
G. TRANSPORTATION

The Boght  Road -  Columbia Street  area is  scrvcd by an cxtcnsive network

of  h ighways inc luding L imi ted Access Faci l i t ies such as Interstatc  87 and Al ternatc

Route 7,  major  ar fer ia ls  such as U.S.  Route 9 and New York Roufe 2,  and col lector

st reets such as Boght  Road,  Mi l ler  Road and Johnson Road.  The cx is t ing development

in  the area pr imar i ly  consis ts  of  rcs ident ia l  uses wi th the except ion of

communi ty /serv ice reta i l  uses located a long the Route 9,9R and Route 2 corr idors.

Due to the combinat ion of  h ighway accessib i l i ty  and ex is t ing land usc,

the pr ivate automobi le  is  the pr imary means of  t ranspor tat ion in  the Boght  Road -

Columbia Street  area.  Whi le  bus serv ice is  avai lab le,  less than two (zoh)  of

workers l iv ing in  the study area current ly  use the bus for  the home to work

commutc.  Unless there is  a drast ic  change in  the t ranspor t t t jon pt t tcrns in  the

area,  the pr ivate automobi lc  wi l l  cont inue to be t ranspor tat ion modc of  choice.

Therefore,  the remainder  of  th is  sect ion wi l l  d iscuss the ex. is t ing and pro jected

future t raf f ic  condi t ions on the roadways in  the Boght  Road -  Columbia Street

A. Existinq Traffic Conditions:

.  To quant i fy the exist ing condit ions on the area roadways, al l

avai lable informat ion was col lected from the Ncw York State Department of

Transportation (NYSDOT) and Capitol District Transportation Commitree (CDTC). Thc

informat ion col lected from these agencies included; exist ing traf f ic volumes,

funct ional  c lassi f icat ion of  roadways, t raf f ic s ignal  operat ions and accident

histories for the study area roadways.

To supplement this informat ion f ie ld surveys were condtrcted to

col lect  addi t ional  t raf f ic data.  Automatic t raf f ic counts were col lected at  twelve
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( .12) locat ions and manual turning movement t raf f ic counts were col lected at  twenty

one (21) locat ions. The traf f ic counts were col lected between October 4,  and

Deccmber I ,  1988. In addi t ion, f ie ld invest igat ions were conducted on thc area

roadways to determine those factors that af fect  roadway capaci ty ie. ,  roadway

width,  t raf f ic control ,  speed l imits,  etc.

l Traffic Yolumes

Based on the traf f ic counts avai lable and those col lectcd

spcci f ical ly for th is study the 1988 exist ing dai ly and peak hour t raf l ic volumes

were dctcrmined and are presented on Exhibi t  I I -G-1. As shown on this f igure, U.S.

Route 9 carr ies the most t raf f ic of  the roadways within the study area, wi th an

Average Annual Dai ly Traff ic f low in excess of  tv/enty-six thousand (26,000)

vehicles per day (VPD) where i t  crosses over New York Route 7.  New York Route

9R/Columbia Street also carr ies a signi f icant volume of t raf f ic,  a lmost thir teen

thousand (13,000) VPD. Of the roads maintained by the Town of Colonie,  Johnson

Road f ive thousand seven hundred f i f ty (5,750) VPD, Old Loudon Road f ive thousand

f ive hundred (5,500 VPD) and Swatl ing Road three thousand, s ix hundred (3,600) VPD

have the heaviest t raf f ic f low.

Functional Classif ication

Funct ional  c lassi f icat ion is a method of grouping highways by

the character of  service they are intended to provide. Typical ly,  a highway is

classi f ied as an expressway, an arter ia l ,  a col lector or a local  street.  An

expressway or interstate is the highest c lass of  highway and i t  is character ized by

rraf f ic wi th higher speeds, longer t r ip length and ful l  control  of  access. An

arter ia l  serves traf f ic having relat ively high speeds, moderate tr ip lengths and
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provides some access to adjacent land uses. col lectors and local  streers ssrve

traf f ic wi th lower speeds, short  t r ip lengths and provide ful l  access to ad iacent

propert ies.

Exhibi t  I I -G-2 i l lustrates the funct ional  c lassi f icat ion of  rhe

roadways . in the Boght Road area. Roadways not designated on this Exhibi t  are

classi f ied as Local  streets.

3. Accident History

Informat ion on the number and types of vehicular accidcnts

occurr inB on the study area roadways for the years 1984 through l9g? was provided

by NYSDor. The accident rates for each intersect ion and midblock roadway scgmcnrs,

or l inks, were then calculated and compared to Statewide ayerages.

The accident rates for intersect ions, expressed in terms of

Accidents per Mi l l ion Entry Vehicles (MEV), are presented in Table I I -G-1. The

rates for midblock segments,  expressed in terms of Accidents per Mi l l ion vehiclc

Mi les (MvM), are presented in Tabte I I -G-2. The locat ions that arc cxpcr icncing

accident rates that exceed the statewide averages are i l lustrated on

Exhibi t  I I -G-3.

The fol lowing is a l ist ing of  those locat ions that are

experiencing accident rat ios exceeding statewide averages and includes a

description of any prevalent accident type and appropriate corrective measures.

Route 9/I-87 Ramps/Route 9R

Left  turn accidents at  th is s ignal ized intersect ion
accounted for forty (40) percent al l  reportable accidenrs.
Rear end accidents accovnted for another twenty three
(23) percent. Appropriate corrective measures may include
improved signal  t iming andlor phasing
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Route g/Boqht Road

Lefc turn accidents at this signalized, intersection
accounted for forty s ix (46) percent of  al l  reportable
accidents.  Right angle accidents accounted for another
twenty f ive (25) percent.  Appropr iate correct ive measures
may include the construct ion of  a lef t  turn lane on Route 9
and improved signal  t iming and phasing.

Route 9R/St. Aenes Hiehwav/Baker Aveuuc

Left  turn accidents at  th is s ignal ized interscct ion
accounted for f i f ty f ive (55) percent of  al l  reportable
accidents.  Possible correct ive measures may include the
construct ion of  lef t  turn lanes and modify ing the traf f ic
signal  to provide exclusive lef t  turn phases.

Boeht Road/Elm Street/Haswell Road

Right angle accidents at  th is unsignal ized interscct ion
accounted for seventy three (73) percent of  the reportablc
accidents.  Appropr iate correct ive measures may include
sight distance improvements and/or the instal lat ion of  a
traf f ic s ignal .  However,  a review of the appl icablc
traf f ic s ignal  warrants show the exist ing condit ions do not
warrant the instal lat ion of  a t raf f ic s ignal .

Haswell Road/Swatlinq Road

There was no prevalent accident type at th is unsignal izcd
intefsect ion al though the type accidents reported are
consistent wi th restr icted sight distances.

Boqht Road/Iohnson Road/St. Asnes Hiehwav

There was no preval€nt accidcnt type at th is unsignal ized
intersect ion al though thc accident history indicates there
is some motorist confusion at this location. Appropriate
corrcct ive measures may include reconstruct ing the
intersection from its current iYtr configuration to a more
convent ional  "T" intersect ion.

Links:

Route 9 From I-87 Access,/Routc 9R to Dunsbach Fcrrv Road

Rear €nd and lef t  turn accidents accounted for s ixty two
(62) percent of  al l  reported accidents on this l ink.  The
lack of  a ful l  width median for storage of lef t  turn
vehicles is a Iikely contributing factor for these types of
accidents.

Route 9R From Route 9 to Johnson Road

Left  turn accidents accounted for forty two (42) percent of
al l  reported accidents on this l ink.  Right angle accidents
accounted for another tw€nty six (26) percent and rear end
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accidents another twenty one (21) percent.  The number of

unsignal ized commercial  dr iveways l ikely contr ibuted to the

high accident rate on this l ink.

- Route 9R From Manor Avenue to Route 9

Lef t  turn and run of f  the road acc idents each accounted for
for ty  three (43)  percent  of  the acc idents repor ted on th is
l ink which cxceeded rhe state wide average by two (2)
percent .  Appropr ia te corr rect ivc measurcs may inc lude
provid ing a wider  shoulder  to  increase the roadside
recovery area.

- pollock Road

Run of f  the road acc idents accounted for  s ix ty  seven (67)
percent  of  a l l  acc idents repor tcd on th is  l ink.
Appropr ia te correct ive measures may inc lude prov id ing a
wider  shoulder  to  increase the roadside recoverv area.

- Dunsbach Ferrv Road

Run of f  the road acc idents accounted for  for ty  three (43)
percent  of  a l l  acc idents repor ted on th is  l ink.
Appropr ia te correct ive measures may inc lude prov id ing a
wider  shoulder  to  increase the roadside recovery area.

Two (2) specific locations within the study area were

ident i f ied as a safety  concern;  the in tersect ion of  Boght  Road/Elm Street  and

Haswel l  Road;  and the por t ion of  Johnson Road between Mi l ler  Road and Boght  Road.

The Boght Road/Elm Street/Haswel l  Road intersect ion has

experi€nced an accident rate over the last four years that has exceeded the

statewide average. A total  of  twelve (12) r ight angle accidents ( the type most

correctable with a traf f ic s ignal)  wcre reported in the four (4) year analysis

period. However, six (6) of those oecurred in 1984, with an average of two (2) per

year f rom 1985-1987. Since the exist ing traf f ic f lows at th is intersect ion are

relat ively l ight and there were relat ively few accidents recent ly that would have

been prevented with a traf f ic s ignal ,  the instal lat ion of  a t raf f ic s ignal  is not

warranted at th is t ime. In fact ,  studies conducted by NYSDOT have shown lhat

installing a traffic signal actually increases certain type of accidents,



On Johnson Road, a total  of  f ive (5) accidents have occurrcd

betrveen Mi l ler  Road and St.  Agnes Highway, f rom t984-1987, an average of 1.25 per

ycar.  Of these f ive (5) accidents,  there were no fatal i t ies or personnel in jur ies

involved, two (2) resul ted in property damage in excess of  $300.00. As shown on

Table I I -G-2, the accident rate for th is l ink is 2.21 ACCIMVM, which is fourtcen

percent ( l4ob) below the statewide average. Al though this port ion of  Johnson Road

may be perceived as a safety concern, the accident history shows a below average

accident rate,  wi th no history of  fatal i t ies or personnel in jury.  Al though some

improvement may be desirable for convenience, i t  does not appear that safety

improvements are warranted on this Dort ion of  Johnson Road at th is t ime.

To the extent possible,  low cost correct ive measures (such as

modi ly ing traf f ic s ignal  t iming, t ree tr imming etc.)  should be implemenred as soon

as possible as these measures can provide immediate benef i ts at  l i t t lc  cost.

However,  the benef i ts of  implement ing more extensive improvements (such as

instal l ing traf f ic s ignals,  adding turn lanes, etc.)  do nor always outweigh rhe

costs or other impacts associated with the improvement.  Therefore, these higher

cost improvements should only be implemented as an accident reduct ion measurc,

af ter addi t ional  study indicates the potent ial  benef i ts are greater than the

est imated cost of  thc improvement.
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Intersection

Average Annual
Accidents
1984-87

l { i l l ion Entry
Vehi cl es/Year

(l,rEv)
Accident Rate

(ACc/irEv)

Appi i cabl e
NYSOOT Average
Accident Rate

Route 9 &
Sparrowbush Rd.

Route 9 &
I -87 lRoute  9R

Rt .  9  &  Dunsbach
Ferry Rd.

Rt .9  &  Boght  Rd.

Route 2 &
Swat l i ng  Rd .

Route 9R &
Johnson Rd.

Route 9R &
St .  Agnes H igh-
way/Baker Ave,

Rt. 9R & l . lanor

Boght  Rd.  &  E lm
St . /Haswel1  Rd.

Haswel I  Rd. &
Swatl ing Rd.

Johnson Rd.  &
Mi  l  l e r  Rd .

la tham Ridge Rd.
& Old Loudon Rd.

Latham Ridge Rd.
& l''li i I er Rd.

Route 9R &
Vl  ie t  S t .

Boght Rd./St.
Agnes Highway/
Johnson Rd.

Cobbee Rd. &
Old  Loudon Rd.

2T

J . 3

9.8

2.8

5.3

2 ' l

0.5

1.3

0.5

1.0

2 . 6

2.8

15.70

1 l  .95

6 .80

5.71

10.20

5.5s

3 .41

2  .81

2 .37

5 l

2 .04

3 .27

1  .08

2 .76

2 .96

3  .30

0 .88

1 .77*

0 .51

1 .71*

u . b l

0.63

I  E  q *

I  .00

2.23

1  R t *

0.24

0.40

0.  46

0.36

n  oq*

0 .85

t , a . o

1.26

1 .08

t . L a

0.90

1 .29

| . a J

t . t t

t .29

0 .90

0 .90

0 .90

0 .  90

n o n

0.90

0 .90

*Intersection that exceeds statewide average accident rate.

TABLE II-G-1
EXISTING INTERSECTION ACCIDEI{T AI{ALYSIS
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Roadway
Segnent

Segment
Length
(lli I es )

Avg. Annual
Accidents
1984- 1987

i l i l l i on
Veh ic le  H i .
Year (ilVll)

Accident Rate
(Acc/l'tvt{}

Appl i  cabl e
NYSD0T Avg.

Accident Rate

Route  9
Sparrowbush
to  I -87 l9R

t-87 /sR
Dunsbach
Ferry

Dunsbach
Ferry to
Boght

Route 9R
Rt .  9  to
Johnson Rd.

Johnson Rd.
to Baker Ave.

St. Agnes to
Manor  Ave.

l'lanor to Rt. 9

Route 2

Swat l ing  Rd.

Haswel l  Rd.

l ' l i l l e r  Rd.

Boght Rd.

St. Agnes HVI

Rt .  9R to
l ' l i  l I  e r  Rd.

Mi l l e r  Rd .  to
St. Agnes Hll

Po l lock  Rd.

Dunsbach
Ferry Rd.

0 .30

0.70

0 .60

0.  30

I  .30

0.90

0.74

4.90

0.67

l  .00

0.92

1.67

0.  5 l

0 .42

0.?7

0.  58

I  .35

1.8

l6

o . 3

10.3

1.8

2 A

17.3

1 . 5

t .5

2 .8

2.5

0.8

I  .25

2

J . J

, a l

. 2 6

4.02

I  .40

4.93

1.76

1.07

24.3

6.88

0 .84

0.84

1,77

0,65

0.88

0.  57

0.38

0.  76

0.?

?  n ? *

I  .99

6 .  07*

2 .09

I  .02

2.62*

0 .71

L48

\ - t Y

2.34

2.41

1.23

70

2.2r

5.26*

4.34*

t . 5 l

2.31

2.31

2.9r

2 .56

2.56

2.31

z . a t

) q 7

2.57

2.57

) \ 7

t . 5 t

*Roadway segment that exceeds statewide average accident rate.

TABLE II-G-2
EXISTING LII{K ACCIDEilT A}IALYSIS
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Operational Analyses

To dctermine the abi l i ty  of  the roadways in  the srudy area to

accommodate the ex is t ing and pro jected t raf f ic  demands,  the procedures establ ished

in the 1985 Highway capaci ty  Manual  were used.  These procedures use volume to

capaci ty  rat io  (v /c  rat io)  and average delay per  vehic le to  descr ibe thc operarrng

condi t ions for  s ignal ized in tersect ions,  Y /c  rat ios for  midblock locat ions and

"Reserve Capaci ty"  for  unsignal ized in tersect ions.  The volume-to-capaci ty  rat io  is

def ined as the re lat ionship between peak hour  t ra f f ic  vo lume and the maxrmum

capaci ty  of  an in tersect ion approach or  midblock locat ion.

Average in tersect ion delay,  def ined as the amount  of  r rme a

typica l  vehic le must  s top and wai t  a t  an in tersect ion pr ior  to  proceeding through

the in tersect ion,  was used to determine the Level -of -serv ice (LoS) prov ided by the

intersect ion.  The Los for  a s ignal ized in tersect ion,  as def ined by thc l9g5

Highway capaci ty  Manual  ranges f rom "A" for  very good serv ice wi th l i t t le  delay to

"F '  for  very poor  serv ice character ized by very long delay at  an in tersect ion.  A

LOS D has been selected as the min imum acceptable Ievel  for  overa l l  . in tersect ion

per formance dur ing the peak hours.

Reserve capaci ty is def ined as unused capaci ty and is used

est imate level-of-service of  an unsignal ized intersect ion. A reserve capaci ty

at least one hundred (100) (passenger cars per hour) should be maintained

provide level-of-service "D' conditions.

For present ing the analyses for midblock locat ions, or l inks, a

locat ion was noted as "Approaching Desired capaci ty" i f  the calculated v/c rar io

was between 0.80 and 1.00, and .Exceeds Desired Capaci ty" i f  rhe V/C rat io exceeds

1.00. Thc dcsired capaci ty of  col lector streets was establ ished at one thousand

to

o f

to

II.5O



(1000) vehicles per hour (vph) based on standards establ ished by the Capital

Distr ict  Transportat ion Committee (CDTC).

Erhib i t  I I -G-4 i l lust rates those locat ions that  arc current ly

exper iencing operat ional  def ic ienc ies.  The measures requi red to resolve or

min imize these ex is t ing def ic ienc ies are summar ized below:

Route 9

Dunsbach Fcrrv Road

Widening Dunsbach Ferry Road to provide a two (2) lane
approach to Route 9 wi l l  reduce overal l  delays for t raf f ic
accessing Route 9.  Appropr iate construct ion cost seventy
f ive thousand (75,000) dol lars.  The Traff ic Volumes on
Dunsbach Ferry Road do not warrant the instal lat ion of  a
Traff ic Signal.

Centurv Hill Drive

The current NYSDOT Plans
include the construct ion of  a
and the instal lat ion of  a
exist ing def ic iencies.

for th is intcrsect ion, wh ich
separate lef t  turn on Route 9

traf f ic s ignal ,  wi l l  resolvc

Columbia Street/I-87lRoute 7 Ramps

Retiming the exist ing traf f ic s ignal  may be suff ic ienr ro
reduce delays on the €astbound and southbound approaches.

Fonda Road. Old Loudon Road (Schemerhorn Strcet)

The traf f ic f lows on these minor approaches to Route 9 are
not current ly suff ic ient to warrant the instal lat ion of
traf f ic s ignals.

NY Routc 2/Swatline Road

Instal l ing a signal  wi l l  correct
Appropr iate construct ion cost
dollars.

the exist ing def ic iencies.
sixty thousand (60,000)

The total  approximate

highway operational deficiencies is one

dol lars.

construct ion cost to

hundred thir ty f ive

resolve the exist i  ng

thousand (  135,000)

I I -5I
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IMPACTS AND MITIGATION MEASURES:

A. Future Traff ic Proiections

l. Land Usc Projections

The f i rst  step in project ing future traf f ic condit ions is to

assess the development potent ial  of  vacant lands within the study area. Sect ion

II ,  B, Land Use and Zoning includes a descr ipt ion of  the future land uses for the

1999 and 2009 planning per iods. These analyses resul ted in thc fol lowing

project ions of  the development potent ial  of  the vacant lands within the Boght Road

- Columbia Street area:

Al l  project ions of  future traf f ic f lows and roadway

development potent ial  being ful ly real ized.

l  999-2009

I  Z )U U nr ts

665,000 sF

131 ,000  sF

425,000 sF

def ic iencies were based on this

2. Trip Generation

The second step in the planning process --  t r ip generat ion --

resul tcd in the est imat ion of  the total  number of  peak hour vehicle t r ips without

regard to the direct ion of  those tr ips.  The approach to t r ip generat ion uscd in

this study consisted of  applying a known tr ip rate as reporred in the fourth

edition of the ITE report I!i!_.tGg!!Ig j!q.

Resident ial

Off ice

Retai l

Industr ia l

1989- 1999

2500 units

990,000 sF

230,000 sF

218,000 sF

that  wi l l  be

as follows:

I f  fu l ly developed, the range of addi t ional  peak hour t r ips

gencrated by land uses within the Boght Road -  Columbia Street area is

I I .52



Exhib i t  I I -G-s i l lust rares the

expected to be bui l t  out  by the year  1999 and the

potent ia l .  Exhib i t  I I -G-6 i l lust r4tes the development

potent ia l  for  the year  2009.

Analvsis Year

2009

2490

3596

ma1or development areas,

co r respond ing  t r  i p  gcne  ra  t  i on

a reas  and  t r i p  generc  t  i o  n

Hour

Peak AM Hour

Peak PM Hour

1999

3782

5362

3. Trip Distribution and Assignment

To detcrmine the d is t r ibut ion of  new t r ips gcneratcd,
or  ig in /d.est inat ion in format ion was der ived f rom the l9g0 Census Urban
Transpor tat ion Planning Package.  Speci f ica l ly ,  th is  package prov ided data on tne
place of  work of  res idents wi th in a par t icurar  zone.  us ing th is  in format ion,  as
wel l  as rocar  knowledge of  the areas t ravc l  pat terns,  the l ike ly  d is t r ibut ions of
new t r ips were developed.

The new

highway system assuming the

dest inat ion. To assist  in the

sirnulation system was used.

tr ips were then assigned to

most probable routes betw€en

trip assignment process, the

the exist ing street and

a tr ips or igin and i ts

TMODEL transporta r ion

4. Projccted Traffic Voluncs

Based on the procedures noted.

on the roadways in the study area were developed.

1999 projected traffic volumcs and Exhibit II-G-E

traffic volumes.

the ant ic ipated

Exhibir  I I -c-7

i l lustrates thc

traf f ic demand

i l lustrates the

2009 projected
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Table I I -G-3 summarizes the exist ing and projected traf f ic

volumes in the study area and presents the annual ized traf f ic growth rate

ant ic ipated for the 1988 -  1999 and the 1999 -  2009 t ime frames as wel l  rs rhe

annual growth rates for the 1989 -  2009 planning per iod. The ant ic ipated trat f ic

growth rates for th is 1989 -  2009 per iod range from 2.5% per year for Route 9 to

6.390 per year on both Old Loudon Road and Century Hi l l  Dr ive.

Route 9 is  s t i l l  expected to be the heaviest  t ravc l led s tudi ,

area roadway,  wi th  a 2009 tota l  t ra f f ic  demand of  over  for ty  s ix  thousand (46,000)

where i t  crosses over  Route 7.  Swat l ing Road,  o ld Loudon Road and Johnson Road r rc

roadways mainta ined by the Town of  Colonie that  are a l l  expccted to carry  over  ten

thousand (10,000)  vpd by the year  2009.

Based on a review of the traf f ic project ions at  key check

points in the study area, eighty percent (80%) of the projected traf f ic increasc on

study area roadways is at t r ibutable to the ant ic ipated development within the srudy

area. The remaining tw€nty percent (20%) of the projected traf f ic growth is

attributable to factors other than the anticipated development within the study

area such as devclopment outside the study area and a general  increase in car

ownership.
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LINK

Dunsbach Ferry Rd.
to  Co lumbia  St .

Col umbi a St. to
Sparrowbush Rd.

Route 9R
Rt .  9R to
Johnson Rd.

Johnson Rd.  to
Baker  Ave.

Baker Ave. to
V l ie t  S t .

V l ie t  S t .  to
Manor  Ave.

l ' lanor Ave. to
Rt .  9

Johnson Rd.
Co l  umbia  St .  to
Boght Rd.

Old  Loudon Rd.
Cobbee Rd. to
Co lumbia  St .

Co lumbia  St .  to
Rt .  9

Mi l  l e r  Rd .
Haswell  Rd. to
Johnson Rd.

Swatl inq Rd.
Rt .  2  to  Haswel l  Rd.

TABLE II-G.3
SUIO.IARY OF TRAFFIC VOLUI.IE PRNECTIO}IS

Route  9
Fonda Rd.
Boght Rd.

Eoght Rd.
Dunsbach

to

tr0
Ferry Rd.

Daily Traffic Vol unn Annual ized Traffic Growth

t 4450

18350

20650

26600

28800

308s0

39350

46150

22550

17350

13250

10300

8950

1988- 2009

3 .3%

2.5%

' t  10/

2.7%

2.7%

2.5%

3.9%

1 10/

4.0%

17700

229s0

31700

37200

18800

14250

9100

7 450

6200
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LINK

Boqht  Rd. /S t .  Aqnes
H i ghwav
Lans i  ng  Lane to
Haswel i  Rd.

Haswel I  Rd. to
Johnson Rd.

Johnson Rd.  to
Co l  umbi  a  S t ,

Rt .  9  to  Dun s  bach
Ferry Rd.

Ha swe I T Rd.
Swatl i  ng Rd. to
Boght Rd.

Dunsbach Fer ry  Rd.
Rt .9  to  Po l lock  Rd .

Po i  I  ock  Rd.  to
Boght  Rd.

Century  H i l l  Dr ive

Daily Traff ic Vol ume Annuai ized Traff ic Growth

4100

5300

54 50

2100

J Y S U

1900

2400

2950

r .2%

3.4%

4.0%

2.?%

4.0%

3.8%

TABLE II-G-3
-continued-



B. proiected Traffic Conditions:

To determine the l ikely future traf f ic condit ions, rraf f ic

operat ional  analyses were conducted for the 1999 and 2009 traf f ic volumes. Exhibi t

I I -G-9 i l lustrates the addit ional  locat. ions that are expected to exp€rrencc

operat ional  def ic iencies by 1999. Exhibi t  I I -G-10 i l lustrates the addit ional

locat ions that are expected to cxperiencc operat ional  def ic iencies between 1999 and

2009.

The fol lowing is a l ist ing of  the measures requircd to address thc

addit ional  highway def ic iencies ant ic ipated for the years 1999 and 2009. Exhibi t

I I 'c- l  I  summarizes rhe improvements required for 1999 and Exhibi t  l r -c- lz

summarizes the improvements required for 2009.

The approximatc costs presented ref lect  construct ion costs only,  in

1988 dol lars with no al lowance provide d for any r ight-of-way (R.o.w.)  needs. Due

to the prel iminary nature of  the recommendat ions, any detai led discussion of  R.o.w.

costs at  th is t ime would be premature, al though improvements that cal l  for  widening

an exist ing roadway to provide addit ional  lanes wi l l  l ikety require some R.o.w.

from adjacent property owners.  Also, the required engineering and inspccrron

services, typical ly require twenty (20) percent of  thc construct ion cost.

l. 1999 RequiremeDts

Yliet Road Extension:

The construct ion of  a new roadway connect ing Vl iet  Street in

Cohoes direct ly to Route 9 wi l l  provide addit ional  east-west access in the northern

port ion of  the project study area. This new roadway is intended to serve the
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planned development ant ic ipated in this area as wel l  as divert ing traf f ic f rom

Colurnbia Street where i t  intersects with Route 9.  I t  is  ant ic ipated this roadway

wi l l  be constructed to minor arter ia l  or col lector street standards, providing one

(l)  lane in each direct ion with shoulders,  and with access to adjacent development

provided only at  l imited wel l -designed intersect ions. I f  constructed. thc Vl icr

Road extension can be expected to accommodate a demand of one thousand two hundred

(1200) peak hour t r ips in 1999 and one thousand four hundred (1400) peak hour t r ips

in 2009.

Although the exact al ignment cannot be detcrmincd 3t rhis

prel iminary sfage, i t  is  ant ic ipated this new road would extend westward frorn rhc

Boght Road/Yl ict  Street intersect ion for a distance of approximately 1.2 mi lcs and

meet Route 9 at  a new signal ized intersect ion betw€en Dunsbach Ferry Road and Boght

Road. The approximate construct ion cost for th is new road two mi l l ion one hundred

thousand (2,100,000) dol lars.  This roadway wi l l  a lso require approximately eleven

( l l )  ac res  o f  R .O .W.

Route 9 and Boeht  Road:

The construct ion of  separate lef t  turn lanes on al l  approaches

to this intersection will address the projected deficiencies. Estimated

construct ion costs are four hundred ten thousand (410,000) dol lars.

Route 9 and Centurv Hi l l  Dr ive:

In addition to the improvements currently planned by NySDOT, a

separate r ight turn lane on Route 9 southbound, for t raf f ic enter ing Century Hi l l

Dr ive, and a second approach lane exi t ing Century Hi l l  Dr ive wi l l  be required.

Approximate construct ion cost is one hundred f i f ty thousand (150,000) dol lars.

I I .5E



Route 9 and Route 9R/Columbia Street:

To accommodate the projected traf f ic volumes at the minimum

desirable LOS D, three (3) through lanes in each direct ion on Route 9 and widening

Route 9R to provid,e one additional lanc between Route 9 and Johnson Road will be

required. By real igning the exist ing lane use on Route 9,  i t  may be possible to

accommodate the required geometry without widening the exist ing structure over

Route 7.  The approximate construct ion cost is one mi l l ion two hundred thousand

(1,200,000) dol lars exclusive of  structure widening costs.

Columbia Street and Baker Avenue:

This s ignal . ized intcrsect ion wi l l

separate lef t  turn lanes on al l  four (4) approaches.

cost is at  three hundred sixty thousand (360,000) dol lars

In addit ion, i t

t raf f ic s ignals wi l l  be warranted at

thousand (60,000) dol lars per instal lat ion.

requi re the construct ion of

T h e  a p p r o x i m a t e  c o n s t r u c t i o n

ant ic ipated that fu l l  three (3) color

fol lowing intersect ions at  a cost of  s ixty

Dunsbach Ferrv Road and Route 9:

Real igning Dunsbach Ferry Road to intersect Route 9 direct ly

opposi te the nevr '  s ignal ized intersect ion created with the Vl iet  Street Extension

wi l l  reduce the traf f ic delays for vehicles approaching Route 7.  Approximare

construct ion cost is one hundred f i f ty thousand (150,000) dol lars.

NY Route 2 and Swatl ine Road:

This intersect ion wi l l  require the construct ion _of a separate

right turn lane on the westbound Route 9 approach. Approximate construct.ion cost

is seventy five thousand (75,000) dollars.

l s

the
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(  t  80,000) dol lars.

(  I  5) acres of  R.O.W

o Old Loudon Road and Latham Ridge Road

o Old Loudon road on Cobbee Road -

o Mi l ler  Road and Latham Ridge Road

Tota l  insta l la t ion cost  is  one hundred e ighty thousand

To construct  these improvements i t  is  cst imated that  f i f teen

wi l l  need to be acqui red.

The total  approximate construct ion costs

costs,  lor  the measures required to address the addit ional  1999

def ic iencies is f ive mi l l ion three hundred thousand (5,300,000) dol lars.

including R.O.W.

p ro jec ted  h ighway

As noted previously,  e. ighty percent (g0o/o) of  the projected

traf f ic growth is at t r ibutable to the development ant ic ipated within the l imits of

the study area, and twenty percent (20%) to other , 'background traf f ic growth., ,

Assuming there is a direct  rerat ionship between traf f ic growth and mit igat ive costs

throughout the study area, than only eighty percent (g0%) of the toral  cost for the

roadway improvements required for 1999, or four mi l l ion two hundred f i f ty thousand

(4,250,000) dol lars is at t r ibutable to the ant ic ipated development.

I f  actual  development occurs at  a di f ferent lcvel  or scale from

the projected growth scenario t ransportat ion improvement costs wi l l  vary f rom those

out l ined above. To ensure that the est imate of  improvement costs remain accurare

and the improvements cont inue to be appropr iate,  bui ld ing permits issued within the

Boght Road-columbia strect area should be monitored annually. Density,

distribution and type of development (office, retail, residential) wir have a

large effect on the typc and extent of improvements necessary.
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2. 2OO9 Requirements

Route 9:

Three (3) through lanes in each drrect ion are required on Route

9 extending from Columbia Street to Boght Road, taper ing to the exisr ing width at  a

point  north of  Boght Road. To provide the required turning lanes at the Columbia

Street intersect ion, the exist ing structure over Route 7 wi l l  need to be expanded

to accommodate two (2) addi t ional  t ravel  lanes.

The approximate construct ion costs for th i5 improvement is f ive

mil l ion (5,000,000) dol lars.  This improvement wi l l  a lso l ikely require signi f icant

R.O.W. from property owners adjacent to Route 9.

Route 9R and Vl iet  Strcet Extension:

This intersect ion

construct ion of  separate lcf t  turn

approaches. Approximate construct ion

thousand (  l50,000) dol lars.

(assumed signal ized in 1999) wi l l  require the

lanes on the northbound and southbound

cost is estimated to be one hundred fiftv

Columbia Street and Baker Avenue:

Thc signal ized intersect ion wi l l  require a separate r ight turn

lane on the southbound approach. The approximate construct ion cost is seventy f ive

thousand (75,000) dollars.

I I .6I



Johnson Road and Boeht Road/St.  Aenes Hiehwav:

This intersect ion wi l l  require reconstruct ion to resul t  in a

convent ional  "T" intersect ion, providing a separate lef t  turn lane on the eastbound

approach and instal l ing a traf f ic s ignal .  Approximate construct ion cosrs are

three hundred thir ty f ive thousand (335,000) dol lars.

Mi l ler  Road and Johnson Road:

The Mi l ler  Road approach to this interscct ion (assumed

signal ized in 1999) wi l l  require widening ro provide a rwo (2) lane approach.

Approximate construct ion cost is seventy f ivs th9u5n16 (75,000) dol lars.

NY Route 2 and Swat l ine Road:

The southbound Swatl ing Road approach ro Ny Route 2 wi l l

require widening to provide two (2) approach lanes. Est imated construct ion cost -

seventy f ive thousand (75,000) dol lars.

Mi l ler  Road and Haswel l  /Swat l ins Road:

To address the projected occupat ional  def ic iencies and to

reduce the accident potent ial  at  th is intersect ion Mi l ler  Road should be real igned

to intersect Haswell Road directly opposite Swatling Road, This new four (4) leg

intersect ion wi l l  l ikely require traf f ic s ignal  control .  Est imated costs of

construction are two hundred sixty thousand (260,000) dollars.

Old Loudon Road and Cobbee Road/Latham Ridse Road:

Old Loudon Road between these two in tersect ions (both assumed

signal ized in  1999)  wi l l  requi re widening to prov ide separate le f t  turn lanes ar
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Cobbee Road and Otd Loudon

f i f ty thousand (  150,000) dol lars.

In addit ion

signals wi l l  be required at  the

(60,000) dol la rs per instal lat ion.

Road. Approximate consffuct ion cost . is one hundreo

i t  is  ant ic ipated that

f  o l lowing in tersect ions at

fu l l  three color t raf f ic

a cost of  s ixty thousand

o Mi l ler  Road and Latham Ridge Road

o Haswel l  Road and Boght Road

o Boght Road and Baker Avenue

Total  instal lat ion cost one hundred cighty thousand (1S0,000)
d o l l  a  rs .

To construct ion the improvements required in 2009, i t  is
estimated that eight (g) acres of R'O.W. lvill need to be acquired. The total
construction cost including, R.o.w. acquisition costs, of the measures required to
address the additionat 2009 projected highway def.iciencies is six milion nine
hundred thousand (6,900,000) dol lars.  As noted previously i t  is  assumed that only
eighty (80) percent of  rhe total  roadway improvement costs wi l l  be atr ibutable to
new development.  Therefore, total  est imated 2009 improvement costs at tr ibutablc to
new development. is f ive mi l l ion f ive hundred twenty thousand (5,520,000) dolrars.

I f  development occurs at  a di f ferent level  or densi ty f rom the
projected growth scenario these costs wi l r  change. Development should cont inue to
be monitored to ensure that the Development Mit igat ion costs remain accurare
through planning per iod 2.
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Local Streets:

As noted on Exhibi ts I I_G-9 and I I_G_10, the traf f ic f lows on
some roadways within the study area are expected to exceed desired capac. i ty r imits
for locar streets.  In lggg old Loudon Road is projected to exceed these l imits and
in 2009 Johnson Road and st .  Agnes Highway are expected to exceed these r imits.
Also, by 2009 swat l ing Road and Mi er Road wi l l  be close to exceeding local  srreer
capaci ty l imits.

Due to the pro jected t raf f ic  f lows and the

intersect ion improvements,  i t  is  apparent  that  these roadways wi l l

operate as local  s t reets,  and instead should be v iewed as urban col lectors

ar ter ia ls .  Contro l l ing the access to those roadways is  an important

mainta in ing thei r  ab i l i ty  to  accommodate the pro jected t raf f ic  f lows.

r e q u i r e d

no lon ger

o r  m i n o r

r s p e c t  o f

Allowing uncontrol led access to these roadways (such as
indiv idual  resident ial  dr iveways) wi l l  s igni f ican y reduce the abi l i ty of  th6se
roadways to accommodate the expected traf f ic demand. one standard of  the Federal
Highway Administrat ion'  for access to arter ia l  streets cats for a minimum spacing
of one thousand three hundred (1,300) feet between intersect ions.

Bv reducing or l imit ing vehicurar access to old Loudon Road,
Swatl ing Road, Johnson Road, St.  Agnes Highway and Mi l ter Road, to a few key, wel l -
designed intersections' .in conjunction with the intersectior improvements notecr
previously,  the abi l i ty of  these roadwlys to accommodate the projected traf f ic
flows will be greatly improved.
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C. Additional Access to Alternate Route 7:

Much of the new traf f ic that wi l l  be generated by rhe expected
development wi l l  require convenient access to I -g7 and Route 7.  Currcn y,  the
Route 9/ I-87lRoute 7 interchange is the only rocat ion within the Boght Road -

Columbia Street area that provides access to these faci l i t ies.

Due to the sjgni f icant improvements required to Roufe

vic ini ty of  the I-87lAl ternate Route 7 interchange, acldi t ional  analyses

the relat ive meri ts of  providing a new interchange to Al ternate Route

warranted.

9  i n  t h e

e x a m i n i n g

7 may be

Although not speci f ical ly analyzed as

appears that a new interchange to Route 7 would divert

t r ips away from rhe Route 9/ I-97lRoute 7 interchange and

improvements required in this area. A new interchange

overal l  accessibi l i ty of  the area and may reduce the

travel.

pa r t  o f  t h i s  s tudy ,  i r

a s igni f icant number of

may reducc the scope cf

would also improve the

total  vehicle mi les of

From analysis of  the exist ing Route Z grade crossings ( located at
old Loudon Road'  M ler Road and Boght Road) i t  appears that an interchange at
Mi l ler  Road wi l l  resul t  in the most desirable spacing of  interchanges on Alternate

Route 7'  However,  the need for,  and desirabi l i ty of ,  providing a new interchange

to Alternate Route 7 must be closely examined to weigh the benefits of providing

improved local  access to thc disbenef i t  of  introducing an interrupt ion of  the free

f low of t raf f ic that current ly is provided on Alternate Route 7.
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D. Traffic Imoacts Beyond Studv Area Boundarics:

The traf f ic growth expected in the Boght Road/columbia Srreet area
may have signi f icant impacts on highway facir i t ies beyond the study area l imits.
The abi l i ty of  such major faci l i t ies such as Interstate E7 and Arternate Route 7
and their  interchanges to accommodate the addir ionar t raf f ic demand has not been
exarnined within the scope of th is analysis.  However,  i t  is  recognizcd that
addit ional  investment in these faci l i t ies may be required to accommodate a'of  the
ant ic ipated traf f ic growth due to the development of  the Boght Road -  columbia
street area as wel l  as the cont inued development of  other vacant lands outsidc of
the study area.

The previous discussion of  projected traf f ic demand and required

roadway improvements were based on typical  t r ip generat ion character ist ics of  new
land development.  one method of reducing the roadway improvements required to
serve new development is to reduce the amount of  t raf f ic generated by var ious
Transportation Systems Management (TSM) techniques.

work related trips offer the greatest potential for TSM programs.

Since the land use forecasts indicate the potential for over one mi'ion six
hundred thousand (r,600,000) square feet of new office space and six hundred forty

thousand (640,000) of new industrial space new work trips wi account for a
significant portion of thc traffic growth expccted.

E.

Several methods fall under the TSM

will describe only the thrce (3) major programs that

the easiest to implement. These methods are as follows:

heading, however,  th is Sect ion

are most successful and are
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Ride-Sharing programs

Variable Work Hour programs

Transit programs

The appl icat ion of  these techniques is directed towards the
concentrat ion of  employee tr ips to and from work. These work tr ips general ly occur
dur ing the Peak A.M and p.M. Highway Hours (commuter per iods) dur ing which traf f ic
congest ion is ant ic ipated. Due to the recurr ing nature of  these work tr ips.
speci f ic measures can be effect ively employed to modify t ravel  behavior.

l .  Ride Sharine Proerams

Ride-sharing techniques to reduce peak traf f ic congest lon are
focused upon the shar ing of  r ides to work thorough thc use of carpools,  vanpools.

and Subscr ipt ion Buses. These techniques reduce congest ion by increasing vehicle

occupancy, hereby reducing the number of  vehicres on the roadways dur ing the peak

Hours. Ride shar ing techniques'  are probably the most appl icable of  al l
Transportat ion Systems Management programs and are appropr iate in instances where

or igins and dest inat ions of  work travel  are concentrated within relat ively smal l

areas.

Some factors which increase the appl icabi l i ty of  Ride-sharine
Programs include the following travel characteristics:

Arr ival  and

within t

developments;

Long commuting distanccs - prcsent

economic and l i festyle considerat ions:

departure t im€s of employees concentrated

fairly short period-typical of office
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The presence of recurr ing roadway congest ion; and

Personal character ist ics,  such as

dr ive or lack access to a

appl icable to residents of  older urban

employees who ca nnot

motor-ve h ic le  par t icu lar ly

areas.

Program Dcscr ipt ions

Ca rooo ls

The most common Ride-sharing is the Carpool.  This Method

of Ride-sharing involves two (2) or more employecs shar ing

a pr ivate motor vehicle for the tr ip to and from work.

Carpool ing is readi ly implementable as i t  involves no ncw

costs and may be appl ied to as few as two (2) workers

travel ing in the same corr idor.

Yanoools

Vanpools are a relat ively new forrn of  r ide_sharing which

involves the ut i l izat ion of  a passenger van capable of

carrying ten (10) to f i f teen ( t5) employees. Such pools

require common travel routes for larger numbers of

employees and general ly have been found to more appl icable

with longer commuting distances. Because of the

acquisi t ion of  the vans! some costs and delays in

implementat ion are encountered. Some vanpools are

subsidized by employers,  usual ly through van ownership,

whi le others are operated on a break-even basis.  In ei ther

case, the economic benef i ts to employees can be

substant ial .
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Busoools

Subscr ipt ion buses, or buspools,  are also used as a Ride_

sharing tool .  These programs general ly involve the

ut i l izat ion of  a bus to carry twenty (20) or more employecs

to and from their  place of employment and depend upon large

numbers of  employees having simi lar t ravel  routes.

b.

Organizat ional  ef forts

considerably,  f rom simple co-worker agreements

programs. I t  has been found that the level  of

the amount of  employer involvement in the program.

A disadvantage of  buspool ing

buses and professional drivers.

of ten subsid ized by employers.

has been an ef fect ive measure

employment  is  re located and

mainta in the ex is t ing work force.

Implementat ion:

is  the addi t ional  cost  of

A s  a  r e s u l t .  b u s p o o l i n g  i s

This  r ide-shar ing tech n ique

in cases where the p lace of

the buspool  is  of fered ro

for  Ride-sharing programs va ry

through intensive employe r-or ien ted

r ide-shar ing achieved corresponds to

The least intensive efforts usually jnvolve a bulletjn

board upon which employees communicate and coordinate travel  patterns. More
intensive programs involve the matching of  potent iar r ide-sharers by residence

location and work shift. This matching may be accornpanied with either manuar or
computer-based techniques and may incrude onry those emptoyees who vorunteer for
r ide-shar ing, or may be appl ied to the ent i re work force. The lat ter approach is
usually preferred, because it exposes alr employces to the direct possibirities of
r ide-shar ing. In addi t ion, employer ef forts to , ,sel l '  r ide-shar ing and to maintain
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an updated r ide-shar ing data base have proven important to the in i t iat ion and the

cont inuat ion of  th is measu re.

preferent ial  parking for carpool and vanpool

very vis ible means of promoting Ride-sharing. Whi le preferent ial

vanpools are relat ively s imple to provide because of the nature of

preferent ial  parking for carpools may involve somc di f f icurt ies due to

of accurately idcnt i fy ing carpool vehicles.

vehic lcs is  a

spaces for

the veh ic le ,

the problem

throughout  the Uni ted

most  successfu l  when

rcsul ts  have a lso been

centra l  bus iness d is t r ic ts ,

Aool icat ion:

Successful  Ride-sharing programs have been employed

States in many var ied sett ings. These techniques havc bcen

large indiv idual  employers are involved. Howcver,  good

shown in areas of  intensive employment,  whether they are

off ice parks, or industr ia l  parks.

Benef i  ts:d .

Besides reduction in peak

benef i ts are associated with Ride-sharing programs.

savings to employees resul t ing from reduct ions

vehicles. Fixed costs may also be reduced if

reduct ion in vehicle ownership.

per iod traf f ic congest ion, othcr

The pr imary benef i t  is a cost

in operat ing costs of  motor

the r ide-shar ing resul ts in a

Benefits also accruc to employers, many of whom have noted

better on'time perfornance of emproyees .invorved in Ride-sharing programs. An

increase in the labor suppry is also possible by attracting employees from larser

areas and individuals who do not have access to a motor vehicle.
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Proiected Impact:

A reasonably aggressive Ride_sharing program can be

expected to resul t  in a ten (10) percent to f i f teen (15) percent shi f t  f rom dr iver-

only automobi les to the var ious forms of Ride-sharing, increasing the average

vehicle occupancy Rate from 1.2 persons to 1.3-1.4 persons vchicle overal l .  This

cst imate is based upon resul ts measured and projected in var ious sett inss

throughout the uni ted states.

2.  Yar iable Work Hour Proerams:

Yariable work hour techniques redistr ibute the t imes dur ing

which tr ips to and from employment are made. This TSM strategy reduccs pcar

traf f ic congest ion by el iminat ing sharp peaks in t raf f ic demand.

Proqram Descri ptions

Staeeered Hours

Staggered Hour Programs are perhaps the most common form of

var iable work hour techniques. These programs are

inst i tuted by schedul ing employees on di f ferent work shi f ts

so that their arrival and departure times are distributed

over a longer period. The number of staggered shifts,the

percentage of employees on each shi f t ,  and the t ime between

shifts can be tailored to suit employment demands and

required reductions in peak period traffic. The time

between shifts may vary from as little as five (5) minutes

to as much as one (  l )  hour or more. In general ,

uncomplicated programs of two (2) or four (4) work shifts
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separated by hal f-hour intcrvals have been shown to provide

substant ial  peak per iod traf f ic reduct ions. More complex

systems have been shown to provide only marginal

improvements over the basic Staggered Hours programs, whi le

compl icat ing business operat ions.

Flexible Hours

Flexible Hour Programs (Flex-Time) are a form of var iable

work hours in which employees choose their  own working

hours.  In general ,  employers dcsignate a basic ' ,Corc

Period" in rhe middle of  rhe day dur ing which al l  cmproyees

must be at  their  place of employment.  Employees are then

free to choose start ing and f in ishing t imes which

€ncompasses their  "Core".  In some Flexible Work Hour

Programs, employees may change their  schedules on a day to

<lay basis, while in other programs employees musr pre-

deterrnine their  work schedules.

A problem has been noted regarding f lexible Work Hour

Programs. In some instances, most employees choose the

samc basic set of  working hours.  As this set of  working

hours may not correspond to the best time period for

commuter travel, and this time period may concentrate too

large a port ion of  t raf f ic in one per iod, Flexible Work

Hours do not al lorv the dcgree of control  and f ine-tunine

that Staggered Work Hour programs permit.
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Other Work Schedules

Other work schedule techniques may also contr ibute to

reducing peak traf f ic congest ion.

Adopt ing a lour (4) day week can decrease commuter t ravel

by twenty (20) pefcent.  This srrategy works in two (2)

ways to rcduce the peak per iod congest ion:

Commuter t r ips are el iminated on the day of  the week

that employees do not work.

Because of  the genera l ly  longer  work ing hours on each

of the four (4) other days, employecs arr.ive and dcparr

af ter  the normal  commuter  peaks.

Another Variable Work Program can be implemented for those

types of employment not direct ly associated with a

"dayt ime" work schedule.  Whi le or ig inal ty l imited ro , 'b lue

col lar"  occupat ions, many businesses have been adopt ing

al ternate af ternoon or evening work shi f ts.  This benef i ts

the employer by providing mult ip le shi f t  ut i l izat ion of

of f ice systems whi le also providing employment for

personnel who might not be able to work the standard day

shi f t .  The data processing and computer service industr ies

have been prominent in adopt ing this strategy.

Other means, not related to work schedules. can be utilized

to alter employee arrjval and departure t.imes. The
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avai labi l i ty of  food services on-si te,  tend to br ing a

signi f icant port ion of  employees onto the si te before the

normal morning rush hour.

b.  Implementat ion

The implementat ion of  Var iable Work Hour Programs usual ly

requires that an "educat ional"  ef fort  be undertaken to explain the concept.  Both

employees and management of ten have distorted views regarding the impacts of  such

programs. In most instances, i t  is  possible to tai lor  th is techniques to meet pcak

period traf f ic reduct ion goals without adversely impact ing businesses.

A o o l i c a t i o n

The appl icat ion of  such programs is largely t ied to the

f lexibi l i ty of  the employ€r the the overal l  operat ion of  a given company. Research

oriented employers tend to be most f lexible,  whi le service or iented busincsses,

tend to require their  employee's to work hours coinciding with the normal work

fo rce.

d. Bene f i ts

Variable Work Hour Programs have general ly been wel l

accepted by employees. Businesses were in i t ia l ly opposed to the idea of var iable

work hours,  but they are growing in popular i ty.  The most important factor l rom an

employer's standpoint is that the alternats work schedule adopted does not

significantly disrupt the office operations. Some studies have suggested that

var iable Work Hours Programs resul t  in higher employee morale,  decreased sick

leave, reduced employee turnover, and increased productivity.
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3. Transi t  Prosrams

The use of Transi t  for

travel ing to and from work. A

the commut ing t r ip  is  a very ef fect ive m

descr ip t ion of  th is  method is  prov idedmeans of

below,

Proeram Descr iot ion

The ut i l izat ion of  Transi t  as a Transportat ion System

Management techniques reduces peak per iod traf f ic congest ion based upon improved

ut i l izat ion of  the exist ing and future transi t  infrastructure through promotion,

incent ives, and adjustments to service patterns (e.g.  rout ing and frequency).

b.  Implementat ion

An important means to develop transi t  r idership is the

provis ion of  good, safe,  and eff ic ient service. I t  can be expected that most

employees wi l l  have l i t t le knowledge of what t ransi t  services are avai lable to

them. Thus, i t  is  important to make this informat ion avai lable.  Pamphlets showing

bus schedules and routes can be distr ibuted throughout the area ini t ia l ly.

Subsequent ly,  the informat ion can be placed on bul let in boards and at bus stops.

Another incent ive to t ransi t  ut i l izat ion is the provis ion

of adequate transit facilities on-site. Whether transit stops ex.ist as integral

parts of  planned bui ld ings, or as completely separate structures, they should

provide an amiable environment for the transi t  r ider and the obvious amenity of

shelter from wcathcr. Security is a vcry important consideration, and adequate

l ight ing and telephone service should be considered.
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Transi t  ut i l izat ion can also be improved through the

provis ion of  part ia l  or fu l l  subsidat ion of  t ransi t  fares. This subsidizat ion

usual ly involvcs a monthly t ransi t  pass ei ther f ree or a!  a low cost to the

employee. The subsidizat ion may be part ia l ly or fu l ly paid via discounts providcd

by a transi t  agency to an employer or organizat ion which purchases a quant i ty of

passes. Employers sometimes direct ly subsidize a remaining port ion of  the cost.

Aool icat ion

An important considerat ion in determining the appl icabi l i ty

of  Transi t  Programs is the basic provis ion of  t ransi t  service to rhe si te.  I t  is

important that the transi t  routes serve the actual  t ravel  desires of  the employees.

This is cr i t ical  wi th regard to service area, t ravel  t ime, and frequency of

service. The better the transi t  service provided, the more transi t  r iders can be

expected. Off-s i te service provis ions are also important to accommodate employees

who plan to arr ive or depart  work ear ly or late,  part icular ly i f  Var iable Work

Hours are avai lable.

4.  Packaqine of Transoortat ion Svstem Manaeement Technioues

There have been many recent studies and much discussion within

the transportat ion planning community concerning the ef fects of  combining, or

"packaging", TSM measures. Of particular interest is the basic question of whether

or note all measures should be simultaneously pursued.

For example, Staggered Hours and Carpooling Programs are both

proven methods of reducing peak per iod traf f ic demands. Their  interact ion,

however,  is not so clear ly def ined. I t  is general ly agreed that s ince Carpool ing

Programs depend upon common arr ival  and departure t imes, some Staggered Hour

Programs may detract from Carpooling potential, On the other hand, carefully

managed Staggered Hour Programs, such as f lex-t ime, might enable employees who
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previously worked on di f ferent shi f ts to coordinate their  schedules to begin

carpool ing. I t  is also becn noted that Ride-sharing Programs may attract  r iders

from transi t .  Simi lar dicotomies are present in the considerat ion of  combinat ions

of other TSM measures.

Therefore, i t  is  advisable to proceed with al l  TSM measures

which might be appl. icable.  As long as the overal l  Eo^l  of  redDc;ng peak per iod

traf f ic congest ion is remembered, appropr iate adjustments can be made to any of  the

techniques to achieve the greatest overal l  benef i t .
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