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Table II-G-3 summarizes the existing and projected traffic
volumes in the study area and presents the annualized traffic growth rate
anticipated for the 1988 - 1999 and the 1999 - 2009 time frames as well as the
annuval growth rates for the 1989 - 2009 planning period. The anticipated traffic
growth rates for this 1989 - 2009 period range from 2.5% per year for Route 9 to

6.3% per year on both Old Loudon Road and Century Hill Drive.

Route 9 is still expected to be the heaviest travelled study
area roadway, with a 2009 total traffic demand of aver forty six thousand (46,000)
where it crosses over Route 7. Swatling Road, Old Loudon Road and Johnson Road are
roadways maintained by the Town of Colonie that are all expected to carry over ten

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

Based on a review of the traffic projections at key check
points in the study area, eighty percent (80%) of the projected traffic increase on
study area roadways is attributable to the anticipated development within the study
area. The remaining twenty percent (20%) of the projected traffic growth is
attributable to factors other than the anticipated development within the study
area such as development outside the study area and a general increase in car

ownership,
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TABLE I1-G-3
SUMMARY OF TRAFFIC VOLUME PROJECTIONS

Daily Traffic Volume Annualized Traffic Growth
LINK 1988 1999 2009 1988-1999 |, 1999-20091 ( 1988-2009
Route 9
Fonda Rd. to
Boght Rd. 14450 (17700 28800 1.8% 5.0% 3.3%
Boght Rd. to
Dunsbach Ferry Rd. {18350 22950 30850 2.1% 3.0% 2.5%
Dunsbach Ferry Rd.
to Columbia St. 20650 {31700 39350 4.0% 2.2% 3.1%
Columbia St. to
Sparrowbush Rd. 26600 [37200 46150 3.1% 2.2% 2.7%
Route 9R
Rt. 9R to
Johnson Rd. 12800 (18800 22550 3.6% 1.8% 2.7%
Johnson Rd. to
Baker Ave. 10400 (14250 17350 2.9% 2.0% 2.5%
Baker Ave. to
Vliet St, 53900 9100 13250 4.0% 3.8% 3.9%
Vliet St. to
Manor Ave. 4850 7450 10300 4.0% 3.3% 3.7%
Manor Ave. to
Rt. 9 3950 6200 8950 4.2% 3.7% 4.0%
Johnson Rd.
Columbia St. to
Boght Rd. 5750 10100 10200 5.3% 0.1% 2.8%
01d Loudon Rd.
Cobbee Rd. to
Columbia St. 5500 8650 10600 4.2% 2.1% 3.2%
Columbia St. to
Rt. 9 2250 4300 8200 6.1% 6.7% 6.3%
Miller Rd.
Haswell Rd. to
Johnson Rd. 2500 6100 7950 8.4% 2.7% 5.7%
Swatling Rd.
Rt. 2 to Haswell Rd.| 3600 7650 11050 7.1% 3.7% 5.5%
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TABLE II-G-3

-continued-
Daily Traffic VYolume Annualized Traffic Growth
LINK 1988 19549 2009 1988-1999 ,1999-2009, ,1988-2009
Boght Rd./St. Agnes
Highway
Lansing Lane to
Haswell Rd. 2850 4100 5200 3.7% 2.4% 2.9%
Haswell Rd. to
Johnson Rd. 2900 5300 5950 5.6% 1.2% 3.5%
Johnson Rd. to
Columbia St. 3500 5450 7600 4.1% 3.4% 3.8%
Rt. 9 to Dunsbach
Ferry Rd. 15580 2100 3100 2.8% 4.0% 3.6%
Haswel] Rd.
Swatling Rd. to
Boght Rd. 2300 3950 4900 5.0% 2.2% 3.7%
Dunsbach Ferry Rd.
Rt.9 to Pollock Rd. 1400 1900 2550 2.8% 3.0% 2.9%
PolTock Rd. to
Boght Rd. 2050 2400 3550 1.4% 4.0% 2.6%
Century Hill Drive 1200 2950 4300 8.5% 3.8% 6.3%
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B. Projected Traffic Conditions:

To determine the likely future traffic conditions, traffic
operational analyses were conducted for the 1999 and 2009 traffic volumes. Exhibit
1I-G-9  illustrates the additional locations that are expected to experience
operational  deficiencies by 1999, Exhibit II-G-10  illustrates the additional
locations that are expected to cxperience operational deficiencies between 1999 and

2009.

The following is a listing of the measures required to address the
additional highway deficiencies anticipated for the years 1999 and 2009. Exhibit
[I-G-11 summarizes the improvements required for 1999 and Exhibit II-G-12

summarizes the improvements required for 2009.

The approximate costs presented reflect construction costs only, in
1988 dollars with no allowance provided for any right-of-way (R.O.W.) needs. Due
to the preliminary nature of the recommendations, any detailed discussion of R.O.W.
costs at this time would be premature, although improvements that call for widening
an existing roadway to provide additional lanes will likely require some R.O.W.
from adjacent property owners. Also, the required engineering and inspection

services, typically require twenty (20) percent of the construction cost.

1. 1999 Requirements

Vliet Road Extension:

The construction of a new roadway connecting Vliet Street in
Cohoes directly to Route 9 will provide additional east-west access in the northern

portion of the project study area. This new roadway is intended to serve the
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planned development anticipated in this area as well as diverting traffic from
Columbia Street where it intersects with Route 9, It is anticipated this roadway
will be constructed to minor arterial or collector street standards, providing onc
(1) lane in each direction with shoulders, and with access to adjacent development
provided only at limited well-designed intersections. If constructed, the Vlict
Road extension can be expected to accommodate a demand of one thousand two hundred
(1200) peak hour trips in 1999 and one thousand four hundred (1400) peak hour trips

in 2009.

Although the exact alignment cannot be determined at this
preliminary stage, it is anticipated this new road would extend westward from the
Boght Road/Vlict Street intersection for a distance of approximately 1.2 miles and
meet Route 9 at a new signalized intersection between Dunsbach Ferry Road and Boght
Road. The approximate construction cost for this new road two million one hundred
thousand (2,100,000) dollars. This roadway will also require approximately cleven

(11) acres of R.O.W.

Route 9 and Boght Road:

The construction of separate left turn lanes on all approaches
to this intersection will address the projected deficiencies. Estimated

construction costs are four hundred ten thousand (410,000) dollars.

Route 9 and Century Hill Drive:

In addition to the improvements currently planned by NYSDOT, a
separate right turn lane on Route 9 southbound, for traffic entering Century Hill
Drive, and a second approach lane exiting Century Hill Drive will be required.

Approximate construction cost is one hundred fifty thousand (150,000) dollars.
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Route 9 and Route 9R/Columbia Street:

To accommodate the projected traffic volumes at the minimum
desirable LOS D, three (3) through lanes in each direction on Route 9 and widening
Route SR to provide one additional lane between Route 9 and Johnson Road will be
required. By realigning the existing lane use on Route 9, it may be possible to
accommodate the required geometry without widening the existing structure over
Route 7. The approximate construction c¢ost is one million two hundred lthousand

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

Columbia_Street and Baker Avenue:

This signalized intersection will require the construction of
separate left turn lanes on all four (4) approaches. The approximate construction

cost is at three hundred sixty thousand {360,000) dollars.

Dunsbach Ferrv Road and Route 9;

Realigning Dunsbach Ferry Road to intersect Route 9 directly
opposite the new signalized intersection created with the Vliet Street Extension
will reduce the traffic delays for vehicles approaching Route 7. Approximate

construction cost is one hundred fifty thousand (150,000) dollars.

NY Route 2 and Swatling Road:

This intersection will require the construction of a separate
right turn lane on the westbound Route 9 approach. Approximate construction cost

is seventy five thousand (75,000) dollars.

In addition, it 1is anticipated that full three (3) color
traffic signals will be warranted at the following intersections at a cost of sixty

thousand (60,000) dollars per installation.
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0  Old Loudon Road and Latham Ridge Road

0  Old Loudon road on Cobbee Road -

0  Miller Road and Latham Ridge Road

Total instéllation cost is one hundred cighty thousand
(180,000) dollars. To construct these improvements it is cstimated that fifteen

(15) acres of R.O.W. will need to be acquired.

The total approximate construction costs including R.O.W.
costs, for the measures required to address the additional 1999 projected highway

deficiencies is five million three hundred thousand (5,300,000) dollars,

As noted previously, eighty percent (80%) of the projected
tfraffic growth is attributable to the development anticipated within the [imits of
the study area, and twenty percent (20%) to other “background traffic growth."
Assuming there is a direct relationship between traffic growth and mitigative costs
throughout the study area, than only eighty percent (80%) of the total cost for the
roadway improvements required for 1999, or four million two hundred fifty thousand

(4,250,000) dollars is attributable to the anticipated development.

If actual development occurs at a different level or scale from
the projected growth scenario transportation improvement costs will vary from those
outlined above. To ensure that the estimate of improvement c¢osts remain accurate
and the improvements continue to be appropriate, building permits issued within the
Boght Road-Columbia  Street area should be monitored annually.  Density,
distribution and type of development (office, retail, residential) will have a

large effect on the type and extent of improvements necessary.
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2. 2009 Requirements

Route 9:

Three (3) through lanes in cach direction are required on Route
9 extending from Columbia Street to Boght Road, tapering to the existing width at a
point north of Boght Road. To provide the required turning lanes at the Columbia
Street intersection, the existing structure over Route 7 will need to be expanded

to accommodate two {2) additional travel lanes.

The approximate construction costs for this improvement is five
million (5,000,000) dollars. This improvement will also likely require significant

R.O.W. from property owners adjacent to Route 5.

Route SR and Vliet Strecet Extension:

This intersection (assumed signalized in 1999) will require the
construction of separate left turn lanes on the northbound and southbound
approaches. Approximate construction cost is estimated to be one hundred fifty

thousand (150,000) dollars.

lumbi nd Baker Avenue:

The signalized intersection will require a separate right turn
lane on the southbound approach. The approximate construction cost is seventy f[ive

thousand (75,000) dollars.
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Johnson Road and Boght Road/St, Agnes Highwayvy:

This intersection will require reconstruction to result in a
conventional "T" intersection, providing a separate left turn lane on the eastbound
approach and installing a traffic signal. Approximate construction costs are

three hundred thirty five thousand (335,000) dollars.

Miller Road and Johnson Road:

The Miller Road approach to this intersection (assumed
signalized in 1999) will require widening to provide a two (2) lane approach.

Approximate construction cost is seventy five thousand (75,000) dotlars.

NY Route 2 and Swatiing Road:

The southbound Swatling Road approach to NY Route 2 will
require widening to provide two (2) approach lanes. Estimated construction cost -

seventy five thousand (75,000) dollars.

Miller Road and Haswell/Swatling Road;

To address the projected occupational deficiencies and to
reduce the accident potential at this intersection Miller Road should be realigned
to intersect Haswell Road directly opposite Swatling Road. This new four (4) leg
intersection  will likely require traffic signal control. Estimated costs of

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

Old Loudon Road and Cobbee Road/Latham Ridge Road:

Old Loudon Road between these two intersections (both assumed

signalized in 1999) will require widening to provide separate left turn lanes at
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Cobbee Road and Old Loudon Road. Approximate construction cost is one hundred

fifty thousand (150,000) doliars.

In addition it is anticipated that full three color traffic
signals will be required at the following intersections at a cost of sixty thousand

(60,000) dollars per installation,

0  Miller Road and Latham Ridge Road
0  Haswell Road and Boght Road

0  Boght Road and Baker Avenue

Total installation cost - one hundred cighty thousand (180,000)

dollars.

To construction the improvements required in 2009, it is
¢stimated that eight (8) acres of R.O.W. will need to be acquired. The total
construction cost including, R.O.W. acquisition costs, of the measures required to
address the additional 2009 projected highway deficiencies is six million nine
hundred thousand (6,900,000) dollars. As noted previously it is assumed that only
eighty (80) percent of the total roadway improvement costs will be attributable to
new development. Therefore, total estimated 2009 improvement costs attributable to

new development is five million five hundred twenty thousand (5,520,000) dollars.

If development occurs at a different level or density from the
projected growth scenario these costs will change. Development should continue to
be monitored to ensure that the Development Mitigation Costs remain accurate

through planning period 2.
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Local Streets:

As noted on Exhibits II-G-9 and II-G-10, the traffic flows on
some roadways within the study area are expected to exceed desired capacity limits
for local streets. In 1999 Old Loudon Road is projected to exceed these limits and
in 2009 Johnson Road and St. Agnes Highway are expected to exceed these limits.
Also, by 2009 Swatling Road and Miller Road will be close to exceeding local ?;treet

capacity limits.

Due to the projected traffic flows and the required
intersection improvements, it is apparent that these roadways will no longer
operate as local streets, and instead should be viewed as urban coliectors or minor
arterials. Controlling the access to those roadways is an important aspect of

maintaining their ability to accommodate the projected traffic flows.

Allowing uncontrolled access to these roadways (such as
individual residential driveways) will significantly reduce the ability of these
roadways to accommodate the expected traffic demand. One standard of the Federal
Highway Administration, for access to arterial streets calls for a minimum spacing

of on¢ thousand three hundred (1,300) feet between intersections.

By reducing or limiting vehicular access to Old Loudon Road,
Swatling Road, Johnson Road, St. Agnes Highway and Miller Road, to a few key, well-
designed inmtersections, in conjunction with the intersection improvements noted
previously, the ability of these roadways to accommodate the projected traffic

flows will be greatly improved.
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C. Additional Access to Alternate Route 7:

Much of the new traffic that will be generated by the expected .
development will require convenient access to I-87 and Route 7. Currently, the
Route 9/1-87/Route 7 interchange is the only location within the Boght Road -

Columbia Street area that provides access to these facilities.

Due to the significant improvements required to Route 9 in the
vicinity of the I-87/Alternate Route 7 interchange, additional analyses examining
the relative merits of providing a new interchange to Alternate Route 7 may be

warranted.

Although not specifically analyzed as part of this study, it
appears that a new interchange to Route 7 would divert a significant number of
trips away from the Route 9/1-87/Route 7 interchange and may reduce the scope of
improvements required in this area. A new interchange would also improve the
overall accessibility of the area and may reduce the total vehicle miles of

travel,

From analysis of the existing Route 7 grade crossings (located at
Old Loudon Road, Miller Road and Boght Road) it appears that an interchange at
Miller Road will result in the most desirable spacing of interchanges on Alternate
Route 7. However, the need for, and desirability of, providing a new interchange
to Alternate Route 7 must be closely examined to weigh the benefits of providing
improved local access to the disbenefit of introducing an interruption of the free

flow of traffic that currently is provided on Alternate Route 7.
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D. Traffic Impacts Beyond Study Arca Boundaries:

The traffic growth expected in the Boght Road/Columbia Street area
may have significant impacts on highway facilities beyond the study area limits.
The ability of such major facilities such as Interstate 87 and Alternate Route 7
and their interchanges to accommodate the additional traffic demand has not been
examined within the scope of this analysis. However, it is recognized that
additional investment in these facilities may be required to accommodate all of the
anticipated traffic growth due to the development of the Boght Road - Columbia
Sstreet area as well as the continued development of other vacant lands ocutside of
the study area,.

E. Alternate Measures to Reduce Traffic Impacts

Transportation Systems Management

The previous discussion of projected traffic demand and required
roadway improvements were based on typical trip generation characteristics of new
land development. One method of reducing the roadway improvements required to
serve new development is to reduce the amount of traffic generated by various

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 million six
hundred thousand (1,600,000) square feet of new office space and six hundred forty
thousand (640,000} of new industrial space new work trips will account for 2

significant portion of the traffic growth expected.

Several methods fall under the TSM heading, however, this Section
will describe only the three (3) major Programs that are most successful and are

the easiest to implement. These methods are as follows;
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Ride-Sharing Programs R
Variable Work Hour Programs

Transit Programs

The application of these techniques is directed towards the
concentration of employee trips to and from work. These work trips generally occur
during the Peak AM. and PM. Highway Hours (commuter periods) during which traffic
congestion is anticipated. Due to the recurring nature of these work trips,

specific measures can be effectively employed to modify travel behavior.

1. Ride Sharing Programs

Ride-sharing techniques to reduce peak traffic congestion are
focused upon the sha-ring of rides to work thorough the use of carpools, vanpools,
and Subscription Buses. These techniques reduce congestion by increasing Vehicle
Occupancy, hereby reducing the number of vehicles on the roadways during the Peak
Hours. Ride sharing techniques are probably the most applicable of all
Transportation Systems Management Programs and are appropriate in instances where
origins and destinations of work travel are concentrated within relatively small

areas,

Some factors which increase the applicability of Ride-sharing

Programs include the following travel characteristics:

- Arrival and departure times of cmployees concentrated
within a fairly short period-typical of office

developments;

- Long commuting distances - present in urban areas due to

economic and lifestyle considerations;
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The presence of recurring roadway congestion; and

Personal characteristics, such as emplovees who cannot
drive or lack access to a motor-vehicle  particularly

applicable to residents of older urban areas.

Program Descriptions

Carpools

The most common Ride-sharing is the Carpool. This Method
of Ride-sharing involves two (2) or more employees sharing
a private motor vehicle for the trip to and from work.
Carpooling is readily implementable as it involves no new
costs and may be applied to as few as two (2) workers

traveling in the same corridor.

Yanpools

Vanpools are a relatively new form of ride-sharing which
invoives the utilization of 3 passenger van capable of
carrying ten (10Q) to fifteen (15) employees. Such pools
require common travel routes for larger numbers of
employces and generally have been found to more applicable
with longer commuting distances. Because of the
acquisition of the vans, some costs and delays in
implementation are encountered. Some vanpools are
subsidized by employers, usually through van ownership,
while others are operated on 2 break-even basis, In either
case, the economic benefits to  employees can be

substantial.
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Buspools

Subscription buses, or buspools, are also used as a Ride-
sharing  tool. These programs generally invoive the
utilization of a bus to carry twenty (20) or more employees
to and from their place of employment and depend upon large

numbers of employees having similar travel routes.

A disadvantage of buspooling is the additional cost of
buses and professional drivers. As a2 result, buspooling is
often subsidized by employers. This ride-sharing technique
has been an effective measure in cases where the place of
employment is relocated znd the buspool is offered to

maintain the existing work force.

b. Implementation:

Organizational efforts for Ride-sharing Programs vary
considerably, from simple co-worker agreements through intensive cmployer-oriented
programs. It has been found that the level of ride-sharing achieved corresponds to

the amount of employer involvement in the program.

The least intensive efforts usvally involve a bulletin
board upon which employees communicate and coordinate travel patterns. More
intensive programs involve the matching of potential ride-sharers by residence
location and work shift. This matching may be accompanied with either manual or
computer-based techniques and may include only those emplovees who volunteer for
ride-sharing, or may be applied to the entire work force. The latter approach is
usually preferred, because it exposes all employees to the direct possibilities of

ride-sharing. In addition, employer efforts to "sell” ride-sharing and to maintain
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an updated ride-sharing data base have proven important to the initiation and the

continuation of this measure.

Preferential parking for carpool and vanpool wvehicles is a
very visible means of promoting Ride-sharing. While preferential spaces for
vanpools are relatively simple to provide because of the nature of the vehicle,
preferential parking for carpools may involve some difficuities due to the problem

of accurately identifying carpool vehicles,

¢. Applicatjon:

Successful  Ride-sharing Programs have been employed
throughout the United States in many varied settings. These techniques have been
most successful when large individual employers are involved. However, good
results have also been shown in areas of intensive employment, whether they are

central business districts, office parks, or industrial parks,

d. Benefits:

Besides reduction in peak period traffic congestion, other
benefits are associated with Ride-sharing Programs. The primary benefit is a cost
savings to employees resulting from reductions in operating costs of motor
vehicles. Fixed costs may also be reduced if the ride-sharing results in a

reduction in vehicle ownership.

Benefits also accrue to employers, many of whom have noted
better on-time performance of employees involved in Ride-sharing Programs. An
increase in the labor supply is also possible by attracting employees from larger

areas and individuals who do not have access to a motor vehicle,
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e. Projected Impact:

A reasonably aggressive Ride-sharing. Program can be
¢xpecied to result in a ten (10Q) percent to fifteen (15) percent shift from driver-
only automobiles to the various forms of Ride-sharing, increasing the average
Vehicle Occupancy Rate from 1.2 persons to 1.3-1.4 persons vehicle overall, This
estimate is based upon results measured and projected in various settings

throughout the United States.

2. Variable Work Hour Programs:

Variable work hour techniques redistribute the times during
which trips to and from employment are made. This TSM strategy reduces peak

traffic congestion by eliminating sharp peaks in traffic demand.

a. Prosram Descriptions

Staggered Hours

Staggered Hour Programs are perhaps the most common form of
variable work hour techniques. These programs  are
instituted by scheduling employces on different work shifts
so that their arrival and departure times are distributed
over a longer period. The number of staggered shifts,the
percentage of employees on each shift, and the time 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 mﬁch as one (1) hour or ~more. In  general,

uncomplicated programs of two (2) or four (4) work shifts
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separated by half-hour intervals have been shown to provide
substantial peak period traffic reductions. More complex
systems have been shown to provide only marginal
improvements over the basic Staggered Hours Programs, while

complicating business operations.

Flexible Hours

Flexible Hour Programs (Flex-Time) are a form of varjable
work hours in which employees choose their own working
hours. In general, employers designate a basic "Corc
Period" in the middle of the day during which all employees
must be at their place of employment. Employees are then
free to choose starting and finishing times which
encompasses their "Core". In some Flexible Work Hour
Programs, employees may change their schedules on a day to
day basis, while in other Programs employees must pre-

determine their work schedules,

A problem has been noted regarding flexible Work Hour
Programs. In some instances, most employees choose the
same 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 portion of traffic in one period, Flexible Work
Hours do not ailow the degree of control and fine-tuning

that Staggered Work Hour Programs permit.

I1-72




Other Work Schedules

Other work schedule techniques may also contribute to

reducing peak traffic congestion.

Adopting a four (4) day week can decrease commuter travel
by twenty (20) percent. This strategy works in two {2)

ways to rcduce the peak period congestion:

- Commuter trips are climinated on the day of the week

that employees do not work.

- Because of the generally longer working hours on cach

of the four (4) other days, employees arrive and depart

after the normal commuter peaks.

Another Variable Work Program can be implemented for those
types of employment not directly associated with a
"daytime" work schedule. While originally limited to “"blue
collar" occupations, many businesses have been adopting
alternate afternoon or evening work shifts. This benefits
the employer by providing multiple shift utilization of
office systems while also providing employment for
personnel who might not be able to work the standard day

shift. The data processing and computer service industries

have been prominent in adopting this strategy.

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

to alter employee arrival and departure times. The




availability of food services on-site, tend to bring a
significant portion of employees onto the site before the

normal morning rush hour.

b. Implementation

The implementation of Variable Work Hour Programs usually
requires that an ‘"educational" effort be undertaken to explain the concept. Both
employees and management often have distorted views regarding the impacts of such
programs. In most instances, 1t is possible to tailor this techniques to meet peak

period traffic reduction goals without adversely impacting businesses.

c. Application

The application of such programs is largely tied to the
flexibility of the employer the the overall operation of a given company. Research
oriented employers tend to be most [lexible, while service oriented businesses,
tend to require their emplovee’s to work hours coinciding with the normal work

force.
d. Benefits

Variable Work Hour Programs have generally been well
accepted by employees. Businesses were initially opposed to the idea of variable
work hours, but they are growing in popularity. The most important factor from an
employer’s standpoint is that the alternate work schedule adopted does not
significantly disrupt the office operations. Some studies have suggested that
variable Work Hours Programs result in higher employee morale, decreased sick

leave, reduced employee turnover, and increased productivity.
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3. Transit Programs

The use of Transit for the commuting trip is a very effective m
means of traveling to and from work. A description of this method is provided

below,

a. Program Description

The utilization of Transit as a Transportation System
Management techniques reduces peak period traffic congestion based upon improved
utilization of the existing and future transit infrastructure through promotion,

incentives, and adjustments to service patterns (e.g. routing and frequency).

b. Implementation

An important means to develop transit ridership is the
provision of good, safe, and efficient -service. It can be expected that most
employees will have little knowledge of what transit services are available to
them. Thus, it is important to make this information available. Pamphlets showing
bus schedules and routes can be distributed throughout the area initially.

Subsequently, the information can be placed on bulletin boards and at bus stops.

Another incentive to transit utilization 1is the provision
of adequate transit facilities on-site. Whether transit stops exist as integral
parts of planned buildings, or as completely separate structures, they should
provide an amiable environment for the transit rider and the obvious amenity of
shelter from weather. Security is a very important consideration, and adequate

lighting and telephone service should be considered.
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Transit utilization can also be improved through the
provision of partial or full subsidation of transit fares. This subsidization
usually involves a monthly transit pass either free or at a low cost to the
employee. The subsidization may be partially or fully paid via discounts provided
by a transit agency to an employer or organization which purchases a quantity of

passes. Employers sometimes directly subsidize a remaining portion of the cost.

¢. Application

An important consideration in determining the applicability
of Transit Programs is the basic provision of transit service to the site. It is
important that the transit routes serve the actual travel desires of the employees.
This is critical with regard to service area, travel time, and frequency of
service, The better the transit service provided, the more transit riders can be
expected. Off-site service provisions are also important to accommodate employees
who plan to arrive or depart work early or late, particularly if Variable Work

Hours are available.

4. Packaging of Transportation System Management Techniques

There have been many recent studies and much discussion within
the transportation planning community concerning the effects 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 period traffic demands. Their interaction,
however, is not so clearly defined. It is generally agreed that since Carpooling
Programs depend upon common arrival and departure times, some Staggered Hour
Programs may detract from Carpooling potential. On the other hand, carefully

managed Staggered Hour Programs, such as flex-time, might c¢nable employees who
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previously worked on different shifts to coordinate their schedules to Dbegin
carpooling. It is also been noted that Ride-sharing Programs may attract riders
from transit. Similar dicotomies are present in the consideration of combinations

of other TSM measures.

Therefore, it is advisable to proceed with all TSM measures
which might be applicable. As long as the overall goal of reducing peak period
traffic congestion is remembered, appropriate adjustments can be made to any of the

techniques to achieve the greatest overall benefit.
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