Aberdeen Comprehensive Plan
Tomorrow Plan

Chapter 5:

Transportation

Planning in advance for thoroughfare development is important for the
community in preparing to meet future travel demands and ensuring safe and
orderly movement of traffic within and through neighborhoods and throughout
the community. In addition to meeting the mobility needs within the community,
it is also important in achieving the community’s economic development
objectives to evaluate ways to improve access to and from the community,
whether by air, rail, bus, or interstate highways. A well‐planned and regularly
maintained transportation system also contributes to the community character
and appearance, as well as to the quality of life for its residents.

T

he transportation system is
made up of a network of
corridors that connect
neighborhoods with
business districts and open spaces.
These corridors define the shape and
development pattern of the
community, as well as the
impression left on tourists and
residents. Although the automobile
is the primary mode of
transportation, with increased
emphasis placed on the varying
needs of residents, thoroughfare
planning must look not only at the
existing roadway network, but also
at alternative modes of
transportation, as well, including
pedestrian and bicycle circulation
and public transportation.
The transportation element of the
Aberdeen Comprehensive Plan
establishes a system to
accommodate local and regional
travel demand through the Year
2020 and beyond. It is closely
coordinated with each of the other
elements of the plan to create a
strong and successful area‐wide
transportation network. As a

reflection of today’s system of travel,
the transportation element will focus
largely upon the street system.
However, it will also place renewed
emphasis upon the ability to travel
throughout the area without an
automobile via walking, bicycling,
and the use of public transportation.
The purpose of this transportation
chapter is to address area‐wide
mobility needs on all levels, from
sidewalks and trails, to local streets
and neighborhood access, to arterial
roadways and highways. The
principal aim of transportation
planning is to ensure safe and
efficient movement of people
and goods. To achieve this end,
this element includes a
Thoroughfare Plan, which is
the long‐term plan for
developing an overall system
of thoroughfares for the City
and its three‐mile planning
area. The plan is to be used as a
guide for securing needed
rights‐of‐way and upgrading
and extending the network of
streets, roads, and highways in
an orderly and timely fashion.
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Key Transportation Issues
In conjunction with the
Comprehensive Plan Advisory
Committee (CPAC), as well as the
input received from over one
hundred citizens who participated
in the community forum, there were
a number of key transportation‐
related issues identified, including
the following:
1.

Improved regional, intra‐ and
inter‐state transportation
mobility – Aberdeen is
historically known as the “Hub
City” by reason of its location at
the center or several railroad
lines radiating outward in all
directions. The community’s
history was also formed, in part,
by its location along the original
Yellowstone Trail (now known
as U.S. 12) stretching from

The historic Yellowstone Trail travels coast to coast along what is now U.S.
Highway 12 through Aberdeen and northern South Dakota.

Plymouth Rock to Puget Sound.
However, with the development
of the national interstate
highway system and the
emergence of the trucking
industry, there became new
interstate highway alignments
and, thus, less reliance on
railroads to transport goods and
services. As a result, the once
relatively prominent
transportation system serving
Aberdeen became less traveled.
The convergence of U.S.
Highways 12 and 281 is,
nevertheless, of vital importance
to the future of this community.
While they are no longer as
significant to the national
transportation system as they
once were, they are the lifelines
to the local and regional
economies. Each makes
important connections to I‐29 to
the east and I‐90 to the south,
providing both national and
international access throughout
the United States, Canada, and
Mexico. Therefore, continued
improvement of these roadways
is of importance for local
travelers, but, more importantly,
for supporting the economic
stability of Aberdeen and the
surrounding rural region. A
possible new alignment tying
Aberdeen to other smaller
communities and connecting to
larger, more populated areas,
such as Sioux Falls, South
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with a curvilinear street pattern,
more cul‐de‐sacs, and looping,
discontinuous collector streets.
While development is occurring
in small phases, mirroring the
community’s housing market, it
must, nevertheless, occur in a
planned manner ensuring
adequate roadway continuity
and integration with the existing
street network.

Dakota and Bismarck, North
Dakota, would offer improved
regional and statewide mobility,
which would greatly benefit
Aberdeen and its economy.
2.

An efficient, safe and,
convenient local transportation
network – The local
transportation system is made
up of a network of roads and
streets, each designed with
varying capacities and functions
to move traffic within and
around the community. Each
street connection contributes to
the efficiency and effectiveness
of the overall system, making
each individual link important.
Therefore, dead‐end streets,
discontinuous roadways, and
those yet to be extended or
improved cause traffic to be
unnecessarily re‐routed onto
other streets that are not
designed to function in this
capacity. Of significance to an
efficient system is the continuity
of the street network.
The continuity of the roadway
network is well defined in the
established areas of the
community by nature of the
section‐line arterial roads and
the grid of collector and local
residential streets. This network
is less defined, however, on the
developing periphery of the
community where newer
subdivisions are being designed

3.

Accessible alternative
transportation modes – A
complete transportation system
includes more than highways
and streets to encompass other
modes, such as air
transportation, bus transport,
rail and freight transport, public
transit, bicycling, and walking.
A combination of these modes,
which collectively form a
complete transportation system,
is needed to adequately support
the widely varying needs of the
community. These
transportation needs range from
children walking to school and
persons using trails for
recreational walking and
jogging; to those who are
dependent upon public transit
for their personal mobility and
those traveling longer distances,
thereby warranting bus or air
travel; to the needs of businesses
who are reliant upon an efficient
and affordable transportation
system to transport clients into
and products and services out of
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the community, region, state,
and country.
The transportation system in
Aberdeen is essential to its long‐
term economic sustainability.
Maintaining and expanding its
commercial air service over time
is a priority to offer a convenient
and affordable travel option to
those visiting the region, such as
hunters and other tourists, as
well as those traveling out of the
community for business or
leisure. Aberdeen Ride Line
offers an invaluable service to
those who are dependent upon
public transportation. The
shuttle to the interstate bus
service (Jefferson Bus Lines) and
its fixed route and door‐to‐door
para‐transit services are often

The design of roadways can have a significant affect on the appearance of
neighborhoods and the character of the community.

times the sole source of
transportation for its users.
Continued support of this
service is, therefore, both
worthwhile and important.
Sidewalks and trails also
contribute to the local
transportation system by
offering safe walking
connections within and between
neighborhoods. Requiring
sidewalks and trail linkages in
new developments and
expanding the existing system
will further enhance the
transportation alternatives in the
community.
4.

Transportation facilities that
are sensitive to the
environment and contribute to
community character – While
transportation facilities are
commonly viewed purely for
their function of moving traffic,
they also contribute significantly
to the form and character of the
community. The extension and
improvement of roadways (and
the availability of utilities)
commonly act as an impetus for
development. They also frame
the areas of future development.
Therefore, transportation
improvements must be closely
coordinated with the
community’s growth plan to
ensure it is consistent with its
growth policies and future
development intentions. The
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alignment of roadways is also
important to ensure that
development occurs in the areas
that are most suitable for it and
is able to adequately preserve
valued natural features and
sensitive lands.
The design of transportation
infrastructure contributes to the
appearance of the community,
whether it involves protection of
the landscape, preservation of
open lands, the use of
landscaped medians for traffic
management, or the design of
bridges, overpasses, and
retaining walls. Therefore, it is
essential for the community to
be cognizant of the visual
impact of its transportation
improvements. Crossings of
Moccasin Creek and Foot Creek,
construction of additional grade‐
separated overpasses, and the
use of medians in appropriate
locations along S.H. 12/Sixth
Street and other arterial
roadways each offer
opportunities for the community
to enhance its character.

Goals and Objectives
The following goals, objectives, and
action recommendations are
designed to address the above
issues, which were identified by
citizens of the community through
their participation in the community
forum.

GOAL 5.1: Regional and statewide
transportation facilities that
provide improved access to the
community
Objective A: Coordinate with other
governmental agencies to
develop a regional, multi‐modal
transportation system.
Action 5.1.1: Actively participate
in regional and statewide
transportation planning
activities to promote funding
of facilities and improvements
that benefit Aberdeen in
Northeast South Dakota.
Action 5.1.2: Coordinate with the
South Dakota Department of
Transportation (SD DOT) to
extend the improvements to
the Eastern Dakota
Expressway to the west of
Aberdeen, thereby improving
the safety and access of traffic
into the community from the
outlying smaller communities
such as Mina, Ipswich, and
Roscoe.
Action 5.1.3: Coordinate with the
County and State to connect
the Eastern Dakota
Expressway with a proposed
new eastern bypass aligned
along Brown County 19, with
appropriate intersection
improvements and routing of
heavy truck traffic.
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The National Scenic
Byways Program is part of
the U.S. Department of
Transportation, Federal
Highway Administration.
The program is a grass‐roots,
collaborative effort
established to help recognize,
preserve, and enhance
selected roads throughout the
United States. Since 1992, the
National Scenic Byways
Program has provided
funding for almost 1,500 state
and nationally designated
byway projects in 48 states.
The U.S. Secretary of
Transportation recognizes
certain roads as All‐American
Roads or National Scenic
Byways based on one or more
archeological, cultural,
historic, natural, recreational,
and scenic qualities.
The definition of ʺscenicʺ
reaches beyond breathtaking
vistas. All of Americaʹs
Byways™ are ʺscenic,ʺ
representing the depth and
breadth of scenery in
America ‐ natural and man‐
made panoramas; electrifying
neon landscapes; ancient and
modern history coming alive;
native arts and culture; and
scenes of friends, families,
and strangers sharing their
stories.

Action 5.1.4: Proactively promote
the widening and
improvement of U.S. Highway
281 north to the North Dakota
line, which extends northward
to I‐94 in Jamestown and
south through Redfield and
Huron to I‐90 west of Mitchell.
Action 5.1.5: Form a coordinating
group consisting of City,
County, Regional Agency, and
State representatives to
explore the potential of
soliciting a state or multi‐state
sponsored feasibility and
preliminary alignment study
of a new interstate facility that
is parallel to I‐94 and
extending from I‐90 in Sioux
Falls to I‐94 in Bismarck,
North Dakota.
Objective B: Promote each of the
area roadways for their historic
and tourism significance.
Action 5.1.6: Distribute
information via the Internet
and community promotional
materials regarding the
ongoing improvement status
of the Eastern Dakota
Expressway and the mobility
benefits it will have for access
to and from Aberdeen.
Action 5.1.7: Actively support
formation of The Yellowstone
Trail Association as a non‐
profit corporation, which will
qualify for funding assistance

upon designation as a
National Scenic Byway and
through other tourism‐related
programs.
Action 5.1.8: Promote the
Yellowstone Trail (U.S.
Highway 12) and the
American Legion Memorial
Highway (U.S. Highway 281)
as scenic and historical trail
alternatives for tourists and
area visitors.
Action 5.1.9: Install historical
markers and other roadway
signage along U.S. Highway
12 and U.S. Highway 281
within the community,
promoting them as highways
of local history.
Action 5.1.10: Form a regional
alliance to actively coordinate
with the state and applicable
railroad companies for re‐
commissioning and use of the
state‐owned railroad right‐of‐
way between Aberdeen
through Britton to the North
Dakota border.
Action 5.1.11: Contribute to and
support The Northern Route
to the Black Hills Association
in their effort to solicit funds
from the South Dakota
Department of Tourism and
State Development and
promote increased spending
on tourism and transportation
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related improvements in the
northern region of the state.
GOAL 5.2: A local transportation
network that allows safe and
efficient movement of people and
goods.
Objective A: Continuously improve
and extend the network of
arterial streets to serve both the
short‐term and long‐range
mobility needs of the community.
Action 5.2.1: Coordinate with the
County to formalize the
alignment of the bypass route
along County Road 19 to the
east, County Road
13/Prairiewood Road (one
mile north of 24th Avenue
NW/Fairgrounds Road) to the
north, and 135th Street (one
mile south of Melgaard Road)
to the south.
Action 5.2.2: Acquire necessary
right‐of‐way for a grade
separated interchange at
County Road 19 and
Milwaukee Avenue NE, which
would also accommodate an
overpass over the railroad.
Action 5.2.3: Plan to acquire
sufficient right‐of‐way and
manage driveway location at
and near the intersection of
S.H. 12/Sixth Avenue SE and
the proposed bypass along
County Road 19 to

accommodate acceleration and
deceleration lanes, yield‐only
turn lanes, and a wide
directional turning median
along both intersecting
roadways.
Action 5.2.4: Secure sufficient
right‐of‐way in advance of
development and concurrent
with any building permit
approvals within the City’s
three‐mile planning area.
Action 5.2.5: Coordinate with the
County to ensure that any new
bridges are designed and
constructed to a standard that
will accommodate a minimum
of five travel lanes with
increased weight limits to
support trucks and over‐sized
equipment.
Action 5.2.6: Acquire right‐of‐
way and extend arterial streets
in adherence with the City’s
growth policies, as provided
in Chapter 8, Growth Policies.
Action 5.2.7: Construct a raised
median within the middle of
Sixth Avenue SE (prior to
build‐out of this section) from
a point at approximately
Centennial Street South
eastward to the City limits
(east of County Road 14) as a
means to control access, with
appropriately spaced (not less
than 660 feet apart) median

The Northern Route to the
Black Hills Association has a
mission statement as follows:
“The Northern Route to the
Black Hills Association, Inc. is
a group of counties,
businesses, communities,
organizations, associations,
and individuals organized to
enhance and promote the
tourism industry as a means
of added economic stimulus.
Its main objective is to
increase tourism in the
Dakotas utilizing the
‘Tourism Triangle’ concept
with travelers originating
from surrounding states and
development of a highline
route to the Black Hills with a
pass‐through route traveling
through remote areas in the
Dakotas.”
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Raised medians offer the benefit of managing access along an arterial or
collector roadway, while also enhancing its visual character.
openings, allowing both left
and right turning movements.
Action 5.2.8: Solicit economic
development grant funds for
that portion of the bypass
from Milwaukee Avenue NE
to the north, which would
directly benefit the access and
movement of trucks and other
industrial park traffic.
Action 5.2.9: Extend Dakota
Street South across Moccasin
Creek to connect to Melgaard
Road to complete this
north/south arterial roadway.
Subsequently acquire
additional right‐of‐way or
street easements to widen the
street from 36 feet to 44 feet.
Action 5.2.10: Amend the design
standards (Article X) of the

Subdivision Regulations to
provide alternative right‐of‐
way and pavement widths,
including classifications for
principal and minor arterial
streets.
Action 5.2.11: Install medians,
pursuant to securing sufficient
right‐of‐way, concurrent with
improvement and/or
extension of each designated
arterial roadway.
Action 5.2.12: Acquire additional
rights‐of‐way at the
intersections of arterial streets
to accommodate a left‐hand
turning median and free‐flow
right‐hand turns as traffic
volumes warrant.
Action 5.2.13: Acquire additional
rights‐of‐way or street
easements along 8th Avenue
NW and 15th Avenue NW to
secure a consistent 44‐foot
pavement width.
Action 5.2.14: Adopt access
management regulations to
restrict the number, location,
and spacing of driveways;
street intersections; medians
and median openings;
marginal access roads; turn
lanes; and acceleration/
deceleration lanes at major
intersections.
Action 5.2.15: Require marginal
access roads and/or cross
access easements along all
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commercial frontage abutting
arterial and collector roads to
minimize the number of
driveways.
Action 5.2.16: Restrict the
number of residential streets
with access to arterial streets
with required marginal access
streets or collector roadways
located no less than 1,320 feet
apart.
Objective B: Provide continuous
collector roadways within and
between neighborhoods and
throughout the community.
Action 5.2.17: Concurrent with
subdivision approval, require
continuous collector roadways
between all section‐line
arterials, aligning with
existing collector roadway
segments.
Action 5.2.18: Construct mid‐
section collector road
crossings of Moccasin Creek
and Foot Creek to provide
system continuity and
improved community
mobility.
Action 5.2.19: Explore the
constructability of extending a
collector roadway south of
NSU from 15th Avenue SE
along the existing easement.
Action 5.2.20: Acquire sufficient
additional rights‐of‐way or
street easements to allow two‐
way traffic and on‐street

parking along existing one‐
way streets that may serve as
continuous collector
roadways, such as 10th Avenue
SE and 9th Avenue SW.
Action 5.2.21: Conduct traffic
studies on all existing one‐way
streets to determine whether
they warrant two‐way traffic
to improve circulation and
access.
Action 5.2.22: Extend 15th Avenue
NW between 5th Street N and
U.S. Highway 281.
Action 5.2.23: Complete the
segment of 10th Avenue SE
east of Lawson Street S.
Action 5.2.24: Extend 15th Avenue
NE to the west from Roosevelt
Street N.
Action 5.2.25: Extend Industrial
Avenue NE westward to
Roosevelt Street N.
Objective C: Provide for the safety
of the traveling public.
Action 5.2.26: Install railroad
crossing arms and applicable
pavement markings and
signage at all intersections
with the railroad throughout
the three‐mile planning area.
Action 5.2.27: Conduct grade
crossing studies to determine
the feasibility and warrants for
grade‐separated interchanges
with the railroad and local
arterial roadways, such as
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Roosevelt Street N and
Melgaard Road SW.
Action 5.2.28: Periodically
conduct signal warrant studies
as area travel volumes
increase with new
development.
Action 5.2.29: Periodically
conduct travel speed studies
to determine appropriate
speed restrictions, particularly
in school zones and other
pedestrian areas.
Action 5.2.30: Regularly conduct
inspections to ensure there are
clear views of all traffic control
devices, including strict
enforcement of visual
obstructions within the site
distance triangle at street
intersections.

Action 5.2.31: Conduct an
appraisal of all street signs
including their placement,
visibility, and condition.
Subsequently, replace worn or
illegible street signs.
Action 5.2.32: Install pedestrian
and bicycle actuated traffic
signals at intersections near
schools and in other areas
with high pedestrian traffic.
Action 5.2.33: Improve and
regularly maintain street
pavement markings and
signage for all school safety
zones. Consider installing
traffic calming devices to slow
traffic.
GOAL 5.3: Convenient and safe
parking within the Downtown
Core Area to satisfy business
customers, employees, and office
workers and accommodate future
growth (refer to Downtown Traffic and
Parking Study for more information)

Sight Li

Sight Dist
ance Trian

Sight Lin

Property
View
Obst

Intersections must remain free of any visual obstructions within the line of
sight of vehicles approaching the intersection.

Objective A: Adjust current parking
policies to better manage the
existing parking supply.
Action 5.3.1: Modify the existing
fine structure to add a sliding
scale for repeat offenders and
reduce the rate of parking
violations.
Action 5.3.2: Implement a
monthly reserved parking
program, which would
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provide reserved parking for
employees for a small monthly
fee. By providing reserved
parking in a good location to
employees, short term parking
would be again be available
for visitors and customers
close to their destination.
Action 5.3.3: Increase
enforcement activities as the
Downtown Core Area
continues to grow to ensure
compliance with parking
regulations.
Action 5.3.4: Provide dedicated
revenue to the Parking Board
to assist in maintenance and
upkeep of city owned parking
facilities.
Action 5.3.5: Reallocate of
parking time limits to
eliminate four‐hour on‐street
parking areas within the study
area and convert them to two‐
hour time limited parking.
This change will help to
provide short term parking
spaces in this area to those
that need them and help to
shift employee parking to the
currently underutilized
employee parking facilities.
Action 5.3.6: Add directional
signage along major access
routes entering and within the
Downtown Core Area, as well
as within parking facilities.

Way‐finding systems are an essential function of a downtown pedestrian
system to direct visitors to public parking areas and other destinations.
Action 5.3.7: Add pedestrian
oriented directional signage
within City owned parking
facilities to easily identify the
area in which they have
parked and to direct
pedestrian movement along
safe accessible routes to major
destinations.
Action 5.3.8: Establish time
limitations for loading zones
of 20 to 30 minutes to ensure
compliance with the intent of
the loading zones.
Objective B: Identify parking
capacity improvements to
provide for the parking needs of
customers, employees, and office
workers.
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existing parking facility
located in Block 2, 3, R1, or R2
to develop a time limited
public parking area within
Sector I. This program should
be coordinated with the
monthly parking program
discussed earlier, with some of
the parking spaced reserved
for monthly parking program
members and other spaces
available for two or four hour
parking for the general public.
GOAL 5.4: Improved traffic flow
within the Downtown Core Area to
reduce congestion and
accommodate future growth (refer to
Downtown Traffic and Parking Study
for more information)

This represents the Downtown Traffic and Parking Study area, including
the sectors referenced in these action statements.
Action 5.3.9: As the Downtown
Core Area continues to
expand and grow with new
developments and businesses,
there will become a future
need for additional City
owned public parking areas.
The City should consider
purchasing or leasing an

Objective A: Adjust existing traffic
flow patterns within the
Downtown Core Area to provide
for more efficient traffic flow.
Action 5.4.1: Modify existing
traffic control along 1st Street
S and Lincoln Street S by
either removing some traffic
signals or removing four‐way
stop control, as determined by
further warrant studies.
Action 5.4.2: As the Downtown
Core Area grows and traffic
levels increase in the coming
years, the City of Aberdeen
will reach a point were traffic
control changes along 1st
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Street and Lincoln Street will
not be enough to eliminate
localized congestion. At that
time, 1st Street S will have to
be converted to one‐way
operation southbound in
order to maintain Main Street
as one‐way northbound or, as
some studies have suggested,
convert Main Street back to
two‐way operation
GOAL 5.5: Alternative modes of
transportation to improve city‐wide
and regional mobility.
Objective A: Promote walking and
bicycling as viable alternative
modes of transportation.
Action 5.5.1: Allocate funds
annually through the budget
of the Parks, Recreation and
Forestry Department and
support, by provision of a
local funding match,
applications for grant
assistance from the South
Dakota Department of Game,
Fish and Parks; the South
Dakota Department of
Transportation
(Transportation Efficiency Act
of the 21st Century funds); and
private funding sources.
Action 5.5.2: Adopt roadway
cross‐sections with a sufficient
right‐of‐way width to

Acquiring sufficient right‐of‐way to accommodate trails and pedestrian
ways enhances area mobility and community character.
accommodate off‐street bike
trails and pedestrian‐ways.
Action 5.5.3: Amend the
subdivision regulations to
require public access
easements within
developments that abut
Moccasin Creek, Foot Creek,
other drainage ways or
segments of the city‐wide trail
system (existing and
proposed).
Action 5.5.4: Require within the
subdivision regulations mid‐
block public access easements
for any block in excess of five
hundred feet (500’) in length.
Action 5.5.5: Conduct an
inventory of sidewalks
throughout the community
and incorporate prioritized
improvements within a multi‐
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year capital improvement
program (CIP).
Action 5.5.6: Implement traffic
calming improvements within
neighborhoods to reduce
speeds and discourage “cut‐
through” traffic, thereby
improving pedestrian safety.
Action 5.5.7: Install handicap
accessible ramps; marked,
signed and/or signaled
pedestrian crossings; and
pedestrian‐actuated signal
detectors at key locations, i.e.
schools, library, public
buildings, etc., throughout the
community.
Action 5.5.8: Install
medians/esplanades in arterial
streets for use as a pedestrian
refuge to shorten the
unprotected distance across
wider roadways.
Objective B: Provide for expanded
air transportation services.
Action 5.5.9: Update the
Aberdeen Regional Airport
Master Plan, originally
prepared in 1998, and
regularly review it and make
amendments to address
changing conditions.
Action 5.5.10: Conduct a survey
and needs study to identify
the regional demands for
commercial air service,
including both personal and
business uses.

Action 5.5.11: Seek professional
assistance to evaluate the
options for executing a Federal
Aviation Administration
(FAA) pilot program to
expand the commercial air
service, particularly for airline
service traveling to the west.
Action 5.5.12: Seek assistance
through the NSU School of
Business (marketing) or other
professional guidance to
develop an airport marketing
plan to promote use of the
Aberdeen Regional Airport to
persons and businesses
throughout north central and
northeastern South Dakota
and southeast North Dakota.
Action 5.5.13: Capitalize on the
available space at the airport
for use of a full‐ or part‐time
food vendor.
Action 5.5.14: Coordinate with
the Chamber of Commerce
and the Economic
Development Corporation,
with assistance from the NSU
School of Fine Arts, to decide
how best to promote
Aberdeen by way of displays
and advertising within the
new terminal.
Action 5.5.15: Aggressively
market the former airport
terminal, consistent with FAA
guidelines, and offer attractive
incentives for use by an air‐
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related business, such as a
package carrier.
Objective C: Seek ways to expand
public transit services and
improve alternative
transportation options for
residents of all ages.
Action 5.5.16: Conduct a regional
transit study to identify
opportunities for increasing
access to Federal Transit
Administration (FTA) non‐
urbanized funds (Section 5311
and 5311(b)(2)) for rural and
small urban areas to expand
services throughout Brown
County to transport people
into Aberdeen for
employment, medical services,
education, recreation, and
shopping purposes.
Action 5.5.17: Seek to re‐establish
funding participation from
Brown County and formalize
funding participation
agreements with the outlying,
smaller communities that
benefit from improved
transportation access to
Aberdeen.
Action 5.5.18: Formalize
agreements with Community
Transit and Spring County
Transit to establish transfer
points and schedules for
transferring passengers
between the service areas.

Action 5.5.19: Research
opportunities for cooperating
with Northern State
University, Presentation
College, the Aberdeen School
District, and other local
transportation providers, such
as daycares and retirement
centers, to identify ways to
maximize their cost
efficiencies through joint
service provisions, shared
fueling and maintenance
facilities, or other beneficial
arrangements.
Action 5.5.20: Seek to establish
agreements with NSU and
Presentation College to
establish a circulatory route on
a fixed schedule to transport
students to their campuses, as
well as residents to special
campus events and activities.
Action 5.5.21: Continue to
provide the shuttle service to
interface with Jefferson Bus
Lines, while also seeking other
potential interstate
transportation providers to
extend service directly to
Aberdeen.

Federal Transit
Administration (FTA)
Section 5311 ‐ The goals of
the non‐urbanized formula
program are: 1) to enhance
the access of people in non‐
urbanized areas to health
care, shopping, education,
employment, pubic services,
and recreation; 2) to assist in
the maintenance,
development, improvement,
and use of public
transportation systems in
rural and small urban areas;
3) to encourage and facilitate
the most efficient use of all
Federal funds used to
provide passenger
transportation in non‐
urbanized areas through the
coordination of programs and
services; 4) to assist in the
development and support of
intercity bus transportation;
and 5) to provide for the
participation of private
transportation providers in
non‐urbanized transportation
to the maximum extent
feasible.

GOAL 5.6: Transportation
improvements that are sensitive to
the environment and enhance
community character.
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Jefferson Bus Lines offers inter‐state bus
service through the central states,
including along I‐29 east of Aberdeen.

The design of overpasses and addition of
gateway features greatly enhance
community identity.

Objective A: Ensure that all
transportation projects
include sufficient green space
and other enhanced
aesthetics.
Action 5.6.1: Coordinate with
the South Dakota Department
of Transportation (SD DOT)
in the design of future
interchanges/major
intersections, bridges and
overpasses, retaining walls,
signage and lighting
standards, and other
improvements to include
consideration of enhanced
aesthetics and community
character.
Action 5.6.2: Acquire
additional rights‐of‐way to
accommodate gateway
monuments, additional open
space, and enhanced
landscaping at the
community entrances along
U.S. Highway 12 (east and
west), U.S. Highway 281
(north and south), Brown
County 19 (north and south)
and the intersection of the
proposed southern bypass
(135th Street) and U.S.
Highway 281.
Action 5.6.3: Amend the
design standards for the right‐
of‐way width of arterial
streets to acquire sufficient
additional rights‐of‐way to

include increased green space
and buffer zones from
adjacent land uses.
Action 5.6.4: Acquire additional
rights‐of‐way at the
intersections of arterial streets
to encompass a triangular area
that may be used to buffer
adjacent uses and add green
space.
Action 5.6.5: Adopt standards for
preserving tree lines and
mature individual trees in
planning the alignments of
new roadways, with
guidelines for adequately
protecting them during
construction.
Action 5.6.6: Consider narrowing
the pavement width of
collector and residential
streets and utilizing the extra
right‐of‐way width for
sidewalks, trails,
neighborhood scale street
lighting, tree preservation,
landscaping, and open space.
Action 5.6.7: Require enhanced
development standards for
landscaping, buffering,
screening, tree preservation,
and property maintenance
along each of the arterial
roadways to improve the
appearance and aesthetics of
the community’s primary
roadway corridors.
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Transportation Modes
Aberdeen currently possesses each
of the modes of transportation,
which offer increased opportunities
for expanding and improving the
multi‐modal options available to
community residents and
businesses. These opportunities
described in the goals, objectives,
and actions represent improvements
to economic development,
community recreation, the
environment, and local quality of
life.
The term “multi‐modal” refers to the
full range of transportation modes
that together form the local and
regional transportation system,
including single occupant vehicles,
multiple occupant vehicles such as
car/van pools and public transit, and
walking and bicycling, as well as rail
and air transportation. The existing
improvements and services and the
opportunities for enhancement are
discussed below.
Walking and Biking - A true multi‐
modal transportation system
includes a variety of transportation
options, including those that are the
most basic: walking and bicycling. In
Aberdeen, similar to most other
developing areas, the role of
walking and biking has diminished
over the years as dependence on the
automobile has increased. In recent

years, though, there has been a
renewed interest in making
communities more livable, which
means making neighborhoods,
commercial districts, and public
spaces more pedestrian‐friendly and
walkable.
Over the last several decades,
dependence upon the automobile as
the preferred mode of transportation
has become an increasing national
trend. This trend is apparent in
Aberdeen denoted by the recent and
ongoing investment in
transportation infrastructure,
particularly in the developing
peripheral areas of the community.
Reliance on the automobile has
resulted in more choice for how and
where to live, work and play,
leading to sprawling urban
development patterns.

Dependence upon the
automobile has not come
without cost – a cost that is
being realized in the form of
increased taxes, reduced
levels of public services,
such as police and fire
protection, less affordable
housing, degradation of
green space and
environmentally sensitive
areas, pollution of air and
water, and many other
well‐documented costs.

Dependence upon the automobile
has not come without cost – a cost
that is being realized in the form of
increased taxes, reduced levels of
public services, such as police and
fire protection, less affordable
housing, degradation of prime
agricultural lands and
environmentally sensitive areas,
increased pollution of air and water,
and many other well‐documented
costs. The automobile has changed
development patterns, causing land
uses to be segregated, setbacks to be
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increased, and nearby
neighborhoods to become rural
subdivisions outside the City limits.
All of these occurrences have
contributed to reduced accessibility
and less walkable communities.
Not unlike most communities,
Aberdeen’s transportation system is
highly automobile‐oriented. While
much of this chapter addresses
improved mobility that is focused on
street and highway improvements,
the importance of other
transportation modes is not
overlooked. Each travel mode plays
a vital role in the overall
transportation system.
Pedestrian System Planning Pedestrian trails, sidewalks and
crosswalks are part of the Cityʹs

Sidewalks within neighborhoods are an integral part of the pedestrian
transportation system.

transportation system that serves the
needs for pedestrian movement in
residential neighborhoods,
downtown and other commercial
districts, and around each of the
schools, parks, and other community
facilities. Safe and well‐maintained
pedestrian facilities are particularly
needed in the older neighborhoods
that did not have sidewalks installed
before they were required by the
City. While the location and
conditions of existing sidewalks has
not been inventoried, consideration
must be given to conducting such an
assessment to ensure proper and
timely maintenance of sidewalk
facilities, implement compliance
with the American’s with
Disabilities Act (ADA), and establish
sidewalks and other pedestrian‐
ways in all neighborhoods. Locally
drafted and administered
ordinances must also restrict
obstacles on sidewalks, such as
parked vehicles and trailers, which
are a hindrance to pedestrian
mobility and safety.
Eliminating barriers to pedestrian
mobility is an important feature in
planning and developing an
effective pedestrian network. The
U.S. Highway 12 and U.S. Highway
281 corridors, in particular, as well
as each of the other major arterial
roadways (5th Street, Dakota Street,
Roosevelt Street, 8th Avenue, 24th
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Avenue, and Melgaard Road), the
railroads, Moccasin Creek and, to a
lesser extent, Foot Creek, impose
barriers to pedestrian access and
mobility. These barriers must be
overcome by access improvements
and other provisions made during
the course of roadway and
subdivision design. Fully integrating
the concepts of neighborhood
schools and parks, as well as true
neighborhood convenience retail
centers, contributes to less reliance
on the automobile for short trips
and, thus, improved opportunities
for walking and bicycling.
Modern subdivision street patterns,
such as those existing north of 15th
Avenue and developing south of
Melgaard Street and east of
Roosevelt Street, are more auto‐
oriented than the community’s older
neighborhoods that have a
traditional grid street pattern. The
established neighborhoods
accommodate cars, but offer
enhanced mobility solutions for
pedestrians. A grid pattern is dense
and regular, allowing pedestrians
several choices of routes to parks
and other walking destinations. The
older established neighborhoods
offer a lesson toward creating
walkable neighborhoods.
Traditional neighborhood designs
offer more desirable street patterns

Eliminating barriers for walking may include fewer driveways, increased
separation of the sidewalk from the curb for pedestrian‐oriented
development, and the use of amenities to enhance the walking environment.
than newer residential
developments for walking and
bicycling. While curvilinear street
patterns provide interest and appeal
to the homeowner, pedestrians have
fewer choices of direct routes to
destinations within or outside their
subdivision. Rather, the pedestrian
is left with the alternative of
following streets that, at times,
meander away from their
destination. Similar to automobile
traffic, pedestrians rely on a series of
connecting paths to make their trips.
These paths may include sidewalks,
off‐street trails and walkways, linear
parks and connections, crosswalks,
or any other form of linkage. Most
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importantly, the system of paths
must be well‐connected and
continuous.
Climate has an influence on the
pedestrian system, as well. In the
Dakota Plains where the climate is
cold during the winter months,
walking any significant distance
may not be conducive or desirable.
Thus, the nature of the walk
becomes a factor. In terms of
transportation and thoroughfare
design, the design of the unoccupied
public right‐of‐way becomes
quintessential. Recommendations
for street design considerations in a
pedestrian‐friendly community
include:
 Cul‐de‐sac streets should be
carefully managed to ensure
they are not over utilized.
Pedestrian linkages in the form
of public access easements and
walkways connecting parts of
the neighborhood together and
providing access to schools and
parks should be required.
 Sidewalks and/or trails should
be required in all new
development, concurrent with
street construction, and installed
in areas where they are not
currently available. Sidewalks
should be provided on both
sides of all arterial streets and
collector roadways and on one
or both sides of local residential





streets. Trade‐offs may be
permitted in suburban estate
developments to allow off‐street
trails in lieu of sidewalks,
thereby meeting the needs of
walkers and bicyclers.
Mid‐block connections in the
form of public access easements
and walkways should be
required to provide linkages
between blocks and,
particularly, to common
facilities, such as parks and open
areas. This is particularly
important with contemporarily
designed developments with a
curvilinear street pattern.
Streets, sidewalks and other

Public access easements improve
connectivity and enhance pedestrian
mobility.
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pedestrian connections and
public gathering areas should be
encouraged to create sheltered
areas from cold and inclement
weather.
Tree cover and other
landscaping should be required
along pedestrian paths for both
aesthetic and environmental
reasons. Trees break the wind
and form a sense of enclosure
around pedestrian paths. Other
vegetation, such as flowers and
shrubs, are also encouraged to
further compliment the
streetscape. To the extent
practicable, native plant material
that is more tolerant of local
conditions should be used.

Planning for Bicycle Transportation Designated bicycle routes, on‐street
bikeways, and off‐street bicycling
and jogging trails should be
developed in accordance with the
City’s Recreational Trails Master
Plan to link major attractions and
destinations throughout the
community, including
neighborhoods and apartments,
parks, schools, churches, the library
and community center, major
employment centers, and shopping
areas. In this way, bicycle routes can
provide an alternative mode of
transportation, while also serving
the recreational needs of area
residents.

The State of South Dakota
recognizes a bicycle as a vehicle,
with all rights and responsibilities
for roadway use that are provided to
motor vehicles. As such, cyclists can
legally ride on any street in
Aberdeen. Highway funds may be
used for the construction and
development of bicycle paths

Bikeways may be accommodated within the right‐of‐way as wide curb or
shoulder lanes, striped lanes, or separated paths.
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Level of Service (LOS)
This is a scale that measures
the amount of traffic that a
roadway or intersection can
accommodate, based on
such factors as
maneuverability, driver
dissatisfaction, and delay.
 LOS A – Indicates a
relative free flow of
traffic, with little or no
limitation on vehicle
movement or speed.
 LOS B – Describes a
steady flow of traffic,
with only slight delays
in vehicle movement
and speed.
 LOS C – Denotes a
reasonably steady, high
volume flow of traffic,
with some limitations
on movement and
speed and occasional
backups on critical
approaches.
 LOS D – Designates the
level where traffic nears
and unstable flow.
Intersections still
function, but short
queues develop and
cars may have to wait
through one cycle
during short peaks.
 LOS E – Represents traffic
characterized by slow
movement and frequent
stoppages. This
congestion is
considered severe, with
longstanding queues
and blocked
intersections.
 LOS F – Describes
unsatisfactory stop‐and‐
go traffic with
stoppages of long
durations.

wherever a highway, road, or street
is being constructed, reconstructed,
or relocated. Additionally, drainage
corridors, such as Moccasin Creek
and Foot Creek, parks and
recreation areas and various rights‐
of‐way and easements that traverse
Aberdeen and its planning area,
represent opportunities for future
development of bicycle and
pedestrian facilities. These
opportunities can be incorporated as
transportation enhancement
projects, such as multi‐use trails and
scenic beautification areas. The plan
for paved recreational trails,
sidewalk recreational trails, and on‐
street routes in the Master Plan
should guide the development and
implementation of an interconnected
network of bike and pedestrian
trails.
Public Transportation ‐ Evaluated as
a stand alone system, effective
public transit systems are generally
intended to supplement other modes
of transportation. Balance among the
various modes must be achieved
based upon ridership demands.
From a demand perspective, van or
bus transportation is ideal for many
demographic groups, including the
elderly, young, and persons on a
limited or “fixed” income. Though
there are exceptions, systems are
typically designed to facilitate these
primary groups.

The Aberdeen Ride Line, which is
largely funded by Federal Transit
Administration (FTA) formula funds
and supplemented by local
matching funds, provides public
transportation in Aberdeen and
within a two and one‐half mile
radius. Currently, the service is
operated on a demand response
basis requiring 24‐hour advance
notice. It is operated each weekday
from 7:00 a.m. to 7:00 p.m. As a
supplement to the demand response
service operated within and adjacent
to Aberdeen, there is also service
provided throughout Brown County
on alternate Wednesdays. A shuttle
is also operated each week on
Monday, Wednesday and Friday
transporting passengers to a
Jefferson Line stop along I‐29. There
are two trips offering a connection in
the morning for northbound (Fargo,
ND) trips and a connection in the
afternoon for southbound (Sioux
Falls, SD) trips.

Roadway Cross Sections
Roadway classifications reflect the
functions that roadways serve as
part of the street network. The cross
section of a roadway is related to
traffic volume, design capacity, and
level of service (LOS). In the
Subdivision Ordinance (Article X,
Design Standards, Section 1001,
Streets), the City’s classifications of
streets include parkway,
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expressway, or freeway; major street
or highway; collector street; and
local street. A summary of
requirements is provided in Table
5.1 – Pavement Widths and Rights‐
of‐Way. Each cross section identifies
minimum dimensional criteria for
right‐of‐way and pavement width.
In the administration and
enforcement of the Thoroughfare
Plan, special cases and unique
situations will occasionally arise
where physical conditions and
development constraints in certain
areas conflict with the need for
widening of designated
thoroughfares to the planned right‐
of‐way width and roadway cross
section. Such special circumstances,
such as adjacent to Moccasin Creek
or heavily vegetated areas, require a
degree of flexibility and adaptability
in the administration and
implementation of the plan.
Acceptable minimum design criteria
and special roadway cross sections
may have to be applied in
constrained areas where existing
conditions limit the ability to meet
desirable standards and guidelines.
Special roadway cross sections
should be determined on a case‐by‐
case basis when a unique design is
necessary, and these exceptions
should be subject to approval by the
City Engineer. Otherwise, standard
roadway cross sections should be
used in all newly developing areas
and, whenever possible, in existing
developed areas.

A single set
Table 5.1
of standards
Pavement Widths and Rights‐of‐Way
for
Classification
Right‐of‐Way Width Pavement Width
development
Parkway,
within the
60 feet or two 24‐
Expressway or
100 feet
City versus
foot sections
Freeway
that within
Major Street or
the outlying
80 feet
42.67 feet
Highway
portions of
Collector
60 feet
40 feet
the planning
Local Street
50 feet
40 feet
area may be
Source: Aberdeen Subdivision Ordinance
problematic
where the character may be auto‐
urban in some places, suburban in
others, and rural countryside in the
outer areas. Standards for
development within the City limits,
with rare exception, should reflect
its suburban character, with
provision for curb and gutter
construction, sidewalks, street
lighting, signage and sufficient open
space. In the outlying areas where
the character of development is
suburban estate or rural countryside,
for example, the standards must be
varied to mirror the character, yet be
reasonable and feasible. Sidewalks
are not indicative of suburban estate
or rural countryside development,
but are certainly appropriate for
suburban areas with typical lot sizes
(6,000 to 9,000 square feet) and street
patterns. In the case of the estate
subdivision (minimum one‐acre lots)
or rural countryside development
(minimum five‐acre lots) a trail that
builds upon the character of the
natural environment may be more
appropriate as an alternative to
sidewalks.
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Benefits of Thoroughfare
Planning Include:
♦ Preserving adequate

♦

♦

♦

♦

♦

rights‐of‐way for future
long‐range transportation
improvements.
Minimizing the amount of
land required for street and
highway purposes.
Identifying the functional
role that each street should
be designed to serve in
order to promote and
maintain the stability of
traffic flow and land use
patterns.
Informing citizens of the
streets that are intended to
be developed as arterial
and collector
thoroughfares, so that
private land use decisions
can anticipate which streets
will become major traffic
facilities in the future.
Providing information on
thoroughfare
improvement needs which
can be used to determine
priorities and schedules in
the City’s Capital
Improvement Program
(CIP) and capital budget.
Minimizing the negative
impacts of street widening
and construction on
neighborhood areas and
the overall community by
recognizing where future
improvements may be
needed and incorporating
thoroughfare needs in the
City’s comprehensive
planning process.

Thoroughfare System Planning
Thoroughfare system planning is the
process to assure development of the
most efficient and appropriate street
system necessary to meet existing
and future travel needs. The primary
objective of the Thoroughfare Plan is
to ensure that adequate right‐of‐way
is preserved on appropriate
alignments and of sufficient width to
allow the orderly and efficient
expansion and improvement of the
thoroughfare system. Proposed
alignments are shown for planned
new roadways and roadway
extensions, but actual alignments
will vary depending on the design
and layout of development and
necessary amendments to and
refinement of the Thoroughfare
Plan. Requirements for rights‐of‐
way dedication and construction of
street improvements should apply to
all subdivision of land within the
City and its three‐mile planning
area.
Thoroughfare Plan ‐ The
thoroughfare system of arterial and
collector streets is displayed in
Figure 5.1 ‐ Thoroughfare Plan. The
Thoroughfare Plan shows
approximate alignments for planned
thoroughfares that will be
considered in platting of
subdivisions, right‐of‐way
dedication, and construction of
major roadways within the City and
its three‐mile planning area.

Some elements of the thoroughfare
system will require new or wider
rights‐of‐way and may ultimately be
developed as two‐lane or multi‐lane
roadways with various cross
sections. Other streets identified as
collectors on the plan will not
necessarily ever be widened due to
physical constraints and right‐of‐
way limitations. Instead, the
collector designation signifies its
traffic‐handling role in the overall
street system and the importance of
maintaining it and similar streets in
superior condition ‐ including
designation as snow routes
prompting priority removal ‐ to
maximize their traffic capacity since
they most likely cannot be improved
to an optimal width and cross
section.
The plan does not show future local
streets because they function
principally to provide access to
individual sites and parcels and
their future alignments will,
therefore, vary depending upon
individual land development plans.
Local street alignment should be
determined by the City in
conjunction with landowners as part
of the subdivision development
process. Likewise, collectors are
required with new development, but
are not shown in all places on the
Thoroughfare Plan since their
alignments will depend on the
surrounding street system and the
particular development concept.
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They are, nevertheless, vital to an
efficient and viable transportation
network and must, therefore, not be
overlooked during the subdivision
development review process.
Collectors should be situated on a
case‐by‐case basis to connect arterial
streets with other collectors and
local streets.
The Thoroughfare Plan will affect
the growth and development of
Aberdeen since it guides the
preservation of rights‐of‐way
needed for future thoroughfare
improvements. As a result, the plan
has significant influence on the
pattern of traffic movement and the
desirability of areas as locations for
future development. While other
elements of the plan look at
foreseeable changes and needs over
a 20‐year period, thoroughfare
planning requires an even longer‐
range perspective, extending into
the very long‐term future. Future
changes in transportation
technology, cost structure, service
demand, and long‐term shifts in
urban growth and development
patterns require a far‐sighted and
visionary approach to thoroughfare
planning decisions.

Characteristics of each functional
class of roadway differ to meet the
corridor’s intended purpose.
The functional classification of area
roadways includes parkways or
expressways, principal and minor
arterials, and collectors. The minor
arterial classification is an addition
to the current classification system.
On a neighborhood scale, streets are
further classified as local streets.
These classifications included with
the Thoroughfare Plan are similar to,
yet slightly different from, the
current classification system
included in the Subdivision
Ordinance.

Preservation of right-ofway is important to:
♦ Avoid costly acquisition

♦
♦

♦
♦
♦

of developed land and
structures on planned
alignments and, thereby,
reduce commercial and
residential displacements;
Prevent the foreclosure of
desirable location options;
Prevent inconsistent
development standards of
thoroughfares;
Reduce costs;
Permit orderly project
development; and
Minimize or avoid
environmental, social, and
economic impacts.

Classification of Roadways
The roads and streets in the
Aberdeen planning area are
grouped into functional classes
according to their role for traffic
movement and land access.

Functionally Classified
Roadway Network
A typical thoroughfare network includes various classifications of roads,
each with a design function within the overall transportation system.
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Local Streets ‐ The Thoroughfare
Plan does not differentiate between
local streets by assigning class.
Instead, the plan proposes
alternative local street widths that
may change according to need,
including such characteristics as on‐
street parking (one or both sides),
presence of bike lanes, choice of
trails or sidewalks, anticipated
traffic volume, and location within
an urban, suburban, or rural setting.
The current standard for local streets
is 50 feet of right‐of‐way and 40 feet
of pavement width, which allows
on‐street
parking on
both sides of
the street. The
subdivision
regulations do
not currently
18’
require
1’ 4’ 2’
18’
2’ 4’ 1’
50’ R.O.W.
sidewalks
along local
streets, but
leave them to
the discretion
of the
Commission in
cases where
they may be
deemed
desirable, such
16’
16’
4’ 4’ 1’
1’ 4’ 4’
as near schools,
50’ R.O.W.
churches,
recreation
areas, and
Minor (local residential) streets remain the same
commercial
width with an alternate for a narrower cross section.
development.

This plan proposes to require
sidewalks on both sides of all streets
with a reduced pavement width to
offset the additional costs. There are
two alternate local street cross
sections, which maintain a 50‐foot
right‐of‐way, but reduce the
pavement width to 36 feet with
parking allowed on one or both
sides, or a pavement width of 32 feet
with on‐street parking permitted on
one side only. The City may also
consider a sidewalk on only one
side, thereby providing additional
green space within the right‐of‐way.
The reduced pavement width is
designed for a road carrying
immediate local traffic and is
sufficient to accommodate fire
apparatus, but offers the added
benefit of neighborhood traffic
calming. This approach is one of the
defining principals of new
urbanism, which is designed to
create a pedestrian‐scaled
neighborhood with reduced street
widths and building setbacks. The
result of narrower streets is reduced
travel speeds, an increased distance
between the street and sidewalk and
additional green space along the
streetscape. In exchange for a
reduction in the pavement width to
32 feet, the development must
include provisions for upgraded
subdivision fencing, street trees, and
other open space amenities.
Local streets may also be adapted to
a suburban estate or rural
countryside character to include an
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open or closed ditch system and
trails, as opposed to curbs, gutters,
and sidewalks. As with collectors,
the advantage continues to be a
preservation of rural character,
while the disadvantages include a
reduced standard for rural
development and, potentially, less
effective stormwater management.
Classifications for alleys and
marginal access streets are a
function of service and property
access and, therefore, are not
included in the recommended
classification system of the
Thoroughfare Plan. This is not to
indicate that the Thoroughfare Plan
ignores the possibility of alleys in a
development. In fact, the plan
recognizes the valuable contribution
of alleys to the urban fabric and
establishment of community
character and proposes that they be
used, as appropriate.

Collector Streets ‐ The City’s
standards for collector streets
require a 40‐foot pavement section
within 60 feet of a right‐of‐way, with
parking allowed on both sides of the
street. Again, sidewalks are not
required by the subdivision
regulations, but may be requested
by the Commission in certain
locations. As an alternative, a
developer willing to set aside
additional green space and provide
enhanced pedestrian pathways
and/or street trees may request that
the pavement width be reduced to

36 feet, with parking permitted on
one side only. Sidewalks must be
located on both sides of all collector
streets. A reduction in pavement
width offers the following benefits:
 Reduced development costs by
decreasing the amount of
pavement for collector streets;
 Increased green space, adding
an additional four feet total and
two feet on each side of the
roadway;
 Increased pedestrian safety by
increasing the separation
between the edge of the
pavement and the sidewalk;
 Improved ability to locate the
street within the right‐of‐way as
a means to preserve trees and
other
natural
features;
and
 Reduced
travel
speed
2’ 4’ 4’
15’
10’
15’
resulting
60’ R.O.W.
from the
perceived
safety of
driving on
a narrower
street (refer
to traffic
calming
section later
2’ 4’ 6’
12’
12’
12’
60’ R.O.W.
in this
chapter).
A street cross
section that is

4’

4’ 2’

6’

4’ 2’

Collector roadways are proposed to remain the same
width with an alternate for a narrower cross section.
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36 feet wide provides three, 12‐foot
travel lanes, which is sufficient to
serve the traffic carrying capacity of
a collector roadway, particularly in
instances where walking is
encouraged. In addition, with
parking permitted on one side, this
is a sufficient width to accommodate
adequate snow removal, while
maintaining passable travel lanes.

24’
5’ 9’
or 10’ one side

12’
100’ R.O.W.

9’ 5’
24’
or 10’ one side

Parkway (Divided)

5’ 10’
or 10’ one side

21’
21’
80’ R.O.W.

10’ 5’
or 10’ one side

Principal Arterial

4’ 5’ 6’
or 10’ one side

20’
20’
6’ 5’ 4’
or 10’ one side
66’ R.O.W.

Minor Arterial
Parkways and arterials (principal and minor) may
vary in right‐of‐way and pavement widths.

Another option
possible for
rural
development is
consideration of
collector roads
without
sidewalks or
curb and gutter.
This permits
the
development to
maintain the
look and feel of
a rural area,
but, similarly,
may not
provide the
drainage
system offered
with roads that
utilize a curb
and gutter
system. In this
character of
development,
significant
green space and
an interior trail
system would

be necessary to compensate for the
loss of sidewalks. Pavement width
would remain at the alternative 36‐
foot requirement; however, rights‐
of‐way must account for the
increased space required for open or
covered ditches.

Arterial Streets ‐ According to the
current subdivision ordinance, a
parkway, expressway, or freeway
requires a right‐of‐way of 100 feet,
which includes a 48‐foot pavement
section (four, 12‐foot travel lanes).
This plan proposes two alternatives
for a parkway, including divided
and undivided sections. Each would
maintain four, 12‐foot travel lanes,
for a total pavement width of 48 feet.
The divided parkway would include
a 12‐foot raised median, which is
sufficient in width to provide for
decorative street lighting,
landscaping, and green space and to
accommodate a turning lane at
intersections. Sidewalks (five feet in
width) must be located on both sides
of all parkways or, alternatively, a
10‐foot wide trail must be located on
one side.
Major streets or highways require 80
feet of right‐of‐way, which includes
a pavement width of 42.67 feet with
either five‐foot sidewalks on both
sides or a ten‐foot trail on one side.
As an alternate, a minor arterial
roadway may be used in
appropriate locations with a reduced
right‐of‐way width of 66 feet and a
pavement width of 40 feet. The 26‐
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foot right‐of‐way, excluding the
width of pavement, provides
adequate space for decorative street
lighting, landscaping, and added
green space. A minor arterial would
also require either five‐foot
sidewalks on both sides or a ten‐foot
trail on one side, with a reduced

separation between the curb and the
sidewalk.

Classification Criteria
Criteria used in determining the
functional classifications of
roadways are shown in Table 5.2 ‐
Functional Classification Criteria.

Table 5.2
Functional Classification Criteria
Criterion

Functional Role

Parkway

Principal Arterial

Minor Arterial
Connects Freeways,

Entirely through

Mobility is primary,

Principal Arterials

destined for the

traffic movement

access is secondary.

and lower‐

Arterial network.

with no direct access

Connects Freeways

classification

Connects Arterials to

to property.

and other Arterials.

roadways. Access is

Local Streets. Also

secondary.

land access.

Connects Freeways to
Roadway Continuity

Inter‐city, regional

lower‐classification

and interstate.

roadways. Connect
major activity centers.

Roadway Length
Traffic Volumes

Collector
Collects traffic

and Principal

Continuous between

Arterials to lower‐

Arterials. May extend

classification

across Arterials.

movement.

Discontinuous.
Connect to Collectors.

Usually more than 5

Usually more than 5

miles long
40,000 Vehicles per

miles long

miles long

mile to 2 miles

mile long

20,000 to 60,000 VPD

5,000 to 30,000 VPD

1,000 to 15,000 VPD

100 to 5,000 VPD

Generally 1/2 mile to

Generally 1/4 to 1/2

2 miles

mile
30 to 35 MPH or less

feet between)
20 to 30 MPH

Intersect with

Intersect with

Day or more

Usually more than 3 Varies from about 1/2 Generally less than 1

2 miles or more

Posted Speed

55 to 70 MPH
Controlled access.

40 to 55 MPH
Intersect with

30 to 45 MPH
Intersect with

Grade‐separated

Freeways, Arterials,

Freeways, Arterials,

interchanges and

Collectors and Local

Collectors and Local

frontage/service

Streets. Restricted

Streets. Limited

roads.
Prohibited

driveway access.
Restricted

driveway access.
Restricted
Define and traverse

Internal and traverse

neighborhood

neighborhood

boundaries.

boundaries.

Community

Little through

roadways.

5 miles or more

On‐Street Parking

Access is primary.

Connect Freeways

Desirable Spacing

Access

Local Street

Define neighborhood Define neighborhood

Varies with block
length (at least 125

Arterials and Local

Collectors and

Streets. Driveways

Arterials. Driveways

permitted.

permitted.

Normally permitted

Permitted

Internal.

Relationship

boundaries.

boundaries.

Through Truck Routes

Yes

Yes

Permitted

No

No

Bikeways
Sidewalks

No
No

No
Yes

Limited
Yes

Yes
Yes

Yes
Yes
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Classification is based on each
roadwayʹs functional role in the
overall network and the existing and
future travel patterns and areas
served.
Arterial streets form an
interconnecting network for
community‐wide movement of
traffic. Although they usually
represent only five to ten percent of
the total roadway network, arterials
typically accommodate about 30 to
40 percent of an areaʹs travel
volume. Since traffic movement, not
land access, is the primary function
of arterials, access management is
essential to avoid traffic congestion
and delays caused by turning
movements for vehicles entering and
exiting driveways. Likewise,
intersections of arterials with other
public streets and private access
drives should be designed to limit
speed differentials between turning
vehicles and other traffic to no more
than 10 to 15 miles per hour.
Signalized intersection spacing
should be long enough to allow a
variety of signal cycle lengths and
timing plans that can be adjusted to
meet changes in traffic volumes and
maintain traffic progression
(preferably one‐third to one‐half
mile spacing).
The cross section of arterials may
vary from multi‐lane roadways with
three, four, or five lanes, down to
two‐lane roadways in developing
fringe and rural areas, such as those

within the three‐mile planning area
where traffic volumes either have
not increased to the point that more
travel lanes are needed or are not
warranted due to limited density.
Functional classification is not
dependent on the existing number of
lanes since the functional role served
by a roadway typically remains
constant over time, while the
roadwayʹs cross section is improved
to accommodate increasing traffic
volumes. Thus, lower‐volume
roadways, such as Brown County
14, that are continuous over long
distances may also function as an
arterial, particularly in the rural
areas.
Subdivision street layout plans and
commercial and industrial districts
should include collectors, as well as
minor streets, in order to provide
efficient traffic ingress/egress and
circulation. Since collectors generally
carry higher traffic volumes than
local streets, they typically require a
wider roadway cross‐section or
added lanes at intersections with
arterials to provide adequate
capacity for both through traffic and
turning movements. However, since
speeds are slower and more turn
movements are expected, a higher
speed differential and much closer
intersection/access spacing can be
used than on arterials. Collectors
typically make up about five to ten
percent of the total street system.
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Local streets allow direct property
access within residential and
commercial areas. Through traffic
and excessive speeds should be
discouraged by using appropriate
geometric designs, traffic control
devices, curvilinear alignments,
discontinuous streets, and traffic
calming techniques. Local streets
typically comprise about 65 to 80
percent of the total street system.

established thoroughfare
designations or changes in the
planned general alignment of
thoroughfares that would affect
parcels of land beyond the

Requirements and Standards
This section outlines criteria for
certain characteristics of street and
land development. These criteria
supplement or expand upon the
design standards in Article X of the
Subdivision Ordinance. These
policies should be regulated through
ordinance provisions to ensure
proper implementation.
 Location and alignment of
thoroughfares ‐ The general
location and alignment of
thoroughfares must be in
conformance with the
Thoroughfare Plan. Subdivision
plats should provide for
dedication of needed rights‐of‐
way for thoroughfares within or
bordering the subdivision. Any
major changes in thoroughfare
alignment that are inconsistent
with the plan require the
approval of the Planning and
Zoning Commission through a
public hearing process. A major
change would include any
proposal that involves the
addition or deletion of

Continuous collector streets and other internal street connections are
necessary to improve mobility and the efficiency of the street network.
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specific tract in question.
Location and alignment of
collectors ‐ Generally, to
adequately serve their role to
collect traffic from minor streets
and distribute it to the arterial
street system, collectors should
be placed between arterial
streets, with a spacing of
approximately one‐half mile.
Roadway continuity – To
maximize community mobility,
it is essential that collector
streets traverse adjacent
neighborhoods to provide access
and circulation not only within,
but also between,
neighborhoods. Collector streets
should generally connect
bounding arterials, rather than
allowing developments to
design a street system with no
points of ingress/egress other
than the primary entrance(s) to
the development.
Right‐of‐way and pavement
width ‐ The pavement width
and right‐of‐way width for
thoroughfares and other public
streets must conform to
minimum standards unless the
City grants a waiver using
formalized criteria. Properties
proposed for subdivisions that
include or are bordered by an
existing thoroughfare with
insufficient right‐of‐way width
should be required to dedicate
land to compensate for any
right‐of‐way deficiency of that
thoroughfare. When a new





thoroughfare extension is
proposed to connect with an
existing thoroughfare that has a
narrower right‐of‐way, a
transitional area must be
provided.
Continuation and projection of
streets – In accordance with the
policies and recommendations
of this plan, existing streets in
adjacent areas should be
continued, and, when an
adjacent area is undeveloped,
the street layout must provide
for future projection and
continuation of streets into the
undeveloped area. In particular,
the arrangement of streets in a
new subdivision must make
provision for continuation of
right‐of‐way for the principal
existing streets in adjoining
areas ‐ or where new streets will
be necessary for future public
requirements on adjacent
properties that have not yet been
subdivided. Where adjacent
land is undeveloped, stub streets
should include a temporary
turnaround to accommodate fire
apparatus.
Location of street intersections ‐
New intersections of subdivision
streets with existing
thoroughfares within or
bordering the subdivision
should be planned to align with
existing intersections, where
feasible, to avoid creation of off‐
set or ʺjoggedʺ intersections and
to provide for continuity of
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existing streets, especially
collector and arterial streets.
Angle of intersection –
Consistent with the design
standards in the subdivision
ordinance, the angle of
intersection for street
intersections should be as nearly
at a right angle as possible.
Corner cutbacks or radii should
be required at the acute corner
of the right‐of‐way line to
provide adequate sight distance
at intersections.
Offset intersections –
Consistent with the design
standards in the subdivision
ordinance, offset or ʺjoggedʺ
street intersections should have
a minimum separation of 125’
between the centerlines of the
intersecting streets.
Cul‐de‐sacs ‐ Through streets
and tee‐intersections are
preferable to cul‐de‐sacs. Care
should be taken so as not to over
utilize cul‐de‐sacs, which limits
through access, restricts
pedestrian circulation, increases
response times, and confuses
motorists. However, when cul‐
de‐sacs are used, they should
have a maximum length of not
more than 500’ measured from
the connecting street centerline
to centerline of radius point,
with a paved turnaround pad of
at least 100’ and a right‐of‐way
diameter of at least 120’ in
residential areas, and at least
one hundred eighty feet (180’)





diameter on a street with a 200’
right‐of‐way diameter in
commercial and industrial areas.
A cul‐de‐sac with an island
should have a diameter of not
less 150’.
Residential lots fronting on
arterials ‐ Wherever feasible,
subdivision layout must avoid
the creation of
residential lots
fronting on
arterials with
direct driveway
access to the
arterial street.
Lots should be
accessed from
collector or,
preferably, local
residential
streets within or
bordering the
subdivision or
an auxiliary
street designed
to accommodate
driveway traffic.
Residential lots
fronting on
collectors ‐
Wherever
feasible,
subdivision
layout must
minimize (and
preferably
avoid) the
arrangement of
The layout of lots contributes to the traffic carrying
lots to access
capacity, safety, and efficiency of collector streets.
collector streets,
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particularly within 180’ of an
intersection. To the extent
practicable, lots should be
accessed from local residential
streets.
Geometric design standards
and guidelines ‐ Other
requirements and guidelines for
the geometric design of
thoroughfares and public streets
should be provided in the
subdivision ordinance and
standard specifications. This
includes special provisions for
lot width and building setbacks
on corner lots to preserve sight
distances at adjacent
intersections.
Private streets ‐ The City should
not approve a plat containing
private streets, including gated
communities, unless adequate
precautions are taken to ensure
minimum standards of
construction, necessary space for
utilities and street widening,
sufficient room for maneuvering
emergency vehicles, and
appropriate pedestrian
circulation and emergency
access.
Sidewalks – Within the
boundaries of a subdivision,
sidewalks should be installed on
one or both sides of local streets
and on both sides of all collector
and arterials streets, unless the
development occurs in a
suburban estate or rural
countryside area and provisions
are made and assurances

committed for an internal trail
system.

Plan Implementation
Implementation of thoroughfare
system improvements occurs in
stages over time as the City grows
and, over many years, builds toward
the ultimate thoroughfare system
shown in the Thoroughfare Plan.
The fact that a future thoroughfare is
shown on the plan does not
represent a commitment to a specific
timeframe for construction or that
the City will build the roadway
improvement. Individual
thoroughfare improvements may be
constructed by a variety of
implementing agencies, including
the City of Aberdeen and the South
Dakota Department of
Transportation (SD DOT), as well as
Brown County, private developers,
intra‐governmental agencies, and
land owners for sections of
roadways located within or adjacent
to their property. Road construction
can be implemented by individual
entities or in partnership, as is the
case for construction of roads that
are included in the State
Transportation Improvement
Program.
The City, County, and SD DOT, as
well as residents, land owners, and
developers, can utilize the
Thoroughfare Plan in making
decisions relating to planning,
coordination, and programming of
future development and
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transportation improvements. The
City should utilize the plan as a
means of coordinating with the State
to place projects on the area
Transportation Improvement
Program. Review by the City of
preliminary and final plats for
proposed subdivisions in accordance
with the City’s subdivision
ordinance should include
consideration of compliance with the
Thoroughfare Plan in order to
ensure consistency and availability
of sufficient rights‐of‐way for the
general roadway alignments shown
on the plan. It is of particular
importance to provide for
continuous roadways and through
connections between developments
to ensure community‐wide mobility.
By identifying thoroughfare
locations where rights‐of‐way are
needed, land owners and developers
can consider the roadways in their
subdivision planning, dedication of
public rights‐of‐way and provision
of setbacks for new buildings, utility
lines, and other improvements
located along the right‐of‐way for
existing or planned thoroughfares.

Access Management
Access management is an important
component of the thoroughfare
management process. Access
management is the coordination
between land access and traffic flow.
The basic premise of access
management is to preserve and
enhance the performance and safety
of the major street system. It

manages congestion on existing
transportation facilities and protects
the capacity of future transportation
systems by controlling access from
adjacent development. Properly
utilized, it can eliminate the need for
street widening or right‐of‐way
acquisition.
Techniques to accomplish access
management include limiting and
separating vehicle (and pedestrian)
conflict points, reducing locations
that require vehicle deceleration,
removing vehicle turning
movements, creating intersection
spacing that facilitates signal
progression, and providing on‐site
ingress and egress capacity. In
addition, regulation focuses on the
spacing and design of driveways,
street connections, medians and
median openings, auxiliary lanes
and transit facilities, on‐street
parking and parking facilities, on‐
site storage aisles, traffic signals,
turn lanes, freeway interchanges,
pedestrian and bicycle facilities, bus
stops, and loading zones.
The following access management
strategies may be used to coordinate
the access needs of adjacent land
uses with the function of the
transportation system:
 Intergovernmental
coordination ‐ Access
management is most effective as
a regional strategy that involves
members of state and federal
organizations involved in design
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and construction of area
roadways. Through coordinated
efforts, such as the design and
improvements to U.S. Highway
12, access management can even
further add to the efficiency of
local thoroughfares, such as
Brown County 19, Roosevelt
Street, Dakota Street, 5th Street,
Melgaard Road, 8th Avenue and
24th Avenue.
Separate conflict points ‐ Two
common conflict points are
driveways and adjacent
intersections. Spacing driveways
so they are not located within
the area of influence of
intersections or other driveways
is a method to achieve access
management objectives.
Restrict turning movements at
un‐signalized driveways and
intersections ‐ Full movement
intersections can serve multiple
developments through the use
of joint driveways or cross‐
access easements. Turning
movements can be restricted by
designing accesses to limit
movements or by the
construction of raised medians
that can be used to provide turn
lanes.
Establish design standards ‐
Design standards within the
subdivision ordinance
addressing the spacing of access
points, driveway dimensions
and radii, sight distance, and the
length of turn lanes and tapers
are effective mechanisms for







managing the balance between
the movement of traffic and site
access.
Locate and design traffic
signals to enhance traffic
movement ‐ Interconnecting and
spacing traffic signals to
enhance the progressive
movement of traffic is another
strategy for managing mobility
needs. Keeping the number of
signal phases to a minimum can
improve the capacity of a
corridor by increasing green
bandwidth by 20 seconds.
Remove turning vehicles from
through travel lanes ‐ Left and
right turn speed change lanes
provide for the deceleration of
vehicles turning into driveways
or other major streets and for the
acceleration of vehicles exiting
driveways and entering major
highways.
Encourage shared driveways,
unified site plans, and cross
access easements ‐ Joint use of
driveways reduces the
proliferation of driveways and
preserves the capacity of major
transportation corridors. Such
driveway arrangements also
encourage sharing of parking
and internal circulation among
businesses that are in close
proximity.

Traffic Calming
An approach to decrease the amount
of “non‐local” traffic in residential
areas is by adopting traffic calming
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programs, which are aimed at
controlling cut‐through traffic,
speeding on neighborhood streets,
and generally aggressive driving
that threatens the safety of other
drivers and pedestrians.



Traffic calming measures are
instrumental in providing livable
neighborhoods where residents feel
safe walking, biking, and playing.
Traffic calming is defined as “the
combination of mainly physical
features that reduce the negative
effects of motor vehicle use, alter
driver behavior, and improve
conditions for non‐motorized street
users.” In addition to addressing
motor vehicle issues, traffic calming
can also involve disparate objectives,
such as improving aesthetics,
promoting urban renewal, reducing
crime, and increasing water
filtration into the ground.



The broad goals for traffic calming
include increasing quality of life,
incorporating the preferences and
requirements of nearby residents
and others who use the area adjacent
to streets and intersections, creating
safe and attractive streets, helping to
reduce the negative effects of motor
vehicles on the environment
(pollution, urban sprawl, etc.), and
promoting walking and bicycle use.
More specific objectives are to:
 Achieve slower speeds for motor
vehicles;
 Reduce collision frequency and
severity;






Increase safety and the
perception of safety for non‐
motorized users of the street;
Reduce the need for police
enforcement;
Enhance the street environment
(streetscaping, etc.);
Increase access for all modes of
transportation; and
Reduce cut‐through traffic
through neighborhoods.

Traffic calming is accomplished
through a combination of measures
that control both traffic speed and
volume. Volume controlled
measures include street closures,
restrictive one‐way streets and turn
restrictions. These measures are
effective in reducing traffic on
streets; however, such measures do
not reduce speed and often result in
the diversion of unwanted traffic
onto other residential streets. Speed
controlled measures are important
in reducing injury accident rates.
They also increase walking and
bicycling on streets. Speed control
measures should be designed into
the community through urban
design and land use features such as
smaller setbacks, street trees, short
streets, sharp curves, center islands,
traffic circles, textured pavements,
speed humps, and flat‐top speed
humps.

Flat-top speed hump

Roundabout

Narrowed entrance

Street closure

Choker
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