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Future Conditions

This section of the Route 44 Corridor Study summarizes the tasks associated with the
assessment of future conditions within the study area. The future conditions were based
upon post-COVID pandemic traffic volumes, base year 2023.

The assessment of future conditions includes a review of future development potential,
traffic growth forecasts, the potential for increased demand for bicycle and pedestrian trips,
and information on the safety benefits of potential improvements to be reviewed in the
alternatives analysis.

Methodology

A key component of this study involved forecasting travel demands and land use changes.
This allows the studied alternatives and recommended transportation infrastructure
investments to anticipate future needs and provide long-term benefits for the Town of
Canton. To estimate future conditions along the Route 44 corridor, a 25-year planning
horizon was studied incorporating all potential transportation and development activity that
may be realized by the year 2050. Based upon these projections, the future conditions were
reviewed to understand the 2050 baseline growth (programmed transportation projects and
regional traffic growth factor) and the 2050 potential growth (same as baseline but with
anticipated land development included as well). The 2050 No-Build Condition incorporates
all the programmed projects, traffic growth, and expected developments and those currently
in the pipeline for approval, as well as the Town of Canton'’s long-term planning and vision
for how growth will develop in the study area. Vacant and developable parcels in the study
area that the Town expects to be developed are included in the 25-year study horizon.
Proposed transportation improvement alternatives are not included in the 2050 No-Build

Future Conditions
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Condition. The resulting comparison of Existing Conditions to the 2050 No-Build Condition is
a measure of the ability of the existing transportation system to handle future travel
demands.

The 2050 Build Condition, reviewed in the next Task of this Study, includes the future
transportation and development characteristics described in the No-Build Condition as well
as the transportation improvement alternatives recommended in this corridor study. The
transportation improvement alternatives provide conceptual solutions at locations along the
corridor with existing safety or operational deficiencies as noted by the Town of Canton,
CRCOG, the public, and the traffic operations analyses herein. Subsequent sections of this
corridor study describe the transportation improvement alternatives in detail. The resulting
comparison of the future conditions is a measure of the effectiveness of transportation
improvements if implemented.

2050 No-Build Condition

The No-Build Condition was developed using information provided by CTDOT and the Town
of Canton. Ultimately, this information was used to estimate traffic operations along the
corridor in 2050 without any transportation improvement alternatives to be proposed for
this study.

2050 Traffic Volumes

Traffic volumes along a corridor change over time according to driving demand, which is
influenced by anticipated land development, economic activity, broader regional driving
trends, and land use characteristics. New developments typically attract new driving trips,
particularly in locations with existing land use characteristics like the Route 44 corridor.
However, it should be noted that the Town of Canton is working to orient new development
towards providing better accommodation for a mixture of different travel modes, including
bicycling, walking, and public transportation. The Bicycle, Pedestrian, and Transit Potential
section (3.3) discusses these efforts in more detail to support access and demand for non-car
transportation modes.

Future traffic volumes are typically estimated by growing existing traffic volume data by a
percentage reflecting historical, area-specific traffic trends compounded over the length of
the planning horizon. The Connecticut Department of Transportation (CTDOT) calculated
and provided 2050 peak hour traffic volumes along the corridor by growing the 2023 traffic
volumes previously described. The 2050 traffic volumes reflect an approximately 23.5%
percent increase from 2023 volumes, or an increase of about 1% per year, representing a
highly conservative estimate of future traffic volumes. In other words, this percentage is the
largest amount of traffic growth that should be expected based on current information on
regional trends and background growth. Predicting this level of traffic growth will help
CRCOG and the Town of Canton make appropriate decisions to address likely deficiencies in
the transportation network before they arise. The 2050 peak hour traffic volume networks
provided by CTDOT are included in Figures 1, 2, and 3.

Future Conditions
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This is the baseline traffic growth that the analysis begins from before including the potential
of additional traffic growth and trips that would result from various development projects in
the study area.

3 Future Conditions
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2050 AM Peak Traffic Volumes
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2050 PM Peak Traffic Volumes
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Figure 3 2050 Saturday Midday Peak Traffic Volumes
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Future Development Projects

Many parcels along the Route 44 corridor frontage and nearby to the corridor are
undergoing redevelopment, or have recently redeveloped, particularly in the eastern part of
the corridor between Lawton Road/Route 177 (Lovely Street) and the Simsbury town line. As
noted in the Existing Conditions Report, there has been new development across from the
Shops at Farmington Valley to construct an Aldi Grocery Store and build out the Mitchell
Subaru in the last few years. The CVS and UCONN Health facility near the corner of Route 44
and Lawton Road were constructed in approximately 2012. The Applegate Village
development of homes, just to the north of Route 44 at the corner of Lawton Road and
Washburn Road, is currently under construction. Additional vacant developable parcels exist
along and near the corridor, and the Town of Canton is actively reviewing proposals for
many of these, such as multifamily housing behind the CVS and UCONN Health at 115
Albany Turnpike. Development further west on Route 44, out of the study area, along Dowd
Avenue, and alongside streets off Dowd Avenue and Route 44 have been recently
constructed or are expected to be developed in coming years. In the consideration of future
traffic volumes, it was important to study these parcels and consult with the Town of Canton
to discuss the traffic impacts that are expected to result from these and any other parcels
they identified for future development.

VHB met with CRCOG and the Town of Canton to identify key future development parcels
along the Route 44 and Dowd Avenue corridors. Many different parcels with development
potential were discussed, not just along the two main roads but also including Commerce
Drive, Old Canton Road, Lawton Road, and Secret Lake Road. These areas are discussed in
more detail in the following sections.

Route 44

Route 44 has the most development along it and continues to have the most potential for
significant redevelopment in the future. There are also properties just off Route 44 on cross
streets that are prime for redevelopment due to the easy access to the main roadway.
Discussion focused on a number of properties along the road, from the east side of the
corridor by the Simsbury Town Line to the west end of the study area near the Canton
Village Shops. A few properties by the Simsbury Town Line, on the east end of the study
area, have been proposed for development in recent years but the process of development
has stalled on these properties for various reasons. An exception is the redevelopment of La
Trattoria restaurant on Brass Lantern Road into a new restaurant, Mizu 21. In the center of
the study area, near the Lawton Road/Lovely Street intersection, a significant amount of
development has recently occurred, with additional development expected in the future.
Properties with development proposed or expected include 115 Albany Turnpike, 12 Lawton
Road, 3 Trailsend Drive, and additional development on the property occupied by the Shops
at Farmington Valley (110 Albany Turnpike). In the western end of the study area there is
some potential for redevelopment, but no firm proposals for large-scale redevelopment are
currently proposed. However, there is a desire from the Town to redevelop the Canton
Village Shops area into a higher-density village center with retail and housing.

Future Conditions
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Dowd Avenue

Along Dowd Avenue within the west section of the study area, there is some smaller-scale
housing development that is proposed for the properties across the street from the Canton
Village Shops, which are constrained by environmental limitations on the properties. At the
far west end of the study area (which extends to Canton Hollow) are two properties that
have been approved to be merged and converted to multifamily housing with a small
amount of retail. The Canton Village Shops also extends to Dowd Avenue and the Town has
interest in further developing this area as noted in the previous section. There were
otherwise no other potential developments discussed along Dowd Avenue. The Town and
the public have shared concerns about traffic safety and heavy truck traffic along Dowd
Avenue in connection with these new developments.

Lawton Road

A significant amount of development has focused on Lawton Road and may impact the
intersection of Lawton Road/Lovely Street with Route 44. These properties, some of which
were noted in the Route 44 section (3.2.2.1), include 115 Albany Turnpike, which is proposed
for development and has frontage along Lawton Road; 12 Lawton Road, which is also
proposed for development; 3 Trailsend Drive, which may be combined with 12 Lawton Road
for a larger development; and the Applegate Village development at the corner of Lawton
Road and Washburn Road which is under construction. These are or would be new housing
developments, with 12 Lawton Road and 115 Albany Turnpike being medium density
multifamily housing in mid-rise buildings. Further north on Lawton Road it was also noted
that a town-owned parcel (55 Lawton Road) may become an area for public recreation in the
future.

Secret Lake Road, Commerce Drive, and Old Canton Road

Additional properties were discussed on these cross streets that intersect with Route 44 or
Dowd Avenue. As part of the Shops at Farmington Valley, it is possible there could be an
expansion of the mall that includes developing the property at 10 Secret Lake Road, which is
across the road from the main mall area, as well as an expansion within the 110 Albany
Turnpike property. Commerce Drive, which connects to Dowd Avenue, has seen some new
housing developments constructed in the last several years as vacant industrial properties
have turned over into housing. There are additional vacant properties along the road that
could be developed, but there are no proposals for developing them at this time. Finally, Old
Canton Road was discussed as another side street off Route 44 where there could be
additional development. At this time, a multifamily housing development has been approved
at 75 Old Canton Road but is not under construction yet.

Modeled Future Development and Additional Vehicle Trips

The future development parcels discussed in the previous sections were reviewed to
determine which ones would be most likely to produce new vehicle trips that may not be
included in the regional background traffic growth and would have some impact on the
traffic operations along Route 44. Parcels towards the center of the study area with
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significant new housing or retail, known or assumed, were included in the analysis. Parcels
on the east end of the study area by the Simsbury Town Line were not modeled due to the
uncertainly about future development on these parcels but also because traffic would most
likely be traveling east on Route 44, away from the study area, as opposed to through the
study area. Additionally, some parcels discussed would produce negligible new traffic into
the system and so would have no significant effect on traffic operations. Finally, parcels with
little information about potential future development or where there were too many
unknowns were not included in the modeled trip generation. This includes potential
expansion of the Shops at Farmington Valley at 110 Albany Turnpike, where additional traffic
is expected to be accounted for in the CTDOT forecast of future trip generation. The
exception to this is the Canton Village Shops, where the Town has expressed an interest in
creating a more dense village center in this area inclusive of housing. Although uncertain,
this is significant enough to warrant the inclusion of additional vehicle trips to this
development.

Table 1 shows the parcels with approved or potential uses that were modeled for their new
vehicle trips for the future conditions. Figure 4 shows a map of these parcels in relation to
the study area. The expected traffic of these parcels was modeled to determine if the new
vehicle trips generated from them would significantly impact the transportation network and
traffic operations.

Future Conditions
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Table 1 List of Development Sites Modeled for New Vehicle Trips

={hb

Address Size Zoning Development Status | Development Type # of Housing Units/Commercial
(Acres) Area
>0 Alpany 288 East Gateway D.e5|gn Under Discussion; Potential Multifamily .
Turnpike Village District Not Yet Proposed Housin 60 units
(EGDVD) P 9
10 Secret Lak 6.68 Potential N
ecret Lake EGDVD Not Yet Proposed orentia .ew 50,000 square feet
Road Commercial
31 Lawton 2.02
Road
35 Lawton 2
Road
Applegate Desi ingle-family h
39 Lawton 2.32 pp ega e. e.5|gn Approved, Under Single-family home .
Road Village District Construction development 34 units
(AGDVD) (Applegate Village)

5 Washburn 1.16
Road
9 Washburn 4.24
Road
115 Al 4. itted to P&Z f

> .bany 3 EGDVD Submitted to P&Z for Multifamily Housing 102 units
Turnpike Approval
12 Lawt 4
Roajw on EGDVD Not Yet Proposed Multifamily Housing 70 units

10
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Address Size Zoning Development Status | Development Type # of Housing Units/Commercial
(Acres) Area
3 Trailsend 0.5
Drive
38 Dowd 1.1 Multifamily housin
Avenue Canton Village Design an:rtletail Ic}émr:elrcgl
Village District Approved (properties to be 54 units; 6,000 square feet
42 Dowd 2 (CVDVD) prop
merged)
Avenue
75 Old Cant 2.1
Road anton CvDVD Approved Multifamily Housing 60 units
220 Al 11.
Tu(r)n i:::ny > Potential for new
P . CvDVD Not Yet Proposed housing or commercial Undefined
(Canton Village develooment
Shops) P

1

Future Conditions




Figure 4

Route 44 Corridor Study — Future Conditions Report %‘Vbhb

Map of Development Sites Modeled for New Vehicle Trips
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As shown in Table 1, all the parcels modeled are in the Town's Design Village Districts, which
encourage denser housing development with a more walkable character and closer to the
street, to create a building street frontage. Proposed and approved housing developments
are usually multi-family with up to 25 units per acre, with a prime example being the 115
Albany Turnpike development project. However, limited access to utilities, along with
topography and environmental conditions — particularly wetlands — can significantly restrict
development on certain parcels. As a result, most parcels will not be built-out on the entire
parcel footprint but will need to work around site constraints to be viable. Developments are
also encouraged in the Design Village Districts to be mixed-use, typically with a residential
and commercial/retail component, such as 38 & 42 Dowd Avenue which has been approved
to have 54 units of housing and 6,000 square feet of ground floor retail. The goal is to
develop properties that create a more neighborhood-like impression along the street,
particularly Dowd Avenue, to improve the overall walkability of the street and create the
effect of traveling down a residential/neighborhood street instead of a rural highway.

Almost all the properties modeled already have proposed housing or commercial
development usage that was provided by the Town. The properties that did not have
previous information were 10 Secret Lake Road and the Canton Village Shops (220 Albany
Turnpike). For 10 Secret Lake Road, this property was modeled as a retail development
similar to the developments in main Shops at Farmington Valley complex, which would be a
more intensive use than housing, and thus a more conservative approach to the number of
possible new trips (more vehicle trips would be created from retail than housing). The
Canton Village Shops has a more uncertain future in terms of development, so the
intersection of Route 44 and the Canton Village Shops was assumed to have double the
amount of traffic originating from the Shops than the existing data show, which would add
150 more vehicle trips to this intersection. This was done to account for the possibility of
new commercial and housing space within Canton Village, to again be conservative and
model a reasonable amount of increased traffic to this location.

Trip Generation Modeling Results

With the proposed numbers of housing units and commercial space, vehicle trips that could
be generated for these developments were approximated using the Institute of
Transportation Engineers Trip Generation Manual, 17th Edition. This widely used reference
manual provides vehicle trip generation rates for various land uses based on traffic count
data collected at similar sites. Land Use Codes used to model the proposed development
traffic include 221, Mid-Rise Multifamily Housing Not Close to Rail Transit; 821, Shopping
Plaza (40-150K square feet) — Supermarket; 215, Single-Family Attached Housing; and 822,
Strip Retail Plaza (<40K square feet).

Although the intent of the development in the Design Village Districts is to reduce vehicle
traffic and encourage walking, biking, and transit trips, it was conservatively assumed that
the transportation mode share for all trips to and from the site would be by private
automobile. As noted in the Existing Conditions Report, the CT Transit bus service that
utilizes Route 44 is not oriented towards everyday trips but for commuting to Hartford and
back. In addition, the pedestrian and bicycle network is still being built out and may not
immediately diminish the amount of vehicle trips in the study area. Therefore, a credit was

Future Conditions
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not taken into account for alternative travel modes to the sites such as pedestrians or transit
to provide a more conservative analysis of the anticipated traffic generation.

Using the development information in the previous section and the trip generation guide
above, vehicle trips were modeled from the developments. Trips were modeled to see the
impact of them on the nearby signalized intersections and through the rest of the corridor.
They would be spread out in the Route 44 corridor area and would not impact just one
intersection.

Trips from the potential future housing developments identified would generate a small
number of trips per peak hour, relative to existing and projected through volumes along the
Route 44 corridor. However, trips from a potential new commercial development at 10
Secret Lake Road could have substantial impact on the traffic signal operations at Route 44
and Secret Lake Road. This commercial development was modeled as a supermarket to be
conservative in the modeling and assume higher traffic.

For the purposes of this study, these trips were added on to the 25-year traffic growth
calculated by CTDOT. Therefore, the traffic volumes used in the 2050 No-Build Condition are
the volumes provided by CTDOT in addition to those produced by the modeled
developments.

Future Roadway Projects

Based on discussions with CTDOT, CRCOG, and the Town of Canton, there are no significant
transportation improvements currently planned along the corridor in the near future. Recent
changes - to revise the traffic signal at the Shops at Farmington Valley to accommodate the
Mitchell Subaru development — have been completed and are already incorporated into the
known traffic conditions of the study area. Aside from expected maintenance of pavement
conditions with typical milling and overlay of the Route 44 roadway, no other major projects
are known at this time that would affect the No-Build Conditions. In addition, it can be
expected that CTDOT may replace traffic control signal equipment at various locations
during the No-Build period, however those improvements are considered to be typical
maintenance type improvements. Therefore, the 2050 No-Build condition was assumed to
maintain existing roadway conditions.

2050 No-Build Traffic Operations

Capacity analyses were performed to evaluate traffic operations at the study intersections
during the weekday morning, weekday evening, and Saturday midday peak traffic periods
under the 2050 No-Build scenario. These analyses were performed by inputting the 2050
peak hour traffic volumes provided by CTDOT into the existing conditions Synchro model
discussed in the Existing Conditions Report to forecast future traffic operating conditions in
2050 if no transportation improvements or signal timing modifications are implemented.

The trips generated by the new developments as discussed in Section 3.2.3 were added to
the CTDOT forecasted volumes to finalize the No-Build scenario for this study.

Future Conditions
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The capacity analysis documented in the Existing Conditions identified one intersection
within the study area that operates with an overall LOS D or E during the peak periods under
existing conditions: Route 44 at Route 177 (Lovely Street)/Lawton Road/Trailsend Drive. This
intersection operates at LOS E during weekday afternoon and Saturday midday peak hours
and at LOS D in the morning peak hour.

The approximately 23.5% traffic growth forecast under the 2050 No-Build condition as well
as additional traffic from new developments is expected to further exacerbate existing
capacity issues at certain intersections along the corridor. Delays and vehicle queues are not
expected to change significantly at most study intersections, but the intersection of Route 44
at Route 177 (Lovely Street)/Lawton Road/Trailsend Drive will remain congested and
continue to deteriorate. Under the 2050 No-Build condition, this intersection will experience
worsening conditions for traffic, with the LOS for all peak hours degrading to F conditions.

The LOS at the intersection of Route 44 at Secret Lake Road is expected to degrade
substantially, to LOS C in the morning peak hour, and to LOS F from LOS B in the evening
and Saturday midday peak hours. This is due to the potential for significant traffic to a new
commercial development at 10 Secret Lake Road. Note that this is considered a worst-case
scenario for this intersection if a very high-intensity commercial development (such as a
supermarket) is developed here, and if no changes are made to the geometry of the
intersection.

Minor changes are expected at some of the other intersections. The morning and Saturday
midday peak hours at Route 44 and Dowd Avenue are expected to fall to LOS C from LOS B,
while the evening peak hour will fall to LOS D from LOS B; the evening and Saturday midday
peak hours at Route 44 and the CVS Drive are expected to fall to LOS B from LOS A; and the
Saturday midday peak hour at Route 44 and Canton Village is expected to drop to LOS B
from LOS A.

Table 2 shows the results of the 2050 No-Build Capacity Analysis compared to the Existing
Conditions and the CTDOT conditions before including the proposed and potential
development projects. Significant changes in LOS for the No-Build Condition are highlighted
in yellow.

Figures 5, 6, and 7 show the intersection volumes of the No-Build Conditions for AM, PM,
and Saturday midday peaks, respectively.

Future Conditions
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Table 2 Signalized Intersection Capacity Analysis Summary - Existing, CTDOT Forecast and 2050 Conditions

Comparison

Existing Conditions I CTDOT Forecast Conditions I No-Build Conditions
Location Del2 LOS?® Q50 Q955 | v/c Del LOS Q50 Q95 } v/c Del LOS Q50
| | |
Route 44 at AM = EBT/R | 042 A 115 160 0.52 A 160 223 0.56 A 183 267
Canton WB L 0.10 A 3 6 0.12 A 2 m4 0.15 A 2 m3
Village WBT 0.18 A 22 27 0.22 1 A 25 26 0.29 1 A 26 27
NB L 020 40 D 13 33 0.20 40 D 13 33 0.20 40 D 13 33
NB R 004 39 D 0 28 0.04 39 D 0 28 0.04 39 D 0 28
Overall | 0.41 7 A 0.49 7 A 0.53 7 A
PM | EBT/R | 041 12 B 92 265 0.51 14 B 122 #374 | 052 14 B 127 #392
WB L 0.23 A 8 m41 0.27 A 8 m34 0.35 A 17 m36
WBT 0.36 A 44 185 0.45 A 59 232 0.58 A 114 m243
NB L 045 39 D 48 81 045 39 D 48 81 0.45 39 D 48 81
NB R 006 37 D 0 33 0.06 37 D 0 33 0.06 37 D 0 33
Overall | 0.39 1 B 0.47 12 B 0.56 12 B
SAT  EBT/R | 040 A 105 169 0.52 11 B 152 252 0.59 14 B 190 296
WB L 0.28 A1 m21 0.31 A 13 m29 0.34 8 A 23 m28
WBT 0.30 A 38 64 0.38 A 61 m133 = 045 A 134 m133
NB L 042 35 D 33 66 0.42 35 D 33 66 0.42 35 D 33 66
NB R 008 34 C 0 42 0.08 34 C 0 42 0.08 34 C 0 42
Overall | 0.42 8 A 0.52 9 A 0.58 1 B
Route 44 at AM = EBT/R | 059 11 B 210 280 0.74 14 B 284 372 0.77 13 B 303 395
Dowd Ave WBL/T | 037 1 A 0 1 0.46 1 A 1 1 0.58 2 A 1 1
NB R 089 43 D 263 #376 104 77 E  ~387 #506 1.11 97 F ~431  #550
Overall | 0.71 15 B 0.87 23 C 0.91 26 C
PM | EBT/R | 056 15 B 19 32 0.72 18 B 263 33 0.73 18 B 269 31
WBL/T | 069 4 A 1 3 0.85 7 A 117 227 1.09 57 E  ~575 #692
NB R 067 27 c 179 280 0.79 32 C 234 #394 | 092 46 D 294  #498
Overall | 069 10 B 0.85 14 B 1.09 46 D
SAT | EBT/R | 053 14 B 194 246 0.66 15 B 260 325 0.67 13 B 270 124
WBL/T | 064 2 A 1 2 0.80 4 A 3 146 0.97 16 B ~262 #433
NB R 077 27 C 198 266 0.93 44 D 271 #394 105 74 E ~361 #471
Overall | 0.70 10 B 0.86 14 B 1.00 25 C
Route 44 at AM EBL 096 106 F 166 #344 >120 >120 F ~250 #433 | >120 >120 F ~293  #478
Route 177 EBT 085 43 D 456  #632 1.03 75 E  ~636 #810 1.13 112 F o ~763  #924
(Lovely EBR 0.06 0 A 0 0 0.07 0 A 0 0 0.07 0 A 0 0
St)/Lawton WB L 065 63 E 84 145 0.71 68 E 107 173 0.72 68 E 117 186
Rd/Trailsend Dr WBT | 056 34 C 229 286 0.67 38 D 299 358 0.74 40 D 347 412
WBR2 | 002 0 A 0 0 0.02 0 A 0 0 0.03 0 A 0 0
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| Peak | Existing Conditions I CTDOT Forecast Conditions | No-Build Conditions
Location } Hour l - Del? LOS® Q50 Q95° | v/c Del LOS Q50 Q95 } : Del : LOS Q50
| | |
} } NB L 0.71 63 E 119 199 I 0.74 67 E 144 #248 0.75 68 E 146 #248
NBT 042 53 D 80 142 0.47 54 D 101 169 0.48 55 D 103 169
NB R 0.21 41 D 20 62 0.29 41 D 39 90 0.29 41 D 39 90
SBL/T | 069 64 E 109 #179 = 081 79 E 135  #232 | 098 118 F 167  #293
SBR 067 59 E 89 131 0.78 69 E 112 #162 | 095 99 F 140  #216
SEL 063 68 E 48 75 0.65 73 E 50 76 0.66 75 E 50 76
Overall | 087 48 D 1.00 68 E 1.08 89 F
PM EBL >120 >120 F 241 #405 | >120 >120 F ~320 #494 @ >120 >120 F ~350 #528
EBT 073 41 D 377 486 0.95 63 E 515  #671 1.05 90 F ~606 #744
EBR 0.04 0 A 0 0 0.04 0 A 0 0 0.05 0 A 0 0
WB L 077 72 E 151 226 0.79 69 E 187  #301 0.83 72 E 214 #356
WBT 093 52 D 586 #737 1.09 94 F ~809 #950 @ >120 >120 F 1005 #1144
WBR2 | 007 0 A 0 0 0.09 0 A 0 0 0.10 0 A 0 0
NB L 104 >120 F 196 #330 | >120 >120 F ~287 #427 @ >120 >120 F  ~287 #427
NBT 047 59 E 92 147 0.58 61 E 114 173 0.58 61 E 114 173
NB R 027 43 D 30 65 0.38 41 D 55 101 0.37 40 D 55 101
SBL/T | 077 69 E 169 #289 0.98 110 F 223 #403 111 >120 F  ~287  #471
SBR 089 80 E 173  #273 1.09 >120 F o ~241 #360 @ >120 >120 F ~303 #428
SEL 070 86 F 46 58 0.70 86 F 46 58 0.70 86 F 46 58
Overall | 1.01 68 E 1.20 104 F >120 >120 F
SAT EBL 084 94 F o129  #332 104 >120 F 164 #421 110 >120 F  ~176  #450
EBT 090 59 E 434 #818 1.11 115 F ~603 #1083 @ 1.19 >120 F ~706 #1194
EBR 0.04 0 A 0 0 0.06 0 A 0 0 0.06 0 A 0 0
WB L 087 93 F 162  #402 1.09 >120 F 208 #511 @ >120 >120 F  ~269 #594
WBT 0.88 54 D 432 #815 1.09 106 F 601 #1100 | >120 >120 F  ~809 #1331
WBR2 | 007 0 A 0 0 0.08 0 A 0 0 0.11 0 A 0 0
NBL 0.79 87 F 119  #262 0.84 91 F 149  #352 0.84 91 F 149  #352
NBT 037 64 E 61 138 0.41 64 E 80 171 0.41 64 E 80 171
NBR 012 47 D 0 56 0.23 47 D 21 100 0.23 47 D 21 100
SBL/T | 107 >120 F 163 #433 | >120 >120 F ~250 #546 @ >120 >120 F  ~339 #674
SBR 0.81 83 F 105 #242 1.00 >120 F 132 #305 119  >120 F  ~175  #378
SEL 065 84 F 47 71 0.67 87 F 48 71 0.67 87 F 48 71
Overall | 082 66 E 0.99 12 F 113 >120 F
Route 44atCVS AM EBL 0.05 3 A 1 15 0.06 3 A 1 15 0.06 3 A 1 15
Drive EBT 0.49 5 A 79 363 0.60 6 A 112 512 0.65 6 A 131 #603
WBT 0.31 7 A 30 319 0.38 8 A 90 391 0.42 8 A 114 432
WBR 0.02 5 A 12 0.02 4 A 0 10 0.03 4 A 0 10
SBL 024 47 D 18 0.24 47 D 9 18 0.24 47 D 9 18
Overall | 0.47 6 A 0.57 7 A 0.62 8 A
PM EBL 0.18 7 A 2 22 0.28 12 B 2 22 0.28 18 B 2 22
EBT 0.47 6 A 70 344 0.58 7 A 98 480 0.61 7 A 108 529
WBT 0.65 8 A 172 #652 | 0.79 12 B 228 #8385 = 090 14 B 246 #1064
WB R 0.09 3 A 1 m27 0.09 3 A 1 m23 0.11 3 A 1 m22
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Existing Conditions I CTDOT Forecast Conditions | No-Build Conditions
Location - Del? LOS® Q50 Q95° | v/c Del LOS Q50 Q95 } Del LOS Q50
|
SBL 034 44 D 26 50 | 0.34 44 D 26 50 0.34 44 D 26 50
Overall | 0.58 9 A 0.70 1 B 0.80 12 B
SAT EBL 0.22 6 A 3 32 0.32 9 A 3 32 037 14 B 3 38
EBT 0.51 6 A 75 365 0.62 8 A 105  #533 0.67 8 A 120  #635
WBT 0.58 9 A 121 #520 . 071 8 A 124 #707 | 084 10 B 123 #876
WB R 0.08 4 A 0 m16 0.08 3 A 0 m11 0.10 2 A 0 m9
SBL 027 39 D 19 34 0.27 39 D 19 34 0.27 39 D 19 34
Overall | 0.51 9 A 0.62 9 A 0.72 10 B
Route 44 at AM EBL 050 54 D 6 m12 0.50 55 E 6 m11 0.50 56 E 6 m10
Shops at EBT 058 19 B 332 490 0.70 19 B 361 586 0.78 21 C 418  #660
Farmington EBR 009 31 @ 6 85 0.09 18 B 0 59 0.10 18 B 0 66
Valley/Private WB L 0.45 49 D 29 62 0.45 52 D 36 62 0.49 46 D 39 m62
Driveway WBT/R | 034 5 A 3R 83 0.41 5 A 52 97 0.47 6 A 83 m139
NB L 048 46 D 34 51 0.48 46 D 34 51 0.48 46 D 34 51
NBT 049 46 D 35 52 0.49 46 D 35 52 0.49 46 D 35 52
NB R 004 37 D 0 3 0.04 37 D 0 3 0.04 37 D 0 3
SBL 0.21 47 D 10 22 0.21 47 D 10 22 0.21 47 D 10 22
SBT 0.11 46 D 5 17 0.11 46 D 5 17 0.11 46 D 5 17
Overall | 054 19 B 0.64 18 B 0.70 18 B
PM EBL 029 60 E 3 m7 0.29 59 E 3 m7 0.29 59 E 3 mé
EBT 057 15 B 246 105 0.73 20 B 351  #413 0.79 23 C 386  #561
EBR 019 10 A 14 14 0.23 12 B 37 62 0.25 13 B 41 74
WB L 065 57 E 8 127 0.65 56 E 87 mi110 | 0.69 50 D 101 m105
WBT/R | 061 8 A 56 179 0.77 11 B 117  #316 | 0.89 14 B 215 m#488
NB L 074 53 D 106 #191 0.74 53 D 106 #191 0.74 53 D 106  #191
NBT 075 53 D 107 #193 0.75 53 D 107 #193 0.75 53 D 107  #193
NB R 034 31 cC 34 80 0.36 32 C 38 84 0.35 31 C 37 81
SBL 032 47 D 15 27 0.32 47 D 15 27 0.32 47 D 15 27
SBT 010 46 D 5 13 0.10 46 D 5 13 0.10 46 D 5 13
Overall | 065 20 C 0.77 22 C 0.87 23 C
SAT EBL 029 45 D 3 m9 0.29 44 D 3 m8 0.29 43 D 3 m8
EBT 068 25 C 251 263 0.89 33 C ~386 #531 0.99 48 D ~481  #585
EBR 029 38 D 28 139 0.34 29 C 19 162 0.39 28 C 30 178
WBL 074 53 D 111 156 0.74 49 D 112 156 0.81 41 D 135 mil56
WBT/R | 058 12 B 74 225 0.74 16 B 140  #326 | 0.90 18 B 255 m#530
NB L 0.80 52 D 118 #2212 0.80 52 D 118  #212 0.80 52 D 118  #212
NBT 080 52 D 118 #212 | 0.80 52 D 118  #212 | 0.80 52 D 118 #212
NB R 0.51 27 c 53 103 0.52 27 C 58 108 0.51 26 C 56 109
SBL 012 41 D 5 12 0.12 41 D 5 12 0.12 41 D 5 12
SBT 014 41 D 5 13 0.14 41 D 5 13 0.14 41 D 5 13
Overall | 0.68 29 C 0.82 30 C 0.90 33 C
AM EBL 0.03 2 A 1 m1 0.03 6 A 1 m2 0.04 8 A 1 m2
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| Peak | Existing Conditions I CTDOT Forecast Conditions No-Build Conditions
Location [ Hour [ Del? LOS® Q50 Q95° | v/c Del LOS Q50 Q95 Del LOS Q50
} } EBT 0.58 5 A 49 51 I 0.72 A 134 151 0.91 17 B 131  #675
WB L 0.09 A 2 12 0.18 A 3 15 0.25 17 B 3 16
WBT 0.35 A 57 179 043 A 76 232 0.50 14 B 86 249
NBT 003 43 D 0 0.05 43 D 0 0 0.85 62 E ~181 #154
SBL 029 49 D 23 0.29 49 D 8 23 0.29 49 D 23
SBR 0.01 47 D 0 0.01 47 D 0 0 0.01 47 D 0
Route 44 at Secret Overall | 0.50 8 A 0.62 10 B 0.84 22 C
Lake Road/Acura
of Avon PM EBL 0.07 A 2 m5 0.12 17 B 1 m4 0.12 20 C 2 m4
EBT 0.58 A 144 217 0.73 14 B 151 292 0.79 17 B 201 340
WB L 0.13 A 6 16 0.27 10 B 8 20 0.31 13 B 9 21
WBT 0.69 13 B 291 485 0.87 21 C 430  #775 0.91 24 C 471 #8717
NBT 0.05 43 D 0 0 0.06 42 D 0 0 >120 >120 F  ~935  #723
SBL 036 48 D 17 35 0.36 48 D 17 35 0.36 48 D 17 35
SBR 002 46 D 0 0 0.02 46 D 0 0 0.02 46 D 0 0
Overall | 0.61 13 B 0.74 19 B >120 >120 F
SAT EBL 0.06 8 A 2 m3 0.10 1 B 2 m2 0.11 13 B 2 m2
EBT 063 11 B 190 212 0.81 16 B 198  #317 | 0.89 20 B 255 m#560
WB L 0.10 8 A 4 12 0.23 12 B 6 15 0.23 14 B 6 16
WBT 062 13 B 218 368 0.78 18 B 306 #540 = 0.82 20 C 336 #608
NBT 005 38 D 0 0 0.07 37 D 0 0 >120 >120 F  ~589  #544
SBL 017 42 D 8 20 0.17 42 D 8 20 0.17 42 D 8 20
SBR 002 41 D 0 0 0.02 41 D 0 0 0.02 41 D 0 0
Overall | 052 13 B 0.65 18 B .08 >120 F

Source: VHB, Inc. using Synchro 11 software

volume-to-capacity ratio

delay, in seconds

level of service

50t percentile queue length, in feet

95t percentile queue length, in feet

EB = Eastbound; WB = Westbound; NB = Northbound; SB = Southbound; R = right; T = through, L= left
# 95%% volume exceeds capacity, queue may be longer

~ Volume exceeds capacity, queue is theoretically infinite

m Volume for 95" percentile queue is metered by upstream signal

v W =
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Bicycle, Pedestrian, and Transit Potential

Canton was originally developed primarily as a farming community comprising of large
tracts of open spaces, with the exception of Collinsville which was developed as a compact,
walkable village center mainly to serve the workers of the Collins Company. The most
significant growth in Canton came after 1950 as access to automobiles and highways
allowed for people to live farther away from economic centers and their place of work. This
has resulted in a development pattern and urban form of dispersed development and low
density that is oriented to automobile travel. As noted in the Canton POCD, much of the land
in Canton is zoned for residential development on one- to two-acre lots, requiring people to
travel long distances to get from one place to another and limiting the attraction and
efficiency of traveling by walking, biking, and public transportation. In addition, Route 44 is a
long-distance route for through traffic (it was considered for conversion to a freeway in the
1960s and 1970s) that was built mainly to carry high volumes of automobiles. As a result, the
majority of trips made through the study area are via car or truck, even with the presence of
the Farmington River Trail being mostly parallel to Route 44 and Dowd Avenue through the
study area.

The Town of Canton is actively working to promote and encourage non-automobile trips,
through zoning changes, policy, and programs such as Safe Routes to School. This is
especially true within the study area as it continues to grow and develop — the intent is to
grow while minimizing the increase and impact of new vehicle trips from commercial and
residential development. This increases the potential for non-automobile trips, but it remains
to be seen how many car trips can be shifted to non-car trips given the existing geography
of the area as discussed in the previous paragraph. The increase in population from new
housing may change the demographics of the town and bring in residents who expect and
demand better accommodations for biking and walking, at least for short trips and
connections to major shopping areas. It is still critical to focus on safety and access for
people who are not traveling by car to support the vision of the Town and build on their
efforts to shape new development in the study area.

To tap into the potential for more bicycling, walking, and transit trips, these modes must be
made attractive, with a special focus on safety, comfort, and ease of use. The Farmington
River Trail is the only bicycle facility in the study area, except for bicycle racks that are
located in several locations as noted in the Existing Conditions Report. Pedestrians can have
difficult conditions for getting around, due to the lack of sidewalks in many places on Route
44, narrow sidewalks with limited buffer from the road, damaged or heaved sidewalks,
limited streetscape amenities and little shade along Route 44, and the long and infrequent
crosswalks along the road. Transit is limited to express services that do not provide general
everyday trips in Canton. These issues must be addressed to improve the viability of these
travel modes.

For this section, potential future opportunities for bicycle, pedestrian, trail, and transit
improvements will be discussed in a general nature. Specific recommendations for each area
will be included in the Alternatives Analysis memorandum.
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The development of a walkable and pedestrian-friendly Route 44 and Dowd Avenue is a
critical part of the vision of the Town of Canton to create village center areas where people
can walk around comfortably and residents can safely make trips for errands, work, school,
entertainment, etc. Safe walking areas are also a key part of making public transportation
more accessible and viable, as most transit trips start as walking trips.

Deficiencies in pedestrian facilities were noted above — lack of sidewalks, narrow or
unbuffered sidewalks in some areas, long or difficult crossings, and lack of streetscape
amenities such as street trees. New sidewalks will make it easier and safer for people to walk
between developments and improve accessibility of transit. To address crossing issues,
crossings much be made shorter to reduce pedestrian exposure to car traffic in the road,
which can be accomplished through curb extensions and intersections redesigns that reduce
crossing times and address curb ramps so that pedestrians with mobility impairments can
also be served well. Although crossings of Route 44 are not frequent, they must be paired
with traffic signals that provide the safest crossing opportunities given Route 44’s high
volume and high speeds. Dowd Avenue can have more crossing opportunities because the
volumes and speeds are lower, but public input has indicated that volumes and speeds are
still perceived as too high for the road and should be addressed, such as through traffic
calming measures.

Narrow and uncomfortable sidewalks — particularly along Route 44 — lack shade trees to
protect pedestrians from sun and weather and are either built to an outdated standard or
are too narrow to allow pedestrians to comfortably pass each other. There may also be a lack
of a buffer between the sidewalk and the road, which carries fast-moving traffic, or the buffer
is small and unattractive. Widening sidewalks or installing street trees may require removing
road space or parking areas or would need to be included as part of a property
redevelopment. These changes will make it much easier for pedestrians to get around and
support multimodal access to the study area.

Bicycling is a healthy and economical mode of transportation that also allows for longer trips
than by walking and can help extend trips made on public transportation. People riding
bicycles are still vulnerable users however and are exposed to traffic more often than people
walking. High speed and high-volume traffic is challenging for bicyclists, especially those
that are less experienced and have less tolerance for uncomfortable situations.

Much of the existing bicycle traffic occurs on the Farmington River Trail. Being fully
separated from the road, riders do not have conflict with motor vehicles except at the
locations where the trail must cross the road or where a separated path is not provided.
Route 44 has high volumes and speeds, with limited paved shoulder, which discourage riders
who are not already experienced and skilled at sharing roadways with car traffic. Although
Dowd Avenue has less traffic, it is still significant enough to discourage most users, who
would prefer to use the Farmington River Trail since it parallels Dowd Avenue for a long way.
Providing wider paved shoulders or even bicycle lanes on Route 44 and Dowd Avenue would

Future Conditions



3.3.3

3.3.4

25

Route 44 Corridor Study — Future Conditions Report %Vhb

be ideal, but there are significant challenges with this due to the lack of right-of-way and
need to provide adequate traffic capacity on Route 44 through the study area.

Other improvements to create bicycle facilities and lower car traffic speeds would also be
beneficial to encouraging bicycle travel. If dedicated bicycle facilities cannot be developed,
shared bicycle and pedestrian facilities such as trails or sidepaths along the road, in addition
to the Farmington River Trail, would assist with filling gaps and providing a comfortable
place off the roadway for bicyclists to travel.

Trails

The Farmington River Trail is a comfortable, attractive multiuse path that is set apart
considerably from Route 44 and Dowd Avenue as it runs west through the study area from
the intersection of Route 44 and Lawton Road/Lovely Street. North of this intersection, there
is a short off-road section on Lawton Road before it drops back to an on-street route,
although the Town of Canton intends to have additional sections of the route constructed as
off-road sidepaths with the new developments at 115 Albany Turnpike and the Applegate
Village development. This trail is an important part of the bicycle and pedestrian network, as
it connects to neighborhoods west and north of the study area including Collinsville.

One of the challenges to the utility of the trail is that it has limited connections to the
commercial development it passes near on Route 44. There are topographic and
environmental constraints to making these connections, such as steep grade changes and
crossing low, wet areas. However, with the planned extension of the trail through the Shops
at Farmington Valley, it will provide access to a significant commercial area for residents and
visitors alike, increasing the potential for non-car trips to this regional draw.

The trail is intended to continue eastward towards Simsbury and Avon and will need to cross
Route 44 at some point along the route. A potential location of a crossing will be further
reviewed in the Alternatives Analysis that will come after this report.

Public Transportation

CT Transit provides express service to Hartford through the study area along Route 44. This
is a critical service for those who need to make this commute and helps to remove vehicle
trips from the transportation system. However, the number of people that use this service is
low, and there are less than ten trips for the express routes throughout an average day.
Users must plan ahead for their trips and be sure they do not need to return for several
hours. If they miss a bus, they may not be able to get on the next bus for an hour or may not
be able to make their trip at all, requiring them to get a taxi or rideshare to get to their
destination or use a private automobile. This low frequency makes it challenging for people
to use the service who have more convenient options to available, or if they already have
access to a private vehicle.

Besides issues of frequency, comfort and user experience are important to make the service
easy to use and understand. At least one bus stop lacks sidewalks to the stop on the same
side of the road, and signage indicating the bus stop can be small and hard to see if
someone is not already familiar with where the bus stop is. Access to the bus stops from side
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streets can be difficult due to lack of sidewalk connections that make this trip safe as well.
Lack of bus information signage means that to ride the bus you need to know which side of
the road to be on and what the bus schedule is. These create additional hurdles for someone
to choose to ride the bus when they must have already ridden the bus or must research bus
information well in advance.

Overall, there are improvements that can be made to improve safety and access to the bus
service that exists currently. However, there are needed improvements to frequency and the
ability to make everyday trips that will be beyond the confines of this corridor study.

Safety Benefit Estimation

Based on the crash history and the operational issues found during the existing conditions
scan, different improvements suggested by the FHWA Proven Safety Countermeasures were
reviewed as having potential for addressing transportation issues. They include, but are not
limited to:

e Modern Roundabouts

e Speed Management

e Bicycle facilities

e Pedestrian Crosswalk Enhancements
e Dedicated Turn lanes

e Corridor Access Management

e Sidewalks/Walkways

e Roadway Reconfiguration

e Wider Shoulders

Potential safety benefits vary between countermeasures and depend on application but are
broadly set out in the countermeasures fact sheets provided by FHWA. They are provided in
the next several sections and figures to illustrate the potential safety benefits.

Modern Roundabouts

The safety benefits of converting a two-way stop-controlled intersection to a roundabout are
up to an 82% reduction in fatal and injury crashes. For converting a signalized intersection to
a roundabout, this can be up to a 78% reduction.
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Figure 8 FHWA Roundabouts Countermeasure Fact Sheet

OFFICE OF SAFETY

Proven Safety
Countermeasures

Roundabouts

The modern roundabout & an intersection with a circulor configuration that
safely and afficiently mowves traffic. Roundabouts feature channelized, curved
approaches that reduce vehicle speed, entry yield control that ghves righit-of-
way to circulating traffic, and counterciockwise flow around a central i
that minimizes confiict peoints. The net result of lower speeds and reduced
conflict: at roundabouts i an environment where crashes that cause injury or
fatality are substantially reduced.

Roundabouts are not only o safer
type of intersection; they are also
efficient in terms of keeping people

Safety Benefits: rmaving. Even while calming traffic,

they con reduce delay and gueuing

T""'“'w‘:-"i" Stop-Controlled when compared to other infersection
Intersection fo a Roundabout alternatives. Furthermaore, the lower

wahicular speeds and reducad
conflict envilonment can craate
a mora sultable environment for
walking and bicycling.

Roundabouts can be Implemented
in both urban and rural areas under
a wide range of traffic conditions.
They con replace signals, two-

way stop controls, and allwary

stop confrols. Roundabouts are an
effective oplion for managing speed
and franstioning traffic friorn high-

82%

reduction in fatal
and injury crashes,’

A Hustration of o mutilone roundabout.
spaaed to low-spaed anvironments, Source: FHWA

such os freeway interchange ramp
termningls, and nural infersections
akong high-speed roads.

Signalized Intersection fo a
Roundabout

£

78%

reduction in fatal
and injury crashes.

For more information on this
and other FHWA Proven
Safety Countermeasures,
please visit hitps:/ [highways.

dot.gov/salety/proven-
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Source: FHWA
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3.4.2 Speed Management

Reducing speeds is one of the most important methods for reducing fatalities and serious
injuries. Achieving desired speeds requires implementing speed management strategies
along with setting speed limits, such as self-enforcing roadways, traffic calming, and speed
safety cameras.

To address serious speeding issues on a roadway, it is often necessary to implement
different traffic calming measures along a roadway to change the experience of drivers on
the road. “Traffic calming” refers to various design measures — mainly physical measures —
that are used to reduce the negative effects of motor vehicle use, alter driver behavior,
support the livability and vitality of residential and commercial areas, and improve conditions
for people bicycling and walking. This is accomplished by slowing down or reducing traffic
volumes along a single street or street network. These measures can include horizontal and
vertical features such as speed humps, raised crosswalks, road narrowing, chicanes, curb
extensions, and other physical and psychological interventions in the road layout. Other key
goals of traffic calming include reducing collision frequency and severity, reducing the need
for police enforcement, and reducing cut-through motor vehicle traffic.” While traffic
calming measures have not historically been used on state highways, measures such as
raised crosswalks are currently being tested on state roads. Certain features, particularly
vertical features, would not be appropriate for Route 44, but could be used on Dowd
Avenue.

Speed cameras have recently been approved for use in Connecticut and CTDOT released
guidance at the beginning of 2024 on how municipalities can utilize the technology. Public
Act 23-116 required CTDOT to develop guidance for municipalities that wish to use
automated traffic enforcement safety devices, such as red light and speed safety cameras, in
their communities.? The Automated Traffic Enforcement Safety Device (ATESD) Program is
meant to improve public safety, change driver behavior, and save lives. CTDOT guidelines on
automated speed enforcement zones outlines where they can be applied, the process for
approvals, and annual reporting. To participate in the program, municipalities are required to
prepare a plan, create an ordinance, hold a public hearing, and submit the final plan to
CTDOT for approval prior to the use an automated traffic enforcement safety device. It is up
to the individual municipality/LTA to go through the process and define the locations where
speeding issues should be addressed. FHWA notes that fixed units (stationary cameras) can
reduce crashes on urban principal arterials up 54% for all crashes and 47% for injury crashes.

' See https://www.ite.org/technical-resources/traffic-calming/ and https://highways.dot.gov/safety/speed-management/traffic-calming-
eprimer/module-2-traffic-calming-basics#2.1

2 https://portal.ct.gov/dot/automated-traffic-enforcement-safety-device-program/automated-traffic-enforcement-safety-device-program-
overview
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https://portal.ct.gov/dot/automated-traffic-enforcement-safety-device-program/automated-traffic-enforcement-safety-device-program-overview
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Figure 9
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Safety Benefits:
Fixed units can reduce
crashes on urban
principal arterials up to:

5 4 for aill
crashes.?
4 8 for injury
crashes.?

P2P units can reduce crashes on

urban expressways, freeways,
and principal arterials up to:

37%

for fatal and injury crashes.?

Mobile units can reduce
crashes on urban principal
arterials up to:

20%

for fatal and injury crashes.®

In New York City, fixed units
reduced speeding in school
zones up to 63% during
school hours.®

For more information on this
and other FHWA Proven
Safety Countermeasures,
please reference the:

Speed Safety Camera Program
Planning and Operations Guide.

The contents of this Fact Sreet do not have the
force and effect of ow and are notmeant fo
oind the pubic in amywoy This Foct Sheatis

Intended onty to provide clarty regarding exsting
requirermEnis under he kiw of Ogency policies.

FHWA-SA-21-070

Source: FHWA
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Speed
Safety Cameras

Sofe Speack & a coe principle of the Safie Systern Approach snce humans ane less
likely fo sunvive high-speed croshes. Enforcing safe speeds has been challenging
however, with rmone information and tocls communities con make progress in
reducing speads. Agancies con use speed safety cameras (S5Cs) as an effective
and reliable technology o supplermeant maore traditional methods of enforcement,
anginaearnng measures, and education to alter the social norms of speeding. 55Cs
use speed measuement devices to detect speeding and copture photographic or
video evidence of vehicles that are viclating a set speed threshold.

Applications

Agencies should conduct o network
analysis of speedingrelated crashes
to identify lncations to Implermeant
55Cs. The analysis can include scope
{e.q. widespreod, localzed), lncation
types (e.g., urban/suburbanfrural,
work zones, residential, school zones),
racdway typeas (8.0, SXpresihways,
arterals, kocal sfreats), tirmes of day, and
road wsers most affected by speed-
related crashes (e.g. pedestrians,
bicycists).

55Cs can be deployed as:

* Fixed units—a singla, stationary
camera targeting ome lecation.

+ Point-to-Point (P2ZP) units—mulfiple
cameras to capture average speed
over a cortain distance.

* Mobile units—a portable camera,
genearally In a vehicke or traller.

The table below describes sulfable
circumstances for 85C deploymeant.

Considerations

* 5505 can produce a crash reduction
upstrearn and downstrearn, thus
generating a spillover effect.?

+ Public frust is essential for any type of
anfarcermant. With proper confrols in
place, 55Cs can offer fair and
equitable enforcement of speeding,
regardiass of diver age, roce, gendaer,
or soclo-economic status. 3508 should
be planned with cornmunity input and
equity iImpacts in mind.

« Using bath cvert (l.e., highly visitke)
ond covert (i.e. hidden) enforcemarnt
may encourage drivers to comply with
limits everywhera, not only at sites they
are gware are enforced.

+ Agencies should conduct
evaluations regularty o determing if
S5Cs are accompilishing safety goals
and whether changes in strategy,
seheduling, commmunications, or public
angagerment are Neceassary,

+ Agancies should conduct a legal
and palicy review to determineg if 33Cs
are authorized within a jurisdiction and
how the authorzation and other traffic
ks willl affect a 35C program.

+ Agencies sthould develop an $8C
prograrm plan with consideration of
the USDOT SSC guidelines for planning,
pubdic involvernent, stakeholdar
coordinaticn. implermentation,
rmainfenance, evaluation, etc.?

Problams afe long-termn and site-specific.

Speads at enforcement site vary kaegely from downstrean sifes.

Owert enforcament b legally required.

Sight distance for the enforcement unit & imited.

Enforcemnent stes are muttilane fociities.

1 Spead Satety Comsasn Progrom Plonining and Opanahions Guick. FHWA, (2023).

2 [CWF ICx 2718y Maonhala at ol

3 Spead Erdorcement Comen Systems Oparatioral Guidelnes. NHTSA (2008},

damansinofion progrom.” Accident Analysk and Presaniion, Vol 41, (2009,

X X =
Problams are network-wide, and shift based on enforcement efforts. — — X
= X X
X X X
X X -
X X -
“Efiacts on goaed and safiehy of pointo-point speed anfocamant sysiems”.
Accident Analyss ond Prevention Vol M5, (2015). Nole that this is an intemafional study.
4 (CMWF IC: 2515 25210 Shin at ol. "Evaluation of the Scoftsdale Loop 101 oufomatad speed enforcemaent
5 (CMF ICc JEEZ U et al ~A Befone-ond-Afer Empiicol Boryes Evoluation of Aufomoied EE EBJNFI

Miokiia Speed Erdorcamient on Urban Arhasal Roods.™ Presenied at fhe Sdth Aninual
Moating of fhe Transpohafion Reseorch Boord, Fopar Noo 151863, Washinghon, 0UC., G015).

Mode ot this s on irrtematiorsl shudy.

TR UM Y P

4 Automaotad Spead Endorcoment Program Raport 2014-201 7. Mavw York Chy DOT, {201 B}
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Bicycle Facilities

Bicycle facilities can be used to encourage more people to bicycle and provide separate
space for them so they do not need to share traffic lanes with automobile drivers. FHWA
notes that most fatal and serious injury crashes occur at non-intersection locations, and
nearly one-third of these crashes occur when motorists are overtaking bicyclists, because the
speed and size differential between vehicles and bicycles can lead to severe injury.® Different
contexts require different approaches to the bicycle facility design, with higher speed and
higher volume roadways needing more separation from traffic.

3 https://highways.dot.gov/safety/proven-safety-countermeasures/bicycle-lanes
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Figure 10

(A

Federal Highwory Adminizfolion

Safety Benefits:
Converting traditional or flush
buffered bicycle lanes to a
separated bicycle lane with
flexible delineator posts can
reduce crashes up to:

53%

for bicyclefvehicle crashes®

Bicycle Lane Additions can
reduce crashes up to:

49%

for total crashes on urban
d-lane undivided collectors
and local roads.”

30%

for total crashes on urban
2-lane undivided collectors
and local roads.”

Blcyele lans in 'L'.Ushhgn, be.
Source: Alex Boco, Washington Arsa
Bioyclist Association.
For more information on this
and other FHWA Proven Safety
Countermeasures, please visit

hhps:/ /h s.dot.gov
safety/proven-safety-counter
megsures and hifps:f /high
gov [filesf2022-07 f
Thwasal&077.pdi.
FHWA-5A-21-051

Source: FHWA
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Bicycle Lanes

Mozt fatal and serdous injury blcyelist crashes occur at non-ntersaction locations.
Mearly one-third of these crashes cccur when maotarists are cvertaking bicyclists
becaue the speed and size diferantial betweaen vehicles and bicycles can lead
to senvera injury. Many people are not comfortable rding a bicycle bacouse of
their fear that this type of crash may occur. To make bicycling safer and marne
comfortable for most types of bicyelists, State and local ogencies should consider
installing blcycle kanes. Providing bloycle facilitkes can mitigate or prevent
interactions, conflicts, and crashes between bicyclists and motor vehicles, and
craate a matwork of safer roadways for bicycling. Bicycle Lanes align with the
Safe System Approach principhke of recognizing human vulnarability —where
saparating usars in gpace con enhancs safaty for all road users.

Applications

The FHWA's Bikewsy Selection Guide
and [neorporating On-Road Bicycle

assist agencies in datermining which
facilities provide the mcst benefit in
varows contaxts. Bicycle lanes can be
included on nenw roadways or created
an axsting roads by reallocating
space in the rght-of-way through
Road Diets. Separated bicyche lanes,
which use verfical elernents—such

as flaxdble delineator posts, curbs, o
vegetatich—betwean the bicycle
lane and motorzed traffic lones
provide additional safety benefits**
Fora marked bike lane without vertical
elements, alateral offset with marked
buffer can help to further separate
bicyeliste from wehicle traffic.

Considerations

* In arder fo madmize d roodway's
sutabilty for ders of all ages
and abilifies, bicycks lane design
should vary acoonding to readweoy
characterstics {number of kanes,
mictar vahicle and truck volumes,
spoad, presance of franst), user neads
(cument and forecasted ridershig,
fypes of bicycles and micrormobiliny
denvices in use within the cormmunity,
roke within the bicycling network), and
lond-use context (adjocent land uses,
types and intersity of conflicting uses,
damands from other users for curbside
accass). Separated bicycle lanes ae
recommendad on readways with
higher vahicle volurnes and speeds,
such as arerials.

Clty and State policies rmay reguire

ririrnunn Bcychs lane widths,
aithaugh desirmble bicycle lone widths

can differ by agency and funchonal
clossfication of the road, curment

and forecasted bicycke wolurmes,

and confextual affibutes such as
Topography.

Studies haove found that reodways did
not expenence an increass in croshes
of congastion whan travel lane widths
wara docreased fo add a bicycle
lone !

Studies ond expedance in US. cities
show That bicycle lones increase

ridership and may help jursdictions
betier manage roodway capacity.

In rural areas, rumible sirips can
riegatively Impact bicyclists’ ability to
ride if not properly installed. Agencies
should consider the dimensions,
plaocemeant, and offsat of urnible strips
whean adding a bicycle lone.®

Bicyche kanes shoud be considered on
rocchways whare adiacant kand use
sugoests that tlps coukd be sorved by
vaned modes, particulary to meet the
safety and frovel needs of low-ncome
populations likely fo we bicycles to
recch essenticl destinations.®

| Thomas af ol. Bicyolkst Crosh Types on Notionol,
Stote, ond Locol Levels: A Maw Look. Trongpartation
EOBOCI'\Ch Racond ATHE), S43475, (20157).

goororgd Bie Lone Pignning ord Do gsgn Susde
H-‘-'-‘-‘\.I-EPISE‘?:l I'IIID

3 (CNF IO 11L250) Denvg bdF g =
Bicycla Lones, FHWAGHIRT-234025, (302Y).

4 Pork and Abdel-Aty. Evoluafion of salafy
efiectieness of multinks cros sectional fedtunas on
wrban arfarials. Acckdent Arabyss and Prewantion,
Wol. 92 pp. 285258, (201 &)

B FHVA, Toch Advisory Snouidar and £200 Lng Bumiin.
Shigs. {011}

& Sonck at ol Pupsiing Eouity in Padgsiion ond Blovcle
Eloooing FHWA, JDIM

7 (CNF ID- 10738, 107 d. Cervaiopmant of Crosh
V'.l'l': P'\::- 4-.k ue.-‘\.i:'nes.-'r-:

ZER&

AP TYEITH A Y T TR

H-‘-'-'-"-. I-ﬁ‘l 214012, I:I!.Z‘I]
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Pedestrian Crosswalk Enhancements

Improvements to crosswalks can include curb extensions (to shorten the crosswalk length),
better street lighting, medians/pedestrian refuge islands to help protect pedestrians who are
crossing the road, and high-visibility crosswalks. Warning lights such as Rectangular Rapid
Flashing Beacons (RRFBs), which are already in use on Dowd Avenue, can be especially useful
on lower-volume roads for visibility and alerting drivers to when a pedestrian is crossing or
wishes to cross the street. Median islands may be useful to assist pedestrians crossing Route
44, where right-of-way and street space allow, to make for more comfortable crossings.
FHWA notes that a median with a marked crosswalk can result in a 46% reduction in
pedestrian crashes, while a pedestrian refuge island can result in a 56% reduction in
pedestrian crashes.

Future Conditions
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Figure 11

/

Safety Benefits:

Median with
Marked Crosswalk

p

Pedestrian Refuge
Island

For more information on this
and other FHWA Proven Safety
Counfermeasures, please visit

hitps:/ Ihighways.dot.gov/
safe roven-safety-counter

measures and hitps:/ fhigh

wuys._dd gov/sites/thwa.dot,

Source: FHWA
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Medians and

Pedestrian Refuge Islands in Urban

and Suburban Areas

A median is the area between opposing lanes of traffic, excluding tum
lanes. Medians in urban and suburbon areas can be defined by pavernant
markings, raised medians, or iskands to separate motoized and non-

rmotorized road users.

A pedestrian rﬂuge Island {cr crossing area) is a median with
o help profect pedestions who ang crossing a roo

that is infended t

re—l‘uge— aren

Padestriaon crashes account for
approximately 17 percent of all traffic
fatalities annually, and 74 percent
of these occour at non-ntersection
locations.! For pedeastrians to

safely cross a roadway, they must
astimate wehicle speeds, determine
acceptable gaps in traffic bosed
on their walking speed, and predict
wvahicle paths. installing o mesdian
or pedestrian refuge Bland can
help improve safety by dlowing
pedestians to cross ome direction of
traffic at a firme.

Transportation agencies should
consider medions or pedesirian
refuge lands in curbed sections of
urban and suburban muttilone

Example of a road with a median and
pedastian refuge Boncs.
Source: City of Charotte, NC

roadways. particularly in areas with
a significant mix of pedestrian and
wvehicle traffic, trafic volumes over
2,000 vehicles per day, and travel
speads 35 mph or greater. Medians/
refuge idands should be at least

A-ft wide, but preferably 8 ff for
pedestian comfort. Socme example
locations that may benefit from
rmadians or pedestrian refuge islands
Include:

» Mid-block crossings.

» Approaches to multilane
Intersacticns.

* Aroas near transit stops or ather
pedastrion-focused sites.

Kedion and pedestian refuge ldand
neear a rouncaboul. Source:
wiwtw pedbiksimoges org / Dan Burden

1 Mafional Cantar for Shafistcs and Anchysk. (2020, March), Pedastrions:
2018 dobfa (Troffic Sofaty Focts. Raport Moo DOT HS 81 2 B50). Mational Highsay

Acrninishotion

Trafic Sab

2008, Tobka 11

) Desktop Raterence for Crmh Reduction Focions, AHWA-SA-D8011,
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Dedicated Turn Lanes

Left or right turn lanes provide physical separation between turning traffic that is slowing or
stopped and adjacent through traffic at approaches to intersections* as well as turns into
businesses and other properties. Left turn lanes can provide a 28-48% reduction in total
crashes. As noted in the public outreach during the existing conditions for this study, there
were many concerns about left turns into businesses along Route 44, especially between
Lawton Road/Lovely Street and Dowd Avenue, and from Route 44 onto Dowd Avenue.

4 https://highways.dot.gov/safety/proven-safety-countermeasures/dedicated-left-and-right-turn-lanes-intersections
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Figure12  FHWA Turn Lanes Countermeasure Fact Sheet

Safety Benefits:
Left-Turn Lanes

28-48%

nin tota

Positive Oftset
Left-Turn Lanes

36%

Right-Turn Lanes

14-26%

1 in total

For more information on this
and other FHWA Proven Safety
Countermeasures, please visit

hitps:/ /highways.dot.gov/safe

and

102103 /02103techbrief. pdf.

|

Source: FHWA
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hitps: / Iwww. thwa.dot.gov/
publications fresearch [safety
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Dedicated Left- and

Right-Turn Lanes at Intersections

Auxiliary turn lanes—aeither for left fums or right furns—provide physical
saparation batwean turning trafic that is sliowing of stopped and adjacant
throuwgh traffic ot approaches to intersectons. Turn lanes can be designed to
provice for deceleration prior to a furn, as well as for storoge of vehicles that
are stopped and walting for the opportunity to complete a fum.

While turn lanes provide measurable
safety and operational benefits at
rmany types of infersactions, thay

are particulary haelpful at feo-wony
stop~confralled intersections. Crashes
occurming af these intersections are
aften related to furning maneuvers.
Since the major route traffic is free
flewdng and typically fravels at higher
speads, crashes that do cccur ane
often severe. The main crash types
Include collsions of vahicles tuming
laft across opposing through traffic
and rear-end collisions of vehicles
tuming left or fight with other vehickas
fallowing closely behind. Turn lanes
reduce the potential for these types
af crasheas.

Installing lefi-turn kares and/or right-
furm lanes should be considerad

for the major read approaches

far improving safety at both three-
and faur-lag infersections with stop
contred on the mincs rood, where
significant furning volumes exist,
arwhere thaefa is a history of turn-
related croshes. Pedestrian and
bloyclist safety and convenlence
should also be considerad when
adding turn lanes at an infersaction.
Specifically, offset lefi- and right-turn

lanes will lkengthen crossing distances
for pedestrians.

Ofiset Turn Lanes

Prowviding offset of keft- and rghit-
furn kanes fo increase visibility con
provide added safety benefits, and
Is praferdbla in many situations,
particularly at koations with higher
speeds, or whers free-fow of
parmisshve movernents are possible.

Af turn lanes with 2er0 of negative
offeat, turning vehiches can block
sightlines. For left-turn lanes, this
usually Inveles opposing kef-turning
viehicles occupying the furn lanes

at the same tinme. For fght-turmn
lames, this typically invohes right-
furning vehicles from the major

road and vehicles entaring the
infersection fram the minor road.

In both scenados, adding positive
offsat fo furn kanes enhances fhe
sight distance to approaching
vehicles that conflict with the furning
movarmeant. Offset furn kanes should
be consdered when thee is a high
frequancy of these types of conflicte
in crder to reduce the likelihood of a

sanvela crash,

Ihshrarion comparing 2ero offsat to positive offset of lef- and dgnt-tum kanes. Souwrce: FHWA

1 {CNF D 20, 258, 285 JB% Harwood at ol 5ofedy Eflecthwencas of Indersachion

Lint- il Fdgith-Tum Lones. FHWS-HRD-D2.087, (2002,
2{CNF IO- G0R) Pasoud et al. Sofaty Bvoluotion of Offset impecwamants

for Left-Tum Lones. FHWR-HRT-0R02, (2000)
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3.4.6 Corridor Access Management

Access management refers to the design, application, and control of entry and exit points
along a roadway. This includes intersections with other roads and driveways that serve
adjacent properties.> Access management was suggested as part of the original Route 44
Corridor Study from 2000 and has been partially implemented in the Route 44 corridor since
that study. Additional access management may be considered for other parts of the corridor
to provide safer driving conditions and enhance safety for all modes. According to FHWA,
reducing driveway density can provide a 25-31% reduction in fatal and injury crashes along
urban/suburban arterial streets.

> https://highways.dot.gov/safety/proven-safety-countermeasures/corridor-access-management
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Figure 13
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Corridor Access
Management

—

Acces manoagement refers to the desdgn, application, and control of

enitry and exit points along a roadway. This includes intersections with other
roads and driveways that serve odjacent properties. Thoughitful occoss
rmanagerment along a corridor con simultaneously enhance safety for all
rodes, foclitate walking and biking. and reduce trip delay and congestion.

N\

Accws paint Accens poim
Mainfing Wainline
receving lnn::::h
Safety Benefits: :
v MAIMLINE u - -
Reducing driveway density - E——
e st

Aconss poing

— Every intersaction, from a signalized

intersaction to an unpaved drivesay,
has the potential for conflicts
betwaean vehicles, pedestrians, and
bicyclists. The numiber and types of
confict paints—locations where the
fravel paths of two users intfersact—
influence the safety parformance of
thie intersaction or driveway. FHWA,
developed comdorbevel crash
prediction rodels to estimate and
analyze the safety effects of selected
access managerment technigues

far different areqa types, land uses,
roadway varables, and fraffic
wolumes.

The following access managearment
shrategies can be wod Individually or
in combination with cne anather:

+ Reduce dengity through diveway
closure, consclidation, or
redocation.

* Manoge spocing of intersection
and access points,

+ Limit allowalbde movernents ot
driveswoys (such as dghi-ing
right-out only).

31%

suburbar

For more information on this
and other FHWA Proven Safety
Countermeasures, please visit

hitps:/ [highways.dot.gov

comer

Aronss poing

Schematic of an infesecton ond odocent occess points. Souwce: FHWA,

* Place diveways on an intersaection
approach comer rather than a
recehving cormar, which s expectod
to have fewer total crashes?

* Implament rased medians
that preciude across-roacdway
Mmovemeants.

* Ltilize designs such a8 roundabouts
or reduced left-tumn conflicts
(such as restricted crossing U-turn,
rmadian U-turns, afc.).

* Provide turn lanes (i.e.. left-conly,
right-onty, of interar two-way left).

* Lz lower spead ong-way or hao-
way off-arferal circulation roods.

Successful comdor access
managereant invohies balancing
owverall safety and molbility for

dll wars along with the needs of
odjocent land uses.

|

VAN

Tandern roundabouts with a continuous raised

safety/proven-safety-counter
megsures and 1 Ihi
ways.dot.gov [ safety/
intersection-safetyfcam.

Source: FHWA
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medion eliminates keft-hunn and acnoss-roadway
conficts. Sousce: FHWA

| Grom et al. Sofety Evaluation of Acoass Monogemeant
Pollckas ored Techniguas. FHlA-HET-14-087, (2018}

Z Lo ef ol. Saiety Evaluation of Comer Cleorance of
Sgnolined Infarsections. FHWE-HRT- 17084, (2018)

3 Horwood et ol Prediction of the Expected Satety Peromnance of
Rural Tno-Lorsa Highmewoys. FHlA-RD-99- 207, (20007

4 (CNF IDc 175 ] 78y Eb. B. and Voo, T, Hondbook of Rood Solety Meosunes
Dadiord. United Mingdom, Ebenvder. (2004):
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Sidewalks/Walkways

As discussed earlier in this report, sidewalks are critical for pedestrians to be able to walk
safely along roadways and reduce crashes between pedestrians and drivers. During the
existing conditions review, pedestrians were seen walking along Route 44 between
Simsbury/Avon and Canton, in the narrow shoulder of the road while high speed traffic went
around them. Public comment and information from the Town noted that employees from
the Shops at Farmington Valley would walk to the restaurants across the Simsbury/Avon
town line. A lack of sidewalks puts them in greater danger and does not allow for access by
people with mobility impairments. FHWA notes that sidewalks can provide a 65-89%
reduction in crashes involving pedestrians walking along roadways.

Future Conditions
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Figure 14

Fedeal Highwo

Safety Benefits:
Sidewalks

For more information on this
and other FHWA Proven Safety
Counfermeasures, please visit

hitps: hways.dol.gov
sale roven-safety-counter

measures and hitp: [ feww,

pedbikesafe.org/PEDSAFES
counfermeasures defail,

cfm?CM NUM=1.

Source: FHWA
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Walkways

Aowallowary is any type of defined space or pathway for use by a person

traveling by foot of using a wheelchain These may be pedestrion walkways,
shored use paths, sidewalks, or rioadway shoulders.

With more than &, 200 pedestrican
fatalities and 75,000 padestrian
injuries occurming in roadway
crashas annually,! it i important for
transportation agencies to improve
conditions and safety for pedestrions
and to integrate walkways more
fully Inte the transporation systorm.
Resaarch shows people lving in low-
incorme communities aro loss likety
to encounter walkways and other
pedestion-fiendly features.”

Well-designed pedesirian wallways,
shared uze paths, and ddewalke
improve the safety and mobility of
pedestions. Pedestrions should have
direct and connected network of

walking routes to desined destinations

without gops or abmupt changas. In
some runal of suburban anreas, wharne
thase types of wallwoys are not
fecsible, roadway shouldars provide
an areq for pedestians to walk next
ta the roadway, although these are
not praferable.

Transportation agencies should wark

towards incorporating pedestrian
facilties into all roodway projects

unkazs axcaeptional clroumstances
aendist. I is important fo provide and
rnaintain accessible wolkways: along
bath sides of the rood in urban areas,
particularly near school 2ones and
transt locations, and whene these is a
large amount of pedestrian activity.
Walkable shoulders should also be
considerad along both sides of rural
hRighwianys whan raufinaly usad by
pedastions.

i i

B
Example of a sidewalk in aresidential arsa.
Source: pedbikeim g f Burden

5

| Natioral Certer for Shatistics and Analkyss. (2020, March). Pedesiians:
2018 dota {Irafic Salety Focks Foport No. DOT HE 812 860 Nofional

Highwwory Trofic: Soriedy Adminkotion.

2Eiohs, at al. Income Discartties in Sreat Feaiunas Hhat Encouraga Wakirg.

Bridgin Gap, (2012 Maorch)

choie of Flondo Crosh RBaduc fion Focions ond Counbammaosurnos
w Daveiopmant of District Solaby meosemant Projacts. Florido DOT 2008).
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3.4.8 Roadway Reconfiguration

Roadway Reconfigurations (often known as Road Diets) can improve safety, calm traffic,
provide better mobility and access for all road users, and enhance overall quality of life.
Although this is a potential strategy to address safety concerns on Route 44, it may not be
viable for completing a roadway reconfiguration on Route 44 given the existing volumes
along the roadway and need to accommodate regional through traffic and traffic to the
large commercial areas (such as the Shops at Farmington Valley). Reconfigurations need to
be carefully considered and analyzed for applicability when there is limited traffic capacity
available on the roadway being reviewed as a candidate for the reconfiguration.
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Figure15  FHWA Roadway Reconfigurations Countermeasure Fact Sheet

OFFICE OF SAFETY

Proven Safety
Countermeasures

Road Diets
(Roadway Reconfiguration)

A Road Diet, or roadway reconfiguration, can improve safety, calm fraffic,
provide batter mobillity and access for all road users, and enhance cverdl
qudlity of life. A Rood Diet typically involves converting an existing fourdane
undivided roadway to a three-lane roadway consisting of two through lanes
and a center two-way left-turn kane TWLTL).

Safety Benefits:

4-Lane fo 3-Lane
Road Diet Conversions

19-47

Bafore and after exomple of a Rood Diet. Sourca: FHWA

Benefits of Road Diet installations
may include:

* Reduction of rear-end and left-turn
crashes due to the dedicated
laft-tumn lane.

* Reduced rght-angle crashes as
side strest motarists cross thioe

wvarsus fiour fravel lanes,

» Fawer lanes for pedestians fo
CFOSS,

» Oppartunity o install pedestrian
rafuge islands, bicycls lanes,
on-streat parking, or transit stops.

« Traffic calming and more conslstent
speads,

* A more community-focused,
Complete Streats envitronment that
better cccommodates the needs
of all reod users.

A Roaod Diet caon be a low-cost
safety sclution when planned in
conjunction with a gmple povement
overlay, and the reconfiguraticn can

For more information on this

and other FHWA Proven Safety
Countermeasures, please visit

hitps:/ [highways.dol.gov be accomplished at no addifional
safefy/proven-safety-counter cogt, Typleally, a Road Diet iz
Measures and hitps:/ [ implementad on a roacway with Rood Diet project in Honoluly, Howall,
. a current and future average daily Source: Leddos
other/road-diets. traiffic of 25,000 or less.
| {CWF IO 2504 22411 Evaluaton of Lave Reduction "Road Disr” Measanes on Crashes, 5 CUR
FHWE-HRT- 10052, (010 EE 0AL

Source: FHWA
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Wide Shoulders

Although not directly addressed as a specific countermeasure by FHWA, wider paved
shoulders can provide space for people to bicycle or walk along a roadway to keep them out
of the travel lane where there would be conflicts with drivers. Wider shoulders can be
created by narrowing travel lanes, where possible, or widening that roadway. These could be
considered on Route 44 or Dowd Avenue, depending on the ability to narrow existing lanes
to add shoulder space that is currently limited.
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