CHAPTER 5
THE EXISTING TRANSPORTATION SYSTEM
5.1

NATIONAL AND STATE TRENDS

5.1.1

National Trends

According to the Texas Transportation Institute’s “2011 Urban Mobility Report,” congestion has increased
substantially in the Nation’s urban areas over the past 30 years. For example, in 1982, the cost of extra
time and fuel burned due to traffic congestion was $21 billion (in 2010 dollars); fast forward to 2010, and
the cost has increased over 480% to $101 billion. Similarly, the average yearly delay experienced per auto
commuter (during the peak period) was 14 hours in 1982. By 2005 this figure nearly tripled to 39 hours
and has receded, somewhat, to 34 hours in 2010. This was partially attributed to the economic recession
that the United States has been experiencing over the past four years. However with a strengthening
economy, these congestion figures will surely increase and possibly surpass those of that were
experienced in 2005.
According to the National Highway Traffic Safety Administration (NHTSA), motor vehicle crashes were the
9th leading cause of death in 2008 and the 11th leading cause of death overall in 2009. Fatalities in motor
vehicle crashes have declined by about 25 percent since 2005, influenced largely by a significant drop in
crashes and fatalities involving the younger population. Each year more than 40 thousand people die in
crashes on the Nation’s roadways and millions more sustain injuries that require an emergency
department visit. For individuals ages 4 through 34, motor vehicle crashes are now the leading cause of
death, taking more lives than heart disease, cancer, stroke, homicide, suicide, drowning, poisoning, falls,
fire, HIV or diabetes. These fatalities and serious injuries are avoidable and must be a top priority in
transportation planning.
5.1.2

State Trends

The Washington DC-VA-MD Urbanized Area was ranked #1 in the country in terms of overall congestion in
2010, according to the Texas Transportation Institute’s 2011 Urban Mobility Report. Road usage in Virginia,
as measured by vehicle miles traveled (VMT), has increased significantly over the past few decades, as
rising incomes have led to increased car ownership, increased desire for lower density living arrangements,
policies that encourage more dispersed patterns of residential development, new road capacity and a
long-term trend toward lower real costs of personal transportation. In the last two decades, increases have
occurred in the number of road miles that experience congestion, the frequency of serious congestion
incidents and the number of localities that experience chronic congestion, especially during prime
commuting hours. Travel delays on Northern Virginia’s roadways are nearly twice the national average
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According to VDOT’s “Congestion at a Glance” 2006 report, Virginia had the 6th highest average commute
time in the nation (26.9 minutes). The national average was 25 minutes. Congestion problems are most
serious in the heavily populated Northern Virginia and Hampton Roads regions. Locally, the U.S. Census
measured the average commute time for 27 of Virginia's larger counties and cities. The highest average
commute times were all in the Northern region with Prince William County (39.5 minutes) and Stafford
County (39.2 minutes).
In the future, Virginia plans to move forward with several initiatives and projects that can assist in reducing
congestion in the Northern VA., Richmond and Hampton Roads areas. Initiatives looking to be
implemented are increasing road system capacity, expand high occupancy vehicle (HOV) and high
occupancy toll (HOT) facilities, expanded travel options (bike, pedestrian, and transit), increase travel
demand management (TDM) programs and expand the Smart Highways program.

5.2

THE GEORGE WASHINGTON REGION

The existing transportation system in the George Washington
Region is comprised of a variety of transportation modes, the
most prevalent and widely used being the roadway system.
During the past 25 years the GW Region has experienced
dramatic growth. The Region’s population has almost doubled its
1990 population of 170,410 to an estimated 327,773 persons in
2010, which represents a 92.3% increase in population. This
dramatic rise in population has strained the transportation
infrastructure, pushing the Region’s roadway system to capacity.
This has lead to traffic congestion and safety issues on the
interstate, primary, and portions of the secondary road system
throughout the urbanized area. These congestion and safety
issues are becoming increasingly worse and are beginning to
impact the rural localities more and more each year.
Although not as widely used; other modes of transportation that
U.S. 1 North from the
Falmouth Bridge
are utilized in the movement of people, freight and services in the
GW Region include: passenger rail, public transportation (buses), car and van pooling programs,
bicycle/walk facilities and airports.
5.2.1

Safety and Congestion

Due to the rapid growth of the George Washington Region, traffic congestion levels have risen
considerably over the past 30 years. With this increase in congestion, naturally, there has been an increase
in roadway incidents as well. Table 5.1, on the following page, shows the George Washington Region’s
number of highway fatalities and fatality rate per 100 million vehicle miles traveled (VMT) with the
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Commonwealth of Virginia totals included, based on data received from the Virginia Department of Motor
Vehicles (DMV) and the Virginia Department of Transportation (VDOT). The table also shows, with the
exception of 2007, the number of highway fatalities per 100 million VMT in the GW Region has been lower
than the Commonwealth of Virginia totals from 2004 to 2011 where the fatality rate was 1.3 for the GW
Region and 1.25 per 100 million VMT for Virginia.
Table 5.1
Highway Fatalities and Fatality Rate per 100 million VMT
Jurisdiction

Fatalities
2004

2005

2006

2007

2008

2009

2010

2011

Caroline County

14

9

8

10

3

2

7

9

City of Fredericksburg

3

0

6

2

1

1

1

2

King George County

4

4

5

6

2

8

2

2

Spotsylvania County

9

17

14

21

14

11

17

15

Stafford County

14

6

5

16

12

10

12

9

GW Region Total:

44

36

28

55

32

32

39

37

Figure 5.1, below, shows the highway crash rate in the GW Region from 2005 to 2009, which shows the
number of highway crashes and the highway crash rate have trended downward since 2005.
Figure 5.1
Crashes per 100 Million VMT in the GW Region (2005-2009)

Congestion, simply put, is a condition caused when the demand for use of a given transportation facility is
greater than the available capacity. Congestion can affect all modes of travel, including highway passenger
and freight vehicles, freight rail, commuter rail, metro rail, bus, air traffic and airport ground traffic, ports
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and waterways. Traffic demands can vary significantly, depending on the season of the year, the day of the
week and even the time of day.
Roadway congestion is often measured by Volume to Capacity Ratios (V/C), Levels of Service (LOS).
Typically, the V/C Ratio is translated into level of service. Figure 5.2, below, describes generalized Levels of
Service and their associated V/C Ratios.
Figure 5.2
Level of Service
Level of Service is defined by the Highway Capacity Manual as a “qualitative measure describing
operational conditions within a traffic stream, and their perception by motorists and/or passengers”.
A level-of-service definition generally describes these conditions in terms of such factors as speed
and travel time, freedom to maneuver, traffic interruptions, comfort and convenience, and safety.
Six levels of service are defined and they are given letter designations, from A to F, with level-ofservice “A” representing the best operational conditions and level-of-service “F” the worst. The
following is a list of the various levels of service with abbreviated definitions quoted directly from
the Highway Capacity Manual.
Level-of-service “A” represents free flow. Individual users are virtually unaffected by the presence of
others in the traffic stream. Associated V/C Ratio: 0.0 - 0.6
Level-of-service “B” is in the range of stable flow, but the presence of other users in the traffic
stream begins to be noticeable. Associated V/C Ratio: 0.61 - 0.70
Level-of-service “C” is in the range of stable flow, but it marks the beginning of the range of flow in
which the operation of individual users becomes significantly affected by interactions with others in
the traffic stream. Associated V/C Ratio: 0.71 - 0.80
Level-of-service “D” represents high-density, but stable flow. Speed and freedom to maneuver are
severely restricted, and the driver or pedestrian experiences a generally poor level of comfort or
convenience. Associated V/C Ratio: 0.81 - 0.90
Level-of-service “E” represents operating conditions at or near the capacity level. All speeds are
reduced to a low, but relatively uniform value. Freedom to maneuver within the traffic stream is
extremely difficult. Associated V/C Ratio: 0.91 – 1.0
Level-of-service “F” is used to define forced or breakdown flow. This condition exists wherever the
amount of traffic approaching a point exceeds the amount which can traverse the point. Queues
form behind such locations. Associated V/C Ratio: 1.0+
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Congested conditions are characterized by the breakdown in the flow of vehicles, leading to slower speeds
and lower vehicle throughput. Congested conditions are also highly sensitive to disruption, such that a
minor incident or adverse weather conditions can exacerbate the underlying capacity problem and lead to
more extreme delays. A number of problems contribute to traffic congestion, beyond the fundamental of
too many vehicles competing for too little space. These problems include the following and can also be
seen in Figure 5.3, below.
Figure 5.3
Causes of Congestion
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Bottlenecks - points where the roadway narrows or where regular traffic demands cause traffic to backup
due to a lack of needed capacity are the largest source of congestion. (40%)
Traffic incidents - crashes, stalled vehicles and debris on the road cause about 1/4 of congestion problems.
(25%)
Work zones - the work zones for new road building and maintenance activities, like filling potholes are
caused by necessary activities. (10%)
Bad weather - cannot be controlled, but travelers can be notified of the potential for increased congestion.
(15%)
Poor traffic signal timing—the faulty operation of traffic signals or green/red lights where the time
allocation for a road does not match the volume on that road are a source of congestion on major and
minor streets. (5%)
Special events cause "spikes" in traffic volumes and changes in traffic patterns, and either cause delay on
days, times or locations where there usually is none, or add to regular congestion problems.
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Congestion, road and structure condition play a role in the safety of Virginia’s roadways. Motor vehicle
crashes are considered a transportation issue within the Commonwealth of Virginia; thus, VDOT is charged
with identifying measures to improve the safety of the state’s roadway infrastructure.
The Commonwealth has identified the following key measures to reduce injuries and deaths in Virginia:







Raise public awareness and develop a safer driving culture.
Focus on young drivers, aggressive drivers, impaired drivers and seat belt use through
legislation, education, enforcement and adjudication.
Improve intersection safety for all users in congested areas.
Minimize consequences in cases of roadway departure.
Incorporate transportation safety planning into all levels of government.
Improve traffic records system to be more accurate and up to date.

Map 8, on the following page, depicts the current Volume to Capacity Ratio’s and Level of Service (LOS) of
the George Washington Region’s highway system in the 2010 base year. The current LOS shows that
portions of the interstate and arterial roadway network in the Region are failing in the urbanized area
around the City of Fredericksburg, as well as in North Stafford County. This map was derived from
FAMPO’s Travel Demand Model.
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5.2.2

Highways and Bridges

This section of the Long Range Transportation Plan will give a brief synopsis of the existing transportation
system in the GW Region broken down by mode of transportation.
The roadway network in the George Washington Region is characterized by a network of interstate,
primary, and secondary roadways that, due to the population growth that has taken place over the past 25
years, are often congested during weekday peak periods, weekends and holidays. With the growing gap
between roadway maintenance needs and transportation funding, these roads frequently fall into
disrepair.
In Virginia, VDOT maintained 58,253 center line miles of roadway in 2010, the third largest system in the
country, behind only North Carolina and Texas. These roadways are comprised of interstate, primary,
secondary and frontage roads:





Interstate - 1,120 miles of four-to-ten lane highways that connect states and major cities.
Primary - 7,996 miles of two-to-eight lane roads that connect cities and towns with each other
and with interstates.
Secondary - 48,809 miles of local connector or county roads. These generally are numbered
600 and above. Arlington and Henrico counties maintain their own county roads.
Frontage - 328 miles of frontage roads.

Federal Functional Classification of Highways
Functional classifications of roadways reflect a roadway’s balance between providing land access versus
mobility. Functional classification is the process by which public streets and highways are grouped into
classes according to the character of service they are intended to provide. Generally, roadways fall into
one of four broad categories—principal arterial, minor arterials, collector roads, and local roads. Arterials
provide longer through travel between major trip generators (larger cities, recreational areas, etc.), and
collector roads collect traffic from the local roads and also connect smaller cities and towns with each
other and to the arterials: local roads provide access to private property or low volume public facilities.
Principal Arterial - Interstate
Interstates are a series of continuous, limited access routes that have trip lengths and volumes indicative
of substantial statewide or interstate travel; this classification is for highways designated as interstate and
includes I-95 in the GW Region.
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Principal Arterial - Other Freeways and Expressways
These roads must be divided highway with partial (freeway) or full (expressway) control-of-access.
Primarily serve through traffic and major circulation movements within federally-defined Urban Areas.
Other Principal Arterial
Highways which provide long distance connections, but do not fit the two categories above. Some
examples of these classifications in the GW Region include US Routes 17 and 301 as well as portions of US1 and State Primary Routes 3, 207 and 208.



Rural - Corridor movement suitable for substantial statewide or interstate travel between
larger population centers.
Urban - Routes which carry through traffic and most of the trips entering/leaving a federally
designated Urban Area. They provide continuity for all rural arterials that intercept the urban
boundary.

Minor Arterial
A series of continuous routes that should be expected to provide for relatively high overall travel speeds
with minimum interference to through movement and are defined as two distinct types:
Rural - Form a network with the rural principal arterial system, with service characteristics that:
1. Link cities, large towns and other traffic generators (i.e. major resort areas) that is capable of
attracting travel over long distances.
2. Integrate interstate and inter-county service
3. Have spacing consistent with population density so all developed areas are within reasonable
distance from the arterial system
4. Provide service to corridors with trip lengths and travel densities greater than those served by
rural collector or local systems.
Urban: Within a Federally designated Urban Area, these roads interconnect with and augment
the urban principal arterial system. They distribute travel to geographic areas smaller than those
of higher systems.
Examples of Minor Arterial Roads in the GW Region include: portions of US-1, 1 BUS, 17, 17 BUS and 301,
as well as State Primary Routes 2, 3, 30, 205, 206, 208, 218 and 620.
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Collectors
Rural - Generally serve travel of primarily intra-county rather than statewide importance, and
travel distances are shorter than arterial routes.
1. Major Collector Roads: (a) Serve areas not on arterial routes, larger towns not directly served
by higher systems (b) link nearby larger towns, or cities or with route of higher classifications
(c) serve more important intra-county travel corridors which could connect consolidated
schools, shipping points, important agricultural areas, etc.
2. Minor Collector Roads: Spaced consistent with population density to accommodate local
roads within reasonable distance of collector roads. Provide service to smaller communities.
Link locally important traffic generators with the arterial system.
Urban - Provide both land access and traffic circulation within urban residential neighborhoods
and commercial and industrial areas in federally designated Urban Areas. Route density is much
higher than in rural areas.
Examples of Minor Collector roads in the GW Region include: most of the State Secondary Roads in the
region that are designated 600 level roads.
Local Roads
Provide access to adjacent land and provide service to travel over relatively short distances, as compared
to the higher systems.
Rural - All rural roads not classified as principal arterial, minor arterial or collector roads.
Urban - All urban streets in a federally designated Urban Area that are not in one of the other
higher systems. They permit direct access to land; route density is higher than rural areas, and
they connect to the higher systems. They also offer lower mobility and service.
Please refer to Map 9 on the following page to view the Functional Highway Classifications in the GW
Region.
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Interstate System
There are 47 miles of Interstate 95 in the Region, which serves as the primary north/south interstate
highway for the movement of people and freight for the Eastern United States and traverses four of the
five localities that comprise the GW Region. The roadway generally follows the fall line that separates the
Atlantic Plain and the Appalachian Highlands. Interstate 95 carries the majority of the north/south through
traffic in the region and is the subject of great debate on how to deal with the congestion and safety issues
that are associated with an aging highway that carries an average of 160,000 vehicles per-day.
Construction is underway to implement Express Lanes that will run from the Dulles Toll Road in Northern
Virginia via the Capital Beltway (I-495) and connecting to I-395 at Edsall Road, extending down I-95 to the
Spotsylvania Interchange Exit #126 (Southern Portion). Please refer to Figure 5.4, on the following page,
for a visual representation of the I-95/I-495 Express Lanes Project that is currently funded and under
construction to Garrisonville Rd (Northern portion) in Stafford Co. Construction of the I-495 segment of the
Express Lanes began in 2008 and is now open. Construction of the northern portion of the I-95 portion to
Garrisonville Rd. of the Express Lane project began in August 2012 and it will take approximately 30
months to complete.
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Figure 5.4
95 Express Lanes Access Map
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Primary System
The 363 miles of primary roadways in the Region include US Routes 1, 17 and 301; and State Routes 2, 3,
205, 206, 207, 208, 218 and 30. U.S. Routes 1 and 301 are north/south routes that connect the Region
with Washington D.C. and Richmond, VA and Baltimore, MD and Richmond, VA respectively. U.S. 17
serves as an east/west arterial road that connects the region with Northwestern Virginia and Southeastern
Virginia.
Many of the Region’s primary roads are highly congested, especially in the metropolitan area, due to ever
expanding commercial development along the roadways, coupled with being the primary points of access
to I-95 and the residential areas of the Region.
Secondary System
The Region has a 2,663 mile network of secondary roads, these are the 600 and above series roads.
Examples of Secondary Roads include Garrisonville Rd. Harrison Rd., Leavells Rd. Deacon Rd., etc. These
roads serve the purpose of providing access to the interstate and primary systems from the remainder of
the Region. Portions of the secondary system also have direct access to I-95, such as Routes 610
(Garrisonville Rd.), 630 (Courthouse Rd.), 606 (Morris/Mudd Tavern Rd.) and 639 (Ladysmith Rd.).
Route 610 (Garrisonville Road) is one of the busiest interchanges and corridors in the Region. This corridor
is Stafford County’s commercial/retail center, and has intensive residential development around the
corridor that uses it as its primary access and is one of the primary access points (Onville Road) to the
western side of Marine Corps Base Quantico.
The secondary system as a whole is generally seeing significant residential development with pockets of
commercial development along it; this contributes to the overall traffic congestion and is turning once
quiet, rural roads into busy suburban thoroughfares. Caroline and King George Counties are on the verge
of experiencing the same population explosion as the urbanized area, which will ultimately create similar
transportation issues if the counties do not plan proactively.
Bridges
In addition to pavement, the GW Region has 516 bridges and culverts that are maintained annually or
replaced by VDOT once they have met there service life. Just like road maintenance and improvements,
bridges and culverts use a considerable amount of VDOT’s funding allocation each year. VDOT has a target
to have no more than 8.0% of its bridges and culverts considered structurally deficient. A structurally
deficient bridge or culvert does not imply that it is likely to collapse or is unsafe. It means that there are
elements of the facility that need to be monitored and/or repaired. The 2007 and 2008 performance just
missed the target, as 8.4% of structures were structurally deficient in both years. The anticipated design
life of a bridge is approximately 50 years. While technology may increase the lifespan of bridges, it is
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anticipated that in the next 20 years the percentage of structures 50 years or older will double from 34%
to 71%. This suggests the need for a greater investment in the maintenance of structures to meet the
desired performance target. On the following page, Table 5.2, below, shows the number of bridges,
sufficient bridges, rehabilitation bridges and replacement bridges by county in the GW Region.
Table 5.2
GW Region Bridges
Number of Bridges

Sufficient

Rehabilitation

Replacement

Caroline County

147

106

29

12

City of Fredericksburg

25

15

7

3

King George County

45

34

11

0

Spotsylvania County

167

124

33

10

Stafford County

132

81

42

9

Total:

516

360

122

34

Source: Virginia Department of Transportation

5.2.3

Public Transportation/Transportation Demand Management (TDM)

Three entities are currently involved in the provision of public transportation service in the George
Washington (GW) Region. These are: Fredericksburg Regional Transit (FRED), which provides all local
transit service, the Potomac, and Rappahannock Transportation Commission (PRTC), which co-manages
Virginia Railway Express (VRE) commuter rail service, and VRE, which operates the commuter rail service.
Map 10 on the following page shows the existing transit/TDM system in the George Washington Region.
Fredericksburg Regional Transit
Fredericksburg Regional Transit (FRED) provides local transit service in
the GW Region. FRED operates 18 local routes throughout the Region
that are designed to provide a basic level of mobility. Six routes
operate primarily within the city of Fredericksburg; six routes operate
in Stafford County; four routes operate in Spotsylvania County and
two operate in Caroline County. King George County discontinued
FRED service at the end of June 2012. FRED also operates the “FRED
Express” routes in Fredericksburg that are designed primarily to serve
University of Mary Washington University (UMW) students. FRED also

FRED Bus
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provides two VRE shuttles that run from the commuter lots on Route 3 to the Fredericksburg VRE Station
and one from the residential area on Cowan Blvd. to the Fredericksburg VRE Station.
FRED is a department of the City of Fredericksburg, and FRED’s Director of Public Transit reports to the City
Manager. The city owns all FRED facilities and equipment, and all FRED employees are city employees.
Services outside of the city and for UMW are operated through annual budget agreements with the
counties and the University, with those entities funding the net cost of service.
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Although FRED operates all services, the decision-making process for service provision is decentralized. The
City of Fredericksburg, through FRED, determines the services that are provided in the city, the counties
determine the services provided in their areas, and UMW determines the services that are provided to the
university. The working relationships between the city, the counties and the University are considered by
most to be very good.
FRED’s ridership numbers are continuing to grow (up 109% from 2003 to 2012) as its service expands.
Please refer to Table 5.3 below, for yearly ridership figures from 2003 through 2011.
Table 5.3
FRED Yearly Ridership Figures (2003-2011)
2003
257,611

2004

2005

2006

2007

2008

2009

2010

2011

282,771

306,304

354,362

367,999

513,150

543,315

507,361

538,200

Source: FREDericksburg Regional Transit

Potomac and Rappahannock Transportation Commission
The Potomac and Rappahannock Transportation Commission (PRTC), through a partnership with the
Northern Virginia Transportation Commission (NVTC), manages Virginia Railway Express (VRE) service
between Fredericksburg and Washington, D.C. PRTC also provide express bus service outside of the George
Washington Region between Prince William County and Washington, D.C., as well as local flex-route bus
service in Prince William County, Manassas and Manassas Park. PRTC is also actively involved in
transportation planning, ride matching, capital project management, policy analysis and regional
coordination, although outside of the George Washington Region.
PRTC is a transportation district created by the Virginia “Transportation District Act of 1964” and
represents the City of Fredericksburg, Stafford and Spotsylvania Counties, as well as Prince William County,
Manassas, and Manassas Park. The major benefits for Fredericksburg, Stafford and Spotsylvania County of
PRTC membership are VRE service and the ability to levy the 2.1% sales tax on motor fuels within their
jurisdictions. Fredericksburg uses the sales tax revenues to fund FRED, for its VRE assessment (see below)
and for a variety of roadway projects. Stafford and Spotsylvania County also use these funds for VRE and
FRED assessments and for roadway projects.
PRTC is governed by a board of 17 commissioners, as shown below:



Fredericksburg – 1
Stafford County – 2
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Prince William County – 6
Manassas – 1
Manassas Park – 1
General Assembly – 3, (1 Senator, and 2 Delegates)
Virginia Department of Rail and Public Transportation (VDRPT) – 1
Spotsylvania County – 2, Spotsylvania Co. joined VRE on February 15, 2010.

Most of PRTC’s board members represent jurisdictions in the Metro-Washington area, which is where
PRTC provides service. While local service in Fredericksburg, Stafford and Spotsylvania County is provided
by FRED, PRTC could also provide service in these areas, if those jurisdictions choose for PRTC to do so.
Virginia Railway Express
The Virginia Railway Express (VRE) operates commuter rail service between Fredericksburg and
Washington, D.C. (as well as a second line entirely outside of the George Washington Region between
Manassas and Washington). This service is provided through a joint venture of PRTC and the Northern
Virginia Transportation Commission (NVTC), and is managed by the two commissions. VRE’s Operations
Board is comprised of three commissioners who represent PRTC, three who represent NVTD, and one who
represents VDRPT. Arlington and Alexandria contributes funding, but are not represented on VRE’s board.
Please refer to Figure 5.5 on the following page for a VRE System Map.
Service is provided to three stations in the GW Region:
1.
2.
3.

Downtown Fredericksburg,
Leeland Road, and
Brooke Road (the latter two are located in Stafford County).
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Figure 5.5
VRE System Map

Spotsylvania County joined VRE in February 2010 and is currently designing and will be constructing a
station with 1,000 parking spaces that will be operational by the end of 2013. Table 5.4, on the following
page, lists the existing VRE stations and the number of parking spaces provided at each. In FY2012, 14
trains per-day provided service in the morning and evening with an average of 10,280 riders’ per-day and
2,570,000 passengers per-year on the Fredericksburg Line. A limited service agreement with AMTRAK
increases available VRE capacity and extends operating times by allowing riders using specific types of VRE
tickets to ride selected AMTRAK trains. Another VRE program through Commuter Connections provides a
free ride home in the event of a midday emergency or unscheduled overtime.
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Table 5.4
Existing VRE Stations and Parking Facilities
Station

City of Fredericksburg

Parking Locations

Number of Spaces

Lot a – Lafayette Blvd.

23

Lot B* - Caroline St.

108

Lot C** - Princess Anne St.

30

Lot D** - Princess Anne St.

19

Lot E – Lafayette Blvd.

40

Lot G – Prince Edward St.

250

Lot H – Prince Edward St.

127

Brooke Station

499

Leeland Station

827

Stafford County
Total

1,923

Source: Virginia Railway Express

Commuter Bus Service
Commuter bus service is provided by four private bus companies from the GW Region area to multiple
commuter destinations to the north, outside of the region. These Bus Companies Martz Group Virginia,
Quick’s Bus Company, LW Transportation and Warrior Transit, provide service from commuter lots in
Spotsylvania and Stafford Counties to popular commuter destinations such as the Pentagon, Crystal City,
Fort Belvoir, Navy Yard, Mark Center and Washington, D.C.
Rail Transportation
The East Coast mainline rail corridor, running 66 miles through the GW Region, is the primary north-south
freight corridor on the East Coast. CSX owns the track and operates approximately 25 to 30 freight trains a
day in both directions along this corridor. In addition, AMTRAK operates intercity passenger service with 18
trains per day passing through the GW Region.
The U.S. Department of Transportation (USDOT), in 1992, designated five high-speed rail corridors across
the country for study. From feasibility studies initially performed to examine these corridors the Southeast
High Speed Rail Corridor (SEHSR) emerged as the most economically viable. The proposed high-speed rail
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corridor will connect Washington, D.C. with Charlotte, North Carolina and eventually provide service to
South Carolina, Georgia and Florida. The feasibility studies examined such issues as environmental and
engineering constraints, line capacities, train performance, demand modeling and ridership revenue
projections, commercial feasibility, economic impact and transportation benefits analysis, and benefit cost
and risk analysis.
The Virginia Department of Rail and Public Transportation (VDRPT), together with the North Carolina
Department of Transportation Rail Division is currently preparing Tier II Environmental Impact Statements
(EIS) for segments of the SEHSR corridor, which will consider a full range of environmental issues, both
natural and man-made, for overall regional implications of the program and modal alternatives. The Tier II
studies will also address specific alignments of the corridor, as well as specific station locations. It is logical
that the Fredericksburg station could be a stop along this proposed high-speed corridor. The Richmond,
VA to Raleigh, NC preferred rail location was completed in April 2012 and presented to the Federal
Railroad Administration (FRA) for approval. The report showed the project corridor divided into 26 sections
with three alternatives in each section that included highway improvements. A recommendation was
included for each section. The final Tier II EIS was expected to be completed by the end of 2012. The
Record of Decision is expected in the fall of 2013 and right of way acquisition and permitting can then
begin. The goal for passenger service to begin is between 2018 and 2022 over the preferred route, as
identified by the SEHSR Corridor Tier I EIS from Washington DC to Charlotte, NC, dependent upon funding
availability.
Transportation Demand Management (Ridesharing and Vanpools)
GWRideConnect is the Transportation Demand Management (TDM) Agency that serves the George
Washington Region. GWRideConnect promotes ridesharing and transportation demand management
techniques to assist persons seeking transportation options to their workplaces and other destinations. It
is the goal of the program to promote, plan and establish transportation alternatives to the use of the
single occupant vehicle, improving air quality, reducing congestion and improving the overall quality of life
for the citizens of the region. The GWRideConnect program assists in the creation of new commuter pools
(cars, vans, and buses) and works toward keeping these pools successfully operating. The program utilizes
a very effective website with information for persons interested in the benefits, services and options of
mass transportation. In addition GWRideConnect distributes match letters and packets containing
commuter information to all clients and agencies throughout the region.
The program has grown and evolved over the years to provide a wide range of TDM programs in addition
to ride matching. GWRideConnect annually conducts the following work elements to achieve the Goals,
Objectives and Strategies set forth in the program's Long Range Transportation Demand Management
Plan.
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The basic work elements performed consist of the following:














Free ride share matching program that provides transit solutions/alternatives to driving alone
in the region.
Follow up assistance to all new GWRideConnect clients to track placement and provide
additional assistance.
Facilitate the formation of vanpools and maintain the existing vanpool fleet.
Operate the Advantage self-insurance program for vanpools.
Provide financial assistance for vans in danger of ceasing operation through the Van Save
program.
Provide financial assistance to new vanpools through the Van Start Program.
Assist vanpools with the Federal Government’s Transit Benefit Subsidy Program.
Facilitate the formation of carpools & provide support.
Assist clients with VRE /Amtrak/METRO and help market the programs.
Assist FRED transit by serving on the Public Transit Advisory Board (PTAB) and continue to sell
fare media.
Promote and assist private commuter buses in the region, to maintain existing routes and
expand future routes.
Work with VDOT, FAMPO and local governments to establish commuter parking lots and lease
commuter parking spaces from private property owners.
Promote teleworking.
o Reduce annual gasoline consumption and motor vehicle emissions.
o Advertise and promote the GWRideConnect program.
o Engage local businesses in establishing TDM techniques at their workplaces.

Please refer to Tables 5.5, below, and 5.6, on the following page, for GWRideConnect Statistics and a listing
of the GW Region’s Park & Ride Lots and their current utilization.
Table 5.5
GWRideConnect Statistics (2012)
Total

Number of Vehicles

Rideshare Applicants

3,013

N/A

Carpools Registered

130

260

7,862,400

Vanpools Registered

396

4,752

143,700.480

Private Commuter Bus Runs

26

910

27,518,400

3,565

5,922

179,081,250

Total:

Vehicle Miles Traveled

Source: GWRideConnect 2012
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Table 5.6
GW Region Park and Ride Lots
Locality

Location

Number of Spaces

Utilization

Caroline

Route 658 (Carmel Church

40

23%

King George

Route 301 (Harry Nice Bridge)

40

53%

Route 3 (Salem Church Rd.)

672

84%

Route 3/627 (Gordon Rd.)

602

73%

Route 208 (Courthouse Rd.)

805

60% (+)

Route 17 (Warrenton Rd.)

1024

62% (+)

Route 610 (Staffordboro Rd.)

871

103%

Route 610/684 (Mine Rd.)

740

99%

Route 630 (Courthouse Rd.)

534

90%

Spotsylvania

Stafford

Total:

5,328

Source: GWRideConnect 2012

5.2.4

Bicycle and Pedestrian Network

The GW Region is continuing to grow and develop bicycle and pedestrian networks throughout the area.
Several localities have adopted bike/pedestrian plans as part of their Comprehensive plans (City of
Fredericksburg and Spotsylvania Trailways Master Plan) and when new road projects are being constructed
bike/pedestrian accommodations are being included. The City of Fredericksburg, which is the urban center
of the Region, has a comprehensive network of sidewalks and is beginning to develop an off-road urban
trail system. The Counties that make up the GW Region are less densely developed and therefore, until
recently, not much emphasis has been placed on accommodating bicyclists and pedestrians in the
development that has taken place over the past 25 years. In recent years there has been an increased
interest in developing bicycle and pedestrian facilities. A few recent roadway projects have incorporated
bike/pedestrian facilities into their design, and planned residential and commercial developments are
incorporating shared-use trails as well as sidewalks into their site plans. While these facilities are
beneficial to the residents of the subdivision or consumers at the commercial development, the trails often
end at the physical boundaries of the subdivisions/commercial areas and offer no connectivity to adjoining
areas such as other subdivisions, commercial or public areas.
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Bicycle Facilities
There are approximately 3 miles of on road bicycle
facilities (excluding paved shoulders) and approximately 9
miles of public shared-use paths found in the region.
These facilities are generally located in the Region’s
urbanized area (City of Fredericksburg, Stafford County
and northeastern Spotsylvania County). The rural areas of
the Region have no dedicated bicycle facilities with the
exception of the Town of Bowling Green; which has
sidewalks throughout the town and a dedicated bicycle
lane on West Broaddus Avenue, and King George County
has limited sidewalks in the Courthouse area on the north
Fredericksburg Canal Path
side of Route 3. There are also discontinuous sidewalks in
the commercial area of Dahlgren. There are a small number of roads in the Region that contain “share the
road” signs along them and “sharrows” have been installed on streets in the City. Most of the “share the
road” signs have been installed along roads designated as Interstate Bike Route 1 route.
Pedestrian Facilities
Again, with the exception of the City of Fredericksburg,
the pedestrian accommodations in the George
Washington Region are limited. The City of Fredericksburg
has a complete network of sidewalks throughout the City.
Sidewalks in the remainder of the urbanized area are
scattered in various neighborhoods and are not
continuous. Areas of North Stafford County (Garrisonville
Rd. area) and Southern Stafford County (Chatham
Heights) have a small sidewalk network present; areas of
Spotsylvania County (Leavells Road, Spotsylvania
Courthouse Area) have sidewalks present as well as the
Courthouse Area of King George County, Dahlgren and the
Town of Bowling Green in Caroline County.
Many subdivisions that are currently being built or that
have been built in the past 10-15 years in the region have
sidewalks incorporated into them, but a large number of
them do not connect to anything outside of the
subdivision. Numerous commercial areas in the region
have sidewalks in place at their respective locations, but
rarely do they connect to adjacent establishments.

Spotsylvania Courthouse Sidewalk Project

Leeland Station Subdivision
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Nature and Recreational Trails
There are numerous nature and recreational trails that serve recreational purposes found throughout the
George Washington Region. Most of these facilities are found in the various municipally maintained parks
in the Region, as well as the two state parks (Lake Anna State Park and Caledon State Park) and in the
Fredericksburg and Spotsylvania National Military Park, operated by the U.S. Parks Service. Widewater
State Park, which will be located on the western shore of the Potomac River in Northern Stafford County, is
in the early planning stages right now. There well over 125 miles of recreational trails found in the various
state, federal and local parks throughout the Region, and the National Military Park alone draws over
500,000 visitors a year, providing a substantial boost to the region’s visitor industries.
Virginia Central Railway Trail
The Virginia Central Railway (VCR) Corridor is an
abandoned railway from the Civil War era that runs from
downtown Fredericksburg to the Town of Orange in
Orange County. This corridor has great potential to serve
as a primary of “trunk line” that would connect numerous
residential areas, schools, and commercial destinations,
historical and cultural resources in Spotsylvania County
with Downtown Fredericksburg. There is a 1.9 mile
section of this corridor developed into a shared-use path
(between Salem Church and Gordon Rd.) in Spotsylvania
VCR Corridor
County, however residential development in Spotsylvania
County has been built very close or sometimes over the original alignment of the trail. The City of
Fredericksburg has already begun efforts to develop the segment of the VCR corridor that lies within the
City into a shared-use trail. The City is planning to begin construction of the trail from I-95 to downtown
Fredericksburg in 2013.
In 2011, Spotsylvania County adopted a countywide Trailways Master Plan as a part of an effort to
maintain and improve quality of life. The Trailways Master Plan identifies a number of important corridors
countywide. Among them is a trailway along the 17 mile section of the historic Virginia Central Railway
(VCR) line between Fredericksburg and Orange County.
Since Spotsylvania County continues to experience growth in many locations countywide, a primary goal of
the plan is to protect and preserve future trailway corridors before their continuity is threatened by
development. The County’s first step in meeting this goal was by teaming with FAMPO and contracting
with Kimley Horn and Associates, Inc to complete a VCR Trail concept plan with the preferred trail
alignment concept, Trail Design Guidelines and General Standards, and cost estimates for completing the
project in phases. The plan was completed in 2012.
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5.2.5

Freight Movement

The George Washington Region is home to several major freight generators that depend on a safe and
efficient transportation system for the movement of goods within and beyond the region. Identifying the
location of these generators will help isolate potential transportation issues that need to be addressed.
Below is a list of the major freight generators identified in the region.
Caroline County
Milford Industrial Park








Georgia-Pacific Gypsum Corporation
American Stone Virginia LLC,
Hoover Treated Wood Products
Quarles Petroleum
Sauder Wood Products Inc.
Williamsburg Millwork Corporation
Fort AP Hill

Fredericksburg






Christian Relief Services (distribution center)
Central Transport
WC Spratt Inc.
Insteel Wire Products
Northeast Foods Inc.

King George County





American Glass (King George County Industrial Park)
Duffield Hauling Inc.
Northern Neck Transfer Inc.
Dahlgren Naval Surface Warfare Center

Spotsylvania County






General Products Company Inc.
Motion Control Industries Inc.
Printpack Inc.
CVS Caremark Distribution Center
United Parcel Service
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Cargo Freight Logistics
E. F. Thompson Inc.
Wilson Seay Trucking
Fairchild Trucking
Unidentified businesses (Crossroads Business Park)

Stafford County









Estes Express
Wilson Trucking
Southeastern Freight
Consolidated Freightways
Federal Express (collection center)
United Parcel Service
McLane Mid-Atlantic
Marine Corps Base Quantico

Figures 5.6, below, and 5.7, on the following page illustrated the location of freight generators in the
region based, on matching business locations with North American Industry Classification System (NAICS)
data. As shown in the figures, the largest concentrations of both freight origins and destinations are
located in Fredericksburg, a major rail and freight hub in the region. Significant concentrations of freight
origins and destinations are also located in Caroline County in the vicinity of the Milford Industrial Park
(intersection of US 301 and SR 2) and in Stafford County along US 17.
Figure 5.6
Regional Freight Origins
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Figure 5.7
Regional Freight Destinations

Types of Commodities
A variety of commodities are transported into the region and shipped from the area to far reaching
destinations. The top 10 commodities by tonnage and value are listed in Table 5.6a, on the following page,
and Table 5.6b, on the page 101. The percentages represent the share among all commodities. Broken
stone or riprap is the predominate commodity with an origin or destination within the region by tonnage.
Warehouse & Distribution Center commodities transported from and to the region top the list by value
shown below in Table 5.7a, on page 102, and Table 5.7b on page 103.
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Table 5.6a
Freight Tons by Commodity Originating in the GW Region (2004)
Rank

Commodity

Tons

Percent

1

Broken Stone or Riprap

3,314,186

35%

2

Gravel or Stone

1,206,349

13%

3

Warehouse & Distribution Center

712,106

7%

4

Rail Intermodal Drayage

623,614

7%

5

Primary Forest Materials

593,770

6%

6

Nonmetal Minerals, Processed

494,967

5%

7

Ready-mix Concrete, Wet

448,668

5%

8

Concrete Products

328,513

3%

9

Motor Vehicle Parts or Accessories

268,086

3%

10

Asphalt Paving Blocks or Mix

161,770

2%

3,361,494

85%

Total
Source: Transearch 2004
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Table 5.6b
Freight Tons by Commodity Destined for the GW Region (2004)
Rank

Commodity

Tons

Percent

1

Broken Stone or Riprap

1,560,659

31%

2

Warehouse & Distribution Center

1,071,164

21%

3

Gravel or Sand

637,960

13%

4

Rail Intermodal Drayage

259,659

5%

5

Primary Forest Materials

215,490

4%

6

Ready-mix Concrete, Wet

104,823

2%

7

Asphalt Paving Blocks Or Mix

62,111

2%

8

Petroleum Refining Products

58,441

1%

9

Clay Ceramic Or Refract Minerals

58,441

1%

10

Lumber Or Dimension Stock

56,151

1%

4,130,586

83%

Total SPACING PROBLEM
Source: Transearch 2004

101

Table 5.7a
Freight Value by Commodity Originating in the GW Region (2004)
Rank

Commodity

Value ($Million)

Percent

1

Warehouse and Distribution Center

4,625

34%

2

Rail Intermodal Drayage

4,050

29%

3

Motor Vehicle Parts or Accessories

2,704

20%

4

Nonmetal Minerals, Processed

244

2%

5

Misc Electronic Components

215

2%

6

Millwork or Cabinetwork

137

1%

7

Misc. Pottery Products

109

1%

8

Electrometallurgical Products

99

1%

9

Fabricated Metal Products

95

1%

10

Misc. Field Crops

83

1%

3,686

90%

Total
Source: Transearch 2004
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Table 5.7b
Freight Value by Commodity Destined for the GW Region (2004)
Rank

Commodity

Value ($Million)

Percent

1

Warehouse and Distribution Center

6,957

64%

2

Rail Intermodal Drayage

1,686

15%

3

Motor Vehicle Parts or Accessories

325

3%

4

Misc Electronic Components

139

1%

5

Men’s and Boy’s Clothing

64

1%

6

Biscuits, Crackers or Pretzels

63

1%

7

Mech. Measuring or Control Equipment

61

1%

8

Leather Clothing

59

1%

9

Gloves, Mittens or Linings

48

0%

10

Women’s or Children’s Clothing

46

0%

9,447

86%

Total
Source: Transearch 2004

Freight by Mode
Based on data from TRANSEARCH, nearly all freight transported from and to the George Washington
region is by truck. Less than one percent of freight is transported by rail or other modes. While there is a
major CSX rail line that crosses the region, most of the tonnage is traveling through the region.
The TRANSEARCH data does indicate that in 2004 just over 4,000 tons of freight was exported from the
region and nearly 40,000 tons were imported into the region by rail. Of the tonnage of freight exported by
rail, 51 percent is related to primary iron or steel products and 38 percent is related to petroleum refining
products. Lumber or dimension stock is the dominant tonnage of freight exported by rail (42 percent),
followed by paper (19 percent) and miscellaneous wood products (9 percent).
Major Freight Routes
FHWA has truck volume estimates and projections on several major routes within the George Washington
region. As listed in Table 5.8, on the following page, I-95 is the most heavily used route in the region. In
2007, annual average daily truck trips (AADTT) along I-95 ranged from roughly 14,000 within much of
Caroline County to nearly 22,000 near Fredericksburg. The next highest AADTT volumes can be found on
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US 17, SR 3, SR 208, US301 and SR30. AADTT volumes along these corridors ranged from nearly 5,700 on
portions of US 17 to roughly 1,500 along portions of SR 30. Annual average daily truck traffic for 2007 is
illustrated in Figure 5.8, on page 106.
By 2040, AADTT is projected to increase for all of the corridors listed in Table 1. AADTT on I-95 is projected
to range from roughly 24,000 to 38,000, depending on the segment. All segments of I-95 will experience a
projected increase of roughly 70 percent in AADTT. The largest projected percentage increase is for US 17
between US 301 and Essex County. This segment of US 17 is projected to increase by nearly 300%,
although the absolute increase is relatively small (increase of roughly 1,300 AADTT) compared to other,
more heavily traveled corridors (such as I-95). Annual average daily truck traffic projected for 2040 is
illustrated in Figure 5.9, on page 107.
Table 5.8
Truck Volumes by Major Routes
Route

Segment

2007 AADTT

2040 AADTT

Percent Change

I-95

Prince William County to SR 610

14,953

25,703

72%

I-95

SR 610 to US 17

16,732

29,003

73%

I-95

US 17 to SR 3

21,834

37,754

73%

I-95

SR 3 to US 1

16,443

28,311

72%

I-95

US 1 to SR 606

14,602

25,031

71%

I-95

SR 606 to SR 207

14,258

24,408

71%

I-95

SR 207 to Hanover County

15,452

26,350

71%

SR 2

US 17 to SR 606

254

457

80%

SR 2

SR 606 to SR 207

300

539

80%

SR 205

SR 3 to US 301

741

1,218

64%

SR 205

US 301 to Westmoreland County

385

692

80%

SR 206

SR 3 to US 301

828

1,495

81%

SR 207

US 1 to I-95

1,200

2,159

80%

SR 207

I-95 to SR 2

1,301

2,286

76%

SR 208

Louisa County to SR 606

304

540

78%

SR 208

SR 606 to US 1

1,589

2,851

79%

Orange County to I-95

2,386

4,107

72%

SR 3
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SR 3

I-95 to US 1

5,067

8,865

75%

SR 3

US 1 to US 1 Bus

2,951

5,215

77%

SR 3

US 1 Bus to US 17 Bus

2,856

5,044

77%

SR 3

US 17 Bus to SR 3

2,615

4,586

75%

SR 3

SR 3 to SR 206

1,673

2,891

73%

SR 3

SR 206 to SR 205

758

1,238

63%

SR 3

SR 205 to US 301

370

656

77%

SR 3

US 301 to Westmoreland County

262

445

70%

SR 3

US 1 Bus to SR 3

955

1,718

80%

SR 30

Hanover County to US 301

1,544

2,752

78%

SR 30

US 301 to King William County

872

1,529

75%

SR 606

SR 208 to SR 2

1,064

1,919

80%

SR 610

SR 684 to I-95

1,064

1,827

72%

SR 684

End to SR 610

1,064

1,915

80%

US 1

Prince William County to US 17 Bus

575

1,034

80%

US 1

US 17 Bus to US 1 Bus

647

1,135

75%

US 1

US 1 Bus to SR 3

690

1,241

80%

US 1

SR 3 to SR 208

982

1,748

78%

US 1

SR 208 to US 17

1,079

1,914

77%

US 1

US 17 to SR 606

1,064

1,915

80%

US 1

SR 606 to SR 207

1,200

2,159

80%

US 1

SR 207 to Hanover County

645

1,160

80%

US 1 Bus

US 1 to US 17 Bus

846

1,493

76%

US 1 Bus

US 1 to SR 3

955

1,718

80%

5,685

9,802

72%

US 17

Fauquier County to I-95

US 17

US 1 to SR 2

946

1,658

75%

US 17

SR 2 to US 301

405

679

68%

US 17

US 301 to Essex County

437

1,702

289%
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US 17 Bus

I-95 to US 1

1,064

1,886

77%

US 17 Bus

US 1 Bus to SR 3

141

224

59%

US 17 Bus

SR 3 to US 17

247

440

78%

US 301

Potomac River to SR 206

1,511

2,775

84%

US 301

SR 206 to SR 205

1,566

2,871

83%

US 301

SR 205 to SR 3

1,535

2,795

82%

US 301

SR 3 to US 17

1,408

2,583

83%

US 301

US 17 to US 301 Bus

950

1,643

73%

US 301

US 301 Bus to US 301 Bus

1,073

1,918

79%

US 301

US 301 Bus to SR 30

385

680

77%

US 301

SR 30 to Hanover County

311

559

80%

US 301 Bus

SR 207 to US 301

163

293

80%

US 301 Bus

US 301 to SR 207

1,477

2,603

76%

181

292

61%

US 522

Orange County to Louisa County

Source: FHWA: Freight Analysis Framework, 2010

Figure 5.8
2007 Truck Annual Average Daily Traffic (AADT)
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Figure 5.9
Projected 2040 Truck Annual Average Daily Traffic (AADT)

5.2.6

Aviation

There are two airports located in the GW Region that provide general aviation service. The Stafford
Regional Airport located in Stafford County, west of I-95, 46 miles south of Washington, DC and 65 miles
North of Richmond, VA., and Shannon Airport, located in Spotsylvania County, on Tidewater Trail (Rt. 2), 65
miles South of Washington, DC and 58 miles North of Richmond, VA. No commercial airline service is
provided within the Region. This section of the plan will focus on these aviation facilities and the current
condition and type of facilities at each of these airports. Finally, this section will also describe each
airport’s role within the national, state and local transportation systems.
As shown in Figure 5.10, on the following page, there are a total of 66 airports in the state of Virginia. Of
these nine are commercial service airports, eight are designated reliever airports, 18 are regional general
aviation airports, 17 are community general aviation airports and 14 are local service airports.
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Figure 5.10
Virginia Public Use Airports

Stafford Regional Airport
The Stafford Regional Airport is a public-use airport
owned and operated by the Stafford Airport
Authority. The Stafford Airport Authority is
composed of representatives from Stafford and
Prince William counties and the City of
Fredericksburg. The Stafford Regional Airport does
not have air carrier service. As a result, its
operations consist primarily of general aviation and
military activities. According to information collected
from the Stafford Regional Airport Manager, the
Stafford Airport
Airport had approximately 26,000 annual operations
in 2010. According to the Federal Aviation Administration’s Terminal Area Forecasts (TAF), future
projections of aircraft activity at Stafford Regional Airport reflect a constant level of aircraft activity with
approximately 20,000 annual operations per year through 2030. It should be noted that the primary type
of aircraft using the Airport are itinerant aircraft, those originating from another airport and utilizing the
facilities at Stafford.
The 550-acre airport facility is also a host to 64 based aircraft, including 48 single engine piston, four multi
engine piston and 12 helicopters. While there are no based jet aircraft at the airport, several
business/corporate jets utilize the facilities on a frequent basis. Facilities at the airport include an asphalt
runway (RW 15-33) which is 5,000’ in length by 100’ wide. RW 15-33 can accommodate 75,000 annual
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operations including corporate jets, with gross weight up to 70,000 pounds and a wing span up to 80 feet.
RW 15-33 is equipped with a 4 bar Precision Approach Path Indicator (PAPI) and Runway End Identifier
Lights (REIL). RW 15-33 is also equipped with an Instrument Landing System (ILS) which supports low
visibility conditions. Other navigational aids include a wind indicator (wind sock) and segmented circle to
identify the traffic pattern at the Airport.
The Stafford Airport is not equipped with a control tower, but has a Common Traffic Advisory Frequency
(CTAF) (122.725) for pilots to communicate during approach, landing or takeoff. The Flight Service Station
(FSS) for this airport is the Leesburg Flight Service Station and the associated Air Route Traffic Control
Center (ARTCC) is Washington Center. Table 5.9, below, provides an overview of the Stafford Regional
Airport.
Table 5.9
Overview of the Stafford Regional Airport
Type of Airport

Reliever

No. of Runways

1 (RW 15-33)

Runway Dimensions
Approach

5000’x100’
ILS

Annual Operations

26,000

Local

6,760

Itinerant

17,420

Military

1,820

Base Aircraft

64

Single Engine

48

Multi Engines

4

Jet

0

Helicopter

12
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Several businesses are located at the Stafford Regional Airport. These include Stafford Regional Airport
Fixed Based Operator (FBO) and Hertz rental car. The Stafford Regional Airport Authority is the FBO that
offers a variety of services to recreational pilots landing or departing from Stafford Regional Airport. The
FBO offers Jet A and 100LL (Avgas) fuel for sale, weather and flight planning, conference room, pilot’s
lounge, coordination for catering, limousine service, coffee and ice. Hertz rental car provides rental car
service to pilots and passengers. Several hotels and restaurants are also a short driving distance from the
airport. In addition, the airport offers activities such as emergency medical aviation services, law
enforcement, public charter and recreational flying activities. The airport also serves as a staging area for
community events.
The Stafford Regional Airport has a six year Airport Capital Improvement Program (ACIP) identifying the
proposed improvements needed at the airport over the short-term. Significant projects in the airport’s
ACIP include: the construction of a new 9,800 SF terminal building, four new 5,000 SF corporate hangars
and a 1,000’ runway extension to Runway 15-33. In addition to these improvements, the ACIP includes the
extension of primary apron to provide additional aircraft tie down positions as well as the acquisition of
land to control the runway protection zones for each runway. An additional 25 acres of rough-graded
finished lots are available for lease, development of individual, corporate and T-hangar aircraft storage
buildings and other aviation related business facilities.
Shannon Airport
Shannon Airport is a privately owned, public-use
airport owned and operated by Aire Shannon,
Inc. The airport’s operations consist of local
general aviation and military activities. According
to the FAA’s Terminal Area Forecasts, Shannon
Airport had approximately 30,000 operations in
2010. In addition, the airport is home to 159
based aircraft. These include 146 single engine
piston, ten multi engine piston and three
helicopters.

Shannon Airport

Shannon Airport has two operating runways, Runway 6-24 and Runway 15-33. Runway 6-24 is an asphalt
paved runway which measures 2,999’ in length by 100’ in width. RW 6-24 is equipped with a non-precision
RNAV/GPS approach. Runway 15-33 is a turf runway which measures 1,500’ in length by 150’ in width.
Runway 15-33 is used primarily during high crosswind conditions and for flight training. Runways 6-24 and
15-33 have basic (visual) approaches. Shannon Airport is also equipped with a concrete helipad, which
measures 10’ by 10’. Navigational aids at the Airport include a Visual Approach Path Indicator (VASI) for
RW 6-24. Both runways are equipped with an illuminated wind indicator (wind sock).

110

The Shannon Airport is a non-towered airport with a Common Traffic Advisory Frequency (122.8) for pilots
to communicate during approach, landing and takeoff. The FSS associated to the Airport is Leesburg. The
ARTCC is the Washington Center. Table 5.10, below, summarizes the facilities located at Shannon Airport.
Table 5.10
Shannon Airport Facilities
Type of Airport

GA Community

No. of Runways

2 (RW 15-33) (RW06-24)

Runway Dimensions
Approach

RW 13-33: 1500’x150’/ RW06-24:2999’x100’
RW24: GPS RW24:NDB

Annual Operations

30,242

Local

25,768

Itinerant

4,295

Military

179

Base Aircraft

159

Single Engine

146

Multi Engines

10

Jet

0

Helicopter

3

Several businesses including a flight school, two maintenance facilities and an air ambulance service
(Medivac) are located at Shannon. The flight school offers private pilot and instrument training
certifications. The maintenance facilities at Shannon offer air frame repair, general maintenance and
power plant repair. The airport sells both Jet A and 100LL (avgas) fuel. Hangars and tie downs are also
available for rent.
According to the airport manager, Shannon Airport’s ability to expand in the future is limited by the
geography surrounding the airport. A highway is located directly to the north and a railroad directly to the
south. Improvements planned for the Airport in the future include a parallel taxiway for RW 6-24, an
asphalt overlay for the primary aircraft apron and existing taxiway.
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Assessment of Current Aviation Facilities
An assessment of each airport was conducted to determine the likely improvements needed over the longterm. The results of this assessment are shown in Table 5.11, below.
Table 5.11
Assessment of Current Aviation Facilities
Type of Airport

GA Community

No. of Runways

2 (RW 15-33) (RW06-24)

Runway Dimensions
Approach

RW 13-33: 1500’x150’/ RW06-24:2999’x100’
RW24: GPS RW24:NDB

Annual Operations

30,242

Local

25,768

Itinerant

4,295

Military

179

Base Aircraft

159

Single Engine

146

Multi Engines

10

Jet

0

Helicopter

3

Stafford Regional Airport
Overall, the Stafford Regional Airport’s existing facilities are in good condition. The existing terminal
building is outdated and has reached its useful lifespan. Construction of a new terminal building is planned
within the next 24 months. The condition of the runway, taxiway and apron pavements is good. Lighting,
signage, and other navigation aids are also in good condition. The Stafford Regional Airport was rated
Good (5.5), as shown on the following page.
Shannon Airport
Shannon Airport’s facilities are in excellent condition. Both the paved and turf runways are well
maintained and require no significant repair. Navigational aids such as lighting and signage are in good
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condition. The primary aircraft apron was rated fair based on the planned overlay scheduled for the next
24 months. Overall, Shannon Airport was rated Good (5.5), as shown below.
Description

Stafford Regional Airport

Shannon Airport

Pavement (Runway/Taxiway)

●

●

Navigational Aids

●

●

Lighting/Signage

●

●

Terminal Building

■

●

Hangar

●

●

Apron

●

■

Good (5.5)

Good (5.5)

Ranking
Legend:

● = Good


■ = Fair

○ = Poor
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