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SECTION 8 – OTHER CONSIDERATIONS 
 
 
Facility Transitions 
 
The Parkway facility is very similar to a principal arterial facility with a different intersection 
treatment.  Therefore, no extraordinary conditions exist at a transition from a Parkway to an 
arterial.  Standard engineering practice should be followed for these transitions. 
 
When the raised median along a Parkway is terminated, it is recommended cross-hatching and 
raised pavement markers be used to delineate the paved area adjacent to the beginning of the 
raised median in order to discourage vehicles from entering this area.  In addition, it is 
recommended driveways and side-streets be located at least 100’ from this area in order to 
discourage vehicles from using the area to turn in or out of a driveway or side-street. 
 
The roadway width should be tapered through the use of reverse curves.  Using a 9964.48’ 
curve radius (2% normal crown at 55 mph) would result in the following transition lengths (along 
a tangent centerline): 
 

Offset (ft) Transition Length (ft) 
30 1093.09 
40 1262.03 
50 1410.81 
80 1783.88 

118 2165.48 
 
Crossovers should not be located within a transition area that does not provide enough median 
width to accommodate u-turns.  Crossover locations upstream and downstream of a transition 
should be evaluated to optimize the crossover spacing. 
 
Median Grading 
 
The median grading should account for several factors including drainage, utilities, potential 
future roadway widening, safety, erosion control, and maintenance.  The median grading should 
provide recoverable side slopes within the clear zone and should not inhibit sight lines; provide 
accommodations for drainage and utilities (if necessary); provide flexibility for future roadway 
widening; not promote erosion or maintenance issues; and not promote the transfer of debris, 
soil or other materials from the median into the roadway.  Utilities may be located in the median, 
but they should not obstruct sight lines, hinder drainage facilities nor require relocation as a 
result of future roadway widening into the median.  Landscaping in the median should not inhibit 
sight lines and should conform to AASHTO guidance regarding clear-zone requirements. 
 
 
Drainage 
 
The drainage design criteria for a principal arterial roadway should be used for on-site roadway 
pavement drainage and for off-site cross-drainage.  Curb opening catch basins should be used 
rather than grated inlets due to the potential for bicycles adjacent to the gutter pan.  Stormwater 
retention/detention in the “ultimate” (50’) median can be problematic given the maximum side 
slopes, minimum catch basin depths, and minimum pipe slopes.  With a wider median, 
retention/detention in the median becomes more feasible.  However, the future (potential 8-lane) 
conditions must be considered in the initial design. 
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Grade Separated Crossings 
 
The wide median associated with the Parkway facility would result in a very wide structure when 
an overpass (Parkway going over) is required or a very long structure when an underpass 
(Parkway going under) is required.  Therefore, it is recommended one of the two following 
options be used at an overpass:  (1) two separate overpass structures; or (2) the median width 
be reduced.  Both of these options result in the full median width not being carried across an 
overpass.  The full lane widths and shoulder widths should be carried across the structure along 
with the sidewalk.  There are numerous options for an underpass, including separate bridges 
over each direction of the Parkway or single multi-span bridge over the Parkway.  The 
recommended option for an underpass is a single two-span bridge with a reduced median width 
to shorten the structure length. 
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SECTION 9 – PHASING 
 
The construction of many roadway facilities involves phased implementation.  The standard 
urban typical section shown in Figure 2 (Parkway Typical Sections) includes three travel lanes 
in each direction.  The first phase may include only two lanes in each direction with the third 
lane, or future fourth lane, being added as warranted by traffic volumes.  In addition, the 
roadway section may be implemented in phases with each half of the roadway being 
constructed at different times.  This type of phasing typically results from half-street right-of-way 
dedications and roadway construction by an adjacent development. 
 
Full-Width Phased Implementation 
 
The typical sections shown in Figure 14 (Phased Urban Typical Sections) allow for the phased 
implementation of a full-width typical section.  In some specific situations, the four-lane section 
could be implemented first.  If a four-lane urban section is constructed, the crossovers should be 
designed and constructed in the location required for a six-lane section so the third lane can be 
added in the median and the crossover will not require reconstruction as shown in Figure 15 
(Interim Urban Directional Crossover).  With a four-lane section, the stop bar in the median 
crossover should be located approximately 12’ behind the median curb as shown in Figure 15.  
With a four-lane section, this stop bar location improves sight-lines when compared to placing 
the stop bar near the median curb. 
 
As warranted by traffic demands, the third lane in each direction would be added into the 
median.  The six-lane typical section also allows for the future addition of a fourth travel lane 
into the median.  The outside curb line can be constructed in its ultimate location with the first 
phase of implementation and will not require reconstruction due to the future addition of travel 
lanes.  In addition, the lane lines of the rural typical section shown in Figure 2 (Parkway Typical 
Sections) align with the lane lines of the urban typical section in order to facilitate transitions 
between facility types. 
 
Half-Street Phased Implementation 
 
Ideally, the full right-of-way width would be obtained and the full typical section built with the 
initial construction.  However, in many cases, the right-of-way is dedicated by an adjacent 
development, and therefore, only one-half of the eventual full right-of-way width is available for 
the initial construction.  In this situation, the half-street should be constructed and operated as a 
traditional arterial roadway allowing left-turns at intersections.  Following is a general description 
of phased implementation of a half-street: 

• Build outside curb and gutter in its ultimate location and construct three travel lanes and 
appropriate shoulders; 

• Operate with one lane in each direction of travel and with a striped median lane 
(continuous two-way left-turn lane); 

• Allow left-turns at intersections similar to a traditional street; 

• Do not build crossovers until the development patterns (and accompanying access 
locations) on both sides of the roadway have been established in order to optimize the 
crossover locations. 

 
The minimum half-street width is approximately 44’ which corresponds to one-half of the six-
lane urban section and will accommodate three travel lanes in the interim condition.  This initial 
half-street configuration could remain in place until travel demands warrant improvement or the 
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other half-street right-of-way is dedicated.  Many options are available for the width of the initial 
construction and the resulting construction required in the second phase.  In many cases, half-
street implementation will result in “scalloped” streets – half-streets constructed on opposite 
sides of the centerline.  This will be similar to a typical arterial “scalloped” street, except the 
offset between the half-streets is much greater and the resulting transitions will be longer (see 
Section 8 – Other Considerations for additional information on transitions). 
 
It is recommended crossover locations not be determined during the initial phase, but rather 
with the later phase in order to ensure crossover locations are correctly placed based on the 
adjacent development on both sides of the roadway and not prematurely determined in the first 
phase. 
 
Structures 
 
In an underpass situation (Parkway going under), the bridge structure abutments and piers 
should be located so as not to inhibit the ultimate eight-lane facility.  In an urban overpass 
situation (Parkway going over), an interim bridge should not be constructed which correlates to 
the urban four-lane section.  Instead, the minimum phased bridge construction should be based 
on the urban six-lane section.  In a half-street phased implementation, the minimum initial bridge 
width should accommodate three travel lanes and shoulders.  In all cases, structures should be 
sized and located to facilitate (at a minimum not preclude) the ultimate eight-lane Parkway. 







Page 30 

SECTION 10 – TYPICAL INTERSECTION 
CONFIGURATIONS 

 
This section will describe the typical intersection configurations for three different at-grade 
intersections: collector/parkway; arterial/parkway; and parkway/parkway. 
 
Collector Intersections 
 
A majority of collector/parkway intersections will allow right-in/right-out movements only.  A 
typical three-legged collector intersection will include one approach lane to the Parkway and 
one departure lane from the Parkway.  All traffic approaching the Parkway will be required to 
execute a right-turn onto the Parkway.  Drivers desiring to travel in the opposite direction will 
continue downstream to the next directional crossover and execute a u-turn.  Standard signal 
warrants should be used to determine when a crossover should be signalized. 
 
In some cases, a directional crossover can be aligned with a side-street in order to facilitate left-
turns from the Parkway to the side-street.  However, this configuration is undesirable since it 
creates additional conflicts between the u-turn traffic and the right-turn traffic.  If a signal is 
installed, consideration should be given to only installing signal heads for the u-turn/left-turn 
movement and the through/right-turn movement on the Parkway.  In this case, the side-street 
approach would be channelized and remain stop-controlled with the signal operating as a two-
phase cycle, thus giving priority to the Parkway traffic and forcing all cross-street approach 
traffic to stop at a stop sign. 
 
With a three-legged intersection, a crosswalk should only be installed when a signal is present.  
The crosswalk will only allow pedestrians to cross one-half of the Parkway and should only be 
installed when the remaining one-half of the Parkway can be crossed at an adjacent signalized 
intersection in close proximity, desirably less than 200’.  In general, most three-legged 
intersections should not include pedestrian crossings.  Pedestrian crossings between full 
median breaks need to be evaluated on a case-by-case basis. 
 
A four-legged collector intersection can also be operated in a similar manner as described 
above without a full median break.  Both approaches from the side-street would be required to 
turn right.  A full median break should only be considered in the cases where a large volume of 
through traffic is anticipated on the side-street.  In this case, a full median break can be provided 
as long as the one-half mile minimum spacing requirement is satisfied (see Section 4 – Access 
Management).  Figure 16 (Typical Collector Intersections) shows typical collector/parkway 
intersections. 
 
Arterial Intersections 
 
A majority of the arterial intersections will include a full median break and will be signalized, 
when warrants are met, providing the signal spacing requirements of Section 4 (Access 
Management) are met.  Left-turns will not be allowed in any direction.  The arterial approaches 
should include advance signing for motorists approaching the Parkway facility.  In addition, if a 
striped median exists, striped cross-hatching should be included near the Parkway intersection 
to indicate drivers should not utilize the striped median.  Within the Parkway median, the arterial 
median should be striped and include cross-hatching.  Figure 17 (Typical Arterial Intersections) 
shows a typical arterial/parkway intersection with a five-lane arterial approach roadway.  Other 
approach widths, including seven lanes with or without a raised median, would follow a similar 
pattern. 
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Parkway Intersections 
 
A parkway/parkway at-grade intersection will have a Parkway facility on all four legs of the 
intersection.  Left-turns will not be allowed in any direction. Directional crossovers will be 
provided on each leg approximately 660’ downstream of the intersection.  Additional advance 
signing on the intersection approach is not needed since the driver has been traveling on a 
Parkway facility and should be aware of the indirect left-turn intersection treatments.  At these 
intersections, the wide medians on the approaches will result in a raised median within the 
intersection.  This median is suggested to provide channelization to the drivers and to provide 
separation between opposing traffic.  Figure 18 (Typical Parkway Intersections) shows a typical 
parkway/parkway intersection with a six-lane Parkway approach roadway. 
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APPENDIX 

 
 

Parkway Typical Sections (1 sheet) 

Typical Geometric Layouts (4 sheets) 

Typical Signing Plans (3 sheets) 

Typical Striping Plans (3 sheets) 

Interim Single-Lane Urban Crossover (1 sheet) 

 
 




























