

 

B. Standards 
The streets in Charlottesville must meet a host of local, state and federal regulations. For example, all 

development within the City of Charlottesville is subject to the Charlottesville City Code (1990, 2003). 

2The chapters governing Streets and Sidewalks (Chapter 28), Utilities (Chapter 31) and Zoning (Chapter 

34) helped to inform these Guidelines. City Code will be updated to align with these Guidelines as part 

of the Streets that Work Code Audit.  

Similarly, the City of Charlottesville Standards and Design Manual3 presents the minimum standards and 

design criteria, and identifies references for use in the planning, design and construction of new 

development and redevelopment in the City of Charlottesville. The manual includes the materials and 

methods of construction for all improvements required in subdivisions, site development, 

redevelopment, public and private streets, utilities, and for any improvements within the public right-of-

way. Chapter 2 of the Standards and Design Manual covers the requirements for new street 

construction. This document provides details in addition to those covered in City Code and the 

Standards and Design Manual, and will  assist the City with its Code Audit and subsequent code updates. 

Other codes, laws and manuals that should be consulted during a street design process are listed below, 

and described in more detail in Appendix B.  

State Standards and Guidelines 

 Virginia Statewide Fire Code (2012) 

2
 https://www.municode.com/library/va/charlottesville/codes/code_of_ordinances?nodeId=COCH1990 

3
 http://www.charlottesville.org/departments-and-services/departments-h-z/neighborhood-development-

services/engineering/standards-and-design-manual 
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 Virginia Department of Transportation Road Design Manual 

 Virginia Department of Rail and Public Transportation Multimodal System Design Guidelines 

 Virginia Stormwater Design Guide 

Federal Standards and National Guidelines 

 Manual on Uniform Traffic Control Devices (MUTCD) - Federal Highway Administration (FHWA) 

 Urban Street Design Guide - National Association of City Transportation Officials (NACTO)  

 Policy on Geometric Design of Highways and Streets (“Green Book”) - American Association of 

State Highway and Transportation Officials (AASHTO)  

C. Previous Plans and Studies 
The Streets That Work Initiative was informed by several preceding planning studies and reports, which 

are listed below. Summaries of relevant recommendations from each document are included in 

Appendix X. These Guidelines build on these previous recommendations and serve as a central 

document for information about street design. 

 Charlottesville Commercial Corridor Study (2000) 

 Charlottesville Entrance Corridor Design Guidelines (2005) 

 Charlottesville Transit Development Plan (2011) 

 Charlottesville Comprehensive Plan (2013) 

 Strategic Investment Area Plan (2013) 

 West Main Street Action Plan (March 2015, Draft) 

 Charlottesville Bicycle and Pedestrian Master Plan Update (Adopted September 2015) 

 Charlottesville Downtown and University Corner Comprehensive Parking Analysis(2015) 

 Charlottesville Downtown Parking Study, 2008. 
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3. Principles and Prioritization 

A. Complete Streets 
This manual is grounded in Complete Streets principles, which attest that streets should be designed to 

work for all users. On any given street this may include pedestrians, strollers, transit users, bicyclists, 

people with disabilities, and motor vehicle drivers of all ages and abilities. There is no exact recipe for a 

Complete Street. The needs of users will be different in different neighborhoods – so the designs should 

be different as well. Regardless, there are a common set of values that help define Complete Streets. 

These values, discussed below, form the governing philosophy behind the Streets That Work Guidelines.  

Mobility/Accessibility 

The last half-century’s focus on moving vehicle traffic has sought to maximize mobility, or the ability to 

move freely (i.e. quickly) between destinations. This guide recognizes the importance of mobility but 

provides an increased focus on access, or the ability to conveniently reach destinations. Improved access 

is achieved through the following actions: 

 Use a holistic approach to categorize streets. Most departments of transportation sort streets 

into categories to help make decisions about design. The traditional approach sorts streets 

based on their function with regard to vehicular circulation. The Complete Streets approach 

uses a broader method based on surrounding land uses and multimodal transportation needs.  

 Prioritize active transportation modes where sensible. Complete Streets include facilities for all 

users when possible. In addition to providing more transportation choices for more people, this 

approach can help address future traffic congestion by shifting trips to modes other than 

driving. 

 Accommodate special uses (such as deliveries, events and emergency vehicles) without 

compromising everyday use. Complete Streets should be flexible and allow for the unique 

circumstances that are a part of all dynamic cities. However, occasional events should not take 

priority to the detriment of other users. 

Safety 

Safety for all users must be a top priority; for bicycles and pedestrians as well as motorists. Special 

attention must be paid to vulnerable street users, especially children, the elderly and persons with 

disabilities.  

 Consider the most vulnerable users first. Charlottesville has one of the highest rates of walking 

and biking to work in Virginia—a rate much higher than the national average (see Chapter 4). 

Complete Streets emphasize the comfort and safety of pedestrians above other modes.  

 Match speed to context. Independent of the speed limit, the design of a street sends visual cues 

to motorists about how fast they should drive. The “design speed” is determined by 

characteristics like lane widths, roadside elements like street trees, and curbside elements like 

parking or bulb outs. Complete Streets feature a design speed that is appropriate for the 

surrounding land uses and anticipated street users. Drivers should not expect to travel at speeds 

more than 25 mph on streets designed to accommodate all modes. 
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Character/Livability 

Streets occupy a significant share of the public space that makes up a city, and should be used to the 

greatest extent possible to provide community and civic value. While buildings and architecture in 

Charlottesville contribute to its character, its streets are also a visible part of this legacy.  

 Enhance the character of existing neighborhoods. Complete Streets within established 

neighborhoods feature landscaping and sidewalks that speak to their unique character. 

 Foster economic opportunity. There is a reason real estate professionals refer to “curb appeal.” 

Public investments in Complete Streets create value for owners of private property along those 

streets. 

 Encourage physical activity. Prevention is the most effective health treatment and multiple 

studies have shown that people living in walkable and bicycle-friendly communities are more 

likely to be active on a regular basis.4 

Cost Effectiveness 

In an environment of limited budgets and scarce transportation resources, street designers constantly 

seek opportunities to optimize value. Instead of reducing costs by removing design features seen as 

non-essential to the mobility of vehicles, Complete Streets designers take a different approach to 

control costs and ensure that delivered projects will provide an expansive and long lasting set of 

community benefits. 

 Assess the costs and benefits for the full life cycle of a project. This includes understanding the 

long-term maintenance costs of the project from the outset, and designing the project to 

minimize these costs. 

 Create a multi-disciplinary design review process. Using a design review process that allows 

early street designs to be reviewed by multiple departments can identify conflicts and problem 

issues, especially if other departments will be helping with street maintenance into the future. 

 

B. Charlottesville Streets That Work/Code Audit Guiding Principles 
Using the Complete Streets principles described above, Charlottesville City staff worked with the Streets 

That Work Advisory Committee to develop the following Guiding Principles for the Initiative. These 

Guiding Principles are complementary with the Community Values in the 2013 Comprehensive Plan5 and 

City Council 2025 Vision Statements.6
 

                                                           
4
 http://www.peopleforbikes.org/statistics/category/facilities-statistics 

5
 http://www.charlottesville.org/departments-and-services/departments-h-z/neighborhood-development-

services/comprehensive-plan/comprehensive-plan-2013 
6
 http://www.charlottesville.org/departments-and-services/departments-a-g/city-council/city-of-charlottesville-

strategic-plan/alignment-with-council-vision-2025 
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In Charlottesville, streets will be:  

 High Quality Public Spaces. Charlottesville will emphasize innovative and thoughtfully-
designed public spaces in public and private developments that reflect the diverse 
architectural and cultural heritage of surrounding neighborhoods.  Streets will be visually 
attractive, appealing, and inviting. 

 Vibrant Places of Commerce. Charlottesville’s commercial streets will facilitate development 
that encourages economic vitality, social interaction, and visual interest the City. 

 Safe and Accessible. The safety, accessibility, and comfort of pedestrians, bicyclists, and 
transit users will be prioritized when planning and designing Charlottesville streets. 

 Healthy, Green and Sustainable. Charlottesville will promote health and long-term natural 
function of the built environment by utilizing sustainable and green design elements in all 
public and private developments. 

 Connected and Convenient. Charlottesville will be a multi-modal, connected community 
where an efficient and convenient transit system and well-designed bicycle and pedestrian 
network will link our overall transportation network so that users can easily travel 
throughout the city.  

 Collaborative. Planning and designing the public realm, including public streets, will be a 
collaborative process to ensure decisions made about the city’s public streets reflect the 
public’s priorities.  

 Policy Driven. City policies, codes and standards across departments will be revisited to 
ensure they advance these community goals in the public and private realm.   

 

C. Prioritization 
Previous planning efforts in Charlottesville have laid the foundation for the Streets That Work Guidelines 

and identified specific areas or streets where future improvements should be prioritized. While the 

Guidelines are relevant to all future street projects throughout the City, it is important to recognize the 

particular needs of the areas identified in the following plans.     

Comprehensive Plan (2013) 

The Land Use chapter of the 2013 Comprehensive Plan identifies the following areas as locations where 

there are opportunities to enhance sense of place:  

 Downtown to Elliott Avenue between Avon Street and Ridge Street  

 Woolen Mills Neighborhood 

 West Main Street/Ridge McIntire Road 

 Cherry Avenue/Roosevelt Brown Boulevard 

 Fontaine Neighborhood Commercial 

 Rose Hill Drive 

 Preston Avenue 

 McIntire Road/Harris Street/Allied Street 

 River Road 

 Emmet Street North of the 250 Bypass 
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 High Street/Martha Jefferson Neighborhood 

 Fifth Street Extended 

ADA Transition Plan (2013) 

The City of Charlottesville conducted an inventory of curb ramps and crosswalks during the summer of 

2012 and found that 38 percent of the City’s existing curb ramps are old and do not meet current 

federal guidelines or the guidelines established by the City. Additionally, there were 145 locations where 

a sidewalk or other pedestrian walkway crosses a curb, but no curb ramp exists. 

Presently, curb ramps are built or upgraded according to citizen input or proximity to pending 

construction or other planned pedestrian upgrades. When funding and resources available are limited, 

pedestrian volume and access to public facilities may be considered when evaluating individual 

requests. The Streets That Work Guidelines further reinforce the City’s commitment to making the 

street network safe and accessible for all users. 

Bicycle and Pedestrian Master Plan Update (2015) 

The 2015 Bicycle and Pedestrian Master Plan Update recommends 30.8 miles of new dedicated bicycle 

facilities on Charlottesville’s streets. The bicycle network map (see Chapter 4) from the Master Plan 

Update shows the corridors where street design should prioritize people riding bicycles. 

Small Area Plans 

The Strategic Investment Area Plan (2013) and West Main Street Action Plan (2015) are two small area 

plans completed to date. Both plans focus on a specific area of the city, and contain numerous 

recommendations for streetscape improvements, including redesigning intersections to better 

accommodate all modes.  

Paving List 

In addition to the plans listed above, the City maintains and annually updates a master paving list that 

identifies streets in need of resurfacing. In addition to paving, the list is developed in coordination with 

other development and operational programs such as scheduled utility work. While resurfacing does not 

change the overall width or geometry of street, it is an ideal opportunity to make improvements to curb 

ramps and pedestrian crossings, adjust the width of travel lanes and add new pavement markings for 

bicycle facilities. 
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4. Multimodal Transportation Management 
Since each user of a Complete Street – whether pedestrian, bicyclist, transit user or driver – has 

different needs, it can be very challenging to design a street that serves everyone equitably. This chapter 

presents an overview of the road users in Charlottesville and several techniques to ensure everyone is 

able to reach their destination comfortably and efficiently. Specific design details related to these 

techniques are included in Chapter 6. 

A. Transportation Modes 
According the 2009-2013 American Community Survey 5-Year Estimates from the U.S. Census, the most 

common commute travel mode in Charlottesville is driving alone. The second most common commute 

travel mode is walking, followed by carpooling and public transit. Although bicycling is the second least 

common commute travel mode, Charlottesville’s four percent bicycle mode share is more than double 

the national average.7 

  

Figure 4 – Comparison of travel modes in Charlottesville, Virginia and the United States; 2009-2013 American Community 
Survey 5-Year Estimates, U.S. Census. 

 

Motor Vehicles 

For those with a driver’s license and access to a car, driving has several advantages including the ability 

to travel on demand in any type of weather and carry passengers and cargo. Cars have shaped the way 

streets and cities are built, and are likely to continue to be the dominant mode of transportation for the 

near future. Vehicles, including freight and delivery trucks, are also an essential element of the City 

                                                           
7
 U.S. Census Bureau, 2009-2013 American Community Survey 5-Year Estimates. 
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economy. However, in order to encourage the use of other travel modes and enhance safety for all 

users, cities and streets should not be designed exclusively for cars.  

Collision Data (All modes) 

The following table contains data on all crashes in Charlottesville from 2011 to 2014 from the Virginia 

Department of Motor Vehicles. On average, there are two collisions and almost one injury per day. 

 

 

 

 

Motor Vehicle Considerations in Street Design 

 Lanes must be wide enough to accommodate transit, emergency responders and large delivery 

vehicles. CAT buses are 10.5’ wide including the side mirrors. The Charlottesville Fire 

Department uses trucks that vary in length from 35 to 62 feet, and are 8 feet 3 inches wide.9 

 Turning radii at intersections must also be wide enough to accommodate transit, emergency 

responders and large delivery vehicles; however, curb radii that are too wide allow vehicles to 

make high-speed turning movements and lengthen the crossing distance for pedestrians, 

increasing their exposure and risk of a collision. 

 For the comfort of all users, street designs should clearly distinguish between motor vehicle and 

pedestrian areas, and provide separate space for bicycles where appropriate. 

                                                           
8
  Virginia Department of Motor Vehicles. 

https://www.treds.virginia.gov/UI/Reports/Public/InteractiveReport.aspx?ReportPath=%2fInteractive+Crash+Repo
rts%2fInteractive+Report. Report accessed November 17, 2015.  
9
 Charlottesville Fire Department, “Apparatus dimensions.” Provided June 18, 2015. 

 2010 2011 2012 2013 20148 Average 

All Collisions 799 772 771 755 727 764.8 

All Injuries 380 345 351 336 346 351.6 

All Fatalities 2 0 0 1 0 0.6 

Table 3 – Total Annual Collisions, All Modes 

https://www.treds.virginia.gov/UI/Reports/Public/InteractiveReport.aspx?ReportPath=%2fInteractive+Crash+Reports%2fInteractive+Report
https://www.treds.virginia.gov/UI/Reports/Public/InteractiveReport.aspx?ReportPath=%2fInteractive+Crash+Reports%2fInteractive+Report
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Figure 5 – The painted buffer between the bike lane and travel lane on Elliot Avenue provides additional separation and 
visually narrows the travel lane without preventing large vehicles from making turns onto cross streets. 

Walking 

Charlottesville is recognized by the Walk Friendly Communities Program as a Gold-Level Walk Friendly 

Community.10 The city has 175 miles of sidewalks, 20 miles of paved and soft surface trails and 825 

marked crosswalks.11 There are pedestrian signals and crosswalks at the vast majority of its 74 signalized 

intersections, and marked crosswalks at many other stop-controlled and mid-block locations. 

Charlottesville performed an assessment of its sidewalks, crosswalks and curb ramps in the summer of 

2012, and used the findings to inform development of the 2013 ADA Transition Plan.  

The ADA Transition Plan includes priority locations for the construction of new curb ramps where none 

currently exist as well as locations where reconstruction is required to make existing curb ramps and 

adjacent sidewalks meet ADA standards. Many of Charlottesville’s sidewalks do not meet ADA standards 

for accessibility due to the placement of utility poles, steep driveway cross-slopes and uneven surfaces. 

The Transition Plan also addresses the need for additional accommodations at intersections including 

accessible push buttons, audible pedestrian signals and adequate crossing time.  

Charlottesville’s sidewalk network is most complete in the center of the city. Here, the streets are laid 

out in a traditional grid pattern and a mix of land uses makes walking from home to work and other 

destinations not only possible, but appealing. There are fewer sidewalks and mixed use areas in the 

neighborhoods further from the center of the city. Figure 6 shows streets with sidewalks in green, and 

streets without sidewalks in purple. 

10
 Walk Friendly Communities is a national recognition program developed to encourage towns and cities across 

the U.S. to establish or recommit to a high priority for supporting safer walking environments. 
http://www.walkfriendly.org/ 
11

 City of Charlottesville GIS data, February 2015. Total sidewalk distance includes sidewalks on both sides of the 
street where applicable, and each marked crosswalk was counted individually. 
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The provision of sidewalks alone is not enough to create a truly walkable community. The width of the 

sidewalk, the presence of buffers like on street parking and canopy trees, and the volume and speed of 

traffic all contribute to the quality of the walking environment. 
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Figure 6 – Map showing connectivity of the on-road pedestrian network. 
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Collision Data (Pedestrians) 

The following table contains data from the Virginia Department of Motor Vehicles regarding the number 

of pedestrian injuries and fatalities in Charlottesville from 2009 to 2013. On average, a pedestrian is 

injured once every twelve days.  

 

 

 

 

 

 

Pedestrian Considerations in Street Design 

 As the most vulnerable road user, design features that increase pedestrian safety and comfort 

should be integral to all new and retrofit street designs. 

 Wherever possible, a buffer should be provided between the pedestrian and motor vehicle 

throughway. Potential buffers include bike lanes, parallel parking, grass, trees and/or street 

furniture such as benches and planters. 

 Intersections should be designed to minimize the pedestrian crossing distance. At crossings on 

wide streets, a median refuge island should be provided that would allow the crossing to be 

made in two stages. Curb extensions can also be used to shorten crossing distances and increase 

the visibility of the pedestrian 

                                                           
12

 Virginia Department of Motor Vehicles. 
http://www.dmv.virginia.gov/safety/crash_data/pedestrian/pdf/injury_juris.pdf 
13

 Virginia Department of Motor Vehicles. 
http://www.dmv.virginia.gov/safety/crash_data/pedestrian/pdf/fatality_juris.pdf 

 2010 2011 2012 2013 2014 Average 

Collisions 
involving 
pedestrians 

36 30 39 22 30 31.4 

Pedestrian 
Injuries12 

37 30 43 22 34 33.2 

Pedestrian 
Fatalities13 

0 0 0 1 0 0.2 

Table 4 – Total Annual Pedestrian Collisions. 
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Figure 7 – This sidewalk on the north side of Garrett Street has a planted buffer on both sides. 

Figure 8 – This median refuge island allows pedestrians to cross the wide intersection at Preston Avenue and Grady Avenue 
in two stages. 

 

 

Bicycling 

In 2012, the League of American Bicyclists awarded Charlottesville a Silver-level Bicycle Friendly 

Community rating. Charlottesville was previously a Bronze–level Bicycle Friendly Community and the 

change in status reflects the city’s commitment to bicycling through the provision of on-street bike 

facilities, a growing trail network, ongoing education programs for children and adults, and more than 

double the national average of commuters traveling by bicycle. Charlottesville currently has 40 miles of 
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bicycle facilities and is committed to more than double that by implementing the recommendations in 

the 2015 Bicycle and Pedestrian Master Plan Update, summarized in  Table 5 and shown in Figure 9. 

Type of Bicycle Facility Existing Miles14 Recommended Miles 

Signed Bicycle Routes 13.6 0.1 

Shared Lane Markings 3.3 30.2 

Wayfinding Sharrows - 0.8 

Bicycle Lanes 13.1 11.2 

Climbing Bike Lanes - 14.7 

Separated Bike Lanes - 4.1 

Contraflow Bicycle Lanes  0.4 0.7 

One Way Except Bicycle - 0.2 

Shared Use Paths 9.6 2.5 

Total 40 64.5 
 Table 5 – Existing and recommended bicycle facility miles.  

The recommendations contained in the 2015 Bicycle and Pedestrian Master Plan Update are designed to 

improve connectivity by filling in the existing gaps in the bicycle network, and emphasize the safety and 

comfort of bicyclists of all skill levels. 

Collision Data (Bicyclists) 

The following table contains data from the Virginia Department of Motor Vehicles regarding the number 

of bicyclists involved in reported crashes and the resulting injuries and fatalities in Charlottesville from 

2011 to 2014. On average, there is a collision involving a bicyclist every 16 days. Nearly all reported 

collisions resulted in injury. 

 

 

 

 

 

 

                                                           
14

 City of Charlottesville GIS data, February 2015. 
15

 Virginia Department of Motor Vehicles. 
http://www.dmv.virginia.gov/safety/crash_data/bicycle/pdf/crash_juris.pdf 
16

 Virginia Department of Motor Vehicles. 
http://www.dmv.virginia.gov/safety/crash_data/bicycle/pdf/injury_juris.pdf 
17

 Virginia Department of Motor Vehicles. 
http://www.dmv.virginia.gov/safety/crash_data/bicycle/pdf/fatality_juris.pdf 

 2010 2011 2012 2013 2014 Average 

Collisions 
involving 
bicycles15 

30 28 20 19 18 23 

Bicycle 
Injuries16 

29 29 19 19 17 22.6 

Bicycle 
Fatalities17 

1 0 0 0 0 0.2 

Table 6 – Total Annual Bicycle Collisions. 
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Figure 9 – Bicycle facilities recommendation map from the 2015 Bicycle and Pedestrian Master Plan Update. 
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Bicycle Considerations in Street Design 

 Generally, the faster the vehicle speeds and higher the traffic volumes, the more separation 

should be provided between motor vehicle travel lanes and bicyclists. Separation methods 

include painted buffers, bollards and concrete curbing. 

 To every extent possible, bicycle facilities should continue up to and through intersections, 

rather than ending abruptly to accommodate motor vehicle turn lanes. 

 In addition to on-street bike lanes, bicyclists also need secure and accessible parking at the end 

of their trip. Bicycle parking can be providing on-street in a bike corral, or in the furniture zone 

on the sidewalk, provided it does not impede the pedestrian throughway. 

 

Figure 10 – Bicycle facility markings continue through the intersection at 6
th

 Street SE and Monticello Avenue. 

 

Figure 11 – Bicycle parking corral on 2
nd

 Street SW. 
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Transit and Paratransit 

The City of Charlottesville and urban areas of Albemarle County are served by Charlottesville Area 

Transit (CAT). The bus system currently has twelve routes, including the popular Free Trolley that 

connects the University of Virginia and Health System to Downtown. In 2011, three routes accounted for 

74 percent of daily ridership. They were the Free Trolley, and Routes 5 and 7 which serve Route 29 

North including Barracks Road Shopping Center, Fashion Square Mall and Walmart.18 As a whole, the 

system provided more than 2 million passenger trips last year.19 

Within city limits, there is an average of 21.6 bus stops per square mile. When locating bus stops, CAT 

assesses the distance to the next stop, the proximity of nearby destinations and ADA accessibility. 

Charlottesville is also served by Jaunt, Inc., a regional transit agency that provides fixed route commuter 

services and on-demand paratransit services for riders with disabilities. In 2014, Jaunt, Inc. provided 

125,000 trips, and 70 to 80 percent of its ridership has a severe disability that makes using standard 

transit difficult. Similar to CAT buses, Jaunt vehicles need adequate travel lane widths, and clear space 

on the sidewalk to deploy wheelchair lifts. 

In addition to CAT and Jaunt, Inc., the University of Virginia operates a transit system with 6 different 

routes around the university campus and in nearby neighborhoods with significant student populations. 

Transit Considerations in Street Design 

 Where space permits, bus stops should have shelters that provide protection from the 

elements, seating and pedestrian scale lighting to enhance their appeal at night. 

 Bus stops need to be ADA accessible. Some existing bus stops lack sidewalks and curb ramps, 

while others do not provide an 8 foot clearance to deploy the bus ramp. 

 While providing a pull-out for a bus to occupy while loading and unloading allows traffic to pass 

around it, it can also make it difficult for the bus to merge back into traffic and block the view of 

pedestrians crossing the street in front of the bus. 

 As buses pull to and from the curb, they are often required to cross the bike lane. Colored 

pavement or other markings should be used to highlight these potential conflict areas. 

                                                           
18

 Charlottesville Area Transit. Transit Development Plan Fiscal Years 2012-2017, 2011. p 34. 
19

 http://www.charlottesville.org/Index.aspx?page=673 
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Figure 12 – This bus stop has several nice features including seating, a shelter and solar-powered trash and recycling 
receptacles. 

 

B. Safety and Efficiency Tools 
Meeting the needs of each group described above is difficult, particularly when working within 

constrained budgets and rights-of-way. Complete Streets practitioners have developed techniques that 

aim to meet the needs of diverse users without sacrificing streets’ most central function: facilitating safe 

and efficient travel. As explained below, there are several tools that will be essential to building streets 

that work in Charlottesville. Together these tools establish a more regular rhythm of vehicle turns along 

a corridor, create more predictable vehicle paths, and reduce multimodal conflict points which can 

improve both safety and traffic flow. The application of these principles, like all other steps in the street 

design process, must take into account the particular characteristics and context of each project. 

Provide a Connected and Compact Street Grid  

Well-planned communities provide a network of local, collector and arterial streets to accommodate 

both short and longer trips, and to give people options regarding the route they take. Short block 

lengths help distribute traffic throughout the network, and allow for more direct walking and biking 

trips. In Charlottesville, there are limited opportunities to build new streets. However, there are a few 

areas in the city with long blocks where the construction of additional cross streets would improve 
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access. One example is the long block of Ridge Street between West Main Street and Preston Avenue, 

shown in Figure 13 below. 

 

Figure 13 – Conceptual street network from the May 2014 design workshop. 

Manage Conflict Points  

Potential conflict points in the transportation system include intersections, merge zones, driveways or 

any place where travelers could cross paths with each other. Minimizing conflict points, and 

appropriately managing those that exist, is essential to designing streets that work. Drivers, in particular, 

need sufficient time to address one set of potential conflicts before facing another. The necessary 

spacing between conflict areas increases as travel speed increases, to provide drivers adequate 

perception and reaction time. Conflicts can also be mitigated by providing intuitive designs and clear 

directions (e.g. pavement markings and signage) to guide users along their route.  

Green pavement markings at the intersection of University Avenue and Rugby Road designate space for 

bicyclists in the front of vehicles queuing at the traffic light. These markings, known as bike boxes, 

highlight potential conflict points and make bicyclists more visible. They also allow bicyclists to proceed 

through the intersection first on a green light, which reduces the incidence of vehicles turning into the 

path of bicyclists proceeding straight through the intersection. 
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Figure 14 – Bike box at the intersection of University Avenue and Rugby Road. 

 

Driveway Consolidation 

Particularly on commercial streets, several driveways located close together create safety issues for 

drivers, pedestrians and bicyclists and result in unnecessary delays for automobiles. While the City has 

largely discontinued these practices for new development, there are several areas where consolidation 

of driveways will be necessary as redevelopment occurs. 

Preston Avenue and East High Street are both examples of streets with numerous conflict points due to 

the large number of businesses with individual parking lot entrances. The frequency and steep cross 

slopes of the driveways make walking along the street challenging (and sometimes unusable), 

particularly for pedestrians who are sight impaired, using a wheelchair, or pushing strollers. Providing 

shared parking as businesses redevelop and moving vehicular entrances to side streets whenever 

possible will make the pedestrian environment more accessible and reduce the number of potential 

conflict points.  
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Figure 15 – Preston Avenue driveway cuts. 

 

Figure 16 – A wide driveway cut on Preston Avenue. 

Traffic Calming 

It is worth noting that none of the techniques described in these Guidelines aim to increase automobile 

speeds on City streets. In fact, slower streets can be just as efficient for vehicles while creating a 

friendlier environment for other users. Traffic calming techniques use design changes to alter driver 

behavior and lower speeds, without significantly changing vehicle capacity on streets. In neighborhoods 

and in business districts where a greater balance between safety and mobility is desired, traffic calming 

can increase the comfort for non-motorized street users. 
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Traffic calming influences driver behavior through physical or psychological means. Physical techniques 

generally fall into three categories:  

1) narrowing the street with medians or narrower travel lanes,  

2) deflecting the vehicle path vertically with raised intersections and speed tables, or  

3) deflecting the vehicle path horizontally with curb extensions, neckdowns and chicanes.  

By changing the direction of travel or interrupting a driver’s sight line, physical techniques encourage 

drivers to slow down and widen their field of vision making them more aware of pedestrians, bicyclists, 

and other vehicles. In addition to physical changes to the travel lanes, vertical elements, like street 

trees, bollards, pedestrian lighting and the street wall, can be used along the street to create a sense of 

enclosure, break up views and psychologically narrow the street. More details on specific traffic calming 

techniques can be found in Chapter 6.  

Parking/Loading Management 

In addition to moving people around and through the city, the framework streets in Charlottesville also 

provide essential loading zones and parking spaces for vehicles. Using the public right-of-way for loading 

and parking supports a variety of adjacent land uses and helps lower costs for developers when the 

number of required off-street parking spaces is reduced. Charlottesville has two parking exempt zones 

where new developments do not need to provide additional, off-street parking: one downtown and one 

at the Corner near the University of Virginia. There is a larger parking modified zone surrounding 

downtown and extending north along McIntire Road and west along West Main Street. Developers in 

these areas have alternatives to providing off-street parking spaces on-site, including providing spaces 

off-site and paying into a parking fund.20 

Currently, on-street parking in Charlottesville is free. Blocks in the downtown core and along West Main 

Street have posted time restrictions ranging from 15 minutes to 2 hours to encourage turnover and use 

by visitors and customers, rather than by employees needing to park all day. Public off-street parking in 

these core areas is provided for a fee in garages and metered surface lots. The demand for the free on-

street parking exceeds the supply and is generally higher than the demand for the off-street, paid 

spaces.21 

Further from the Downtown Mall, there are few on-street parking restrictions. Charlottesville does have 

six Residential Parking Permit Zones to “reduce or prevent congestion and hazardous traffic 

conditions…and to preserve the residential character of such areas and the property value therein.” 

Residential Parking Permits are issued annually and can be purchased for $25; however certain 

households, upon survey by the city traffic engineer, may be eligible for up to two no-charge permits if 

                                                           
20

 Charlottesville City Code. Chapter 15, Motor Vehicles and Traffic. Article V. Stopping, Standing and Parking. 
https://www.municode.com/library/va/charlottesville/codes/code_of_ordinances?nodeId=CO_CH15MOVETR_AR
TVSTSTPA 
21

 Charlottesville Downtown Parking Study, 2008.  
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they are determined to not have off-street parking spaces. Most single family residences are eligible for 

four permits and two guest passes.22 

The City recently completed a parking study of the Downtown and University Corner areas. The 2015 

study found similar conditions to those described in the earlier 2008 study. To maximize existing parking 

resources and be prepared to meet for future demand, the study recommended the following: 

 Establish a City Parking Department to manage parking resources, 

 Adopt demand-responsive pricing for both on- and off-street parking, 

 Revisit parking regulations regarding time limits, especially in areas where meters are 

recommended, 

 Use existing mobile technologies to make it easy to find and pay for parking Downtown and near 

the University, 

 Reduce parking demand through a citywide Transportation Demand Management Program that 

encourage the use of alternate modes of transportation, 

 Maintain existing parking regulations for new development, and  

 Partner with private developers to maintain and enhance the current parking supply through 

the construction of new parking and shared parking agreements.23 

  

                                                           
22

 City of Charlottesville, “Zone Parking Permits.” http://www.charlottesville.org/Index.aspx?page=430 
23

 Downtown and University Comprehensive Parking Analysis. September 2015. 
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5. Charlottesville’s Street Network and Typology 
The previous chapter looked at the users of Charlottesville’s streets, and considered how to make city 

streets work better for all user groups. This chapter examines the streets themselves, looking both at 

the network as a whole and at the characteristics of individual streets.  

A. Street Network Overview 
With few exceptions, the street network in Charlottesville is built out and future road construction is 

limited to local streets providing residential access. Some arterial roads like Preston Avenue, 5th Street 

and Emmet Street have multiple travel lanes in each direction, but most streets within city limits have 

one lane in each direction, although the lanes are not always separated by pavement markings in 

residential neighborhoods. There are a few one-way streets around the downtown area and in the 

residential neighborhoods south of the West Main Street corridor. 

Mileage and Road Classifications 

Charlottesville has 168.6 miles of roads within its boundaries.24 These roads are assigned to one of 

several possible functional classifications within a hierarchy according to the character of travel service 

each roadway provides. Arterials and collectors carry the highest traffic volumes over longer distances, 

while local streets carry fewer vehicles shorter distances. Table 7 shows the miles of road within each 

classification in Charlottesville.  

Table 7 – Miles of roads in Charlottesville by road classification. 

Road Classification (VDOT) Miles 

Interstate 0.4 

Principal Arterial 15.5 

Minor Arterial 13.1 

Collector 16.7 

Local  122.9 

Total 168.6 

Posted Speed Limits 

The posted speed limits in Charlottesville range from a minimum of 15 mph in some school zones to a 

maximum of 45 mph along 5th Street, portions of the 250 Bypass and Seminole Trail/29N. Local streets 

have posted speed limits of 25 mph, while most arterials and collectors are posted at 35 mph.  

Traffic Volumes 

Charlottesville’s principal arterial roadways carry a disproportionate amount of the traffic in and 

through the city. Seventy four percent of roads in Charlottesville have an average annual daily traffic 

(AADT) count below 1,000, which is relatively low.25 The roads with the highest traffic volumes are 

shown in Table 8.  

                                                           
24

 City of Charlottesville, GIS data, April 2014. 
25

 City of Charlottesville GIS data, April 2014. 
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Table 8 – Average Annual Daily Traffic on Charlottesville’s major roads, 2012 and 2014. 

Note: One travel lane typically carries 10,000 vehicles per day. 

  

Road Name Segment 
Number of 
Through Travel 
Lanes 

AADT  
VDOT 201426 

Seminole 
Trail/29 N 

Barracks Road 
to 250 Bypass 

4 29,000 

250 Bypass 
Hydraulic Road 
to Dairy Road 

4 37,000 

Preston Avenue 
Grady Avenue 
to Market 
Street 

4 20,000 

W Main Street  
Jefferson Park 
Avenue to 
McIntire Road 

2 12,000 

5th Street 
South City 
Limits to 
Cherry Avenue 

4 17,000 

Ridge Street 
Dice Street to 
Main Street 

2 20,000 

E High Street 
Gillespie 
Avenue to 250 
Bypass 

2 18,000 

                                                           
26

 Virginia Department of Transportation. 
http://www.virginiadot.org/info/resources/Traffic_2014/AADT_104_Charlottesville_2014.pdf 
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Projected Future Traffic 

The 2040 Long Range Transportation Plan (LRTP) for the Thomas Jefferson Planning District which 

includes the City of Charlottesville and the surrounding counties of Albemarle, Greene, Fluvanna, Louisa 

and Nelson, assesses the future demand for travel throughout the region. Although traffic volumes on 

some of Charlottesville’s major roads have decreased since 2012, as shown in the table above, the 

Travel Demand Model used to establish a baseline and make recommendations for the LRTP shows that 

several roads within and around Charlottesville will experience minor to severe congestion in the future 

as the regional population continues to grow. These roads are mapped in Figure 17. 

Minor congestion refers to roads operating at 85 to 100 percent capacity, where drivers would likely 

experience delays at peak times. Congested roads are expected to carry more volume than they are 

designed to accommodate, and drivers will experience delays throughout the day.27 

 

Figure 17 – 2040 Local Congestion Map. 

 

                                                           
27

 Charlottesville Albemarle MPO Long Range Transportation Plan. 
http://www.tjpdc.org/LRTP/PDF/document/Chapter6.pdf 
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B. Street Typology 
As discussed previously, sorting streets into categories helps designers make preliminary decisions about 

the various elements of street design. These Guidelines present new categories, called a street typology, 

that are based on Complete Streets principles. The first step in developing typologies for 

Charlottesville’s streets was identifying the city’s framework streets. Framework streets are the major 

routes through the City that connect places, neighborhoods, and districts; and/or serve as emergency 

vehicle routes. These streets form the basic structure of the street network, and their defining 

characteristics provide the basis for each of the six street typologies. Since smaller local streets are not 

considered framework streets, they are not assigned a corresponding typology. A map of Charlottesville 

showing the typology of each framework street is presented in Figure 18 – Charlottesville Street 

Typology Map. 
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The defining characteristics of each framework street include adjacent land uses, the number of travel lanes, the presence of center turn lanes 

or medians, sidewalks and bicycle facilities, and on-street parking. An overview of all six street types and their existing, defining characteristics is 

provided in Table 9. A comprehensive list of street segments for each typology is provided in Appendix X.  

 

Table 9 – Charlottesville Street Typology Characteristics.

 Mixed Use A Mixed Use B Downtown Industrial 
Neighborhood 

A 
Neighborhood 

B 
Local 

Miles 4.4 12.7 3.4 2.4 14.7 11.5 119.5 

Percentage 
of Total Miles 
in City 

<3% 8% 2% <2% 9% 7% 71% 

Number of 
Travel Lanes 

4 or more 2 2 2 2 2 2 

Sidewalks Both sides Both sides Both sides Both sides 
One or both 

sides 
None or one 

side 
Varies 

Median Yes No No No No No No 

Center Turn 
Lanes 

Yes Sometimes Sometimes No No No No 

Dedicated 
Bicycle 
Facilities 

Yes Yes No No Yes No No 

On-street 
Parking 

No Sometimes Yes Sometimes Sometimes Sometimes Sometimes 

Land Uses 
Commercial 
Mixed Use 

Mixed Use 
High density 
residential 

Commercial 
Mixed Use 

Commercial 
Industrial 

Low to 
medium 
density 

residential 

Low density 
residential 

Low density 
residential 
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Figure 18 – Charlottesville Street Typology Map. 
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C. Cross-Sections 
The following section presents the proposed streetscape elements and dimensions for each street 

typology through text, graphics and tables. For each typology, there is a brief narrative that describes 

existing conditions and lists example street segments in the City. The narrative also addresses the 

proposed changes to the street cross-section as shown in the graphics. The tables provide more detail 

on the types of streetscape elements and dimensions appropriate to each type of street. 

NOTE: As of 11/20/2015 the dimensions shown in red are being vetted by City staff and are 

subject to change. 

 

Mixed Use A 

Existing Mixed Use A street segments in Charlottesville include segments of Emmet Street, 5th Street, 

Preston Avenue and Hydraulic Road. These segments are characterized by two vehicular travel lanes in 

either direction, a center median/turn lane, sidewalks without buffers and standard bicycle lanes. 

Currently, buildings along these streets are deeply set back from the edge of the road, often with 

parking between the curb and the structure. 

Street Segment 
Posted Speed Limit 

(mph) 
AADT Heavy Vehicle Mix 

Emmet St N 
Massie Rd to Hydraulic Rd 

40 29,000 1% 

5th St SW 
Cherry Ave to City Limits 

45 17,000 2% 

Preston Avenue 
10th St NW to Ridge-McIntire Rd 

35 20,000 1% 

Hydraulic Road 
Emmet St N to 250 Bypass 

40 27,000 2% 

Ranges 35-45 17,000-29,000 1-2% 

 

Proposed 

The proposed Mixed Use A cross-section shows two vehicular travel lanes in either direction, a center 

median/left turn lane and separated bike lanes. Major changes in the proposed cross-section include the 

addition of a planted buffer between the roadway and sidewalk and the location of the adjacent 

buildings up near the street. 
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Figure 19 – Proposed Mixed Use A Street Cross-section
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MIXED USE A STREET 

Major Design Elements Recommended Parameters 

Right-of-way n/a 60’ - 100’ 

Sidewalks Yes > 7’ total width 

Curbside Buffer Zone Yes 3’ - 6’ (5’ minimum for a street tree) 

Street Trees Yes Locate in curbside buffer or in on-street parking zone 

On-Street Parking Yes 7’ 

Diagonal On-Street Parking Limited Back-in parking only, 60o, 17’ min. stall depth 

Off-Street Parking Access Limited Driveways, service and loading preferred from alleys and side streets 

Travel Lane Widths n/a 10-11’  

Turn Lanes Yes 10’ 

Design Speed Slow < 30 mph  

Bicycle Facilities Yes 5’ bike lanes, 7’ separatedd bike lanes, turn boxes, 10’ shared use paths 

Transit Stop Facilities Yes Shelters, benches, paved curbside waiting areas, litter receptacle  

Traffic Calming Yes Roundabouts, corner curb extensions 

Curbs  Yes Vertical curb, or combination curb and gutter 

Gutters Yes Combination curb and gutter 

Pedestrian Lighting Yes 16’ Height Maximum 

Street Lighting Yes  

Median Yes Recommended facilitate safe pedestrian crossings on streets with more 

than 3 lanes of traffic; traffic calming, and stormwater management 

Curb Radii n/a 20’ - 30’ 

Build-To Line/Street Wall Set 

Back from Public ROW 

n/a 0’-10’+; varies by zoning district 

Low Impact Development 

Opportunities 

Yes Bioretention planters, bioswales, curb extension bioretention, permeable 

pavements 

Sidewalk Pavement Material n/a Concrete, permeable pavement 

Parking Lane Pavement n/a Asphalt, permeable pavement, unit pavers 

Roadway Pavement Material n/a Asphalt 

Gutter Material n/a Asphalt, concrete 

Curb Material n/a Concrete 

Curbside Buffer Zone Material n/a Unit pavers, permeable pavement, lawn, groundcover, vegetated tree 

boxes 
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Mixed Use B 

University Avenue and segments of Jefferson Park Avenue are two examples of existing Mixed Use B 

streets. They are characterized by one vehicular travel lane in each direction, intermittent center turn 

lanes, sidewalks and bicycle facilities. These streets also may have on-street parking. The adjacent land 

uses are primarily commercial and high density residential. 

 

Street Segment 
Posted Speed Limit 

(mph) 
AADT Heavy Vehicle Mix 

University Ave 
Emmet St N to Jefferson Park 
Ave 

25 12,000 2% 

Jefferson Park Ave 
Maury Ave to University Ave 

30 12,000 5% 

Roosevelt Brown Blvd 
Cherry Ave to W Main St 

35 12,000 1% 

McIntire Rd 
W Main St to 250 Bypass 

35 22,000 1% 

Ranges 25-35 12,000-22,000 1%-5% 

 

Proposed 

The proposed Mixed Use B street design keeps many of the existing features, including the number of 

travel lanes, sidewalks, bicycle facilities and on-street parking. The rendering above shows a few on-

street parking spaces replaced by street trees and the addition of a planting zone on the sidewalk. Again, 

in many cases accomplishing the proposed design would require amending development regulations to 

provide easements or pedestrian improvements on private property. 
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Figure 20- Proposed Mixed Use B Street Cross-section
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MIXED USE B STREET 

Major Design Elements Recommended Parameters 

Right-of-way n/a 50-80’ 

Sidewalks Yes > 7’ total width 

Curbside Buffer Zone Yes 3’ - 6’ (5’ minimum for a street tree) 

Street Trees Yes Locate in curbside buffer or in on-street parking zone 

On-Street Parking Yes 7’ 

Diagonal On-Street Parking Limited Back-in parking only, 60o, 17’ min. stall depth 

Off-Street Parking Access Limited Driveways, service and loading preferred from alleys and side streets 

Travel Lane Widths n/a 10’-11’  

Turn Lanes Yes 10’ 

Design Speed Slow < 30 mph  

Bicycle Facilities Yes 5’ bike lanes, 7’ separated bike lanes, turn boxes, 10’ shared use paths 

Transit Stop Facilities Yes Shelters, benches, paved curbside waiting areas, litter receptacle  

Traffic Calming Yes Roundabouts, corner curb extensions 

Curbs  Limited Vertical curb, or combination curb and gutter 

Gutters Yes Combination curb and gutter 

Pedestrian Lighting Yes 16’ Height Maximum 

Street Lighting Yes  

Median Yes Recommended to facilitate safe pedestrian crossings on streets with more 

than 3 lanes of traffic; traffic calming, and stormwater management 

Curb Radi n/a 20’ - 30’ 

Build-To Line/Street Wall Set 

Back from Public ROW 

n/a 0’ - 10’+; varies by zoning district 

Low Impact Development 

Opportunities 

Yes Bioretention planters, bioswales, curb extension bioretention, permeable 

pavements 

Sidewalk Pavement Material n/a Concrete, permeable pavement 

Parking Lane Pavement n/a Asphalt, permeable pavement, unit pavers 

Roadway Pavement Material n/a Asphalt 

Gutter Material n/a Asphalt, concrete 

Curb Material n/a Concrete 

Curbside Buffer Zone Material n/a Unit pavers, permeable pavement, lawn, groundcover, vegetated tree 

boxes 
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Downtown 

As the name implies, Downtown streets are the streets in the core of the city, surrounding the 

pedestrian mall. They are characterized by a single vehicular travel lane in both directions, intermittent 

center turn lanes, sidewalks and on-street parking. Downtown streets do not have dedicated bicycle 

facilities since bicyclists share the travel lane with drivers. 

 

Street Segment 
Posted Speed Limit 

(mph) 
AADT Heavy Vehicle Mix 

Water St 
W Main St to 10th St SE 

25 5,600 3% 

Market St 
Ridge-McIntire Rd to 9th St NE 

25 9,000 1% 

E High St 
Preston Ave to 9th St NE 

25 6,300 1% 

Avon St/9th St NE 
Market St to E High St 

25 13,000 1% 

Ranges 25 5,600-13,000 1-3% 

 

Proposed 

The proposed Downtown street design keeps many of the existing features, including the number of 

travel lanes, sidewalks, bicycle facilities and on-street parking. The rendering above shows a few on-

street parking spaces replaced by street trees and the addition of a planting zone on the sidewalk. The 

planting zone could be removed in areas without sufficient width. 
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Figure 21 – Proposed Downtown Street Cross-section
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DOWNTOWN STREET 

Major Design Elements Recommended Parameters 

Right-of-way n/a 50’ - 80’ 

Sidewalks Yes > 6’ total width 

Curbside Buffer Zone Yes 3’ - 8’ (5’ minimum for a street tree)  

Street Trees Yes Locate in curbside buffer in tree boxes or in on-street parking zone 

On-Street Parking Yes 7’ 

Diagonal On-Street Parking Limited Back-in parking only, 60o, 17’ min. stall depth  

Off-Street Parking Access Limited Driveway, service and loading preferred from alleys and side streets 

Travel Lane Widths n/a 10’ - 11’ 

Turn Lanes Limited Only at major intersections and major destination access points 

Design Speed Slow 25 mph  

Bicycle Facilities Yes Shared lane markings, 5’ bike lanes, 7’ separated bike lanes, turn boxes 

Transit Stop Facilities Yes Shelters, benches, paved waiting areas, litter receptacles, lighting 

Traffic Calming Yes Corner extensions, raised intersections, raised crossings 

Curbs  No Vertical curb, or combination curb and gutter 

Gutters Yes Combination curb and gutter 

Pedestrian Lighting Yes 16’ height maximum; style and scale consistent with historic character 

Street Lighting Yes Style and scale consistent with historic character 

Median Limited Recommended to facilitate safe pedestrian crossings on streets with more 

than 3 lanes of traffic; traffic calming, and stormwater management 

Curb Radii n/a 15’ - 30’  

Build-To Line/Street Wall Set 

Back from Public ROW 

n/a 0’ - 5’; varies by zoning district 

Low Impact Development 

Opportunities 

Yes Bioretention planters, bioswales, curb extension bioretention, permeable 

pavements 

Sidewalk Pavement Material n/a Concrete, permeable pavement, unit pavers consistent w/ historic 

character 

Parking Lane Pavement n/a Asphalt, permeable pavement, unit pavers 

Roadway Pavement Material n/a Asphalt 

Gutter Material n/a Concrete, and unit pavers 

Curb Material n/a n/a 

Curbside Buffer Zone Material n/a Unit pavers, permeable pavement, vegetated tree boxes 
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Industrial 

Two existing Industrial street segments in Charlottesville include Carlton Avenue and Market Street. 

These streets are characterized by one vehicular travel lane in each direction, sidewalks without buffers 

and some on-street parking. The streets provide access to commercial and industrial properties and 

must be able to accommodate larger truck traffic. Many of the buildings along these streets have deep 

setbacks. 

 

Street Segment 
Posted Speed Limit 

(mph) 
AADT Heavy Vehicle Mix 

Carlton Ave 
Carlton Rd to Meade Ave 

35 7,200 4% 

Market St 
9th St NE to Meade Ave 

25 5,100 1% 

Ranges 25-35 5,100-7,200 1%-4% 

 

Proposed 

The proposed Industrial street has removed on-street parking on both sides in favor of providing 

dedicated bike lanes and a center turn lane/median configuration. The center turn lane and bike lanes 

provide extra width for turning trucks. This configuration takes advantage of the deep setbacks, and 

provides a sense of enclosure by moving the sidewalks away from the edge of the road and adding trees 

in a planted buffer. 
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Figure 22 – Proposed Industrial Street Cross-section
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INDUSTRIAL STREET 

Major Design Elements Recommended Parameters 

Right-of-way n/a 40’ - 60’ 

Sidewalks Yes 5’ - 6’ 

Curbside Buffer Zone Yes 4’ - 6’ (5’ minimum for a street tree) 

Street Trees Yes Locate in curbside buffer 

On-Street Parking Limited 7’ 

Diagonal On-Street Parking No  

Off-Street Parking Access Yes Sidewalk level and ADA access to be maintained at all driveways 

Travel Lane Widths n/a 10-11’ 

Turn Lanes Yes 10’-11’ 

Design Speed Slow < 25mph  

Bicycle Facilities Limited Shared Lane Markings, 5’ bike lanes, 6’ climbing bike lanes 

Transit Stop Facilities Yes Benches, paved curbside waiting areas 

Traffic Calming Yes Curb extensions (mid block and corner), speed tables, raised 

intersections, raised crossings 

Curbs  Where necessary Vertical curb, or combination curb and gutter 

Gutters Yes Combination curb and gutter 

Pedestrian Lighting Yes 16’ height maximum 

Street Lighting Yes  

Median Limited Recommended to facilitate safe pedestrian crossings on streets 
with more than 3 lanes of traffic; traffic calming, and 
stormwater management 

Curb Radi n/a 20’ - 30’ 

Build-To Line/Street Wall Set Back from 

Public ROW 

n/a 10’ - 60’; varies by zoning district 

Low Impact Development Opportunities Yes Bioswales, permeable pavements 

Sidewalk Pavement Material n/a Concrete, permeable pavement 

Parking Lane Pavement n/a Asphalt, permeable pavement 

Roadway Pavement Material n/a Asphalt 

Gutter Material n/a Asphalt, concrete 

Curb Material n/a Concrete 

Curbside Buffer Zone Material n/a Unit pavers, permeable pavement, lawn, groundcover, 

vegetated tree boxes 
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Neighborhood A 

Neighborhood A streets have one travel lane in each direction, sidewalks on at least one side, dedicated 

bicycle facilities and some on-street parking. Adjacent land uses are low- and medium-density 

residential. Examples streets include Cherry Avenue from Roosevelt Brown Boulevard to Cleveland 

Avenue and Rugby Avenue from Barracks Road to McIntire Park. 

 

Street Segment 
Posted Speed Limit 

(mph) 
AADT Heavy Vehicle Mix 

Cherry Ave 
Cleveland Ave to Roosevelt 
Brown Blvd 

35 5,600 1% 

Rugby Avenue 
Barracks Rd to 250 Bypass 

25 5,800 1% 

Ranges 25-35 5,600-5,800 1% 

 

Proposed 

The proposed Neighborhood A street maintains the single travel lane in each direction and dedicated 

bicycle facilities. It also has sidewalks on both sides of the street, separated from the road by buffers 

with green stormwater infrastructure and pedestrian lighting. On-street parking has been consolidated 

to one side of the street to provide width for these features. 

The Neighborhood A street also shows a raised mid-block crossing with curb extensions. This treatment 

calms traffic by visually narrowing the street and creating a slight elevation change. It also improves 

pedestrian comfort by shortening the crossing distance and improving pedestrian sight distance. 
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Figure 23 – Proposed Neighborhood A Street Cross-section



DRAFT Streets That Work Guidelines 11/20/2015   56 
 

NEIGHBORHOOD A STREET 

Major Design Elements Recommended Parameters 

Right-of-way n/a 25’ - 50’ 

Sidewalks Yes 5’ - 9’ total width 

Curbside Buffer Zone Yes 0’ - 5’ (5’ minimum for a street tree) 

Street Trees Yes Locate in curbside buffer or in on-street parking zone 

On-Street Parking Yes 7’ - 8’ 

Diagonal On-Street Parking No  

Off-Street Parking Access Yes Sidewalk level and ADA access to be maintained at all driveways 

Travel Lane Widths n/a 10’ - 11’ 

Turn Lanes No  

Design Speed Slow < 25mph  

Bicycle Facilities Limited Bicycles May Use Full Lane signage, Shared Lane Markings, 5’ 

bike lanes, 6’ climbing bike lanes 

Transit Stop Facilities Yes Benches, paved curbside waiting areas 

Traffic Calming Yes Curb extensions (mid block and corner), speed tables, raised 

intersections, raised crossings, and mini traffic circles 

Curbs  Limited Vertical curb, or combination curb and gutter 

Gutters Yes Valley gutter or combination curb and gutter 

Pedestrian Lighting Yes 16’ Height Maximum 

Street Lighting No  

Median No  

Curb Radi n/a 15’ - 25’ 

Build-To Line/Street Wall Set Back from 

Public ROW 

n/a 0’ - 25’; varies by zoning district 

Low Impact Development Opportunities Yes Bioswales, bioretention planters, curb extension bioretention, 

permeable pavements 

Sidewalk Pavement Material n/a Concrete, permeable pavement, unit pavers 

Parking Lane Pavement n/a Asphalt, permeable pavement, unit pavers 

Roadway Pavement Material n/a Asphalt 

Gutter Material n/a Asphalt, concrete, and unit pavers 

Curb Material n/a Concrete 

Curbside Buffer Zone Material n/a Lawn, groundcover, vegetated tree boxes 
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Neighborhood B 

Existing Neighborhood B streets are different from Neighborhood A streets because do not have 

dedicated bicycle facilities and they may not have sidewalks. Neighborhood B streets are found in low 

density residential areas. Grady Avenue is an example of a Neighborhood B street. 

Street Segment 
Posted Speed Limit 

(mph) 
AADT Heavy Vehicle Mix 

Grady Ave 
Rugby Rd to Preston Ave 

25 4,600 1% 

Park St 
E High St to 250 Bypass 

25 11,000 1% 

Ranges 25 4,600-11,000 1% 

 

Proposed 

The proposed Neighborhood B street has sidewalks on both sides with green stormwater infrastructure 

and pedestrian lighting located in the buffer zone. To calm traffic, the rendering shows on-street parking 

on both sides of the street, and shared travel lanes without a centerline which require users to exercise 

more caution than they would if the road were striped. 
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Figure 24 – Proposed Neighborhood B Street Cross-section 



DRAFT Streets That Work Guidelines 11/20/2015  59 
 

NEIGHBORHOOD B STREET 

Major Design Elements Recommended Parameters 

Right-of-way n/a 25’ - 50’ 

Sidewalks Yes 5’ - 10’ 

Curbside Buffer Zone Yes 0’ - 5’ (5’ minimum for a street tree) 

Street Trees Yes Locate in curbside buffer or in on-street parking zone 

On-Street Parking Yes 7’ - 8’ 

Diagonal On-Street Parking No  

Off-Street Parking Access Yes Sidewalk level and ADA access to be maintained at all driveways 

Travel Lane Widths n/a 10’ - 11’ 

Turn Lanes No  

Design Speed Slow < 25mph  

Bicycle Facilities Limited Bicycles May Use Full Lane signage, Shared Lane Markings  

Transit Stop Facilities Yes Benches, paved curbside waiting areas 

Traffic Calming Yes Curb extensions (mid block and corner), speed tables, raised 

intersections, raised crossings, and mini traffic circles 

Curbs  Limited Vertical curb, or combination curb and gutter 

Gutters Yes Valley gutter or combination curb and gutter 

Pedestrian Lighting Yes 16’ Height Maximum 

Street Lighting No  

Median No  

Curb Radi n/a 15’ - 25’ 

Build-To Line/Street Wall Set Back from 

Public ROW 

n/a 0’ - 25’; varies by zoning district 

Low Impact Development Opportunities Yes Bioswales, bioretention planters, curb extension bioretention, 

permeable pavements 

Sidewalk Pavement Material n/a Concrete, permeable pavement, unit pavers 

Parking Lane Pavement n/a Asphalt, permeable pavement, unit pavers 

Roadway Pavement Material n/a Asphalt 

Gutter Material n/a Asphalt, concrete, and unit pavers 

Curb Material n/a Concrete, granite 

Curbside Buffer Zone Material n/a Lawn, groundcover, vegetated tree boxes 
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6. Design Guidelines 
Street designers must consider elements beyond the typical cross section, including intersection design, 

features for accommodating bicycles and transit, appropriate spacing and placement of trees and 

benches, and much more. This chapter breaks down the core components of streets and provides 

guidance on how Charlottesville can make streets that work. The design guidance presented in this 

chapter is sorted into five categories: 

 Sidewalks 

 Roadways 

 Intersections 

 Street Trees and Green Infrastructure 

 Site Design and Building Details 

In many cases, specific dimensions (such as sidewalk or vehicle lanes widths) are recommended. 

However, as mentioned previously, the ultimate designs used on City streets must be determined based 

on the specific local context of each street.  

  

NOTE: As of 11/20/2015 the dimensions shown in red are being vetted by City staff and are 

subject to change. 
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A. Sidewalks: Zone between the curb and edge of right-of-way 
The ideal sidewalk consists of four parts: 1) the Frontage Zone, 2) the Clear Walk Zone, 3) the 

Planting/Furnishing Zone, and 4) the Step Zone. Although the boundaries between the zones can 

sometimes overlap, each one serves a purpose.  

 

 
Step 
Zone 

Furnishing Zone Clear Walk Zone Frontage Zone 

Figure 25 – Placeholder image for sidewalk zones 

 

The Frontage Zone (if used: 2’ minimum, maximum varies) is the area between the Clear Walk Zone 

and the building frontages or lot lines. In locations where buildings are adjacent to the sidewalk, the 

Frontage Zone provides a space that buffers  pedestrians from opening doors and structural elements. If 

space permits, the Frontage Zone can also be space for sidewalk cafés, store entrances, retail displays or 

landscaping. It is important that none of these elements infringe upon the Clear Walk Zone.  

 

The Clear Walk Zone (5’ min, 6’ preferred, 12’ max) is the area of the sidewalk space that is specifically 

allocated for pedestrian travel. This space is the highest priority area in the sidewalk design. This zone 

must allow for unobstructed pedestrian movement regardless of ability, be free of any physical barriers, 

be well-lit and clear in all weather conditions. The quality of the surface must meet the standards 

presented in Section 205 of the City’s Standards and Design Manual, as well as the Americans with 

Disabilities Act. The surface material should be durable and slip resistant with minimal gaps. 
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The Planting/Furnishing Zone (if used: 4’ min, 6’ preferred, 10’ max) may include street trees, street 

lights, signage, hydrants, benches, bicycle racks, public art, trash bins, parking meters, transit stops, 

stormwater infrastructure, traffic signal poles and control boxes, and utilities. If street trees are 

provided, the minimum width should be 6’. In addition to being home to objects that may otherwise 

obstruct pedestrian movement, this zone provides a buffer for pedestrians from the adjacent street. 

Placement of vertical objects in the Planting/Furnishing Zone should consider factors such as sight lines, 

potential damage from vehicles on the street, and access to parked cars. Vertical elements such as 

furniture, plantings, seating, and other elements may not protrude into the Clear Walk Zone. Ideally, 

planted elements should be designed to make use of stormwater runoff from the sidewalk and/or the 

street and to be resistant to damage from snow storage.  

 

The Step Zone (if used: 18” min, 2’ preferred, 5’max) is the area between the edge of the street and the 

front edge of the Planting/Furnishing Zone. This zone provides a small area for people stepping out of 

parked cars or dismounting bicycles.  This area may also be used for snow storage in order to keep both 

the travel way and the Clear/Walk Zone accessible. Since this zone is designed to be walked on, a hard 

surface is preferred but grass can also be used in areas of constrained right-of-way. 

 

Utilities and Related Features 

 

Items like utility poles and parking meters/stations are a common feature in the sidewalk 

planting/furnishing zone of the sidewalk. These items should be located a minimum of 18” from the curb 

and should never be placed in the clear walk zone.  Whenever possible, traffic control boxes should be 

located in unused space outside of the sidewalk zone; however, if they must be placed in the 

planting/furnishing zone then a clear space should be provided on all sides so that people have space to 

open car doors and access vehicles parked along the street.   

 

The location of new utilities in new subdivisions in Charlottesville is governed by the regulations set 

forth in Chapters 29 and 31 of the City Code. Section 29-204 requires all new utilities in new subdivisions 

to be located underground “in a manner that will not preclude the installation of street trees or required 

landscaping.”28 On existing streets, electric and communication utilities in Charlottesville are located 

both underground and on overhead utility poles. There are benefits and drawbacks to both 

configurations. Underground utilities improve the aesthetics of the streetscape and free up space on the 

surface for other uses. Overhead utilities also restrict the heights of trees, are vulnerable to damage 

                                                           
28

 City Code Chapter 29 Subdivision of Land, Article IV. Design and Improvements; Sec 29-204. 
https://www.municode.com/library/va/charlottesville/codes/code_of_ordinances?nodeId=CO_CH29SULA_ARTIVD
EIM_DIV4WASEDROTUT_S29-204UT 
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from large trees during severe weather,  and create obstacles along many Charlottesville sidewalks. For 

these reasons, efforts should be made to convert overhead to underground utilities when possible. 

However, converting existing above ground utilities to underground is expensive and complicated due to 

the challenge of working with multiple service providers whose equipment shares the same pole. Also, 

depending on the depth of the utility lines and need for access, underground utilities may restrict the 

planting of trees and other vegetation with deep root systems. For these reasons, decisions about 

whether to retrofit existing utilities to underground will need to be made based on the local context of 

each street.  

 

 

The new Flats at West Village development along 
West Main Street have underground utilities. 

Narrow sidewalks obstructed by utility poles and 
signposts are typical in Charlottesville’s 
established neighborhoods. 

B. Roadways: Between the curbs 
The portion of a street between the curbs may consist of the following elements: 

 

Travel lanes (10’-12’) for vehicles and bicycles are discussed in detail below. 

 

Medians (6’-12’) are raised areas (delineated by curbs) and may have landscape in them.  

 

Turn lanes (10’-12’) are portions of the roadway designated specifically for left and right turns into 

streets or driveways. 
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On-street parking (7’ min, 8’ preferred, 10’max) is also found within the curb-to-curb dimensions of the 

street. Although alignment of vehicles relative to curbs and travel lanes may vary, the most common 

configurations are parallel to the curb line or at an angle of less than 90 degrees from the curb line. 

 

Curbs and Gutters (6” vertical curb and, if used, 18” gutter pan) define the width of the roadway and 

help with stormwater conveyance.   

 

 

Figure 26 - Placeholder image for roadway diagram 

 

Lane Widths 

Lane width has many implications in street design, from slowing traffic to increasing opportunities for 

active transportation. The width of travel lanes should be influenced by the physical dimensions of cars 

and trucks, desired speeds and type of road. Drivers are typically inclined to travel at higher speeds on 

roads with wider lanes. As speed and volumes increase, additional lane width is often considered 

desirable to accommodate the variations in lateral placement of the vehicle within a lane. Greater lane 

widths also help accommodate wider vehicles such as trucks, buses, and recreational vehicles (RVs).  

In Charlottesville, the minimum travel lane width is 10’, the typical condition is 11’, and the maximum 

should be 12’. Although each design decision will need to be based on local conditions, guidelines for 

each street type are shown in Figure 6. A design exemption is required for travel lanes over 12’, heavy 

vehicles or high traffic volumes.  
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Narrower lane widths are most appropriate in urban areas as space is limited and streets tend to have 

higher levels of pedestrian activity. In this context, narrower lane widths encourage lower speeds, 

shorten pedestrian crossing distances, and may enable the provision of on-street parking and transit 

stops. Residential streets do not typically require wide travel lanes, and the higher travel speeds that 

wide lanes tend to encourage are directly in conflict with the walkability, safety, and ambiance desired 

in residential areas. 

 

Table 10 – Placeholder Table: Minimum Lane Width Guidance 

Street Typology 

Minimum29 30 
31 Preferred Maximum 

Mixed Use A 10' 10' 12' 

Mixed Use B 10' 10' 12' 

Downtown 10' 10' 12' 

Industrial 11' 12' 12' 

Neighborhood A 10' 10' 12' 

Neighborhood B 10' 10' 12' 

Local 10' 10' 10' 

 

In considering the use of narrower lanes, however, designers should recognize that narrow travel lanes 

reduce vehicle separation from other vehicles and from bicyclists. They can also create complications for 

buses, trucks and other large vehicles in forcing these vehicles to infringe on multiple lanes when 

turning. Also, the cumulative relationship between the components of the street must be taken into 

                                                           
29 The width of the gutter is included as a part of the total width of the lane. When a travel lane is adjacent to the 

curb, add 1’ to the preferred lane width. When the speed limit is 35 mph or greater, the width of the concrete 

gutter should not be counted towards the width of the travel lane adjacent to the curb. Additionally, when a travel 

lane is next to a raised median, a 1’ shy distance should be added to the lane width. There should also be a stripe 

painted around the median. 

30
 On streets with high volumes of heavy vehicles (>8%), one 11-foot wide travel lane should be provided in each 

direction (generally the curb-side lane). 

31
 A street should not be designed using all minimums.  
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account. When possible, using minimum dimensions for multiple, adjacent elements should be avoided 

(i.e., minimum center turn lane, inside lane, bike lanes, curb lane and sidewalk). 

 

Bicycle Facilities 

In addition to accommodating motor vehicles, the roadway should provide facilities for people traveling 

by bicycle. The 2015 Bicycle and Pedestrian Master Plan Update recommends expanding the network of 

on- and off- street bicycle facilities and contains design details for each type of facility. The most 

common facility types are summarized here. 

 

 

Shared Roadway  

Shared Roadways are bicycle facilities that designate a vehicular travel lane as a shared space for people 

to drive and bicycle. This designation is demonstrated to all users through on-road pavement markings, 

known as “sharrows” or street signage indicating that people bicycling may use the full lane. These 

facilities do not provide any separation between people driving and bicycling and are best used on 

neighborhood streets or streets with a low level of bicyclist traffic stress. Shared lane markings should 

not be used on streets with speed limits higher than 35 MPH or on streets where the traffic volume and 

speeds would be uncomfortable for bicyclists to ride with traffic. On narrow travel lanes adjacent to on-

street parking, shared lane markings should be placed in a location that is outside of the door zone of 

parked vehicles. For detailed dimensions on placement of shared lane markings, see the latest edition of 

the MUTCD.  

 

Bike Lane (5-6’ feet for typical bike lane, 7-8’ for a bike lane with a buffer) 

Bicycle lanes are one-way, on-road bike facilities that provide a dedicated space for people bicycling 

parallel to motor vehicle traffic. Bicycle lanes are often delineated with pavement marking stripes and, 

in some cases, may be fully colored for higher visibility, especially at intersections. Additional striping or 

hatching between a bicycle lane and vehicular travel lane is recommended to provide a buffer between 

the person bicycling and the person driving, where roadway widths allow. Bicycle lanes (without a buffer 

or edge conditions like on-street parking, guardrails, and high curbing) require a minimum width of 5 

feet. If more than 8’ is provided for a bike lane, some form of physical separation should be provided so 

that drivers do not confuse the lane with a vehicle lane (see separated bike lanes, below).  

 

On one-way streets, a contra-flow lane can be provided. Contra-flow lanes enable only bicyclists to 

operate in a two directions on one-way streets. Contra-flow lanes are useful to reduce distances 

bicyclists must travel and can make bicycling safer by creating facilities to help other roadway users 
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understand where to expect bicyclists. A double yellow line should be provided between the contra-flow 

lanes and the opposing travel lane. The double yellow line should be dashed if parking is provided on 

both sides of the street. Contra-flow lanes are less desirable on streets with frequent driveway or alley 

crossings on the side with the proposed contra-flow lane. Case should be taken at the termini of the 

contra-flow lane: it should be clear where bicyclists should go in the receiving roadway.  

 

Separated Bicycle Lanes (2-3’ buffer plus 5-7’ feet for a one-way configuration; 8-12 feet for a two-way 

configuration) 

Separated bicycle lanes are on-road facilities that have separation from motor vehicle traffic. Vertical 

separation can provide visual separation or provide physical protection from motor vehicles, using 

features such as curbs, planters or parked vehicles. Alternatively, vertical separation may be provided by 

designing the separated bike lane at the same elevation as the sidewalk. In all instances, the separation 

increases the perceived sense of safety and can make bicycle routes less stressful. These bicycle lanes 

can be one-directional on each side of the road, or bi-directional on one side of the road. 

 

Separated bike lanes are typically installed on streets with higher traffic volumes and/or speeds, with 

long blocks and therefore fewer intersections. Separated bike lanes may be appropriate on any street 

type in Charlottesville, though may be less common on neighborhood streets unless they serve as a 

major connection to a trail or other facility. Intersection design for separated bike lanes is complex and 

requires careful attention to conflicts with turning vehicles. For more information, see the Separated 

Bike Lane Planning and Design Guide by the Massachusetts Department of Transportation.32   

                                                           
32

 
https://www.massdot.state.ma.us/highway/DoingBusinessWithUs/ManualsPublicationsForms/SeparatedBikeLane
PlanningDesignGuide.aspx 
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C. Intersection Design 
Intersections are necessary elements of the street network, but can create the potential for conflict 

between users. Their design is critical to the safety and functionality of a street. The following guidelines 

should be used to create intersections that are safe, accessible, multimodal, and balance the needs of all 

users. 

Corner Radii 

The AASHTO Green Book provides guidance on turn radii at corners for different types of vehicles (large 

trucks, school buses, etc). However, designing for the largest vehicle that might use an intersection can 

encourage drivers to make higher speed turns, lengthen crossing distances for pedestrians, and leave 

less space for sidewalks and other uses. Where large vehicles need to be accommodated, designers 

should consider the following factors to increase the effective curb radius without increasing the actual, 

physical curb radius: 

 

• Cross-street lane width. On streets with heavy bus or truck traffic, wider lanes may be needed 
to provide adequate turning space while maintaining a tight corner radius. However, on streets 
with moderate heavy vehicle traffic, designs that assume the turning vehicles will encroach into 
the opposite travel lane on the receiving street may be acceptable. 

• Placement of stop lines on non-divided cross-streets. On cross-streets where traffic volumes do 
not create pressure to locate vehicle stop lines as close to the intersection as possible, moving 
the stop line back from the intersection  can add cushion space for large vehicles to make right 
or left turns. 

• On-street parking or near-side bus stops. The space used for buses, bike lanes and on street 
parking can help a large vehicle make a wider turn at an intersection, especially when coupled 
with the ability to bend outside of the immediate lane width on the street receiving the turn 
movement. The diagram in Figure 2 illustrates this concept. The curb radius (R1) allows shorter 
crossing distances for pedestrians, while, the effective radius (R2) defines the path that vehicles 
may follow from one travel lane to another. In this example, on-street parking allows vehicles to 
navigate a wider path without colliding with the corner curb. This is important with large trucks 
and other heavy vehicles as it can keep a smaller radius and give pedestrians a shorter crossing 
distance. 
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Figure 27 - Physical and Effective Intersection Curb Radii 

Curb Ramps 

Curb ramps provide pedestrians a smooth transition from the sidewalk to the street. Appropriately 

designed curb ramps are critical for providing access across intersections and at midblock for people 

with mobility and visual impairments, as well as people pushing strollers, grocery carts, suitcases, or 

children riding bicycles. Curb ramp design must meet the requirements of Title II of the Americans with 

Disabilities Act, which provides detailed standards regarding ramp slope, landing area size and other 

characteristics. In addition, curb ramps should adhere to the following guidelines: 

 

• Curb ramps should be aligned with crosswalks. To achieve this, two perpendicular ramps are 

often preferable over a single diagonal ramp. 

• Under ADA standards, curb ramps are required to have detectable warning strips  that extend 

the full width of the ramp. These strips are designed to alert blind or low-vision pedestrians 

when they are entering a roadway.  

• During winter, snow must be cleared from curb ramps to provide an accessible route. 
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Figure 28: Placeholder image of preferred curb ramp design. 

Crosswalks and Stop Bars 

As the most vulnerable road user, the safety of pedestrians should be the most important criterion in 

the design of crosswalks. Crosswalks indicate to pedestrians where they should cross the street and 

inform drivers where to expect pedestrians. As a matter of design policy, and marked pedestrian 

crosswalks should be applied at all intersections  and in other locations where pedestrians may be 

expected, such as midblock crossings or uncontrolled crossings (crossings where motorists do not have 

signals or stop signs). Crosswalks should be installed on all legs of a signalized intersection unless 

determined otherwise by an engineering study. 

 

When streets are built or repaved, the City of Charlottesville installs high-visibility zebra style or ladder 

crosswalks. In locations with significant pedestrian traffic and difficult sight lines, the City will also 

consider additional elements such as advanced warning signs or pedestrian activated rapid flashing 

beacons. 

 

 

 

 

Figure 29: Placeholder image of Charlottesville preferred crosswalk design. 
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Bulb-outs 

Bulb-outs, also known as neckdowns, curb extensions, or bus bulbs (when they occur at bus stops), are 

created by expanding the sidewalk at intersections or midblock crossings. Curb extensions are used to 

improve the safety and ease of walking along streets by shortening crossing distances and making 

pedestrians more visible to drivers. Bulb-outs may also provide additional space for pedestrians to 

queue before crossing the street or while waiting for a bus.  

 

 

Figure 30 - Placeholder image for bulb-outs 

 

Bulb-outs should adhere to the following guidelines: 

 

• Bulb-outs should match the width of the crosswalk at a minimum.  

• Designers should be aware of the presence of a bike lane or a planned bike lane. Bulb-outs 

should not create barriers or narrow lane widths for bicyclists, or force them to quickly merge 

with vehicle traffic. .  

Pedestrians Signals 

Pedestrian signals at intersections communicate safe crossing times to pedestrians at signalized 

intersections, and should be provided for all crosswalks at all signalized intersections. Pedestrian signals 

have WALK, flashing DON’T WALK (sometimes replaced by a countdown timer) and steady DON’T WALK 

phases. The following should be kept in mind when programming pedestrian signals at intersections: 
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• Use shorter cycle lengths to minimize delay for people walking at intersections with high 

pedestrian volumes. A two minute cycle length may represent a small percentage of a 20 minute 

car trip, but is a significant proportion of a 10 minute walking trip. 

• If used, pedestrian pushbuttons should be located near each end of the crosswalk. per MUTCD 

guidelines. They should also be provided at a height that is consistent with the current 

Americans with Disabilities Act Guidelines. 

• Provide sufficient signal time to cross the street. The MUTCD specifies a pedestrian walking 

speed of 3.5 feet per second. In  locations with a high percentage of aging pedestrians, 3.0 feet 

per second may be more appropriate. 

 

One tool that can improve the visibility and comfort of pedestrians at intersections is the use of a 

Leading Pedestrian Interval (LPI). An LPI is when pedestrians are given the WALK indication 3 to 7 

seconds before conflicting motor vehicles traveling int eh same direction are given a green light. 

Essential, LPIs give pedestrians a head start, increasing visibility for all modes. LPIs should be considered 

at intersections with high conflicts of pedestrians and turning vehicles, as determined by City staff.  

 

Another tool that is used in areas with the highest pedestrian traffic is an exclusive pedestrian phase in 

the traffic signal (also known as a pedestrian scramble phase). An exclusive pedestrian phase is an 

additional phase in the signal cycle that is provided only for pedestriam movements while all pedestrian 

traffic is stopped. Exclusive pedestrian phases should generally be used at intersections where 

conflicting turning vehicles are equal to or greater than 250 vehicles per hour, where sight distances are 

restricted, at intersections with complex geometry, or near elderly housing, schools or similar 

destinations.  

Bicycle Features at Intersections 

Designs for intersections with bicycle facilities should reduce conflict between bicyclists (and other 

vulnerable road users) and vehicles by heightening the level of visibility, denoting clear right-of-way and 

facilitating eye contact and awareness with other modes. Intersection treatments can improve both 

queuing and merging maneuvers for bicyclists, and are often accompanied by bicycle-specific signals. 
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The configuration of a safe intersection for bicyclists should include elements such as color, signage, 

medians, signal detection and pavement markings. Intersection design should take into consideration 

existing and anticipated bicyclist, pedestrian and motorist movements. In all cases, the degree of mixing 

or separation between bicyclists and other modes is intended to reduce the risk of crashes and increase 

bicyclist comfort. The level of treatment required for bicyclists at an intersection will depend on the 

bicycle facility type used, whether bicycle facilities are intersecting, and the adjacent street function and 

land use. For specific design guidance, reference the latest edition of the NACTO Urban Bikeway Design 

Guide33, the AASHTO Guide for the Development of Bicycle Facilities34, and the Manual on Uniform 

Traffic Control Devices (MUTCD)35. 

  

                                                           

Figure 31 - Placeholder image for bicycle signal 

33
 http://nacto.org/publication/urban-bikeway-design-guide/ 

34
 https://bookstore.transportation.org/item_details.aspx?ID=1943 

35
 http://mutcd.fhwa.dot.gov/ 
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D. Street Trees and Green Infrastructure 
Trees, shrubs, grasses, and other landscape plantings play an important role in making streets 

comfortable, delightful, memorable, and sustainable. They can help define the character of a street or 

plaza, provide shade and cooling in strategic locations, reduce energy consumption in buildings, and 

absorb and cleanse stormwater. They absorb greenhouse gases, help filter airborne pollutants. When 

selected appropriately, plants can also clean soil contamination and contribute to native wildlife 

systems. 

Street Trees 

From an urban design perspective, street trees serve a variety of functions. Based on their location, 

arrangement and spacing, trees can: 

 

• Frame, define, and accentuate spaces, 
• Emphasize linearity and long views, 
• Create a ceiling and sense of enclosure, 
• Provide needed shade and filtered light, 
• Reinforce the rhythm of a streetwall, and 
• Add texture, delight, and human scale. 

 

The recommended tree spacing depends on the stature and type of proposed street trees, but the 

offsets from light poles should be 15’ and 10’ at driveways. Short statured ornamental trees should be 

spaced 20’ on center, medium stature trees should be spaced 25’, and large stature shade trees should 

be 40’ on center.   

 

Maintaining landscape plantings on Charlottesville’s streets is challenging. Sidewalk space is at a 

premium and the hard surfaces required to support concentrated activity can be hostile to street trees 

and other plantings. Soil compaction, water limitations, lack of space above or below ground, utility 

conflicts, temperature fluctuations, physical damage, and litter all put stress on plants. These guidelines 

seek to balance the benefits of a healthy greenscape with the realities of limited space and the ongoing 

need for care and maintenance. 

 

Choosing a tree for the right habitat can help minimize conflicts with adjacent infrastructure. For 

example: 

 

• Shallow rooted species should be considered near sewer or drain pipes, and no trees will be 
permitted within 10’ of sewer pipes unless a variance is granted 

• Open form trees should be considered near overhead wires 
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• Trees with deeper roots and small trunk flares should be used adjacent to pavements 
 

Other considerations for selecting the right tree include the scale and form, sight lines requirements, the 

type of microclimate, tolerance to drought and insects, inundation, resistance to vehicular emissions 

and salt, the ability to remediate pollutants, and the amount of maintenance. From an aesthetic 

perspective, spring flowers, fall color, the quality of light and shade, and the abundance of fruit, nuts, 

and leaf litter should also be considered. 

 

Street tree plantings should strive for continuity along a street while respecting adjacent uses. Trees 

should not be planted in loading zones or within 10’ of bus stop landing pads. Trees limbs should be 

pruned to maintain sight lines and maximize visibility of the street wall. 

 

The ability of a tree to grow beyond a certain size is directly related to the volume of rooting soil 

available. Providing sufficient rooting soil in a dense, urban environment can be costly but is worthwhile 

given the unique benefits that mature shade trees provide. Tree roots do not survive well in highly 

compacted soil because it lacks the void spaces needed for air and water to circulate. Roots in 

compacted soil will migrate toward the surface for air and water, causing sidewalks to crack and heave. 

When the rooting space is severely constrained, the tree roots will grow to capacity, and then the tree 

will decline and die. 

 

Trees in the Northeastern US need approximately 2 cubic feet of soil per square foot of canopy area. For 

example, a tree growing in a constrained 3’ x 8’ x 4’ pit would be expected to reach about an 8’ diameter 

canopy before becoming stressed and showing signs of decline. If the tree has access to soil outside the 

pit, the canopy can grow much larger. Landscaped areas in the Frontage Zone or on the edge of adjacent 

properties (with permission) can be excellent places to plant trees, as they may offer open areas for 

roots to spread.  

 

Other Green Infrastructure Elements 

Similar to street trees, green infrastructure elements have environmental and aesthetic benefits. They 

are also cost-effective, and can be modified to fit almost any physical constraint.  They can be used in 

medians and added to the Greenscape/Furnishing or Frontage Zones of sidewalks. There may be 

opportunities to integrate green infrastructure into traffic calming strategies (curb extensions or 

chicanes).   
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An example of a green infrastructure element that might be appropriate in certain settings are 

stormwater planters.   Stormwater planters are usually designed to capture runoff from surrounding 

paved surfaces, including rooftops, sidewalks, plazas, parking lots, and streets. They can be designed for 

trees or low vegetation depending on size and visibility constraints. They generally have structural walls 

and curbs, underdrains to keep water from building up in the soil, and an overflow pipe to control 

excess flow and prevent flooding onto adjacent areas. Drains and overflows are usually connected into 

nearby storm drains. They usually have open bottoms to allow for infiltration.  Generally, a stormwater 

planter is composed of the following layers: mulch, plants, specific soil mixture, infiltration bed, and the 

native soil. Engineered geotextile lining material may be used in some applications, but is generally not 

desired on the bottom of the planter as it can easily clog. 

 

Another example are rain gardens or vegetated swales which can function like stormwater planters but 

generally have fewer structural elements. They may appear more like conventional landscaped areas but 

are depressed rather than elevated from the surrounding area. They can be used in areas where a more 

natural, garden aesthetic is desired. Raingardens are commonly used in residential areas and urban 

settings with ample space; their larger size (relative to typical planters) can provide opportunities for 

more treating larger drainage areas and may be able to support a greater diversity of plants. Again, 

these elements become more complicated if the need to quantify stormwater treatment is the priority. 

In addition to the other benefits of vegetated stormwater management, these systems are capable of: 

• Enhancing the aesthetic appeal of streets, neighborhoods, and commercial or industrial sites 
• Providing wildlife habitat 
• Reducing soil erosion 

 

Charlottesville uses the following guiding documents and design standards when planning and 

implementing green design projects that have stormwater management and/or street trees as key 

components: 

 Virginia Stormwater Best Management Practice Clearinghouse (Virginia Department of 

Environmental Quality) 

 Chesapeake Bay Program Expert Panel Reports (Federal Chesapeake Bay Program) 

 Chesapeake Bay Phase 5.3 Community Watershed Model, Best Management Practices for 

Nutrients and Sediment, Urban Practices (Federal Chesapeake Bay Program) 

 Chapter 34: Zoning, Division 2. Landscaping and Screening (City of Charlottesville) 

 City of Charlottesville Standards and Design Manual 

Green design features have been included in previous planning efforts as well. The SIA Plan recommends 

that streetscape improvements “should include sidewalk rain gardens for rainwater management and 

rain garden “bulb-outs” to allow on-site low-impact stormwater treatments.” The plan also states that 

“reduction in street widths as appropriate is recommended in order to both reduce paved surface areas 
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and to improve the pedestrian and cyclist experience.”36 Reducing street widths can provide more space 

for street trees which physically and visually narrow the street, causing drivers to slow down, reducing 

the severity of collisions. In addition, large canopy trees capture stormwater, provide shade in the 

summer that cools the hardscape and create inviting places for people to walk, bike and gather. These 

types of places generate foot traffic for businesses and can create a sense of community in residential 

neighborhoods. Street trees may be planted on public or private property. Charlottesville’s Zoning 

Ordinance governs the planting of street trees on private property, and contains the following provisions 

for streetscape trees:  

 Developments in zoning districts with maximum setbacks of less than 10 feet are not required to 

provide street trees.37 

 Streetscape trees shall be large canopy trees; however, upon a determination by the Director 

that site conditions warrant smaller trees, the director may approve the substitution of a 

medium canopy tree. 

 Streetscape trees shall be planted outside existing or proposed rights-of-way, but within fifteen 

(15) feet of the edge of such rights-of-way; however: 

1. Streetscape trees shall be planted within five (5) feet of the edge of the right-of-way within 

an entrance corridor overlay district, and 

2. For certain parking lots adjacent to public rights of way (see section 34-873), streetscape 

trees shall be planted within ten (10) feet of the edge of the right-of-way. 

 Maintenance of required streetscape trees shall be the responsibility of the property owner for 

two years, after which the City takes over maintenance. 

The full text of the Zoning Ordinance is available online at 

https://www.municode.com/library/va/charlottesville/codes/code_of_ordinances. Trees are covered in 

Sections 34-868 through 34-871. 

 

The Zoning Ordinance also specifies tree cover requirements on private property in the following zones: 

Zoning Districts Percentage of Site Cover 
(10 years after planting) 

R-3, B-1, B-3, IC 10 percent 

R-2 15 percent 

R-1, R-1A 20 percent 

 

                                                           
36

 City of Charlottesville Strategic Investment Area Plan, December 2013; 67. 
37

 City of Charlottesville City Code, Sec. 34-870. 
https://www.municode.com/library/va/charlottesville/codes/code_of_ordinances?nodeId=CO_CH34ZO_ARTVIIIIM
REDE_DIV2LASC_S34-870STTR 

https://www.municode.com/library/va/charlottesville/codes/code_of_ordinances
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The regulations for green design in private development are important because there are several 

challenges to integrating green design features in the public right-of-way. In many instances, 

Charlottesville does not have much excess right-of-way beyond the edges of existing roads and 

sidewalks. The location of public and private utility lines within the right-of-way limits the size and 

location of a potential green infrastructure installation. Topography and maintenance are challenges as 

well. Many of the main roads in Charlottesville are built along ridgelines and do not collect significant 

volumes of stormwater when it rains. Recessed rain gardens along the public right-of-way have the 

potential to collect trash and other debris that interfere with their functionality if not regularly 

maintained. That said, with the appropriate design and maintenance, green infrastructure features have 

great potential to increase stormwater infiltration and improve water quality in Charlottesville. These 

features are already required by stormwater regulations and private developers are actively installing 

elements such as biofilters, which can help enliven and beautify the streetscape when they are placed at 

the front of a private lot.  

 

 
This curb extension in Portland, Oregon has been designed as a rain garden to collect and 
filter stormwater from the street and sidewalk. It also prevents cars from parking too close 
to the corner and provides space for streetlights and other utilities. 
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E. Site Design and Building Details 
In concert with street design, site design and building frontages define the nature of people’s experience 
of that place. The design and end uses of private developments work in tandem with and help shape the 
public realm of the city, defining the overall character of the place. When the design of the private and 
public realm work well together, the places they make are often experienced as great streets and 
desirable destinations. 

 

Creating great streets with good private realm design starts at the site level, determining the location 

and design of the building(s), site access, parking location, and landscape features. The following 

principles are based on best practices that support livable and healthy communities through thoughtful 

site design, appropriate building forms, and good relationships between buildings, sidewalks and 

streets. 

Thoughtful Site Design  

Building location and orientation affect the building’s relationship with people on the street. The 
following should all be considered during the site design process:   

• New projects or buildings developed on large parcels should include new streets that create a 
comfortable and walkable block size and help complete the street network. 

• Buildings should be sited to support good connectivity to the center or neighborhood 
destinations that are nearby.  

• Buildings should be oriented to the street to promote sidewalk activity and provide eyes on the 

street for the safety and comfort of pedestrians. 

• The design of the site should minimize disruptions of pedestrian ways by limiting the number 
and width of driveways. Driveways should be designed to allow motorists to see pedestrians on 
the sidewalk. 

• All buildings should be sited with their primary entries and frontages along the sidewalk, to 
encourage access by foot. 

• Parking lots and service entrances should be located toward the rear of the lot, with access for 
automobiles provided from side streets or service alleys. Parking should be integrated into site 
and building design; ideally tucked behind the building and accessible from an alley or side 
street, sited internally to the project or block so buildings “wrap it” to the greatest degree 
possible or underground. 

• Wherever buildings are not built immediately adjacent to the public sidewalk, a coherent 
network of pedestrian routes should extend into the property so that pedestrians approaching 
from the street can access each building without walking through vehicular drives and parking 
lots.  

• In all cases, the building pattern within a block should be designed to form comfortable, 
habitable outdoor spaces that promote a sense of place and a unique local character. Each 
building belongs to an individual or a business—the “community” is what happens between the 
buildings. 

Buildings’ Relationship to Sidewalks  

Buildings interact directly with the adjacent sidewalk on a micro level. The following provide guidance 
for designing buildings with sidewalks in mind:  
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• Well-designed building facades and clear entry points from the sidewalk contribute to the 
overall character of the street.  

• Along active mixed-use and downtown streets, building frontages should be highly transparent 
allowing pedestrians to see into shops, restaurants, and public spaces.  

• On residential streets, building frontages should include windows overlooking the street with 
layers of landscaping, porches, patios, or semi-public space that provide an appropriate buffer. 
Setbacks will vary based on street typology and the scale of the buildings.  

• The primary building face should be located on the most active street frontage with an 
attractive and welcoming facade that includes entry doors, windows, signs, and other character-
defining elements.  

• A secondary building face along a mid-block passage or side street should also include openings 
overlooking the public space.  

• The tertiary (back) side of the building should face a back alley or service drive with loading 
docks, service entries, trash storage, and other unattractive functions accommodated here.  

• Lighting should be integrated into the building design to indirectly illuminate the sidewalk at 

night. The light may filter through storefront windows or come from architectural lighting that 

highlights features the building itself.  

Building Details 

Buildings help define the street, so their form and design details merit careful consideration. The 
guidance below addresses building heights, the street wall and stepbacks.   

• Building height, density, and setbacks are planned and designed to create a specific type of 
place that has a certain scale and character closely coordinated with land uses and street 
typologies. 

• Building design standards should support a healthy street environment for pedestrians: for 
example, designing buildings to take into account how they interact with strong winds to create 
wind tunnels or unnecessarily restrict flows of natural light and air. 

• Buildings of 1 to 3 stories should be designed entirely at a pedestrian-oriented neighborhood 
scale, with features that can be appreciated by people walking or bicycling.  

• Mid-height buildings of 4 to 6 stories should be designed at a pedestrian-oriented scale at the 
lower 1 to 3 floors and integrate awnings (?), windows, balconies, and other features that 
provide opportunities for occupants to overlook the street from upper floors.  

• Taller buildings (over 6 stories) should generally have a base of lower floors designed similarly to 
those of mid-height buildings, and may benefit by stepping back from the frontage above this 
level to provide a street character that is not overwhelming to the pedestrian.  

• In most mixed-use districts and neighborhood centers, it is more important to provide a 
consistent “street wall” to define the street as an outdoor room than to provide varied setbacks 
and step backs to break up the mass.  

Land use and site design on private property are governed by the city’s Zoning Ordinance. The heights 

and setbacks required in Charlottesville’s various zoning districts are included in the tables below.38 

                                                           
38

 City of Charlottesville Zoning Ordinance; September 15, 2003. 
https://www.municode.com/library/va/charlottesville/codes/code_of_ordinances?nodeId=CO_CH34ZO 
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7. Implementation 
The previous chapters of the Streets That Work Guidelines dealt with the principles and elements of 

street design in Charlottesville, and this chapter covers the process and some of the challenges inherent 

in getting those streets built. Developers, partner agencies and consultants are involved in the design 

and construction of streets, but the City of Charlottesville has the primary responsibility for guiding and 

permitting street design, and maintaining the streets within city limits. The following sections describe 

the process for street design and construction, offer guidance for decision making, and suggest using 

pilot projects to alter streets on a temporary basis before making permanent changes. 

 

A. Process 
(Under development – this section will include a flow chart showing the city’s current development 

review team and process, as well as the process for public street design project development.)  

 

B. Balancing Needs in a Constrained Right of Way 
Design decisions in the public right-of-way are complex and require difficult decisions. The following 

section provides an overview of some common decisions that must be made during the street design 

process, and highlights the advantages and disadvantages of the tradeoffs associated with the decisions. 

1. Road Diets 

Within a fixed right-of-way, the space needed for bicycle and pedestrian improvements can sometimes 

be reallocated from vehicular travel lanes. This is easiest to accomplish on streets where lane capacity 

exceeds traffic volumes and the number of travel lanes on these streets can be reduced. This type of 

change, known as a road diet, most commonly involves changing a road from four travel lanes to three. 

Road diets accomplish two things:  

 

1) Reduce vehicle speeds, which improves the safety of all road users, without altering capacity 
(i.e., the number of cars per day) , and 

2) Create 10’-12’ of space that may be used for on-street parking, bike lanes or wider sidewalks. 

 

As illustrated in Figure 32 below, road diets convert the space freed from the removal of one travel lane 

to other elements that improve the multimodal capacity of the street, such as bike lanes and on-street 

parking. The example shown here demonstrates such an arrangement, reducing pre-existing lane widths 

to fit both bike lanes and some on-street parking. 
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Figure 32 – Placeholder for road diet figures 

The phrase road diet suggests the idea that some roads carry more ‘weight,’ or vehicular capacity, than 

they need to be functional and healthy. This change in thinking is rooted in Complete Streets principles, 

which consider the needs and experiences of multimodal street users.  

 

In addition to providing additional room for bicycle and pedestrian facilities, road diets provide benefits 

for drivers as well. Studies suggest that under certain conditions there is actually an increase in roadway 

capacity when four lane sections of road are converted to three-lane sections. This is primarily due to 

the advent of the two-way left turn lane and its ability to preserve traffic flow in the through travel 

lanes.  

 

There are also safety benefits. Four-lane undivided sections are prone to erratic movements when a left-

turning vehicle must wait in the inner lane, thus blocking that lane’s throughput while the driver waits 

for a gap in oncoming traffic to turn, and drivers behind this first vehicle rapidly shift into the outer lane 

to continue through. Two-way left turn lanes also reduce the tendency for waiting motorists to ‘jump’ in 

front of oncoming vehicles in an adjacent through lane, and allow turning motorists to see all oncoming 

traffic. Four lane sections often preclude a turning motorist from clearly seeing both oncoming travel 

lanes, especially when he or she is attempting to see beyond other vehicles waiting to turn in the 

opposite direction. 

 

Currently, the traffic volumes on the limited number of streets in Charlottesville with more than one 

lane in each direction precludelane removal. In the future, as travel patterns change, the following 

thresholds can be used to determine if a street is a good candidate for lane removal. 
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Table 11 – Placeholder for road diet guidance 

Original No. of Lanes New Configuration Traffic volume 

4 lanes – two through lanes in each 
direction 

3 lane road – one through lane in 
each direction with a center turn 
lane  

15,000 or fewer vehicles per day 

4 lanes – two through lanes in each 
direction 

3 lane road - one through lane in 
each direction with a center turn 
lane 

20,000 vehicles per day possible, 
traffic study suggested 

   

Source: Toole Design Group 

2. Bicycle Facilities and On-street Parking 

The 2015 Bicycle and Pedestrian Master Plan Update recommends significant additions to the City’s 

existing network of bicycle facilities. Additional road width is required to implement some of these 

recommendations, and one way to gain the space needed for bicycle facilities is to consolidate or 

remove on-street parking. Decisions regarding on-street parking must go through a public process, and 

each proposed project will be assessed individually to ensure the appropriate balance between the 

overall bicycle network and local parking needs is achieved. 

 

While on-street parking provides convenient access to businesses and residences, buffers pedestrians 

on the sidewalk from moving vehicles and is an effective traffic calming measure, it also poses a hazard 

for bicyclists. Drivers must cross the bike lane to enter and exit parking spaces, and driver’s side car 

doors open directly into a bicyclist’s path. The guidance offered here supports decisions related to 

consolidating or removing on-street parking, as well as installing bike lanes next to on-street parking. 

 

Consolidating or Removing Parking to Accommodate a Bicycle Facility 

• Data Collection – For any project of this type, data regarding on-street parking utilization, traffic 
volumes and speeds, bicycle counts, and available crash and safety data should be collected. 
Adjacent properties should be assessed to see if parking can be provided off-street. This data 
will helpful in determining which facility has the greater need: the bicycle lane or the on-street 
parking.  

Installing Bike Lanes Next to On-Street Parking 

• Parking Turnover – Where parking turnover is high, every effort should be made to separate the 
bicycle facility from on-street parking to reduce potential conflicts and increase bicyclist 
comfort. In areas with low parking turnover, a bicycle lane next to on-street parking is more 
appropriate. 

• Topography and Relative Speeds – Steep inclines and declines have a direct effect on the speed 
a bicyclist can travel. Traveling downhill, a bicyclist can pick up appreciable speeds, which 
decreases the time he has to react to a car pulling into or out of a parking space or a driver 
opening his door. While bicyclists traveling uphill at slower speeds have more time to react to an 
obstacle in their path, starting from a stop on an incline can be very difficult. In both situations, 
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bicyclists may find it preferable to ride in the travel lane away from parked cars, rather than in a 
bike lane immediately adjacent to the parking lane/curb. 

 

3. Taking Advantage of Repaving 

These Guidelines are for all streets, both existing and new. With existing streets, opportunities to 
redesign an entire corridor at once are limited. The following section addresses a variety of minor 
improvements that can be implemented individually or in combination to create streets that 
accommodate all user types. Many of these changes can be made through spot improvement programs. 
A planned surface repaving project is an excellent time to retrofit the corridor to add comfort, 
convenience, safety, aesthetics, and economic value. The City of Charlottesville’s 2015-2016 Paving List 
is posted on their website at http://www.charlottesville.org/departments-and-services/departments-h-
z/public-works/public-service/street-maintenance. 

 

• Tighten corner curb radii to the minimum needed to provide a usable turning radius for an 
appropriately selected design vehicle. Occasional encroachment by larger vehicles into other 
travel lanes is acceptable; intersections should not be designed for the largest occasional 
vehicle.  

• Eliminate unnecessary turn lanes at intersections, such as right-turn lanes with very few right 
turning vehicles.  

• Where warranted by turning vehicle counts, replace painted channelization islands at 
intersections with raised islands, to give pedestrians a true refuge, and to break up a long 
crossing of many lanes into smaller discrete steps.  

• Paint bike lanes  
• Add sidewalks  
• Add raised medians, which visually narrow the roadway and provide a median refuge for 

midblock crossings  
• Provide median and parkway landscaping, which further visually narrows the roadway and 

provides a calming effect  
• Add or retain curb parking, which improves community access, calms traffic, and buffers 

pedestrians.  
• Add bulb-outs, which shorten pedestrian crossing distances and improve sight lines 

• Adjust traffic signal timing for slower speeds and to ensure comfortable crossing times for 
appropriate populations. In areas with aging populations, for example, crossing times may need 
to be lengthened.  

 

C. Pilot Projects 
While these Guidelines are grounded in the City’s established standards, they also promote flexibility 

and creativity in street design. Meeting the City’s stated goals for sustainability, connectivity and quality 

of life will require the innovative application of these Guidelines in every neighborhood. Pilot projects 

allow the City to test new approaches on a temporary basis, and introduce the general public to new 

concepts. Pilot projects are most effective when executed through a systematic process that encourages 

ample research, the use of high-quality materials and ensures the pilot is thoroughly evaluated.   

http://www.charlottesville.org/departments-and-services/departments-h-z/public-works/public-service/street-maintenance
http://www.charlottesville.org/departments-and-services/departments-h-z/public-works/public-service/street-maintenance
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1. Issue Identification – The issue or issues to be resolved through the pilot project need to be 
clearly defined and supported by measurable evidence. Evidence may include data regarding 
safety, spatial or system gaps, and/or community feedback. 

2. Best Practices Research – The issue and potential solutions should be researched, and a 
preliminary plan for the pilot project developed. The plan should include the implementing 
department, a conceptual design, a list of materials, the pilot project timeframe and proposed 
evaluation strategy. 

3. Risk Assessment – A clear outline of the potential benefits of the proposed solution along with a 
list of possible concerns should be compiled as part of the plan. A wide variety of stakeholders 
and discipline professionals should be consulted for this assessment. 

4. Testing and Measurement – Any pilot solutions tested should include collection of before and 
after data, not only to test the effectiveness and safety of the solution, but to share the 
outcomes with other communities who face similar challenges. 

 

 

D. Priority Streets 
 

(Under Development – This section will include a prioritization process for City Streets, to be used to 

select locations for public street investments.)  
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