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COMPREHENSIVE PLAN  TRANSPORTATION

X. TRANSPORTATION
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The City of Richmond intends to have a well integrated transportation system composed of
context sensitive road networks, mass transit  and hike/bike trails to allow local residents and
visitors to access employment, shopping, recreation, entertainment, and other destinations
quickly and efficiently with minimal adverse impacts to the environment or neighborhoods.
The City of Richmond intends to evaluate the effectiveness of its transportation system with
the health and safety of its citizens and visitors and sustainability standards as its primary
concerns.
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Access Management 
Widening and intersection improvements are not the only ways to improve traffic operations 
along a street. One technique to help preserve capacity and promote safety while delaying or 
avoiding the need for widening is access management. Access management involves 
comprehensive controls to minimize conflict points, reduce the potential for accidents, and help 
preserve the street’s ability to carry traffic.   
 
Access management standards could be applied 
to new development proposals, and during road 
improvements to revise existing access that does 
not meet the current standards.  A general review 
of access management concepts is provided 
below, and provides a foundation for a Codified 
Access Management Ordinance. 
 
 
 
 
 
 

• Number of Access Points.   The number of driveways allowed along major streets affects 
traffic flow, ease of driving, and accident potential.  Reasonable access must, however, be 
provided for each use.  If direct access to the adjacent roadway is necessary, the number 
of access points should be limited to one where possible. Every effort to limit the number 
of driveways; and encourage access off side streets, service drives, frontage roads, and 
shared driveways will help.  
 

• Driveway Spacing from Intersections.  The minimum spacing of access points from 
intersections should be in accordance with the table below (measured from pavement 
edge to pavement edge as shown on the figure): 
 

 Signalized locations: *    
• along U.S. 27 and Hwy 40          300 feet  
• along other public streets          200 feet 

        
 Unsignalized locations:  

• along U.S. 27 and Hwy 40          300 feet 
• intersections with U.S. 27 and Hwy 40   300 feet 
• other intersections                 150 feet  

* Spacing shown for signalized intersections should also be applied at intersections where INDOT 
indicates spacing and approach volumes may warrant a signal in the future. 

 
 
 
 
 
 
 

Driveway Spacing from Intersections 
Source: LSL 
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 Changes to these guidelines should only be 
considered if it can be demonstrated by a traffic 
impact study that the driveway operation will 
not result in conflicts with vehicles at the 
adjacent intersection.  These guidelines can also 
generally be applied to spacing from access 
points on the opposite side of the street.  
Preferably, major access points should be aligned 
with, or 250 feet from, major access points on the 
opposite side of the street.  The actual 
dimensions will vary depending upon existing 
and expected turning movements. 

 
Alternative Access.  Alternative access should 
be encouraged along arterials, such as shared 
driveways, rear service drives, or frontage 
roads.  Commercial developments and parking 
lots should be connected through front or rear 
service drives.  Frontage drives, rear service 
drives, shared driveways, and connected 
parking lots should be used to minimize the 
number of individual driveways along major 
streets, while preserving the property owner's 
Frontage roads or service drives should be 
constructed in accordance with the following 
standards: 
 
A. Service drives and frontage roads 

should be set back as far as 
reasonably possible from the 
intersection of the access driveway 
with the public street. A minimum 
of eighty (80) feet should be 
maintained between the public 
street centerline and the pavement 
of the frontage road, with a 
minimum sixty (60) feet of throat 
depth provided at the access point, 
as measured from exit lane stop 
bar to service drive. 
 

B. The alignment of the service drive 
can be refined to meet the needs of 
the site and anticipated traffic 
conditions, provided the resulting 
terminus allows the drive to be 
extended through the adjacent 
site(s). 

 
 

Frontage Road Minimum Setbacks 
Source: LSL 

 
Alternative Access 
Source: LSL 

Table 8-1 
Driveway Spacing Guidelines 

Driveway Spacing * 
(in feet)  

Posted 
Speed 
(mph) Minimum Recommended 

30 150 185 

35 175 245 

40 200 300 

45 315 350 

50+ 350 455 

* As measured from the centerline of each 
driveway. 

Note: Spacing on boulevards may be adjusted 
Source: LSL 
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In areas within one-quarter mile of existing or future signal locations, access to 
individual properties should be provided via these alternative access methods rather 
than by direct connection to a major arterial.  Ideally, this should be through a rear 
service drive (a rear service drive has adequate depth for on-site stacking, compared to a 
"frontage" road). 
 
In the case of existing, proposed or recommended rear service drives, additional access to 
individual properties may be allowed through direct connection to the adjacent arterial 
street, provided that movements at these driveways are restricted to right turns into 
and/or out of the site, and are appropriately spaced as discussed later in this section. 

 
• Driveway Spacing from Expressway Ramps.  A minimum of 600 feet is recommended 

between expressway ramps and any driveway. 
 
• Driveway Spacing from Other Driveways.  Minimum and desirable driveway spacing 

requirements should be determined based on posted speed limits along the parcel 
frontage, traffic conditions, and sight distance and in consideration of the amount of 
traffic a particular use is expected to generate.  Guidelines are shown on Table 8-1 but 
can be varied upon specific findings and in consideration of published traffic engineering 
manuals such as the AASHTO Greenbook. 

 
The "desirable" values provided in Table 8-1 are based on the sight distance necessary to 
allow an egressing vehicle to enter the arterial traffic stream without causing oncoming 
traffic to decrease their speed by more than 10 mph, and should be required where parcel 
size permits.  The "minimum" values in the table are based on the distances required to 
avoid conflicts between vehicles turning right or left from adjacent driveways. In order to 
prevent left turn conflicts, possible driveways should be aligned with those across the 
street or offset a sufficient distance from driveways across the street in accordance with 
the minimum spacing standards listed in the table.  In the case of expansion, alteration, 
or redesign of existing development where it can be demonstrated that pre-existing 
conditions prohibit adherence to the minimum driveway spacing standards, the 
driveway spacing requirements could be modified, but the recommended driveway 
spacing should not be reduced by more than 60 feet. 

 
Right-of-Way Preservation 
they are expected to handle now or in the future.  The right-of-way and development along 
several segments limit road widening, intersection improvements, installation of boulevards, 
and/or the addition of desired bike paths.  Acquisition of additional right-of-way to 
accommodate desired improvements can delay projects and escalate costs.  The advance right-of-
way acquisition process also reduces later disruption to homes and businesses that would 
otherwise need to relocate or redesign their site. 
 
A cooperative effort to preserve right-of-way in advance of the planned roadway improvements 
could help address this issue.  Three methods that could be considered are negotiations to donate 
lands during development approvals, advanced acquisition, or preservation through clustering.   
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1. Donation. Landowners and developers often understand the benefits of donation of land 
needed for right-of-way.  Land donation can expedite improvements that will benefit the 
landowner.  A landowner may also be eligible for tax benefits through donation or 
dedication. In some cases, the city may wish to support variances from setbacks where 
the setback from the new right-of-way would create a non-conforming situation.  
Alternatively, the zoning ordinance could include special standards for such situations. 

 
2. Advance acquisition.  Traditionally, right-of-way is purchased after the improvement 

has been designed. Advanced acquisition could involve purchase at an earlier date when 
costs are lower.  Some road agencies maintain funds to purchase right-of-way if a 
development is proposed where right-of-way will be needed in the future.  Thus, the 
right-of-way can be purchased at a lower cost. 

 
3. Density Transfer.  The city might allow a developer to transfer the density that could 

occur in the future right-of-way to another location on the site through special zoning 
provisions. 

 
Multi-Modal System Recommendations 
A unified multi-modal system for the city of Richmond with connections between modes could 
provide additional transportation alternatives to a vehicle. The following is a brief description of 
its components. 
 
Sidewalks and Pathways 
The sidewalk and pathway segment includes three different cross-sections to serve their 
intended function. These cross-sections are described below along with their relationship to 
other aspects of the Comprehensive Plan. 
 

• Sidewalks – five foot wide or greater sidewalks  
• Multi-Modal Paths – six to eight foot wide sidewalk  
• Greenway Pathway - eight-ten foot wide pathway 

 
Bus Routes 
The plan indicates a linkage between established routes and the other modes of travel offered in 
the City.  The City should continue to work in collaboration with the transit authority so the 
system can respond to changing needs and new development projects.  A circulator system 
should be considered along Highway 27 to service the new hospital campus and higher education 
facilities that are located in close proximity to each other.  The route could provide high 
frequency service between a downtown transit center and the campuses, while providing 
connections to existing routes.  
 
Bus Routes and Multi-Modal Pathways 
In instances where there is an important link to a community facility, connection to an 
additional transportation mode, or along key transportation routes, the bus route and multi-
modal pathway routes overlap.    
 
Rail 
The multi-modal plan links sidewalks, pathways, and bus routes to the historic train station.  
The train station serves as a historic feature to the city and enhancements at the train station are 
encouraged. 
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O. Transportation Maps 
 

1. Corridor Character 
2. Planned Transportation Improvement Projects 
3. Right-of-Way 

 


