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The purpose of creating a Master Plan for growth 
along the Rt.17 corridor is to accommodate 
orderly, bene! cial development that promotes 
public health, safety, convenience, comfort, 
and general welfare for the citizens of Isle of 
Wight County. More speci! cally, the Route 17 
Master Plan should provide a sustainable, safe, 
and stimulating design framework to guide the 
location, form, and design of new development 
consistent with the Isle of Wight County 
Comprehensive Plan.  In addition, the Master 
Plan should identify Bartlett as a key activity 
center, treat Carrollton Boulevard appropriately 
given its role as a major transportation corridor, 
and designate a mix of uses for a substantial 
portion of the study area.  The Master Plan 
will be adopted into the existing County 
Comprehensive Plan upon completion.

Coun ty Com p reh en sive Pl an  Prin cip l es
In addition to the speci! c direction regarding the Route 17 corridor provided by the County 
Comprehensive Plan, the plan also provides the following principles:

� Conserve natural resources, historic rural character and public funds by locating most new 
growth in Development Service Districts. 

� Use infrastructure policy to focus growth in appropriate areas within Development Service 
Districts.

� Create activity centers within Development Service Districts to accommodate higher 
intensities and a true mix of uses.

� Create neighborhoods with a variety of housing types and prices. 
� Design connective street systems and an extensive bike/pedestrian network.
� Accommodate cars but emphasize pedestrians.
� Ensure visual quality, architectural character, and local identity. 
� Maintain and protect sensitive environmental areas and rural lands and open spaces.
� Allow opportunities for recreation and alternative transportation options.

Project Objectives 

Purp ose of  th e Coun ty Com p reh en sive Pl an
�The Plan is a general, long-range policy and implementation guide for decisions concerning the overall growth and development of the 
County.  Although adopted as an of! cial public document, the Comprehensive Plan is not a development and preservation ordinance.  
This plan serves as a catalyst and guide to the establishment of, or revisions to, other ordinances or planning tools, including the zoning 
and subdivision ordinances, the Capital Improvements Program, and area plans for various sections of the County.  The Land Use 
Concept Plan Map, included with this Plan, serves to illustrate how and where the Plan�s policies and recommendations will be carried 
out.  This mapped information is general in nature and not appropriate for determining the suitability of speci! c sites for any speci! c 
use.�  � Isle of Wight County Comprehensive Plan, 2001.  Introduction, pg ii.           
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Dating back to 1619, Isle of Wight County is one of the nation�s 
oldest settlements.  Throughout most of the County�s past, 
growth has been gradual and slow and the County has remained 
predominately rural in character. In recent decades development 
within the County has increased in response to the development 
and expansion of the Hampton Roads region. 

Carrollton Boulevard (Route 17) is a four-lane divided highway 
that traverses the northeastern corner of the County from the City 
of Suffolk and Chuckatuck Creek to the City of Newport News 
and the James River.  Containing 4.9 miles, Route 17 serves to 
connect Southside Virginia and points south in North Carolina with 
the Lower and Middle Peninsula.  

The boundaries of the primary and secondary study area are shown 
on the accompanying map.  The primary study area is the corridor 
within 300 feet of the road, with focus on the segment between the 
intersections of Routes 32/258 and the Suffolk City line, and the 
secondary study area includes lands in proximity to and served by 
the road. Route 17 is a major regional transportation corridor, and 
it is the only major road serving the properties north and east of 
the highway and a portion of the properties south of the highway.   
The Primary and Secondary 
Study Areas are de! ned on 
the accompanying maps.

Study Area
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Process

Project M eth odol og y 

The approach used to prepare the Isle of Wight Route 17 Master Plan is a ! ve-step process 
in which each step is logically sequenced to build upon the previous step.  Each of the steps, 
represented by the primary tasks at right, included opportunities for public input.

Task 1: 
Background Research & Analysis
Task 2: 
Charrette & Corridor Concept Plan
Task 3: 
Design Guidelines Workshop & 
Review
Task 4: 
Develop Master Plan & Design 
Guidelines
Task 5: 
Final Plan & Presentation
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Publ ic Process 

The Plan is based upon public input garnered through meetings and web-based 
access at each step of the planning process:

�  Background trip stakeholder meetings
�  Public kick-off meeting discussion
�  Charrette workshop participants plan development and review
�  Concept Plan public presentation and discussion
�  Concept Plan web availability and comment process
�  Design Guidelines stakeholder and public workshops
�  Design Principles web availability and comment process
�  Draft Plan public presentation and discussion
�  Draft Plan availability and comment process
A summary of the public input is provided as Appendix A.

Process

The Plan is based 
upon public input 
at each step of the 
planning process.
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Corridor Pl an n in g  Op p ortun ities an d Ch al l en g es

The citizens of Isle of Wight County who are dependent upon the Route 17 
corridor expressed the following opportunities and challenges of living near 
and traveling along the corridor:

Op p ortun ities

�  Attract higher quality retail stores and development 
�  Use the plan to in" uence VDOT decisions
�  Maintain a scenic corridor with native plantings screens
�  Shift local traf! c off Route 17 onto connected parallel roads
�  Use design of development to create sustainable places
�  Create mixed-use areas to live, work, and shop on foot
�  Provide more predictability to the development approval process

Ch al l en g es

�  Small residential lots in eastern part of corridor that are dif! cult to
   assemble and redevelop
�  Lack of a strong identity or theme to build upon
�  Buffer requirements between different land uses
�  General Commercial zoning allows undesirable uses
�  Identifying alternatives to individual retention ponds
�  Housing affordability
�  Large and unattractive signage

Process

Citizen input formed the foundation of the 
Route 17 Corridor Master Plan.



7Route 17 Corridor Master Plan

II. Existing Conditions

A. E x istin g  Con dition s Overview

B. N atural  R esources

C. R oads

D . Site Access,  D rivew ays an d Park in g

E . Publ ic F acil ities,  Park s an d R ecreation ,  an d H istoric R esources
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Generally, the entire study area is dominated by 
Route 17 (Carrollton Boulevard), a major north-
south highway serving the Hampton Roads 
region.  Highway 258 / Route 32 (Brewer�s 
Neck Boulevard) intersects with Route 17 at the 
Bartlett community.  Along Route 17 are older, 
scattered commercial sites, most of which are 
on individual parcels directly accessing the road 
with their own driveways.  There are also newer 
commercial uses, which typically take the form 
of conventional highway strip commercial 
centers with outparcels.  
 
Residential neighborhoods, both old and new, 
tend to be set back from the highway and 
accessed by interior roads, although there are 
some older individual house lots that front 
directly on the highway.  Other assorted uses 
include civic/institutional uses (churches, 
emergency service), mini-storage, auto repair 
and marine supply.  

While much of the corridor north of the Bartlett 
intersection has already been developed, many 
vacant tracts remain along the southern portion; 
hence, the focus of the corridor plan is on the 
southern part. 

Existing Conditions Overview

A  w ide rang e of phy sic al c onditions ex ist in the 
study  area:  from larg e trac ts of undev eloped land 

to strip c ommerc ial dev elopment and residential 
sub div isions.  
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Existing Conditions Overview

L and uses and phy sic al c onditions in the study  area inc lude c ommerc ial dev elopment and residential
sub div isions.  T rav el on the c orridor is reg ional as w ell as loc al.
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Natural Resources

W aterw ays &  W etl an ds 

Surface waters in the study area include 
streams passing through wooded, agricultural, 
and residential areas.  Ditches and stormwater 
out" ows feed into these streams, and thereby 
contribute any pollutants or sediments they may 
be carrying into surface waters.  

Sh orel in es

The study area is surrounded on three sides 
by water, with expansive views over water 
at the north and south ends of Route 17.  The 
shoreline provides opportunities for public 
and private access to the James River and 
Chuckatuck Creek.  This can take the form of 
direct physical access to the water bodies for 
boating and swimming, access to shorelines 
for picnic sites, ! shing, and the like, or simply 
waterfront views. 

T his ditc h w ill c arry  roadside litter,  as w ell as 
nutrient pollution from fertilizers,  into streams and 

riv ers and ultimately  into the Chesapeak e B ay .

A  ty pic al mix ed hardw ood forest of b eec h,  
tulip poplar,  oak ,  and maple,  w ith understory  

v eg etation of holly  and b ay b erry . 

L oc al fisheries are important to the T idew ater 
ec onomy ,  and ab undant fresh seafood is a 

hallmark  of loc al c ulture and q uality  of life.

of shallow depth to groundwater and high 
permeability.  Failing septic systems do occur 
in some instances, which harm groundwater 
and surface waters by contributing harmful 
bacteria such as E. coli. 

Extensive wetlands occur at the north end 
of the study area, much of which consists of 
salt marsh adjacent to the tidal James River.  
Freshwater wetlands also occur in various 
locations in the study area, either in stream 
corridors or as isolated wetlands. 

Ultimately, streams in the study area " ow into 
the James River, Chuckatuck Creek, and the 
greater Chesapeake Bay estuary.  Thus, water 
quality in the study area and its tributaries is 
linked to the health of the Bay ecosystem, 
including its ! sheries and recreational uses.

Prevalent soil types in the study area have less 
than optimal characteristics for septic systems 
and assimilation of waste, primarily because 
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Natural Resources

R ag g ed I sl an d W M A

The Ragged Island Wildlife Management Area, 1,537 acres of brackish 
marsh and small pine hummocks along the James River, is open 
to the public for canoeing, hunting, ! shing, and wildlife viewing.  
Improvements include small parking areas adjacent to US 17, a 
boardwalk, short trails, and a viewing platform at the water�s edge. 
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Roads

R oute 1 7

US Route 17 is a principal arterial connecting Norfolk, Chesapeake 
and Suffolk to the east and south, across Chuckatuck Creek and the 
Nansemond River, with Newport News and Hampton to the north.  It 
is a 4-lane divided roadway with no control of access, with a posted 55 
MPH speed south of its intersection with Route 32/US 258 (Brewer�s 
Neck Boulevard), dropping to 45 MPH north towards the James River 
where it reverts back to 55 MPH on the bridge.  The reduced speed 
limit and resulting loss of mobility is due to the frequency of traf! c 
signals, cross streets and driveways along this segment of highway.  
As new development occurs, access to Route 17 is limited to some 
extent to minimize additional points of con" ict.  However, access to 
individual residences, especially along the southern section of the 
corridor, are common, as these uses have existed for many years, no 
doubt including when the corridor was a 2-lane local road.

The primary function of Route 17 is to provide a regional high volume, 
high-speed connector between the Newport News/Hampton areas to 
the north, and Norfolk/Chesapeake/Suffolk areas to the south.  Its 
minor function is to connect with collector streets which then provide 
access to adjacent residential and 
commercial developments and 
local streets. Current average daily 
traf! c volumes on Route 17, north 
of Route 32 are approximately 
30,000 vehicles per day, and south 
of Brewer�s Neck Boulevard are 
approximately 15,000 vehicles 
per day. 

Primary  roads and sig nalized intersec tions



13Route 17 Corridor Master Plan

Route 17 and 3 2  I ntersec tion

R oute 1 7  /  R oute 3 2  ( Brew er� s N eck  
R oad)  I n tersection

This existing �T� intersection connects major 
regional travel between Chesapeake, Newport 
News/Hampton, and Smith! eld/Isle of Wight 
areas to the south and west.  Route 17 has two 
through lanes per direction, and a single left-
turn lane serving northbound Route 17 and 
eastbound Route 32 travel.  As a high-volume, 
high-speed signalized intersection, crashes are 
a concern.

Current levels of service for Routes 17 and 
32 were not calculated as part of this study.  
Observation indicates that some delay is 
experienced during peak hours but at levels 
considered acceptable by VDOT standards for 
such facilities.
Crash data for this intersection was not analyzed 
but the less complex operation of a three-leg T 
intersection tends to result in lower crash rates 
than for a conventional four-leg intersection.  

R oads an d M ajor D rivew ays 
I n tersectin g  w ith  R oute 1 7
The Primary roads and signalized intersections 
map depicts the current and anticipated future 
signalized intersections.  Also shown, in 
addition to Brewer�s Neck Boulevard, are the 

other current principal cross streets providing 
access between Route 17 and adjacent uses.  
These include:

�  Whippingham Parkway
�  Eagle Point/Kings Crossing
�  Smith�s Neck Road
�  Channel Way
�  Sugar Hill Road
�  Cedar Grove Road

Five of these intersecting streets (including 
Route 32) are signalized and three additional 
intersections or commercial entrances are in 
the planning or design stages. Based upon the 
extent of the development pattern north of the 
Route 32 intersection, it is reasonable to assume 
that the proposed signals will be implemented 
at Northgate (South of Smith�s Neck) and at 
Whippingham Parkway.  Much of the Route 
17 corridor in this area has already been 
developed in a conventional suburban pattern 
� high intensity commercial land uses separated 
from low intensity residential areas, served by a 
poorly connected road system with all vehicle 
trips directed onto Route 17.  This development 
pattern and traf! c system induces the need for 
signal controlled intersections.

Roads

S mall b uilding  w ith direc t ac c ess to route 17
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Development is usually thought of in terms 
of buildings and other vertical elements, but 
�horizontal� features make up a substantial 
part of development conditions.  Paved and 
vehicular use areas, in fact, often cover more 
land area than the buildings on a site. 

The examples on this page show typical 
conditions in the study area for site access, 
driveways, and parking. 

Site Access, Driveways and Parking

Gravel driveway without an apron 
to protect the road edge 

Ribbon pavement roads 
with swales on both sides

Multiple driveway access points serving one 
development site; gravel parking lot without 

delineated spaces or landscaping 

The highway edge is characterized 
by narrow shoulder pavement and 
drainage swales, rather than curb and 
gutter, which would be more typical 

of an urban road pro! le

A path provided as part 
of new development runs 
parallel to 17 through a 

wooded area

Stormwater from this parking area " ows into a 
pond for treatment and detention

Ribbon  pavement 
roads with swales on 

both sides

A paved apron to protect the road 
edge leads to a gravel driveway and 

parking area
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Public Facilities, Parks and Recreation, and Historic Resources

The study area contains certain features worth noting.  There is an 
emergency services (! re and Emergency Medical Services) station 
on the west side of the southern leg of Route 17.  The only park is 
the sizable Ragged Island Wildlife Management Area, where the 
land meets the James River to the north.  There are also various 
historic sites noted on the map.  Although not in the study area, 
a library and school (Carrollton Elementary) are situated a short 
distance to the west.  
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III. Market Report Sum m ary
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I n troduction  

Isle of Wight is a county of 319 square miles 
located within the Hampton Roads (Norfolk-
Virginia Beach-Newport News) Metropolitan 
Area. This metro area has over 1.5 million people 
and is comprised of diverse communities like 
Norfolk, Suffolk, Portsmouth, Chesapeake, and 
Virginia Beach (in addition to Isle of Wight); as 
well as Hampton, Newport News, Poquoson, 
and Williamsburg. These communities share a 
common history and a large federal government 
presence focused on the military. They are 
also linked geographically by a network of 
waterways and highways. However, they tend to 
operate independently with very little regional 
cooperative planning. In fact, the jurisdictions 
tend to compete for resources and establish 
planning and economic development policy 
without signi! cant regional consultation. 

Despite the County�s efforts to manage growth, 
Isle of Wight�s housing base has increased by 
over 10% in only four years (2000 to 2004), 
with the addition of 1,250 units or about 312 per 
year.  The increase in housing units translates 
into growth in households and population. The 
county�s population has increased at an even 
faster rate of 11.3% since 2000. Interestingly, 
however, population growth has been led by the 
�baby boom� generation or those generally aged 
between 40 and 60. This is evidenced by the 
declining percentage of families with children 

(the population under age 5 represents just 5.7% 
of the total, compared with 7.6% in 1990), and 
con! rmed based on information from housing 
brokers, realtors, and rental managers.  Isle 
of Wight does not have a substantial rental 
housing market, with more than 80% of 
housing in owner-occupancy (compared with 
65% nationally). The owner-occupancy rate is 
increasing, as it is nationally.

Op p ortun ities &  Con strain ts

The following summarizes key market 
opportunities and constraints, based on ! eld 
reconnaissance and analysis of existing data. 

Housing
Isle of Wight County offers a rural lifestyle 
and benefits from its strategic location 
proximate to employment and amenities in 
a large metropolitan area. As a result, there 
will continue to be market pressures for 
development of new housing in the county 
and in the study area. Rapid price escalations 
throughout Hampton Roads have only added 
to the pressures for affordable housing and 
land in Isle of Wight, while local policies have 
further restricted development. Thus, housing 
prices have increased dramatically and reduced 
opportunities for county residents to afford 
new housing. While interest rates may help 
alleviate some of this price pressure, there is 
a perceptible shift toward demand for more 

rental housing. This may provide opportunities 
for mixed-use development including rental 
housing within the study area.

Isle of Wight offers a few housing options for 
those workers who earn less than necessary to 
support a mortgage at the region�s $260,000 
average housing price. There are relatively few 
rental options in the county, with only 19.2% 
of housing in Isle of Wight County renter-
occupied in 2000, versus a national average of 
33.8% (according to the U.S. Census).  Many 
renters live in mobile homes, such as those 
located in 100-lot Jones Creek Landing that rent 
for $241 per month or sell for $55,000.  

There are a number of residential projects in 
various stages of development within Isle of 
Wight County. An inventory of these projects 
plus several other additions have a total of 3,400 
planned units at full-build out. Of these, about 
1,200 were sold as of 2007. Thus, there were 
another 2,200 units remaining in the planned 
inventory at that time. Based on this sample 
of new home projects, Isle of Wight County 
new homes range in list price from $295,700 
to $504,200, for an average of $395,950. Isle 
of Wight County�s new construction housing is 
attracting mainly middle-age buyers (35 to 55) 
who can afford the prices. 

Market Report Sum m ary
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Retail and of! ce
The growth of housing in the county will, 
by necessity, increase demand for retail and 
professional services space. The growth in 
demand for retail space to serve the local 
community has been estimated at 220,000 to 
450,000 square feet, based on gross untested 
assumptions and in the absence of a competitive 
market analysis.  Most of this demand is 
likely to be captured in already-planned retail 
development, but anything above 450,000 
square feet would rely on a regional market 
base (meaning it exceeds the demand generated 
within the County and would be supported by 
in" ow from other locations outside the County). 
Currently, in excess of 1.5 million square feet 
is planned (See the �Market Report Planned 
Retail Development and Implications� section 
in the Appendix for detail.)  As such, regional 
retail development will generate in" ow sales 
as well as traf! c to Isle of Wight County from 
other parts of the Hampton Roads region. 

If the County has an interest in promoting 
smaller, more community-based businesses 
and creative outlets (rather than corporate 
chains and franchises) that preserve the rural 
character of the area, then it will need to ensure 

that new retail development does not infringe 
on these opportunities and that there is a pro-
active effort to create destination potential for 
the independent businesses. Efforts should also 
be made to avoid direct competition to existing 
businesses, by encouraging new business (or 
expansion of existing business) that diversi! es 
and compliments the existing business mix. 
Modest growth in professional of! ce space 
is possible. Of! ce uses are likely to be best 
located in Smith! eld or key nodes near new 
housing development (such as in the Bartlett-
James River Bridge segment of Route 17). 

While the region is increasingly positioned as 
a corporate and government of! ce hub, Isle of 
Wight County is not likely to capture a signi! cant 
share of that market but is competitive for back 
of! ce and similar administrative functions in 
the near term. There will continue to be growing 
demand for professional of! ce uses on a small 
scale that serve the local market.  Some of the 
near-term demand will be captured by both 
the major of! ce development at the proposed 
Benn�s Grant development as well as smaller 
professional of! ce parks like those already 
under development.

Market Report Sum m ary
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IV. Public Policy Context

A. Com p reh en sive Pl an

B. Z on in g  Ordin an ce

C. Subdivision  Ordin an ce
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A new Comprehensive Plan for Isle of Wight 
County was adopted in 1991 and updated in 
2001.  In general, the Comprehensive Plan is 
a high-quality document for ensuring good 
development in the County.  It includes a strong 
growth management strategy that directs most 
development to three Development Service 
Districts (DSDs), where public infrastructure 
(including roads, water, and sewer service) 
is either available or planned.  Development 
within each DSD is further subcategorized 
into land use planning districts for commercial, 
of! ce, suburban estate, suburban residential, 
urban residential, and mixed use development.  
Particularly in the higher-intensity categories, 
good community design is emphasized to 
ensure visual quality and compatibility.  

One chapter in particular (Chapter 4, Growth 
Management) lays out the basic philosophy 
for accommodating growth in the County.  It 
envisions compact development nodes that limit 
the incursion of sprawl into the County�s rural 
areas, and help to prevent the rural landscape 
from being replaced with a suburban one.  
The chapter states the advantages of locating 
compact development in designated service 
areas: it reduces per-unit costs of infrastructure 
and public services (roads, water, sewer, 
EMS/public safety, and solid waste); it reduces 
harm to the natural environment, primarily 
by reducing the amount of land converted to 

Com prehensive Plan
development and thereby reducing soil erosion, 
stormwater impacts, wetlands loss, and habitat 
loss; and it protects community character by 
preventing the loss of scenic vistas to suburban 
sprawl.  Compact development also allows 
traditional rural activities, such as agriculture 
and hunting, to continue; these activities are 
incompatible with suburban development.   

mixing of land uses, interconnected streets, 
good pedestrian circulation, intensively used 
open space, and good architectural character.  
While all of these design elements are typically 
associated with urban areas, they are important 
for Isle of Wight as a rural county because they 
help promote the success of compact ef! cient 
development in selected, limited development 
areas, resulting in preservation of the larger, 
rural landscape.  

The Newport DSD, which is one of the 
designated accommodation zones for this 
compact, ef! cient growth, is largely co-incident 
with the study area for the Route 17 Corridor 
Plan.   As in the other DSDs, there are six 
subcategories for land use in the Newport 
DSD:  
� Conservation Development areas
� Suburban Estate Residential areas
� Suburban Residential areas
� Mixed Use Activity areas
� Business and Employment areas
� Resource Protection Areas 

In addition to these area designations, the 
Newport Overlay District is identified as 
a special area of concern for architectural 
and aesthetic controls, access, and buffering 
requirements along major highway routes, 
including Routes 17 and 258/32. 

The Growth Management chapter recognizes 
that a key issue in promoting compact 
development is good community design and 
form.  With good site design, environmental 
protection standards, and building character, 
denser development is more harmonious and 
compatible.  To achieve these characteristics, 
traditional neighborhood design (TND) concepts 
are emphasized.  These concepts include 
small front yards, a well-de! ned streetscape, 

F arm field east of Route 17
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Planning considerations for the Newport DSD 
are outlined in the Comprehensive Plan.  These 
call for development regulations to be revised to 
include performance standards for landscaping, 
access control, lot coverage, and buffering from 
transportation corridors.  Strip commercial 
development is to be discouraged, because of 
its harmful effects on visual character and road 
function.  Areas for commercial development 
are intended to be at least 10-15 acres so that 
they are large enough to accommodate several 
uses with shared access, as well as landscaping, 
parking, and internal roads.  Parking should be 
located behind commercial and of! ce buildings 
instead of being visible from roads.  Residential 
development should be clustered and buffered 
from roads.  

In addition to these considerations, the 
Comprehensive Plan�s goals for the DSD also 
emphasize TND patterns for development in the 
Mixed-Use Activity centers.  The characteristics 
of TND are seen as those found in older market 
towns (the Plan mentions Smith! eld as a good 
example), and they include: 

� Mix of land uses
� Grid / interconnected street patterns
� Design emphasis on pedestrian circulation 
� Intensively used open spaces, often includ-

ing   a �village green� to de! ne a village 
center

� Clearly defined streetscape created by 
smaller front yards on narrow lots to create 
a sense of enclosure

� Architectural character re" ecting patterns 
of   the late 19th-early 20th century 

As the primary tool for accomplishing 
development in Mixed-Use Activity centers, the 
Comprehensive Plan suggests the use of Planned 
Development zoning.  It states that development 
proffers should provide substantial public 
bene! ts and demonstrate consistency with Plan 
objectives.  This approach, as outlined, would 
create performance standards such as those 
described above, and allow " exibility in design 
and layout in exchange for conditional approval 

Com prehensive Plan
based on those designs.   The Plan states that, 
in addition to its use in Mixed-Use Activity 
Centers, Planned Development zoning could 
also be considered for use elsewhere within 
the DSD, to achieve other public bene! ts listed 
in the plan � such as highway improvements, 
affordable housing, parks, or provision of sites 
for schools or other community facilities � as 
part of the development approval process in 
exchange for higher densities.  

Implementation of the Comprehensive Plan 
is being carried out on multiple fronts.  The 
zoning ordinance was updated recently (2005) 
as an implementation tool for carrying out 
the goals of the Comprehensive Plan; the 
subdivision ordinance will also be updated, 
although this task has not been completed 
yet.  The Comprehensive Plan also calls for 
follow-up planning efforts to determine how 
development within the Newport DSD (and the 
other two DSDs) will be located and distributed 
by type and amount to ensure ef! ciency and 
cost-effectiveness, thereby limiting sprawl and 
its effects.  The Route 17 corridor planning 
effort was undertaken to implement this call 
for a more focused look at the area.  

A  T N D  under c onstruc tion
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The County has a new zoning ordinance that 
was adopted in 2005 in support of the recent 
Comprehensive Plan.  Overall, the ordinance is 
a quality document that includes many features 
for ensuring the quality of new development.  
It is a use-based zoning approach that is 
similar in many respects to other ordinances 
in widespread use.  

There are a number of requirements in the 
ordinance that are inconsistent with desired 
outcomes stated in the Comprehensive Plan, 
by County residents, and goals of the Route 
17 Corridor Master Plan.  Revisions to the 
ordinance would make it a better tool to achieve 
those goals, and in some cases the ordinance 
is actually a barrier to those objectives. The 
following text describes such instances, as well 
as the types of revisions that would be needed 
to implement objectives of this Master Plan, 
and in many cases the Comprehensive Plan 
as well. 

Allowable uses.  The zoning ordinance contains 
a wide range of allowable uses.  The County 
may wish to allow accessory dwelling units 
(dwelling units that are subordinate to the 
primary residence on a single-family lot) in 
the higher-density zoning districts.  A condition 
that these units may only be leased when the 
primary property is owner-occupied will ensure 
compatibility while addressing the County�s 

increasing need for affordable housing, both 
for the property owner and the tenant.  

Live-work units (as a separate type of dwelling 
from multi-family) should also be added to 
the allowed uses in the mixed-use and higher-
density districts such as the UR district. Live-
work units are dwellings which are partly 
designed for use as a place of business and 
partly as the principal residence of the business 
operator.  Incubator space (a special category 
of commercial space designed to provide 
fledging businesses with support services 
and low-cost workspace, often with shared 
common areas such as conference rooms and 
photocopying/mailing facilities) should be 
included as an allowed use in the mixed-use 
and of! ce/employment districts. 

Site design and layout.  Street connection 
requirements should be added to further protect 
access management goals.  Site design of new 
subdivisions should require lot placement 
using natural contours, treelines, and other 
site features to locate building sites in the least 
visually intrusive locations that are consistent 
with protection of sensitive natural areas.  (This 
is a standard that would properly be included 
in the subdivision ordinance when the update 
of that ordinance is made.)

Open space in new development.  The zoning 

ordinance provides that subdivision may not 
occur in the RAC district without rezoning to 
a residential district (Section 4-2004).  Typical 
provisions for residential development state 
that it will either obtain a density bonus for 
clustering or will occur as a �sliding scale 
development� in which one division is allowed 
for a tract of 20 acres, plus one for every 
additional 40 acres.   Minimum lot requirements 
must still be met for the district (40,000 square 
foot minimum in the RR district). 

The cluster development option of the RR 
district requires that site be set aside as 
50% permanent open space, but does not 
provide type or con! guration standards for the 
open space.  This and other zoning districts 
where open space is to be maintained should 
specify that unusable areas like wetlands and 
" oodplains may constitute only a maximum 
percentage of the required open space, and 
that open space shall be con! gured as usable, 
reasonably compact areas rather than left-over 
strips.  

The Suburban Estate (SE) zoning district is 
intended for use in DSDs to provide a �superior 
living environment� and calls for �extensive 
open space.�   However, the minimum lot size 
(20,000 square feet with public water and sewer) 
and maximum density (2 dwellings per acre) 
are problematic, taken together, for achieving 

Zoning Ordinance
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open space conservation.  Also, the dimensional 
requirements for setbacks (50 or 75 feet front 
and 20 feet side) do not allow for conservation 
development patterns.  With smaller setbacks, 
it would be possible to have estate-density 
residential areas where houses are on small lots.  
Large setbacks simply encourage more land to 
be platted and consumed within suburban lawns 

Zoning Ordinance

D en sity,  L ot D im en sion s,  an d Op en  Sp ace Preservation

The requirements of the SE and SR districts can be adjusted to allow more open space to be preserved in new subdivisions, while still 
allowing full density credit on a given amount of land.  

The example given in Section 5-4000 D. of the Zoning Ordinance may be used as a starting point.  A 100-acre tract in the SE (Suburban 
Estate) district having 65.2 net developable acres would currently allow 2 dwelling units per net developable acre, or 130 dwellings.  

Applying the cluster approach, if 50% of the tract is preserved, all 130 dwellings could be accommodated on the remaining 50 percent 
of the tract, using smaller building lots (averaging 16,753 square feet), with no loss or gain of net density.  The area preserved would 
increase by 15.2 acres over the 34.8 acres if developed without clustering, for a total of 50 acres.

Going further and applying the density bonus, if 60% of the tract were preserved, a density bonus of 10% or 2.2 dwellings per acre 
could apply to the net developable acreage.  This would give 65.2 x 2.2 or 143 dwellings to be accommodated on 40 developable acres, 
with an average lot size of 12,185 square feet. The developer of the tract would get a bonus of 13 units, while the area preserved would 
increase from 34.8 acres (with no clustering) to 60 acres. 

This approach would require the minimum lot size in the SE district be reduced.  The exact lot size reduction should be determined as 
part of ordinance revisions, but depending on the County�s preferences, it could be as small as 6,000 to 11,000 square feet.  Although 
it sounds surprising to have lots this small, the preserved open space will result in a spacious effect similar to a large-lot subdivision.

The smaller lot size is possible because of the availability of public water and sewer.  It provides other bene! ts in addition to the land 
in preservation.  Less land area in turfgrass lawns will reduce the amount of fertilizer runoff into sensitive surface waters and conserve 
the public water supply by reducing the need for irrigation.  Meanwhile, the perceived (and actual) density of the entire tract is still 
very low because of the extensive open space in preservation. 

on large lots.  Smaller minimum setbacks would 
enable developers to provide a different product 
if the market calls for it (smaller individual lots 
with larger conserved open space), while still 
allowing large lawns for those who desire that 
format.  An example of how reduced lot sizes 
could work to preserve open space is provided 

in the box on this page.

The Suburban Residential (SR) district states 
that most residential development in DSDs will 
be of this type.  It calls for �signi! cant areas of 
open space.�  The minimum lot size is 15,000 sf 
(or about 1/3 acre), and the maximum density is 
3 dwelling units per acre.  When taken together, 
this does not provide much opportunity for 
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Zoning Ordinance
open space conservation.  Like the SE district, 
the dimensional requirements in the SR district 
are too suburban to allow TND development 
to occur (35- or 60-foot front setbacks and 
minimum 64-foot lot frontage even with water 
and sewer).  When one takes into consideration 
that this district is intended for the �majority 
of residential development� in DSDs, this is a 
problem in light of Comprehensive Plan goals 
for compact, traditional-style development in 
DSDs.  In fact, without a better available zoning 
approach, the goals of the Comprehensive Plan 
will not be achieved.  

Maintenance of open space.  The ordinance 
provides that membership in the property 
owners� association that will maintain reserved 
open space is mandatory; however, there 
is no recording requirement.  A recording 
requirement should be added to put all buyers 
on legal notice by virtue of the chain of title so 
that there will be a responsible party in case of 
issues with maintenance of the open space. 

Higher-intensity districts.  The Urban 
Residential (UR) district is intended for high 
density residential uses in DSDs, and it is 
supposed to provide for affordable housing.  (It 
is worth noting that dense development should 
not be confused with affordable development; 
many new, dense developments are very 
high-end.)  In any case, at 12,000 square feet 

minimum lot size (even with water and sewer) 
and a maximum single-family density of 3 units 
per acre, however, the UR district is not going 
to achieve high density.  The allowances for 
townhouses and condos are more consistent 
with density goals, at 10 and 14 units per acre 
respectively.  However, these dwelling types 
tend to be less palatable politically, and as a 
result may not be capable of being provided as 
readily as single-family house types, so single-
family homes should also be capable of being 
developed at higher densities. 

The Limited Commercial (LC) district allows 
neighborhood / basic daily commercial uses and 
is generally well suited to small commercial 
nodes (outside of the main activity center) that 
serve residential areas, such as those indicated 
on the land use diagram for this Master Plan.  
It could bene! t from the addition of design and 
form standards, including a requirement for 4-
sided architecture, and compatibility standards 
to ensure harmony with nearby residential 
development.  

Compatibility requirements could include 
utility area screening, parking location and 
design, locating service areas away from 
adjacent residential, accommodating foot 
travel from nearby areas with convenient 
sidewalks and building façade orientation, and 
accommodating traf! c entry off collector streets 

or access roads instead of from driveways 
fronting directly on the highway.  

The General Commercial (GC) district allows 
the full range of commercial uses not primarily 
related to immediate neighborhood needs, 
including highway-oriented commercial.  The 
front setback of 35 feet should be reduced, as it 
is not compatible with TND character, and the 
side setback should be 0 feet to allow a village 
pattern in commercial development.  The GC 
district could also bene! t from the application 
of standards similar to those recommended 
above for the LC district, as well as additional 
requirements mandating TND-style character � 
street connections, a block and building layout 
re" ective of village commercial character, and 
so on.  (A full list of principles that should be 
applied to commercial development is provided 
in the Design Guidelines section of this plan.)  

Planned Development districts. 
Planned Development (PD) districts are 
permitted only in accordance with a master 
development plan and must be timed to 
coincide with the availability of services.  They 
are required to be served by public utilities.  
There is no speci! ed open space minimum 
requirement, although the PD category does 
state that natural areas shall be preserved and 
designed.  Although the PD category is " exible, 
mixed-use and residential PD development must 
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comply with certain standards.  For residential 
areas (PD-R), these include dimensional 
standards, and density regulations.  The lot 
size and dimensional standards are too large 
to permit TND, especially the minimum 25-
foot front setback, the 60-foot minimum lot 
width for detached houses, eight-foot side 
setback, and 3.5 dwelling units per acre density 
for single-family houses.  The PD-R district 
should instead specify maximum lot area and 
dimensional standards and then direct that the 
residue of the conserved acreage should be 
allocated to open space, with clear standards 
provided for the type, con! guration, use, and 
maintenance of the open space.  

Likewise, the PD-CP (commercial park) 
district has standards, but they are not geared 
toward achieving the compact, walkable areas 
that the Comprehensive Plan envisions for 
the DSDs.  There are no requirements for 
active uses at ground level, physical elements 
that ensure pedestrian interest, and other 
standards that ensure a town-like setting, such 
as those described in Chapter 11 (Community 
Character and Design) of the Comprehensive 
Plan.  Applying more distinct and measurable 
standards is necessary to ensure that the PD-CP 
district results in the vision articulated in the 
Comprehensive Plan.  

In a similar vein, the PD-MU (mixed-use) district 
encourages, but does not mandate, integration 

Zoning Ordinance
of land uses and increased walkability.  There 
are no minimum lot area, width, or setback 
requirements, but there should be speci! ed 
standards consistent with TND.  Again, the 
maximum density for single-family dwellings 
is 3.5 units per acre, which will never achieve 
the degree of compactness that would make 
these areas functional as envisioned in the 
plan.  There is no limit on large parking ! elds 
and no minimum quantity, con! guration, or 
other requirements for open space and common 
areas.  Standards are needed to ensure active 
streetfronts and sidewalks.  

In short, the TND goals of the Comprehensive 
Plan are not at all likely to be achieved 
using any of the by-right residential zoning 
districts for the DSDs.  If PD or negotiated 
zoning is the only means of building TND 
and compact development patterns, then that 
places an additional obstacle to development, 
and potentially subjects the desired patterns 
to political gaming.  TND patterns should be 
developable just as easily as (or preferably, more 
easily than) conventional sprawl patterns. 

Newport Development Service Overlay.  
The NDSO district provides supplementary 
regulations (in addition to other zoning 
requirements) in the Newport DSD.  It 
provides for a 70-foot vegetated buffer along 
the road corridor, which may include paths 

E x isting  shopping  c enter in the study  area

and bikeways.  Earthen berms and plantings 
may be substituted for the retention of existing 
vegetation.  

The access requirements of the overlay district 
allow individual parcels in existence prior 
to 1992 and fronting on the highway at least 
one individual access point.  This can be 
expected to result, eventually, in degradation 
of the corridor�s functionality and safety if all 
existing parcels, or many of them, were to be 
developed with such access.  It is therefore 
recommended that the access allowances be 
revised in accordance with the transportation 
recommendations of this corridor plan so that 
direct access is consolidated to the extent 
possible and, where secondary / alternative 
access is feasible, so that short local trips 
between sites can avoid accessing the highway 
altogether.  
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garages to be located one behind another 
rather than as provided in 10-1005D.  Allow 
no more parking spaces than speci! ed in 
the parking requirements table, except up 
to a percentage of the stated number and 
then only if the excess is provided using 
a stable pervious surface such as grass 
pavers.  Runoff from parking areas should 
be directed as sheet flow over adjacent 
vegetated areas, or to stormwater treatment 
ponds or other treatment devices, to ensure 
that pollutants, velocity, and volume are 
reduced before the runoff reaches surface 
waters.  

� Lighting:  Pole heights in parking areas 
should be limited to 16 feet, and direct 
light trespass (light elements shining di-
rectly onto adjacent properties) should be 
prohibited.  All ! xtures should be speci! ed 
of full cutoff design, and lamp elements 
should provide accurate color rendition (no 
�orange� sodium vapor lights). 

� Flood hazard areas:  Filling in the 100-year 
" ood plain and the " oodway, which are 
currently allowed under some conditions, 
should be prohibited.  

� Nonconforming situations:  Eliminate the 
one-time exemption for the HCOD from 
the requirement that parking and other site 
features (such as landscaping and buffering) 
must be brought up to date upon expansion 
of a building.

Zoning Ordinance
The NDSO also requires the installation of 
concrete curb and gutter around all driveways 
and parking areas.  This requirement should be 
altered to allow for rolled curbs or " at concrete 
pavement edge protection so that stormwater 
runoff can leave paved areas by sheet " ow into 
adjacent vegetated absorption areas.   

Although the NDSO does specify that site 
design shall be �integrated and consistent,� it 
lacks speci! c standards to ensure TND design 
and good streetscapes.  Nonetheless, a number 
of good standards are included for sidewalks 
and crosswalks/bulbouts, pedestrian and bike 
paths & bike storage facilities, and screening 
of utility and service areas.  Some minimum 
design standards for buildings are also provided, 
which mandate façade recesses every 100 
feet and compatible building materials and 
colors.  These should be augmented with 
additional, clear standards to provide full 
pedestrian interest and quality visual character; 
detailed guidelines are recommended in the 
design guidelines section of this Master Plan.  
Landscaping provisions should also be added 
that re" ect the community character section 
recommendations in this Master Plan. 

Site design.  Site development procedures 
and standards in Section 7-1004 state that 
development shall be based on site analysis and 
shall be located to preserve and avoid impacts 

on natural and environmentally sensitive 
areas.  Some descriptive standards are given, 
which are good.  These standards should be 
further strengthened by adding quantitative 
requirements and ! rmer language that mandates 
preservation more clearly.  When combined 
with quantitative requirements for the PD and 
other zoning districts, and with dimensional 
standards that are more appropriate to compact 
TND-style development, the site development 
regulations in this section will effectively 
result in the County�s stated goals for compact 
resource-conserving development patterns and 
highly livable places.  

Supplemental regulations. Revisions to 
supplemental regulations (such as standards for 
parking; lighting; " oodplains; and conforming 
situations) would help achieve the County�s 
goals for the Route 17 corridor and potentially 
other areas as well.   Suggested changes are as 
follows: 

� Parking: Allow on-street parking to 
be counted toward residential parking 
requirements.  Require that gravel or 
shell parking areas have stabilized edges 
to prevent movement of the material off 
the site.  If possible, reduce the parking 
requirements for most residential uses (using 
average vehicle ownership information 
from the U.S. census), and allow single-
family parking spaces in driveways and 
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The subdivision ordinance dates in large part 
to 1969 with numerous amendments dating 
from the mid-1970s, 1980s, and 1990s.  It 
generally needs to be updated to re" ect the 
growth management and land use goals 
and other goals expressed clearly in the 
Comprehensive Plan, and to facilitate the 
administration of the newly updated zoning 
ordinance.  Equally important, the ordinance 
needs to be updated to allow the best current 
practices in site planning and development.  
These include as open space / conservation 
subdivision, traditional neighborhood design, 
and stormwater management focusing on 
retention and treatment rather than conveyance 
and drainage.  Each of these goals is impeded 
by the provisions of the existing subdivision 
ordinance.  The following text describes 
provisions that tend to hinder the County�s 
goals, as well as the types of revisions that 
would be needed to implement plan objectives, 
not only of this Master Plan, but in many cases 
the Comprehensive Plan as well. 

Flood zones.  Land subject to " ooding may not 
be platted for residential occupancy, but must 
be set aside for uses that are not endangered 
by periodic " ooding.  This is a good standard; 
however, the zoning ordinance allows ! lling 
in " oodplains.   The two ordinances should be 
amended to work in concert so that ! lling of 
" oodplains is prohibited and only appropriate 

uses, and very limited structures, are allowed 
in " ood zones. 

Street connectivity.  The minimum street 
connectivity requirements for streets in Section 
4-4-1-1 are weak and put staff in the position 
of making judgment calls to be implemented.  
These should be strengthened by adequate 
descriptive and quantitative standards and by 
mandating, rather than suggesting, minimum 
connective patterns consistent with TND, good 
alternative access in the event of emergencies, 
and alternative traf! c routes to collector and 
arterial roads.  

Highway access.  Section 4-4-1-2 requires 
service drives along limited access highways.  
Route 17, though not a limited access highway, 
should be included in this requirement and 
additional standards provided pursuant to the 
access management goals and recommendations 
of this Master Plan.  

Street standards � width.  Minimum speci! ed 
street widths are overly generous at 50 feet for 
minor streets and local drives and 80 feet for 
major streets.  Roadways are to be graded to 
30 feet, plus ditches.  Pavement is to be at least 
22 feet wide.  Where VDOT requirements are 
less than these, the subdivision ordinance is to 
prevail, with the result that streets can never 
be narrower or designed for more traditional 
patterns than VDOT provides for.  The street 

standards for right-of-way width and pavement 
width and design should be overhauled to 
re" ect best current practices, including TND 
standards and the design principles outlined in 
this Master Plan. 

Street standards � improvements.  Section 
4-4-1-5 requires that interior streets in 
certain zoning districts must have curbs and 
gutters.  Although curb & gutter is appropriate 
for medium to high-density settings, it is 
inadvisable in lower-density areas and in some 
cluster development situations.  In many cases, 
ribbon pavement (pavement without curb and 
gutter) with vegetated side swales would be 
more consistent with the rural pattern of the 
County and better for stormwater management 
purposes.  Although ribbon pavement is not 
appropriate for higher-density areas, there are 
alternatives for hardening road edges other than 
conventional curbs.  Flat and rolled curbs can 
be used to allow sheet " ow of stormwater into 
vegetated areas, for example.  Newer design 
manuals for stormwater, which are moving 
away from the conventional collect-and-convey 
approach, should be consulted for design 
applications that are suitable for the County�s 
topography, soil conditions, and the identi! ed 
priorities for water quality protection.   

Street standards � block length.  Maximum and 
minimum speci! ed block lengths (1,200 feet 
and 500 feet, respectively) are far too large to 

Subdivision Ordinance
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be consistent with TND goals, connectivity, and 
pedestrian-friendly living arrangements.  The 
maximum block size should be no more than 
600 feet generally, and no more than 400 feet 
in higher density or mixed-use areas. 

Street standards � cul-de-sacs.  Cul-de-sacs 
are allowed, and maximum lengths speci! ed 
for these dead-end streets are excessive at 800 
feet and 1,200 feet depending on the lot size 
served.  Cul-de-sac turnarounds must be 30 
feet (45 feet for those serving more than 25 
dwelling units).  These standards are entirely 
inconsistent with quality development design 
and stormwater mitigation goals, and several 
revisions are advisable.  First, dead-end streets 
should be prohibited except where necessitated 
by topographic limitations such as minimizing 
stream crossings.  Second, any necessary streets 
with no outlet should take the form of loop lanes 
and pocket-park (or �median court�) streets 
having a wide landscaped median.   Third, the 
need for safety and privacy that cul-de-sacs 
supposedly address is better managed through 
properly designed residential streets.  Once 
appropriate street design standards (including 
traf! c calming practices, such as T-intersections 
and narrow lane widths) are applied through 
design review and incorporated into the 
subdivision ordinance, better alternatives to 
cul-de-sacs will be available.  Finally, there are 
very few situations where alternatives to a cul-
de-sac turnaround would not be practicable, but 

in the unlikely event that a circular turnaround 
is necessary, pavement should be minimized by 
including a landscaped island or (even better) 
a bioretention �rain garden� in the center of 
the turnaround.   

Street standards � alleys.  Section 4-4-1-7, like 
those in many older subdivision ordinances, 
states that �alleys should be avoided wherever 
possible.�  Alleys should not only be allowed; 
they should be mandated whenever lot frontages 
in a new development would be narrow enough 
(averaging 50 feet or less) that driveways and 
garages would dominate the streetscape if 
accessed from the front.   

Stormwater.  Section 4-4-8 requires the 
adequate planning of storm drainage facilities.  
It should be strengthened with standards to 
mandate appropriate stormwater management 
for quality and quantity, not just runoff 
conveyance.  Likewise, Section 5-3-5 requires 
the submittal (on preliminary plats) of complete 
�drainage layout� information, including �pipe 
sizes, types, drainage easements and means 
of transporting the drainage to a well de! ned 
open stream which is considered natural 
drainage.�  Again, this language is evidence 
of a long-outmoded approach to stormwater 
which emphasizes collection and conveyance 
with very harmful effects on the receiving 
waters.  Revisions should accommodate LID 
(low-impact development, described in the 

Subdivision Ordinance

T he residential street ( a b o v e )  unfortunately  has 
b een transformed into a � g arag esc ape�  b y  the 

lac k  of rear alley s.  

W ithout alley s,  utility  c lutter and w aste disposal 
func tions are v isib le from the street.

A lley s are b etter loc ations for v ehic ular ac c ess 
and storag e,  as w ell as w aste c ollec tion func tions.
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Environmental Protection section of this plan) 
and other means of treating stormwater for 
quantity and quality.  

Open space.  Section 4-5-5 states that all 
remnants of lots below minimum size left 
over after subdividing a tract must be added to 
adjacent lots or otherwise disposed of rather 
than allowed to remain as unusable parcels.  
While the intent of this section is presumably 
to prevent the creation and persistence of 
unbuildable lots that might create future 
development problems, it may stand in the 
way of conservation subdivision techniques 
in which open space is deliberately set aside 
as dedicated land in common ownership or 
with a conservation easement.  A good update 
of the subdivision ordinance should include 
provisions for dedication, retention, and 
maintenance of the common open space by an 
appropriate entity.

Subdivision design process and standards.  
Section 5, concerning the approval of subdivision 
plats, provides that the subdivider may at its 
option submit a preliminary sketch for review 
by County staff prior to preparing engineered 
plans; this requirement is good as far as it goes.  
When the subdivision ordinance is updated, a 
full overhaul of the approval process should 
require sketch plan and informal early review 
prior to any changes being made to the land�s 
surface in preparation for subdivision (such as 

clearing or grading).  A site design process that 
includes requirements for early identi! cation 
of features such as natural areas, " oodplains, 
wetlands, forested portions, vegetation and 
soils that would serve stormwater treatment 
functions will enable good design of new 
development in harmony with nature.  

Such a process has been used with success in 
other areas of the east coast, including many that 
drain to the Chesapeake Bay system, and the 
County would do well to emulate the procedural 
and substantive regulatory framework that 
has worked in those locations (see text box). 
In addition to procedural rules, substantive 
standards can also be adapted from those areas; 
the key is to ensure that the issues are similar in 
jurisdictions that are used as models.  Similar 

Sources f or con servation  desig n  p receden ts an d tech n ical  advice 

Con servation  D esig n  in  th e Ch esap eak e Bay W atersh ed (Natural Lands Trust, November 
2000) contains a detailed description of a 4-step design process, along with speci! c case examples 
where conservation design was applied in four counties in Virginia and Maryland. 
Better Site D esig n :  An  Assessm en t of  th e Prin cip l es f or Com m un ities I m p l em en tin g  
V irg in ia� s Ch esap eak e Bay Preservation  Act (Center for Watershed Protection with 
assistance from the Chesapeake Bay Local Assistance Department) provides 16 site design 
principles for water quality protection; design steps for using the principles; and four in-depth 
case studies applying them.  
Con servation  D esig n  f or Storm w ater M an ag em en t (Delaware Dept. of Natural Resources 
and the Brandywine Conservancy, 1997) outlines how to analyze natural resources on-site, and 
provides guidance on how to apply design principles for conservation.  Six case studies illustrate 
the conservation design principles and process.

Subdivision Ordinance
issues would include, for example, pollution 
prevention goals and topographic settings, 
and legal framework (with other Virginia local 
governments being the most likely to have the 
authority and constraints most comparable to 
those that apply to the County). 

Applying an improved design process and 
substantive standards for development should 
not be regarded as mere red tape. In fact, good 
development design that protects the County�s 
natural setting is a value-adding activity that 
will make the County more attractive and 
pleasant as a place to live and work � increasing 
its economic competitiveness.   Thus, a 
high-quality subdivision ordinance is a key 
part of achieving the County�s planning and 
development goals. 
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V. Corridor Land Use Plan 

A. Corridor L an d U se Pl an  Overview

B. T ow n  Cen ter

C. T radition al  N eig h borh ood R esiden tial  D evel op m en t

D . N eig h borh ood Cen ters

E . Ch uck atuck  Bridg e V icin ity
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Corridor Land Use Plan Overview

L and U se Plan

R oute 1 7  Corridor L an d U se Pl an

The adjoining Land Use Plan and Legend provide an overview 
of the existing and proposed land uses and their distribution 
within the Route 17 Corridor Master Plan study area.  This 
section provides:

I. The County planning context for this Master Plan

II. New information developed since the 2001 Isle of Wight 
Comprehensive Planning Process

III. Land use boundary updates

IV. Descriptions of the Comprehensive Plan Land Use District 
types  

V. Detailed examinations of four locations in the study area that 
describe recommended development patterns in and near the 
Master Plan�s Primary Study Area 
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Corridor Land Use Plan Overview
I .  Pl an n in g  Con tex t 

Development Service Districts
The 2001 Isle of Wight Comprehensive Plan 
projects growth, land consumption and cost of 
services countywide, balancing these factors 
with concerns about community character, 
environmental protection and development 
quality to arrive at a growth management 
and land use strategy of �contained growth�.  
This strategy emphasizes the protection of 
rural and environmentally sensitive areas, 
while clustering projected growth in three 
Development Service Districts (DSDs): the 
Newport, Windsor and Camptown Districts.  

Land Use Planning Districts
This Route 17 Corridor Master Plan area 
encompasses approximately the eastern one-
half of the Newport DSD, and therefore is 
designated to receive greater development 
intensity than areas outside the DSDs.  Within 
the Master Plan area, the Comprehensive 
Plan designates six land use planning districts 
(itemized below) describing a range of 
development characters, intensities and 
locations related to existing conditions and 
development potentials intended to meet the 
Comprehensive Plan�s growth management and 
land use goals and objectives (Comprehensive 
Plan pages 4.8 � 4.9).  These districts are 

meant to represent broad categories of land use 
types and are not representative of existing or 
proposed individual property zoning.  

Newport Service Overlay District
In addition to the six land use planning 
districts, the Comprehensive Plan identi! es 
the Route 17 and Brewers Neck Blvd corridors 
within the study area as part of a Highway 
Corridor Overlay District.  As such, the 
entire Newport DSD received overlay zoning 
(the Newport Service Overlay District, or 
NSOD) intended to protect and improve visual 
character along the corridor, with buffering 
and visual character controls that in" uence 
land use. Comprehensive Plan Chapter 11 
includes design recommendations that will 
also in" uence the character of development: 
Avoid continuous commercial zoning and 
strip development, and designate commercial 
nodes in compact areas with visually important 
landscape in between.

The Route 17 Corridor Master Plan parallels 
the Comprehensive Plan�s Newport DSD land 
use designations, recognizing the range of 
existing environmental conditions, existing 
developments and development potentials that 
are consistent with the Comprehensive Plan 
goals and objectives.

I I . N ew  I n f orm ation

In preparing this corridor plan, the recent 
projects and stakeholder input subsequent to the 
2001 Comprehensive Plan must be considered.   
Thus, this Master Plan acknowledges recent 
developments and development approvals 
within and near the study area, as well as local 
stakeholder land use preferences gathered 
during the planning process.

Stakeholder preferences generally supported 
the Comprehensive Plan land use goals for the 
study area:

� protecting, enhancing and improving 
recreational access to natural areas

� managing traffic and congestion along 
Route 17

� providing improved pedestrian and bicycle 
networks

� preserving existing neighborhood character 
and rural character where possible

� improving the quality of existing run-down 
properties along major travel routes

� providing higher quality new development, 
to include: commercial and civic uses 
serving the surrounding neighborhoods, 
as well as improved building, landscape 
design, and community form standards
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I I I . M aster Pl an  U p dates

Using this new information, this Master 
Plan updates several Newport DSD land use 
planning district boundaries. Changes occurred 
in three Update Areas:

Update 1 - In the vicinity of the Eagle Harbor, 
the Master Plan re" ects the actual pattern of 
development that has occurred since 2001, 
substituting Suburban Residential in peripheral 
areas of a large zone previously designated 
Mixed Use Activity Center.

Update 2 - In the vicinity of the Bartlett 
intersection, much of the previously designated 
Business & Employment has been redesignated 
Mixed use Activity Center in a town center 
pattern.  This includes a core of walkable 
commercial ,  at tached residential  and 
multifamily housing, surrounded by a compact, 
interconnected traditional neighborhood 
pattern.

Update 3 - Along Route 17, south of the 
Bartlett intersection, the Master Plan replaces 
the previously designated zone of Business 
& Employment land use with two smaller 
Mixed Use Activity Centers.  Each of these 
Neighborhood Centers is designed to provide 
a compact, walkable focus for neighborhood-
supportive retail and services.

I V . Pl an n in g  D istrict T yp es

The Comprehensive Plan Land Use Planning 
Districts are listed below from lower to higher 
development intensity.  Districts 1 & 2.

1. Resource Conservation Areas
Location:  Wildlife management and   
  wetland areas
Character:  Coastal estuarine, wetlands 
  and streams
Intensity: Deve lopment  l imi ted  to 
improving recreational access and use consistent 
with preservation of natural resources and 
habitat. Primary opportunities include park 
sites at Ragged Island Wildlife Management 
Area and adjacent to the Chuckatuck Creek 
Bridge.  These sites could be extended by 
providing �blueways� at Batten Bay and 
Chuckatuck Creek.

2. Rural Agricultural Conservation
Location:  Bayview area, east of the   
  Newport DSD boundary
Character:  Agricultural, forested and   
  scattered low-density    
  residential
Intensity: Limited additional development, 
consistent with constraints of access, well 
and septic requirements, and other coastal 
development regulations.

3. Suburban Estate
Location:  Located in areas that have or 
will have access to water and sewer service, 
but are removed from major transportation 
access.
Character:  Single family residential,   
  detached
Intensity: 0.5 to 1 dwelling unit per acre

4. Suburban Residential
Location:  Close to major transportation 
access and existing or proposed water and 
sewer service and adjacent to Mixed Use 
Activity Centers or Business and Employment 
areas. 
Character:  Single family residential, 
detached; interconnected grid of streets with 
neighborhood parks and greenways; potential 
cluster development with reserved open 
space.
Intensity: 1 to 4 dwelling units per acre

5. Business and Employment
Location:  At existing or proposed major 
road intersection with adequate road, water and 
sewer capacity. 
Character:  Planned of! ce parks and large 
independent facilities in park-like or campus 

Corridor Land Use Plan Overview
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setting with support retail or community 
shopping center when planned as integral 
facilities
Intensity: Not stated in Comprehensive   
  Plan 

6. M ixed Use Activity Center
Location:  At existing or proposed major 
road intersection with adequate road, water 
and sewer capacity, with tract size adequate 
to accommodate diversity and integration of 
uses.
Character:  High degree of planning with 
emphasis on pedestrian scale, with a high 
standard of landscaping, open and public spaces 
and building design. Traditional neighborhood 
development (TND) principles encouraged. 
Mix of attached and detached dwelling types on 
smaller lots with coordinated streetscapes, with 
allowance for some larger lots (to accommodate 
the strong market for this development type and 
to ensure that applicable impervious surface 
limitations are not exceeded).  Architectural 
character reminiscent of late 19th and early 
20th century
Intensity: Up to 12 dwelling units per   
  acre

V . R ecom m en ded Pattern s

The following several pages examine four 
locations in the study area that describe 
recommended development patterns in the 
Master Plan study area:

· Bartlett Town Center
· Traditional Neighborhood Residential 

Development
· Neighborhood Centers
· Chuckatuck Bridge Vicinity

Corridor Land Use Plan Overview
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Within the Newport Development service District, The Isle of Wight Comprehensive 
Plan applies six land use planning districts in a tiered management concept that 
locates the most intense land use � Mixed Use Activity Center (MUAC) � along 
major highway corridors where transportation and services are either already in place 
or can be cost effectively provided. Based on this planning framework as well as 
stakeholder input and market reconnaissance associated with this planning process, 
the Route 17 Corridor Land Use Plan locates a MUAC at the Bartlett intersection 
of Route 17 and Route 32.

At the heart of each MUAC is a compact commercial core that emphasizes 
interconnectivity with transportation infrastructure and surrounding supportive 
residential land uses, pedestrian orientation, and appropriate streetscapes and 
architectural character that reinforce local heritage and the center�s role as the focus 
of the traditional town development pattern.

The Bartlett Town Center Diagram illustrates how a compact commercial core could 
be developed at the Bartlett intersection.  The two story mixed use buildings are 
arranged to create a pedestrian oriented street environment that provides excellent 
access both from Route 17 and for pedestrian and vehicular access from nearby 
residential developments.  In addition to ground " oor retail, this arrangement envisions 

of! ce and service establishments 
on the second " oor of the mixed 
use buildings, with higher density 
residential uses such as townhouses, 
condominiums and apartments 
close by.  Adequate and convenient 
parking is critical to retail success.  
The town center emphasizes on-
street parking, but puts most parking 
behind the mixed use buildings to 
preserve the pedestrian oriented, 
main street character.

Town Center 

T his is a g ood ex ample of  2 - story  mix ed  use 
b uilding ,  w ith a rang e of desirab le v ernac ular 
forms and materials.  T he plac ement,  how ev er,  of 
a park ing  lot direc tly  in front of the b uilding  should 
b e av oided.
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Traditional Neighborhood Residential Developm ent  
One of the key land use objectives identi! ed in the Isle of Wight Comprehensive 
Plan is to encourage new development in designated activity centers to 
incorporate traditional neighborhood design (TND) concepts, including smaller 
front yards, clearly de! ned streetscapes, mixed uses and interconnected street 
patterns, with an emphasis on pedestrian circulation, intensively used open 
spaces and architectural character. 

These TND design concepts are incorporated in the Traditional Neighborhood 
Residential Diagram.  The diagram shows a tightly connected pattern of 
attached and multifamily housing clustered around an intensely designed 
open space in the  form of a community green or commons. Further east, as 
environmental elements such as streams and wetlands become more prevalent, 
housing densities are reduced and the street grid gives way to a pattern more 
responsive to the natural conditions.  Cul-de-sac street patterns are nonetheless 
minimized, while convenient connections to adjacent commercial centers, 
recreational facilities and other residential developments are provided.  

Sidewalks would be standard along all neighborhood streets and landscaped 
boulevards, and greenways would interconnect with the sidewalk system to 
take advantage of the adjacent natural areas, providing additional recreational opportunities. 

In order to emphasize the historic character of the dwellings, front-loaded parking pads and garages 
are discouraged.  Instead, rear alleys and driveways to back yard garages are encouraged.

T hese photog raphs are ex amples of historic  I sle of 
W ig ht County  homes that c ould serv e as prec edents 
for new  housing . 

T he A shb urn H ouse ( rig ht)  display s finely  c rafted 
w oodw ork  and c ould b e a prototy pe for an attac hed 
housing  ty pe.  

T he nearb y  Channell W ay  farmhouse ( left)  is an 
ex c ellent sourc e of desig n prec edents for sing le 
family  homes,  inc luding  g enerous porc hes and 
simplified c lassic al detailing .

T raditional N eig hb orhood Residential D iag ram
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Neighborhood Centers
Route 17 arcs through Isle of Wight County from the northeast 
across the James River Bridge, past the Route 32 (Brewers Neck 
Blvd) intersection, and then south to the Chuckatuck Creek Bridge.  
The segment northeast of Route 32 has been more intensely 
developed, while the southern segment retains more of the County�s 
rural character. 

In order to maintain this visual character along this southern segment 
of Route 17 and minimize the typical pattern of continuous, �strip� 
highway-oriented commercial establishments, the plan proposes to 
focus commercial development in two Neighborhood Centers in the 
vicinity of Omera Drive and Cedar Grove Road.  Other frontages 
along this southern segment of Route 17 should retain and enhance 
their rural/agricultural character, or be developed with adequate 
buffering and landscaping to screen new construction.

While the majority of new commercial development along the 
Route 17 corridor will be located in the Bartlett Activity Center 
at the Route 32 intersection, commercial development at these 
Neighborhood Centers will oriented toward neighborhood-scaled 
retail and services establishments. 

N eig hb orhood Centers V ic inity  Map
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The diagram at right shows how each half of a Neighborhood 
Center is located  at a prominent Route 17 intersection. The 
commercial uses are clustered in the Mixed Use Activity Center 
Land Use District and are oriented to create a pedestrian friendly 
environment, with buildings fronting the intersecting the cross 
street and access road paralleling Route 17. Individual tenant 
spaces should not exceed 7,000 square feet and total commercial 
space in each center should not exceed 30,000 square feet. 

Sidewalks are provided throughout and connect with the proposed 
greenway that runs along each side of Route 17 in the required 70� 
buffer zone.  Sidewalks would be extended into existing adjacent 
neighborhoods over time.

While the conditions at each Neighborhood Center vary, the intent 
shown in this diagram is that new residential development will be 
higher density adjacent to the commercial core, with apartments, 
townhouses and attached units closest, as well as along the Route 
17 frontage parcels.

                                            
N eig hb orhood Center D iag ram

Neighborhood Centers
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Route 17 Land use in the vicinity of the Chuckatuck 
Bridge is characterized by a narrowing of developable 
land and multiple, smaller frontage lots. The two-
lane capacity of the Chuckatuck Bridge (versus four 
lanes at the James River Bridge at the other end of 
Route 17), and the smaller employment center to 
the south, have acted to  limit development pressure 
here, compared to the northern segment of Route 
17.  However, it is anticipated that the Chuckatuck 
Bridge will eventually be widened to four lanes to 
accommodate increasing arterial traf! c.

As trips in this vicinity increase and more of the 
frontage lots are subdivided and developed, there will 
be increasing con" icts between local traf! c turning 
in and out of the frontage lots and the arterial traf! c 
moving at higher speeds along Route 17.

Aerial Diagram One on this page shows the existing 
conditions at the Chuckatuck Land Use Zone.  Route 
17 and existing local streets are highlighted in white.  
Existing and potential frontage lot access points are 
indicated by red arrows.  There are forty-seven access 
points shown. Clearly, the number of frontage access 
points has the potential to increase greatly.

Aerial Diagram One: Chuckatuck Bridge 
Land Use Zone Legend

Potential Route 17 A c c ess Point

C h u c k a t u c k  B r i d g e  V i c i n i t y  
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Aerial Diagram Two on this page shows a hypothetical 
system of parallel and alternate access roads that would 
provide Route 17 frontage parcels in this vicinity an 
alternative means of vehicular access to Route 17, 
instead of directly onto the highway.  This system of 
access roads would reduce access points onto Route 
17 from about forty-seven or more to seven.

This alternative access road system is hypothetical; 
actual road locations would depend on the rate of 
development, land value and other factors. This 
concept, however, illustrates one way of providing 
access alternatives in a challenging retro! t setting, 
where a high degree of parcelization, and some 
development, has already occurred.  

The subdivision of land at Muddy Cove Circle is 
particularly problematic for two reasons.  First, the 
recombination of these small frontage lots is unlikely.  
Second, the available space to serve them with an 
access road is very limited and the cost to construct 
such an access road would be relatively high.

Further subdivision of frontage parcels should be 
prohibited, and new development should be required 
to provide alternative access in accordance with 
policies similar to those being applied to controlled-
access highways in the County.  Recombination and 
consolidation of parcels should be encouraged, with 
facilitation by the County if warranted.

C h u c k a t u c k  B r i d g e  V i c i n i t y  
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VI. Transportation 

A. T ran sp ortation  Overview

B. R oads

C. Street N etw ork  f or M ix ed U se &  R esiden tial  D evel op m en t

D . Park in g

E . Publ ic /  M ass T ran sit

F . Pedestrian  System s

G . Bicycl e L an es 

H .  Corridor G reen w ay
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Transportation Overview

I n troduction

Multi-modal transportation encompasses 
automobiles, trucks, transit, pedestrians, 
bicyclists, air travel and water travel.  Transit 
as a transport mode includes commuter 
ridesharing (carpools and vanpools), private 
transit (Council on Aging vans, retirement 
center buses, etc), public buses and paratransit 
vehicles providing mobility to the disabled, 
light rail and commuter rail.  Public transit is 
neither currently available in nor planned for 
the corridor.  Although rail transit was discussed 
during the public sessions, rail systems must be 
developed at the regional level.

Relationship of mob ilit y  to land 
ac c ess b y  road c ateg ory

Chart of func tional road c lassific ation

This study primarily addresses roads as well 
as on- and off-road facilities for pedestrians 
and bicyclists.  The mobility provided by 
the corridor will also serve most forms of 
transit quite well, while the high level of 
local accessibility proposed by this study 
accommodates pedestrians, bicyclists and 
private transit. 

Coun ty H ig h w ay
Cl assif ication  System

The highway system in Isle of Wight County 
has been classi! ed according to the function of 
each road as Principal Arterial, Minor Arterial, 
Major Collector, Minor Collector, or Local 

Service. Principal and Minor Arterial Highways 
provide longer distance service between cities 
and larger towns and are higher speed, higher 
volume facilities.  Collector roadways serve 
small towns directly, providing local mobility 
over shorter distances and connecting local 
roads to the arterial system.  Arterials provide 
a high degree of regional mobility but a low 
level of property access, local streets provide 
a high degree of property access but very little 
mobility, while collector roadways balance 
mobility and access.  No changes from VDOT�s 
functional classi! cations of County roadways 
are proposed as part of this study.  

Functional Road Hierarchy

Function Classi! cation

Principal and Minor Arterial

Major and Minor Collector

Local

Function Provided

High mobility, higher speed, longer distance, most access 
control, little or no land access

Balance mobility and land access, moderate speed, medium 
distance, connects arterial and local roads

High land access, lower speed, shorter distance, minimal 
access control
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The Route 17 corridor will continue to experience considerable 
development between the Route 32 intersection and the James 
River Bridge. In addition, major commercial and mixed use 
developments west of the corridor along Benn�s Church Blvd 
accessible via Route 32 are approved or in the approval process. 
Development has been slower along the south corridor between 
Route 32 and the Chuckatuck Bridge. This planning effort has 
focused on that less developed portion of the Route 17 corridor.

R oute 1 7
Route 17�s primary function will continue to be a major arterial 
providing high speed, high volume regional travel.  For Isle of 
Wight County its key purpose is long distance movement of people 
and goods � to provide a means for residents to access major 
employment centers throughout the region and for businesses 
to receive materials and ship products. Access to adjacent 
development must have minimal adverse impact to the safe and 
ef! cient through travel. 

As traffic volumes increase from continuing growth, safe 
and ef! cient travel on Route 17 will be maintained through a 
combination of highway widening and access management. The 
land use pattern recommended in this plan supports these valuable 
transportation strategies.  

Roads

Potential primary  roads and intersec tions
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Roads

Pl an n ed H ig h w ay W iden in g

To support regional mobility, Virginia 
Department of Transportation�s (VDOT�s) 
2025 Transportation Plan recommends:

1)   an additional 2-lane bridge, parallel 
to the existing 2-lane Chuckatuck 
Bridge, providing a minimum of four 
through lanes along Route 17 between 
Chesapeake and Newport News; and

2)  two additional lanes on Route 17, 
for a total of six through lanes, between 
Route 32 and a point south of the James 
River Bridge.

3) No funds have been allocated by the 
State.

Access M an ag em en t

Street n etw ork  con n ectivity 
Existing and future adjacent development 
should be served by an enhanced road system 
on both sides of the corridor that increases 
parcel accessibility by allowing more local 
trips to be made without having to access 
Route 17.  While it is not possible to provide 
a complete alternative network due to the 

presence of existing development, natural 
features, and parcelization patterns, the plan 
recommends interconnecting the streets on 
each side of the corridor to provide a parallel 
network to the maximum extent practicable 
given these limitations.  More speci! cally, the 
components of this alternative network would 
consist of a street grid in the main activity 
center, a parallel secondary road system along 
other parts of the corridor, and a number of 
interconnected streets with indirect routing. 
Additional connections between the Route 17 
corridor and the Route 10 corridor through 
Smith! eld should be examined during future 
transportation planning efforts. The indirect 
route network discourages cut-through traf! c 
and speeding. Conversely, earlier �suburban 
sprawl� patterns characterized by limited travel 
options � local cul-de-sac to collector to arterial 
� with no mode choice but the automobile, 
should be actively discouraged. 

The increased interconnectivity patterns also 
would enhance on-road and off-road bike lane 
and trail  opportunities. The accompanying 
transportation map illustrates the potential 
new collector roads that would allow this street 
network to function as intended.  The speci! c

S treet interc onnec tiv ity

number and locations goes beyond the scope 
of this report and will need to be determined 
through a transportation study.
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Roads

Park ing  lot interc onnec tiv ity

consolidation or closure of existing curb cuts. 
Consolidation of existing parcels, although 
largely a matter of property owners� private 
decisions, should be encouraged as a condition 
of development approval.  

L im it sig n al iz ed in tersection s

Parcel  in tercon n ectivity
In addition to street network connectivity, 
access options can be further enhanced by 
interconnecting commercial parking lots.  
Customers would be able to drive from 
one shopping center or office complex to 
another using driveways between parcels, 
rather than having to enter and exit Route 17 
repeatedly while running errands.  Cross-parcel 
connectivity also enhances opportunities for 
internal connectivity within developments, so 
that outparcels are accessed from within the 
development rather than from the highway.  
The County can continue to use its development 
review authority to mandate interconnected 
commercial parking lots as well as internal access 
for outparcels within larger developments.

M in im iz e curb cuts
All of these connectivity strategies can help 
minimize and limit the number of curb cuts 
(vehicle access points) along Route 17 while 
still providing a high level of property access 
to support economic development.  Minimizing 
curb cuts will also improve safety since the 
number of access points and frequency of 
turning movements directly affect crash rates.  
The County can use its development review 
authority to limit new driveways, to redirect 
access points to the local street network 
rather than the highway, and to encourage the 

The proposed transportation map recommends 
two signalized intersections between Routes 
17/32 intersection and the Chuckatuck 
Bridge. The Omera Drive signal is retained 
and the planned Sugar Hill Road signal is 
relocated to Cedar Grove Road. A signal is 
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Roads

S ec ondary  street netw ork  illustration

not recommended at Channell Way.  More 
signalized intersections along Route 17 would 
decrease vehicle throughput and travel speeds, 
while increasing delay for drivers on both Route 
17 and intersecting streets.  As signal phases 
become more complex, both crash frequency 
and severity will increase. Although signals 
ease access to and from side streets they will 
further erode the safe and ef! cient travel along 
the corridor itself. 

The combination of street network connectivity, 
parcel interconnectivity, minimal curb cuts, and 
limited signalized intersections will enhance 
the regional mobility function of Route 17 
while providing expanded alternative local 
access within the study area. 

L ow  V eh icul ar V ol um e R oads W ith  Sin g l e Access V ia R oute 1 7

As Route 17 vehicular volume increases, intersecting, single access low volume roads may experience inconvenient modi! cations to 
traf! c patterns as the intersections with Route 17 are modi! ed to address safety and traf! c " ow issues. It would be prudent to address 
single access, low volume candidates as development is being planned in areas adjacent to such roads.

For example, Kings Cove Way (Route 659), a residential street just south of the James River Bridge serving several residences, is only 
connected to the street network via Route 17. It is reasonable to anticipate that at some future time VDOT will eliminate the median on 
Route 17 resulting in right in / right out movements only. The vehicular volumes generated by the residents are unlikely to warrant a 
signalized intersection. In the alternative, if an extension of Whippingham Parkway west of Route 17 is designed to provide a potential 
future connection to Kings Cove Way, the inconvenience of the right in / right out only is minimized. Further,  increased safety is provided 
by the signalized intersection at Whippingham Parkway.
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Street Network for Mixed Use & Residential Developm ent
T ow n  Cen ter

The proposed Town Center is a human-
scale, walkable, mixed-use central core for 
the project area.  It must have excellent 
pedestrian connections with the moderate-
density residential areas adjacent to it, as well 
as a highly connected pedestrian network 
within it to accommodate customers who drive 
to it.  The Town Center should be thought of as 
a �park once� destination, meaning that once 
there its both convenient and comfortable to 
reach multiple destinations by foot rather than 
move the car from parking lot to parking lot.  
However, with Routes 17 and 32 dividing the 
Center into thirds, the Town Center will likely 
function as three park-once areas of a central 
destination.

Commercial and civic buildings in the Town 
Center have visibility to Routes 17 and 32 but 
would not be oriented towards the highways 
with multiple driveways and large parking lots 
abutting the right of way.  Rather, buildings 
should be oriented towards internal access 
streets and sidewalks, with smaller, dispersed 
parking lots, to create a sense of place that is 
small town �main street� rather than suburban 
highway strip.

The Town Center requires a compact, highly 
connected network of collector and local streets 
to slow and disperse traffic and provide a 

pedestrian friendly environment.  Short blocks 
reduce travel distances needed for pedestrians 
to walk.  Every parcel can be reached by at 
least two routes, which not only accommodates 
workers, shoppers and residents, but improves 
access for delivery and emergency vehicles as 
well.

Virtually all streets should have some form 
of on-street parking.  On-street parking along 
commercial core streets should be signed, 
marked or otherwise clearly designated.  Within 
residential parts of the Town Center, on-street 
parking may be more informal.

Areas with high levels of pedestrian traf! c 
should incorporate various traffic calming 
techniques into street design.  These may 
include �bulbouts� or curb extensions to reduce 
crosswalk distances, placing crosswalks on top 
of speed tables, use of textured pavements, 
speed humps, and various other practices as 
deemed appropriate.

N eig h borh ood Cen ters

Proposed Neighborhood Centers are human-
scale, walkable, commercial centers for smaller 
project sub-areas.  These centers must have 
excellent pedestrian connections with the 
residential areas surrounding it, as well as a 
well connected pedestrian network within it 
to accommodate customers who drive to it.  
Neighborhood Centers should be thought of as 
not only �park once� destinations but frequently 
as �walk to� as well.  With Route 17 dividing 
Centers in half, it may be a challenge to safely 
and comfortably accommodate pedestrian 
connections across the corridor.

The potential for compact, mixed use 
development to reduce parking demand is 
substantial.  The Institute for Traf! c Engineers 
and the Urban Land Institute, among others, 
have developed practices for projecting actual 
parking needs, re" ecting shared parking, linked 
vehicle trips and shifts to walking and bicycling.  
Development speci! c parking demands should 
be considered rather than dependence on 
generic �one size ! ts all� parking standards. 

Commercial and civic buildings in the 
Neighborhood Centers have visibility to 
Routes 17 but will not be oriented towards 
the highway with driveways and parking lots 
along the right-of-way.  Rather, buildings are 
to be accessed from an interior collector street 

                                                    T ow n Center   
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paralleling the highway, as well as local streets 
and sidewalks, with smaller parking lots to the 
sides and rear, to create a sense of place that is 
more �rural crossroads� rather than suburban 
highway strip.

These Centers require a connected network of 
collector and local streets to slow and disperse 
traffic and provide a pedestrian friendly 
environment.  A relatively narrow, and thus 
slow, collector street allows pedestrians from 
nearby neighborhoods to walk or bicycle across 
to destinations.  Local streets should minimize 
through traf! c by the design of the street and 
the location of land uses.  Still, every parcel 
within a Center can be reached by at least two 
routes, which not only accommodates workers, 
shoppers and residents but improves access for 
delivery and emergency vehicles as well.

All streets adjacent to these Centers should 
have some form of on-street parking.  On-
street parking may be formally marked or 
more informal, depending on the intensity of 
the uses.  

Areas where pedestrians must cross collector 
streets should incorporate various traffic 
calming techniques into street design.  These 
may include �bulbouts� or curb extensions to 
reduce crosswalk distances, placing crosswalks 
on top of speed tables, use of textured pavements, 

speed humps and various other practices as 
deemed appropriate.

R esiden tial  D evel op m en t 

The study area has a limited amount of 
developable land.  To make the most of this 
finite resource, new suburban residential 
development should re" ect change from large 
lots with individual septic systems to a more 
compact pattern served by centralized sewer.

Providing multiple means to access houses 
improves pedestrian and bicyclist connectivity, 
expands emergency access, and increases route 
ef! ciency for school buses, garbage trucks 
and the like.  Long, poorly connected cul-de-
sacs and other types of dead-end roads are to 
be actively discouraged unless dictated by 
topography or to minimize impacts to water 
resources.  Wherever practical, loop roads, 
stem-less cul-de-sacs with center islands 
commonly called �closes�, and other connected 
street networks to provide a higher level of 
access to clustered housing.  Where such roads 
are not feasible, moderate levels of connectivity 
can still be provided by the use of non-vehicular 
paths and greenways.

Residential streets should be designed 
appropriately for low volume, low speed 
traf! c.  Narrow shoulder/swale cross sections 
(in lieu of wide pavement and curb-and-gutter 

installation) will reduce impervious surfaces 
and minimize stormwater runoff.  Flat concrete 
curbs can be used to protect pavement edges 
while still allowing drainage.  Pervious 
materials may be used to reinforce and protect 
shoulders from erosion as well as compaction 
from parked vehicles.

Accommodation of off-street travel for 
pedestrians and bicyclists will be discussed 
under the �Pedestrian Systems� and �Bicycle 
Networks� sections that follow.  What will 
be discussed here is the concept of �shared 
streets�.  A shared street is one designed so 
that it can be safely used by cars, both moving 
and parked, pedestrians and bicyclists.  Shared 
streets can be fairly narrow, as long as sight 
lines are adequate and travel speeds low.  
Vehicle volumes should be low, as in less 
than 500 vehicles per day, design speed for 
vehicles should be low (15 to 25 mph), block 

S hared street

Street Network for Mixed Use & Residential Developm ent
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Sp ecif ic traf f ic cal m in g  tech n iq ues in  m ore detail :

Speed humps.  Speed humps are rounded raised pavement areas typically 12� to 14� in length.  They are often very effective when 
used is a series along a street, spaced 300� to 600� apart.  Speed humps are for residential streets and similar lower speed, lower 
volume roads but are inappropriate for major roads, bus routes and emergency response routes, or roads with high volumes of 
oversized vehicles.

Speed tables.  Speed tables are speed humps with at " at top � often long enough to accommodate a car�s wheelbase, making them 
less abrupt than a speed hump.  Because of this characteristic and the ability to drive over them at a slightly higher speed (25 mph), 
speed tables may be more appropriate than speed humps for collector type roads and busier streets, and tend to be preferred over 
speed humps by Fire Departments.

Raised crosswalks.  A speed table with a sidewalk-level crosswalk on top.  Pedestrians have a better view of traf! c while they 
themselves are more visible to drivers.  

Raised intersections.  A " at, sidewalk-level raised area covering the entire intersection.  Very pedestrian friendly as it slows vehicle 
speeds through intersections (including slowing emergency vehicles to approximately 15 mph).

Roundabouts and traf! c circles.  Roundabouts and the much smaller neighborhood traf! c circles require drivers to steer around a 
center island within an intersection.  Entering drivers must yield to those already within the intersection.  Small traf! c circles are 
for neighborhood streets where large vehicles are infrequent � these generally replace stop signs.  Roundabouts are appropriate are 
higher volume intersections and must be sized accordingly to accommodate anticipated transit bus and other large vehicle traf! c.

Chicanes.  A series of mid-block curb extensions that shift from one side of the street to the other to create an S or Z shaped curve.   
Chicanes work best when traf! c is balanced in both directions to ensure adequate friction to slow drivers.

lengths should be short (less than 600 feet), 
and no linear street corridor should be longer 
than 5 or 6 blocks before terminating (i.e., a T 
intersection).  Long, straight segments between 

intersections encourage speeding, so shared 
street segments need to be broken up.   When 
needed, traf! c calming devices such as chokers, 
chicanes, speed humps, neighborhood traf! c 

circles and T intersections can be used to keep 
vehicle speeds appropriate for sharing the road 
with non-vehicles.  
    

Street Network for Mixed Use & Residential Developm ent
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Sp ecif ic traf f ic cal m in g  tech n iq ues in  m ore detail :

Chokers.  A narrowing technique that basically makes part of a street one lane wide, so that drivers must yield to those already within 
the choker.  Chokers are mostly used on residential streets.  Charlotte has used chokers on connector streets between subdivisions.  
This technique is generally inappropriate for use on streets shared between vehicles, bicycles and pedestrians.

Curb Extensions.  Curb extensions (also called neckdowns or bulbouts) are designed to narrow the travel lanes.  This technique is 
frequently used at intersections in combination with curve radii reduction, and sometimes with raised crosswalks, to give pedestrians 
a better view of traf! c while increasing their visibility to drivers, while also reducing the street crossing distance.  These curb 
extensions can also be used in mid-block locations to narrow streets when on-street parking is infrequent.

Narrowing.  Overly wide streets can be narrowed through the installation of medians or mid-block center islands.  This technique 
may be particularly useful on streets with frequent driveways that would make edge narrowing dif! cult or cost prohibitive.  Enhanced 
landscaping, as well as providing a pedestrian refuge for mid-block crossings, may help mitigate reduced driveway access.

Curve radii reduction.  Reducing the curve radius at an intersection will greatly reduce the speed at which drivers can turn right.  
This can be especially important at intersections where right-turn-on-red or right turn slip lanes con" ict with pedestrian crossing 
movements or on-street parking.  In lower volume situations it is generally acceptable to expect stopped traf! c to back up in order 
for an oversized vehicle to complete a right turn.  In higher volume situations as well as areas with large amounts of oversized 
vehicle traf! c curve radii reduction must take into account that some vehicles will mount the curb during turning movements.  
Due to the very low speeds involved this is not as much of a threat to pedestrians as it is to ! xed objects � utility poles and other 
street furniture must be set back accordingly.

VDOT Road Design Manual, Appendix B Subdivision Street Design Guide
See http://www.vdot.virginia.gov/projects/resources/RDM_Ap_B_010105.pdf  
VDOT Traf! c Calming (Brochure) 
See http://www.vdot.virginia.gov/info/resources/Traf! cCalming.pdf 

Street Network for Mixed Use & Residential Developm ent
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Parking along Route 17 is prohibited and will 
remain so � it is a highway, not a main street.

Within areas already developed in a conventional 
manner, parking is provided through the use of 
surface lots.  Conventional parking lots can 
be improved to meet the goals of this plan 
through a number of strategies, including 
driveway consolidation, enhanced landscaping, 
providing connections to adjacent parking lots, 
internal circulation to outparcels, and improved 
stormwater management.  Most conventional 
parking lots are much larger then necessary 
for normal operations.  Reducing impervious 
surfaces reduces runoff into surface waters and 
storm drainage systems, helping to recharge 
groundwater while both slowing and ! ltering 
stormwater.

As part of facility maintenance and property 
upgrade efforts, non-essential or overflow 
parking can be reconstructed using pervious 
materials. Porous pavement is a permeable 
pavement surface that temporarily stores surface 
runoff before in! ltrating into the subsoil.  Porous 
pavement is signi! cantly more expensive than 
traditional asphalt.  However, porous pavement 
can create cost savings in terms of storm drain 
costs and land consumption.  Porous pavement 
requires extensive maintenance compared with 
conventional pavement.   The cost of vacuum 
sweeping may be substantial if a community 

Parking 

does not already perform vacuum sweeping 
operations. 

Conventional suburban development requires 
the parking for each use to be on the same 
site.  This not only results in excess parking 
requirements but reduces the amount of land 
available for more productive structural 
development and requires the conversion of 
more land from natural or agricultural uses per 
unit of development.  Within the Town Center 
and the smaller Village and Neighborhood 
Centers parking should be provided through a 
combination of on-street and off-street parking.  
Off-street parking requirements should be 
reduced in recognition of adjacent on-street 
spaces, and should also take into account 
nearby public parking facilities as well as 

opportunities for shared parking.  

Shared parking is basically determining the 
cumulative maximum parking demand for 
adjacent land uses, rather than requiring each 
use to provide for individual maximum demand.  
Shared parking is only practical within diverse 
mixed use areas or when adjacent uses either 
have different peak hours of parking demand 
(such as an of! ce and a restaurant) or share 
many of the same customers.  Shared parking 
is most effective in areas where development 
is compact and clustered.  Shared parking lots 
must be walkable, with all spaces within a 
reasonable walking distance of all destinations 
they are intended to serve.  Generally, the 
parking-space-to-front-door distance that 
a person is willing to walk for shopping or 
work is 400 to 800 feet, and the maximum is 
generally 1,200 feet.

There are two main approaches to shared 
parking: (1) contractual agreements between 
adjacent uses; and (2) parking management 
districts. The ! rst approach involves only two 
adjacent users while the second encompasses an 
entire mixed use district with multiple property 
owners. Under a contractual agreement, the 
circumstances under which parking spaces 
would be shared would be explicitly de! ned 
in the contract. In a parking district, all uses 
within the district would have access to all the 

                               L arg e surfac e park ing  lot
                       at entranc e to stores



52Route 17 Corridor Master Plan

parking spaces at any given time.

On-street parking, public parking lots and 
shared parking arrangements all allow greater 
development density on more valuable lands 
with high visibility and access, thus increasing 
private economic return and public tax values, 
while generating less stormwater and consuming 
less land and other natural resources.

Within centers and other mixed-use areas, 
most off-street parking facilities should be 
located to the rear or side of the building.  
This form of site design enhances customer 
visibility and pedestrian accessibility.  Parking 
should not interfere with convenient pedestrian 
access between the sidewalk and front door.  
The physical layouts of walkable centers and 
compact mixed use areas encourages people 
to �park once� and to chain together most 
trips on foot.  In areas with on-street parking, 
public parking facilities and shared parking, 
the relationship of buildings to the street and 
sidewalk is much more critical than their 
relationship to a parking lot.  

Alley or common driveway access off of 
minor streets can provide parking access to 
customers as well as delivery vehicles while 
maximizing development and on-street parking 
along the major street.  Combining driveways, 

Parking 

so one serves two parcels, minimizes impacts 
to on-street parking as well as con" icts with 
pedestrians, bicyclists and other drivers.

Pedestrian-friendly developments also 
accommodate bicyclists.  Bicycle parking 
is usually accommodated between vehicle 
parking areas and sidewalks.  Appropriate 
locations for bicycle parking are convenient 
to stores and other destinations but should be 
situated to avoid placing parked bicycles into 
pedestrian or vehicular areas.

The potential for compact, mixed use 
development to reduce parking demand is 
substantial.  The Institute for Traf! c Engineers 
and the Urban Land Institute, among others, 
have developed practices for projecting actual 
parking needs, re" ecting shared parking, linked 
vehicle trips and shifts to walking and bicycling.  
Development speci! c parking demands should 
be considered rather than dependence on 
generic �one size ! ts all� parking standards.

Suburban residential parking is most commonly 
accommodated on-site, although guest parking 
may be on-street or along the shoulder.  Use 
of pervious materials for driveways should be 
encouraged as part of an overall low-impact 
design approach to development.

Many �empty nesters�, couples without 
children, retirees and others are more interested 
in more compact housing options � small lot 
single-family homes, townhomes, garden 
apartments and retirement communities.  
Parking demand for such compact developments 
can be accommodated through on-street 
parking, alley-loaded garages, and off-street 
parking in combination with shared guest 
parking.

While there may be no parking on Route 17 
itself, how parking is provided and how parking 
access is handled for development along the 
corridor is critical in helping to maintain its 
function as the main regional arterial connecting 
Isle of Wight County with regional centers.
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Currently, Hampton Roads Transit, the regional 
transit provider, serves Isle of Wight County 
with Express Bus Service (Route 64) between 
Smith! eld/Gwaltney and Northrup Grumman. 
Park and Ride facilities for this commuter 
express bus route are located in the shopping 
centers at Routes10/258 and at Route 17/
Smith�s Neck Road.  As commuter demand 
increases, Hampton Roads Transit may expand 
commuter bus service in the County.

In addition to commuter bus service, there may 
be demand for ridesharing � some combination 
of coordinated carpooling and managed 
vanpooling.  The physical facilities needed 
to support ridesharing are almost identical 
to those for park-and-ride commuter buses, 
except that there may be multiple ridesharing 
boarding points at various locations within the 
study area.  Whether express commuter buses 
or ridesharing, County of! cials and staff may 
be called upon to coordinate public transit 
operations with private property owners.

Route deviation allows enhanced neighborhood 
and business transit access by using smaller 
vehicles which can deviate from main routes 
to pick up and drop off riders at convenient 
locations.  Hampton Roads Transit includes 
route deviation services among its proposed 
new and expanded services, although currently 
not proposed for Isle of Wight County.

The vehicles used to provide route deviation 
services are equipped to allow use by persons 
with disabilities.  Specialized transit services 
for the disabled are often referred to as �para-
transit�.  Hampton Roads Transit provides the 
�Handi-Ride� service using wheelchair lift 
equipped vans.  

Currently, Senior Services of Southeastern 
Virginia provides two transportation services 
in Isle of Wight County:

� I Ride - A 12-passenger, wheelchair-acces-
sible bus includes a 31-mile ! xed route with 
31 stops and an upon request route deviation 
service. The transit route originates along 
Old Route 10 at Smith! eld Apartments and 
continues south through Historic Smith-
! eld to Benn�s Church Bouvelard, before 
reversing course. The bus stops at each of 
the locations four times a day. It operates 
Monday through Friday beginning at 8 a.m., 
and ending at 4 p.m. (except holidays). All 
ages are welcome. Passengers 12 and under 
ride for free, but must be accompanied by 
an adult. Each ride costs a $1.00.

� Transit Coordination � Countywide coordi-
nates and provides transportation (12-and 
14-passenger, wheelchair-accessible buses) 
for residents 60 and over with rides to medi-
cal appointments (5 days a week), Nutrition 
Centers/Senior Centers (2 days a week), and 

Public / Mass Transit
legal aid (if surplus transit capacity avail-
able). There is a limit to one ride a week or 
four rides a month.  There is a voluntary 
donation of $4.00 per trip.  

The goal for local shuttle transit service is to 
provide mobility for non-drivers or for those 
with limited access to a car.

The County is attracting an increasing number 
of retirees and �pre-retirees�.  Currently most 
of these residents are considered to be active 
seniors or late middle age workers.  But like 
many other parts of the US, the County must 
be prepared for the substantial challenges that 
will accompany the aging of the �Baby Boom� 
generation.  The need for additional local transit 
may increase as more residents age in place. 

More information may be obtained by contacting 
Hampton Roads Transit (phone 757-222-
6100, website at www.gohrt.com) and Senior 
Services of Southern Virginia (phone 757-461-
9481, website at www.ssseva.org).  In addition, 
the Virginia Department of Rail and Public 
Transportation (website at www.drpt.state.
va.us) is the lead state agency for federal and 
state transit programs, provider coordination, 
technical assistance, and funding.
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A strong, well-connected network of pedestrian 
elements should be the goal of development in 
and around the Route 17 corridor. The ability to 
walk to parks, schools, workplaces, stores and 
natural areas strengthens both the physical and 
psychological bond of a community and reduces 
traffic congestion, parking requirements, 
and pollution. When sidewalks and paths are 
connected with a greenway network, the utility 
of the pedestrian system is enhanced as more 
places can be reached safely and in an attractive 
environment.  Even in those residential areas 
considered too distant from other destinations 
for ef! cient linkages, the ability to walk the 
dog, push a stroller or, simply go for a walk is 
an important aspect of good public health and 
a high quality of life.

Pedestrian systems include sidewalks, paths, 
and greenways, although pedestrians may also 
be accommodated within shared streets. More 
speci! c guidance pertaining to the design and 
appearance of these features is found under 
the heading �Visual Character and Design 
Guidelines� found later in this plan and in the 
Recreation section as well. More information 
about shared streets may be found under the 
heading �Street Network for Mixed Use and 
Residential Development Patterns� within this 
section. 

People are most inclined to replace a vehicle 
trip with a walking trip when the total 
walking trip time takes no more than 5 to 10 
minutes, or typically distances of ¼ to ½  of 
a mile. However, substantial delays� such 
as having to wait for a pedestrian crossing 
signal� will reduce the distance people are 
willing to walk, as will unpleasant, boring, 
or uncomfortable surroundings.  Conversely, 
comfortable, stimulating, convenient pedestrian 
accommodations can encourage people to walk 
even greater distances.  An excellent example 
of this can be found at any shopping mall, 
where people search for parking within feet of 
an entrance yet are willing to walk hundreds of 
yards once inside.

When discussing the creation of a walkable 
town center or of a �park once and walk� 
destination, the basic idea is much like turning 
a shopping mall inside out: it is equally or more 
convenient, comfortable, and pleasant to walk 
between different destinations than it is to 
drive. Thus, being pedestrian-friendly depends 
not only on providing sidewalks, paths, and 
crosswalks but on the density, proximity, and 
connectivity within the destination, as well as 
the activity and visual interest along the way.

Pedestrian System s

K entlands- adult pulling  c hild in w ag on 
b etw een fenc ed y ards

G reenw ay  c ontaining  a multi- use c onc rete path
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Sidew al k s

Sidewalks are the connective tissue of urban 
and suburban development. Whether on foot 
or after parking their car, people must use 
sidewalks to reach commercial development, 
workplaces, and homes. In particular, sidewalks 
are critical within areas of compact commercial 
development, such as the Town Center, as well 
as other important pedestrian destinations such 
as parks, recreational areas, schools, and the 
Neighborhood Centers. 

Within Town Center commercial areas, 
sidewalks should be wide enough to allow for 
multiple uses, no less than 10 feet along the 
full length of any building with a customer 
entrance, according to the 2006 Isle of Wight 
County Pedestrian and Bicycle Facilities 
Master Plan.  Groups of pedestrians should 
be easily able to pass, enough room should 

be available to accommodate persons with 
physical disabilities, and businesses should 
be able to set out sign boards and possibly 
outdoor seating space. Sidewalks should 
be directly adjacent to backs of curb within 
commercial areas. Trees should be planted to 
provide shade and enhance the appearance of 
the street. These trees should be planted in the 
sidewalk space and protected by ornamental 
tree grates.  A contiguous clear zone, free from 
tree grates, street furniture, lamp posts, and 
the like, of at least 5 feet must be maintained 
to meet Americans with Disability Act (ADA) 
requirements.

Within residential neighborhoods adjacent to 
mixed use and neighborhood centers, areas 
that typically have attached housing and a more 
urban feel, sidewalks may be more narrow in 
width� 7 to 9 feet� and should have a small 
planting strip of an additional 4 to 6 feet 
between the curb and sidewalk. These strips, 
however, may be eliminated when sidewalks 
are buffered from the street by parked cars. Tree 
grates are acceptable here, although only when 
a 5�foot-minimum clear zone is provided.

Sidewalks within residential land uses 
containing detached homes should be wide 
enough to allow two people to pass or at least 
5 feet. A planting strip of at least 4 to 6 feet 
should be located between the curb and edge 

Pedestrian System s

of sidewalk.  Sidewalks along streets with 
shoulders or swales and no curbs should be 
located on the property side of the swale.

Sidewalks should be located along both sides 
of all arterial and collector roads, as well as 
all commercial and multi-family (including 
townhomes and condominiums) residential 
streets.  Sidewalks are preferred along both 
sides of local residential streets.  At densities 
between 2 and 4 dwelling units per acre, 
however, a sidewalk along one side is suf! cient 
and limits the total amount of paved surface 
that generates stormwater. Shared streets, 
discussed under �Street Network for Mixed 
Use and Residential Development Patterns� for 
suburban residential areas, are also appropriate 
at this density.  At densities below 2 dwelling 

Residential neig hb orhood sidew alk

T y pic al c ommerc ial sidew alk
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Pedestrian System s
units per acre, the use of paths outside of the right-of-way and of a 
shared street are the more practical options in lieu of sidewalks.

Path s an d G reen w ays

Paths are less formal walkways that may or may not be related to 
the alignment of adjacent roads.  Greenways are multi-use paths 
designed for pedestrians, bicyclists, and occasionally equestrians 
within their own rights-of-way or easements.  Greenways are often 
considered to be linear parks providing recreational activities, yet 
also provide important transportation routes.

Paving materials should be hard-surfaced and ADA-accessible, such 
as concrete and asphalt. Within the Route 17 corridor, multi-use 
paths will be associated with the greenway system and be found 
farther away from the core of Neighborhood Center development - in 
particular, east of Smith�s Neck Road and south of Channell Way. 

Multi-use paths may be sized to accommodate both pedestrian and 
bicycle traf! c to enhance their utility. This would best be accomplished 
by designating paths that link to schools, parks, neighborhoods, and 
other locations where bike travel would be bene! cial to the public as 
multi-use.  According to the 2006 Isle of Wight County Pedestrian 
and Bicycle Facilities 
Master  Plan,  paved 
multi-use (or shared-
use) paths should be a 
minimum of 10 feet wide 
and designed according 
to the standards in the 
AASHTO Guide for the 
Development of Bicycle 
Facilities.

Pedestrian and b ic y c le netw ork
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Two types of bicycle networks exist: on-
road� wide paved shoulders, wide outer lanes 
or designated bike lanes; and off-road bike 
paths. Both types can be implemented within 
the study area.

On-road bicycle lanes and wide outer lanes are 
not appropriate on facilities with speeds above 
45 mph.  Although bicycles may be ridden on 
very wide paved shoulders - 8 feet or greater 
- off-road bike paths are preferable along high-
speed highways.

On-road bicycle networks work in conjunction 
with greenways and multi-use paths.  Along 
Route 17, bicycles should use the multi-use 
path, whereas along parallel collector and major 
local roads they could use wide outer lanes and 
paved shoulders. On-road bicycle networks 
need to be well-signed, have clear pavement 
markings, and bike racks or storage at major 
destinations. 

Bicycle Lanes 

B ik e L ane

G reenw ay  B ik e Path
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Corridor Greenway

Cross- sec tion of 
Route 17 

Cross- sec tion of 
Route 17 g reenw ay

A greenway on both sides of Route 17 will provide much-needed linkages between 
commercial, recreational, and residential uses through the use of a multi-use path. Users 
will be able to walk or bike to work, the grocery store, school, and parks. In addition, 
several greenway spurs will provide access to other portions of the study area and future 
planning should include investigation of safe options for pedestrian and bicycle crossing 
of Route 17. 

The proposed Route 17 greenway, seen in the images found on this page, can be located 
within or near the 70� buffer required between new development and  the road right-of-
way. Vegetation will be retained or added, as necessary, within the buffer to provide a 
safe and enjoyable space for walking or biking. 
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VII. Utilities
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Utilities 
Adequate utilities infrastructure is required to support and 
facilitate the County�s objective to direct the majority of County 
growth into the Development Service Districts including the Route 
17 Corridor. Water and sewer services are provided through the 
County and electric, natural gas, telephone and ! ber optics are 
provided by private suppliers.

W ater an d Sew er I n f rastructure

The principal water and sewer infrastructure necessary to support 
future development activities has been previously established 
within the Route 17 Corridor Study area limits.

W ater system
The Western Tidewater Water Authority provides water to the 
Study Area and west into the County.  The water main enters 
the County from the City of Suffolk at the Chuckatuck Creek 
Bridge and continues north along Route 17 to Brewer�s Neck and 
there splits west and continues north to the James River Bridge. 
The existing water infrastructure consists primarily of a 16-inch 
diameter ductile iron (DI) water main and reduces to a 12-inch 
diameter DI water main at Smith�s Neck Road. The 12-inch 
diameter DI water main continues along Route 17 approximately 
1,000 feet towards the James River Bridge from Smith Neck Road.  

Main w ater and sew er lines
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stations for conveyance to and treatment at the 
HRSD Nansemond River Treatment Facility 
located in the City of Suffolk. 

The force main infrastructure has also been 
designed with the intent to handle the entire 
Corridor Study area.  As with the water system, 

Utilities 

future facilities (i.e., discrete sewer collection 
systems, pump stations and force mains) are 
typically constructed by private developers in 
support of new development and connected 
to the HRSD force main or the IOWC force 
main system.

Adeq uacy of  ex istin g  an d f uture 
w ater an d sew er in f rastructure
In light of the intent to design capabilities to 
handle future Corridor needs, the existing water 

A one million gallon capacity elevated water 
storage tank is located off of Brewers Neck 
Boulevard and serves as the primary source 
of stored water for the Corridor Study area. 
See accompanying map for general pipeline 
locations.

The existing water system infrastructure 
has been sized with the intent to serve the 
entire Corridor Study area. It is typical that 
private developers construct water mains for 
future development and connect to the water 
infrastructure, deeding the infrastructure to 
the utility.

Sew er system
The sewer system infrastructure is provided by 
two entities. The Hampton Roads Sanitation 
District (HRSD) provides a 30-inch diameter 
DI wastewater force main that traverses the 
Corridor Study area along the western side of 
U.S. Route 17 and Brewer�s Neck Boulevard.  
The Isle of Wight County (IOWC) owns and 
operates a 16-inch diameter high density 
polyethylene (HDPE) force main located along 
U.S. Route 17 from Brewers Neck Boulevard 
to Smiths Neck Road and a 10-inch diameter 
HDPE force main from Smith�s Neck Road and 
along Route 17 for approximately 5,000 feet 
towards the James River Bridge. These force 
mains comprise the basic wastewater transport 
infrastructure in the project area. Wastewater 
is discharged into these force mains via pump 

I n- g round utilities c onstruc tion 

F l oodin g  an d D rain ag e Con sideration s 
in  L ow  L yin g  Areas

Flooding of low lying areas near water 
bodies is caused by major storms that result 
in water levels rising above normal high tide 
elevations. These conditions are natural. 
Floodwaters will remain until the storm 
event has passed and water levels return 
to normal, dissipating the floodwaters. 
Flooding may be minimized by permanently 
increasing the land elevation in relation to 
the " ood plain or building dikes (with walls 
above the " ood plain) around areas to be 
protected. These solutions may be neither 
practical nor affordable. Under certain 
conditions " ood insurance may be obtained 
from the Federal Emergency Management 
Administration (FEMA), minimizing the 
! nancial impact of property loss as a result 
of " ooding. The other option is to move 
outside the " ood plain to higher ground. 

Flooding may be caused or aggravated by 
inadequate or poorly maintained drainage 
facilities. Studies can be conducted to 
determine the cause or causes of continuing 
and periodic drainage issues. If the 
determination is inadequate or poorly 
maintained facilities, technical solutions 
may be evaluated for implementation or 
maintenance operations enhanced.
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and sewer infrastructure does not present any 
discernible roadblocks or negative impacts 
to the U.S. Route 17 Corridor planning 
initiatives. The capacity of water production 
and wastewater treatment facilities will require 
monitoring to determine if development outside 
the Corridor Study area is affecting capacity 
requirements within the Corridor Study area. To 
keep the water and sewer plan current, a master 
water and sewer plan was recently developed 
for the County to update the existing plan. 

Existing water and sewer infrastructure should 
be capable of supporting future development 
provided that any required ancillary facilities 
(such as water storage and wastewater pump 
stations) for future development are designed 
with appropriate capacities. Existing utility 
policies are in effect which require future design 
of ancillary facilities to undergo appropriate 
planning and review prior to construction.

E x ten sion  of  f uture w ater an d sew er 
in f rastructure
The extension of future utilities should be 
carefully planned to insure the creation 
of adequate easements to allow access for 
infrastructure operation and maintenance 
activities.  The location of landscaping or other 
obstructions within future utility easements 
should be prohibited or minimized in order 
to avoid disruption of utility service.  Water 
and sewer pipelines should be separated by 
a minimum horizontal distance of 10 feet in 
accordance with State regulations.  In general, 
single pipeline easements should be a minimum 
of 10 feet in width.  Easements that share both 
water and sere pipelines should be a minimum 
of 20 feet in width to allow for a separation of 
10 feet between the pipelines.  

F uture drain ag e in f rastructure
Retention ponds on individual parcels are 
the typical method for managing stormwater 
runoff. Future development within the Corridor 
will continue to require drainage infrastructure 
to provide collection and discharge of 
stormwater resulting from new development 
activities.  Such infrastructure will require 
careful planning to insure that drainage 
facilities are properly configured to meet 
State and County water discharge volume and 
quality requirements of the Chesapeake Bay 
Preservation Area regulations. Where possible, 
required stormwater basins and pipelines 

should be designed to minimize infrastructure 
facilities and associated maintenance costs 
including the consideration of multi-parcel 
or regional stormwater basins.  Also, where 
feasible and consistent with the intensity 
(degree of impervious surface) of proposed 
developments, low-impact design approaches 
should be included in development design as an 
alternative to collect-and-convey management 
approaches.  

Con tin uation  of  in dividual  l ot w el l  an d 
sep tic util ities
Several areas within the Secondary Study Area 
boundaries include parcels that utilize private 
wells and septic tank systems for water and 
wastewater service.  The future use of these 
facilities will be dependent on their ability 
to provide for the parcel water supply and 
wastewater disposal needs within State and 
local parameters and, to some extent, the desire 
of the parcel owner to maintain the facilities.  
To account for the potential malfunction of 
these private wells and septic tanks or the 
desire of the parcel owner to forego continued 
maintenance, the capacity of future water and 
wastewater infrastructure should be designed 
to incorporate the replacement of these existing 
private wells and septic tanks.  The inclusion 
of service capacity for these facilities will 
reduce overall infrastructure costs should such 
facilities require abandonment.

Utilities 

O nsite drainag e materials
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Utilities 

Con servin g  f iscal  an d n atural  resources th roug h  util ity p ol icy
Water and sewer utility policy has an effect housing price and the costs of providing services.  Compact development is more ef! ciently 
served with linear utilities such as water and sewer, making installation and maintenance cheaper.  Some of this cost savings may be 
re" ected in house prices and utility bills.  Thus, housing costs for County residents may be more affordable if infrastructure is compact 
and ef! ciently provided. The County will also conserve taxpayer dollars through ef! cient service costs.

The form and location of development are also in" uenced by utility policy.  Compact development patterns consume less land, resulting 
in the destruction of fewer natural areas.  They also conserve water, because less land is devoted to lawns that need to be irrigated, a major 
source of consumption.  Since the County is in the southeastern Virginia groundwater management area, where declining groundwater 
levels and saltwater intrusion are issues, conserving water supplies is an important goal.  Compact development also protects groundwater 
quality and quantity goals by reducing the total impervious surface (which allows absorption and aquifer recharge) and reducing the 
amount of fertilizer on suburban lawns (which reduces the potential for nitrate pollution of shallow groundwater aquifers). 

E l ectric,  T el ep h on e,  N atural  G as an d 
F iber Op tics U til ities I n f rastructure

In addition to the water and sewer service 
infrastructure identified in the foregoing 
paragraphs, the following utilities are located 
within the Corridor:

� Electric Service � Dominion Virginia 
Power

� Telephone Service � Verizon 

� Natural Gas � Columbia Natural Gas

� Fiber Optics � Verizon

Existing electric service is primarily provided 
by means of pole structures and overhead 
wiring.  Existing natural gas service is provided 
by means of underground pipelines and cables.  
Existing telephone service is provided by both 

overhead and underground wiring and cables. 
The extension of these utilities for future 
development is coordinated by development 
owners with the utility companies to meet 
future development needs.  

The provision of underground utilities is 
typically required for new construction 
projects throughout the Hampton Roads area.  
The underground location of utilities results in 
a project that is aesthetically more pleasing and 
provides a signi! cant measure of protection 
during major storm events, minimizing the 
need for repair / reconstruction activities 
resulting from damage that can be caused by 
such events.  Relocating existing aboveground 
utilities underground is generally very costly 
due primarily to the labor intensive efforts 
required to avoid existing underground utilities 

O v erhead pow er lines

and above ground structures.  Consequently, 
the provision of underground utilities for new 
construction projects avoids both potential 
repair costs and future costs related to the 
underground relocation of above ground 
utilities.
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VIII. Recreation

A. R ecreation  I n troduction

B. Stan dards f or Park s an d R ecreation

C. Bl uew ays an d W ater Access

D . T rail h eads an d W ater Access

E . I m p l em en tation
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Given the increase in the County�s population in recent years, 
the number of recreation users has grown signi! cantly. In 
addition, these users require continually updated and diverse 
types of activities. There is a very real need to plan for parks 
and recreational opportunities in this quickly-developing region, 
particularly when these land uses and activities may have been 
previously taken for granted given the large� yet diminishing�
amounts of open space. In the 2001 Comprehensive Plan, County 
planners stated their need to ensure appropriate planning to 
meet a changing demographic, the necessity of purchasing 
or converting lands into public recreation areas to meet user 
demand, and set forth the following goals:

� Achieve environmental resource management objectives;
� Provide environmental interpretive facilities;
� Provide creative play areas that are often educational or in-

terpretive in nature; and
� Integrate arts, culture, senior citizen activities, daycare, and 

adult education programs with traditional recreation and open 
space planning. (Comp Plan, 8.1)

Recreation Introduction

Proposed and potential rec reational and open spac e
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Op p ortun ities

� Access to water-based activities
� Access to natural resources, including wetlands, marshes, 

and a wildlife management area
� Potential for diverse recreational activities
� Potential for integrating natural and cultural resource 

interpretation with traditional recreation activities and 
planning

� Potential for sharing physical and ! nancial resources 
with State and Federal entities, such as the Ragged Island 
Wildlife Management Area

� Potential to work with developers to shape master plans 
to include open space and recreation areas

� Potential to increase tourism through promotion of pub-
lic recreation areas, such as parks and waterfront access 
sites

  Con strain ts

� Potential for number of parks and recreation users to exceed 
available facilities

� Must separate active recreation uses from ecologically-
sensitive passive use areas

� Acquisition of park land and construction of new facilities must 
keep up with increasing population

� Few existing parks and recreation activities located within the 
Route 17 Corridor study area

� Lack of suf! cient bike and pedestrian trails and greenways
� Lack of suf! cient physical and visual public waterfront ac-

cess
� Need to maintain existing facilities while funding new ones

To enable these goals, this portion of the Route 
17 Corridor Plan identi! es existing and potential 
opportunities and constraints; standards for 
parks and recreation types; proposed park, 
greenway, and blueway locations; and potential 
funding sources.  

Isle of Wight County has twenty-one public/
semi-public recreation/open space sites which 
include parks, a wildlife preserve, schools, and 
a roller skating rink. Of these sites, roughly 
six parks are used for active recreation, while 
others include the Bradshaw Fairgrounds, 
Franklin skating rink, and public boat ramps. 

Within the Route 17 Corridor study area 
there are no public park facilities, with the 
exception of a canoe launch at the northern 
tip of Carrollton Road as it enters the Ragged 
Island Wildlife Management Area.  Carrollton 
Nike Park is the closest recreational facility to 
the study area.

Recreation Introduction
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The Virginia Department of Conservation 
and Recreation (DCR) developed minimum 
standards for the development of parks and 
recreation facilities within communities. These 
standards are found in the Virginia Outdoors 
Plan� prepared by the DCR� and are used as 
a baseline for recommendations and guidelines 
in this study.

The Virginia Outdoors Plan classi! es parks by 
size, population served, purpose, and types of 
facilities found within. It should be noted that 
the development standards for the park types 
are only guidelines to be considered when 
planning new parks or considering proposals 
for new development within the area. Each park 
type that may be feasible within the study area 
is described below and general guidelines for 
locations and programming are offered. Other 
park types not discussed within the Outdoors 
Plan are also included, as they could be utilized 
within the study area. 

The location of parks ultimately depends on 
the population size, demographic, and demand 
of any particular community. Along Route 
17, parks will be planned and constructed 

in relation to those areas where the in" ux or 
existing level of park users is highest.  The map 
on page 68 shows all possible locations for the 
park types discussed in this section. The map 
is to be used as a guide for considering which 
lands might become parks and what type of 
park is best suited to a particular location. It is 
not recommended that all the parks shown on 
the map be constructed.

Standards for Parks and Recreation

E x ample of a c ommon g reen spac e that mig ht b e 
used as a mini park  w ithin a residential area

Play g round loc ated in a 
neig hb orhood mini park

In addition, it is recommended that the County 
conduct a County-wide Parks and Recreation 
Facilities Master Plan to help facilitate the 
speci! c location of individual park areas.  
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Standards for Parks and Recreation

M in i Park s

Mini parks often serve special purposes and 
are located in urban areas or densely populated 
neighborhoods where space is limited. Mini 
parks might be green spaces tucked between 
buildings; seating areas on sidewalks lined 
with retail or townhouse buildings; community 
markets; or enhancement of a major intersection 
to include plantings, benches, and informational 
kiosks. Due to their small size, they typically 
do not support athletic activities or large 
gathering spaces, but are meant to provide 
informal seating and serve as a place for rest, 
information gathering, and conversations. 
Some mini parks, however, may provide space 
for community " ower or vegetable gardening 
or the placement of artwork. 

Mini parks are typically less than 5 acres in 
size and have a service radius of about ¼ of a 
mile. Between .25 and .5 acres of this park type 
should be provided per 1000 people. In general, 
an even distribution of mini parks is needed to 
meet the needs of a community.

General Guidelines:
� Administered by local government
� Locate in common spaces of new commercial 

or residential development to serve both 
visitors and community residents

� Community garden spaces, seating areas, 
kiosks, or outdoor art galleries

� Located along greenways or within buffers 
and serve as nodes

Mini park  tuc k ed in b etw een tw o b uilding s
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N eig h borh ood Park s

Neighborhood parks are the backbone of any 
park system and the primary open space type 
within traditional neighborhood developments. 
They are located within convenient walking 
distance of homes and provide limited types 
of recreation for the entire family and all age 
groups. These parks often include multi-use 
athletic ! elds, playgrounds, walking trails, 
picnic areas, and court games. According to the 
book New Urbanism by Peter Katz,

Like traditional town commons or 
courthouse squares, these spaces are regarded 
as the civic focus for neighborhoods. 
They are located in central, prominent 
places� and are often connected to major 
streets. Community facilities (such as day 
care, churches, schools or meeting rooms) 
are assigned special positions adjacent to 
these spaces� Buildings surrounding the 
space might be subject to special urban 
design guidelines, particularly streetwall 
and setback requirements that� help de! ne 
the volume of the space.

Neighborhood parks are no larger than 20 acres 
in size and have a service radius of about ½ to 1 
mile. Roughly 3 acres of this park type should 
be provided per 1000 people.

Standards for Parks and Recreation

General Guidelines:
� Administered by local government
� Located away from the Route 17 corridor and within Mixed Use Residential areas
� Located near schools and away from railroads, major streets, and other hazardous areas
� Should be within walking distance for most neighborhood residents

Conc eptual draw ing  of a N eig hb orhood 
Park  ( V irg inia O utdoors Plan) .
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Standards for Parks and Recreation

Com m un ity Park s

Community parks serve special purposes�
primarily active recreation� and in some cases 
take advantage of unique site opportunities. 
Community parks should be able  to 
accommodate heavy usage by several groups 
simultaneously.  They are typically less than 50 
acres in size and have a service radius of about 
3 miles.  About 3 acres of this park type should 
be provided per 1000 people. 

General Guidelines:
� Administered by local government
� May be used in place of a neighborhood 

park in rural areas
� Could contain a recreation center, 

playgrounds, court games, trails, a ! shing 
lake, and beach area

� Locate near the geographic center of a 
community and along a public transportation 
route

� Could be located along waterfront to 
provide visual and physical access to the 
James River and its tributaries

Conc eptual draw ing  of a Community  
Park  ( V irg inia O utdoors Plan) .
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D istrict Park s

The district park should serve the recreational 
needs of large portions of the local population. 
It should contain a wide variety of intensively 
developed areas for day-use recreation, while 
providing ample open space with generous 
buffers between activity areas. The site can vary 
from " at open space to moderately or steeply 
sloping topography. It should be capable of 
supporting a wide variety of activities with 
ample buffer and natural areas. A stream, 
lake or tidal waterfront site is very desirable. 
The district park needs to be accessible by 
automobile, as well as by pedestrians and 
bicycles. District parks are typically no larger 
than 150 acres in size and should be provided 
at a ratio of 4 acres per 1,000 people. 

Standards for Parks and Recreation

General Guidelines:
� Administered by local government
� Should be accessible from a greenway and/

or bike path systems, as well as by vehicle 
and mass transit

� Could contain active and passive recreation 
facilities and opportunities, such as walking 
trails, tennis courts, golf courses, soccer 
! elds, and ! shing/boating access

Conc eptual draw ing  of a D istric t Park  ( V irg inia O utdoors Plan)
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R eg ion al  Park s

Regional parks are designed to provide 
recreational space for a relatively large 
population. As much as 80 percent of a regional 
park site remains as undeveloped open space to 
ensure that passive recreational opportunities 
are available. They should be located in 
areas with signi! cant natural characteristics, 
including water resources, scenic viewsheds, 
and variable topography. The regional park 
should complement other park types and is not 
a substitute for neighborhood, community, and 
district facilities. They are typically between 
100 and 500 acres in size, but can be created 
on any larger parcel of land. 

Standards for Parks and Recreation

Conc eptual draw ing  of a Reg ional 
Park  ( V irg inia O utdoors Plan) .

General Guidelines:
� Administered by single or multiple govern-

mental entities
� Should serve several communities
� Contains primarily passive recreation such 

as camping, trails, open spaces, and picnic 
facilities

State Park s

A State park should provide significant 
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recreational experiences and protect a signi! cant 
natural resource base or landscape. Extensive 
open space and/or unique natural features 
in the form of views, terrain, and vegetation 
are important qualities of the state facility. 
Compatible recreational uses are a necessity 
and access to a major lake, ocean, or river is 
very desirable. State are typically more than 
600 acres in size and should be provided at a 
ratio of 10 acres per 1,000 people. 

Ragged Island Wildlife Management Area 
functions much like a State park, and 
likely ful! lls the current need for this park 
classi! cation. The facilities at Ragged Island, 
however, require improvement in order to be 
useable by visitors. Additional trails; improved 
and enlarged parking areas; upgraded restroom 
facilities; removal of the chain link fence; the 
installation of trash receptacles, recycling 
containers, and benches; and an updated 
interpretive plan, including signage and kiosks 
would create an enjoyable and educational 
atmosphere for visitors. The County should 
work with Virginia�s Department of Game 
and Inland Fisheries to improve and maintain 
facilities at Ragged Island.

General Guidelines

� Administered by State government
� Primarily used for large-scale recreation  

Standards for Parks and Recreation

Ragged Island and be aware of any safety 
issues created by con" icting uses. Consider 
allowing full park access only on Sundays 
when hunting is not allowed within Virginia, 
separating uses, or other methods of ensur-
ing the safety of all users

� Must foster cooperation with the Virginia 
Department of Conservation and Recreation, 
who will be the administrative entity

Conc eptual draw ing  of a S tate Park  
( V irg inia O utdoors Plan) .experiences and/or to protect and utilize 

signi! cant natural resources
� Could contain camp sites, trails, overnight 

facilities, an amphitheater, and ! shing/boat-
ing access

� Should utilize the Ragged Island Wildlife 
Management Area, unless additional State 
park facilities are required

� Work in conjunction with the Virginia 
Department of Game and Inland Fisheries

� Must consider that hunting is allowed within 
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Ath l etic Com p l ex es

In contrast to regional parks, whose primary 
focus is open space, athletic complexes 
accommodate concentrated uses of intensely 
programmed athletic ! elds and facilities. They 
are typically provided on a few strategically 
located sites. These complexes begin at around 
25 acres in size and do not have a speci! c 
service radius. For convenience, they should 
be located near transportation route, yet not 
within neighborhoods due to the potential for 
high levels of noise, bright lights, and evening 
activities. There is no standard for acreage 
per population; for athletic complexes, this 
determination is based on user demand. 

General Guidelines:
� Locate athletic complexes near arterial 

roads, such as Route 17 or Brewer�s Neck 
Boulevard, for easy access

� Avoid placing athletic complexes within 
neighborhoods due to noise, traf! c, and 
light pollution issues

Standards for Parks and Recreation

E x ample of an athletic  c omplex  
G reensb oro,  N C Park s and Rec reation D epartment) .
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Standards for Parks and Recreation

G reen w ays 

Greenways are open-space corridors that can 
be managed for conservation, recreation, and/
or alternative transportation. The service area 
depends upon the location, size, and signi! cance 
of the greenway corridor.  For example, the 
longer greenways that link to more places will 
inherently draw greater numbers of people 
from farther distances. Refer to Chapter 8 of 
the 2001 Comprehensive Plan for additional 
county-related greenways guidance. 

General Greenway Guidelines:
� Longer than 1 mile, typically at least 75 to 

100 feet wide
� Refer to the 2006 Isle of Wight County 

Pedestrian and Bicycle Facilities Master 
Plan for additional information regarding 

G reenw ay  along  a w aterc ourse Conc eptual draw ing  of a G reenw ay  
( V irg inia O utdoors Plan)

greenway policies and proposed facilities
� Consider locating new greenways along 

drainage ways, along the edge of Ragged 
Island Wildlife Management Area, and 
connecting to new parks
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Blueways and Water Access

Bl uew ays

Blueways are navigable streams and waterways 
that, similarly to greenways, can be used for 
conservation, recreation, and transportation.   
Typical blueway users include kayakers, 
boaters, swimmers, and ! shermen.

General Blueway Guidelines:
� Link blueways with water access points 

such as boat ramps, docks, beaches.
� Provide a blueway along Batten Bay and 

along Brewers Creek

W aterc ourse b eing  used as a b luew ay  
( K nox  County ,  T N  Park s and Rec reation 

D epartment)

T railhead near a b luew ay  
( B urnhamI nk .c om)

W aterfront open spac e held in c ommon ow nership
b y  a sub div ision homeow ners�  assoc iation
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Trailheads are small gathering areas found at 
the beginning of trails, greenways, or blueways. 
They typically contain signage that conveys 
the name of the trail and a trail map. Some 
trailheads are formally designed and offer 
seating, trash receptacles, and water fountains, 
while others are simple earthen areas with a 
single sign. Within the study area, trailheads 
will be created at strategic spots that are safe, 
highly visible, well-lit at dusk and nighttime, 
and convenient to the highest number of users. 
A parking lot associated with a school or park 
could be used as a trailhead, as could a small 
paved area within a neighborhood. Trailheads 
might also be found at boat launches to orient 
blueway users. Water access could mean 
boat or canoe launches, swimming beaches, 
boardwalks, or simply visual access to scenic 
water-related views. 

Trailheads and Water Access

General Guidelines:
� For rural locations or areas that must be 

accessed by car, locate trailheads or water 
access points near parking lots

� Include amenities such as maps, signage, 
drinking fountains, seating, and or bike 
racks

� Locate water access points along Batten 
Bay, within the Ragged Island Wildlife 
Management Area, and along Chuckatuck 
Creek

F ormal trailhead w ith sig nag e and seating  ( F riends of the Pere Marq uette Rail- T rail)

B oat ramp prov iding  ac c ess to a 
w aterc ourse ( w w w .b ill.innannen.c om)

� Locate trailheads at such convenient 
places such as schools, within parks, and 
at subdivision entrances.

� Coordinate trailheads and water access 
points with greenway and blueway locations 
and beginning/ending termini
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In order to introduce new parks, greenways, 
and blueways into the study area, the County 
must follow a process of needs evaluation, land 
acquisition, project funding, and construction. 
Many of the steps are outlined in the Chapter 8 
of the County�s 2001 Comprehensive Plan; this 
master plan concurs with the County�s process 
and recommends that it proceed accordingly, 
as well as utilize the guidance offered in this 
section of the study.

To summarize the Comprehensive Plan, the 
County must follow the process described 
below:

� Inventory and evaluate existing facilities, 
the current gaps in levels of service, and the 
needs of park users

� Determine which lands are available that 
will meet the County�s recreation needs

� Seek cost-effective means of acquiring 
needed park lands

� Seek cost-effective means of constructing 
parks and greenways

� Periodically re-evaluate parks and recreation 
needs to ensure that acceptable levels of 
service are being maintained

In general, the development of parks and 
recreation facilities, including greenways, 
should proceed in tandem with other area 

Im plem entation

development. The County has a much better 
chance of creating and enhancing recreation 
opportunities if potential sites are identi! ed 
prior to the threat of commercial or retail 
development. Thus, the inventory and evaluation 
stages of the process are essential.

The Comprehensive Plan states the need 
to develop a greenways program and to 
aggressively pursue funding from both public 
and private sources to purchase easements or 
secure easements through donations. (Comp 
Plan, 8.14).  The Comprehensive Plan also 
discusses funding sources including Virginia 
Recreational Trails Fund Program, The 
Conservation Fund�s American Greenways 
Program, the National Park Service�s Rivers 
and Trails Assistance Program, developer 
fees, and user fees. The box at right offers 
additional funding sources the County may 
wish to utilize. 

To ensure that parks and recreation facilities 
are well-funded at the public level, park land 
acquisition and implementation should be part 
of the County�s budgeting process and Capital 
Improvement Programs. The County may be 
able to estimate park development costs and 
identify appropriate funding sources prior 
to actually constructing facilities to better 
approximate budgeting needs. 

Poten tial  F un din g  Sources

TEA-21 Programs

Community Development Block 
Grants

Bond Referendums

Local Capital Improvement 
Programs

Local Private Sector Funding

Land and Water Conservation Fund 
Grants

Wetlands Reserve Program

American Greenways Eastman 
Kodak awards



79Route 17 Corridor Master Plan

IX. Open Space

A. E x istin g  an d Prop osed Op en  Sp ace

B. I m p l em en tation
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The 2001 Isle of Wight Comprehensive Plan 
makes a distinction between recreation areas 
and open space: recreation areas are used for 
activities such as tennis, basketball, camping, 
and hiking, while open spaces are managed 
primarily for natural resources protection. The 
plan notes, however, that combined in creative 
land planning and management programs, they 
can be mutually supportive toward achieving 
their respective objectives. The Route 17 
Corridor Master Plan will make the same 
distinction and discuss open space in terms 
of natural, undeveloped places where human 
interaction is secondary to the need to protect 
valuable and sensitive resources, but will also 
recognize that lands utilized for parks and 
recreation will inherently be open space. The 
intent of this portion of the study is to identify 
locations of existing open space, identify 
areas that could be preserved or protected, and 
discuss the value and appropriate uses of such 
open spaces.  

The preservation and creation of open space 
is worthwhile because these activities help to 
preserve the rural, agricultural character of 
the study area and region� a goal identi! ed 
through stakeholder meetings. Not only is the 
physical space retained, but views to and across 
this landscape are preserved, which ultimately 
preserves and enhances rural character. 
Maintaining existing agricultural lands 

Existing and Proposed Open Space
inherently maintains agricultural character, 
including the field and forest patterns that 
historically existed in the region. The presence 
of undeveloped open space also helps mitigate 
the amount of stormwater runoff as well as 
the stormwater quality. For example, open 
vegetated fields will absorb water into the 
ground and help ! lter pollutants before the 
runoff reaches nearby creeks, bays, and other 
water bodies. Wildlife utilizes open space as 
habitat, adding yet another layer of value. 
Finally, when in combined use with a park, 
open space and active or passive recreation are 
an excellent way of creating and/or maintaining 
undeveloped, natural landscapes.

V al ue of  Op en  Sp ace

� Preserve rural, agricultural 
character

� Preserve attractive viewsheds
� Reduce stormwater drainage 

problems
� Limit and reduce pollution
� Retain wildlife habitat

A  ty pic al farm and forest landsc ape 
in I sle of W ig ht County
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Because of its proximity to the James River 
and its tributaries and backwaters, Isle of Wight 
County has a wealth of natural resources and 
the potential for protection and enhancement 
of open spaces. Route 17 Corridor Master Plan 
abuts the Ragged Island Wildlife Management 
Area, is adjacent to Batten Bay and Chuckatuck 
Creek, and therefore has numerous water-
related resources. Open spaces include open 
! elds and uplands, woodlands, drainageways, 
creeks, wetlands, and open water. Many of 
the open ! elds and uplands are found near 
the intersection of Route 17 and Brewers 

Existing and Proposed Open Space

Neck Boulevard, which is also a prime 
location for commercial and residential 
development. Woodlands are typically located 
along drainage ways or within wetlands. 
Wetlands are interspersed throughout the study 
area, and given the cost of mitigating them for 
construction purposes, are best left alone or at 
least minimally altered.  

The study area, however, has little dedicated 
or permanent open space. Much of the former 
agricultural and large-acreage residential parcels 
have been subdivided into higher-density 

neighborhoods. Most of the remaining open 
space within the study consists of agricultural 
fields, marshes, wetlands, woodlands, and 
drainageways. While some of this land is 
unbuildable and will likely remain open in the 
future, development of other areas is inevitable. 
In order to retain the rural character of the 
study area, a balance must be struck between 
commercial and residential development 
and preservation of open space. This can be 
achieved in numerous ways.

E x isting  open spac e near Rag g ed I sland 
W ildlife Manag ement A rea
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Some of the methods for retaining open 
space amid encroaching development are as 
follows:

 Preservation of agricultural and undeveloped 
lands through easements, transfers of 
development rights, proffers, and similar 
conservation tools

Numerous land conservation and development 
tools exist to protect land. The most prominent 
is the Transfer of Development Rights (TDR), 
where a landowner can sell the development 
rights on their property to a developer, who 
then builds his or her project in another location 
designated for growth. The land for which the 
rights are sold is then placed under a permanent 
conservation easement and can typically never 
be developed. Using a TDR, the landowner is 
still able to make a pro! t from their land, but 
residential and commercial growth is located 
in a more appropriate place.

Another approach would be for the County to 
begin long-term planning and identi! cation 
of lands that should remain open space; these 
lands might remain undeveloped or eventually 
be utilized as greenways or parks. After these 
lands have been identi! ed, the County can 
better evaluate development proposals and 

Im plem entation

suggest where developers might proffer land 
for open space. 

Encouraging deep construction setbacks 
from road edges for both residential and 
commercial properties 

The Comprehensive Plan suggests setbacks 
of at least 50 to 100 feet for development 
located along Route 17; the County currently 
requires a 70-foot buffer of natural vegetation 
be retained along this corridor. These setbacks, 
when landscaped or maintained in native 
vegetation, serve multiple purposes. They add 
to the physical mass of open space, reduce 
automobile pollution, serve as noise and visual 
barriers between the road and developments, 
can be used as a corridor for wildlife, and could 
be used as a greenway with bike/ped facilities 
physically separated and somewhat buffered 
from the road by vegetation. 

Instituting non-standard m ethods of 
residential development such as clustering 

Typical conventional subdivision layout utilizes 
a great deal of land and leaves little remaining 
area for open space or preservation of natural 
features. Cluster development, however, allows 
a greater density of housing units to be built 

in a �cluster� thus preserving unused land as 
open space. Cluster development is discussed 
in Chapter 11 of the Comprehensive Plan and 
also in the Environmental Protection section 
of this plan. 

 Respecting natural features such as riparian 
buffers, " oodplains, and wetlands

Ensuring that riparian buffers, " oodplains, and 
wetlands are respected will inherently retain 
and enhance open space within the study area. 
Prohibiting or limiting development within 
" oodplains and wetlands will not only preserve 
natural features, but also reduce building 
costs and potential long-term issues of water 
quality, flooding, and damage to building 
foundations. 

Ensuring that buffers are maintained, created, 
or enhanced along waterways will also increase 
the amount and quality of open space. Buffers 
screen views to development, ! lter polluted 
run-off, provide habitat for wildlife, and could 
be used as a greenway corridor.

One particularly large wetland is found in 
between Channel Way and Whippingham 
Way. The size of this wetland lends itself to 
protection as open space and possible use as a 
regional park.
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Financial benefit programs for creating 
and enhancing buffers and natural features 
include: 

� Virginia Department of Forestry�s Conser-
vation Reserve Enhancement Program

� Virginia Department of Forestry�s Riparian 
Buffer Tax Credit

� Chesapeake Bay Program�s Small Water-
shed Grants

� creating new parks and County-owned open 
space

Although programmed for separate uses, open 
space and parks serve the same purpose in 
relation to preserving and protecting relatively 
undeveloped lands. When the County purchases 
land for park development, it is ultimately 
preserving open space. The County should 
consider not only purchasing land for the 
creation of parks, but also acquiring land to 
be maintained in open space. County-owned 
open space could simply be maintained in a 
natural state to preserve viewsheds or could 
be utilized for environmental education and 
passive recreation.  Lands preserved in their 
undeveloped state are frequently less costly 
to local governments (and consequently 
to taxpayers) than residentially developed 
properties that come with costs for infrastructure 
maintenance and community services. 

Im plem entation

Op en  Sp ace Preservation  R esources

American Farmland Trust: www.farmland.org

The Conservation Fund: www.conservationfund.org/

Land Trust of Virginia: www.landtrustva.org/index.htm

Scenic Virginia: www.scenicva.org/index.html

VirginiaOutdoorsFoundation: www.virginiaoutdoorsfoundation.org/

E x ample of traditional land 
dev elopment sub div ision 

( Cumb erland,  MD  Z oning  O rdinanc e)

E x ample of c lustered land 
dev elopment sub div ision 

( Cumb erland,  MD  Z oning  O rdinanc e)
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X. Visual Character

A. G en eral  Com m un ity Ap p earan ce

B. Corridor

C. V iew sh eds
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I n troduction

At present, the visual character of the Route 17 
study area is chie" y rural vernacular. Single-
family homes face primarily un-curbed roads 
and local retailers operate from small plazas 
or roadside stands. Vegetation groupings range 
from natural, unmanaged hedge rows and ! elds 
to simple yet formal ornamental plantings 
found near developed areas and buildings. 
Buildings are generally low in height, simple 
in layout, and separated from the road by a 
wide grassy median and parking. The most 
visually-appealing views are found at the 
southern end of the corridor� where the road 
crosses over Chuckatuck Creek� and at the 
northern end of the corridor� where views 
of open countryside are available to the east. 
Indeed, participants in the public meetings 
preferred a rural and naturalistic look with 
native vegetation conserved in place, rather 
than manicured landscaping. 

The overarching goal for the primary study area 
is to enhance the remaining scenic and rural 
qualities of the area while allowing for sensitive 
development along Route 17. To achieve this 
goal, the desired visual character of the study 
area needs to be taken into consideration. 
Elements such as community appearance; 
viewsheds; gateways; and models for desirable 
development are included in this plan.

General Com m unity Appearance

E x amples of ex isting  v isual c harac ter 
w ithin the study  area
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General Com m unity Appearance

Com m un ity Ap p earan ce 
R ecom m en dation s

Taking into account information gathered from 
public meetings, the desirable appearance of 
the Route 17 corridor is one that retains its 
historically rural and vegetated appearance. 
In general, the community expressed that the 
section of Route 17 south of Brewer�s Neck 
Boulevard had a more pleasing character than 
the more heavily-traf! cked portion to the north. 
Given this concept, the following goals should 
be taken into consideration when planning, 
reviewing, and approving new developments 
or changes within the corridor, or even those 
that might affect the corridor.

� Maintain the small-town, village-like 
character of the corridor.

�  Buildings, parking lots, and other constructed 
features should not detract from or visually 
compete with natural resources such as 
woodlands and views to open space and 
water.

� Parking lots should be deigned to provide 
for the minimum number of expected 
users and be proportional to the size of the 
associated building(s).

� Buildings should be designed and sized 
at a smaller scale and with façades that 
harmonize with the surrounding visual 
aesthetic of the area. Avoid �big box� stores 
with long, unbroken frontages in favor of 

smaller 1- to 2-story buildings with minimal 
footprints. 

� Avoid curbing Route 17 or any other road 
unless deemed absolutely necessary for 
safety and drainage reasons. Rather, handle 
drainage with swales, as is the current 
method within the corridor.

� Utilize street lights only in more intensely 
developed areas, such as within the mixed 
used portions of the study area near the 
intersection of Route 17 and Brewer�s Neck 
Boulevard.

� Limit the scale of development to the 
minimum needed to provide services and 
housing to residents.

� Maintain a balance of natural open space 
and development.

� Avoid shopping plazas and �strip malls� 
that place numerous buildings in a single 
row and require extensive roadside frontage. 
Rather, cluster commercial buildings at 
intersections or in a manner that requires 
a single entrance drive leading to parking 
behind or within the building cluster.

� Retain buildings and features that are 
characteristic of the area, such as historic 
buildings, attractive viewsheds, and native 
vegetation.

� Limit large-scale grading activities in favor 
of working with existing topography during 
construction activities. 

� Avoid creating berms for screening in favor 
of retaining and/or enhancing existing 
topography and vegetation.

E x amples of appropriate mix ed use and 
c ommerc ial dev elopment that may  b e applied 
along  Route 17 ( w w w .stmic haelsc ountry .c om)
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V iew s

Along the Route 17 corridor, attractive views are quickly 
disappearing due to rapid development, as well as development 
that is not planned in a sensitive manner. As witnessed in the 
northern portions of Route 17, views of rural scenery are giving 
way to shopping plazas and subdivisions. There are, however, a 
number of ways to limit further destruction of viewsheds.

� Enforce the 70-foot buffer requirement along Route 17 and 
ensure that the buffers contain native vegetation that is capable 
of screening undesirable views.

� Enact wider and denser buffers for development that is 
particularly incompatible with the desired character of the 
road.

� Favor screening vegetation over large berms, which tend to be 
unnatural in character and be somewhat of an eyesore if not 
well designed.  Plant native vegetation that will thrive and be 
easily maintained.

� Maintain the buffers so they survive and do not become 
overgrown with invasive plant species.

� Consider underground utilities whenever feasible.
� Remove condemned buildings as soon as possible to avoid an 

unkempt appearance along the corridor.
� When planning or reviewing any new development adjacent to 

the corridor, consider how it will impact the corridor viewshed. 
Questions to ask include: 

-Will this development be visible from the Route 17?
-Do we want this development to be visible from the corridor? 
-Can we screen the development from view?
-Should the screening be along the edge of the development or 

closer to the road?

Corridor

I llustration,  ab ov e:   E x ample of 
b uffering  and sc reening  that 
mig ht separate Route 17 from 
new  dev elopment

E x i s t in g  s c r een in g  tha t 
adeq uately  limits v iew s to new  
dev elopment

I nappropriate use of b erming  
to limit v iew s c reates unnatural 
landsc ape appearanc e and 
does not adeq uately  sc reen 
b uilding s
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L an dscap e

The most valuable commodity available when 
attempting to preserve the character of Rt. 17 
is the physical landscape contained within and 
available nearby. Once the landscape becomes 
developed, the rural character is either greatly 
diminished or no longer present. Therefore, 
it is imperative that much thought be put into 
how the landscape is modi! ed and how it might 
be preserved. Additional information on land 
preservation techniques is available earlier 
in this master plan under the heading �Open 
Space.�

� In conjunction with preserving views, 
utilize buffers and medians to preserve 
undeveloped land between the road and 
development

� Cluster development together so more 
ef! cient use is made of the landscape and 
open space is preserved to the maximum 
extent possible

� Leave certain parcels undeveloped 
to preserve attractive views and open 
space along the corridor; encourage re-
consolidation of smaller frontage parcels 
with adjacent lands so that development 
can occur in a coordinated manner, with 
limited direct access to the highway and 
development sited to reduce its visual 
impact as seen from the road 

Corridor
� Consider conservation easements or 

development proffers as tools to preserve 
land within and visible from the road 
corridor

G atew ays

Consider that the opportunity exists for two 
gateways: the ! rst occurs as vehicles come 
off of the bridges, and the second takes place 
at a smaller scale as vehicles, pedestrians, 
and bicyclists enter the Bartlett Town Center 
development. 

The initial gateways will require sizeable 
features, such as large-scale roadside and 
median plantings, lamp post banners, or 
sculpture, due to the typically high speed at 
which cars will be traveling. Consider locating 
attractive buildings with traditional tidewater 
architectural style at the bridge gateways to 
draw attention and create landmarks. Gateway 
buildings might include a regional visitor�s 
center or interpretive center for the Ragged 
Island WMA.
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The secondary gateways will be more traditional 
in nature and utilize varying pavement patterns 
and materials, signs, informational kiosks, and 
smaller-scale sculpture that will be visually 
accessible to drivers and physically accessible 
to pedestrians and bicyclists.

� Recognize that gateways can take on various 
forms, including buildings, roadside and 
median plants, picnic areas with directional 
and interpretational signage, or a change in 
light post height or design. 

� Trailheads for greenways or blueways might 
be incorporated in gateway designs

� Gateways should be designed to harmonize 
with and incorporate traditional local 
architectural styles and characteristics. 
Gateways should not be ostentatious, over-
scaled, or use bright colors or extravagant 
signage or lighting.

� The size and extent of gateways should be 
proportional to their locations and intended 
audience. Gateways to the overall Route 17 
corridor will be of larger scale than those 
intended for Town Center development.

� Utilize colors that ! t with the area, such as 
muted blues, natural green and brown tones, 
white, and black.

� Consider that a gateway from the northern 
entrance to Route 17 may have to rely solely 
on signage and roadside elements rather 
than buildings, due to the existing level of 
development already in place.

Corridor
Below are guidelines for maintaining a 
community:

� For any new project, budget for long-term 
maintenance.

� Ensure that suf! cient funds are appropriated 
each year for maintenance staff, facilities, 
and equipment.

� Include appropriate maintenance staff when 
planning for new projects and get their 
feedback on how a project can be developed 
to account for maintenance practices.

� When selecting or approving materials, 
consider how difficult it might be to 
maintain these elements. Consider vandal-
proof, fade-resistant, or graf! ti-resistant 
products, particularly in locations that might 
not receive daily foot or vehicular traf! c.

� Clear litter and refuse from the medians 
and within the corridor as often as possible. 
Enforce litter laws to the greatest extent 
possible. Continue to promote and encourage 
the existing �Adopt-A-Highway� program 
to be utilized by local service clubs and 
school groups. 

M ain ten an ce

The key to a beautiful community is having 
ef! cient, well-funded maintenance facilities 
and skilled staff. Maintenance personnel are 
the ! rst line of defense against litter, graf! ti, 
road deterioration, and other ills that plague the 
physical appearance of any community. 

E x isting  g atew ay  sig nag e along  Route 17
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Viewsheds are considered as portions of the landscape that are 
visible from a particular place. Viewsheds are typically attractive 
in appearance and often contain appealing views to natural and/or 
historic scenery. Identifying particularly scenic viewsheds and 
protecting from degradation by incompatible development is one 
method of ensuring the desired character of a place.

Attractive viewsheds worthy of protection along the Route 17 
corridor are shown on the accompanying map. They are located at 
the northern end of the corridor, near the Ragged Island WMA; at the 
southern end of the Route 17 corridor, near the Chuckatuck Creek 
Bridge; at Channell Farm; and looking back toward the corridor from 
Suffolk. These viewsheds contain views of natural areas, such as the 
Ragged Island WMA, as well as views that contain development but 
have been mitigated through the use of vegetative buffers along the 
road. It should also be noted that these are the primary viewsheds; 
other smaller views, such as along internal waterways and across 
wetlands, should also be considered when development is proposed 
nearby.

The 70-foot buffer along Route 17 will also promote viewshed 
protection within the road corridor as additional development 
occurs beyond this buffer. Ensuring the proper width and density 
of the buffer will both limit views to new development and help 
maintain and enhance the visual appeal of the Route 17 corridor. 
In the same turn, if there are views through the buffer to attractive 
open spaces and natural settings 
beyond, policies should allow 
thinning the buffer during seasonal 
maintenance operations or simply 
not installing extra vegetation. 

Viewsheds

Primary  v iew sheds
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XI. Com m unity and Cultural Resources
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Existing resources in the study area include community facilities, 
historic structures and archaeological resources. 

Com m un ity R esources

Existing community facilities are the ! re and rescue station on the 
west side of Route 17 and the only public park in the study area, the 
Ragged Island Wildlife Refuge.

There are no schools or sites designated for future schools in the 
study area, and public schools are beyond the scope of this corridor 
plan.  A demographic and facilities study has been authorized by the 
Board of Supervisors and the School Board.  When complete the 
conclusions of the study should be reviewed to determine potential 
future locations of school facilities in and near the study area.  There 
may be opportunities for advantageous locations near parks, libraries, 
and neighborhoods. 

 E x isting  Community  and Cultural Resourc es

Com m unity and Cultural Resources 
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Com m unity and Cultural Resources 

H istoric R esources

The Isle of Wight Comprehensive Plan 
describes the important cultural and economic 
bene! ts of preserving and enhancing historic 
resources   In keeping with the Comprehensive 
Plan implementation recommendations, 
Isle of Wight County has contracted with 
an architectural historian to produce the 
�Architectural Survey of Isle of Wight County 
and the Town of Windsor in Virginia�.

F armhouse at 2 3 3 8 1 Channell W ay O ak  G rov e U nited Methodist Churc h
(Photos c ourtesy  K imb le A . D av id)

The contractor has done extensive research 
in the Route 17 vicinity and has noted three 
�identi! ed historic resources�: The farmhouse 
at 23381 Channell Way, Oak Grove United 
Methodist Church and Oak Grove United 
Methodist Church Fellowship Hall (see photos 
on next page).  Though these structures have 
been identified, no statement of historic 
signi! cance can be made until a full evaluation 
is made of each structure.

O ak  G rov e U nited Methodist F ellow ship H all
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Arch aeol og ical  R esources

Because of its coastal location, Isle of Wight County is rich in archaeological 
potential. Known prehistoric and historic resources are compiled in the 
2005 archeological assessment, �More Than Meets the Eye�, produced 
for the Virginia Department of Historic Resources by the William & Mary 
Center for Archaeological Research.  

Since relatively few sites in the County have been surveyed, the report 
focuses on archaeologically sensitive areas that offer the highest probability 
of encountering artifacts during  land disturbing activities. Typically these 
are undisturbed sites on land outside permanently waterlogged soils, such as 
tidal marshes. For example, terraced ground overlooking streams is known 
to support numerous prehistoric settlements.  The map below shows the 
distribution of �High Sensitivity� sites in the Route 17 vicinity.

The report makes a number of recommendations for conserving as-yet 
unidenti! ed archaeological resources.  These include developing formal 
county-wide guidelines for addressing archaeological issues and programs 
to improve public awareness of the county�s archaeological heritage.  The 
report proposes a per-acre development fee to fund a county archaeologist 
and pay expenses related to site investigations and protections.

Com m unity and Cultural Resources 

A rc haeolog ic al Resourc es Map
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XII. Environm ental Protection

A. W ater Q ual ity

B. Preservin g  N atural  R esources
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Storm w ater

Stormwater management is the function of controlling the amount and cleanliness of stormwater 
entering surface waters (streams and coastal waters).  Natural areas generally do an excellent job of 
cleaning and absorbing stormwater runoff; but when sites are developed, they generate much more 
stormwater, and more pollutants that are carried by that stormwater.  Thus, the volume of stormwater 
(quantity) and its degree of pollution (quality) are both concerns. 

Quantity:  
Hard surfaces such as rooftops, streets, and 
parking lots mean that there is less vegetated 
land available to absorb rain, sending surges of 
stormwater into local waterways; the volume of 
water scours streambanks, erodes shorelines, and 
overwhelms invertebrates and ! sh by destroying 
their breeding and feeding areas.  

Water Quality

Quality:  
Developed land also adds pollutants to stormwater.  
One of the biggest pollutants is sediment, the 
particles of loose soil that are eroded by runoff 
and carried into streams.  This causes turbidity 
(that is, the water in the stream is less clear 
because it is clouded with particles); sunlight 
can�t reach submerged plants, and invertebrates 
(such as craw! sh and mollusks) are killed as 
their gills and ! ltering organs are clogged with 
sediment or they are simply physically buried.  

Other common pollutants include excessive 
nitrogen and phosphorous, often from fertilized 
suburban lawns, which cause algae blooms that 
kill ! sh from oxygen deprivation and deprive 
aquatic plants of light; and bacteria that cause 
closure of shell! sh beds and swimming areas.  

Clearly, these problems are not consistent with a 
high-quality coastal environment, and they must 
be effectively addressed or the coastal way of life, 
including seafood traditions and abundant water 
recreation opportunities, will be harmed.

S tormw ater manag ement dev ic es 
serv ing  ex isting  dev elopment in the 

study  area
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S w ales,  narrow  pav ement,  flat road edg es instead 
of c urb s,  and landsc aped rain g ardens are 
c harac teristic  of low - impac t dev elopment. 

Storm w ater M an ag em en t Practices 

Means of addressing stormwater quality 
and quantity are known as �stormwater 
management practices� (often referred to as 
stormwater devices, BMPs or �best management 
practices�).  Some common practices are 
outlined below.  

� Limiting impervious surface� Limits on 
paved and hard surfaces reduce the amount 
of runoff and allow land to absorb rainfall.  
Building footprints are reduced to a per-
centage of lot area.  Subdivision standards 
are revised to reduce road widths to a 
reasonable minimum, and parking lots are 
minimized.

  As a management practice, impervious 
surface limits can be counterproductive if 
not carefully applied, see the box below for 
a full explanation. 

� Low-impact development (LID) � Develop-
ment is designed to treat and absorb storm-
water on site, mimicking pre-development 
site hydrology.  Small landscape features 
scattered throughout a development site 
(such as vegetated infiltration devices, 
sheet" ow over vegetated surfaces, retention 
of forested areas, depression storage, and 
bioretention) are used instead of piping and 
large central ponds.

  LID moves away from the old �collect, 
concentrate, and convey� approach to 

T h e � L im its�  of  I m p ervious Surf ace L im its

By itself, imposing a cap on impervious surface will not always reduce stormwater impacts.  Caps on impervious surface simply spread 
the same amount of development over a larger area, resulting in spread-out, sprawling development patterns which eat up more land, 
cause the destruction of more natural areas.  Larger suburban lawns generate more pollutant-laden runoff.  Moreover, the roads that 
serve sprawl development create vastly more impervious surface over a larger area than for more compact development patterns.  A 
model study in South Carolina revealed that sprawl development would cause 43% more runoff and 3 times the sediment compared 
to compact development with the same number of dwellings and commercial space. (South Carolina Coastal Conservation League, 
1995)
Instead of large lots and low impervious surface limits, a better approach is to apply development patterns that conserve land, preserve 
natural vegetative cover, and concentrate built areas.  This can be done by requiring open-space clusters, reducing minimum lot size, 
and retaining the saved land as permanent open space for stormwater treatment. 

Water Quality
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Water Quality

stormwater.  In lieu of curbs and gutters, 
piping systems, and other hard-engineered 
elements that quickly send a surge of 
stormwater to collection ponds, LID uses 
open drainage systems, such as grassed 
swales and rolled curbs, that allow sheet 
" ow and ! lter and absorb runoff.

� Compact development �  Development 
takes place in compact, walkable mixed-
use centers.  Large surface parking lots and 
overly wide roads are eliminated in favor of 
smaller-scale paved areas, and the need for 
car travel and parking is somewhat reduced.  
The same amount of development (in terms 
of commercial square feet and number of 
dwelling units) is accommodated on less 
land, leaving more land in a natural or 
agricultural state.  Although single-family 

I n c ompac t dev elopment,  sing le- family
houses hav e smaller indiv idual y ards,  b ut 
c ommon open spac e and play lots prov ide

plenty  of room for rec reation.

W etl an ds 

Wetlands perform critical functions in protecting 
water quality of streams and coastal waters.  
They trap excess nutrient pollutants such as 
phosphorus and nitrogen.  Wetland vegetation 
re-oxygenates waters passing through it.  
Wetlands store water during " oods and release 
water during drier periods, moderating the " ow 
of surface streams.  They are important habitat 
and reproduction areas for many rare species, 
and form an important basis of the natural food 
web. 

Wetlands need to be protected by setting them 
aside and not permitting land disturbance where 
they exist.  Vegetated buffer zones around them 
also help by limiting changes in their hydrology 
due to nearby development and grading.  

Wetlands programs created in Virginia exceed 

the federal Section 404 wetland protection 
program; since 2000, Virginia law requires 
a state permit for filling and alteration of 
wetlands (even if a 404 permit is not required) 
for activities of less than one-half acre, utility 
and public service company activities, linear 
transportation projects, and activities covered 
by Corps general permits.  Compensatory 
mitigation is also required.

Recommended approaches for wetlands 
protection are similar to those for stormwater 
management.  Grading and disturbance should 
be limited to the minimum necessary, so that 
changes to hydrology (the way water interacts 
with the land) due to topographic alterations 
are minimized.  Extensive grading, ! lling and 
compacting of soil can change the way water 
flow both on the site and off-site, causing 
further changes to the function of wetlands.  
Impacts on wetlands can also be minimized by 
allowing conservation cluster subdivision, with 
" exible lot con! guration and lot size, in zoning 
and subdivision regulations.  A discussion of 
how this could work is included in the Public 
Policy Context: Zoning Ordinance section, 
under the heading �Density, Lot Dimensions, 
and Open Space Preservation�.

houses have smaller individual yards, 
common open space and playlots provide 
plenty of room for recreation.  

� Site ! ngerprinting�  Before site planning 
or clearing begins, soils and vegetation on 
a site are evaluated for their stormwater 
treatment potential.  The site is planned and 
designed around these features, and clearing 
and grading are limited to building pads and 
access areas.   
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Site planning should take into account the 
highest-quality natural areas, wetlands, 
significant forested tracts, views from and 
into the proposed development, and topography 
and soils, before proceeding with preliminary 
layouts, and certainly before any clearing or 
grading occurs.  This approach is appropriate 
for low-impact design (LID) for stormwater 
management, as well as with conservation site 
design (also known as conservation clustering, 
conservation subdivision, or open space 
subdivision design).  

The intent here is to focus development on 
those portions of a site that are least important 
for the functioning of natural ecological 
processes.  This goal can only be accomplished 
if the site is examined carefully from an 
ecological perspective before beginning layout 
and site design.  It does not automatically mean 
a loss of net density or developability; full 
density credit, or even a density bonus, can 
typically occur under this approach, and land 
development costs are frequently lower than 
for conventional, wholesale clear-and-grub site 
preparation.  The critical keys are to develop 
compactly, to minimize graded/cleared areas 
and impervious infrastructure such as roads & 
driveways, and to set aside the most important 
natural areas in permanently conserved open 
space. 

The open space that is conserved in this 
manner can serve multiple functions.  It can 
! lter, absorb, and slow stormwater runoff.  It 
preserves habitat for local wildlife and " ora.  It 
serves as maintenance-free open space for the 
residents of the development, substituting for 
large suburban lots that, increasingly, working 
homeowners don�t have time to maintain; this 
allows residents to maintain a smaller lot of 
their own while still enjoying the visual and 
recreational aspects of large amounts of open 
space.  

Most importantly from the developer�s 
perspective, lots and houses in conservation 
subdivisions sell at a premium when compared 
to conventional subdivisions in similar 
locations, commanding anywhere from 5 to 32 
percent more than conventional developments.  
They also appreciate at an increased rate 
compared to conventional subdivisions.  
Open space developments are frequently less 
expensive to build for the developer, and more 
ef! ciently served with utility service by the 
local government.    

The county�s existing Comprehensive 
Plan emphasizes compact development in 
urbanized areas, and conservation / open space 
development in less urban areas.

This is an excellent goal very consistent with 
the outcomes envisioned in the Comprehensive 
Plan.  However, the County�s existing zoning 
and subdivision ordinances do not provide the 
" exibility needed to implement conservation 
development.  In particular, the setbacks and 
minimum lot sizes in the zoning ordinance are 
larger than would be consistent with open space 
/ conservation development.  These constraints 
are discussed more fully under �Public Policy 
Context: Zoning Ordinance� section of this plan, 
under the heading �Density, Lot Dimensions, 
and Open Space Preservation.�

Preserving Natural Resources
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XIII. Im plem entation

A. I m p l em en tation  Overview

B. I m p l em en tation  T abl e



101Route 17 Corridor Master Plan

I m p l em en tation  Overview  
The goals of this plan are more than simply aspirational, and the time and energy invested in the plan process � by citizens, members of 
community organizations, County staff, businesspeople, and property owners � add up to more than just a community-building exercise.  The 
vision articulated by the stakeholders and outlined in this plan is intended to become real over time.  To make this happen, there are speci! c 
actions as well as ongoing activities that need to be carried out; this is known as �plan implementation.�  

A primary task is to form an implementation committee to lead and oversee implementation.  It should be comprised of County staff, a County 
elected of! cial, a member of the Planning Commission, and citizen representatives.  The committee may assign and coordinate the actions of 
others, and its members may also carry out activities themselves.  The committee should schedule periodic review of implementation status, for 
example at quarterly intervals.  

Other implementation tasks are described throughout this plan in detail; for convenient reference they are collected and summarized in the 
Implementation Table beginning on the next page.  To increase the likelihood of successful implementation, responsibility for each task is 
assigned. The time frame for completion will be established by those responsible for the action.  The Implementation Table is intended to serve 
as the guide for the implementation committee�s activities and periodic status updates. 

Im plem entation Overview
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Category and Action Responsibility Time Frame 
for Initiation

A. Im plem entation Oversight

A1. Establish implementation oversight committee composed of elected of! cial, Planning 
Commission member, County staff and neighborhood representatives; schedule periodic 
meetings and status updates on plan implementation. 

Planning and Zoning Immediately

B. Com prehensive Plan 

B1. Modify Planned Development zoning regulations to clarify that approval of their use in Mixed-
Use Activity Center areas, and where density increases are sought in other areas of the DSD, 
shall be based on a ! nding that the TND development pattern goals of the Comprehensive Plan 
are achieved. 

Planning and Zoning Mid Term
3-5 years

B2. Revise the Zoning Ordinance according to the recommendations in the Public Policy section 
of this plan to adjust provisions regarding allowable uses; site design; open space conservation 
in designing new development; maintenance of open space; the UR, LC, and GC districts; the 
Planned Development districts; the NDSO; site development standards; and supplemental 
regulations for parking, lighting, " ood hazard, and nonconforming situations. 

Planning and Zoning Mid Term
3-5 years

B3. Revise and update the Subdivision Ordinance according to the recommendations 
in the Public Policy section of this plan to adjust provisions regarding " ood zones; street 
connectivity; highway access; street standards; stormwater; open space; and subdivision 
design procedure and standards.

Planning and Zoning Short Term
1-3 years

C. Land Use Plan

C1. Encourage lot recombination and consolidation of small, obsolete parcels during the rezoning 
and site plan process.

Planning and Zoning Long Term
On-going 

Im plem entation Table
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Category and Action Responsibility Time Frame

D. Transportation

D1. As part of the upcoming Countywide transportation planning initiative to enhance the road 
system, review the feasibility of the following transportation recommendations further explained 
in the plan:
· Access management opportunities including �

i) street network interconnectivity (street grid in the main activity center, parallel secondary 
access roads and indirect-routed secondary road network),

ii) parcel interconnectivity (focus on commercial parking lot interconnectivity), and
iii) minimize curb cuts

· A multi-lane improvement at the intersection of Routes 17 and Brewer�s Neck Blvd
· Relocation of the existing signal at Sugar Hill Road to Cedar Grove Road
· Eliminate the anticipated signal at Channell W ay

  

Engineering / 
Planning and Zoning

Short Term
1-3 years

D2. Develop a speci! cations manual for corridor improvement styles, including lights, guard 
rails, fencing, signs, etc.  

Planning and Zoning / 
Engineering

Mid Term
3-5 years

D3. Provide Virginia Department of Transportation (VDOT) with consistent information about 
the County�s access and functional goals for the road corridor, and request that the County be 
noti! ed and included in the decision-making process for road improvements including but not 
limited to the VDOT 2025 Transportation Plan. 

Engineering Long Term
On-going

D4. Amend infrastructure (including new street network) installation policies, parcel interconnectivity 
standards, and access management standards to re" ect plan recommendations for access 
management, driveways and curb cuts, and alternative street networks.  Ordinance standards, 
engineering standards, and development approval policies should be included in this task. 

Planning and Zoning / 
Engineering

Short Term
1-3 years

Im plem entation Table
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Category and Action Responsibility Time Frame

D5. W ork with VDOT to determine placement of signals and crossings at intersections, and 
consolidate existing signals where possible.

Engineering Long Term
On-going

D6. Revise standards and ordinances to re" ect roadway design appropriate for compact 
development patterns as detailed under the Residential Development section of the plan; including 
traf! c calming and pedestrian comfort, connectivity, and bikeway standards.

Planning and Zoning / 
Engineering

Short Term
1-3 years

D7. Adjust parking standards to allow or require pervious surfaces, limit excessive parking 
amounts, and mandate shared parking and �park once� approaches where appropriate.

Planning and Zoning/
Engineering

Short Term
1-3 years

D8. Review opportunities for reducing travel demand by establishing a ride-sharing or travel 
pool clearinghouse, such as a local car pooling website.

County Administration Short Term
1-3 years

D9. Review opportunities for establishing convenient ride-share/park and ride lots in the corridor 
and/or improving existing lots. 

Planning and Zoning / 
County Administration

Mid Term
3-5 years

D10. Conduct a public transportation feasibility study for the Route 17 and Route 258 corridor 
and between the JRB and the Town of Smith! eld.  To include a review of opportunities, feasibility, 
and funding for regular and limited schedule mass transit, on-demand public transit, private 
transite service, and car pooling and zip car options.

Planning and Zoning/
County Administration 
/Engineering

Long Term
5-7+ years

D11. Update County Proffer Study and guidelines to address pedestrian, bicycle, and other 
multi-use transportation infrastructure, etc.

Budget and Finance/
Planning and Zoning

Short Term
1-3 years

D12. Amend County infrastructure installation policies to include the creation of a pedestrian 
greenway network as development occurs.

Engineering/Parks 
and Recreation

Short Term
1-3 years

D13. Adjust the Capital Improvements Plan (CIP) and annual budget s to insure adequate 
funding to proceed with road improvements, pedestrian/bike facility improvements, and other 
transportation infrastructure needs as identi! ed in this plan.

Engineering/Parks 
and Recreation/
Budget and Finance

Long Term
On-going

Im plem entation Table
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Category and Action Responsibility Time Frame

E. Recreation

E1. Review level-of-service standards to allow for adequate parks and recreation facilities and 
programs to serve the County population, and update the County Proffer Study and guidelines 
to provide for adequate public facilities.

Parks and Recreation Short Term
1-3 years

E2. Ensure that the development review process addresses identi! ed parks and recreation 
opportunities in the study area, so that proffers of land and other facilities development 
opportunities are captured as buildout occurs.

Planning and Zoning / 
Parks and Recreation

Long Term
On-going

E3. Amend the CIP and annual budget to accommodate parks and recreation acquisition and 
development for sites and opportunities identi! ed in the study area.

Parks and Recreation 
/ Budget and Finance

Long Term
On-going

E4. Conduct a County wide Parks and Recreation Facilities Master Plan to determine County 
needs based on level of service; identify prime locations for new facilities; review and recommend 
improvements for existing facilities; and identify funding sources.
 

Parks and Recreation Mid Term
3-5 years

E5. Coordinate with VDGIF, DCR, and citizens to develop a Ragged Island W ildlife Management 
Area Improvement Plan to improve the appearance of the area from the corridor; improve access 
and signage for the area; improve passive and active recreational opportunities in the area; and 
promote the area for citizen and visitor usage. 

Parks and Recreation/
Tourism

Short Term
1-3 years

F. Open Space 

F1. Amend zoning and subdivision regulations as recommended above to enable better 
opportunities for site layout that conserves open space (cluster development or conservation 
subdivisions), and to strengthen protections for wetlands and " ood zones.

Planning and Zoning Short Term
1-3 years

F2. Develop Open Space design guidelines for development review to insure that provided open 
space is not just left-over green space and that it provides protection for sensitive lands and 
usable space for residents and other user groups.

Planning and Zoning Short Term
1-3 years

Im plem entation Table
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Category and Action Responsibility Time Frame

G. Visual Character 

G1. Amend zoning and subdivision regulations to re" ect the visual character principles outlined for 
the corridor, including lighting standards, parking, building design, and other aspects of site and 
building design and layout as stated in the Route 17 Corridor Design Guidelines Handbook.  

Planning and Zoning Short Term
1-3 years

G2. Enforce code provisions regarding unsafe and abandoned buildings.  If current County code 
provisions are inadequate, amend them to ensure that they include the strongest provisions 
permissible under Virginia law. 

Planning and Zoning / 
Building Inspections

Short Term
1-3 years

G3. Begin planning for expanded gateway treatments, including cost estimates in the budgeting 
and CIP process.

Planning and Zoning / 
County Administration 
/ Beauti! cation 
Committee

Long Term
5-7+ years

G4. Research alternatives for beauti! cation of roadsides and gateways to reduce maintenance 
costs and review funding options, including grants and sponsorship to help maintain adequate 
funding for maintenance costs.

County Administration 
/ Beauti! cation 
Committee

Short Term
1-3 years

I5. Amend development approval standards to ensure that high-quality viewsheds identi! ed in 
the plan are addressed in the approval process.  Viewshed protection should be given priority 
in clustering & conservation subdivision standards when these are amended.

Planning and Zoning Short Term
1-3 years

H.  Com m unity and Cultural Resources

H1. Develop additional review guidelines and procedures for properties with archaeologically 
sensitive land and adopt them into the zoning and subdivision ordinances and other infrastructure 
policies.

Planning and Zoning/
Historic Resources

Short Term
1-3 years

H2. Seek Certi! ed Local Government status Historic Resources Short Term
1-3 years

Im plem entation Table
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Category and Action Responsibility Time Frame

I. Environm ental Protection 

I1. Introduce the concepts of Low Impact Development (LID) and �site ! ngerprinting� with a 
pilot program or demonstration project that applies these techniques to the development of a 
County-owned site (such as a recreation facility or governmental of! ce). 

Planning and Zoning Long Term
5-7+ years

I2. Develop educational materials and speci! cations for LID and environmentally sensitive design 
principles and acceptable technologies and make it available to land developers and property 
owners.

Planning and Zoning/ 
Engineering

Mid Term
3-5 years

I3. To improve water quality, update development regulations to require an additional vegetated 
buffer to be protected around delineated wetlands and small headwater streams.

Planning and Zoning Mid Term
3-5 years

J. Econom ic Considerations

J1. Develop a Corridor Marketing Strategy which would include branding/logo/consistent image 
development; signage and lighting styles; and additional gateway treatments such as banners, 
" ags, etc.

Economic 
Development/Tourism

Short Term
1-3 years

J2. Develop and implement programs to preserve and market smaller, more community-
based businesses and encourage new businesses that diversify and compliment existing 
businesses.

Economic 
Development/Tourism

Long Term
On-going

J3. Develop location for and install an informational kiosk in the corridor to guide visitors. Tourism Short Term
1-3 years

J4. Expand the development of housing policies that provide incentives to developers to include 
housing priced to meet the needs of the local work force including potential market-rate and 
workforce incentive housing as a component to the mixed-use nodes.

Planning and Zoning 
/ Affordable Housing 
Task Force

Short Term 
1-3 years

J5. Investigate the Chuckatuck Bridge area for possible access points to the proposed park and 
blueway areas and explore options for welcome/directional signage to the access point.

Tourism Mid Term
3-5 years

Im plem entation Table
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Category and Action Responsibility Time Frame

J6. Investigate options for water-dependent small businesses along the corridor and especially 
at public access points, such as canoe/kayak rentals and tours.

Tourism/Economic 
Development

Long Term
On-going

K. Design Guidelines

K1.  Adopt the design guidelines as stated in the Route 17 Corridor Design Guidelines Handbook, 
as standards in the Zoning Ordinance and/or guidelines for discretionary approvals such as 
rezonings.

Planning and Zoning Mid Term
3-5 years

Im plem entation Table
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Master Plan Map
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Sum m ary of Public Input

Throughout on-site planning activities, the 
Project Team met with a variety of stakeholders 
identified by the County to collect input 
relevant to the Route 17 Corridor Master Plan.  
In numerous individual and group sessions 
collectively totaling over 30 hours, members 
of the team heard from residents, property 
owners, civic volunteers, County officials, 
business owners, and other interested persons.  
The following is a very condensed summary 
of the observations and comments received 
throughout the planning process, organized 
loosely within topical headings.

Environmental Quality 
� Use low-impact development as an 

alternative to stormwater retention ponds.
� Preserve the unique natural resources of the 

County: wetlands, marshes, etc.
� Pursue ecotourism.
� Enhance the Ragged Island Game Refuge 

with better interpretive and visitor 
facilities.

� Prevalent soil types don�t handle building 
foundations well.

� Development should be sustainable.

Public spaces 
� A large-scale farmers market (featuring 

local products such as hams, peanuts & 
seafood) should be established and 17 may 
be a good location.  

� The corridor needs more parks, including 
the full range of public spaces.

� Include greenways and make sure they are 
designed for public safety. 

Transportation 
� Questions regarding roundabout: function, 

capacity, and physical elements.
� Improve bicycle and pedestrian mobility 

Synchronize corridor traf! c signals.
� Provide consistent posted speed.
� Enhance school bus safety.

Stormwater
� Minimize impervious surface in new 

development.
� Language is subtly influencing built 

environment (urban terminology).
� Use natural surfaces instead of paving 

wherever possible.
� Formulate stormwater management areas 

as site amenities. 
� Low Impact Design to replace/enhance 

c u r r e n t  s t o r m w a t e r  m a n a g e m e n t 
approaches.

� Create regional stormwater ponds, especially 
for the eastern section of the corridor.

Community identity, character, and 
design

� Name new streets and places after local 
historic ! gures.

� Don�t allow new development to look like 
�anyplace USA�; architecture should re" ect 
County�s heritage as one of Virginia�s 8 
original shires

� Proportions should be consistent with 
historic precedents 

� Use a consistent vocabulary when using 
historic precedents; don�t mix styles

� Guard against monotony (same 2 or 3 facades 
used to excess in residential areas)

� Encourage detached garages in both large 
lot (with driveway) and small lot (rear 
access) settings

� Prevent �snout houses�
� Make sure double garages have two separate 

doors, or make them look like barn or 
carriage house doors, or require them to be 
set back signi! cantly from the façade 

� Do not make design principles overly 
prescriptive; that would limit creativity

� Use topography to hide development
� Do away with outparcel-style shopping 

center development 
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� Ensure that service areas for dumpsters, etc., 
are located behind buildings

� Require 4-sided architecture
� One to two stories is appropriate scale of 

development 
� Use rural landscape and village center 

design along corridor
� Gas stations: limit number of pumps and 

location, size of canopy, and lighting
� Developers may abuse New Urbanist 

principles; new urbanism may not be ap-
propriate for rural jurisdiction; however, 
cluster development is OK if open space is 
conserved.  

� Need trade-off: Open space must come with 
ability to do denser development

� Ground-mounted signs are not visible 
enough to motorists behind trucks and other 
traf! c

� Concerns about glare and spillover from 
spot-lit signs 

Highway 17 visual character
� Use native plants
� Corridor should look manicured.
� Corridor should look scenic and rural, not 

suburban or manicured
� Corridor should �kindly� convert rural char-

acter to more suburban development.

� Standard-issue guard rails by VDOT are 
very ugly

� Eliminate overhead wires; put utilities un-
derground

� 80% of landscaping should be green year 
round

� Possible median removal for road widening 
by VDOT

� More intensity may be OK up near focus 
areas, but majority of DSD needs to �stay 
open�

� Preserve rural character 
� Parking should not front on 17, but be lo-

cated internally to development 

Land use 
� Need higher-end retail and dining
� Want multiple land uses (live-work, profes-

sional/medical of! ces, multi-family)
� Vertically mixed uses are good
� Combine schools and public libraries, site 

them in mixed-use settings
� Affordable housing:  Need workforce 

housing; require percentage of affordable 
housing in new development; address fear 
of reduced property values by fully integrat-
ing affordable units, rather than segregating 
them 

Challenges
� Transportation challenges: traf! c conges-

tion; not enough signals and turn lanes; 
need smooth traf! c " ow; provide limited 
access alternatives; safe travel for school 
buses; sight distances at Deep Bottom 
Road and ! re station; Carrollton Bridge as 
a bottleneck

� Overcrowded schools 
� Stormwater management
� Coordinating diverse interests
� Plan for transit nodes and stops
� Impacts from growth outside the county 
� Paying for growth (public safety, utilities 

expansion) with new revenue sources
� Maintaining rural character
� Preserving historic resources
� Mitigating inappropriate signage
� Small parcels with nonconforming or resi-

dential uses:  not enough room with current 
set back requirements to do anything; need 
deeper/larger parcels, but dif! cult to as-
semble land

� Questionable viability of residential right on 
highway � too much highway noise

� No positive personality along the corridor
� County approval process is long, arduous 

and costly

Sum m ary of Public Input
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Opportunities
� Use the plan to in" uence VDOT decisions
� Shift internal traf! c off 17 with connectivity 

and/or parallel roadway
� Be creative, not cookie cutter 
� Increase quality of development  
� Incorporate environment into development 

plans
� Incorporate other transportation models 

(including transit)
� Coordinated (versus fragmented) land de-

velopment plan
� Diversify the economic base and services 

provided
� Create attractive gateways; beautify the 

median
� Expand utilities to areas that do not have 

them
� High-speed light rail, especially northern 

half
� Bike, walking trails to a walkable commu-

nity and town center
� Plan to avoid monotonous strip develop-

ment
� Need more of! ce & medical uses (versus 

retail only)
� Increased landscaping/public space as part 

of development

� More landscape �buffers� along corridor; 
native plants 

� Create public accesses to natural areas near 
bridges

M odels to emulate
� Oyster Point, Newport News 
� Governor�s Point, Suffolk
� James City County New Town 
� Multi-use path along Route 17 in Jackson-

ville, FL 
� Boca Raton, Palm Beach, Albacore (Flor-

ida)
� Reston, VA � mixed-use area including 

restaurants
� Charlotte, NC � mixed-use centers with 

neighborhoods
� Parts of Columbia, MD � mixed-use and 

rural development 
� Suffolk, VA � Harbor View 
� Port Warwick in Newport News � residential 

with mixed uses
� Roundabouts, when done correctly
� Petersburg, VA farmer�s market 
� Hilton Village
� Hampton County park
� Chester! eld County highway corridor
� Virginia Beach town center 

Sum m ary of Public Input

Examples to avoid 
� Commercial strips with many fast food 

places 
� Route 17 in York and Gloucester 
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Market Report

MEMORANDUM, Revised October 6, 2006
TO: Warren Raybould,  Raybould & Associates 
FROM: Randy Gross
SUBJECT: Isle of Wight � Route 17 Corridor Master Plan
Preliminary Market Reconnaissance / Review

This memorandum summarizes initial ! ndings from market reconnaissance for Isle of Wight County�s Route 17 Corridor Master Plan, conducted 
during the ! rst week of June, 2006.  Baseline market opportunities and constraints for retail, of! ce, residential, and selected other uses are also 
identi! ed. Furthermore, analyses of development costs are provided to help inform the overall planning and development process in the Route 
17 Corridor. 

D em og rap h ic &  E con om ic T ren d
Overall demographic and economic trends in the county were analyzed as a part of the baseline review of selected markets. These trends provide 
some context for discussion of key issues impacting on the county�s growth and on the Route 17 Corridor in particular.

R eg ion al  Con tex t
Isle of Wight is a county of 319 square miles located within the Hampton Roads (Norfolk-Virginia Beach-Newport News) Metropolitan Area. 
This metro area has over 1.5 million people and is comprised of diverse communities like Norfolk, Suffolk, Portsmouth, Chesapeake, and 
Virginia Beach (in addition to Isle of Wight); as well as Hampton, Newport News, Poquoson, and Williamsburg. These communities share 
a common history and a large federal government presence focused on the military. These communities are also linked geographically by a 
network of waterways and highways. However, they tend to operate independently. In fact, there is very little regional cooperative planning. 
On the contrary, the jurisdictions tend to compete for resources and establish planning and economic development policy without signi! cant 
regional consultation. 

Furthermore, Isle of Wight is also within an hour�s drive of Richmond, and an adjacent metropolitan region of 1.0 million linked by Interstate 
64 along the Peninsula and by Route 10 through Isle of Wight County. Together, these two metros have a growing population of more than 2.5 
million, equivalent in size to Denver or Tampa. Despite Isle of Wight�s location near the nexus of this growing metropolitan region, the county 
has maintained a relatively undeveloped, rural character and small-town lifestyle.  Not surprisingly, there are strong and increasing development 
pressures on Isle of Wight County as the region�s available land diminishes and as more people seek the rural lifestyle that Isle of Wight offers 
within easy reach of the area�s jobs and amenities. In response, the County has sought to preserve its rural heritage through policies that are 
designed to more effectively manage growth. 
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K ey H ousin g  &  D em og rap h ic F actors
Despite the County�s efforts to manage growth, Isle of 
Wight�s housing base has increased by over 10% in only 
four years (2000 to 2004), with the addition of 1,250 units 
or about 312 per year.  This development trend compares 
with housing growth of about 231 units per year from 
1990 to 2000, based on Census data.  

The increase in housing units translates into growth in 
households and population. The county�s population has 
increased at an even faster rate of 11.3% since 2000. 
Interestingly, however, population growth has been led 
by the �baby boom� generation or those generally aged 
between 40 and 60. This is evidenced by the declining 
percentage of families with children (the population 
under age 5 represents just 5.7% of the total, compared 
with 7.6% in 1990), and con! rmed based on information 
from housing brokers, realtors, and rental managers.  
Isle of Wight does not have a substantial rental housing 
market, with more than 80% of housing in owner-
occupancy (compared with 65% nationally). The owner-occupancy rate is increasing, as it is nationally.

K ey E con om ic F actors
The growth in Isle of Wight�s middle-age and senior resident base helps explain why the labor force participation rate is falling. Between 1990 
and 2000, the county�s labor force participation rate fell from over 75% to 64.3%. There are more retirees moving into the county, including 
retired military, and others who are not actively working. 

Given Isle of Wight�s location in a large metropolitan region, where job opportunities are scattered over a broad area, it is not surprising that 50% 
of the county�s labor force commutes out of the county to work. Many are employed, for example, by Northrup Grumman and other companies 
in the Newport News shipbuilding industry. What is surprising is that Isle of Wight has been able to maintain a relatively large and growing 
manufacturing base despite regional and national declines in this sector. Many rural counties depend on manufacturing jobs, but it is somewhat 
unusual for a metropolitan county to retain and grow its manufacturing base in this competitive environment.

Market Report
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Market Report

Industrial Base
 Isle of Wight had almost 10,000 non-government jobs in 2004, up by almost 
500 or 5.0% since 1998. This increase is notable since it occurred during a 
period that included a national recession. Of the total, Isle of Wight has 5,000 
manufacturing jobs in companies producing paper products, lumber, food, 
building materials, tractors, and equipment, among others. The county is 
competitive because of its location not far from the Portsmouth and Norfolk 
Marine terminals, its transportation access and available industrial land. 

Key industrial employers include International Paper (1,300 employees), 
Franklin Equipment Company (providing industrial tree harvesting equipment), 
and world-famous Smith! eld Foods. Smith! eld Foods is a growing, Fortune 
500 company headquartered in Isle of Wight County. Employing approximately 
5,000 people, Smith! eld Foods is the �world�s largest pork producer and 4th 
largest national beef producer,� according to County marketing materials. The 
community of Smith! eld is home to the famed Virginia Ham, but is also one 
of the country�s best preserved colonial-era port towns. 

Most of Isle of Wight�s other manufacturing and distribution use is located in the 
southern part of the county, away from Smith! eld and Route 17.  The County 
is promoting the Shirley T. Holland Commerce Park, a 450-acre industrial 
development at State Route 607 and U.S. Route 460. A 1.0-million square-foot 
Cost Plus distribution center is located in the park, as well as a new 329,000 
square-foot speculative industrial building. According to a recent zoning request, 
another 300,000 square-foot building is planned for construction in the park. 
The park�s concept plan calls for development of almost 3.7 million square feet 
of space at full build-out. 

Closer to Route 17 is the Isle of Wight Industrial Park, started at least 16 years 
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Market Report
ago along Route 10/32. Southern Structured Steel is located in the park. Space added to the 16,000 square-foot Markham Building will be leased 
as warehouse. The un! nished 6,000 square-foot Gibson Mechanical building has been sold to a surveyor who will complete the structure. 

Other Sectors
Despite Isle of Wight�s rural character and its reputation as an agricultural county, only about 100 people are employed full-time in agriculture, 
mining, and other extraction industries in the county (based on Census Bureau statistics). There are a number of farms, but only a few of their 
employees may be actively engaged in production on a full-time basis. Despite the low number of workers counted by the Census in this sector, 
agriculture remains an important land use in the county and clearly in" uences the character and lifestyle of the area.  

Isle of Wight County is acting to retain its agricultural character and assist local farmers through the of! ce of its Rural Economic Development 
Manager and through the Purchase of Agricultural Conservation Easements (PACE) Program.  PACE allows farmers to voluntarily sell the 
development rights for their land to the County, while retaining the right to continue agricultural operations. 

The county�s other important economic sectors include retail (1,000 jobs), accommodation & foodservice (825 jobs), construction (515) and 
health care / social services (450). Other industries as noted in the table employ the remaining 3,000-plus workers in the county

Employment Trends
During the 1998 to 2002 period, growth was concentrated in manufacturing, accommodation, retail, and education. Private (non-government) 
Education saw the fastest rate of growth, with a 68% increase in employment between 1998 and 2004. Information services also saw rapid 
growth. The county is headquarters to Monnette information Systems, a computer/IT service provider for health care and long-term care clients. 
The county saw declining jobs in administrative support services and transport, among several others. 

Income
As noted in Table 1, household incomes increased dramatically from 1990 to 2000, as they did nationally. However, incomes have declined 
slightly since 2000 due to recession and other factors that are impacting on incomes nationwide. Median household income was down from 
$52,600 in 2000 to about $49,300 in 2004 (current dollars), according to the Census.

R oute 1 7  Corridor Site An al ysis
A Site Analysis was conducted of the Route 17 study area, to assess the corridor�s overall physical environment and its marketability for selected 
land uses. The study area includes land on both sides of U.S. Route 17 between the James River Bridge and the Chuckatuck Creek Bridge. 
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Ph ysical  Ch aracteristics
The study area includes portions of Isle of Wight 
County on both sides of Route 17 from Suffolk 
northward, and curving eastward through Bartlett 
towards Newport News via the James River Bridge 
(JRB). Ragged Island Wildlife Management Area is 
located at the northern section of the corridor adjacent 
to the JRB. Beyond this natural area, new residential 
and commercial development has concentrated on 
the Bartlett intersection-JRB portion of the corridor, 
while the area south of the Bartlett intersection remains 
relatively undeveloped and rural in character.  There 
are no major existing towns along the length of the 
corridor. Although much of the land in this area 
appears to be relatively " at and developable, it has 
an extensive network of wetlands as well as existing 
rural agriculture zoning.  Route 17 takes on a more 
suburban character further into Suffolk. Across the 
JRB in Newport News, Route 17 north (and U.S. 258 directly east) has a distinctively urban land use pattern.  Residents complain of increasing 
traf! c bottlenecks along the commercial portions of Route 17 near the JRB.

Busin ess I n ven tory
The Route 17 corridor has a somewhat diverse business mix, with about 19% in shopper goods (e.g., furniture stores, gift shops, of! ce supplies, 
apparel), 15% offering personal services, 14% in convenience retail, 12% in religious or civic uses, 9% in automotive retail or service, 9% in 
! nance or business services, and about 5% to 6% each in medical services, specialty contractors, and restaurants. The remaining 11% is split 
among a variety of uses.  In addition to Smith! eld Hams, Isle of Wight has also been �famous� among the region�s residents as the place to buy 
cigarettes because of the county�s lower tax rate. Thus, several convenience businesses advertise their tobacco products as a �lure� to attract 
commuters and others traveling through the county. 
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Despite this apparent diversity, most of the corridor�s shopper goods stores and restaurants are concentrated in the new Eagle Harbor Shopping 
Center and medical of! ces in the Riverside Healthcare Center. Outside of these two facilities, much of the Route 17 corridor is characterized 
by small independent businesses that cater to local convenience (e.g., gas & cigarettes), automotive, or contracting needs. A few businesses are 
clustered in several strip shopping centers such as Carrollton Shoppes.  In fact, �Carrollton� is the name most often associated with businesses 
and institutions inside or just outside of the study area, as exempli! ed by:

·Carrollton Furniture
·Carrollton Antiques
·Carrollton Baptist Church
·Carrollton Used Cars & Auto Parts
·Carrollton Mini-Storage
·Carrollton Volunteer Fire Department
·Carrollton Cove Shoppes (planned shopping center)
·Carrollton Post Of! ce
·Carrollton Shoppes (strip center)
·Carrollton Meadows (new homes)
·Carrollton Sportsmen�s Shop
·Carrollton Tobacco 
·Carrollton Church of God, and others

Surroun din g  Area 
Smith! eld is the largest town in the county and also its economic hub. Smith! eld is important not only as the home of Smith! eld Hams, but also 
because of its tourist appeal and attractive community character.  References to Smith! eld in this report refer primarily to the historic core of the 
Town of Smith! eld. The town has a wonderful collection of small shops and businesses that help Smith! eld retain its small-town charm. Much 
of the community�s �strip� commercial development is concentrated on South Church Street, which has a typical collection of franchises (e.g., 
Food Lion, Hardees, 7-11, Dollar General, Shell, McDonald�s) and home-grown businesses (Anna�s Shoppes) as well as law ! rms, business 
services, real estate brokers, schools & civic uses, banks, car dealers, and other businesses. A new, relatively high-density retail center is listed 
by Divaris along this commercial strip.

South of town, between Church Street and Benn�s Church is a newer concentration of commercial strip uses and professional of! ces. In this 
location are located a new Rite Aid, Wendy�s, Eckerd Drugs, and similar franchises. A new professional of! ce park is also under development 



120Route 17 Corridor Master Plan

Market Report
not far from the new Smith! eld Plaza Shopping Center and the Express Run Plaza. Smith! eld Plaza is a typical community center anchored by 
Farm Fresh, Peebles, and Maxway, and with a collection of take-outs, hair salons, and other local-serving uses. The center also has a Newport 
News Shipbuilding Employee Credit Union, which provides some indication of the employment base for area residents. Express Run Plaza 
serves a distinctive clientele, with a cluster of hair/nail and tanning salons, spas, weight loss clinics, and similar businesses. Other businesses in 
the area include Hearn Furniture, plus several convenience-oriented stores.
 
The Benn�s Church area (Routes 32 and 258), not far from Route 17, has historic St. Luke�s Church and a small collection of commercial businesses 
offering ice cream, deli/bakery, and contracting services, among others.  South from Benn�s Church along Routes 10/32, commercial uses 
give way to farmland, mobile homes, churches, houses, auto repair shops, and the Isle of Wight Industrial Park. The rural context continues into 
Suffolk, where historic houses and small convenience uses are clustered in the Chuckatuck area.  The Governor�s Pointe mixed-use community 
(including the quaint Shoppes on the Village Green) is under development just south of the study area along Crittenden Road in Suffolk.  The 
Crittenden Station post of! ce is located on this portion of Route 17, along with Sunoco, The Market (produce), pH Automotive (used cars), and 
others. 

Route 258 south to Isle of Wight Courthouse retains more of a rural character, with farmland and the Southern States Farm Co-Op, as well as 
a lumber yard, funeral home, storage, and convenience uses.  The County Courthouse complex is located in a relatively undeveloped area of 
Route 258.
 
M ark et R eview
The following section provides a brief overview of opportunities and constraints under existing market conditions, based on ! eld reconnaissance 
and existing market data. This assessment does not constitute a full market analysis that would determine the development potential for different 
uses in the study area. Rather, it is limited to an assessment of existing opportunities and constraints on the market. Key uses include residential, 
retail, of! ce, and lodging, as discussed below.

R esiden tial
Isle of Wight County is dominated by agricultural and residential land uses. New housing development has helped diversify the county�s housing 
mix somewhat, but high prices are forcing many people out of the market.

Hampton Roads Overview.  The Hampton Roads housing market, like other east coast markets, has experienced a relatively rapid acceleration 
in housing prices (especially since 1998) in part due to the combination of pent-up demand and historic low interest rates. The Hampton Roads 
market has also received a boost from the purchase of second homes (such as in Virginia Beach) by �baby boomers� nearing retirement age. Isle 
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of Wight County may also be seeing a portion of this boomer market. 

There is the likelihood that rising interest rates will soften demand, thereby reducing price pressures in the market. However, the region�s continued 
job growth and healthy federal presence will counter-act these effects. There is likely to be a slight shift in demand from for-sale to rental housing 
to meet the needs of those relocating to the area for work (and including active military duty).  This shift is also apparent in investor trends, which 
have accounted for almost 25% of the national for-sale housing market 
during the recent run-up in prices. Overall regional housing sales trends 
are summarized in the following table.
 
Hampton Roads Overview
Almost 250,000 homes have sold in the Hampton Roads metropolitan 
areas since 1996, based on data from the Virginia Association of Realtors. 
The number of housing sales increased every year from 1997 through 
2005. However, based on preliminary data to-date from 2006, total 
housing sales are expected to drop for the ! rst time in ten years thanks 
in part to increasing interest rates and other factors. The average home 
sale price also increased dramatically over the 1996-2006 period, from 
$115,736 to $261,937, an increase of 126% over ten years.  Home sale 
prices in the region increased at a modest to healthy pace through 1998. 
Since that time, however, prices increased at a more rapid pace per year.  
Prices are more likely to stabilize in the next few years. 

Isle of W ight
Isle of Wight County has seen increasing demand pressures for new 
housing as prices accelerate in surrounding, more urban jurisdictions. 
While nearby cities have long generated demand for Isle of Wight 
County�s land to support homebuyers seeking more space and a rural 
lifestyle (�country ambiance�) with lower taxes, the county also became 
attractive as a potential �relief valve� for accelerating housing prices 
in neighboring areas. Increasing restrictions on development within 
the county counter-acted against these pressures by reducing available 
development land and adding to the cost of development, thereby 
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increasing the price for new housing in the county.

Nevertheless, there are a number of residential projects in various stages of development within Isle of Wight County. An inventory of these 
projects maintained by the county plus several other additions have a total of 3,400 planned units at full-build out. Of these, about 1200 were 
sold as of 2007. Thus, there were another 2,200 units remaining in the 
planned inventory at that time.  

Sample Projects.  Key existing projects include Gatling Pointe, which 
is largely built out. Homes there have sold in the $200,000 to $800,000 
price range. The project has proven to be very successful in attracting 
working professionals and their families, as well as military and other 
retirees with its yacht club and other amenities. 

Eagle Harbor is a newer and more comprehensive development 
clustered within the study area near the James River Bridge. This East-
West Realty development is master-planned to include almost 1,200 
housing units, of which 770 had been sold as of 2007. Eagle Harbor 
Apartments includes 240 units (72 1-BR, 144 2-BR, and 24 3-BR), 
some of which opened in June 2007. About 40 units built in March 2006 
remained to be leased as of June.  Military staff represent 60 to 70% of 
the tenants in the apartments, with transfers (those relocating for jobs) 
accounting for another 25%. Local-originating residents accounted for 
only 5 to 10% of tenants. About 400 rental units are planned overall.

Lighthouse Commons (at Eagle Harbor) is one of the few, higher-
density for-sale housing developments in the county. A total of 111 of 
the 119 townhouses have sold since opening in August 2004, yielding 
an absorption rate of about 4.4 per month.  Prices started at $205,000 at 
opening, but have increased to $270,000-$290,000 at present. Like the 
Eagle Harbor renters, military represent the largest group of Lighthouse 
Commons buyers (40%). About 20% of buyers were job transfers and 

  

Table 4. APPROVED RESIDENTIAL BUILD-OUT,
ISLE OF W IGHT COUNTY, 2007

                            Residential Units
Project Total Developed Sold Rem aining

Cypress Creek         450                    240            200             250 
Villas-Smith! eld           76                      76              54               22 
W ellington         217                    217            120               97 
Eagle Harbor      1,170                      -              770             400 
Founders Pointe         320                      -                80             240 
Church Square         118                      -                -               118 
Mallory Pointe         255                      -                -               255 
St Lukes Village         435                      -                -               435 
Holland Meadows           85                      -                -                 85 
W indsor Station           40                      -                -                 40 
Lawnes Point         155                      -                -               155 
Carrollton Cove           43                      -                -                 43 
Ashby           28                      -                -                 28 

TOTAL      3,392                    533         1,224          2,168 

Source:  Isle of W ight County and Randall Gross /  
 Development Economics. 
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20% move ups or move-downs (selling a larger house) from within the region.  About 20% moved due to the lower tax rates in the county. Only 
a small percentage of buyers moved from within Isle of Wight County. 

At the higher end of the county�s residential projects is Smith! eld on the James, which is offering 13 waterfront amenity lots priced at $800,000.  A 
total of 9 lots have sold by 2006, according to brokers. Cypress Creek offers golf-course homes from $500,000. Other amenities include clubhouse, 
pool, and tennis courts. Ashby is a smaller development underway within the study area. Also within the study area are several subdivisions off 
of Sugar Hill Road. For example, Founders Pointe by East-West Realty offers homes from the high $300,000 range up to $700,000. 
 
Outside of Isle of Wight, there are several developments in Suffolk that are indicative of the current market and its push north-west along the 
Route 17 corridor into the study area. One of these projects is Governor�s Landing, which offers large houses (3,500 to 6,000 square feet) starting 
in the high $400,000 range up to and beyond $1.0 million. This one-year old planned community also offers a quaint commercial development, 
Shoppes on the Village Green, designed to replicate a small Virginia colonial-era village.  Other projects in adjoining areas of Suffolk offer 
homes in the $300,000 range.

Planned Residential Development. Isle of Wight County development proposals are pending for several new residential developments including 
Benn�s Grant, located in the Benn�s Church area, just outside of the study area. This mixed-use development would include 1,098 housing units 
priced in the $140,000 to $500,000 range, as well as 100 acres of commercial space, 100 room hotel, 35 acres of ball! elds, 32 acres of medical 
of! ce space, and 80 acres of community college and related of! ce space. Retail is expected to include a Wal*Mart Super Center, �big box� home 
improvement store, 11 out-parcels, and interior retail space, with a total commercial mix of close to 1.45 million square feet.  The County expects 
the project to take 10 years to build-out.  Other prospective developments include Windsor Castle (200 units, 6-year build-out) and Crown Creek 
(340 units, 9-year build out).  St. Luke�s Village, a mixed-use traditional neighborhood development (TND) project also to be located at Benn�s 
Church, would include 435 homes with an average price of $275,000, plus a 100-room hotel and 80,000 square feet of retail uses. 

Overall Pricing & Market Implications.  Isle of Wight offers a few housing options for those workers who earn less than necessary to support 
a mortgage at the region�s $260,000 average housing price. 

There are relatively few rental options in the county, with only 19.2% of housing in Isle of Wight County renter-occupied in 2000, versus a 
national average of 33.8% (according to the U.S. Census).  Many renters live in mobile homes, such as those located in 100-lot Jones Creek 
Landing that rent for $241 per month or sell for $55,000.  Sample pricing at various local projects is shown in the table above, based on 2005 
data supplied by the County coupled with Multiple Listing Service information. 
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Table 5. RESIDENTIAL PROJECT PRICING
ISLE OF W IGHT COUNTY, 2005

          Price Range
Project Low High Average

Cypress Creek  $  500,000 
 
-  $     1,000,000  $750,000 

Villas-Smith! eld  $  190,000 
 
-  $        250,000  $220,000 

W ellington  $  400,000  -  $400,000 

Eagle Harbor  $  240,000 
 
-  $        450,000  $345,000 

  Condominiums  $  180,000  -  $180,000 

Gatling Pointe  $  200,000 
 
-  $        800,000  $500,000 

Croatan Landing  $  150,000 
 
-  $        170,000  $160,000 

Pocohontas Court  $  150,000 
 
-  $        170,000  $160,000 

Smith! eld on James

Founders Pointe  $  400,000 
 
-  $        800,000  $600,000 

Church Square  $  150,000 
 
-  $        300,000  $225,000 

Mallory Pointe  $  300,000 
 
-  $        500,000  $400,000 

St Lukes Village  -  $         -   

W indsor W oods  $  255,000 
 
-  $        285,000  $270,000 

Hidden Acres

Holland Meadows  $  275,000 
 
-  $        325,000  $300,000 

W indsor Station  -  $         -   

Lawnes Point  $  750,000 
 
-  $     1,000,000  $875,000 

Carrollton Cove  -  $         -   
Ashby  -  $         -   

AVERAGE  $  295,700 
 
-  $        504,200  $399,950 

Sources:  Isle of W ight County and Randall 
Gross / Development Economics.

Market Report
Based on this sample of new home projects, Isle of Wight County new 
homes range in list price from $295,700 to $504,200, for an average of 
$399,950.  Thus, to purchase a new home in the county, households would 
need an average income of at least $85,000 per year.   Given that the average 
household income within the county is about $50,000 per year, these 
housing options do not offer signi! cant opportunities for existing residents 
to move up to new homes. Clearly, these new developments are dependent 
on attracting residents from outside of the county. 

Isle of Wight County�s new construction housing is attracting mainly middle-
age buyers (35 to 55) who can afford the prices. And, whereas many from 
within the county and throughout the region would like to purchase large 
lots that take advantage of Isle of Wight�s rural setting, the land prices are 
out of reach for many working people.  Land prices are averaging $85,000 
(1.5 acres) in many parts of the county, but are priced starting at $125,000 
in the Carrollton portion of the study area. 

A residential development pro forma was completed for illustrative purposes 
as requested by the County. This pro forma illustrates how the County�s fee 
structures and planning policies can contribute to the price of a home when 
such fees are passed on to the consumer. The pro forma shows the average 
construction costs, plus the developer�s fee and marketing expense. The 
county�s fee structure is made explicit, including the current cash proffer 
price required per housing unit to cover the impact on County schools, ! re, 
water, sewer, and other services from development of additional housing.

Also explicit is the price for ! nished lots, which can vary signi! cantly in the 
county depending on location. As noted previously, lots can be purchased 
for $85,000 in the rural zones, but range up to $125,000 in Carrollton. For 
the purposes of this pro forma analysis, a price of $100,000 was selected 
to re" ect a smaller lot size as envisioned in a �new urbanist� vision for the 
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study area�s mixed-use Carrollton node. 

The pro forma assumed an average house size of 2,258 square feet, based on a 
sample of houses currently listed in the county. However, sensitivity analysis 
was conducted to determine the size of house required to meet the current 
average list price, holding constant all of the other pro forma assumptions. 
Using this analysis, the house size was reduced in the pro forma to 2,186 
square feet. The results are shown at right.

It is fairly easy to see how the cost of development has translated into the 
typical list price in today�s Isle of Wight market.  The role of county fees is 
signi! cant (adding about $17,000 to the price of a house), which helps pay 
for the cost of providing County schools and services. However, the lot price 
is also clearly a factor. Demand in general would have driven up the price of 
land in Isle of Wight County over time, but County policy has accelerated that 
trend by constricting development. This has had the effect of pushing up land 
values within the higher-density developable areas ($125,000 versus $85,000). 
In this pro forma, the County�s land use policies have in effect added another 
$15,000 to $20,000 to the price of a house in the growth areas of the county.  
These policies are achieving their objectives, from a land use and growth 
management perspective. The purpose of this analysis was only to demonstrate 
how such policies also have an effect on the affordability of housing. 

Summary
The residential housing market is feeling pressures in Isle of Wight County 
due to a rapid acceleration in pricing throughout the Hampton Roads Metro 
Area, coupled with continued job growth. Local restrictions and costs on 
development have added to the demand pressures to drive up prices in the 
county. As a result, prices for new housing are such that the average Isle of 
Wight household cannot afford to purchase the average new house within the 
county.  At the same time, a shift upward in interest rates will relieve some 
pressures on for-sale housing, but with continued job growth, will help increase 
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demand on the very small supply of rental housing in the county.

R etail  &  Of f ice
Isle of Wight County does not have a major commercial center outside of Smith! eld.  However, as the population and housing base continue to 
increase, the county will see increasing demand for both retail and professional service uses. 

Retail
Smith! eld has its quaint downtown retail businesses, as well as strip retail along Church Street, out U.S. 258. By comparison, the county has 
relatively little retail development. As noted earlier, the study area has a new shopping center at Eagle Harbor, plus several strip retail centers 
and scattered convenience uses. The county was known for its low cigarette taxes, and convenience stores along Route 17 still advertise their 
tobacco products. The county is also known for its meat products, but there are very few outlets to attract buyers. One exception is Jeb�s market, 
in Route 17, which offers a full line of fresh meats as well as other grocery products. Known for his excellent service, Jeb�s attracts business 
from throughout the region but according to the owner, is negatively impacted by theft and by the lack of other retailers in the corridor. 

The lack of other retail results from the rural nature of the county but also from a development approval process that slows commercial development 
within the corridor.  To this end, the County has partly succeeded in avoiding the �commercial sprawl� and resulting traf! c that plagues other 
parts of the region. On the other hand, the growing population will demand retail goods and services to meet their needs and as an amenity. The 
new Food Lion helped bridge a serious gap in the supply of supermarket items and other convenience goods for the growing population in the 
eastern side of the county. However, there is a need to examine what additional retail is necessary to meet the demands of local residents. 

Growth-Generated Demand. A �back of the envelope� assessment  ! nds that the 2,800 units of additional housing planned as part of existing and 
proposed projects (excluding Benn�s Grant) may generate demand for 100,000 to 150,000 square feet of convenience (e.g., grocery, drugstore, 
gas station) retail space, most of which would need to be located inside or near the Route 17 Corridor.  This amount does not include demand 
for shopper goods (e.g., apparel, furniture, hardware, general merchandise, etc), some of which might be captured by existing and planned 
retail stores in other jurisdictions but some of which would most likely require local development. Assuming that up to 30% of shoppers goods 
demand would be captured locally there may be additional demand for about 120,000 to 170,000 square feet of shopper goods space.  Overall, 
the additional housing units may generate demand for at least 220,000 to 320,000 square feet of retail space or more over the next few years 
within the Route 17 corridor and in other parts of Isle of Wight County.  These theoretical ! gures are based on assumptions that would need to 
be tested through actual market analysis.  

Benn�s Grant�s 1,200 housing units will add further demand for retail uses. Again, a similar back-of-the-envelope analysis suggests that these 
units might add demand for another 80,000 to 130,000 square feet of retail space. Altogether, the new developments might add demand for at 
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least 300,000 square feet of retail space (and a maximum of 450,000 square feet), but again, these numbers are based on theoretical modeling. 

In" ow.  In addition to supplying the needs of its own residents, Isle of Wight County may also have an implicit or explicit interest in promoting 
at least small scale / low-impact retail development that attracts destination sales (from outside of the county) and adds to the county�s tax base. 
Several concepts for such development have been suggested, such as a small craft-oriented business cluster that is consistent with the agricultural 
heritage and rural character of the county. Interviews with several highway-oriented businesses in the corridor found that they already generate 
more than 30% of sales from tourists or other visitors, with the remaining 70% from commuters. Thus, there is already signi! cant in" ow into 
the county for retail goods. Continued housing development will not reduce this in" ow but will reduce the businesses� dependency on outside 
sales. 

Grade and Income.  With new, higher-priced housing development, demand for retail is changing in the county. Even if the number of households 
remained constant, the higher incomes associated with new housing will bring additional income into the county. That income translates into 
higher expenditure potentials and changing preferences for the types and grades of retail merchandise. The craft concept, especially as it applies 
to home furnishings and specialty foods, may be very attractive to new local markets. Thus, should housing development continue as planned, 
there is likely to be more demand for high grade stores such as specialty food and wine shops, bookstores, women�s specialty apparel, quality 
home furnishings stores, etc.  These assumptions and the actual volume of demand for such stores would need to be tested through more thorough 
market analysis.

It is also critical that every effort is made to avoid creating competition to existing local businesses, such as specialty stores in downtown Smith! eld 
or other areas. Rather, new business should be welcomed that diversi! es the business base and compliments existing uses. 

Planned Retail Development & Implications
Benn�s Grant, as discussed previously in this report, would include 100 acres and about 1.4 million square feet of retail and of! ce space including 
a Super Wal*Mart, a home improvement store, and additional retail in 11 out-parcels and interior space. Part of the development will include a 
specialty �Main Street� retail shopping district, the concept including coffee shops, restaurants, and specialty shops. In addition, Marketplace-on-
the-James (formerly �The Crossings�) is proposed as a 60.75-acre, commercial development at Routes 17 and 258 in the Bartlett Town Center. 
This development would primarily include a 396,000 square-foot shopping center to be built in two phases, with 202,100 square feet in Phase 
1 and 193,900 square feet proposed for Phase 2. There would also be eight out-parcels on a total of about 6.7 acres.  St. Luke�s Village would 
add another 80,000 square feet of retail space in the area.  Additional retail uses are also proposed near the County library on Route 258. Other 
projects, such as additional phases at Eagle Harbor or 150,000 square feet planned in Smith! eld, will also add more space to the market.
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Assuming that Benn�s Grant would build up to 800,000 square feet of retail space within the next ! ve to ten years, there would be a total of 
about 1.6 million square feet of retail space developed in the near term (excluding Phase 2 of the Marketplace and any other independent retail 
development).  All of this space would be developed within or near the study area (such as in Benn�s Church or at Eagle Harbor), and most of 
the space is likely to be occupied by franchises and other chain store operators.  

Given that there will be theoretical demand for 300,000 to 450,000 square feet of retail space generated by new housing development within 
the next ten years, the planned development is likely to capture most of this new demand. The planned development will also probably require 
both of the following in order to be economically viable:

· Re-capturing the county�s existing out" ow, and 
· Attracting new in" ow from a broad regional market 

There is also the strong possibility that these new developments will reduce opportunities for smaller, independent entrepreneurs that already 
operate or may wish to open a business in the study area. Again, this analysis is not based on market analysis and is therefore subject to the 
! ndings of a �back of the envelope� assessment. But if true, then the concept of attracting or growing smaller retail businesses in the county 
may not be possible without a pro-active effort by the county to enhance destination market opportunities for these smaller businesses.  Such 
pro-active efforts might include:

· Establishing a craft �incubator� or other facility that might serve as a destination anchor for small businesses in the corridor. A craft incubator 
would provide low-rent (possibly subsidized) spaces for small Isle of Wight-based companies that are engaged in the design or production 
of craft or artwork. As a non-pro! t entity, the incubator might also provide access to resources such as training, joint marketing, or operating 
capital for emerging craft businesses. 

· Creating ! scal or ! nancial incentives (e.g., small business loans, tax abatements, etc) as possible for small business operators who locate at 
speci! c sites within the corridor.

· Working with the Chamber of Commerce to establish a corridor marketing committee that would focus on small business development and 
on improving the operating environment for small businesses within the corridor.

· Limiting or restricting �big box� retail development (beyond those that are already planned) in order to reduce the competition on small 
businesses. Many communities nationally have instituted restrictions on the size of retail buildings. 

Of! ce
Isle of Wight County has a small multi-tenant of! ce market, oriented primarily to housing businesses that service the local population. However, 
the county and historic Smith! eld are also home to the corporate headquarters of at least two signi! cant companies, one of which (Smith! eld 
Foods) is a Fortune 500 corporation that occupies of! ce buildings totaling 50,000 square feet.  Monette Information Systems, headquartered in 

Market Report
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Smith! eld, provides computer support to the healthcare and long-term care industry nationwide. 

Isle of Wight is part of the nation�s 28th largest metropolitan area, which has a growing job base and a major federal presence. As such, there is 
increasing demand for of! ce space in the region. The College Drive area has proven to be an important nexus for defense contractors. Suburban 
Class A of! ce space (i.e., newer elevator buildings with a high ! nish and amenity value) has relatively high occupancy (92%), despite the fact that 
there is an increasing supply. There are opportunities for Isle of Wight to capture some of this corporate of! ce growth in the Route 17 Corridor, 
although this opportunity may be some years into the future. 

In the near term, the opportunities for of! ce development are more likely to be associated with smaller professional of! ce needs such as those 
being captured by Gumwood Drive Professional Park, under development off of Route 258 in Smith! eld, or in Benn�s Grant. Gumwood is a 
small, 2-acre of! ce park that will include ! ve buildings with a total 14,400 square feet of of! ce space. One 2,880 square foot building has been 
completed and is partly leased for doctor�s of! ces. Condominium units (1,440 square feet) are listed at $244,900.  Benn�s Grant is planned to 
include perhaps 700,000 square feet of Class A of! ce space presumably for medical, professional, and back-of! ce uses. Back of! ce refers to 
ancillary of! ce space that is generally used by ! nancial institutions, airlines, and other service companies for functions such as telemarketing, 
account processing, and customer support. These functions often require buildings with large " oor plates and operate more ef! ciently and cost-
effectively in exurban locations with lower land and labor costs. 

Based on an assessment of recent employment trends in the of! ce sectors (primarily: Information, Finance & Insurance, Real Estate, Professional 
Services, Management Services, Administrative Support, and Medical Professionals), there has been little growth in the local demand for of! ce 
space partly because of a decline in administrative support positions. Excluding that sector, however, there has been growth in employee-generated 
need for about 2,000 square feet per year (assuming 200 square feet per employee) or about 12,000 square feet between 1998 and 2004. Much 
of this need is being accommodated in of! ce space in Smith! eld or near the new residential development.   Additional demand for of! ce space 
might be accommodated within the study area, again, close to new housing developments. These numbers are based on assumptions regarding 
employment growth. Actual demand and type of of! ce space can only be determined through market analysis. 

Summary.  Both retail and of! ce demand will be generated by an increasing household base within the county. Perhaps up to 450,000 square feet 
of retail demand may be generated by the additional housing that is planned in the county. Some of this demand could be accommodated within 
the study area, since much of the new housing is also planned within the study area. There are opportunities to capture more resident �out" ow� 
(or �leakage� to surrounding communities) as well as destination retail �in" ow� into the county, but the latter may run against residents� interests 
in maintaining Isle of Wight�s rural character and reducing traf! c impacts. On the other hand, there are concepts that may accommodate retail 
that serves an increasingly �up-market� clientele while retaining the small town charm. 
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While the region is increasingly positioned as a corporate and government of! ce hub, Isle of Wight County is not likely to capture a signi! cant 
share of that market but is competitive for back of! ce and similar administrative functions in the near term. There will continue to be growing 
demand for professional of! ce uses on a small scale that serve the local market.  Some of the near-term demand will be captured by both the 
major of! ce development at Benn�s Grant as well a smaller professional of! ce parks like those already under development.

H otel / Con f eren ce
Historic Smith! eld (referring to the historic core of the Town of Smith! eld) is recognized not only for its famed hams but also as an attractive, 
colonial era seaport that attracts day-trippers from Richmond, Hampton Roads, and beyond. Isle of Wight County is also home to St. Luke�s 
Church, the oldest established church with brick foundation in the U.S.  Isle of Wight has a visitor base of 2.8 million within a one-hour drive. 
Thus, it is no surprise that the county�s largest hotel/conference center (Smith! eld Station) is doubling in size from its current 22 rooms in order 
to capture more of this growing market. The county�s only other signi! cant lodging is in the 70-room Econo Lodge and in the Franklin Inn. 

Certainly there are opportunities to capture more of the day-tripper visitor market, but also to capture more of the regional tourism that brings 
750,000 paid visitors to Colonial Williamsburg plus thousands more to the area�s other heritage destinations.   A market study completed by this 
consultant found (in 1993) that there were opportunities for waterfront (wharf) attractions and amenities including amphitheater and museum.  
The lack of conference space already prevents the county from attracting more substantial meetings and conferences, which also require additional 
room capacity. However, the scale and need for additional hotels and conference facilities should be tested more thoroughly through market 
analysis. Furthermore, the ability of Isle of Wight County to attract larger or more numerous conferences and meetings would depend in part on 
the availability of restaurants, shopping, recreation, and other amenities that may be required in order to market new facilities for such events. 

The appropriate location for additional lodging, tourism attraction, and meeting facilities would depend in large measure on the environment 
that could be created to appeal to those markets. The reason that tourists and conference planners choose Isle of Wight County is precisely the 
same reason that many residents prefer to live there � the rural character and ambiance. While the Route 17 Corridor does offer a rural setting, 
it does not offer maximum amenity value at present with respect to the visitor offering as de! ned to include:

· Natural setting, especially waterfront and wooded areas
· Lack of visual obstruction (e.g., used car lots)
· Lack of highway traf! c
· High-value recreation amenities
· Shopping and entertainment
· High-quality sit-down restaurants
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Better locations in the county may exist for higher-end hotel and conference center facilities that can take advantage of the county�s miles of 
waterfront and natural areas, or that bene! t from proximity to the quaint and �walkable� Historic Smith! eld business district. Again, some of 
this amenity value could be created arti! cially, but the Study Area does not have an optimal location for such an opportunity. 

Sum m ary of  M ark et Op p ortun ities &  Con strain ts
The following summarizes key market opportunities and constraints, based on ! eld reconnaissance and �desktop� analysis of existing data. 
Additional information was collected and analyzed during the charrette process and is included in this report as appropriate.  

H ousin g
Isle of Wight County offers a rural lifestyle and bene! ts from its strategic location proximate to employment and amenities in a large metropolitan 
area. As a result, there will continue to be market pressures for development of new housing in the county and in the study area. Rapid price 
escalations throughout Hampton Roads have only added to the pressures for affordable housing and land in Isle of Wight, while local policies 
have further restricted development. Thus, housing prices have increased dramatically and reduced opportunities for county residents to afford 
new housing.  While interest rates may help alleviate some of this price pressure, there is a perceptible shift toward demand for more rental 
housing. This may provide opportunities for mixed-use development including rental housing within the study area.

R etail  an d Of f ice
The growth of housing in the county will, by necessity, increase demand for retail and professional services space. The growth in demand for 
retail space to serve the local community has been estimated at 220,000 to 450,000 square feet, based on gross untested assumptions and in the 
absence of a competitive market analysis.  Most of this demand is likely to be captured in planned retail development, but such retail development 
as planned would rely on a regional market base in order to support anything above 450,000 square feet. As such, regional retail development 
will generate in" ow sales as well as traf! c to Isle of Wight County from other parts of the Hampton Roads region. 

If the County has an interest in promoting smaller, more community-based businesses and creative outlets (rather than corporate chains and 
franchises) that preserve the rural character of the area, then there would need to ensure that new retail development does not infringe on these 
opportunities and that there is a pro-active effort to create destination potential for the independent businesses. Efforts should also be made to 
avoid direct competition to existing businesses, by encouraging new business (or expansion of existing business) that diversi! es and compliments 
the existing business mix. Modest growth in professional of! ce space is possible (but not tested through market analysis). Of! ce uses are likely 
to be best located in Smith! eld or key nodes near new housing development (such as in the Bartlett-JRB segment of Route 17). 
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L odg in g  &  Con f eren ce
The county is clearly well-positioned to capture more of the region�s day-tripper market, let alone a larger portion of tourism " ow to national 
attractions like Colonial Williamsburg. However, the setting and amenity value are key selling points for attracting tourists and conference visitors. 
Just building a hotel or a conference center, even if there may be demand, does not mean that �they will come,� since these facilities are highly 
dependent on the supporting amenity infrastructure (restaurants, shopping, recreation facilities, etc). The Route 17 Corridor does not at present 
provide the optimum environment for attracting specialty meetings or conferences (nor the business base for the marginal meeting client). So, 
such facilities might be better suited to other locations in the county.

Overal l  D evel op m en t Process &  Cost Con strain ts
Isle of Wight County has clearly stated an objective of maintaining its high quality of life, particularly by maintaining/preserving the rural 
character of the area.  The County Government and its constituents are focused on efforts to improve the appearance of the county�s roadways 
(such as Route 17) and to manage and encourage high-quality development.

At the same time, there is a need to ensure that County policies support these objectives by assisting small businesses and property owners 
wherever possible, since it is they who are in fact contributing to the very �quality of life� and rural character that the county wishes to maintain. 
Small businesses are at the heart of the rural economy. Additionally, there is a need to ensure that the county has a balanced and diversi! ed 
housing base and that the affordable housing needs of the average citizen are met.   If the average price of new housing exceeds the abilities of 
local residents to purchase that housing, then some residents could be displaced.  

In order to better understand the relationship between County policy and constraints placed on small property owners and housing consumers, 
the County requested the consultant to translate these policies into a cost measure. As such, the consultant prepared a development �pro forma� 
to illustrate the costs added by various layers of County policy to the development process.  

The pro forma indicates that certain fees, coupled with planning policies that have helped increase demand (and prices) for land within higher-
density development zones, contribute to the overall cost of housing. In effect, the County�s policies are achieving their stated objectives of 
funneling development into areas where the County�s infrastructure can best handle growth. While larger developers can spread the higher cost 
of development over many residential units, a smaller builder or property owner who subdivides their property cannot do so as easily. 

For many working residents of Isle of Wight County (such as County employees) who wish to purchase housing, prices may be increasingly out 
of reach.  Turnover in older existing houses (which are much more affordable) is not likely to provide enough units to meet growing demand 
generated from within and outside of the county.  Thus, there is a need for housing policies that provide incentives to developers for including 
housing priced to meet the needs of the local work force. The County has already begun to offer such incentives and is in the process of designing 
its affordable housing policies to better meet this objective. 
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