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1 INTRODUCTION 
The Capitol Region Council of Governments (CRCOG) and the Connecticut Department of Transportation 

(CTDOT) retained a consulting team led by Nelson\Nygaard Consulting Associates to prepare a 

Comprehensive Service Analysis (CSA) focused on inventorying transit needs in the Greater Hartford area 

and reviewing existing services provided by CTtransit’s Hartford Division. Since the CSA began in late 

2014, four municipalities in Central Connecticut have been added to the Metropolitan Planning 

Organization (MPO): New Britain, Berlin, Plainville, and Southington. As a result, the original scope of 

the CSA has been expanded to include analysis of bus service in these added municipalities, as well as 

service in the neighboring municipality of Bristol. This technical memorandum provides an evaluation of 

the existing transit services and the near-term service needs within the five-town study area. 

 Chapter 2: Overview of Study Area describes existing transit services in the five 

communities (New Britain, Berlin, Plainville, Southington, and Bristol) and their current 

operating characteristics.  

 Chapter 3: Market Analysis provides an overview of the demographic, employment, and 

development patterns of the study area, and discusses how these patterns (as well as other 

initiatives in the Central Connecticut region) may affect the need for CTtransit services. 

 Chapter 4: Travel Patterns identifies existing travel flows within the study area, and analyzes 

these travel patterns with regard to the design of CTtransit service. 

 Chapter 5: Document Review provides a synthesis of key plans and initiatives that relate 

directly or indirectly to transit service in Central Connecticut, and summarizes findings and 

recommendations.  

This Existing Conditions and Overview of Services review is the first memo in a series for the additional 

work effort and is intended as a working document. All findings and recommendations should be 

considered preliminary. 
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2 OVERVIEW OF STUDY AREA 

BACKGROUND 

The study area encompasses five towns in the Central Connecticut region: New Britain, Berlin, Plainville, 

Southington, and Bristol. The first four have recently joined the Capital Region Council of Governments 

(CRCOG) following the reorganization of metropolitan planning organization (MPO) boundaries in 

Connecticut, and previously belonged to the now-dissolved Central Connecticut Metropolitan Planning 

Organization (CCMPO). Bristol, which also belonged to the CCMPO, is part of CTtransit’s New Britain-

Bristol Division service area and is also included in this study. As of the 2010 Census, the total population 

of the five-town study area is 214,334.  

The CTtransit New Britain-Bristol Division provides fixed-route transit service to the towns of New 

Britain, Bristol, Plainville, and Berlin. Some routes also provide connections to CTtransit’s Hartford and 

Meriden services, as well as CTfastrak services and CTtransit Commuter Express routes.  

Operation of CTtransit’s New Britain-Bristol services is contracted out by the Connecticut Department of 

Transortation (CTDOT) to the New Britain Transportation Company (NBT), which operates all but two 

routes. The two exceptions, Route 509 and Route 510, are contracted out by CTDOT and operated by 

DATTCO.  

EXISTING SERVICES 

CTtransit’s New Britain-Bristol Division operates 12 fixed-route bus lines that serve New Britain, Bristol, 

Plainville, and Berlin, with connections to neighboring communities as well. Most routes operate six days 

a week (Monday through Saturday). A map of the existing local system is shown in Figure 1, and a list of 

routes is presented in Figure 2. 

CTDOT and CTtransit have started to introduce a new statewide bus route numbering system, whereby 

every route receives a three-digit designation (with the exception of Hartford Division local routes, which 

are designated with two numbers). New Britain routes are currently numbered 501-512, while Bristol 

routes are numbered 541-543. Revised route numbers were implemented in the New Britain-Bristol 

service area in December 2014 and replaced a letter-based designation system. 

CTtransit only operates fixed-route service and does not operate complementary paratransit service or 

other demand-response service in the study area. Rather, CTDOT contracts separately for paratransit 

service operations throughout Connecticut.  
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FIGURE 2 | CTTRANSIT NEW BRITAIN-BRISTOL FIXED-ROUTE SERVICES 

ROUTE NAME SERVICE DESCRIPTION 

501 Arch Street Connects to Hospital of Central Connecticut and Westfield Meriden  

502 Black Rock Avenue Connects to Plainville and Bristol 

503 Corbin Avenue Connects to Plainville and Tunxis Community College 

505 Burritt Street Local service in New Britain 

506 Farmington Avenue Connects to Batterson Park-and-Ride and UCONN Health Center 

507 Oak Street Connects to Central CT State University and Country Club Road 

509 East Street Local service in New Britain 

510 South Street Local service in New Britain 

512 Berlin Turnpike Connects to Cromwell and Newington/Berlin Turnpike 

541 Bristol Local Connecting downtown Bristol to Tunxis Community College via Route 6 

542 Bristol Hospital Local service in Bristol with service to Bristol Hospital 

543 West Street Local service in Bristol 

Transit Hubs and Major Transfer Locations 

All service in New Britain terminates downtown on Bank Street between Main Street and Scalise Drive, 

about one block south of the new CTfastrak New Britain station. Routes 501, 502, 503, and 512 all stop 

on the north side of Bank Street, while Routes 505, 506, 507, 509, and 510 all stop across the street on the 

south side of Bank Street. Two New Britain routes – Route 501 and Route 505 – terminate at the New 

Britain CTfastrak station. Routes serving Bristol all begin and end at Bristol City Hall.  

Connections are also available to other regional services at key transfer locations: 

 Downtown New Britain: Riders can connect to CTtransit Hartford Route 41 with local 

service to Hartford. 

 New Britain CTfastrak Station: Riders can access CTfastrak Route 101 to Hartford, Route 

102 to either Hartford or Bristol, and Route 128 to Westfarms Mall and Hartford. The station is 

also served by CTtransit Express Routes 923 (Bristol), 924 (Southington-Cheshire), 925 

(Cheshire-Waterbury), and 928 (Southington-Cheshire-Waterbury). 

 Bristol City Hall: Riders can connect with CTfastrak Route 102 to New Britain and Hartford. 

 Tunxis Community College: Riders on Routes 503 and 541 can connect to CTtransit 

Hartford Route 66 serving Unionville, Farmington, and Hartford. 

 Meriden Westfield Shoppingtown: Riders on Route 501 can connect to CTtransit Meriden 

Route A and Middletown Area Transit’s M-LINK route. 

Regional Transit Services 

CTtransit Commuter Express  

Four Commuter Express routes serve the study area (see Figure 3). These routes are operated by the 

CTtransit Hartford Division and provide nonstop or limited-stop service to and from downtown 

Hartford on weekdays only (except for Route 928, which operates on weekends as well). Route 923 

(Bristol Express) and Route 924 (Southington-Cheshire Express) provide some midday service, while 
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Route 925 (Cheshire-Waterbury Express) and Route 928 (Southington-Cheshire-Waterbury Express) 

operate during peak hours only. 

CTfastrak 

CTDOT’s CTfastrak is the first bus rapid transit system in Connecticut. The service features a 9.4-mile 

dedicated guideway for buses between New Britain and Hartford, a heavily congested corridor in central 

Connecticut, and buses are uniquely branded as CTfastrak service. Three CTfastrak routes currently 

serve the study area:  

 Route 101 connects Hartford and New Britain via the guideway, serving the New Britain 

CTfastrak Station.  

 Route 102 connects Hartford and New Britain via the guideway, and continues to downtown 

Bristol via Route 72.  

 Route 128 connects Hartford and New Britain, via Westfarms Mall in West Hartford.  

Amtrak 

Amtrak operates intercity rail service along its Northeast Corridor route through Berlin. Trains stop at the 

Berlin Railroad Station, providing connections to Springfield, Hartford, New Haven, Stamford, and New 

York City. The station is currently served by CTtransit Route 512.  

FIGURE 3 | OTHER CTTRANSIT SERVICES WITHIN THE STUDY AREA 

ROUTE NAME SERVICE DESCRIPTION 

CTtransit Hartford Express Routes 

923 Bristol Express Connects Bristol and Downtown New Britain to Hartford 

924 Southington-Cheshire Express Connects Cheshire, Southington, and Downtown New Britain to Hartford 

925 Cheshire-Waterbury Express Connects Waterbury, Cheshire, and Downtown New Britain to Hartford 

928 Southington-Cheshire-Waterbury 
Express 

Connects Waterbury, Cheshire, Southington, and Downtown New Britain to 
Hartford 

CTfastrak Routes 

101 Hartford/New Britain Limited-stop service between Hartford and New Britain via Guideway 

102 Hartford/New Britain/Bristol Limited-stop service between Hartford, New Britain, and Bristol via 
Guidewayand Route 72 

128 Hartford/Westfarms/New Britain Limited-stop service between Hartford, Westfarms Mall, and New Britain 
via Guidewayand Stanley Street 

Passenger Information 

CTtransit information is available on the agency’s website (www.CTtransit.com). A system map for 

the Central Connecticut region can be found on the website, as well as individual route maps and 

schedules. CTtransit’s website also features an online trip planner, which connects to Google Transit.  

Fares 

The adult cash fare for a single ride on all CTtransit local bus service is $1.50. Transfers are free with a 

transfer slip for up to two hours from the time they are issued, and are good for unlimited rides on local 

CTtransit buses. 10-ride tickets are valid for any 10 trips with no expiration date, and cost $13.50. 
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CTtransit also offers several passes, which are all valid for unlimited rides for the specified number of 

days beginning on the date of first use. Older adults and people with disabilities who have a Medicare card 

or state-issued Reduced Fare ID card pay half fare for tickets and passes. Fare prices are listed below for 

local services and commuter express services (Figure 4 and Figure 5). 

There is no CTtransit ticket sales outlet in the New Britain/Bristol area. Customers may purchase tickets 

and passes onboard transit vehicles using exact change. Tickets and passes can also be purchased at Stop 

& Shop grocery stores, by mail, or online.  

FIGURE 4 | FARE PRICES, CTTRANSIT LOCAL SERVICE 

FARE TYPE 
LOCAL 
(BASE) 

YOUTH SENIOR/DISABLED* 

Cash Fare $1.50 $1.20 $0.75 

10-Ride Ticket $13.50 $10.80 $6.75 

Two-Hour Pass $1.50 - - 

1-Day Pass $3.00 - - 

3-Day Pass $7.50 - - 

5-Day Pass $12.00 - - 

7-Day Pass $16.50 - - 

31-Day Pass $54.00 - $27.00 

Transfer Free Free Free 

* Medicare card or state-issued Reduced Fare ID card must be shown upon boarding. 

Fares for Commuter Express service are set using a zone system, where zones are based on the distance 

traveled to or from Hartford. Transfers from an express bus to a local bus are free; when transferring from 

a local bus to an express bus, the local fare is subtracted from the express cash fare. Commuter express 

fares by zone are listed in the table below. 

FIGURE 5 | FARE PRICES, COMMUTER EXPRESS SERVICE 

FARE TYPE ZONE 2 ZONE 3 ZONE 4 ZONE 5 

Regular Cash Fare $2.70 $3.50 $4.30 $5.15 

Senior/Disabled Cash Fare $1.35 $1.75 $2.15 $2.55 

10-Ride Ticket $24.30 $31.50 $38.70 $46.35 

31-Day/Monthly Pass $92.00 $119.00 $146.00 $175.00 

Transfers Free Free Free Free 

Service Performance 

CTtransit aims to use its resources effectively and evaluates its services on a monthly basis to ensure 

they achieve a minimum level of productivity. Ridership trends are a good indicator of system 

performance, but to evaluate overall productivity it is also critical to understand how efficiently each route 

generates ridership. One key measure of service performance is Service Effectiveness, which measures 

how well service capacity is being utilized by consumers. The most common indicator of effectiveness is 

Passengers per Revenue Vehicle Hour, which calculates the ratio of ridership to service outputs (e.g. 

revenue hours of service). Service effectiveness for New Britain/Bristol routes is shown in Figure 6. 
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FIGURE 6 | SERVICE EFFECTIVENESS BY ROUTE (PASSENGERS PER REVENUE VEHICLE HOUR) 

 

Source: NN ridecheck data, April 2016; CTtransit published schedules.  
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3 MARKET ANALYSIS 
The study area encompasses the four new CRCOG member towns of New Britain, Berlin, Plainville, and 

Southington, as well as the neighboring city of Bristol. Local transit service in this area is provided by 

CTtransit’s New Britain-Bristol division. The purpose of this market analysis is to examine the 

underlying demographic and socio-economic conditions within the study area, as they relate to the 

demand and need for transit services. 

There are a series of factors that determine the demand for transit, indicate the use of transit services, and 

influence the type of transit needed: 

1. Market conditions, such as the size, distribution and density of population and employment.  

2. Urban form and land uses, including how well the built environment supports pedestrians and, to 

a lesser extent, cyclists. 

3. Transit service design, including the types and frequency of individual routes and the overall 

structure of the transit network.  

4. The convenience and cost of other alternatives, including congestion and travel times as well as 

the supply and price of parking.  

The focus of this analysis is on understanding the market and demand for transit service, which is largely 

defined by: 

 Population and employment density, which are the strongest indicators of the viability or 

potential for transit service in an area. Put simply, larger numbers of people living and working in 

close proximity leads is a stronger market for transit. 

 Socio-economic characteristics, such as income, auto availability, age, and disability, are 

characteristics indicative of a higher propensity to use transit, and thus highlight where there may 

be a need transit service. 

It should be stressed that while some areas may have a high socio-economic need for transit service, other 

factors such as density, land use, and the pedestrian environment will impact the effectiveness of 

traditional fixed-route service. For example, nearly all transit riders walk to/from the bus on at least one 

end of their trip, thus the pedestrian environment strongly impacts ridership. Industry standards suggest 

that transit riders will walk one-quarter of a mile to transit; however, in comfortable pedestrian 

environments, riders will walk longer distances. Likewise, areas with minimal traffic congestion and 

ample parking will have a more difficult time attracting transit riders. Thus, even in cases where the need 

for transit appears strong, service must be designed appropriately to appeal to local markets and consider 

the broader travel environment. 

POPULATION AND EMPLOYMENT 

Population Density 

As discussed, the distribution and density of population is a key factor influencing the viability of transit 

service because most riders walk to/from the bus on at least one end of the trip. 
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Higher density communities have more people within walking distance of bus routes, and thus are 

stronger markets for transit. Together with employment density, population density is the most important 

determinant of transit demand. 

Transit needs to serve sufficiently high volumes of travelers to be cost-effective, and the density of 

development determines the overall size of the travel market. The reach of transit is generally limited to 

within ¼- to ½-mile of the transit line or station. Thus, the size of the transit market is directly related to 

the density of development in that area. Additionally, transit service design and service levels are closely 

related to population density. Areas and corridors with higher densities support higher frequencies, while 

lower-density communities support different types of transit services, including lower frequency or 

demand-response modes. 

Population density was mapped for the study area (Figure 7). This analysis found: 

 Population density is relatively high throughout most of the city of New Britain, including several 

areas with upwards of 15 residents per acre and some with over 30 per acre. This is particularly 

true in the core area, including south of Allen Street, along and around Arch Street, and 

surrounding East Street. These kinds of densities can generally support 15- or 20-minute service 

frequencies. Existing CTtransit service in New Britain is generally well matched to where there 

is demand. 

 There is also moderate population density in the core areas of Bristol, including in and just north 

of downtown, and in Plainville along and south of Route 372/West Main Street. However, the 

densities between these areas and New Britain are relatively low, which may affect the 

productivity of service that connects these communities. 

 Population density in Southington and Berlin is generally low. In Southington, clusters of 

moderate density are focused in the core of the town along North Main Street and Old Turnpike 

Road, but this is surrounded by low population density across the rest of the town. 
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Employment Density 

Understanding the size and distribution of employment is also a critical part of understanding travel 

demand and markets. Transit that serves areas of high employment and employment density provides key 

connections to job opportunities. Nationally, work trips account for the largest segment of transit trips. 

For most people, travel to and from work is highly repetitive, making these trips well-suited for fixed-

route transit service. 

The study team used Longitudinal Employer-Household Dynamics (LEHD) data from the U.S. Census to 

determine the number of employees per census block. Employment densities suggest several findings 

relative to transit service:  

 There are clusters of employment across the study area, mostly focused in New Britain and 

Bristol, particularly in their respective downtowns. Higher densities of employment are generally 

focused along streets and corridors in these communities that are served by transit today. 

 There is also high employment density located at the ESPN campus in southeastern Bristol. The 

campus is not currently served by transit, and the location and lack of connectivity (the secure 

campus is fenced and gated off to surrounding streets) pose challenges to transit service. 

 Additional clusters of employment density in Plainville are located at the General Electric campus 

and south along East Street, and at the Connecticut Commons shopping center. Some low and 

moderate density follows Route 10 south into Southington, with clusters of jobs in the town’s core 

area. 
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Major Employers 

In addition to understanding employment generally, the market analysis also considers the service area’s 

largest employers. Discrete sites of significant employment can generate additional demand for transit 

beyond the underlying demand of the surrounding area. In addition, these sites are often easier to serve 

with transit, since a large number of workers need to travel to and from the same work site location; and 

in some cases at similar times. 

FIGURE 9 | MAJOR EMPLOYERS IN THE STUDY AREA (500 OR MORE EMPLOYEES) 

EMPLOYER  MUNICIPALITY 
NUMBER OF 
EMPLOYEES 

ESPN Bristol 4,200 

Hospital of Central Connecticut New Britain 2,374 

City of New Britain New Britain 1,779 

Bristol Hospital Bristol 1,684 

Central Connecticut State University New Britain 1,657 

City of Bristol & Board of Education Bristol 1,600 

Town of Southington Southington 1,289 

Northeast Utilities Berlin 1,179 

State of Connecticut New Britain 1,095 

Hospital for Special Care New Britain 1,080 

Stanley Black & Decker New Britain 910 

Town of Berlin Berlin 671 

Wheeler Clinic Plainville 558 

Tilcon CT New Britain 553 

Webster Bank New Britain 524 

Town of Plainville Plainville 523 

Source: Lists of 2015 principal employers produced by each municipality’s department for economic development. 

TRANSIT POTENTIAL INDEX 

The Transit Potential Index is a composite of population and employment densities and is an indicator of 

the viability of fixed-route service in a particular area (see Figure 10). A higher Transit Potential Index 

score for a census block points to a higher likelihood of generating substantial transit ridership in that 

block. For the transit potential of an area to be fully realized, however, the area must also have transit-

supportive infrastructure such as sidewalks and crosswalks. Actual ridership is also highly dependent on 

service characteristics such as schedule and routing. 

A review of the Transit Potential Index for the study area yields the following findings: 

 Most of New Britain scores very well on transit potential, with combined population and 

employment densities that can support a significant level of transit service. Most of the city is 

currently served by CTtransit, but some areas may be able to support higher levels of service 

than exist today. 
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 There is a market for moderate transit service in the core areas of Bristol, as well as along 

Farmington Avenue heading east toward Tunxis Community College, and along Pine Street, 

thanks to a mix of shopping centers and other business along these streets and neighboring 

residential areas.  

 There is potential demand for service along Route 10 running north-south in Plainville. This 

continues into Southington where clusters of demand are focused around Route 10, indicating a 

potential market for transit to Southington. 

 The northern part of Berlin along Route 71 demonstrates some demand for service, and is 

currently served by a CTtransit route. However, there is low potential for transit service in the 

rest of Berlin. 

 A major challenge to connecting the disparate markets in these towns is that buses must travel 

through areas with very low potential for transit demand, which can make service inefficient and 

hurt service productivity. 
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DEMOGRAPHIC CHARACTERISTICS 

Previous sections of the market analysis considered population and employment, and in particular 

examined how population and employment density drive the need or potential for transit service. In this 

section, the analysis considers the characteristics of the underlying population and in particular looks for 

key characteristics that indicate a need for transit service. 

In general, when discussing the potential markets for transit, planners generally categorize the market 

into two types of riders: 

 Discretionary riders have sufficient resources and the ability to operate private vehicles but 

choose to use transit because it provides a comparatively attractive option or because they make 

other lifestyle choices that lead them to use transit. Discretionary riders are more likely to use 

transit to travel to/from work, but may also use transit in other circumstances. These individuals 

are sometimes referred to as choice riders. 

 Transit-dependent riders use transit services because they always or sometimes are unable to 

travel by private vehicle. These riders may not be able to afford a private vehicle or may be unable 

to operate one. They tend to rely more on transit than discretionary riders and are more likely to 

use transit for most or all of their travel, including to/from appointments, shopping, and 

entertainment/recreation. 

Low Income Individuals 

Income status is the strongest indicator of a higher-than-average reliance on public transportation; people 

with lower incomes are less likely to be able to reliably afford a private vehicle and thus are more likely to 

use transit. Nelson\Nygaard used the U.S. Census’ classification of poverty status to define and identify 

low income individuals, which considers household income and the number of members in the household 

in classifying a household as in poverty or not. Disposable income is largely a factor of household size and 

household income and, as such, whether a household is in poverty is a good proxy for whether individuals 

within the household are likely to use transit. The distribution of individuals with low incomes (those 

living in a household considered in poverty by the Census) is shown in Figure 11. Findings include: 

 Low densities of low-income residents are located throughout New Britain, in several areas of 

Bristol, and in the central areas of Plainville and Southington.  

 Moderate densities of low-income residents in the study area are focused in central New Britain. 

Particularly high-density areas are located west of Stanley Street and south of Allen Street, as well 

as to the south between Arch Street and South Main Street, and to the southeast just east of Route 

9.  

 There is also an area of moderate density in Bristol, just southwest of downtown.  

 Outside of these areas, there are no areas with discernable densities of low-income individuals in 

the study area.  
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Zero Vehicle Population 

For self-evident reasons, individuals without access to a vehicle represent a particularly strong market for 

transit. In some cases these residents are car-free by choice, while others are unable to drive for legal or 

financial reasons. Identifying clusters of this group helps highlight areas that have transit-dependent 

riders. 

The study team used the U.S. Census’ annual American Community Survey data, which collects 

information on individuals who do not have regular access to a vehicle. The geographic unit of analysis for 

this data is the census block group. The distribution of zero-vehicle households is shown in Figure 12. 

Findings include: 

 Residents of zero-vehicle households stand out in New Britain and in Bristol, mostly in areas that 

have the most transit connectivity in the study area. Many parts of New Britain have moderate 

densities of residents without vehicles, and a few areas have higher concentrations of these 

individuals, particularly just north of Downtown close to New Brite Plaza, along Oak Street, and 

North/Broad Streets. 

 In Bristol, low densities of zero-vehicle population are focused west of downtown south of Park 

Street, just east of downtown south of High Street, and just north of downtown south of 

Farmington Avenue. 

 Outside of these areas, there are no discernable concentrations of zero vehicle population in the 

study area.  
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Older Adults 

Older adults (those 65 years and older) are more likely to ride transit than the general population for a 

variety of reasons, including increased (relative to the larger population) incidence of an inability to own 

or operate a private vehicle. Older adults are therefore an important market for transit, particularly as this 

demographic group is increasing so dramatically. In 2000, 35 million Americans were aged 65 and over, 

representing 12.4% of the total population. By 2010, older adults grew to 40 million, or 13.0% of the total 

population. This trend is expected to continue and accelerate as the Census Bureau projects older adults 

will grow to some 70 million people by 2030 and represent 20% of the total population. Understanding 

the distribution of older adults is therefore important in identifying areas of more transit-dependent 

riders. 

The study team used population counts of individuals aged 65+ by census block groups from Census 2010 

(see Figure 13). Findings include: 

 Low densities of older adults are dispersed throughout most of New Britain, particularly north of 

Broad Street.  

 Concentrations are also located in central and southern Plainville, the core area of Southington, 

downtown Bristol, and a large area of northeastern Bristol (north of Washington Street and east 

of King Street and Stafford Avenue). 
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Youth 

In the same way that older adults are more likely to ride transit than the general population, so are youth 

populations who either cannot drive or do not own a vehicle. As such, understanding the distribution of 

children and young adults is important for identifying areas of transit-dependent riders. 

The relative concentration of individuals age 15 to 24 by census block is shown in Figure 14. Key findings 

from this figure include: 

 Youth population is discernable throughout much of New Britain, as well as in the core area of 

Bristol and in the central part of Plainville. 

 In New Britain, density exceeds five residents per acre in the area around Central Connecticut 

State University, and in a small area at Burritt and Broad Streets. 

 Outside of these areas, there are no discernable concentrations of youth population in the study 

area.   
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Individuals with Disabilities 

Individuals with disabilities are more likely to ride transit than the general population, especially if they 

are unable to operate a vehicle. Identifying clusters of this group can help highlight areas of transit-

dependent riders.  

The proportion of individuals with disabilities by census block group is shown in Figure 15. Key findings 

from this figure include: 

 New Britain and Bristol are the only places in the study area with discernable densities of 

residents with disabilities. In both central New Britain and the core area of Bristol, density of 

these residents reaches between one and five people per acre.  

 Density of residents with disabilities does not exceed one person per acre anywhere in Plainville, 

Berlin, or Southington. 
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MARKET ANALYSIS SUMMARY 

Overall, the findings of this market analysis indicate the following: 

 The strongest market for transit is in New Britain, which has high population and employment 

densities, as well as higher concentrations of individuals with a greater propensity to use transit. 

As a result, New Britain can support the highest levels of transit in the study area. 

 Bristol also demonstrates a strong market for transit service, particularly in and around its 

downtown, based on population and employment density as well as demographic characteristics. 

There is also a market for moderate levels of service along Farmington Avenue based on 

population and employment; however, the demographic characteristics of the area suggest that 

residents may be less likely to rely on transit than those closer to downtown Bristol.  

 There is a market for service in downtown Plainville, particularly along Route 10. This part of 

Plainville has the potential to support transit service based on population and employment as well 

as several demographic characteristics. These characteristics are also present in the core area of 

Southington, at the southern end of Route 10. 

 Groups that tend to rely more on transit service are generally located in areas with higher 

densities that are already served by CTtransit today. The exception to this is Southington, where 

there is a concentration of low-income individuals and older adults that may indicate a need for 

transit, in addition to population and employment densities that may potentially support a 

modest level of service. 

 The northern part of Berlin along Route 71 demonstrates some demand for service and is 

currently served by a CTtransit route from New Britain. However, there is low potential for 

transit service in the rest of Berlin, especially based on the area’s demographic characteristics. 

 There are many areas within the study area that demonstrate a potential market for transit. 

However, a dearth of corridors with robust transit demand poses a challenge to providing 

effective service connecting these communities. 
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4 TRAVEL PATTERNS 
In general, transit users are interested in accessing the same regional destinations as all other travelers. 

As part of our understanding of the overall need for transit service, therefore, the study team analyzed 

major travel patterns in the study area, regardless of mode. We used this information to be sure transit is 

matched with the overall travel patterns and is designed to take people where they want to go.  

The Nelson\Nygaard team relied on trip tables produced by the CRCOG Regional Travel Demand Model. 

The model is regularly “validated” and updated by CRCOG staff to ensure that it reflects real-world 

commuter behavior. 

The five towns comprising the study area are included in the travel flow analysis. Travel flows within the 

study area are presented in Figure 16. In viewing the travel flow maps, it is important to consider a few 

facts: 

 Travel origin-destination pairs show travel between towns in both directions for the entire day. 

 Trips are not segregated by time of travel (i.e., peak versus off-peak) or by trip type (home-based 

work travel, home-based other, etc.). They represent all travel for the entire day. 

 This point-to-point analysis does not illustrate how trips are assigned to available streets or 

transit routes. In viewing the data, it is helpful to think about how various point-to-point travel 

markets aggregate in actual travel corridors. 

Summary of Findings 

The municipalities with the largest internal travel flows are Bristol, New Britain, and Southington, with 

Bristol generating over 100,000 internal trips per day. The amount of travel within the towns of Plainville 

and Berlin is much lower. The high volume of trips within New Britain validates the amount of service 

that CTtransit’s existing local network provides. Although there is a high volume of internal trips in 

Bristol, the existing transit network provides less coverage within the city and operates less service than in 

New Britain.  

Between towns, the largest travel volumes are between New Britain and Berlin; Bristol and Plainville; and 

Bristol and Southington. These observed travel patterns diverge from the CTtransit network currently 

operating in the service area. Most existing routes currently provide local service within New Britain and 

Bristol, while there is one route that travels from New Britain through Berlin and one route (as well as one 

CTfastrak route) that travels through Plainfield between Bristol and New Britain. There are currently no 

CTtransit fixed routes serving Southington. 

The high volume of internal trips, particularly within New Britain and Bristol, requires a level of analysis 

that cannot be provided through the regional travel demand model. To assess how well existing routes are 

serving local travel patterns, Nelson\Nygaard is developing detailed route profiles that examine the 

ridership of each route by stop and time of day. These profiles will be included in a subsequent tech 

memo.  
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5 DOCUMENT REVIEW 
Over the past ten years, a number of planning studies at the local and regional level have either directly 

focused on transit service in Central Connecticut, or have focused on related issues that can impact 

CTtransit’s services and operations in the region. These documents provide context for the issues, 

challenges, and opportunities related to mobility in the New Britain/Bristol area.  

The study team reviewed the following four documents that are directly relevant to the Comprehensive 

Service Analysis: 

 Central Connecticut 2040 Long-Range Transportation Plan (2015 Minor Update) 

 Central Connecticut State University Transportation Demand Management Plan (2013) 

 Bristol Park-and-Ride User Survey (2012) 

 Transit Development Plan for the Central Connecticut Region (2006) 

The key findings and recommendations of each study are described below. Comparing these 

recommendations against the existing transit network will allow the study team to understand the origins 

of the current service approach, as well as the persistent challenges that have kept some recurring 

recommendations from being implemented. 

Central Connecticut 2040 Long-Range Transportation Plan (2015 
Minor Update) 

In 2015, the Central Connecticut Metropolitan Planning Organization (CCMPO) completed a Minor 

Updated to the 2040 Long-Range Transportation Plan (LRTP) for Central Connecticut. The Plan lays out 

a broad vision for the region’s transportation system through 2040, and includes a list of major 

improvements and upgrades to the region’s transportation system for the next 25 years. These projects 

were all identified during the LRTP planning process as necessary to achieve the region’s vision for 

transportation.  

Major transit improvements in the Plan include: 

 Connect the region to the New York City, Stamford, Bridgeport, Waterbury, and 

Hartford areas. Transit should be inter-regional. Extend the successful Bridgeport-Waterbury 

transit corridor through Bristol, Plainville, and New Britain to Hartford. Reconfigure local bus 

routes to fit service. (Metro-North, CTtransit) 

 Run commuter rail along the New Haven-Hartford-Springfield corridor. Reconfigure 

local bus routes to fit service. (Amtrak, DOT) 

 Rationalize local bus routes. Eliminate detours and transfers where possible to improve 

system performance. (CTtransit) 

 Use internet trip planning to improve usability. Submit all transit routes in the region for 

inclusion and update. (CTtransit) 
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 Add signage to heighten visibility. Post maps and schedules at time points or bus stops. 

(CTtransit) 

 Intelligent transit system. Improve transit and paratransit with technology. (CCMPO, 

CTtransit, contractors) 

The plan provides more detailed findings and recommendations for each of these improvements. For 

example, specific changes are noted under Bus Line Rationalization:  

Rationalize local bus routes. Despite changes in the region’s economy and development patterns, 

CTtransit’s New Britain/Bristol bus routes have only undergone minor changes. To improve service, 

capture operational efficiencies, and boost ridership, this Plan therefore calls for a thorough review of 

all bus routes in the system.  

Improvements: Transfer Eliminations 

 Bristol-New Britain-Hartford direct service. This is a critical need for the region, and the New 

Britain-Hartford Busway service plan as of writing calls for direct, frequent bus service between 

downtown Bristol along the new Route 72 extension to New Britain and via the busway to 

Hartford.  

 New Britain-Middletown direct service. Poor scheduling and transfers make travel via bus on 

the busy Route 9 corridor excessively arduous. Analysis undertaken for the Busway service plan 

suggests that direct bus service between New Britain and Middletown is feasible.  

Improvements: Service Expansion 

 Waterbury-Bristol-New Britain-Hartford. Congestion on area roads between these points, 

including I-84 and Routes 6, 72, and 229, indicate high potential demand for transit service. 

The New Britain-Hartford Busway should address this problem on I-84 west of Hartford. For 

longer-haul travel, and all travel west of New Britain, further bus, rail, or other transit services 

may be necessary to meet these needs.  

 Southington. Explosive growth in housing as well as commercial and industrial properties has 

transformed Southington into one of the larger population and employment centers in Greater 

Hartford. This has contributed to increasing congestion, as there is no transit service in 

Southington aside from commuter express bus. Transportation options are necessary to 

alleviate this, as is fostering responsible land use practices (e.g. transit-oriented development).  

 Plymouth. Terryville is a densely-populated village just across the city line from Bristol. The 

village has high levels of low-income and mobility-challenged households, as well as strong 

economic ties to the east, which congestion on Route 6 bears out. This Plan recommends that 

bus and/or rail be extended to the village. This service could consist of an extension of the 

busway’s Bristol shuttle, a stop on the Integration with New York project, or something else 

altogether.  

 East and north of Hartford. The New Britain-Hartford Busway is slated to terminate in 

Hartford. Yet much of the region’s traffic does not end in Hartford but continues to points 

beyond. To give these persons an alternative to driving, and to boost the speed, reach, 

interconnectedness, and overall utility of the transit system, some buses on the busway should 

continue to destinations farther afield (e.g. Bradley International Airport, and major economic 

and activity areas in Windsor, East Hartford, Manchester, and Vernon/Rockville). Buses to and 

from many of these locations would be able to operate in the HOV lanes along I-91 north and I-

84 east of Hartford.  
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Central Connecticut State University Transportation Demand 
Management Plan (2013) 

Central Connecticut State University (CCSU) serves more than 12,000 students and employs more than 

1,700 staff and faculty members. As a major destination and trip generator in central Connecticut with a 

high rate of automobile commuting, it also contributes to congestion in the region. The Central 

Connecticut Regional Planning Agency (CCRPA) prepared a Transportation Demand Management (TDM) 

Plan for CCSU, with work beginning in the summer of 2012.  

As part of the plan, CCRPA assisted with several studies and initiatives, including a study of shuttle and 

bus ridership and the introduction of a UPass program. The plan’s transit recommendations focus on 

transit passes and infrastructure, with the goals of lowering costs, increasing information about transit 

options, and installing supportive infrastructure.  

Bus Study 

CCRPA staff conducted a study of ridership on CTtransit routes serving CCSU. Transit service at CCSU is 

provided by CTtransit Hartford Division Route 69 and CTtransit New Britain-Bristol Division Route O 

and Route S, in addition to a campus shuttle. Based on the transportation preference survey completed 

prior to this study, only 4% of CCSU students report taking the bus on a regular basis, and the same is true 

for only 2% of faculty and staff. Findings of CTtransit service ridership include the following: 

 During a typical week, 11-14% of riders board the Route S bus at CCSU; between 5% and 8% of 

riders alight at CCSU. On Route O, just 4-8% of riders board, and 7-10% of riders alight, at CCSU. 

On the Route 69, however, 8-17% of riders get on and 11-17% alight at CCSU.  

 Ridership is relatively spread out during the week. The most popular days to ride the bus are 

Tuesday and Thursday, with Monday and Wednesday following close behind. Fridays see few 

riders as there are few classes offered. 

 The study team compared actual and scheduled arrival times to assess on-time performance. Both 

Route O and Route 69 were found to be fairly reliable. Route S demonstrated lower on-time 

performance, but this appeared to stem from ridership patterns and frequent stops: although 

both Route S and Route O operate as “flag down” routes, Route S made 22% more stops per mile 

than Route O buses. 

FIGURE 17 | CTTRANSIT BOARDINGS AT CCSU BY DAY (CCRPA RIDERSHIP STUDY) 
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The study team also evaluated the campus shuttle service. The shuttle offers a limited amount of service 

(six trips per day), and service does not correlate with class schedules on campus. As a result, the shuttle 

misses peak class times when the most students need to reach campus. Key findings about the campus 

shuttle include: 

 The shuttle carried an average of 115 unlinked trips per week. Assuming that students use the 

shuttle to complete a round trip, there are 58 round trips made by students each week. 

 The shuttle costs approximately $20 per ride. This is significantly higher than the cost of 

providing a trip through the UPass program, which would cost the university $0.85 per trip.  

 The shuttle has a much faster route between downtown Hartford and CCSU as compared to Route 

69. It takes the shuttle 15-20 minutes to arrive on campus, while Route 69 takes approximately 40 

minutes due to higher ridership and more frequent stops. 

 Shuttle service was frequently unreliable, and often ran far behind schedule or departed from 

campus earlier than scheduled. The team determined that the driver altered the shuttle schedule 

based on their experience of the route. According to the findings, “The driver had given their cell 

phone number to the students who regularly ride the shuttle in case they wanted her to wait or to 

find out if it was running late.” 

 The route and stops were also not always consistent. During the study, there were many instances 

when these stops in downtown New Britain or Westfarms Mall were skipped over unless the 

driver was specifically asked to stop there. 

Transit Recommendations 

One of the most significant recommendations is the implementation of a UPass program, which provides 

interested CCSU students with an unlimited bus pass good for travel on all CTtransit fixed-route 

services. CCRPA facilitated a meeting between CCSU and CTtransit in the spring of 2013, which resulted 

in an agreement to implement the UPass program. The university would pay $0.80 per ride (instead of 

the full fare price at the time of $1.30), and would be responsible for paying no more than $65,000 per 

year (the current annual cost of CCSU shuttle service). Students would pay a fixed fee per semester to 

obtain a swipe card. Looking ahead, additional transit pass recommendations include:  

 Expanding the UPass program to make more students eligible 

 Selling transit passes at a location on campus (especially for faculty and staff) 

 Continuing to collect and evaluate transit ridership data on an ongoing basis 

The plan also includes infrastructure recommendations, primarily related to signage and information 

about bus service on campus. These recommendations include:  

 Install and maintain bus stop signs around campus: At the time of the plan’s release, 

CTtransit New Britain/Bristol routes ran as “flag down” services without fixed bus stops. The 

plan recommended installing signs around campus to make the system more visible to potential 

users.  

 Install and maintain information displays at bus shelters: Two bus shelters were located 

near the CCSU campus at the time of this plan, on Stanley Street (served by CTtransit Hartford 

Route 69) and in front of Davidson Hall (served by the CCSU campus shuttle). Schedules, route 

maps, and information about transportation options should be posted in both shelters.  

 Install and maintain bus shelters around campus: The Davidson Hall shelter serving the 

campus shuttle should be transferred to CTtransit as the university planned to phase out shuttle 

service, and maintained as a designated bus stop. Another appropriate location for a shelter was 

recommended at the existing stop on Paul Manafort Drive in front of Charter Oak State College. 
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 Work with partners to develop a drop-off point in front of the student center: Having 

a bus shelter in this area would dramatically improve the visibility of the system and convenience 

for riders. This stop could only be used by Route 69, operated by the CTtransit Hartford 

division. A drop-off point just to the east of the student center had been identified by the current 

bus operator and is currently used for chartered buses. 

FIGURE 18 | IMPLEMENTATION OF TDM PLAN TRANSIT ACTIONS 

ACTION TIMEFRAME PARTNERS COST 

Transit Passes    

Fully fund the UPass program Short CTtransit, SGA $0.85 per ride and less 
than $65,000 per year 

Expand the UPass program Medium CTtransit, SGA Same as above 

Sell transit passes on campus Short CTtransit, Student Center, 
RECentral 

N/A 

Continue to assess transit ridership Ongoing CCRPA, CTtransit TBD 

Infrastructure    

Install and maintain bus stop signs around 
campus 

Short CTtransit, CCRPA Already funded by CCRPA 

Install and maintain information displays 
at bus shelters 

Short CTtransit <$100 per shelter 

Install and maintain bus shelters around 
campus 

Medium CTtransit $15,000 per shelter 
installation 

Work with partners to develop a drop-off 
point in front of the student center 

Medium CTtransit, New Britain, 
CCRPA 

Staff time (CCRPA and 
CTtransit) 

Short = within a year; Medium = within 3 years; Long = more than 3 years 

Bristol Park-and-Ride User Survey (2012) 

In May 2012, the Central Connecticut Regional Planning Agency (CCRPA) conducted a survey of riders at 

the Lake Avenue and Todd Street park-and-ride lots in Bristol. The survey was conducted to determine 

possible interest in having a park-and-ride lot located in Downtown Bristol, and asked respondents about 

their likelihood to use park-and-ride lots at different potential locations. CCRPA conducted the survey in 

support of an application for federal Congestion Mitigation and Air Quality (CMAQ) funding to provide 

new commuter express service to Plymouth, west of Bristol.  

A total of 40 respondents at both park-and-ride lots completed the survey. All respondents were riders on 

CTtransit’s commuter express services to and from Hartford. Most respondents indicated that they 

began their trip in Bristol (see Figure 19). However, some respondents at the Lake Avenue lot indicated 

that they came from Terryville, Southington, Thomaston, Wolcott, and Southington. Respondents at the 

Todd Street lot also came from Terryville (Plymouth), Burlington, Forestville (Bristol), and Plainville.  
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FIGURE 19 | RESPONDENTS’ TOWN OF ORIGIN, AT LAKE AVENUE AND TODD STREET LOTS 

 

Respondents also indicated their interest in potential park-and-ride lots in Terryville, Bristol’s West End, 

and Downtown Bristol. Interest in a Terryville lot was relatively low, with 62% of Lake Avenue 

respondents and 91% of Todd Street respondents indicating they would not use it (see Figure 20). Interest 

in a West End lot was higher, particularly among respondents currently using the Lake Avenue lot. 

Interest was highest in a potential Downtown Bristol lot, with 89% of Lake Avenue users and 35% of Todd 

Street users responding “yes” or “maybe” to whether they would use it.  

FIGURE 20 | RESPONDENTS’ INTEREST IN POTENTIAL PARK-AND-RIDE LOTS 

If a future park-and-ride lot was offered in Terryville, would you use it? 

 

If a future park-and-ride lot was offered in West End Bristol, would you use it? 

 

If a future park-and-ride lot was offered in Downtown Bristol, would you use it? 
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Transit Development Plan for the Central Connecticut Region (2006) 

The Transit Development Plan for the Central Connecticut Region (TDP) was prepared by the Central 

Connecticut Regional Planning Agency (CCRPA) in 2006. The TDP provides a synthesis of the Agency’s 

efforts to encourage a more balanced mix of mobility options within the Central Connecticut region, and 

presents many recommendations resulting from input from the public, agency members, municipalities, 

agency staff, and other regional transit stakeholders. Recommendations from related reports that have 

not yet been implemented are also included in this list. 

Recommendations specific to bus transit in the region include: 

 Connecticut Department of Transportation (CTDOT) should investigate the consolidation of the 

New Britain and Bristol fixed routes that are operated by New Britain Transportation Co. to 

reduce required administrative efforts which could allow for a lower subsidy. 

 CTDOT, NBT, DATTCO, CCRPA and local transportation commissions/groups should continue to 

cooperate in order to maximize transit use. 

 Future bus purchases should consider small buses for the Bristol fixed routes, with savings 

realized on the initial capital expenditure for replacement buses. 

 A comprehensive Transit Marketing Program is needed to stimulate ridership. This program will 

be administered by the CCRPA using FTA Planning funds. 

 Install bus route and transfer point signs with a ‘theme’ that allows for ready identification and 

ease of use. This can be funded through transit maintenance and/or marketing funds. 

 Publicize the existence of commuter lots in the Region, especially the lots with express bus 

service.  

 A schedule of bus shelter cleaning and maintenance should be established to help maintain 

existing ridership and encourage new ridership. CCRPA is willing to work with the municipalities 

to assist in establishing this schedule. 

 The CCRPA strongly urges CTDOT to increase transit funding to the Central Connecticut Region 

and statewide. In addition to operating subsidies, CTDOT and CCRPA should seek funds for 

demonstration projects that have the potential to boost ridership and lower the per passenger 

subsidy. 

 Commuter buses would also require coordinated scheduling to coincide with Busway operations.  

 The majority of central Connecticut bus routes are recommended to become collectors; that is, 

they would actually run on the designated Busway line to Hartford at some point on their circuit. 

 All bus stops should link riders to extensive sidewalk networks, not isolated sites with nonexistent 

or very limited sidewalk extent. 

 Utilize the New Britain to Hartford Busway as the focal point of the region’s public transportation 

system. 

 Expand Commuter Express service beyond the AM and PM peaks. 

 Recognize the Downtown New Britain Busway Station as the Transit Center, or major hub, for the 

Region, linking a variety of transportation modes together. 

 Establish smaller satellite stations for the Busway in Downtown Bristol, at the Berlin Train Depot, 

and at the proposed Lake Avenue (Bristol) park-and-ride lot as points where several 

transportation modes converge, especially pedestrian modes. 
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Among these recommendations are several actions that the CCRPA will take, including: 

 Utilize the Transit Enhancement Program and other sources to provide route signage with strip 

maps and informational kiosks at modal transfer points. 

 Publish bus routes and schedules in a variety of community publications and the agency website. 

 Submit community proposals for shelter replacement through the Transit Enhancement Program 

in cooperation with municipalities. 

 Request review of the flag-down system versus the designated stop system, especially as it relates 

to safety. 

 Remind municipalities to clear snow and ice and maintain sidewalks in the proximity of bus 

stops. 

 Request an in-depth investigation into the feasibility of creating feeder routes to supplement the 

existing fixed-route system, to include demonstration projects, and to identify sources of short-

and long-term funding and creative alternatives for establishing an auxiliary route for the towns 

of Plymouth and Southington. 

 Request a feasibility study to identify the benefits and obstacles to system connectivity and 

creative solutions to provide transit access to the Waterbury area. 

 Research, develop and distribute bus passenger security information and guidance. 

 Seek to expand service to those areas with high concentrations of people lacking automobile 

access. 

 Seek to expand the service span. 

 Seek to increase service frequency. 

 Seek to establish realignment of service days and hours of present fixed-route systems to match 

the Busway, including 30 minute headways on weekdays at peak hours, which would require 

additional buses.  

 


