6. CORRIDOR DESIGN STUDIES
With the information from the research, analysis, and findings discussed in Chapters 2 through 5 of
this report (ATM state of the practice, functional classification considerations, traffic analyses, and
the ATM tool box), the study team conducted design studies for arterial corridors that represented a
variety of transportation conditions and land use patterns in Arlington. The purpose of these design
studies was twofold:
To apply the draft set of ATM measures in a manner that would test the measures and the
solutions they created and then refine the tool box for use in Arlington
To begin the planning process for specific corridors and develop concept designs that could
lead to further design and eventual implementation of the ATM measures for all or part of
those corridors
The results of these corridor design studies are described in this chapter. The numerous concept
designs developed and produced as a result of this design process are included in Volume 2 of this
Final Report.

6.1

Study Corridors

As shown in Figure 6-1, eleven corridors in Arlington were examined as part of this ATM Study. For
three of these corridors, the study team proceeded through a design study process that included public
involvement meetings and iterations with the Task Force and Arlington staff and resulted in “15%
Concept Designs.” For eight of these corridors, the study team developed “5% concepts” that were
iterated with the Task Force and County staff.
6.1.1

15% Concept Designs

For the following three corridors, the study team completed “15% concept designs”:
Wilson Boulevard – from the County Line to George Mason Drive
South Carlin Springs Road – from N. Kensington Street to 7th Road
South Four Mile Run Drive – from Columbia Pike to Shirlington Road
For each of these three corridors, the study team conducted a citizen-participation process that
included the following meetings:
Visioning Workshops
Wilson Boulevard (October 7, 2003)
Carlin Springs Road (October 8, 2003)
Four Mile Run Drive (October 9, 2003)
Corridor Walk-Throughs (November 8, 2003)
Concept Plan Workshops
Wilson Boulevard (March 30, 2004)
Carlin Springs Road (March 31, 2004)
Four Mile Run Drive (April 1, 2004)

Figure 6-1 – ATM Study Corridors
15% Concept Designs
5% Draft Concepts

6.1.2

5% Draft Concepts

Following the development of the 15% Concept Designs, the study team also compiled “5% Draft
Concepts” for the following eight additional corridors:
North Harrison Street – from 26th Street to Lee Highway
South Arlington Ridge Road – from 20th Street to Glebe Road
Columbia Pike – from Courthouse Road to Quinn Street
Military Road – from Glebe Road to Lorcom Lane
North Sycamore Street – from Williamsburg Boulevard to 16th Street
Washington Boulevard – from George Mason Drive to Sycamore Street
Walter Reed Drive – from 6th Street to Columbia Pike
Clarendon Boulevard – from Fillmore Street to Barton Street

6.2

Expert Panel Input

As discussed in Chapter 5 of this report, an
expert panel met on May 29, 2003 with the study
team to begin the ATM study process. The
members of the panel joined members of the
Arlington staff and consultant team to walk and
drive the study corridors, participate in
discussions, and provide guidance to the study
team. In addition to specific ATM measures and
design criteria, specific improvements to the
study corridors were suggested. These are
summarized below.
6.2.1

General Comments

The members of the expert panel urged the County to take a systematic look at Arlington’s arterials.
The three 15% design studies needed to be corridor based, addressing the capacities of a corridor and
the possibility of solutions that manage traffic, including spreading out the peak periods and diverting
some traffic to alternative corridors. In addition, the panel suggested that the County start with a sure
success, such as implementing measures on a street with less than 20,000 ADT to minimize potential
negative impacts from construction and possible (but not desired) capacity reduction.
The attendees at the expert panel meeting discussed the notion of framework streets. All arterials
within the ATM study should be considered framework streets, except perhaps Harrison Street. The
design elements to manage transportation modes on framework streets include:
Number of Lanes
Width of Lanes
On-street parking
Edge treatments
Street trees
Pavement textures
Raised intersections (only at high-volume pedestrian connections and generators)
Higher visibility crosswalks on higher volume / higher speed streets – use ladder crosswalks

Design elements on non-framework streets can include all measures appropriate for framework street
with the addition of humps and chicanes, with no more than 12 on any street.
For a typical street (with lower traffic volumes) the panel suggested looking at a road diet, reducing
the numbers of lane and the width of lanes (e.g., width of 10 feet for lanes on tangent sections and 11
feet curves). Other element suggested included:
Bicycle lanes
Bike lane conflict area with right turn lane: use colored pavement as demonstration project
On-street parking (back-in diagonal parking if possible, 60 degree angle)
Tree canopy
Roundabouts (where they fit)
Pedestrian refuge islands every 300 feet
Design speed of 25 to 30 mph (in residential, commercial, and connecting commercial
districts)
Nubs everywhere – every 100 feet or less
Valley gutters when street is rebuilt
No bus bays (pull-outs)
Far side (intersection) bus stops
6.2.2

Suggestions for Corridors

The following ideas were discussed for selected corridors:
Wilson Boulevard
Potential “Festival Street”
Great candidate for a road diet – reduce to 3 lanes with bike lanes and pedestrian refuge
islands
At Four Mile Run trail reduce to 2 lanes with center median
Replace bridge over trail (at bottom of hill) with two curved decks allowing light to pass
through to the trail
Worm islands at intersections near trail crossing
Try to convert skewed intersection to “T” intersections
Consider a demonstration project using paint in the near term then go with permanent
solution
Neighborhood shopping center at east end wants to be a vibrant mixed-use village
Consider roundabouts at appropriate intersections
Carlin Springs Road
Reduce sections with volumes under 25,000/day to 2 lanes with left turn lanes
Add bike lanes on road or protected sidewalks
Add center turn lane and pedestrian refuge islands
Consider roundabouts at 7th Rd and at Kenmore School instead of signals
Try narrowing solutions first using paint
Apply no more than 8 to 12 significant measures
Sell project as a pedestrian level of service improvement
Redesign Kenwood Elementary School access and circulation to work better with street,
including pedestrian access

Four Mile Run Drive
Corridor does not work well today for motorists, bicyclists, transit patrons or pedestrians
Create parkway in western section
Possible roundabouts at major intersections
Angled back-in parking with planted bulb outs (on minor street)
Secure easements for wider sidewalks and verge areas
Consider demo project using paint for 6 months before going to permanent solution
Extend on-street parking to fill both sides of entire stretch of Four Mile Run
Screen power lines and power plant with good tree canopy
10-foot travel lanes, seven-foot parking bays
On eastern end (in area to be redeveloped):
• Develop dense street network to foster desired land use pattern changes
• Build skinny street along the creek to add public access
• Build alley in back of buildings facing the skinny street
• Pursue 150-foot deep development grid (residential will drive the determination of
grid)
• Consider a new grocery store and a park
• Create public-private partnership to secure easements for a real sidewalk and verge
• Exchange more on-street parking and variances for off-street parking in return for
easements
Intersection of Four Mile Run and Walter Reed – consider a roundabout, a dumbbell
roundabout (one circulating lane), or one roundabout with a narrow throat on the north
side at the bike trail crossing

6.3

Visioning Workshops

Following the expert panel meeting and guidance from the Task Force, the study team began the
design studies by first obtaining input from the citizens through the facilitation of Visioning
Workshops. These workshops (conducted in October 2003) were held in locations along each of the
“15%” corridors. The agenda for each workshop included:
Introduction of the project
Review of the draft ATM tool box
Presentation of success stories from around the U.S.
“Visions and values” activity
“Show us” activity
Summary of discussion
Outline of next steps in the study process
Summaries of each meeting, including a list of attendees and specific input, are included in the
Appendices (Volume 3) of this report.

6.3.1

Wilson Boulevard – Visioning Workshop

The ATM Study Visioning Workshop for Wilson Boulevard was held on Tuesday evening, October
7, 2003, from 7:00 PM to 9:00 PM, at the Ashlawn School, 5950 8th Road North. Highlights of the
citizens’ input include the following:
Visions:
Safe access for pedestrians
Meets needs of cars, bikes, peds
Aesthetically pleasing
Street where cars do not intimidate
pedestrians
Strollable
Green street
Friendly respect of all transportation
modes
Urban village
Main street
25 mph design speed
Slower traffic
Friendly respect of all modes of transportation
More like Washington Boulevard
Friendly to pedestrians, bicyclists, and motorists coming from side streets
Values:
Safety, especially for children and older people
Transit access – more frequent buses, efficient route, improved stops/sidewalk access
Traffic safety – grass and trees to calm traffic, slow traffic, move left turn traffic out of flow
Bicycles – on-road bike accommodations
Pedestrian – continuous, wider sidewalks; buffers between sidewalk and traffic; increase ped
traffic
Other – Trees! Neighborhood feel
Enforced speed limits
Grass and tree nubs to demark parking buffer and bikes
Wilson is not only an arterial for through traffic, it is also a connector between the residential
and commercial parts of our neighborhood
Comments from Small Groups:
Consider 1 through lane each direction + left turn lane + wider sidewalk + bike lane
Consider reversible lane — analyze by time of day
More trees/vegetation on medians
Stop lights at bus stops 25-11, 30-7, 35-2
Reduce number of left turn lanes (drawing of “worm”)
Safety zone — 3rd lane for left turns out of the neighborhood
At pedestrian crossings, have a traffic slowing device
Wheelchair friendly especially at key pedestrian crossings
Light sidewalks so pedestrians can see and be seen
Hills — 2 lanes going up (climbing lane) and one coming down
School zones — ATS, Ashlawn, St. Ann’s
Focus on pedestrians — wider sidewalks, crosswalks

Underground utilities
Sidewalks wide enough to fit strollers and wheelchairs
Need to change MTP to narrow this segment
Many more …
6.3.2

Carlin Springs Road – Visioning Workshop
The ATM Study Visioning Workshop for Carlin
Springs Road was held on Wednesday evening,
October 8, 2003, from 7:00 PM to 9:00 PM, at
Campbell School, 737 South Carlin Springs
Road. Highlights of the citizens’ input include
the following:

Visions:
Improve ped crossings
Wider, safe sidewalks for entire school neighborhood
Center turn lanes
Bike lanes
Roundabouts strategically located
Safe left turn from 5th St
Safe, efficient, environmentally clean, aesthetically pleasing
Buses should be able to stop, drop, and pick up riders without obstructing vehicle traffic
Safe street for bicycles, cars and pedestrians; safe for bicycles ridden by adults AND children
Barriers to discourage students from walking through the community
Safe and pleasant street for bus and pedestrian users as well as cars
Values
Meet needs of the disabled
Friendly, walkable
Safety for school, senior housing
Trees
Access to 50 together with limit to residents only during rush hour
Safe egress for neighbors to leave and turn onto Carlin Springs
Safe walks for students, elderly, and people in wheelchairs
3 lanes, one alternate lane, wider sidewalks—would love it to look like Broad Street!
Ecologically sound, harmonized with nature, green
Removed/consolidated poles
Slower traffic. Safe speeds
Safe pedestrian crossings
Increase awareness of nature center, park, lack of through roads
Nature center — tasteful, obvious, lighted sign and effective approach signage
Catch-up urban look

Comments from Small Groups
Make bike trail
Move wall, widen sidewalk
Pole takes up most space
Wheelchair access to/from hospital and bus stops
Flashing (warning) light to notify drivers of light change (blind curve)
Consider one-way traffic on side roads (S. 5th St. and S. 3rd St.)
Ideal w/in 2 years: look like Broad St., Falls Church; Fix light timing at Glen Carlin; use
eminent domain to obtain property at SE corner of 1st and Carlin Springs (next to 7-11)
Child-safe sidewalks
Roundabouts instead of raised crossings (some skepticism)
Kenmore MS redesign will change access to S. Carlin Springs
Left turns create backups (no left turn arrow)
If school moves, need new light
Ped xing to schools
6.3.3

Four Mile Run Drive – Visioning Workshop

The ATM Study Visioning Workshop for Four
Mile Run Drive was held on Thursday evening,
October 9, 2003, from 7:00 PM to 9:00 PM, at
Drew School, 3500 23rd Street South. Highlights
of the citizens’ input include the following:
Visions
Warehouses replaced with new buildings
and businesses
Safe, attractive, walkable mixed-use
neighborhood
Regional recreation facility and trails
Attractive roadway with street trees,
planted medians
Better designed sidewalks
Forested stream valley moving from Columbia Pike to a funky arts/industrial district
Trees on both sides, continuous sidewalks, more designated crosswalks.
Industrial area replaced by expanded parkland and some retail that emphasizes
pedestrian/bike traffic
Service the multi-use development of Four Mile Run.
Values
Good access to restaurants/movies
Pedestrian safety, landscaping improvements
Street as a public space
Landscaping
Human scale (limit high rise development)
Parks
Safe bike trails
Slow traffic
Welcoming, economically diverse neighborhood
Create a street, a public space

The stream and the valley topography and its potential
Improve lighting on sidewalks, clear pedestrian crossings with lights that show time available
to cross
Comments from Small Groups (from large sheets of paper):
Walter Reed/Four Mile Run dangerous intersection, accidents are frequent; unsafe for
pedestrians
Curb cut problems on Four Mile Run
Pedestrian countdowns and additional pedestrian crossings
Tree nubs and landscaped medians (trees)
Utility pole issues (obstructions)
Sidewalk installation and enhancement
George Mason/Four Mile Run dangerous intersection
Four Mile Run is not pedestrian friendly
Not walkable at night-between George Mason and Walter Reed (needs better lighting)
Need raised pedestrian crossing at Barcroft center
Need more pedestrian crossings and then “channelize” peds to cross there
Gateway into our community — dumpsters! Move them!
Consider creating the bike path/park as the center of the street
Look at frontage road to see if it should become “parking lot” with access to 4 Mile Run

6.4

Corridor Walk-Throughs
On Saturday, November 8, 2003, Task Force
members and interested citizens joined Arlington
staff and consultants for a walk-through of Wilson
Boulevard, Carlin Springs Road, and Four Mile Run
Drive. The attendees also included County Board
members. The study team captured a good deal of
input from the attendees, which is summarized in
the Appendices (Volume 3) of this report.

The comments focused on the difficulty of being a
pedestrian on these corridors. Specific problem
areas were identified, and suggestions were made
for ATM measures from wider sidewalks, bike
lanes, reduction in lanes, on street parking, better
transit access, and safer intersections and pedestrian crossings. This day-long meeting provided the
study team with additional guidance in its concept designs of the corridors.

6.5

Design Considerations

With the input from citizens and Task Force members following the Visioning Workshops and the
Corridor Walk-Throughs, the study team proceeded with its concept designs. Base mapping was
obtained from the County, field measurements were conducted, and numerous photographs were
taken. Design proceeded through development of proposed street cross sections, renderings of
possible ATM measures, and concept plans in AutoCAD on scalable aerial photography. The design
was coordinated closely with Arlington staff and the Task Force.

6.5.1

Issues and Trade-Offs

Applying ATM measures on the three study corridors (and on any street in Arlington) involves a
number of issues and trade-offs that planners, engineers, and policy-makers must consider. A
primary objective of applying ATM measures is to seek a balance between the needs of the motorist
who is relying on the arterial street for mobility, and the needs of the pedestrian, bicyclist, and transit
user who rely on the street space for safe and efficient access. One benefit to implementing ATM
measures that make the street truly more friendly for pedestrian, bicyclists, and transit riders may be
that in the long run, the use of modes other than motor vehicles may increase.
The issue of adequate access for emergency vehicles must be addressed. Virginia law (effective
October 2003) requires 20 feet of clearance between curbs and other obstacles. To implement ATM
measures such as reducing a four-lane road to two through lanes and a landscaped median with left
turn lanes, mountable curbs or a strip of pavers may provide that 20 feet of clearance.
6.5.2

“Biting the Bullet”

Managing vehicle traffic on one arterial may require Arlington and the citizens to make difficult
decisions in terms of capacity along a corridor, right-of-way acquisition, or utility relocation. Should
the decision be made to reduce capacity, motorists may choose to use alternate routes, which could
create problems associated with large volumes of traffic on parallel corridors. To implement a
preferred alternative along a corridor, such as adding turn lanes while not reducing the number of
through lanes, additional right-of-way may be needed. The acquisition or right-of-way can be time
consuming and expensive. Similarly, burying overhead wires may be a desire on the part of citizens
and staff, but the cost of doing so may be very high, requiring a significant portion of a limited budget
for implementing ATM improvements.
6.5.3

Wide Nodes, Narrow Links

The design philosophy of “wide nodes and narrow links” implies that capacity is needed more at the
nodes (intersections) to account for turning movements, while the links (streets) between intersections
may be narrower, given minimal turning movements. For some Arlington streets, as discussed in
Chapter 4, reducing the number of lanes on the links can result in an equivalent capacity, if turning
movements are taken into account.
As an example, the proposed concept design for Wilson Boulevard has links that are reduced from 4
travel lanes with no turn lanes to 2 through lanes with left turn lanes or pockets. The capacity should
not change, but additional study of turning movements is needed before such a design is implemented.

6.6

Concept Designs

The development of the 15% concept designs culminated in the concepts included in Volume 2 of this
ATM Study Final Report. For each of these three corridors, the following items were produced and
are included in Volume 2:
Corridor Study Area Aerial Photos and Outline of Existing Conditions
Figure of Existing Traffic Conditions
15% Concept Plans
Corridor Photos and Conceptual Renderings
Existing and Proposed Street Sections

Following the Concept Plan Workshops for the 15% concept designs, 5% Draft Concepts were
produced and coordinated on several occasions with County staff and Task Force members. These
plans are also included in Volume 2 of this ATM Study Final Report. For each of these eight
corridors, the following items were produced:
5% Concept Plans
Existing and Proposed Street Sections / Corridor Photos
Each sheet showing concept plans and cross sections includes notes that describe the improvements,
list the ATM measures applied, and remark on other design considerations. Please refer to Volume 2.

6.7

Concept Plan Workshops

Following the production of the draft 15% concept designs, the study team presented the concepts to
interested citizens and members of the ATM Study Task Force at Concept Plan Workshops. The
purpose of these workshops was to present findings and recommended concept plans that were the
result of design studies of the Wilson Boulevard, Carlin Springs Road, and Four Mile Run Drive
corridor. The agenda for each workshop included the following items:
Welcome
Project Overview: ATM Goal, Study Scope and Schedule, ATM Tool Box
Presentation of Concepts: Summary of Visioning Workshop and Corridor Walk-Throughs, ATM
Tool Box applications, Details and Sections, Concept Plans
Discussion Groups
Summary of Discussions
Outline of Next Steps
Summaries of each meeting, including a list of attendees and specific input, are included in the
Appendices (Volume 3) of this report.
6.7.1 Wilson Boulevard – Concept Plan
Workshop
The Concept Plan Workshop for Wilson
Boulevard was held on Tuesday evening, March
30, 2004, from 7:00 PM to 9:00 PM, at the
Arlington Traditional School, 855 N. Edison
Road. Nearly 40 citizens and County staff
participated in discussions of the concept plans
and ATM measures.
Comments noted during this workshop focused on
solutions for safe pedestrian access, for slowing
vehicles, and bicycle lanes on Wilson Blvd. Discussion topics included implementation, maintenance
needs, and public transit access. Roundabouts as alternatives to intersections were not accepted by
the majority of the citizens, mainly due to right-of-way constraints. Some citizens noted that the
concepts do include improvements to pedestrian crossing and geometric deficiencies at existing
intersections.

There was considerable debate about providing two lanes for buses to pull out of advancing traffic.
Most people agreed that Metro bus drivers prefer not to have a pull off lane as it is difficult to re-enter
the traffic stream in peak hours. Some attendees questioned the need for on-street parking in front of
Upton Hill Park was questioned, others thought is was a good idea. Several people expressed
preference for a median that is flush with the pavement, this will allow homeowners with driveways
on Wilson the ability to make left turns into and out of their homes. A couple people expressed
preference cross sections with bike lanes in one direction, especially in the uphill portion of
eastbound Wilson Blvd. However, the question was posed as to which alternative was preferred:
wider sidewalks or bike lanes. Given limited right-of-way, the consensus was for wider sidewalks.
Overall, consensus was gained from the attendees on the study team’s concept plans. Many citizens
wanted to get to the next step and implement some of the recommendations.
6.7.2

Carlin Springs Road – Concept Plan Workshop
The ATM Study Concept Plan Workshop
for South Carlin Springs Road was held on
Wednesday evening, March 31, 2004, from
7:00 PM to 9:00 PM, at Campbell
Elementary School, 737 South Carlin
Springs Road. Approximately 20 citizens
and Arlington staff participated in
discussions of the concept plans and ATM
measures.

Comments noted during this workshop
included the need for bus shelters where
they were not shown. However, the
availability of right-of-way for shelters is
an issue. The citizens expressed a strong desire to slow traffic. They would also like a speed
activated signal like one near Wilson Boulevard and Lexington Street. They liked the planting strip
idea to buffer the street and reduce pedestrian vulnerability. Putting the utilities underground was
popular, but the attendees realized that option is expensive. Moving utility poles to one side of the
street was also a popular idea, as was a signal addition for 5th Street.
One of the most compelling ideas was to establish a pedestrian-activated crosswalk near 1st Street,
from the 7-11 to the new Kenmore Middle School entrance. Pedestrian safety and access in that
area—from north of Arlington Boulevard to 5th Street—seemed the top priority for the attendees.
Lighting under the bridge at Arlington Boulevard would also help, as would reducing the corner radii
and shortening the crossing distances at the interchange. Solutions discussed to improve the area
between Arlington Boulevard and 5th Street included obtaining right-of-way from the school.
Overall, consensus was gained on the concept plans presented, with the provision that specific
improvements would be added to the plans addressing additional pedestrian crossings.

6.7.3

Four Mile Run Drive – Concept Plan Workshop

The ATM Study Concept Plan Workshop for
South Four Mile Run Drive was held on Thursday
evening, April 1, 2004, from 7:00 PM to 9:00 PM,
at Drew Model School, 3500 23rd Street South.
Over a dozen citizens and Arlington staff
participated in discussions of the concept plans
and ATM measures.
Community consensus is that intersection
improvements are needed from Columbia Pike,
through George Mason and Walter Reed, to
Shirlington Road. Questions were raised over
lane width (10 feet vs. 10.5 feet). The citizens
like the addition of trees.
A pedestrian activated signals was a major topic
of conversation. It was agreed that one should be
placed west of Walter Reed, since there is too long of a stretch of Four Mile Run Drive with no
pedestrian crossing. Other comments urged that County to keep shrubs cut and maintain lighting
where pedestrians meander from Four Mile Run Drive (major) to Four Mile Run Drive (minor) to
keep the area safe for pedestrians. They like the Carlyle lighting. Some attendees expressed a desire
to have a wider on-street parking space.
A George Mason, the intersection is currently difficult and confusing. Solution proposed by the study
team was generally accepted as a major improvement. One attendees asked why Walter Reed has to
be so wide. The consensus was that it should be narrowed. West of Walter Reed Drive, the area to
be redeveloped has great potential. Other comments focused on the situation of vehicles turning left
and right into DMV and jamming up parking during evenings and Saturdays and whether or not a
right turn lane was needed.
Overall, consensus was gained on the concept plans presented, with the provisions that comments
such as adding a pedestrian signal are incorporated into the plans.

6.8

Design Standards

As the measures have been applied during this ATM Study, typical sections and concept plans have
been developed. The design process involved a consensus-building process with citizens, Task Force
members, and Arlington staff. Through this process, design standards emerged, which are discussed
below. It should be noted that Arlington has been working with VDOT on the adoption of similar
standards for use by the County on VDOT-maintained streets.
Given the ATM goal to enhance the safety and efficiency of travel by all modes (especially
pedestrians, bicyclists, and transit users), design standards developed during this study address access
for walkable and bike-able communities. The standards tend to slow vehicles (but not hinder
mobility) while providing a benefit for the other modes.

6.8.1

Travel Lane Widths

While AASHTO provides guidance for lane width that ranges from 10 to 12 feet, the consensus
during the meetings with the Task Force and Arlington staff ranged from 10 feet, 6 inches as a
standard, with 11 feet as a standard for lanes that had heavy transit use. Turn lane width tended
toward 10 feet in most designs, not including the gutter pan or shy line distance (one foot) from a
curb. The juxtaposition of a bike lane tended toward making the through lane 10 feet. If on-street
parking existed with no bike lane, most participants opted toward an 11-foot lane.
In one email during the study, one Arlington citizen wrote:
The bus is an important user of the arterial road system. Without it, a whole lot more
cars would clog up those busy streets! So in our zeal to moderate traffic speeds, let’s
not make the roads inhospitable to buses.
6.8.2

Curb Return Radius

The curb return radius or corner radius was a point of discuss early in the design process. After some
iteration, the designs for arterial to arterial corners tended toward 25 feet. For side streets intersecting
with an arterial, the corner radii tended toward 15 feet. Exceptions arose when a heavy bus turning
movement was anticipated.
It was agreed that reduced radii lead to shorter pedestrian crossings and slow turning vehicles,
creating a measure of added safety for the pedestrian and bicyclist. Of course final design of ATM
measures would need to be checked against existing geometry, anticipated types of turning vehicles,
and amount of vehicle and pedestrian traffic.
6.8.3

Curb Extensions

Curb extensions (also called bulb-outs and nubs) were a popular measure. They should be readily
visible and have adequate curb return radii.
6.8.4

Median Extensions

During the concept designs, wherever possible, medians were extended across crosswalks to provide
pedestrian refuge. The refuge should be handicapped accessible and be of sufficient construction to
ensure their visibility to traffic and to not not obstruct the normal path of left-turning vehicles.
According to VDOT and the County, island “noses” for medians should b a minimum of 75 square
feet in size or should be constructed to be physically a part of the median. The VDOT standard is to
assume a 50-foot wheel tracking radius for left-turning vehicles when determining how much a
median can extend into an intersection. For dual turn lanes a 75-foot wheel tracking radius should be
used and/or confirmed using wheel track templates.
6.8.5

Curb and Gutter

Concept designs of the ATM Study assumed the standard Arlington curb or curb and gutter, i.e., 1’-6”
gutter pan with 6” curb. Valley gutters were proposed as an ATM measure that defined parking lanes
and enhanced drainage. These should be design on a case-by-case basis. A two-foot valley gutter is
non-standard to VDOT and has required a design exception in previous state projects.

6.8.6

On-Street Parking Width

Upon review and iteration of the concept plan street sections, it was determined that the on-street
parking standard during the development of this study was 8 feet from face of curb to parking stall
line. This distance was typically shown at 6’-6” of pavement, with the 1’-6” of gutter pan.
6.8.7

Sidewalk Width

Wherever possible, the study team attempted to obtain a minimum of 6 feet for the width of
sidewalks. Enhancing pedestrian access begins with adequate width, and 6 feet of clear space (i.e., no
utility poles or sign posts) has proven to be a minimum width in a urban setting.
6.8.8. Bicycle Lane Width
In the concept designs, bicycle lane width varied depending on the available street width. Generally,
widths ranged from 4 feet (minimum) to 6 feet, with 5 feet being drawn on most concept plans. At
least 5 feet is desired if the lane is next to on-street parking.
6.8.9

Roadway and Pedestrian Lighting

Lighting was not a major topic of conversation with the participants of this study. However, from the
comments received, it was apparent that many people prefer pedestrian level lighting (8 to 12 feet
above the roadway surface), rather than roadway lighting (30 feet or more above the roadway
surface). One group expressed their desire for Carlyle type fixtures.
6.8.10 Enhanced Crosswalks
The ATM study participants discussed all types of crosswalks, including enhanced pedestrian
crosswalks using materials such as stamped asphalt, stamped concrete, concrete pavers,
thermoplastic, inlaid thermoplastic, and in-pavement lighting (trial basis). The disabled community
has taken exception to the streetscape type crosswalks that provide a bumpy surface. The County is
tending toward the simple use of ladder style crosswalks using thermoplastic materials.
6.8.11 Street Trees and Landscaping
Trees within 2 to 4 feet of the back of curb were generally accepted during the concept design process
of this study. The concern about street trees in an urban area is that they pose a hazard as a fixed
object, especially for streets with higher speed limits. The VDOT minimum is urban clear zone is 6
feet behind the face of curb for state-maintained roads, but design exceptions may be allowed for as
little as 18 inches from the face of curb. No design exception is required for street trees where there
is a parking lane between the curb and the travel lanes. Trees should not be planted that obscure sight
lines at entrances or unsignalized intersections, nor should they be planted where they might interfere
with storm drainage systems.
For roadside trees, branches should not be lower than 8 to 10 feet above the road surface, and
landscaping (e.g., shrubs) should not be higher than 30 inches. The visibility between trees and over
shrubs not only assists with motorist safety, it also provides a measure of security for the pedestrian.

6.9

Conclusions on Design Studies

For the ATM Study, concept designs were developed for three corridors. The designs addressed
specific concerns of citizens, applied state-of-the-practice methodologies, and tested the Draft ATM
Tool Box. Citizen input was facilitated by the workshops, corridor walk-throughs, and task force
meetings.
The concept designs attempted to strike a balance between maintaining mobility for vehicles and
enhancing safety and access for other modes. Thus, in developing the concept plans for selected
arterial streets, it was found that applying the dozens of possible ATM measures is best done with a
combination of measures that act together to achieve the desired affects—improve pedestrian safety
and access; meet or exceed ADA requirements; provide safe bicycle access; encourage use of transit;
and allow a slow but steady progression of traffic.
Designing a combination of ATM measures has led to ATM design standards that Arlington may
wish to adopt for selected arterials. These standards involve widths of travel lanes, curb extensions,
curb return radii, parking lanes, bicycle lanes, sidewalks, enhanced crosswalks, landscaping,
streetscape, medians, and pedestrian refuge islands.
Within the street space, seeking to find a balance between the needs of pedestrians, bicyclists, transit
users, and vehicles involves trade-offs. If additional right-of-way is not possible, citizens and
designers may have to choose between widths of sidewalks and bicycle lanes or whether to have a
landscape strip or a bicycle lane. Emergency access must be ensured. Vehicle capacity at
intersections (nodes) and between intersections (links) must be investigated. Reducing vehicle
capacity may encourage the use of alternative routes; however, if done in concert with improving
access to transit, pedestrian, and bicycle facilities, over time, such capacity reduction may lead to an
increase in other modes of transportation.
From the development of the concept plans for the “15% design” corridors (Wilson Boulevard, S.
Carlin Springs Road, and S. Four Mile Run Drive), implementation of a combination of ATM
measures along each corridor will address the issues determined from the citizen involvement
process. Specific near-term projects are possible on each street that could be constructed in the
context of the overall corridor concept design.
Planning and making policy decisions involving the application of ATM measures should be made
holistically on a corridor basis, considering the direction of travel through Arlington as a whole, and
considering the finite amount of traffic capacity across the County.
The findings also formed a basis for recommended criteria and procedures that will allow Arlington
to implement ATM measures and standards through on-going citizen participation, periodic updates
to the Master Transportation Plan, and the bi-annual Capital Improvement Program.

