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Engaging Local Governments and Land Use Planners in Access Management
Kristine Williams,1 (USA)
ABSTRACT
Transportation agencies have little or no authority over the land development process
that leads to access requests. Local governments often have little or no authority over
highway access permitting decisions. Given this separation of authority, transportation
agencies and local governments can achieve far more through mutual cooperation than either
could achieve alone. Where state and local agencies act independently, however, the typical
result is inconsistent decision-making and enforcement problems. This paper explores the
interface of local planning and development regulation with roadway access management
programs of non-local transportation agencies. The benefits of access management to
community planning and sustainability goals are discussed, along with land use planning and
regulatory strategies. Finally, strategies and best practices for improved interagency
coordination in access management are presented, building on experience in the U.S.
INTRODUCTION
Local governments and land use planners play an important role in managing arterial
roadway access. Local governments in most nations have complete authority over the land
development process that leads to access requests. Depending upon community size and
applicable planning laws, this authority extends to future land use and transportation plans,
zoning and subdivision regulations, site plan review and approval, site impact assessment and
mitigation, development permitting, and other urban planning activities.
Given their many functions, local governments are well positioned to develop a
comprehensive and effective approach to access management. Local programs can be simple
or extensive depending upon community size and the nature of the transportation system. An
international review of access management practices further suggests that a strong platform
for advancing access management worldwide is the strong land use regulation context that
exists in nearly every country reviewed (1).
An important consideration, however, is the division of authority over access
management. While local governments oversee highway development, they typically have
little or no authority over highway access permitting. This authority generally rests with
transportation agencies, which determine access spacing and design standards for roadways
under their jurisdiction. In addition, many agency functional areas of government agencies, as
well as the private sector, may be involved in the access management process. Table 1
illustrates the various overlapping roles of agency and private sector planners, engineers and
architects in access management.
Given this separation of authority, intergovernmental coordination in access management
is essential. Transportation agencies and local governments can achieve far more through
mutual cooperation than either could achieve alone. Where state and local agencies act
independently, however, the typical result is inconsistent decision-making and enforcement
problems (2).
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Internal coordination is also important, both within the various divisions of a local
government agency, as well as with other local governments and the corresponding state or
regional transportation agency. For example, the public works department may “own”
transportation planning and access management related standards, whereas the planning and
development review functions may be performed in another division. Standards and
procedures for regulating access should be reasonably consistent within and across state and
local agencies, as well as among neighboring jurisdictions that share a common corridor.
Table 1. Overlapping Professional Roles and Responsibilities in Access Management
Land Use/Urban
Planners
Establish land use
categories and
land use policies

Assign future land
use categories to
land through the
community plan

Develop zoning
and subdivision
regulations for
land division and
development

Address land use
and zoning issues
in development
and site plan
review.

Development
Administrators
Work with urban
planners to
establish
development
review
procedures
Inform developers
of required
permits, impact
studies, and
review
procedures
Conduct
development
review and
determine
required
mitigation or fees
Review and
approve
development
plans and enforce
required
mitigation of
impacts

Transportation/
Urban Planners
Classify
roadways by
function and
desired level of
access control

Transportation
Engineers
Establish rightof-way widths
and roadway
cross sections

Civil/Design
Engineers
Develop
construction
specifications
and standards

Architects/Site
Designers
Influence
roadway
design and
cross section
criteria

Produce plans,
studies, and
policies that
relate to access

Develop
standards and
guidelines for
access design,
location, and
spacing
Review access
and signal
requests;
Prepare traffic
impact
analyses

Prepare
roadway
construction
plans and
specifications

Establish
design and
layout of
development
sites;

Prepare
construction
plans and
specifications
for site
improvements

Determine
relationship of
buildings to
internal and
external
circulation

Review traffic
impact
analyses and
approve site
access and
circulation
plans; Issue
access permits

Review and
approve
construction
plans and
design
variances

Prepare site
access and
circulation
plans

Develop
regulatory
programs for
land
development
and access
management
Address access
issues in
subdivision and
site plan review

Source: Adapted from Access Management Manual, Second Ed. (3)
Establishing Common Access Management Objectives
A starting point for increased coordination within and across government agencies is to
seek common understanding and agreement on the benefits of access management. Most can
agree on the importance of safe and efficient highways, yet differences may arise as to the
appropriate design of arterial access or appropriate speed of travel in community activity
areas with pedestrians and bicyclists. Transportation agencies and local governments should
maintain a spirit of compromise and work toward a cooperative problem-solving atmosphere.
Consider what is “in it” for each side and how both parties can advance their goals, without
adversely undermining goals of their partner agencies.
The role of access management in advancing public safety, community character,
economic development, and overall local mobility and sustainability goals has been well
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documented (3,4,5,6). Transportation agencies could begin by informing local governments of
these benefits and the rationale for access management. Ultimately, this process should
culminate in mutual agreement as to basic land development and access management
objectives, such as:
1. Provide access to arterial development from internal street networks, to the extent
feasible.
2. Discourage division of arterial frontage into small lots with no alternative access.
3. Avoid driveway access near highway interchanges and roadway intersections.
4. Plan for activity centers, commercial service areas or nodes, rather than strips.
5. Achieve unified on-site circulation and parking lot cross access, as appropriate.
6. Coordinate internally and with the applicable transportation agency in planning and
permitting decisions that impact highway access.
Land Use and Site Development Strategies for Access Management
Many communities are seeking alternatives to urban sprawl along highways and increased
attention to pedestrian, bicycle and transit needs in transportation planning. Land use
strategies that contain strip development and promote organization of land uses into activity
centers help to advance these goals while supporting access management. Activity centers, for
example, provide the following access management and modal benefits:
1. Access to retail and service activity is internalized and therefore local circulation can
occur within the center and not on a major roadway;
2. Larger sites with unified access offer opportunities for increased corner clearance that
preserves the safe operation of roadway intersections;
3. Activity centers may be designed with local and collector streets, or unified private
internal circulation networks that connect to surrounding streets and sidewalks;
4. Services and shops can be connected to residential areas via local networks, making
them more accessible to pedestrians, bicyclists, and drivers and reducing short local
trips on arterial roadways.
Land planners could be advised to set aside enough land area for commercial activity
centers with sufficient depth to enable unified on-site access and circulation. Zoning practices
to reinforce commercial activity center patterns and avoid arterial stripping include:
1. Limit arterial frontage zoned for commercial uses;
2. Cluster commercial zoning districts at key nodal points;
3. Increase the depth of commercial zones abutting major roadways, and
4. Establish commercial zones on collector roadways.
Policies and regulations for auto-oriented centers, such as suburban shopping centers,
could be adopted to require applicants to prepare unified access and circulation plans (Figure
1). Policies should state that access to outparcels must be internalized using the shared
circulation system of the principle development or retail center (8). The number of outparcels
could be limited based upon the size of the site and a minimum lineal frontage applied, with a
waiver where access is internalized using the shared circulation system. Site access points
should be located away from signalized intersections and designed to distribute site traffic
onto surrounding roads to avoid undue concentrations at any single access point (9).
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Figure 1 Outparcel access to large development sites.
A less auto-oriented approach to access management for activity centers is to integrate
land uses onto a street network. Examples include integrating land uses onto a simple grid or
modified grid network with or without internal transit access. Figure 2 illustrates how land
uses might be integrated onto a street network that internalizes transit access into site design
- a strategy known as transit oriented development (TOD) design. The TOD design concept
enhances pedestrian and bicycle access to transit from the surrounding areas and reduces
demand for direct driveway access to arterial roadways.

Figure 2. Transit oriented development (TOD) design.
Source: City of San Diego, CA (10)
Separate commercial developments expected to have substantial interparcel traffic could
be required to provide interparcel connections. Examples include (11):


High turnover restaurants and gas stations – especially those serving travelers or
located in tourist/recreational areas;



A discount store and a large shopping mall that are located in close proximity;



A specialty store and a shopping mall that are located in close proximity;



Shopping centers anchored by competitive supermarkets or which have
complementary shops;



Neighborhood shopping centers and gas stations; and



Neighborhood shopping centers and branch banks.
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Figure 3 illustrates a suburban site with internal connections between businesses and
access points located away from the signalized intersection to avoid safety and operational
problems for the roadway and the center. Property owners are required to include crossaccess easements on each site plan and must sign an agreement defining joint maintenance
responsibilities (8). All agreements are recorded with the property records and constitute a
covenant that runs with the land. Standards in the land development code can also require
coordinated or joint parking design.

Figure 3: On-site circulation example for commercial sites.
Source: Florida Department of Transportation
Activity centers are hubs for freight delivery. Therefore, design of access points should
accommodate trucks, and loading and offloading locations should not conflict with pedestrian
or auto circulation. All loading facilities and vehicular use areas should be designed to
eliminate the need for backing and maneuvering from, on, or onto streets, sidewalks,
pedestrian walkways or bikeways (Figure 4). Standards in land development codes for offstreet truck bays and docks may be based on the square footage and use of the building. An
example is the City of Orlando, Florida, which requires 1 delivery berth if the proposed
building has less than 3000 gross floor area and a minimum of 1 loading berth if it has greater
than 3000 gross floor area.

Figure 4. Truck loading dock at retail business.
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Land use plans and regulations should require major activity centers to locate on transit
corridors where they are readily accessible via transit. Plan policies and regulations could
require transit oriented developments, as well as large office and institutional developments
(e.g. over 300,000 square feet), to locate on arterial corridors with transit service and within
400 to 600 feet of an express transit stop (5).
The quality of bicycle and pedestrian access to transit facilities is another important access
management consideration, as is the accessibility of transit stops or stations. Key transit
destinations should be within walking distance of transit stops and stations and fully
accessible via sidewalks or pedestrian paths. Site design changes can be encouraged that
provide more direct pedestrian access. For example, office complexes or institutional uses
could be clustered around a transit turn-around, or buildings could be located near the street
line with parking to the side or rear.
Common practice in suburban areas is to place building footprints behind parking lots
(Figure 5a). Locating buildings close to streets, with parking in the rear (Figure 5b) achieves
several objectives: a) the developed area has a more urban or “village” look and increased
appeal to pedestrians, b) buildings on each side of the street are closer to pedestrians, c)
buses operating along both streets can conveniently serve the buildings, d) vehicle storage
space can be increased, and e) greater corner clearance of access points and driveway throat
length can be achieved.

Figure 5: Modifying building orientation to improve transit access (5).
Figure 6 is an example. The conventional design of convenience stores with gas pumps in
the front requires the pedestrian to negotiate through circulating vehicles to reach the site
from the abutting sidewalk (Figure 6a). Moving the building to the front and pumps to the
rear (Figure 6b) provides direct, safe and convenient pedestrian access. Bicycle parking is also
provided near the sidewalk.
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(a) Poor pedestrian access from sidewalk

(b) Convenient pedestrian access from sidewalk

Source: City of Gainesville, Florida.
Figure 6: Building location and ease of pedestrian access.
STRATEGIES FOR ENGAGING LOCAL GOVERNMENTS
Access management initiatives are often led by national, state or metropolitan
transportation agencies. These agencies must work to ensure that local plans, land use
decisions and regulatory practices are consistent with these programs or guidelines. A
variety of strategies could be considered in this effort, including the following (12):
1. Provide access management planning grants to municipalities, and consider expanding
highway capital funding eligibility to include local network plans that support arterial
access management. Promote parallel routes and local network plans, in lieu of road
widening where communities are seeking a more village style or pedestrian friendly
atmosphere.
o The Capital District Transportation Committee (CDTC) in upstate New York funds
small conceptual planning efforts to help communities integrate land use and
transportation strategies on a roadway corridor. They involve a consultant
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solicitation process and are conducted by the local government with assistance
and guidance by CDTC staff. Access management is among the key strategies for
addressing multi-modal mobility and land use needs. An example is the NY Route
5 Access Management Plan, completed in 2009 (Figure 7), developed in concert
with a plan to implement bus rapid transit. It includes an overview of access
management techniques, a site plan review checklist, and a toolbox that explains
the multimodal benefits and concerns associated with each technique. As noted in
the plan report (13):
“The creation of a corridor-wide access management plan, as recommended in
the NY5 Land Use and Transportation Study, is one part of improving
conditions on NY5 for all system users and helping to ensure the success of BRT
in the corridor…Without the concerted effort of the local planning boards taking
care to implement access management on each site, larger corridor benefits
cannot be realized.”

Existing conditions.

Preferred approach.
Figure 7: Examples used by CDTC during local government outreach (13).
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2. Provide incentives or reward local participation in access management, such as
restarting stalled transportation projects, expediting projects in the work program,
cost sharing, providing supplemental funding for an already programmed project, or
through project add-ons.
3. Link transportation investments to local access management efforts. For example,
consider requiring local jurisdictions to enact land development regulations that
support access management before including a project in a long-range plan or
transportation improvement program, apply a weighted formula for project selection
and funding that places emphasis on corridors with access management plans and
policies in place, or require an interchange area access management plan as a
condition of new interchange approval.
4. Convey “what’s in it” for local governments, businesses and other key stakeholders.
Consider ways an access management project could advance local government
objectives, such as enhancing the image of major corridors or gateways to the
community, increasing safe pedestrian and bicycle access to shops and services, or
improved signage and service routes for businesses.
5. Confront and reconcile potentially competing visions of a corridor. Address the
relationships and tradeoffs between automobile capacity and multimodal design
elements, including land access and supporting networks. Where acceptable tradeoffs
cannot be achieved, then bypass routes may need to be considered. Keep in mind that
access management strategies can help address conflicting visions.
o An access management plan for a major regional roadway in Gorham, Maine that
serves as the town’s “main street” sought to balance the competing functions of
maximizing traffic flow and accommodating pedestrian traffic. As noted by the
authors (4):
”Throughout the process of developing recommendations, it was surprising to
recognize how many of the pedestrian improvements aided traffic
considerations and vice versa. Reducing or closing curb cuts as part of the
access management plan (a traffic improvement) also increases the amount of
space available for sidewalks and landscaping treatments in the public right of
way. This reduces the number of potential vehicle-vehicle and vehiclepedestrian conflict points. Eliminating driveways means more space adjacent to
buildings can be devoted to landscaping. Bumpouts at crosswalks (a pedestrian
improvement) more effectively define areas near intersections where there
should be no parking, which also improves sight distance for cars exiting from
side streets.”
6. Provide technical assistance to local governments on access management where the
professional and technical capacity of local agencies is limited. Examples include:
o Provide guidance documents, such as handbooks, model ordinances, or a model
scope of services for use by local agencies when retaining consultant services for
a corridor access management plan.
o Offer training on access management that includes personnel from various
divisions and agencies.
o Provide technical support in development of access management ordinances and
in access permit or site plan review.
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7. Work to establish compatible policies and procedures. Ideally, coordination begins in
the policy development stage, resulting in compatible standards and procedures
within and across government agencies. Permit applications can then be processed
efficiently and with less need for further specific coordination.
8. Help break down local barriers to cooperation through outreach assistance to local
staff on conveying the purpose and benefits of access management to elected officials,
businesses, other stakeholders and the general public. Elected officials, the
development community, and the general public need to be convinced of the benefits
of access management and informed of its rationale. Real-world examples that clearly
illustrate the benefits of access management are instrumental in convincing decision
makers of its merits (3, 14).
9. Conduct project-related public involvement in small group or one-on-one venues.
Corridor plans and access management are personal issues for business owners and
residents. Taking the time to meet one-on-one with business owners or small
neighborhood groups provides a more comfortable atmosphere for discussing the
project and any specific concerns than a large public meeting or hearing. Open house
meeting formats can also be effective in allowing one-on-one conversations on project
access design and necessary trade-offs required for roadway safety and operation.
10. Be willing to modify agency guidelines or decisions if unforeseen issues or adverse
impacts arise. Any access management process will benefit greatly from continuous
monitoring and self-evaluation to identify issues and resolve problems.
STRATEGIES FOR INTERAGENCY COORDINATION IN DEVELOPMENT REVIEW AND
PERMITTING
A site plan review and approval process provides local governments leverage to require
changes in site layout or design that improve access conditions. Access-related topics to
address in a thorough site plan review are contained in the checklist appended to this paper
(3). Below are some specific strategies that transportation agencies can use to support local
governments in achieving access management through their development review process.
These strategies also help promote improved consistency and coordination in development
and access permitting.
1. Engage in joint permit review and comment. In the U.S., many states solicit written
comment from local governments on access permit applications on a regular basis. The
New Jersey Department of Transportation (NJDOT), for example, requires developers
to send a duplicate application to the local municipality and county plan board for
review and comment, concurrent with NJDOT review. Some states conduct combined
state and local review of large or complex driveway permit applications. State and local
representatives participate jointly in conceptual review and preapplication meetings.
For smaller projects, informal communication is generally sufficient.
2. Establish procedures for early transportation agency notification of subdivision,
rezoning and other development proposals involving arterial highway access.
Transportation agencies are often not aware of a local subdivision, rezoning or other
development request that involves highway access early enough to avoid access
location and design problems. Applicants could be required to send a copy of their
plat, rezoning, or development application to a designated transportation agency
10
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representative for review and comment, regardless of whether an access permit is
requested. Early notification allows the transportation agency to provide a formal
response that addresses the need for access management or related improvements, as
well as technical assistance during subdivision or site plan review.
3. Frequent informal communication with other agencies and stakeholder groups. Many
misunderstandings can be avoided simply through frequent communication as to
agency permitting intentions and rules.
CONCLUSION
A defining characteristic of a successful access management program or process is the
level of cooperation achieved among participating agencies. Intergovernmental coordination
is essential in access management given the separation of authority over access issues.
Effective access management requires coordination both within the various divisions of a
local government agency, as well as with other local governments and the state transportation
agency. Below is a summary of guidelines for establishing a consistent and coordinated
approach to access management (3,14):


Coordination begins in the policy development stage. It is important that state
transportation agencies and local governments work together to assure that their
access management standards and procedures are compatible.



Consider restructuring the local planning, capital improvement, and regulatory
functions to better integrate land use and transportation activities.



Communicate early and often with other agencies having jurisdiction over access
management issues. For example, involve the state transportation agency and other
affected agencies and jurisdictions when preparing access management policies, plans,
or ordinances.



Be willing to compromise and work hard to build intergovernmental relationships to
help facilitate a cooperative atmosphere.



Consider developing and entering intergovernmental agreements with other agencies
on access management planning and implementation issues to help formalize
coordination.

Coordination is ultimately accomplished when the various parties responsible for land use
and access management decisions act in harmony. The goal is to make timely and valid
decisions that are consistent with each agency’s standards. Ideally, coordination leads to
compatible policies, standards and procedures within and across government agencies so
permit applications may be processed efficiently.
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APPENDIX: EXAMPLE SITE PLAN REVIEW CHECKLIST FOR ACCESS MANAGEMENT
Vehicular Access
 Are all buildings and improvements (including billboards) located outside of planned
easements and right of way areas?
 Is there an opportunity to provide alternative access to the site from a service road or
existing local road?
 Are the number of proposed driveways the minimum necessary to serve the site and
proposed use?
 Is there an opportunity to reduce the number of driveways serving the site?
 Can the proposed site provide a cross access connection and/or easement to an abutting
parcel?
 Do adjacent sites have cross access easements that should be connected to the site under
review?
 Should the site be redesigned to better accommodate cross access?
 Can the proposed site accommodate joint or shared access with an adjacent parcel?
 Can the site be designed to provide an opportunity to allow joint access in the future?
 Can you achieve access from this parcel to an adjacent traffic signal?
 Is the site driveway located outside of the functional area of an adjacent intersection as
defined by adopted spacing standards and/or engineering analysis?
 If access is within the intersection functional area, has the site access been moved to the
outside edge of the property line or can access be shared with adjacent properties?
 Does the location of the site access points provide adequate sight distance?
 Do proposed signs, landscaping or other improvements potentially obstruct the sight
distance of drivers exiting the proposed access?
 Are driveways adequately offset from opposing driveways or streets across the roadway if
no median is present?
 Is there adequate uninterrupted throat length for any driveways and frontage roads that
serve the site?
 Are turning or access restrictions desirable for a proposed driveway located within the
influence zone of an adjacent intersection?
 Is the site driveway located directly across from an existing driveway or at a location
allowing for future shared use?
 Does the site plan show the property lines for properties to the rear, both sides, and across
the street?
 Does the parking lot design facilitate safe movements?
 Does the proposed project connect with the surrounding street system?
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Pedestrian, Bicycle and Transit Access
 Does the site plan include a sidewalk connecting to adjacent properties, the adjacent
roadway network, and ending at a logical terminus?
 Do sidewalks extend across the driveway opening?
 Are there sidewalk connections between the building entrance and public sidewalk
system?
 Is there an internal pedestrian connection to connect the building with the parking area?
 If there are multiple buildings on the parcel, is there an adequate pedestrian connection
between the buildings?
 Do access locations and parking layout minimize potential conflicts with pedestrians and
bicyclists?
 Is bicycle parking provided?
 Is there an adequate pedestrian connection to a transit stop on both sides of the roadway?
 Are measures needed to direct pedestrians to safe crossing points and pedestrian access
ways?
 Are pedestrian travel zones clearly delineated from other modes of traffic through the use
of striping, colored and/or textured pavement, signing, and other methods?
 Are building entrances located and designed to be obvious and easily accessible to
pedestrians?
 Does the site include pedestrian lighting where appropriate?
 Will snow storage disrupt pedestrian access or visibility?
 Is the path clear from both temporary and permanent obstructions?
Intergovernmental Coordination
 Have the applicable transportation agencies been contacted?
 Has the access permit application process of other affected agencies been started?
 Have all necessary comments been received from other affected agencies relative to the
proposed access?
Source: TRB Access Management Manual, Second Ed. (3).
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