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Executive Summary
General

Route 3isone of two main highway facilitiga the Northern NecKthe second being Route 368hdthe only highway
that traverses from onesnd of the geographicregion to the other. In late spring of 2014, VD&&ff met with the
Northern Neck PlanningDistrict Commissionstaff, Comty Administrators and severaligervisors including King George
County,to initiate a study of the Route 3 corridor. The purpose wa®valuate the facility and corridor to determine
ways toincrease efficiencfor local (including school buses argtiaulture), seasonal arfdeight traffic.

The Route 3 corridor is generally characterized by moderatelyclowent and projected traf€ volumesthrough the
design year oR040 (less thn 15,000 vehicles per dajor a majority of the corridor.Additionally the incidence of
crashesalongRoute 3 is lowin most areasso safety concernare relativelyminor. Fifty-five miles of theseventy-two

mile facility consists of a simple, twlane highway with infrequent opportunities for passing.

Localities along the corridor have expressed an interest in widening Route 3 to four lanes (dwmidesidntire length
from US 301 tpand includimg, the Norris BridgeWith a cost estimate exceeding $400 milliow{ includingthe cost of
replacement of the Norris Bridge), the construction of a daak facility for the length of the Northern Neck is
impractical, as such an expenditure cannot batified on the basis of safety abngestion.

Two two-lane segments near Kilmarnock and White Stanay approach/exceedl5,000 VPD in 2040 anwill likely
warrant widening to four laneas longrange improvements Additionally, Route 3 near the Route 301 intersection in
King George Countould soorsee volumes requiring thergvision ofexpandedcapacity.

Traffic volumes along the corridor should be analyzed on a regular basis (every five years with Comprdétansive
updates) to determine the need for future roaddeningand safety improvements based on actual development that
occurs along the corridor.

Conclusions

Passing Lanes

This study concludes that the installation of passing lanes is arrdiffile and effectivemeansof improving the
efficiency of the Rate 3 corridor in the Northern &ck. Threelane or fourlane sections provide passing capability at
selected segments along Route Selection criteria and preferred locatiorere noted on pges 2427 of this report
Priority locations (in order) are as follows:
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given toone of the remaininglocations Figure 12
shown on the maps.

Safety Improvements

According to the VDOT Road Design Manual, 40 intersections along Route 3 have appropriate turn lanes, based
volumes and movements. There are five intersectifamsvhich turn lane improvements are reconended:

King George County Rte 3 Eastbound @629 Left Turn Lane
King George County Re 3 Eastbound @ Rte 647 Right Hand Taper
Lancaster County Rte 3 Westbound @t&604 Left TurnLane
Lancaster County Re 3 Westbound @ Rt605 Right Hand Taper
1 Lancaster County Re 3 Eastbound @ Rte 637 Right Hand Taper

= =4 4 =4

Making improvementst these locations will make the intersections safer by providing defined turn lanes and the ability
to slow and make turns without impacting through traffic. In additiorthie intersections noted above, several others
have been identified folongterm safety improvements. These intersections should be monitored and improved as
necessary.

Multimodal Improvements

Multimodal improvements noted in this reporelate to bicyclépedestrian improvements, transit, commuter parking
and car or van pools. Area$ concern should be continually monitored by the localities and NNPDC in conjunction with
the mode facilitators taexpand or improve services and make infrastructure improvaierhen warranted.

HouseBill 2

All projects in the corridor proposed to be funded by state or federal dollars mushrgoigh the HB2 prioritization
process. Projects that score well within the statewide or district grant programaemselected by the&Commonwealth
Transportation Board (CTB), will advance to the Six Year Improvement Plan for funding and constr@oimsn.
recommendation of this study was applied for under HB2, a passing lane pftmeation #6, at left)jwhich was
submitted byWestmoreland County for inclusion in the 2015 prioritization application procefferts should be made
to apply for additional projects on subsequent House Bill 2 cycles.
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2015 ROUTE 3 NORTHERN NECK CORRIDOR IMPROVEMENTS STUDY

1. INTRODUCTION

An effective transportation network in the Northern Neck of Virginia is needed to provide for the safe and efficient
movement of people, goods and services, and help to promote a vibrantdooabmy for its residentsRoute 3 is the

only roadway corridor in the Northern Neckhat runs the entire length of the peninsula.By volumeit is the main
highway serving Westmoreland and Lancaster Counties and is the second highway in trafficfeoltimaecounties of

King George and Richmond.

Between Route 301 and the Rappahannock River at White Stone, Route 3 traverses over 70 miles through the Northe
Neck. Approximately 55 of these miles consist of-tames with little opportunity for passqn The economy of the
Northern Neck is based largely on agriculture (farming, logging, lumbering), tourism (recreational and histori
resources), fishing and processing, and small, local businesses. As rail is not an option at this time, the larg
manufacturing businesses such as Carry On Trailer and Potomac Supply depend on trucks to move goods, along v
other agriculture and forest product businesses. Many of these employers bring seasonal traffic, which when place
upon a twelane highway such as Re 3, lead to a decrease in Levels of Service (LOS) and safety as well as an increa
in congestion andravel times.

As traffic volumes on Route 3 continue to increase, solutions are needed to relieve both daily delays (school buses, fa
equipment andadg trucks) and seasonal congestion (tourists, beach traffic, towed boats and other recreational vehicles
A comprehensive solutiofor the corridormayincludethe provision offrequent, protected passing opportunitiesThe
resulting increase in effiarey will provide an improved road system for the motoring pyld@mmerceand emergency
services and wiflurther promote a more competitive economy for the Northern Neck. As a part of these improvements,
access management practices should be implemeraad bicycle and pedestrian needs should be accommodated
where practical.

Route 3 in the Northern Neck is not solely a transportation corridétrsupports existing businesses dependent on a
regionalroad network that lacks an interstate and rail systefurther, its ability to adequately respond to local and
regional freight needs, serves asatalystto attract new business and industry to the are@n efficientRoute 3will be
instrumental in determining the future of the Northern Neloik supporting eisting businessesttracting new business

and providing attractive jobs for future generations. Both the Westmoreland County Comprehensive Plan and Norther
Neck Comprehensive Economic Development Plan identify improvements to Route 3 as a critifad tieedegion.

The purpose of this study is to identify alternatives for improvements to the Route 3 Corridor in the Northern Neck
that can be incorporated into the individual County Comprehensive plans and that offer a consistent approach along
the entire length of the corridor. It is intended to address issues identified abavigh resulting recommendations
which will supportan efficient transportation facility well into the future. This studyn expansion and refinement of

the 1988 Route 3 Cormd Study. This new analysis incladeends and forecasts, highway capacities and levels of
service, safety, recommendations and priorities, and cost estimates for multipenatives. This study concludes with

a list of proposed construction project® be developed and considered for programming into the VIBDdYear-
ImprovementPlan (SYIRNd theHouse Bill 2HB2 prioritization process

Note: This update will retain the same western terminus as the 1988 Study, but will remove the southé&n sethe
Middle Peninsula. Theew eastern terminus will be the Norris Bridge at White Stone.



2. ROUTE 8 NORTHERN NECK OF VIRAISTRUDY AREA for protected passing of slommoving vehicles, resulting in safety, efficiency and conveniedast opportunities
for improvements to Route 3 in the Northern Neck are on the-tarze portions, and this study will focus primarily
on the condition and potential for such improvements on those segments.

Total Study Area

Description: Route 3, from Route 301 (Office Hall, King George County) to the Rub&tb@is, Jr. Bridge 3. ROUTE 3 FUNCTIO SSIFICATIOWTHE NORTRE NECK

Total length = 71.6 miles Two lane segments = 54.8 miles (77%) Four lane segments = 16.8 miles (23%) _ o _ _ _
The Functional Clagigcation (FC) of the roadway network is a federal system defined by the 2013 EditiDmeof

Highway Functional Classification: Concepts, Criteria and ProcedUhes Classificatn System consists of seven

Western Section categories of roadas follows:

Description: Route 3, from Route 301 (Office Hall, King George County) to Route 360 (Warsaw, Richmond County) T Interstate
_ ) _ 1 Other Expressways and Freeways
Tatal length = 36.0 miles Two lane segments = 30.5 miles (85%) Four lane segments = 5.5 miles (15%) 1 Other Principal Arterials
1 Minor Arterials
FIGURE-2 Maior Collect
1 -ajOI’ o”ec ors
S5 {1 Minor Collectors
CounTy R The Functional Class System in the Commonwealth was updated and approved Wedéml Highway
Administration FEHWA on October 30, 2014 National Highway System (NHS)rdesreceivedFHWA approvain
October 9, 2015.
b { \d S;:,i o w@‘* 4LANg Route 3 is classified agwinor Arterial in the southeastern portion of King Geor@eunty (east of Route 301hé
2 > throughout theNorthern Necklt is important tonote that any relation between functionalass and traffic volume

is strictly coincidental, as volume is not the sole baidld I NE | R (easifidatity. OG A2yt O

Eastern Section - . : :
Characteristics of Minor Arterial Highways

Description: Route 3, from Route 360 (WarsaighfRond County) to the Robert Ogduorris, Jr. Bridge
Urban

wlinterconnect and augment the highével Arterials

wServe trips of moderate length at a somewhat lower level of travel mobility than Principal Arterials
wDistribute traffic to smaller geographic areas than those served by highietArterials

wProvide more land access than Principal Arterials without penetrating identifiable neighborhoods
wProvide urban connections for Rural Collectors

Total length = 35.6 miles Two &asegments = 24.3 miles (68%) Four lane segments = 11.3 miles (32%)

Rural
wLink cities and larger towns (and other major destinations such as resorts capailttieacting travel over
3 long distances) and form an integrated network providing isiate and intercounty service

e : - : wSpaced at intervals, consistent with population density, so that all developed areas within the State are
. ™ o tle e /\ S within a reasonable distance ah Arterial roadway
w Provide service to corridors with trip lengths and travel density greater than those served by Rura
Collectors and Local Roads and with relatively high travel speeds and minimum interference to throug
movement

The fourlane segments of Route 3 in the Northern Neck of Virginia, most of which are rdidided, currently
operate at a high leveof-service and carriesnly a fraction of their gaacity; which should be expected to be the
case for the foreseeable future. In addition to providing for high traffic volumes, thesddoersections provide



Over the years, theystem of functional classification has come to assume additional significance beyond its 3. Route 692 (Farnham) to 1.1 Miles W. of Route 201 (Lig&ly9 Miles

purpose as a framework for identifying the particular role of a roadway in moving vehicles through a network of 4. Segment south of White Stone, immediately north of Norris Bridge4 Mile

highways. Functional classification carries with iteptptions about roadway design, including its design speed, FEKS mMmMnQ 9EAAGAY3T w2 O2yiAy dzSrnony DGR )ErEMiddlésEx CouBtNINA &
capacity and relationship to existing and future land use development. Federal legislation continues to use
functional classification in determining @ibility for funding under the ederataid program. Transportation
agencies describe roadway system performance, benchmarks and targets by functional classification. As agencies
continue to move towards a more performanbased management approach, functional classification will be an
increasingly mportant consideration in setting expectations and measuring outcomes for preservation, mobility
and safety.

The four segments exist in four countieSegment #1 in King George County begirigoate 301, continuing east,

to the county line Segment #2 in Westmoreland County is 12.8 miles from the nearestaio@isection ofRoute 3

to the west at Route 30lnd 8.3 miles from the nearest folane section to the east (the section east of
Montross), making it aiable candidate for improvements that would provide for vehicular passing in an area far
from the nearest protectedpassing
lanes. Segment #3 in Richmond and
Lancaster Counties is 3.5 miles east [of
the nearest fourlane section of Route 3
to the west (the divided highway east o
Warsaw/Route 360) and 7.7 miles west

of the nearest fowlane section to the
A. EXISTINRIGHTOFRWAY WIDTHS See Supplemental Méﬁ)l and2c Page 8 east (|ead|ngnto K||marnock) Portions

4. BACKGROUND DEVELOPMENT OF RONTHEEB NORTHERN NECK

of this nearly ten mile segment wit
wide existing RW are remote an(

Route 3, as a Virginia Primary Highwa
exists on righof-way of varying widths. All

- . n I , offering an rtun
of existing Route 3 in the Northern Nec undeveloped, offering an opportunit

. . for potential passing improvements
has been constructk since 1929 (which ,«?f«,@ J P P g_ P

. RO i o The fourth segment is the norther
was known as Route 37 until 1933 D < S, : o e

ST T L o e o e U
MponQa KI @S | w2 g 9 P ,

minimum width currently found on Route
Ay GKS Db2NIKSNY bS
onward, RW widths for improvemésn to
Route 3 varied depending on applicab
design standards and the question

~

no major improvements are expected at MODERATE TO HEAVY DENSITY OF MIXED USES ALONG ROUT
this location.

Note: Asa general planning guideline, constructing to current VDOT Standards on Route 3 (a Rural Minor Arteri
| AGKgl @0 NBIjdzA NBa | -phiQy Macked YWitR @ERSK (A T | y Riendzlividéd2
improvements, depending upon the scope of the project. A tHrdey'S &S3YSy G o6dzAft G dzy
whether the proposed  rightf-way g2dzZ R NBIj dzA NB MR RBAFY Iwk S &/ Rm Ai/KS YA Y A Y-Bné highivgrwiokld F 2 |
acquired was intended to accommodate 0S Ay GKS -MNdyES 247 Nwend@d G SYLI2NF NBE FyR LISNXYIFYySyd Si
future widening. As improvements to MMnQ 9 - L {-ORWAY INVMEBTMORELAND COUNTY right-of-way.
Route 3 were made over the course of several decades, RW widthsdd I yS A YLINR @SYSyda @FNASR FTNRY pnQ
ynQ YR w2 GARIKENNYBEIRBYR YH2 MISNBY F2NXIff& mMmMnQo
B. EXISTING DENSITY OF ACCESS See Supplemental Mag3 and 4 ¢ Pagel9
Of the current 54.8 miles of twtane Route 3 between Route 301 and the Norris Bridge, 52% (28.6 miles) has an
SEAAGAYT w2 SARFKYATSANOKI Gk WRPSGARGK 2F mmnQ | yR (F08s qi@Eeesspong Rayte § @apistdivgrigus padeay corngatiogsapd alf fypes of entrances/driveways. -
42YSH6KSNB 6SGeSSyo 1 A3Ksle asS3avSyida s6AGK y SERAaUnGAy INURRer oftResgipeints af acgegs,vithin. angden distgnge cqn. by slefinegopss depsity Buiairagegs,ajey s
majority of work may be performed within the existing RW and most iejattilities are located outside of the characterized by very sparse devehoent and very few points of access most of which are residential driveways
RW. and farm entrances. On the opposite end of the spectrum, business districts may have a high density of acce
points including many commercial entrances for a wideiety of landuses. For the purposes of this study, the
¢CKSNB NB F2dzNJ aS3YySyda 2F NBIRgle& 06S06SSy w2dziS onm laphixinthélp 55 A Dfvitane MehwAyEtetwéed Rdiite 0K Andl the! Nori@ Bridide vere rdkén &idwh Yhid

. : . ile-l N [ h f isti [ licabl h .
1. Route 301 (Office Hall) to the King George /Westmoreland County FirieMiles mile-long segments. It was determined that one of seven distinct density typssapplicable to each segmk

2. Route 204 (Stratforé¢Hall) to Route 624 South2.4 Miles



TABLE4 ACCESS DENSITY CATEGORIE®UTE 3 IN THE NORTHERN NECK

Heavily Developed Mixed Uses
Montross (approx. 2 miles), Kilmarnock (approx. 2 miles) and White Stone contain segments in this category.
(Note: Warsaw is mostly bypassed byjoar-lane, accessontrolled segment of Route 3 and is, therefore, not
included.)

Moderate to Heavy Densitg Mixed Uses

Segments in Lively (approx. 2 miles) and Lancaster CH are included in this category

Moderate Density¢ Mixed Uses

Oak Grove, a segmenear Farnham and a segment between White Stone and the bridge met this criterion
Moderate Density¢ Mostly Residential

Three segments fell into this category: One mile near the KG/Westmar€lannty Line, one mile between
Nomini Grove and Lyells and tfiest mile immediately east of the end of the felane segment at Emmerton
The remaining 41 miong segments were contained within one of these rural categories:

Light to Moderate Density; Mixed Uses

Light to Moderate Density, Residential

Light Densiy - Residential

Highway segments in the three rural categories, characterized bydigightto-moderate densityare generally most
favorable to widening projects due to lower RW costs, minimal turning movements and so on.

The longest uninterrupted s&on of light access density on Route 3 in the Northern Neck occurs between the
developed areas of Farnham and Lively, within the eastern section of the study. This segment, straddling Richmond and
Lancaster Counties, also has the lowest daily traffiomek of any twedane portion of Route 3 within the study area.

The nine miles of Route 3 beginning at Farnham and ending approximately one mile west of Lively has an existing RW
gARGK 27F wmthepiential iihRagolisRdag \dldening improvements

In the western section (between Route 301 and Route 360), segments of lightest density are more sporadic, generally
tending to comprise several twmile segments. By combining segments characterized by light anedighmbderate

density, a section of@roximately nine miles of Route 3 between Oak Grove and Montross emerges as the most likely
candidate for improvements based upon access density. The onHatweoportion of Route 3 in Westmoreland County
ALK Ly SEA&GAYTI w2 ¢ Robihde MlistandvFlatiron. FHe Gaimitfiof acss @étSHisyocation,
covering approximately 2.3 miles, is relatively light and traffic volumes are moderate, suggesting this segment may have
high potential for lowcost widening. However, a bridge ovempiee Creek may limit the length available.

C. EXISTING TRAFFIC VOLUMES See Supplemental Maps 3 and;4agel9

Current daily traffic volumes on Route 3 in the Northern Neck average from approximately 2,000 vehicles(p&ay
to approdmately 12,000 vehicles per dayMost of the volumes used in this report are actual counts taken id 201
2015.

Western Area

For the western half of the study (west of Route 360), volumes on theldme segments are fairly consistent, ranging
from 4,2® to 6,100 ADT (average daily traffic) over the 30.5 miles. Generally, traffic is oriented toward Route 301 ar
the Westmoreland and Richmond County Seats, Montross and Warsaw. Breaks in traffic volumes on Route 3 occul
higher volume primary and secdary routes, such as Route 205/638 at Oak Grove, Route 214 at Lerty (Stratford Hall)
Route 621 at Nomini Grove, and Route 203 at Lyells. A large portion of traffic, to and from the west, utilizes Route
Business at Warsaw, resulting in low volumes an\ttlarsaw Bypass section of Route 3. Route 360, which was chosen
as the midpoint of the study, is a traffic break, as well.

Town ofMontross

In addition to being the most highly develope -
area along the western portion of the stud S
corridor, Route 3hrough Montross and eastward
also carries the highest traffic volumeg.=
approximately 7,400 ADT. While the argpss -
immediately around the county courthouse l\\\\\\\\ :

vibrant, Route 3 is only twdanes wide in this

location, but traffic flow is generally adequate . “‘,ﬁ - i
L5

All intersecting roadways have moderate volume: —If an e
(<1,000 ADT) and commercial attractors afe= ' ; -
generally lowolume.

Eastern Area

Traffic volumes on the eastern portion of the
study vary significantly, with one temile stretch
averaging less than 3,000 ADT. The lowest volume on Route 3 within the entire study area occurs between tl
Richmond/Lancaster County Line and Lively, whtee ADT is less than 2,400PD Ten miles east of this traffic
minimum-point, the daily volume reaches an ADT of 13,000 on alfme segment at the northern edge of Kilmarnock,
the highest volume within the study. Traffic volumes of approximately 94000 exist on Route 3 between Kilmarnock
and White Stone. Similar volumes cross the Norris Bridge daily into Middlesex County. Seweauhighconnections
intersect Route 3 in the eastern study area including primary Route 201 at Lively and Roat&#ftrnock and White
Stone.

CURVED INTERSECTION IN VILLAGE OF MONTROSS

Town ofKilmarnock

While traffic volumes on Route 3 north of the Route 200 intersection are the highest in the corridor, recent streetscaps
enhancements have created a pedestraiendly traffic pattern through the downtowiarea which will likely preclude
widening improvements ithe future. Currently, a througtruck restriction is ifplace which prohibits the use of Route

3 through Kilmarnock. This restriction is mitigated by the use of irfudl truck bypass arounché downtown area to



the west,utilizing roads on the secondary system: Route 688 (James B. Jones Mem. Hwy.) from Route 3 north of town to
Route 200 and Route 1036 (Harris Road) from Route 200 to Route 3 south of town. Volumes along this unofficial bypass
are high. The Route 688 portion carries
approximately 5,200 ADT, which includes many
trips from Route 200 travelingbetween the
Irvington/Weems area and the northern
Kilmarnock commercial area and points west. The
Route 1036 segment handles approximgt&|800

ADT and serves the Rappahannock General
Hospital. The northern terminus of this routing
occurs at the signalized intersection of Route 3

and Route 688, at the CVS Pharmacy and
Walgreens. As stated previously, this is the busiest
section of Route 3n the Northern Neck (with
approximately 13,000 ADT) and, while this
segment is four lanes wide, there is no median

and access management is virtually nonexistent

with the exception of newer businesses.

STREETSCAPE OF DOWNTOWN KILMARNOCK

D. EXISTING GE@®WRIC DEFICIENCIES See Supplemental Mapgsand 6 ¢ Page20

The approximately 71.5 miles of Route 3 between Route 301 in King George County and the Norris Bridge over the
Rappahannock River consists of widely varying eras of construction and design standards. Sixtyfteesjgiatys ago,

design standards andnostruction methods were radically different from today. Motorists of that era expected to travel

at a maximum speed of 280 MPH on the best roads. Pavement was optional. When roads were built or improved,
grading was minimized, as large eartioving €uipment was still many years in the future. These and other factors
provide understanding into why roads built then do not resemble roads built recently. On Route 3 in the Northern Neck,
while all segments have seen improvements and widening to vaéggees, some of the original grades are still
present. Where this is the case, certain vertical sight distances are far below those required by current standards and, to
a lesser degree, grades are steeper than current standards recommend. Areagwiiibhasit numbers of deficiencies

are unacceptable as passing zones and are poor candidates for certain types of improvemiests the road grade is
completely reworked, adding greatly to both RW and construction §osi$e areas with the highest coentration of
geometric deficiencies on Route 3 are as follows:

TABLE 2 LOCATIONS GFEOMETRIC DEFICIENORKOUTE 3
Number of  Segment Deficiencies
Location Deficiencies  Length per mile
1. KG/Westmoreland Co. Line to Oak Grov 11 2.4 miles 4.6
2. Templeman to Nomimi Grove 12 1.8 miles 6.5
3. Route 612 to Lyells 5 0.8 miles 6.1
4. Farnham to Robley 7 1.5 miles 4.6

Other locations of geometric deficiencitsd to be isolated.

Sections of Route 3 that have received the least improvements to vertical alignment and which have the most geometr
deficiencies are located in some of the most rural areas where negative impacts are minimal. However, opportunitie
for passing are virtually absent in these areas, where trips are often long and most affected {oyastmg vehicles.

E. EXISTING PASSING ZONES See Supplemental Maps 5 and;age20

Slightly less than ¥ of the 71.5 miles of Route 3-=
the Northern Neck consists of folane typical
sections. The remaining 55 miles is Haoe
highway. Within these 55 miles, there are 3
passing zones consisting of a total length
approximately 16 miles. These zones arg
identified by centerline striping that is of e
dashed/broken pattern. Outside of these zone
passing is prohibited (with double solid lines) on
of all two-lane portions of Route 3. The averag
passing zone is ¥2 mile in lengthdaprovides for
passing in both directions. A typical passing zo
moving west to east, begins as easily passing,
followed by a tweway passing segment (broke
line), and ends as wesily passing, in order to EXISTING PASSING ZONE

make the most of the sigkdistance avaidlble.

Actual passing opportunities in a particular direction are considerably less than the total length of passing zone
According tothe American Association of State Highway and Transportation OffillABHTY the minimum passing
sight distanceZ NJ pp atl Aa dnnQ®d azald LI aaiy3a FINBFra 2y w2 dz
2LIGAYEFE oy YAES T2yS LINRPGARAY3I mMynnQ O6F LIWINRPE® mMko YACf
which is tweway passing (brokemig).

Passing zones on talane highways offer no builh protection; only driver attention and discernment assure the
infrequency of catastrophe. The ability to pass within a-taree passing zone depends upon the complete absence of
opposing traffic, te immediate recognition of the presence of a passing zone by the motorist, driver confidence in the
maneuver under consideration and immediate action. Unless the vehicle being overtaken is travelling well below th
posted speed limit, a passing maneuven ¢ particularly daunting, considering that the passing vehicle is accelerating
headon toward opposing traffic that may appear at a closiage of 110miles per hour MPH or greater. Conditions
such as total or partial darkness, rain, snow, fog, ghmd certain driver characteristics have a negative effect on
passing opportunities, as passing zones are generally adequate only under ideal condiitimtgient and ineffective
passing opportunities are the most significant obstacles to mobility onuRon3 throughout the Northern Neck of
Virginia.

In the western section of the study, between Route 301 and Route 360, there are 17 passing zones over the course
30.5 miles of twdane highway. In the eastern portion, from Route 360 to the Norris Btiugre are 15 passing zones
within the 24.3 miles of twdane highway. The table below illustrates that the passing situation is more problematic in



the western half, as four rural segments have no opportunities for passing, primarily due to a hightcimweof
geometric deficiencies.

Between Route 301 and Montross (a 23.5 mile portion of Route 3), there are no sectionslain@uihe longest stretch
on the entire route with no protected passing area. Within that section, there are several seggtamf which are
over four miles in lengtlg where all passing is prohibited by pavement markings. The longest current passing zone in
the western section is 0.8 mile. By contrast, the longest segment without a passing zone in the eastern half) betwee

Route 360 and the Norris Bridge, is only two miles and the longest existing passing zone is 1.7 miles in length.

Furthermore, passing opportunities in the eastern portion are enhanced by the low traffic volumes (mostly <3000 ADT)
over a large portion athe corridor in which passing zones exist.

TABLE-8 NUMBER OF EXISTING PASSING ZONES ON SELECT SEGMENTS
Segment: # of Existing Passing Zones:
1. Route 301 to KG/Westmoreland Co. Line 5
2. KG/Westmoreland Co. Line to Oak Grove 0
3. Oak Grove (Rte 205) Flat Iron(Rte 624) 4
4. Flat Iron (Rte 624) to Lerty (Rte 214) 0
5. Lerty (Rte 214) to Montross 3
6. Montross to Templeman (Rte 202) N/A (FourLane)
7. Templeman (Rte 202) to Nomini Grove (Rte 621) O
8. Nomini Grove (Rte 621) to Route 612 3
9. Route 612 taLyells (Rte 203) 0
10. Lyells (Rte 203) to Route 3 Business 2
11. Route 3 Business to Route 360 N/A (FourLane)
12. Route 360 to EmmertoriRte 619) N/A (FourLane)
13. Emmerton (Rte 619) to Farnham (Rte 692) 2
14. Farnham (Rte 692) to Robley (Rte 601) 2
15. Robley(Rte 601) to Richmond/Lancaster Co. Line 1
16. Richmond/Lancaster Co. Line to Lively (Rte 201) 3
17. Lively (Rte 201) to Lancaster CH (Rte 600) 3
18. Lancaster CH (Rte 600) to Route 614 3
19. Route 614 to NCL Kilmarnock N/A (FourLane)
20. Town of Kilmarnock 0
21. SCIKilmarnock to White Stone N/A (FourLane)
22. White Stone to Lancaster/Middlesex Co. Line 1

Three of the four areas identified as having a high concentration of geometric deficiencies directly correspond to three
of the five segments on which there are apportunities for passing.

5. TRAFFICATTERNSND TRENDSN ROUTE IBl THE NORTHERN NECK

A. THIRTYYEAR GROWTH TREND

Traffic on Route 3 in the NortheMeckexperienced growth at a steady pace from 1985 through 2005. Between 2005
and 2010, virtually every segment experienced negative growth, presumably due to the economic downturn. Sinc
2010, most segments have seen continued declineorainedstagnant.

Growth rates in the Northern Neck over the past fifteen years are strongly positive on the western and eastern ends
with traffic volumes growing at +2.5% or greater at both Route 301 and in the Kilmarnock/White Stone areas. In th
center of the study areaseveral segments have experiencagto or negative growth over the same period, with the
area from Montross through Warsaw to the Richmond/Lancaster County Line averaging:: a Ay O0S GKS f
dates of the counts indicate the lowest rates correspond to the recent national econecgssion. The locations
selected to be illustrated on the charts are those for which {campe traffic data with various vehicle classifications are
available for those segments.

Total Traffic Volumes on Route-3Northern Neck
1985 to 2010
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Four of the six selected segments have grown at a stioogjtive rate for most of the study period. Route 3 in the area

of White Stone reflects the steady growth of the lower portion of Lancaster County, where some of the highest volume
are found. The fastest growth among selected segments was experiendedute 3 east of Montross between 1990
and 2000. The opening of the dual, fdut yS NR I Rgl & Ay ( Wds likelya fddor. AlhikdSectibriofi S 1
strongly positivegrowth onRoute 3 wasn eastern King George County. Likewise, the poxtioRoute 3 near Stratford

Hall had a steady upward growth rate prior to the drop circa 2005.

Based upon the corridervide averages, two segments were a bit unusual. Route 3 in western Richmond County
between Warsaw and Lyells saw the recessional dipnbige years earlier than the others. Prior to 2000, growth on
this segmenthad been among the strongest.The second outlier is Route 3 in the rural area between the
Richmond/Lancaster County Line and Lively. In terms of traffic growth, this arearhamed flatfor thirty years.
+2fdzySa KSNBE | OlGdzr tte& RSONBIFIASR RdZNAYy3I GKS mphpnQas |
low volumes and low growth seem to have had a neutralizing effect on this segment through the downthen of
HNnnNnnQax | a @2tdzySa KFgS NBYFAYSR €t S@gSt o



B. RECENT TRENDS ON ROUTE 3 AND CONNECTING ROADWAYS AND CURRENT FACILITATION OF MOVEMENTS The Route 203 intersection at Lyells has the highest volume turning movements onlantveetion of Route 3 in

King George County

Route 3 in King George County, between Route 301 and the Westmoreland County Line, consists enticelsinef t

highway that carries approximately 5600 vehicles per day and has experienced growth at an average rate of +2.57%

between 1998 and 2013. Currently, none of the fifteen secondary connections within this portion of the study area have
dedicated leftturn lanes on Rate 3.

The busiest secondary connections along this section of Route 3 are Route 629, Route 647 south and Route 628. A left

turn-lane is currently warranted on Route 3 eastbound at Route 629 and atughtaper is warranted at Route 647

south, based upon existing PM peak volumes and guidance from the VDOT Road Design Manual. Other connections may

soon require dedicated turn lanes, as well.
Westmoreland County

Growth on Route 3 in Westmoreland County over recent decades has been hi@hdake westernmost segment
between the countyihe and Oak Grove at +1.38%. Between Oak Grove and Montross, average growth has ranged from
approximately 0% to +1%he highest volume connections in this area are Route 205 (between Oak Grove and Colonial

Beach) and Route 214 (at Stratford Hall), as well as secondary Routes 638, 664 and 624 south. At Oak Grove, Route 3

connects with Routes 205 and 638 at a signalized intersection, the only signal onlaneveegment of Route 3 in
Westmoreland County. Thintersection is the busiest in the western study area and operates well, as turn lanes are
provided on all legs. There are also left turn lanes on Route 3 at Route 664 and Route 214, meeting all cuiieamd turn
warrants, along this segment. East\ddntross, a foudane stretch of approximately four miles ends approximately half
way between Montross and the Richmond County Line. On thddn® segment west of Lyells, traffic growth on Route

3 has averaged approximately +1%. The highest volumendapo connections are Route 621 north and south at
Nomini Grove and Route 613, at the county line. Left turn lanes do not exist at these connections.

Richmond County

Traffic on most twdane segments of Route
Richmond County has experienced negative growth

between 1998 and 2013. The greatest percentage

decrease occurred between Route 203 (Lyells) and Rqute ‘
360 (Warsaw), with an average decrease-b#4% or 2k e
greater. The general stagnation is apparently doethe
national economiagecession which continues and whic
seems to have affected Richmond County more than f{
surrounding jurisdictions.  Traffic volumes grew (
Routes 3, 203 an@60 between 1998 and 2006viien
they peaked. Through 2013, average wuaies
continued to decrease with resulting traffic droppind
below that of 1998. East of Warsaw, traffic growth rates
are also negative over the peri@halyzed.

ROUTE APPROACHING THE WARSAW BYPASS

Richmond County. Left and right turn lanes have been provided. East of Warsaw, the connection of Route 614 sol
occurs at the end of the fodane and turn lanes are provided. The remaining secondary connedaiiasRoute 3
within Rchmond Countythat exhibit significant traffic volumes artdrning movements are Routes 619, 642, and 608.
None hae existing turn lanesr currently warrant turn lanes, as mainline volume is very low through this area.

Lancaster County

Contrary to the downward population trend in Lancaster
County in the first decade of écentury, traffic on Route
3 has increased across the county. The growth rate|on., .
the western end of the county has been moderatetha ,
+1% range, while the rates closer to Kilmarnock hg ‘
increased dramatically, particularly around the nath
corporate limits of the town where traffic grew at a ratg
of nearly +3%:% between 1999 and 2011. BetweEl
Kilmarnock and White Stonghe increase was moderate, &=

trips through/from/to Irvington. South of White Stone
the rategrewto nearly 4% between 1999 and 2011.

LIVELYNTERSECTI@N ROUTES 3 AND 201
A number of connecting roadways in Lancaster County

have relatively high trific volumes. On the western end, Route 354, Route 622/617 and Route 201 north and south are
on segments of Route 3 with volumes not meeting turn lane warrants. The intersection at Route 354 and the
intersection of Route 3 and Route 622/617 have existigigt-turn tapers. The Route 201 intersection at Lively has an
overhead flashing warning light, requiring the north and south approaches to stop. There are no turn lanes.

All of the intersections of higharolume roadways easif Lively warrant d@urn lane. Most have turnlanesin-place.
Those requiring improvement are the intersection of Route 604 south, which warrants a left turn lane on Route
westbound and the intersection of Route 605, which needs a right taper on Route 3 westbound. Howeyehese
locations fall into the zone where the predominant direction in the PM peakestbound Within the business districts

of Kilmarnock and White Stone, there are a few movements at intesecthat do not have idealccommodation.
These arén low-speed locations where provision of greater roadway width couldgidaificantdamage to commercial

and residential properties. The Town of Kilmarnock, in particular, functions as a downtown area for the easter
Northern Neck, having fodane portionsof Route 3 leading in from both directions, but only having a-tave highway
through the downtown area.

C. GROWTH TRENDS FOR TRUCKS

Since 1985, the number of trucks traveling along Route 3 in the Northern Neck has varied significantly. Trends refle
the influence of the national economic recession, although both volumes and percentages indicate the most severe drc
in truck traffic occurred between 2001 and 2004, slightly earlier than the general economy. The most recegpetiiee
period ending in 204 has seen a levelimgf on most segments. In nearly all locations, the decrease over the
recessionary period was more pronounced among stgié trucks than among heavy trucks. This would seem to
indicate that the smaller carriers and businessesen@iore severely impacted by the recession than were larger freight
transporters and larger businesses.
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truck volumes hovered near 506K A Of Sa LISNJ RF& & Fy @SN} 3IS>E {KNPRdJIzIK?2 dzi
to an average of 400 per day, a decrease of 20%. By 2010, the average throughout the Northern Neck was slightly
greater than 300 trucks per day, or a decrease of pe&%% on the selected segments, reflecting a drop to
approximately 1990 levels. While overall vehicular volumes have been generally stale (little or no growth), the most

recent truck volumes tell a stogf a major dip in commerce, economic wiedling andemployment.
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Truck Volumes on Route -INorthern Neck
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Daily truck volumes in the rural section spanning the Richmantaster County Line are the lowest on Route 3, at
approximately 200 vehicles per day for many years. The other five selected locations have exhibitedrabunire
pattern with observable upward and downward trends. The section between Montross and Warsaw and the section in
King George County were the most volatile in terms of positive and negative growth.

Route 3 in King George County (east of Route 301l)esaitie highest percentage of trucks in the study area and has
gA0K
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The lowest truck percentage withime study area is found—
in  southeastern Lancaster County, through the
Kilmarnock/White Stone area, where the highest over
traffic volumes exist on Route 3 in the Northern Neck. Di

only 1-2% of overall traffic, through this area. This may hawu
been a contributing factor to the acceptability of a throug
truck restricion on Rote 3 in Kilmarnock; the
inconvenience does not affect a large proportion of over

drivers.
ROUTB/301 INTERSECTION IN KING GEORGE COl

10

2T w2 Q2IPFEAKHOOR PATTERXNS] a

MH: AY

AYONBIaSR auSIRAf&e® . SIAYyyAy3a Ay (KS

0KS O2NNAR2 N L?/ UKS YAR HnnnQa GKAA RNEPLILISR

Peak hours in the Northern Neck of Virginia are characterized by fairly balanced local trips eastward anddvestwa
combined with a significant concentration of commuter traffic toward employment centers. Generally, the commuter
pattern on Route 3 is westbound in the AM peak and eastbound in the PM. In the western half of the study aree
employees head towards jobat Dahlgren, the Fredericksburg area and the Northern Virginia/DC area, with the
directional distribution during peak periods as high as 65% westward to 35% eastward (AM). The exception to th
pattern is found in the area beginning at Warsaw and extegdieveral miles westward, where the employers and
services in Warsaw and Tappahannock attract commuters. In the eastern half of the study ardagupediktribution

is closely associated with the county through which Route 3 passes. In Richmond, G886 of morning trips are
headed westward, toward Warsaw/Tappahannock, with the reverse holding true in the afternoon. In Lancaster Count
nearest the Richmond County Line, east/west traffic is neg ’ N
balanced, as the influence of employers and smrwiwestward | -
gives way to those in Kilmarnock and areas to the so
Approaching Kilmarnock from the west, traffic volu
increases significantly east of Lively and Lancaster Courtho
At Kilmarnock, the highest volumes are generally drawn to

from Northumberland County to the north and northeast a
from Irvington and Weems, to the southwest. The ftame
segment of Route 3 northwest d&filmarnock has the greates
volume of traffic within the study corridor, with over 12,000

vehicles per day, the distribution of which is nearly 50/50,

indicating that the immediate vicinity is a major destination from multiple directions. Traffic idalatown area of
Kilmarnock is characterized by slow speeds along usbde streetscapes with one lane in each direction plus turn
lanes. Traffic south of Kilmarnock is divided between the-fane Route 3 and twdane Route 200, converging at
White Sbne prior to the Rappahannock River crossing, which currently carries 9500 vehicle per day. South of tf
Irvington/White Stone area, records indicate the distribution of plakr trips begins to favor the southward (AM)

movement toward services and empiment centers in Gloucest&ountyand beyond. . o
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E. SEASONAL PEAKS

VILLAGE OF WHITE STONE

T2 @

During thetourist/boating seasonprimarily the months of June through Augusd, significant seasongleakperiod
occurs The most significant manifestation of this is seen on Friday and Sunday evenimggordsts are arriving and
leaving tte Northern Neck Towed boatstravel trailersand motor homes present the greatest challenges to trdfifie,

as passing oppaunities may become noexistentduring these times and under these conditiori3ata collected in the
summer of 2015 indicates a much higlepressiorof this effect occurs west of Montross than in the areas to the east,
where any increases due to tourisnmdarecreation on the weekend are offset by loweverall weekendvolumes.
Between Route 301 and Route 20Raffic on Route 3xperiences a significant summer increasethe eastbound
directionon Friday afternoon, with an increase in traffic of approaiety 30% as compared to the average weekday PM
peak hour. In addition, Sunday peak hours are observed which are contrary to the usual weekday direction
concentration. For example, a westbound peak is observed to occur late Sunday afternoon whics ¢xeagormal
weekday traffic during that period by 5680%from the Route 205 intersectiowestward. Traffic speeds are affected
very little by these fluctuations in volume at the locations where counts vigken However, as general volumes
increase hroughout the corridor, these seasonal fluctuations may be expected to have an increasingly negative effect.



F. THE ROUTE 17 ALTERNATIVE

Alikely significant contributor to the low rate of growth on Route 3 for a majority of the Northern Neck is theruese AsFigure 61 illustrates, Route 3, between Route 301 and the Norris Bridge, is a relatively safe highway. Factors th:
of U.S. Route 17, a principal arterial highway, which runs parallel to Rauth& Middle Peninsula of Virgingaoviding contribute to this include the scarcity of congestion, good sidistance, a general scarcity of roadside obstacles/access
a higherspeed, highecapacity alternative for many travelers. At the western terminus of the area defined by this points and moderate travel speeds. Not surprisingly, the number of crashes per mile corresponds to the volume ¢
study, andn the Warsaw/Tappahannock area, Route 3 and Route 18egarated by only six miledJtilizing Route 17 traffic. The highest densityf crashes over the past decade occurred in Kilmarnock, where the highest traffic volumes
is particularly attractive to motorists between the Warsaw/Tappahannock area and the Fredericksburg area. A driver in FYR KAIKS&ald O2yOSyidNYXdGAzy 2F | 0O0Saa LRAyita Ay (GKS Oz
Warsaw bound for-85 Exitl30 at Fredericksburg (Route 3 Exit), may utilize Routeaf®vhich a significant portion is a villages of Montross, Warsaw, Lively, Whitere and the first few miles just east of Route 301 in King George County.

rural, divided highway with a posted speed of 60 MPbl crossing the Downing Bridge (Route 360) and turning

northwest towards Port Royal. The increase irag limit, which was authorized by the General Assembly in 2005 for

Route 17 between Port Royal and Saluda, has given greater impetus to the use of Route 17 by Northern Neck motorists.

The time savingsn Route 17 versus Routdslargely due to the moNA & 1 & Q A y | osheledioin Routé 2whenl A y G Ay
slowmoving traffic is present. Taking Route 17 reduces the trip time by an average of seven minutes as compared to
traveling Route 3 for the entire distanc&urthermore, i the motorist prefers an unterrupted fourlane trip, they can

turn north on Route 301 at Port Royal-e¢eossing the Rappahannock River, and then turn left at Office Hall onte four

lane Route 3 through King Georgied westward

Location of Fatal Crashes along Route 3 in the Fredericksburg District (2000-2011)

)
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While Route 17 covers similar terrain as Route 3, thestruction of the dual lane portions of Route 17 over the course

of the past several decades has not brought significant development to the long stretches of rural landscape along the
Middle Peninsula. Operating at the highest lewktervice due its M-volumes and higltapacity, Route 17 remains
largely undeveloped and readily available as an alternate to Route 3 for travelers across the area. Note: Route 17 from
Route 1/t95 to the Spotsylvania/Caroline County line is currently listed on the FAMBO Qfnstrained LorBange

Plan for widening to foutanes.

6. CURRENTAFETY ANBFFICIEN®F ROUTE 3

\\FIGURIB-Z
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Fatal crashes over the same period do not follow the same pattern, although certain similarities are pFégard6-2

shows that the highest concentration of fatal crashes occurred along the section between the King George

_ Westmoreland County Line and Oak Grove. The characteristics of the highway along this stretch include narrc
e shoulders and geometric deficiencig§ i G KS T2 NX¥O22-Fa (IS N NEENTHfRSMIEZ | & GKA& as$s

L 1 improvements in many decades. There are no passing zones along this stretch. Similar deficiencies exist west of Rc

Sy \ ‘ 347, where two fatalities occurred. The third conceréd area of fatalities is located near the Route 301 intersection,

' in King George County, where volumes are greater than most other areas. The remaining fatal crashes are isolated.

> W o J \ notable that while the Kilmarnock area has the highest volumes am@ncentration of crashes, no fatalities have

|\ oEl \ occurred within the sample timeframe, as the speeds travelled in the urbanized area are considerably slower. Neat

\ X oY) \ every fatal crash occurred on highgpeed areas, many on the most rural highway segmesush as those single
: ' vehicle incidents near the Richmogd.ancaster County Line.

\FIGURE-1
ot ||

=4
Crashes Per Square Mile * Map shows the number of crashes per

L d I uncers [ ] 10-20 Statewide Mobility System (SMS) [___J Fredericksburg District square mile along Route 3 within the
aget - Fredericksburg District for 2001-2011

[ 5- 0 20-40 Road [ durisdiction using TMPD Planning Table Data
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Posted Speed Limits for Route 3 in the Fredericksburg District
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* Map shows the Posted Speed Limit for

e 3 within the Fredericksburg District,
data provided by TED.

Figure &4 illustrates the actual peakour travelspeeds experienced during the four quarters of 2012. Notably, there is

In most rural areas,
Route 3 has a posted
speed limit of 55 MPH.
At Office Hall, Oak Grove
and Warsaw, the posted
limit on Route 3 drops to
45 MPH. At Liveland

Lancaster the speed
limit is lowered to 35
MPH. The most highly
developed areas at
Montross,  Kilmarnock
and White Stone have
posted speed limits as
low as 25 MPH.

very little seasonal difference in PM pela&ur speeds on Route 3, in the Northern Neck. Also apparent, average speeds
traveled during the pelahour are at or near the posted spéor a majority of locations.

LEVEL®SFSERVICE

A frequently usedmeasure of

Level of Service for Route 3 in the Fredericksburg District for the Year 2012

efficiency is shown in Exhibit E{_
the average Levelf-Service |
(LOS) LOS is a qualitative ternr
¢ A through F- describing tle
density of traffic, and relating
travel speeds, delays, and othe
measures to performance:

aN

A: free flow
B: reasonably free flow

C stable flow, at or near free|”
flow - This is the target LOS for |
some urban and most ruralf.l
highways \

FIGURB-4
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* Map shows the forecasted Level of Service
for the year 2012 on VDOT roadways

within the Fredericksburg District, using
TMPD Planning Table Data.
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E unstable flow

F forced or breakdown flow

Not surprisingly, the highest LOS segments are theltme, divided segments:

East of Montross

The Warsaw bypass

East of Warsaw

West of Kilmarnock

Between Kilmarnock and White Stone

= =4 -4 4 A

These segments I ELISNA Sy OS |y 2@SNIftf [h{ 2F a!é RdzS G2 (GKS |
to travel at the speed limit due to unlimited passing opportuniti€enerally, twdane segments of Route 3 experience
levelsof-a SNIDA OS ®/F¢ X . MY WKRS b2NIKSNYy bSOl o ¢tKS KAIKSad 2
lowest, eastern Westmoreland County and the most rural sections in the area of the Ricluaiocaster County Line,
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bridge is largely a result of travepeeds being frequently lowered due to the grades which significantly affect trucks and
driver apprehension, based upon factors such as narrowldeasiand fear of heights.

FIGURB-5

Travel Speeds During the Weekday Peak Hour Period along Route 3
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7.EXISITNBGICYCLE AND PEDESTRIAN ACCOMMOIBATION

On Route 3 in the Northern Neck, bicycles share the ." .
with motor vehicles along most of Route 3 and pedestriaig
utilize the sholders in all areas outside the towns an
villages. An exception for bicyclists is those segments
wide, paved shoulders, which normally correspond
certain areas of wide existing righf-way. In these ]
locations, bicycles can safely ride on the dder.
Sidewalks are rare outside of developed areas, but
general need for pedestrian accommodation is low in rugal
areas, and walking on the shoulder is a reasonal
accommodation, in most places. In the section of t

report regardng geometric ddiciencies on Route 3 (se : ‘
page 7), areas along Route 3 are specified as lacking SIPEWALKAND PEDESTRIAN CROSSING ON ROU

~~~~~~~

-

modern characteristics In some of those locations, shouldels not existfor pedestrians, as sideslopes and ditches are
immediately adjacent to the paved roadway guardrail is placed very close to the edge of the traveled way. These
areas are generally the most sparsely populaedthe need for pedestrian accommodation is very low.

Formal pedestrian crosswalksy dRoute 3 are mostly within the townsnd villages In the western section, four
crosswalks are found in the Town of MontrossNR & a ¢l f {1 & KIF @S NBOSyidfe o6SSy
DowntownRevitalization Program, which included streetscape improvements. One crossitegllaest of the curve in
the area of the Westmoreland County Courthous#l include pedestrian warning lights Beyond this, @ special
pedestrian equipment is found on any of the four signals associated with the western portion of the study.

The eastern study area is characted by contrasting densities of population and motorists. Crosswalks are found in
the following locations: Lancaster courthouse village (no signal), Town of Kilmarnock (both signal aignabn
locations), and White Stone (both signal and signal loations). Of the seven signals associated with the eastern
portion of the study area, three hayg=destrian accommodation, the rest do not.

Current plans from the various jurisdictions mention plans for bicycle and pedestrian accommodation.

The 2013 King ®orge Comprehensive Plagadopted April 16, 2013) focuses the discussion of bike and ped plans on
current and future areas of development, none of which are on Route 3 within the study area.

The Westmoreland County Comp Plafadopted December 13, 2010) lists several locations along Route 3 where
consideration should be given for bicycle and pedestrian accommodation. Those include the stripinglaridsken
Route 3 southeast)of Montross, on the portion of Route 3 nearashington and Lee High School, and on Route 3 at
[@Stffaod ¢KS R20dzySyid Itaz2 NBO2YYSyRa (KS LI @Aay3a 27
arAff t2yRO®

TheRichmond County Comp Pldadopted July 11, 2013) does not mention bicycle or pedestrian accommodation along
Route 3.

The 2012Lancaster County Comprehensive Plan Upddteafted February 16, 2@) does not elaborate on the

comments provided in the 2007 Comp Plan. In the 2007 Plan, no specific mention of Route 3 is made with regard
bikes and pedestrians. However, the Plan includes thewimg general recommendationsx . A1 S LI G K& |y
will be considered in the design of improved and new road projects. Small projects such as painting bike lane stripes
existing roadways with sufficient pavement width, minor grading, gravel compaction, and vegetation trimming will be
undertaken as aneans of improving safety and utility. Consistent with the plan, additional grant funding will be sought
G2 OF NNBE 2dzi &4dzOK fFNBSNJ LINP2SOdGa a ONAR3IS GgARSYAy3:

TheTown of Warsaw Comp Platioes not specitally mention bike or ped improvements to Route 3, but calls for the
RSOSt2LIVYSY B ARS ®IA ORXEYS | YR LISRSAGNALIY LXFY 6AGK LN
TheTown of Kilmarnock 2014 Comprehensive Plaiso has general comments reganglithe need for improvements

for bicycles and pedestrians. Specific locations listed along Route 3 are North Main Street and downtown, where tt

plan calls for pedestrian connectivity between the two and other areas, as well as additional parking.

The Northern Neck Heritage Trail Bicycling Rouitg a segment of thd>otomac Heritage National Scenic Tréilat

dzLJ3 NF . DOF N2 F a2y i NEe| aPASEES through the Northern Neck of Virginia. A planned

portion of the trail runs along Route 3 from Route 205 to
Route 214 and is concurrent witRoute 3 from Montross to
Route 202, all within Westmoreland County. At more than a
dozen points, segments of the trail that follow the Secondary
road network intersect Route 3. In Lancaster County, two
G[ 20t [22LJ¢ 2F GKS ilmbkhokki F
and White Stone and between White Stone and the Norris
Bridge. Sections of Route 3 are planned to be designhated as
a segmenbf the PHNST Rotential funding sources could be
utilized for paved shoulder widening.

Route 3 is a recreational feat of the Northern Neck as the Potomac Heritage National Scenic Trail (PHNST) follow.
Route 3 in a portion of the study area. A studgs completecby VDOT, in conjunction with other local, state and
federal stakeholders, to upgrade portion ofthe shoutlers of Route 3 in Westmoreland County to enhance bicycle
OGN} ¢St Ff2y3a G0KS tlb{¢ k w2dziS o O2NNAR2NID Ly 230 KSNJI |

a k 2 dpiRigALaEcess SR ipgreationpl aress plgny Bostg 3 Several migiiges listgchaboveshRvg aceexsdq e PpIGMRC
CANIKSNE GKS /2YL tfly adldcrsideedis alfad ¢ 2 6 A y BYer whichmpygxpegencecpypipyclisisiapag g iheincyclingerpsriono®

projects (improvements and new construction). The inclusion of sidewalks and bikeways concurrent with road

AYLINROSYSyGa Aa YdOK SFAASNI FyR OKSIFLISNI GKFy NBGNRTFAGGAYyENNEY U8 G v 52 NeORDE O2Y QONIEAY FH s@AO0&PE o F ¥V R ddSRpaj

Roadsigns will also begin the process of acclimating people to observing the rules of the road and making room for
bicyclists. Larger projects such as paved shoulders and separate paths could be constructed along heavily traveled or

Transportaton (VDOT) will initiate all highway construction projects with the presumption that the projects shall
FOO2YY2RIGS 6A080tAYT YR 6Lt 1AYyIDE

dangerous roadways, or&sk NIi 2F RS@St2LySyd LINReSOda Ay Y2NB Lk Lz + | SER/ywwgirgipigrot.org/programs/resources/bike_ped policy.pdf

13


http://www.potomacheritage.net/category/virginias-northern-neck/
http://www.virginiadot.org/programs/resources/bike_ped_policy.pdf

8. DEMOGRAPHICS

A.POPULATION

The current population of the Northern Neck, not including King George County, is 50,429. The population of King
George County is 23,584. According to the 2010 census, the population of the localities increased by nearly 12 percent
from 1990 to 2000, buincreased by less than 2.5 percent from 2000 to 2010. Based upon the 2035 Northern Neck
Regional Long Range Plan, Northumberland, Richmond, and Westmoreland Counties are experiencing moderate growth,
while Lancaster is experiencing limited growth. Litiealin the Northern Neck are attempting &ther temper growth

and preserve the rural character of the aremaseek new economic opportunities and diversification ventur@®3%

Northern Neck Regional Long Range RI&N RLRP p. 5) Although the RoBt€orridor does not geographically
traverse Northumberland County, reference is made to this locality as its traffic is served by and oriented toward the
Route 3 Corridor.

The highest population growth in the study area occurred in King George Coimtyeasing from 16,803 to 20,637
between the years of 2000 dn2005, as it is closest to employment centers includdrgater Washington D.C.,
Fredericksburg, and local employers, such as the Naval Surface Warfare Center at CGatudghase north of theNice

Bridge in MarylandThis 22.8 percent increase represents a much higher rate of growth in comparison to other Northern
Neck counties. Lancaster County, the furthest county geographically from the Fredericksburg area, grew at only a rate of
0.2 percent (UNC Report, page 11P)

Approximately 22 percent of the Northern Neck population is under the age of 18, and nearly 19 percent is age 65 or
older (seniors) Since these groups may be less likely to holetifulk jobs, they are referredto as RS LISY RSy i = ¢
on family, savingsand government programs such as Social Security to support their haedsrding to the UNC
Report The senior population of the Northern Neck region is proportionally higher than that of the state as a whole,
with the percentage for the statat approximately 2 percent. In contrast, seniors account for 31 percent of Lancaster
[ 2dzy e Qa LRLzZ | GA2yd 2KAES YIye @&2dzy3 | Rdz Ga €SI @S
of seniors is characterstO 2 F 20 KSNJ NUzNI £ | NBSFaz ¢gKSNB al 3Ay3
place, the Northern Neck region includes a population of seniors that have moved into the region from other areas to
retire. Yung adults of ages 289 represat a lower percentage (approximately 23 percent) by comparison to the rest

of the state (approximately 30 percenipdicating that members of this segment of the population often relocate away
from the Northern Neckegion to seek employment elsewhere

Another distinct characteristic of the Northern Neck region is the relatively high selsomé population. According to

Census data, approximately 20 percent of residential units in both Westmoreland County and Lancaster County are

Ot aaATASRAzA 8¢ aRgD@ABRYIFYI EKAE Oly 068 SELISOGSR Fa AlG Aa
along the Chesapeake Bay, Potomac and Rappahannock Rivers, and their tributaries in the region. These houses include
weekend homes where occupants travel to tiegion from other areas, especially during the summer months.

The counties with the highest percentage of seniors (Lancaster and Westmoreland) also have the highest percentage of
second homesandthe county with the lowest percentage of seniorsn@gkGeorge) has the lowest percentage of second
homes. This factor may have an unexpected effect on Route 3 traffic, as some of thed@raresidents enter and

leave the area on a schedule that is not unlike the pattern of tourists and vacationers, whidlerobgerved as a minor

spike on Friday and Sunday afternoons and evenings.
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TABLBB-1¢ Percentage of Seniors / Percentage of Second Homes

% of Seniors % of Second Homes
King George County 10% 3%
Westmoreland County 21% 20%
Richmond County 18% 7%
Lancaster County 31% 18.5%
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B.ECONOMY/EMPLOYMENT
The Route 3 Corridor is amtegralfactor in the economic development of the Northern Neck.

The economic focus of western section of the Route 3 Corridor includes commercial and industrial uses, such
agriculture and logging, along with recreation atalirism. Similarly, the eastern section is largely founded on
commercial uses, recreation and tourism, and secondary/vacation residences.

Localities comprising the western section of the study area have expressed an interest in the installation astbexpan
of fiber telecommunications, extension of rail service through the region, and overall existing public infrastructure
expansion, such as gas utilities. Such infrastructure improvements would support a wide variety of industry secto
ranging from manfacturers to data centers.

NBfe&Aay3

The Northern Neck does not have rail service to complement the roadway transportation infrastructure. This places
high importance on the maintenance of frélew operations on Route 3 in order to have an effective means of
transportation which has the potential to attract domestic and international corporations to the Northern Neck region in

SYLX 28YSyid StaSgKSNBE> GKS KAIKSNI LISND
vy Tellance on ROLIHGY 3 ag tﬁeRp{\era%\y %ngansuo? tran%p%r?atiorzl i(s) sopgél &11 y }[e%r%ncelld gs)\ayw%ak’rrrés% for
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Northern Neck, the report indicates in the Recommendations section that the region should attract businesses from th
Richmond, Fredericksburg and District of Columbia regiavhere proximity to these commercial hubs is of key
importance. These businesses would likely be able to realize lowerdal G S ' yR 20 KSNJ Oz2aiax
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report, as well as the need for expanding thedifa infrastructure necessary to support these commethidbs and
associated businesses.

Figure8-1 illustrates that employment centers in the Northern Neck are con@ett around the towns and villages.
Prominent industries include agriculture, tourism and recreation, manufacturing, social services, and commercial/retai
Over 25 percent of jobs in the Northern Neck are in social services. Approximately 21 percentraresformative
activities and 20 percent are in distributive services. Producer ser(gogsfinance, insurance, information services,
etc.) represent the main difference in distribution of jobs in the Northern Neck by comparison to the whole iofaVirg
accounting for 16.7 percent of jobs in Northern Neck versus 22.1 percent statewide. (UNC report, p. 15)



FIGURB-1

COUNTIES ON ROUTE 3
CORRIDOR
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Workplace Location of Residents in the Northern Neck (JOBS/SQ\WIQT TMPD

C REGIONAL COMMUTING PATTERNS

In the Northern Neck, a majority of workers commute
outside the county in which they reside. These statistics
indicate a potential imbalance of residential centers and

employment/commercial centers, with thiatter having | Peesle who live and work in the area=

a shortage. Data from the US Census Bureau affirms that ln_mmm=
approximately twice as many workers commute from the

region than those who commute into the region. OukCommiters

Commuting Patterns FIGURE-2

0 2,000 4,000 6,000

Commuting Patterns

Commuting Patterns in King George County

On a daily basis, approximately 2000 mpegsons leave Peaple wha live and wark in the area 1712
. In-Commuters 3,769
King George County for employment as compared to the e 701
Net In-Commuters -1,992

workforce entering King George from the surrounding
counties. Census Bureau data illustiatéhis pattern,

(In-Commuters minus Out-Commuters)
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which is largely driven by a local population that commutes to Fredericksbutg®WashingtonD.C. Are

Commuting Patterns in Westmoreland County

a, but also consists
of a significant number of professionals attracted into the County to work at the Naval Surface Warfare Center at Dahlgren.

. Commuting Patterns FIGURE-8
Generally, the population of ¥étmorehnd County
commutes out of the gunty at a rate similar to the
King George workforce. However, the number ofpm[em”m"dwmim“'ea=
employees entering Westmoreland County on a daily I"’°""‘”“‘”‘=
basis is considerably lower than their neighbor to the Out-Commuters
weg, with the number leaving thecounty exceeding
the number entering by a margin of greater than three ’ e e
to-one. Some of the outommuters travel to similar
employment centers as workers from King George T 1223
County while others head eastward to Warsaw and e e
Tappahan nOCk. (In-Commuters minus Out-Commuters)
Commuing Patterns in Richmond County FIGURE-8
Commuting Patterns
The commuting patterns of Richmond County are °
unique as compared to King George and Westmorelangl, . ... i s work i toe area =
Counties. Richmond County can be characterized as S =
being balanced with regard to the proportion of the
workforce that leaves th County and those that enter oucommitEr
Richmond County to work, based on the census data. 6 00 1000 1500 2000 2500 3000
The number of County citizens that find employment :
locally is very low. All of these factors indicate a
workforce with skills poorly matched to the jobs o e
available. {In-Commutars minus Out-Commters) e
Commuting Patterns in Lancaster County
FIGURE 85

The travel patterns in Lancaster County are similar to Commuting Patterns

those of King George and Westmoreland Counties,
with considerably more persons eobmmuting than | e vemeeninme -
those entering the County to work daily, a®ll as a I"'C“"‘m“f“=
similarly low number of the local population remaigi Out-Commuters -
within the munty to work. Those choosing to

0 1,000 2,000 3,000 4,000

Commuting Patterns

People who live and work in the area 1,444

commute away from Lancaster County may be
destined westward toward Warsaw and Tappahannock
or southward, toward large employment centers in

Tidewater, Virginia.

In-Commuters 1,895

Out-Commuters 4,517

Net In-Commuters -2,622
(In-Commuters minus Out-Commuters)

SourcgAll exhibits)U.S. Census Bureau,
OnTheMap Application and LEHD Ofrigastination Employment Statistics, 2011.

5,000



D.EMERGENCY SERVICES AND HOSPITALS

Emergency ServicgEMS) in the Northern Neck are typical of rural regions across America. While fire and rescue
stations are spread out much further than those in urban areas, response times are enhanced by relatively low traffic
volumes. The most critical factor, in tes of response time, is the inability of motorists to golthe-right in some

areas to allow passage of emergency vehicles, thereby forcing most such service providers to pass in the oncoming lane.

While vehicles being passed may sldawn to better endle the EMS vehicle to overtake them, geometric factors exist
in some locations which prohibit efficient emergency passing, potentially affecting arrival time.

There are two local hospitals that service the residents the Northern Neck: Riverside Tappahatospital and
Rappahannock General Hospital in Kilmarnock. Medical emergencies on the far western portion of the study area are
often treated at Mary Washington Hospital, in Fredericksburg. More serious or specialized needs are usually met at the
Medical College of Virginia Hospital in Richmond.

E TRANSIT/COMMUTER PARKING/TRAVEL DEMAND MANAGEMENT

The Northern Neck region has utilized limited Travel Demand Management (TDM) strategies to increase the efficiency of
the Route 3 corridor, although expansiaf these strategies could be beneficial with further reductions of single
occupant vehicles traveling on Route 3. TDM strategies employed in the Northern Neck area include transit service,
commuter parking infrastructure and carpools/vanpools. Since abeidor is mostlyrural with relatively lowtrip
densities few areas are conducive to mass transit.y’ (i daNig/tE@nsitid 3parse in the area and paratransit service
operates on a limited basis in the Northern Neck édea.6 b b w[ wt  ititwblved specitilized Irandgdrtgtian
services for individuals with disabilities and seniors. Bay Tré@nslivision of Bay Agingy the provider of ordemand

transit service along the corridofNN RLRP p.8erving all four counties along the studsea The service includes a

new route between Clonial Beach and Fredericksburg which is outside the Route 3 Northern Neck Corridor Study area.

Route 3 has two established commuter parking lots on the study corridor. The lot at Oak Grove is located near the
Route 3/ Oak Grove Drive intersection and contains 55 parking spaces. The lot at Montross is located near the Route 3 /
Zacata Road intersdon and also contains 55 parking spaces. Both lots are paved, but the lot at Montross is lighted
while the one at Oak Grove is not lighted according the commuter parking lots inventory found on the VDOT website.
Neither lot currently provides access tmansit service. Carpool/vanpool rideatching services for commuters are
provided by the Northern Neck Planning District Commission (NNPDC), which coorthieatesthern Neck Rideshare
Program (NN RLRP p.7)

9. EXISTING LAND USE

Existing Land Use algithe Route 3 corridor is rural residential, agriculture, and forest. Variations to these land uses are
evident in the villages and towns which are suburban in character, with commercial, retail and suburban residential
uses.

Growth areas are identifiedy the NNPDC as Montross, Warsaw and Kilmarnock.

C2NJ 0KS LlzN1J2aSa 2F RSaAONARLIIAZ2Y Ay (KA& aiddzRRex
(5) primary categories; Agriculture, Residential, Business/Commercial, IndustriBLiélic/Recreation/Conservation.

In a more detailed review of existing land uses, beginning at the western terminus at the Route 3 and Route 301 (Office
Hall) and heading east, the crossroad area is Business Commercial, highlighted with a Sheetz(oefyas) and a
CVS (pharmacy). From this point eastward, the primary land use is agriculture, typical for the corridor, with scattered
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areas of business/commercial and residential through King George County, to the county line with Westmorelan
County.

Qontinuing east, the land use remains primarily agricultural with business/commercial at Oak grove. Leaving Oak Groy
land use again is agricultural and remains as such, with scattered business/commercial and residential uses throu
Potomac Mills to Monbss.

Montross is an established town center with typical urban land wsesstaurants, shops, gas stations, etc. The €oca
Cola plant has recently closed, but the town is in the process of a revitalization effort designed to attract more visitors
East & Montross, businesses such as car dealers and a variety of other suburban uses are found alonglame four
section of Route 3.

Urban uses become less evident once the flame section ends and agricultural uses are again more prevalent.

Crossing into iRhmond County, land uses remain agricultural until the heavy commercial/industrial area north of
Warsaw. These uses/zoning exist through the intersection of Route 3/Route 360 (sheet 11) and then return t
agriculture and residential along the folane ®ction of Route 3 south of Warsaw, to its termination in Emmerton
where it continues as a twtane highway.

Crossing into Lancaster County, land uses again are typically agriculture with scattered areas of residential and limit
business/commercial. Highéntensity residential and business/commercislesexist approaching and leaving Lively.
Residential land uses exist along Route 3, with commercial uses evident approaching Kilmarnock. The northern porti
of Kilmarnock is an intensely utilized areaidewnced by WaMart and supporting development surrounding the area
(sheet 19).

Crossing Route 200, commercial uses continue towards White Stone where, above White Stone, residential is strong ¢
then transitions back to business/commercial, centeoedhe Route 3/Route 200 intersection.

Heavy business/commercial and residential land uses are typical as Route 3 traverses towards the Norris Bridge,
study terminus (sheet 22).

A. CURRENT LAND DEVELOPMENT PROJECTS

Based on the VDOT LandTrack database ofqaegb landuse projects within the Commonwealth, there are no active
zoning land development projects proposed along the Route 3 corridor. As of November 2014, 18 plat/site plan reviev
are underway or were recently completed along the corridor. Platfsié® applications are consistent with the existing
zoning categories and land uses.

Current County ComprehensivePlans have established potential future growth areas along the study corridor.
According to these plans, future growth will be directed basedexisting transportation infrastructure, water and
sewer capacity, current retail locations, and chief employers.

The Westmoreland County Comprehensive Plan identifies_ the towns of Colonial Beach and Montross as primary grow

CFYR dz S &refst DSnddrp Giolvth WRR FRORIE MABNEN ofk! cbfe, Cofed@othf Exffmell Ghifch % kifdalll. S A

recommended focus include coasimanagement, conservation, residential and commercial development, planning and
tourism. In Richmond County, Warsaw was identified as an area of growth, and conservation of the Chesapeake E
was an area of primary focus regarding land use practicd®e LBncaster County Comprehensive Plan references



different methods to allow for optimal open space, including context sensitive development and design. The main areas
where retail and commercial activities exist are the towns of Kilmarnock, White Stohievangton. (NNRLRP p. 17)
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and transportation coordination, including but not limited to, development of procedures or mechanismsorporate

£t

Y2RSaz ¢gKAES Sy3al3ay3a GKS LINRGIGS

aSOG2NWE Sdbbw[ wt

goal are addressed in more detail in the Economic Development section of the study. This goal is being explored along
the caridor in the western section counties (King George and Westmoreland) to promote new industrial and
commercial development.

B. LOCALITY LONGANGE PLANNING DOCUMENTS

King George County Comprehensive Plan

The King George County Comprehensive Plan addréesegdening feasibility
of the Route 3 Corridor through multiple references to provisions aimed
system preservation and future enhancement. It contains specific references
4-lane widening recommendations from Office Hall to the Westmorelan
Countyline, as well as access management practices. The Highway Corr
hdSNI & S5AaGNROG 61/ h50 NBFSNByOSa
from the rightof-way, excluding signage. The rigifitway widths along the
Route 3 Corridorthe CountNaS LI | YY SR F2NJ pnQ Ay
areas. The Comprehensive Plan also references the requirement forofight
way dedications and oesite roadway improvements in association with land

King George
County

i

100 )
K.

3 (KS

(bmpréhﬁéﬁe Plan
April 16,2013

development applications/projects.

Westmoreland CountfComprehensive Plan

Like the King George Comprehensive Plan, the Westmoreland Cou

Comprehensive Plan contains references to future improvements and systém

preservation measures for the Route 3 Corridor. The referenced improveme
include an initial effort to construct shulder pultoffs along the Corridor. Longer
term improvementsinclude indirect references to fodane widening for the
length of the corridor within the Countynd the Plan specifically mentions the
four-lane widening for the entire corridor study aré@m Route 301 to beyond
the Norris Bridge. The Westmoreland County Comprehensive Plan also speq
aSitol O1a pn QofvianNBuldoss Kdb refbi@ngeKadtual rigbf-way
widths. This Plan does mention access management practices and othdocorr
protection measures, such as an HCOD specifically for the Route 3 Corridor.
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Richmond County Comprehensive Plan
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The Richmond County Comprehensive Plan s from the other count
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Lancaster County Comprehensive Plan
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FYR oM Q EiaNENhet Lancaster County Comprehensive Plan, the Kilmarngckomprehensive Plan

Lancaster County
Virginia
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Similar to the two western section counties, the Lancaster County
Comprehensive Plan contains more detailed references to corridor attributes
than does Richmond County. The plan references the totalifme widening
VDOT project for Route 3 between Lancaster and Kilmarnock. Although right
of-way references are not included, the plan specifies the allowance of reduged
aS3ol 014 T2N gO02 YLIIaduse sectod SThe Kilimadnygoh |4
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Comprehensive Plan contains no specific referencerigbt-of-way widths.
However, the plan does note that Kilmarnock added additionakséfet parking in 2012 to minimize the
competition between through traffic and estreet parking on Route 3.

Recreation

The Northern Neck region is known for its histaaind recreational assets. Providing access to these facilities is of chief
importance. Although many of these destinations are located on connecting roadways, a majority of trips to these site
include Route 3. These include (but are not limited te) fillowing:

Westmoreland State Park
Belle Isle State Park
DS2NHS 21| &K
W20SNI 9d |
Historic Christ Church
Potomac Heritage National Scenic Tralil
Potomac and Rappahannock Rivers
Local Museums and Parks

Artisan Trails

Shopping Trails
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