
H. TRANSPORTATION

The Study Area is served by a network of  highways that includcs thc l imited

access faci l i ty Interstate 87, pr incipal  arter ia ls such as NYS Routes 5 and 7, Wolf

Road, Albany Shaker Road, New Karner Road and parts of  Watervl iet  Shaker Road,

minor artcrials such as Sand Creek Road and Old Wolf Road, and collector strccts

such as Wade Road. Direct access to the Albany County Airport  is provided by the

Airport  Access Road which is a 4- lane highway approximately 0.6 mi les long. Thc

exist ing deve lopment in the area consists of  commercial ,  industr ia l  and airport

relatcd uses including resident ial  uses located along Sand Creek Road, Vly Road and

Old Niskayuna Road.

The pr ivate automobi le is the pr imary means of t ransportat ion in the Study

Arca and unless there is a major change in the commuting patterns in the area therc

wi l l  bc signi f icant adverse impacts on the exist ing roadway network i f  rapid

dcvelopment is allowed to occur at current rates. This section will d.iscuss the

cxisting and projccted future traffic cooditions on the roadways in the Study Area.

This sect ion rel ies hcavi ly on informat ion providcd in prcvious studies conductcd

by the Capital District Transportation Committee (CDTC) for thc Wolf Road and

Albany County Airport  arcas. Informat ion gathered from these reports includes

trtffic volumes, background growth rates, future land uses, trip distribution

patterns, and recommended roadway improvcments.

Traff ic volumes reported by CDTC represented l9E7 condit ions.

Therefore, to update this informat ion and develop 1990 traf f ic volumes, recenr

traf f ic count informat ion was col lected from the New York State Department of

Transportat ion (NYSDOT) and Albany County Department of  Publ ic Works (ACDPW). To

further supplement informat ion from the NYSDOT and ACDPW, automatic t raf f ic counts
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wcre col lected by Clough, Harbour & Associates at  |  |  key locat ions between October

I6 and November l ,  19E9.

l. Traf fic Yolumes:

Based on thc naf f ic counts av^itable and those collected

speci f ical ly for th is FGEIS, thc 1990 exist ing dai ly and PM pcak hour t raf f ic

volumes werc determin€d and arc presented on Exhibi t  I I -H-1. As shown on this

cxhibi t ,  Wolf  Road carr ies thc most t raf f ic of  the roadways within th€ Study Ar€a,

with an Average Annual Dai ly Tral f ic f low in cxccss of  40,000 vehicles per day

(YPD) between Albany Shaker Road and Sand Creek Road. New York Routes 5 and 7 also

carry a signi f icant volume of t raf f ic,  over 35,000 VPD. Of the roads maintained by

Albany County,  Albany Shaker Road at I -87 Exi t  4 {carr ics 35,650 vPD),Old Wolf  Road

from Exit  4 southbound ramp to Albany Shaker Road (carr ies 23,350 VPD), and

Watervl iet  Shaker Road between New Karner and Sand Creek Roads/carr ics 17,9?0 VPD),

have the hcaviest t raf f ic f lows.

L OoerationalAnatvscs:

To detcrminc thc abi l i ty of  the roadways in the Study Area to

accommodatc the existing and projectcd traffic demands, thc proccdures established

in thc 1985 Hiqhwav Capaci tv Manual Soecial  Report  209 (HCM) prcparcd by the

Transportation Rcsearch Board were used. These procedures usc volumc-to-capacity

ratio (Y /C ratio) and avcragc delay per vehicle to dcscribe the operating

condit ions for s ignal ized interscct ions, Y /C rat ios for midblock looat ions and

'Rcscrvc Capacity" for unsignalizcd intcrscctions. Thc volumc-to-capacity ratio is

dcf incd as thc relat ionship bctwecn pcak hour t raf f ic volumc and thc maximum

capacity of an intersection approach or midblock location.

Average inters€ct ion delay, def ined as the amount of  t imc a typical

vchiclc must stop and wait  at  an interscct ion pr ior to proceeding through thc
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intcrsect ion, was uscd to detcrminc thc level  of  scrvicc provided by the

intersect ion. The lcvcl  of  servicc for a s ignal ized intcrscct ion, as def incd by

thc HCM ranges from "A' for very tood servicc with little delay to iF' for very

poor servicc character izcd by very long delay at  aD intersect ion. Dctai lcd

descr ipt ions of  lcvel  of  scrvicc dcsignat ions are providcd in Tablc I I -H-1. A

levcl  of  servicc 'D" has been selected as the minimum acceptable level  for ovcral l

intersection performance during thc peak hours. This lcvcl of serv.ice rating

(level of service D) has been generally acceptcd by CDTC and the NYSDOT as the

minimum level  of  servicc which should be provided by urban roadways dur ing peak

hours.

Reserve capacity is defined as unuscd capacity and is used to

cst imate the level  of  servicc for an unsignal ized intcrscct ion. A rcserve capaci ty

of at lcast 100 (passenger cars pcr hour) is required to providc lcvcl of servicc

'D'  condit ions. Again,  th is level  of  servicc is gcneral ly accept€d by CDTC and the

NYSDOT as thc acccpted minimum for urban roadways during peak hours.

For prcscnting thc analyses for midblock locations, or links, a

location was notcd as 'Approaching Desircd Capacity' if thc calculatcd Y/C ratio

was between 0.80 and 1.00, and "Excecds Desired Capacity" if thc V/C ratio exceeded

1.00. The maximum capaci ty was based joint ly on procedures set forth in Chaptcr E

of HCM for multi-lane roadways and procedures established by CDTC staff for 2-lanc

road*,ays.
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Tab le  I I -H- l

1985 HIGHI{AY CAPACITY I,IAIIUAL
LEVEL OF SERVICE DESCRIPTIONS FOR SIGMLIZED II{TERSECTIONS

Level of Service A describes operations with very
seconds per  veh ic le .  Th is  occurs  when progress ion
most  veh ic les  a r r i ve  dur ing  the  green phase o f  the
veh ic les  do  no t  s top  a t  a l l .  Shor t  t ra f f i c  s igna l
contr i  bute to the de1ay.

low de lay ,  1 .e , ,  l ess  than  5 .0
is extremely favorable, and
t ra f f i  c  s igna l  cyc le .  Most
cycle lengths may al so

Leve l  o f  Serv ice  B descr ibes  opera t ions  w i th  de lay  in  the  range o f  5 .1  to  15 .0
seconds per vehicle. This general ly occurs with good progression and,/or short
t ra f f i c  s igna l  cyc le  lengths .  l i l o re  veh ic les  s top  than leve l  A ,  caus ing  h igher' levels 

of average del ay.

Leve l  o f  Serv ice  C descr ibes  opera t ions  w i th  de lay  in  the  range o f  15 . I  to  25 .0
seconds per  veh ic le .  These h igher  de lays  may resu l t  f rom fa i r  p rogress ion  and/
or  longer  t ra f f i c  s igna l  cyc le  lengths .  Ind iv idua l  cyc le  fa i lu res  may beg in  to
appear  in  th is  leve l .  The number  o f  veh ic les  s topp ing  is  s ign i f i can t  a t  th is
leve l  ,  a l though many s t i l l  pass  th rough the  in te rsec t ion  w j thout  s topp ing .

Leve l  o f  Serv ice  D descr ibes  opera t ions  w i th  de lay  in  the  range o f  25 .1  to  40 .0
seconds per vehicle. At level D, the inf luence of congestion becomes more
noticeable. Longer delays may result from some combination of unfavorable
progress ion ,  long  cyc le  lengths ,  o r  h igh  vo lume to  capac i ty  ra t ios .  Many
veh ic les  s top ,  and the  propor t ion  o f  veh ic les  no t  s topp ing  dec l ine .  Inc reased
cycle fai lures are not i  ceabl e.

Leve l  o f  Serv ice  E descr ibes  opera t ions  w i th  de lay  in  the  range o f  40 .1  to  60 .0
seconds per  veh ic le .  Th is  i s  cons idered to  be  the  l im i t  o f  acceptab le  de lay .
These h igh  de1 ay  va lues  ind ica te  poor  p rogress ion ,  long  cyc le  lengths ,  and h igh
volume to capacity rat ios. Individual cycle fai lures are frequent occurrences.

Level of Service F describes operations with delay in excess of 60.0 seconds per
veh ic le .  Th is  i s  cons idered to  be  unacceDtab le  to  most  d r ivers ,  Th is  cond i t ion
o f ten  occurs  w i th  oversa tura t ion ,  i .e . ,  when ar r i va l  f low ra tes  exceed the
capac i ty  o f  the  in te rsec t lon .  I t  may a lso  occur  a t  h igh  vo lune to  capac i ty
ra t ios  be low 1 ,0  w i th  many ind iv idua l  cyc le  fa i lu res .  Poor  p rogress ion  and
long cyc le  lengths  may a lso  be  major  cont r ibu t ing  causes  to  such de lay  leve ls .
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In previous studics evaluat ing the roadway network of  the Wolf  Road and

Albany County Airport  areas, thc CDTC staf f  ident i f ied rhe need for certain roadway

improvements which are neccssary to address exist ing roadway def ic iencies within

the Study Area. Exhibi t  I I -H-2 i l lustrares those exist ing highway locat ions that

are current ly experiencing operat ional  def ic iencies. The measurcs ident i f icd by

CDTC which are required to resolve or minimize thesc exist ing def ic iencies arc

summarized in Table II-H-2.

The focus of  the Transportat ion sect ion of  th is FCEIS is,  in part ,

to ident i fy the impact which futurc dcvelopment wi l l  havc on thc roadways within

the Study Area throuBh the ycar 2005. Exist ing roadway def ic icncics in thc Study

Area cannot be at tr ibuted to development which has yet to occur.  Therefore, the

capital  costs of  thc improvcmcnts idcnt i f icd to corrcct  thcsc cxist ing def ic icncies

cannot bc assesscd to futurc dcvclopmcnt.  Howevcr,  thc improvcmcnts ident i f ied by

CDTC in Table II-H-2 should be implcmented within the short-tcrm (5 ycars) to

assurc the continu€d orderly, efficient and safe movement of traffic through the

Study Area. Furthermore, unless these short-term improvemcnts are undertaken, the

lormulation of any mitigation plan to alleviatc traffic congcstion crcatcd by

futurc dcvclopment in thc Study Arca will bc inadequatc. Thcrcforc, in asscssing

thc impact which futurc dcvclopmcot wi l l  havc on thc roadway nctwork in thc Study

Area, it is assumed that thc short.tcrm improvements rccommended by CDTC will bc

implcmcntcd. The total approrimatc construction cost (1990 dollars) to completc

thc short term improvements has been estimated by CDTC at $E,420,000

S11,7E0,000. Thcsc costs havc not bccn included in the Dcvclopment Mitigation Cost

discussed in Section II, O, Economics.
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TABLE II-H-2

DESCRIPTIOI{ OF PROPOSED I}IPROVE}IENT ACTIOI{S REQUIRED
TO }IINII{IZE OR RESOLVE EXISTIIIG TRAFFIC OPERATIOML

DEFICIEIICIES IITHIII THE STUDY AREA

l. ALBANY SHAKER RD./NYS 7 l t lodify NYSOOT design (cal led for under
Route 7 project) to provide I addit ional
approach lane to  permi t  2  le f t - tu rn  lanes
and I  r igh t  tu rn  lane.  R igh t -o f -way shou ld
be reserved for future second travel lane
southbound.

2. l lAoE R0./NYS 7 l l iden northbound approach to provide single
le f t  and dua l  - r igh t  tu rn  lanes .

3. ALBANY SHAKER RD./ Widen southbound approach to provide for
| IATERVLIET SHAKER RD.  exc lus ive  le f t  and r igh t  tu rn  lanes .  Ins ta l l

s igna l  as  war ran ted .

4. TIATERVLIET SHAKER RD./ I ' l iden al l  3 legs to provide for 2-lane
SAND CREEK RD. approaches. Upgrade signal to meet l i lanual of

Uniform Traff ic Control Devices (MUTCD)
standards.

5. I IATERVLIET SHAKER RD./ l l iden al l  4 legs to provide for 2-lane
NEtl|  KARNER RD. approach eastbound and southbound and 3-lanes

westbound and northbound. Upgrade signal to
meet MUTCD standards.

6. NEt.|  KARNER RD./NYS 5 l l iden al l  4legs to provide 4-lane approaches
eastbound, northbound, and southbound and 5-
lane approaches westbound, To faci l  i tate
peak  hour  f lows th rough th is  in te rsec t ion ,
widen New Karner Road to 4 travel lanes with
f lush median between Albany Street and NYS 5
and taper to 2 northbound travel lanes beyond
Consaul Road. Upgrade signal .

7. ALBANY SHAKER RD./ Widen northbound approach to provide )eft-
BRITISH AI4ERICAN BLVD. turn bay to Brit ish American Boulevard.

Ins ta l  l  s igna l  as  war ran ted .

8. I IATERVLIET SHAKER RD./ t l iden al l  4 legs to provide 2-lane approaches
OLD l l0LF RD.  Reta in  westbound r igh t - tu rn  channe l iza t ion  as

one-way northbound. Upgrade phys i  c al
cond i t ion  o f  en t i re  in te rsec t ion  and ins ta l  l
traff i  c signal as warranted.
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9.  010 I IOLF RD. /  Recent  ins ta l la t ion  o f  t ra f f i c  s igna l  w i l l
EXIT  4  SB OFF-Mf iP  i rnprove opera t ion  o f  th is  in te rsec t ion .

Cons idera t ion  shou ld  be  g iven to  w iden ing  the
of f - ramp to  p rov ide  doub le  le f t - tu rn  lanes  to
Old  t lo l f  Road.  O ld  l lo l f  Rd.  shou ld  be
widened between Exit 4 and Albany Shaker Rd.
to provide 2 southbound travel lanes (to
accommodate double left-turn movement from
Ex i t  4 ) .

10. NYS 7/VLY R0A0 Improvements proposed under NYSDOT's Route 7
recons t ruc t ion  pro jec t  w i i l  reso lve  ex is t ing
defi  ci  enci es. No other improvements
currently warranted.

11, NYS 7/0LD NISKAYUNA R0, Improvernents proposed under NYSDOT's Route 7
Reconst ruc t ion  pro jec t  w i l l  reso lve  ex is t ing
def ic i  enc ies .  No o ther  improvements
cur ren t ly  war ran ted ,

12 .  ALBANY SHAKER RD/  Ret im ing  o f  ex is t ing  t ra f f i c  s igna)  phas ing
AIRPORT ACCESS RD. may be suff icient to reduce delay and
(S0UTH)  inc rease capac i  ty .

13 .  ALBANY SHAKER RD/  Ret in ing  o f  ex is t ing  t ra f f i c  s igna l  phas ing
010 l l0LF RD may be suff icient to reduce delay and

increase capac  i  t y .

14. ALBANY SHAKER RD/ t l iden the northbound approach to provide for
U0LF R0AD exc lus ive  r igh t  tu rn  lane,  an  exc lus ive  le f t

and thru lane; and a shared left l thru lane;
widen the westbound approach to provide for
an  exc lus ive  r igh t  tu rn  1ane.  S igna l
re t im ing  shou ld  a lso  be  cons idered.  These
improvements nay not be warranted under
cer ta in  fu tu re  t ra f f i c  cond i t ions  i f  Ex i t
3/Ai rport Connector is implemented.

15. l{0LF ROAO/SAND CREEK RD Improvements to the eastbound approach to be
implemented by the Torcn of Colonie as part of
the  U indsor  P laza  proJec t  and re t im ing  o f  the
ex is t ing  s igna l  phas ing  wou ld  be  su f f i c ien t
to  mi t iga te  cur ren t  leve l  o f  serv ice  and
capac i ty  de f i  c i  enc  i  es .

16. TIATERVLIET SHAKER RD/ Uiden 0.8 miles of highway to provide for 4
BETIIEEN NEt. l  KARNER RD 12 foot travel lanes and a l0 foot f lush
AND SAND CREEK RD median. Instal l  left- turn bays at l . lemory's

Garden, l , Iestchester Drive, and 01d Vly Road.
Provide adequate taper eastbound beyond Sand
Creek  Road fo r  sa fe  t rans i t ion  to  2 lanes .



TABLE rr-H-z (C0MT.)

17.

18.

ALBANY SHAKER RD/
SICKER RD

I.,ATERVLIET SHAKER RI)
B/t.| THE NORTH AND
SOUTH LEGS OF
ALBANY SHAKER RD

Real ign  S icker  Road to  c rea te  a  4 -1eg
in te rsec t ion  a t  Br i t i sh  Amer ican Bou levard .
Shou ld  be  imp lemented r l i th  Ac t ion  7 .

Rea l ign  and w iden to  p rov ide  un in te r rup ted
f low cond i t ions  be tween the  2 legs  o f
Albany Shaker Road (four l2-foot travel lanes
on a  super  e leva ted  t rans i t ion  curve) .  Change
signal operation at Albany Shaker Road and
Airport Access Road (north) from f lashing
mode to  3  -co l  o r  oDera t ion .
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Inoacts and Mitieation Mcasures:

l. Futurc Traffic Proiections - Tarsct Growth Devclopmeot Scetrario:

a. Land Use Projections

The first step in projecting future traffic conditions is to assess

the development potcnt ia l  of  vacant lands within thc Study Arca. Sect ion I I ,  B,

Land Usc and Zoning, includes a description of thc future land usc of the

Cumulat ive Growth Scenario for the l5-year planning per iod. This analysis resul ted

in the fol lowing project ions of  thc total  development potent ial  oI  the vacant lands

within the Study Area:

Land Use

Resident ial
Of f icc
Retai l
Warchouse/Industrial/

Manufactur ing
Airport  Enplanements

Est imated Increase

1,583 Units
4,E37,000 sF

727,000 sF

I,E25,000 SF
1,481,000 Persons

All projections of future traffic flows and roadway deficiencies were bascd

on this development sccnario.

b. Trip Gcncration

The second step in the planning process, known as trip generation,

rcsul tcd in thc est imat ion of  the total  number of  peak hour vchicle t r ips without

rcgard to thc direct ion of  thosc tr ips.  The approach to t r ip generat ion used in

this study consisted of  applying a known tr ip rate as reportcd in thc fourth

cdi t ion (  l9E7) of  the Inst i tute of  Transportat ion Enginccrs '  ( ITE) report  Tr io

Gcncration and wcrc modificd by CDTC to reflect local chaft,ctcristics of land uses.

These land uses includc but arc not l imitcd to a var icty rctai l ,  of f icc,

industr ia l ,  manufactur ing, inst i tut ional ,  aDd rcsidcnt ial  uscs. CDTC has co ected
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informat ion on local  t r ip rates for the Capital  Distr ict  and, where appropr iate,

this data was ut i l ized in placc of  nat ional  t r ip ratcs devcloped by thc ITE. Since

Highway Capaci ty is analyzcd in terms of Peak Hour Flows, the Tr ip Generat ion

potent ial  was examined for the Cri t ical  PM Peak Highway Hour,  which occurs betwecn

4:30 -  5:30 PM on a typical  week day.

The range of addi t ional  peak hour t r ips that wi l l  bc gencratcd by

land uses withiD lhc Study Area undcr the Cumulat ivc Growth Scenario is as

follows:

Peak PM Hour New Trios

Trios

| ,506
t2,269
2,354

2.502

20,908

Estimates wer€ uscd in all subsequent tra ffic

analyses.

c, Trip Distribution and Assignmcot

To determine the distr ibut ion of  ncw tr ips generated,

origin/destination inlormation obtained by CDTC as part of thcir Wolf Road and

Albany County Airport Studies was also used for this study. Thc ncw trips werc

thcn assigned to the cxisting strcet and highway systcm assuming thc most probable

routes bctween a tr ip 's or ig in and i ts dcst inat ion.
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d. Projected Traffic Yolunes

Based on the procedures noted, the ant ic ipated traf f ic demand on

thc roadways in the Study Area were developed. Exhibi t  I I -H-3 i l lustrates the

Cumulat ive Growth Scenario projected traf f ic volumes for the year 2005. Table I I -

H-3 summarizes the ex. ist ing and projected traf f ic volumes in the Study Area and

presents the annual ized Browth rate bas€d on Peak Hour Traff ic Volumes ant ic ipated

for the 1990-2005 t ime framc under the Cumulat ive Growth Scenario.  The ant ic ipated

traf f ic growth rates for th is per iod range from 2.8 percent per year for Vly Road

north of  Watcrvl iet  Shakcr Road to l0. l  pcrcent per year on Albany Shaker Road

between the Airport  and Bri t ish American Boulevard.

Based on a review of the traf f ic projcct ions at  key check points in

the Study Area, 95 percent of  the projected incrcase in t raf f ic between 1990 and

2005 is at t r ibutable to new dcvelopment within the Study Area under the Cumulat ive

Growth Development Scenario.  That is,  of  al l  new traf f ic on area rqadways, 95

percent of  new tr ips wi l l  orginate or terminate within the Study Area. The

remaining 5 percent of the woiected ttatfic Srowth .is attributable to development

outside thc Study Area and a Beneral  increasc in car ownership in thc region.
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TABTE II-H-3

SUIT{ARY OF TRAFFIC VOLUI,IE PROJECTIONS

LINK

Pl4 PEAK HOUR
TMFFIC VOLUIIE

ANNUALIZED
TRAFFIC GR0tilTH

1990
EXISTING

200 5
CUMUL. GROI,ilTH

1990- 2005
CUHUL. GROIITH

ROUTE 7

VLY RD. TO ALBANY
SHAKER RO.

ATBANY SHAKER RD.
TO OLD NISKAYUNA RD

OLD NISKAYUNA RO.
TO IIADE RD.

IIADE RD. TO I-87
EXIT 6

IIOLF ROAD

ALBANY SHAKER RD.
TO METRO PARK RD,

METRO PARK RD. TO
SAND CREEK RD.

SAND CREEK RD. TO
CENTRAL AVE.

ALBAT{Y SHAKER ROAD

MAXWELL RD. TO
IIOLF RD.

}IOLF RD, TO
OLD t.lOLF RD.

OLD }IOLF RD. TO
AIRPORT ACCESS RD.
( souTH )
AIRPORT ACCESS RD.
(souTH) T0
},ATERVIIET SHAKER RD.

WATERVLIET SHAKER RD.
TO AIRPORT ACCESS
RD. (NoRTH)

3,350

2 ,850

3,280

3,  740

2 ,860

2,980

2 ,570

2,480

2,610

2,750

1,230

460

6,710

5,  790

7 ,030

7 ,790

4,  540

4,  750

4,840

4 ,050

7 ,600

8,  930

2 ,800

| ,620

4.9 ,

5 .2%

5.0%

3.111

3 .?%

4.3%

3.3%

7.4%

8.2%

5 .6/,

8 .81

4.7%
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TABLE II-H-3 (CoNT.)
SU}IIARY OF TMFFIC VOLUI.IE PROJECTIOHS

LINK

PM PEAK HOUR
TMFFIC VOLUME

ANNUAL IZED
TRAFFIC GROWTH

1990
EX I STING

200 5
CUMUL. GROWTH

1990-  2005
CUMUL. GROI,dTH

AIRPORT ACCESS
NORTH TO BRITISH
AIiIERICAN BLVD.

BRITISH AI' IERICAN
BLVD. TO ROUTE 7

NEII KARNER RD.

CENTRAL AVE. TO
I'IATERVLIET SHAKER

IIADE RD.

ROUTE 7 TO
WATERVLIET SHAKER

VLY RD.

WATERVLIET SHAKER
TO DENISON RD.

OENISON RD. TO
ROUTE 7

IJATERVLIET SHAKER

RD.

RD.

RD.

1,190

1,220

1 ,400

490

890

350

1,750

1 ,320

1,120

860

1,510

t ,420

5,050

4,820

2,320

1,610

1 ,340

6?0

3,420

3,550

2,860

1 ,650

2,470

2,  560

10.1%

L6r,

8.3%

2.9,

3 .9%

4.6%

6.&

6.41,

4.4%

3.3%

4.0%

NEII KARNER RD TO
SAND CREEK RD.

SAN[) CREEK Rt). TO
ALBANY SHAKER RD.

OLD t.lOLF RD. TO
I -87  EXIT 5

SAI{D CREEK RD.

UATERVLIET SHAKER RD.
TO HUNTING RD.

HUNTING RD. TO
llolF R0.

IIOLF RD. TO
COLONIE CENTER RD,
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LINK

PM PEAK HOUR
TRAFFIC VOLUI,IE

ANNUAL I Z ED
TMFFIC GROIITH

r990
EX IST ING

2005
CUHUL. GR0t/lTH

1990- 2005
CUHUL. GROI,ITH

OLD TIOLF RD.

}IATERVLIET SHAKER RD.
TO I -87  EXIT 4
OFF MI'IP

I -87  EXIT 4  OFF MHP
TO ALEANY SHAKER RD.

700

1 ,330

1 ,770

3 ,160

6 .4%

5.9%

TABLE It-H-3 (Cot{T.)
SUI+IARY OF TRAFFIC VOLUI.IE PROJECTIONS

2. Proiccted Traf f ic Conditions:

To determine the l ikely future traf f ic condit ions, t raf f ic operat ional

analyses wcre conducted alon8 Study Area highway l inks for the Cumulat ivc Growth

Sccnario.

During thc early stages of analyzing thc impacts of the Cumulative

Growth SceDario on the Study Area roadways, it was rccognized that dev6l6piag

fcasiblc improvemcnts at certain locations could not be accomplished to providc an

acccptable Level  of  Scrvicc D. Therefore, i t  was determined that an aggressive

Transportation Systems Management (TSM) Program must be implcmcntcd to reduce thc

additiohal Peak Hour Demand for roadway capacity that will be creatcd by projected

development includcd in the Cumulat ivc Growth Scenario.  I t  was further dctermined

that a 25 pcrcent rcduct iotr  in thc addit ional  t raf f ic demand would bc rcquircd to

provide desirablc levcls of  scrvicc.

To achicvc a 25 pcrccnt rcduct ion in the addit ional  Peak Hour t raf f ic

demand in thc Study Arca, the implemcntatioo of vcry aggressive TSM Programs will
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be required. Fai lure to achieve this reduct ion wi l l  mean that roadways in the

Study Area wi l l  operate at  less than desirable levels of  service i .c.  levels of

service E or F) dur ing peak hours.  With this in mind, the fol lorvinB is a l ist ing

of measures rcquired to address the highway dcf ic iencies for the Cumulat ivc Growth

Scenario,  assuming a TSM Program is implemented in the Study Area. A discussion of

various TSM Programs and strategics is provi.ded later in this section.

A key leature of  thc overal l  improvement package is thc construct ion of

a new north-south arter ia l  s imi lar to what was reported in previous CDTC studies.

The potential impacts of a ncw north-south arterial on the rrYatervliet Shaker

Histor ic Distr ict  and NYSDEC regulated wet lands surrounding Ann Lee Pond resul ted

in two scparate improvement opt ions being developed for the Cumulat ive Growth

Scenario.  Opt ion I  provides thc most cost ef fect ive solut ion to the roadway

improvemcnt needs without rcgard to the environmental  and histor ical  impacts in thc

immediatc area of thc airport .  Opt ion 2 providcs a solut ion to thc roadway

improvement needs that minimizes thc impacts on the environment and historic

distr ict  ia the immcdiatc v ic ini ty of  thc airport ,  wi thout regard to the

constructioo costs.

As discussed in other portions of Scction u of this FGEIS, Option I

roadway improvcmcnts wi l l  havc signi f icant impacts on the environmcnt and cul tural

rcsources within the Study Area which cannot be ent i rely mit igated. However,  a new

north-south arter ia l  is requircd to accommodatc future traf f ic ant ic ipatcd under

the Cumulative Growth Scenario. Therefore, Option 2 has becn developed as a

possible al tcrnat ive which at tempts to avoid thc environmental ly sensi t ivc areas

travcrscd by the north-south artcr ia l  under Opt ion l .  However,  as wi l l  be

discusscd, thc improvemcnts rcquired undcr Option 2 will only be accomplished at a

signi f icant ly highcr capi tal  cost.
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The fol lowing is a l ist ing of  measures rcquired for each opt ion to

addrcss the highway needs ant ic ipated for thc Cumulat ivc Growth Scenario.  This

list also includes an assessment of the estimated construction costs presented for

each option, in 1990 dollars, with an allowance providcd for R.O.W. needs. Also

included in this est imate arc the required engineering and inspect ion services,

which typical ly require 20 perccnt of  the construct ion cost.

a. Option I Requiremcnts (Exhibit II-H-4)

The fol lowing is a descr ipt ion of  th€ improvements included under

Opt ion I  and the costs associated with implcmcnt ing thcse improvements.

i) I-87 Exit 3 and North-South Artcrial

The construct ion of  l -87 Exi t  3 and a conncct ing road to NYS Route

7 and \Yolf Road will grovidc additioDal Dorth-south access through the hearl of the

Study Area and wi l l  s igni f icant ly improve opcrat ing condit ions along Albany Shaker

Road and at Erit 4 of I-E7. This oew toadway will serve traffic from Wolf Road and

ant ic ipated devclopment to the wcst of  the airport .  I t  wi l l  a lso provide a bctter

link betwcctr the airport atd l-87. It is anticipated that Exit 3 will be a full-

diamond intcrchange whilc thc trew roadway will be coDstructed to principal arterial

standards providing 4 laDes (2 lanes in cach direct ion) with a f lush median, add

with l imited acccss to adjacent devclopment,

Exhibi t  I l -H-4 i l lustrates this opt ion. Al though the exact

al ignment caunot bc determincd at th is prel iminary stage, i t  is  ant ic ipated this

new road would cxtend northward from Metro Park Road, meet Wat€rvl ict  Shaker Road

at a gradc scparatcd interchangc, intersect wi th thc Airport  Access Road and

Bri t ish American Boulevard at  grade and cnd at NYS Routc 7 with anothcr gradc

scperated intcrchange; a total  d istancc of  approximatcly 4 mi les.

I I  -  136



FzU
J

=l!FF@Foo.=JFzut=zoEzU
J

9E]U2I!oU
J

tFEoo.E

IEz,lrJoU
'

IF=oE
,

(9lrj

trDf()rr)
ooG

J

lr,z.oz.oFo_o

EPU
7

z.LJlrloE(LL-oJl-rj

dJ

oo

?
<

i
Y

Z
*

L
rlF

,,t-z
=

o
<

+
<

trrr>
.o

^
=

=
H

Z
e

.6
o o- i/i
<

o
o

(r<
<

*T=
t

V
=

fp
q

-iz

h
5

=
*

a
:e

P
tr6

5
e

H
z

^t
H

<
5

=
v

d

o<
o

P
3t

J-J
z

Lrl O
=

tr
>

<
<

s
;

z
<

Z
-lrJ

O
^l- 

u
)

=
6

2
<

'8
*t

U
J

(L
X

(rO
rrJ

nF)<LtJ

F

I
- 

LrJ

5
-?

a
E

z
lJ

()=

i(A

z
z

z
i<

<
t, -6

z
^

=
<

:L

=
v

=

.?
i

IU
J

F
-H

rrJ
=

l

9
n

P
&

1a

ozLe-xuj

*TV
}

fra
?

2
i<=

e
>

=
z

E
t<

L
 

V
=

'a 
b)

=
9

>
z

^
t

9g u c.{
tv

d

oo-IE
E

2
=

6
P

6
3

e
i

\ rdt
Fz.Fz.LrJ
=z.=F

.

tiJlu

z.oelr-=zU
J

U
J

=6

(rLrJ
Ftv.

=trJ
z.OlE

.
Faz(J



Intcrscct ions along the new Exi t  3 to NYS Route 7 arter ia l  wi l l

require the f  o l lowing geometr ics:

o Wolf Road/Mctro Park Road

- a 6 lane approach to Wolf  Road from the arter ia l  wi l l  be
required to providc a double lef t  turn lane, 2 through
lanes and a double r ight turn lanc;

- construct a second left turn lane on the Wolf Road north-
bound approach;

- construct separate right turtr lanes on both Wolf Road
approachcs; and

- r€construct the Metro Park Road approach to provide 4
lanes, a separate lef t  turn lane, 2 through lanes, and a
separatc r ight turn lane,

o New Artcrial/Exit 3 Northbouad Rampg

- construct castbound arter ia l  approach to include double
lef t  turn lane and 2 through lanes;

- construct wcstbound arterial approach to provide 2 through
lancs and a frce-f low r ight turn lanc onto the northbound
ramp to I-E7;

- construct thc northbound off-ramp from I-t7 to providc
doublc lcft and doublc right turn lancs; and

- install fully-actuated traffic signal.

o New Artcrial/Exit 3 Southbouod Ramps

- construct eastbound artcr ia l  approach to include 2 through
lanes and a frce-f low r ight turn lane onto the southbound
ramp to I-87:

-  construct wcstbound arter ia l  approach to provide doublc
left turn lanes and 2 through lanes:

-  Exi t  3 southbound off-ramp should consist  of  a double lef t
turn lene and a scparatc r ight turn lanc; and

- instal l  fu l ly-actuated traf f ic s ignal .
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New Artcrial/Conncction to Airport Access Road.

-  in addi t ion to 2 through lanes in each direct ion, provide
doublc r ight turn lane from arter ia l  northbound approach
onto thc connection to the access road;

-  construct double lef t  turn lane and s€parate r ight turn
lane on thc wcstbound approach to the arter ia l :  and

- instal l  fu l ly-actuaied traf f ic s ignal .

New Artcrial/British Amcricatr Boulcvard.

-  in addi t ion to 2 through lancs on the arter ia l ,  provide
separate r ight turn lanes on thc northbound and wcstbound
approachcs;

-  construct double lef t  turn lane on thc westbound approach;
and

- instal l  fu l ly-actuated traf f ic s ignal .

The total  construct ion cost including cngincer ing and construct ion

inspcct ion services for th is ncw artcr ia l  and Exi t  3 of  I -87 is $49,056,000 and

includes the acquisition o[ approximatcly 54 acres of R.O.W.

ii) NYS Routc 7

A roadway cross scction providing 3 through lanes in cach dircction

are required on NYS Routc 7 from I-E7 Exit 6 interchangc to Vly Road-Roscndale Road

and extending into Schencctady County. Providing a 6 lanc arterial tacility in

this area would l ikely al ter thc charactcr of  roadside developmcnt.  To provide a

ful ly funct ional  6 lane artcr ia l  i t  would bc desirable to c l iminatc indiv idual

driveways to adjacent properties and, instead, providc a scries of servicc roads to

conccntratc turning movemeDts on and off  the arter ia l  to a fcw wel l  designed

signal ized intersect ions. Not providing this typc of  control lcd access wi l l

significantly limit the effectivcncss of providing additional lanes on Routc 7.

The following int€rsections with NYS Routc 7 rcquirc additional improvements to

addrcss potcntial dcf icicncics:
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Yly Road - Roscadalc Road

- improvcments proposed
project will bc
def ic icncics.

Albany Shakcr Road

undcr NYSDOT's
suff ic ient to

Route 7 widening
handle projectcd

- construct doublc lef t  turn lanes
approach;

-  construct separate r ight turn lanc
approach; and

westbound

eastbound

on Albany

Wade Road to form
rcal igrment wi l l

land on the north

on thc Wade Road

on NYS Routc 7

on NYS Route 7

- construct double lef t  and doublc r ight turn lane
Shaker Road approrch to NYS Route 7.

Wadc Road - North Wadc Road

- r€al ign North Wade Road direct ly opposi te
a convent ional  4-way i I r tersect ion. This
also provide direct access to uDdevelop€d
side of  Forts Ferry Road;

-  construct double lef t  and r ight tufn lanes
northbound approach; aud

- construct separate left turn lanes on othcr 3 approaches
and a scparatc r ight turn lane on NYS Route 7 eastbound
approach.

Even with thc improvements discussed at Wade Road and NYS Route 7,

thc l ink berween Wade Road and the I-E7 Exi t  6 interchangc wi l l  cont inue to opcratc

at lcvcl  of  service F dur ing peak hour condit ions. Addit ional  s igni f icant

improvements to NYS Route 7 along this [ ink are l ikely not feasiblc.  However,

potent ial  opt ions for providing major faci l i ty improvcments that could divcrt

s igni f icant t raf f ic volumes away from this locat ion are discusscd later in Sect ion

3, Impacts to Interstate 87. Anothcr opt ion of  improving thc operat ion of  th is

seSrnent of  the roadway is to rcducc thc level  of  devclopmcnt throughout thc Study

Arca which is proj€cted under thc Cumulat ivc Growth Scenario.
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The construct ion costs including engineering and construct ion

inspcct ion services for widcning NYS Route 7 to 3 lanes in each direct ion and

providing the required turnin8 Ianes is cst imated to bc approximately $18,355,000.

This f igure includes an al lowancc for addi t ional  R.O.W. takings along Route 7.

Current ly,  the NYSDOT plans to reconstruct a port ion of  NYS Route 7

from Wade Road. in the Town of Colbnic. to St. David's Lane in thc Town of

Niskayuna. Improvements arc to includc the widening of the roadway by + 5 fcct  on

both sides to provide a f lush median/ lef t  turn lane and rcsurfacing/reconstruct ion

of the exist ing pavement as wel l  as improvements to the Routc 7/Albany Shaker Road

intcrsect ion. This intersect ion improvement is s imi lar to the required improvement

l isted under Albany Shaker Road on the previous page with the except ion of  the

rccommendat ion of  the doublc-r ight turn lane on the Albany Shaker Road approach to

Routc 7.  These improvements wi l l  rcquire the acquisi t ion of  addi t ional  R.O.W., but

this acquisi t ion wi l l  not be suff ic icnt to accommodate an addit ional  through latres

as d€scribed abovc. Therefore, the reconstruction of NYS Route 7, as proposed by

thc NYSDOT, wi l l  not be adequate to scrvc thc traf f ic demands which wi l l  resul t

undcr thc Cumulative Growth Sccnario.

iii) Albany Shakcr Road

There are two major improvements required for Albany Shakcr Road to

address projected nceds: l )  widen this road to provide 2 lanes in each direct ion

with a flush mcdian f rom Old Wolf Road to NYS Rout€ 7, atd 2) limit traf f ic on the

Airport Access Road to airport related traffic only. Past studies by CDTC havc

indicated that iD 1987, as much as 46 pcrcent of  t raf f ic on thc Airport  Access Road

is through traf f ic (non-airport  rc latcd).  El iminat ing through traf f ic wi l l  insure

that thc Airport Access Road cao scrvc thc lcvcl of traffic anticipatcd undcr the

Cumulat ivc Growth Sccnario without bcing reconstructcd and/or widened. Thc
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improvements cal led for at  the Albany Shaker Road/Watervl iet  Shaker Road

Interscct ion wi l l  be suff ic ient to accommodate the cxpected increase in t raf f ic

f low due to the closing of f  of  the Airport  Access Road to through traf f ic.

The fol lowing is a l ist ing of  the improvements required at  intcrscct ions

along Albany Shaker Road:

o British Ancrican Boulcvard

- construct doublc lcf t  turn lanc from Bri t ish American
Boulevard and separate lef t  turn lanes on the other 3
approachcs;

-  construct separate r ight turn lancs on Albany Shaker Road
southbound approach and the real igned Sicker Road wcstbound
approach; and

- instal l  fu l ly-actuated traf f ic s ignal .

o Airport Acccss Road North

- provide direct  at  grade connect ion to ncw north-south
artcr ia l  by extending Airport  Access Road to the west
of Albany Shaker Road;

- corstruct separate left turn lancs on all approachcs
and scparatc right turn lanc on the Airport Access Road
northbound approach; and

- providc 2 through lanes on each approach and install a
f  ul ly-actuated traf  f  ic s ignal .

o WatcrYlict Shakcr Road

- real ign Albany Shaker Road southbound approach to
provide a, 4-wa,y intersection with Watcrvlict Shakcr
Road and thc north-south and east-west segmetrts of
Albany Shaker Road;

-  provide double lef t  turn lanes on Albany Shaker Road
northbound approach;

-  construct double r ight turn lancs on Watcrvl ict  Shakcr
Road eastbound approach and on Albany Shaker Road
southbound approach. Two through lanes arc also
rcquircd on thc southbound approach of Albany Shakcr
Road; and

- instal l  fu l ly-actuatcd traf f ic s ignal .
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Airport Acccss Road South

- provide double r ight turn lancs on Albany Shaker Road,
wcstbound approach onto Airport Acccss Road; and

- instal l  fu l ly-actuated traf f ic s ignal .

Old Wolf Road

construct an additional
southbound apptoach to
separatc through lane,
and

lane on the Old Wolf  Road
providc a doublc lcf t  turn lane,
and separatc right turn lane;

-  construct separate r ight turn lane on Albany Shaker
Road eastbound approach.

Wolf Road

- improvcacnts rccommcndcd by CDTC to mitigatc cxisriog
def ic iencies wi l l  be suff ic ient to handle Cumulat ive
Growth Scenario projectcd traffic volumes. These
improvements include:

- widen Wolf Road northbound approach to provide for
cxclusivc r ight turn lane, an cxclusive lef t  and
thru lanc and, a sharcd lcf t / thru lanc;

- widca Albany Shakcr Road wcstbound approach to
providc fot an cxclusivc right turn lanc; and

- siSnal rctiming should also bc considcrcd.

Approximatc construct ion cost of  rhesc improvcments is $12,860,000.

iv) Watervlict Shakcr Road

CDTC has rccommendcd Watcrvlict Shakcr Road bc widcned to 2

lanes in cach direction with a flush median from New Karncr Road to Albany Shaker

Road. This road also needs to bc widened to 2 lanes in each direction with a flush

mcdian betwecn Old Wolf  Road and Exi t  5 of  I -E7. In addi t iotr  to Watcryl iet  Shakcr

Road being widened, thc fol lowinS intcrscct ions along Watcrvl ict  Shakcr Road wi l l

rcquirc the improvements listcd bclow to address the projectcd needs:
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o Ncw Karacr Road - Vly Road

construct double lef t  turn lane on Watcrvl iet  Shaker
Road westbound approach and single lef t  turn lanes on
each of thc 3 other approaches; and

providc scparate r ight turD lanes on New Karncr Road
northbound approach and the Watervl iet  Shaker Road
wcstbound approach.

o Sand Crcck Road

providc scparate r ight turn lanes on Watcrvl iet  Shaker
Road eastbound approach and Sand Creck Road northbound
approach; and

construct double lcf t  turn lane on Sand Creek Road
northbound approach.

o Old Wolf Road - Old Niskayuna Road

doublc left turn lanes are rcquircd on Old Niskayuna
Road southbound approach and single lef t  turn lanes on
cach of thc 3 other approaches;

coostruct scparatc right turn lenes on both thc
eastbound and westbound approaches of Watervliet Shaker
Roadl

providc double right turn lanes on the Old Wolf Road
northbound approach; and

install fully-actuatcd traffic signal.

Estimated construction costs for improvements along Watervliet

Shaker Road are $7,200,000.

v) Wolf Road Arca

o as recommended by CDTC, extcnd Aviat ion Road between
Sand Crcck and Albany Shaker Road for scrvicc road on
cast sidc of Wolf Road;

o as rcconmended by CDTC, widcn and realign existing
privatc drivcways betwecn Sand Creek Road and Shop Ritc
for scrvicc road on wcst sidc of Wolf Road; and

o rcal iSn southcrn port ion of  Maxwel l  Dr ivc direct ly
oppositc Aviation Road cxtension at Albany Shakcr
Road.
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$5,73 r,000.

Approximatc construct ion costs arc $2,810,000 in the Wolf  Road

vi) Othcrlntcrscctions

Central AYcnuc/Ncw Karncr Road

- in addition to improvcmcnts recommetrded by CDTC to
mit igatc cxist ing condit ions, Ccntral  Avenue wi l l  bc
required to bc widcned to provide 3 through lanes in
cach dircct ion in the vic ini ty of  th is intcrscct ion;
and

- as rccommended by CDTC, widcn Ncw Karner Road bctwccn
Watcrvl ict  Shakcr Road and Central  Avcnuc to 2 lanes in
each direct ion with a f lush median.

Construction cost of this additional widening is approximatcly

Wadc Road/Old Niskayuna Road

- providc separatc lcft turn lanc on Wadc Road southbound
approach,

- providc scparatc right turn lanc on Old Niskayuna
wcstbound approach.

- instell fully-actuatcd traffic signal.

Approximatc constructioo costs arc $204,000,

o Wolf Road/Saad Crcck Road

- improvements currently pro8rammed for the intersection
as a rcsul t  of  the construct ion Windsor Plaza Shopping
Center ( i .c.  construct ion of  scparatc r ight turn lanes
on the northbound, southbound, and eastbound
approaches) wi l l  be suff ic ient to handlc projectcd
traffic volumes.

Ccatral Avcnuc/Wolf Road/I-87 NB Ramps

addit ional  improvemcnts arc required at  the Wolf  Road
southbound approach, howevcr,  duc to thc physical
constraints in this area, widcning Wolf  Road would oot
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be feasible and the intcrsect ion would operate at
undcsirablc condit ions for thc Cumulat ivc Growth
Sccnario.

The total construction costs including R.O.W. acquisition for thc

measures rcquired to address proj€ctcd highway nccds associatcd with thc Cunulativc

Growth Dcvclopment Scenario (undcr improvcmcnt Option l) is approrimatcly

$96,216,000.

As noted prcviously,  95 pcrccnt of  the projcctcd traf f ic growth is

attr ibutable to the developmcnt ant ic ipated within th€ l imits of  the Study Area.

Assuming there is a dircct  rc lat ionship betwecn traf f ic growth and mit igat ion costs

throughout the Study Area, then 95 percent of  thc total  cost for thc roadway

improvements for Opt ion I ,  or $91,405,200 may bc at tr ibutcd to direct ly ant ic ipated

development under the Cumulat ive Growth Scenario.

Dcvelopers who rcccive approval  for projccts within thc Study Area

during the l5-year planning pcriod should be rcquircd to pay for their

proportionatc share of the $91,405,200 in roadway improvcments directly attributed

to thc ncw dcvclopment.  Thc rcmaining S4,E10,800 in roadway improvements

nccessitated by the incrcase iB background traffic (5 perccnt) would have to bc

borne by eithcr the Town, Villagc, County, or New York State. For a detailed

discussion of Developmcnt Mitigation Costs, turn to Scction II,O, Economics.

b. Option 2 RequircmcaB (Erhibit II-H-S)

The iutent of Option 2 roadway improvcments is to minimize thc impact

oo thc scnsi t ivc environmental  arca surrounding Ann Lcc Pond and thc Watcrvl ict

Shaker Historic District (scc Section II, K). Major components of this option

include a ncw north-south arterial coonccting 'ffatcrvlict Shakcr Road to NYS Route

7, construct ion of  a tunncl  uader the north-south runway of the Albany County
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Airpor t  to  reconnect  Waterv l ic t  Shakcr  Road,  developmcnt  of  a

interchange to service tflolf Road and a redcsigncd Exit 4 to between

Shaker Road to provide bettcr access to the Airport. The

description of these improvements along with thcir associatcd costs.

part ia l  d iamond

I-E7 and Albany

fol lowing is a

New North-South Artcrial

The constructioD of a new north-south artcrial roadway is

required to serve and to rc l icvc congest ion on Albany Shakcr Road and provide

access to thc dcvelopment west of  Albany Shaker Road. Howcver,  in Opt ion 2,  the

southcrn terminus of th is new roadway is Watervl ict  Shaker Road. Construct ion of

this roadway would largely avoid wet lands adjacent to Ann Lee Pond. The al ignmcnt

of th is arter ia l  would extcnd bctwecn NYS Route 7 and Watervl ict  Shaker Road for a

distance of approximately 2.5 miles. The road will bc designcd to principal

arter ia l  standards, providinS 2 lanes in cach dircct ioo with a f lush median.

Access will be limited to only a fcw well dcsigncd intcrscctions. It is

ant ic ipated that at-gradc intcrscct ions wi l l  bc providcd at Watcrvl i€t  Shakcr Road,

Airport Access Road, and British Amcrican Boulcvard, and a Bradc separated

interchangc will bc constructcd at NYS Routc 7. Thc following inprovcments arc

rcquired at each of thcsc interscctions.

Vatcrvlict Shakcr Road

al ign thc southern terminus of thc new arter ia l
opposi te the intersect ion of  Watcrvl iet  Shaker Road and
Air l inc Drivc:

construct thc southbound arterial approach to providc a
doublc lef t  turn lane, I  through lane and a separate
rig,ht turn lanci

construct a s ingle lef t  turn lanc, I  through lane and a
doublc r ight turn lanc on Air l inc Drive northbound;

construct separate lef t  turn and r ight turn lancs in
addition to 2 through lanes on both approaches of
Watcrvl iet  Shaker Road: and
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-  instal l  a ful ly-actuatcd traf f ic s ignal .

Conncction to Airport Access Road

- in addi t ioo to the 2 through lanes proposed on thc
arter ia l ,  construct scparatc r ight turn lanc on thc
northbound approach;

- construct scparatc lcft turn lanc and doublc right turn
lanc on thc westbound approach of Airport Access Road;
and

- instal l  fu l ly-acruated traf f ic s ignal .

British Ancrican Boulcvard

construct intersect ion as stated in Opt ion l .

The approximate construct ion cost for th is ncw road is $25,344,000

which includes the acquisi t ion of  approximately 54 acrcs of  R.O.W.

ii) Exit 3Interchangc

Thc part ia l  d iamond interchange for Exi t  3 uqder this opt ion

wi l l  a l low northbound on and off  movements only and wi l l  bc al igncd opposi tc Mctro

Park Road. Thc intcrscction of Wolf Road and Mctro Park Road will consist of thc

following geometry:

o on both lYolf Road approachcs, construct doublc left turn
lanes,2 through lancs and a separatc r ight turn lanc;

o on thc approachcs from Metro Park Road and Exit 3, provide
s€paratc left turn lanes, 2 through lancs and a separatc
r ight turn lanc.

Thc approximate construct ion costs including cngincer ing and

constructioa inspection services for the partial intcrchangc and intersectioo

improvements at  Metro Park Road are $3,912,000.
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iii) NYS Routc 7

The improvcmcnts required for NYS Route 7 and associated

intcrsections listed in Option I will also be rcquired under Option 2' Thesc

improvements include thc construction of 3 through lancs on NYS Route 7 in cach

direction from the I-87 Exit 6 interchangc to Vly Road ' Rosendalc Road and

cxtcnding into Schen€ctady County. The following intcrscctions with NYS Route 7

requirc the following improvemcnts to addrcss potential deficicncics:

o Yly Road - Roscndalc Road

- improvcmcnts proposed undcr NYSDOT's Route 7 widcning
projcct will bc sufficicnt to handlc projected
dcf ic icncics,

o Albaay Shakcr Road

- construct double lef t  turn lancs on NYS Route 7
wcstbound approach;

- construct scparate right turn lanc on NYS Route 7
castbound approach; and

- construct doublc lcft and doublc riSht turn lane on
Albany Shakcr Road approach to NYS Route 7.

o Wadc Road - North Wadc Road

. rcalign North \Yadc Road dircctly oppositc Wadc Road to
form a convcntiotral 4l€g intcrscction. This
rcal ignncnt wi l l  a lso providc direct  access to
undcvcloped land on thc oorth side of Forts Ferry
Road:

-  construct double lef t  and r ight turn lanes on
Road northbound approach; and

- construct separate left turn lanes on each of
3 approaches and a scparatc r ight turn lane
Routc 7 eastbound approach.

the wade

the other
on NYS

As was thc case with NYS Routc 7 improvemcnts under Opt ion I ,

cven with the improvements dcscr ibcd above and those planned by thc NYSDOT, the

scgmcnt of  NYS Route 7 betwcen Wadc Road and thc I-E7 Exi t  6 interchangc wi l l
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cont inue to opcrate at  level  of  servicc F dur ing peak hour condit ions. Addit ional

signi f icant improvements at  th is locat ion are l ikcly not fcasiblc,  Howcver,

potent ial  opt ions for providing major faci l i ty improvcments that could divert

s igni f icant t raf f ic volumes away from this locat ion are discusscd latcr in Scct ion

3, Impacts to Intcrstatc t7.  Onc way of improving the operat ion of  th is segment of

roadway is to rcduce the projected level of development which is projectcd under

the Cumulat ive Growth Scenario.

The est imatcd construct ion costs for the widening of NYS Route

7 ( including cngineering and construct ion inspect ion services) is $1E,355,000. As

ment ioncd under Opt ion I  improvemcnts,  the NYSDOT plans to rcconstruct NYS Route 7

wi l l  not be adcquate to serve the traf f ic demands ant ic ipated undcr thc Cumulat ive

Gro1\'th Scenario.

iv) Albany Shakcr Road

To mitigatc the projected traffic-rclated impacts, . Albany

Shaker Road will nced to be widcned to providc 2 through lancs il each dircction

with a flush mcdian from NYS Routc 7 to Old Wolf Road (a portion of this roadway is

alrcady 4 lanes, however, a flush mcdian is required). As part of Option 2, a

rcconstructcd I-87 Exit 4 intcrchange will bc requircd to reduce congcstion on

Albany Shaker Road betwccn I-87 and the Airport Access Road. This ncw intcrchange

wi l l  providc better access to thc Albany County Airport  and wi l l  scrvc to separate

airport rclatcd traffic from traffic dcstincd for Wolf Road. As illustrated on

Erhibi t  I I -H-6, thc reconstruct ion in this arca wi l l  includc a conncctor road

bctwecn Albany Shaker Road and thc ncw Exi t  4 intcrchange. This conncctor road

wi l l  requirc a grade separatcd interchange with Albany Shakcr Road to accommodatc

thc projected traffic flows. Howgvel, it is located just south of thc north-south

Runway and may violate FAA rcstr ict ions l iur i t ing thc height of  structures in the
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vic ini ty of  airports.  Thercforc,  thc construct ion of  a below grade intcrchange at

Albany Shaker Road wi l l  bc rcquired to provide adequatc approach clearance for

ai  rcraf t .

Th€ following interscctions alonS Albany Shakcr Road also

rcquirc improvements to addrcss thc projcctcd nccds:

o Brithh Amcrican Boulevard

- improvcmcnts citcd in Option I are also rcquircd for
Option 2. Thesc includc:

-  construct doublc lcf t  turn lane from Bri t ish
Amcrican Boulcvard and separate left turn lanes on
thc other 3 approachcs; and

- construct scparate right turn lanes on Albany
Shaker Road southbound approach and thc real igned' Sickcr Road wcstbound approach.

o Airport Acccss Road North

- coflstruct at gradc conncction to ncw north-south
artcr ia l  by cxtcnding road to thc wcst of  Albany Shaker
Road;

- cotrstruct doublc lcft turn lanc on thc northbound
approach of Albany Shakcr Road and install scparate
lcft turn lancs on thc 3 othcr approachcs; and

- instal t  fu l ly-actuatcd traf f ic s iSnal.

o WatcrYlict Shakcr Road

- rcal ign thc southbound approach of Albany Shaker Road
to form a convcntional 4-wry intcrscction with
Wateryl ict  Shaker Road and thc north-south and e4st-
wcst scgments of Albany Shaker Road;

-  construct double lef t  turn lanes on the northbound
approach and singlc lcf t  turn lanes on the 3 other
approaches;

-  construct doublc r ight turn lanc on the eastbound
approach and a single r ight tura lanc on thc southbound
aPproach;
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construct 2 through lenes on Albany Shakcr Road in each
direct ion and I  lane in each direct ion on Watervl iet
Shaker Road; and

instal l  fu l ly-4ctuated traf f ic s ignal .

o Airport Acccss Road South

construct 3 through lanes on Albany Shaker Road
castbound approach; an<l

cotrstruct 2 through lancs and a double right turn lane
on Albany Shaker Road westbound approach.

o Old Yolf Road

proyide the improvcmcnts to this intcrsection as listed
in Opt ion l .  Thcsc include:

- oonstruct an additional tanc on the Old Wolf Road
southbound approach to providc a doublc left turo
lanc, scparatc through lane, and separatc riSht
r ight turn lanci  and

- construct scparatc r ight turn lanc on Albany Shakcr
Road castbound approach.

o Wolf Road

improvcments tistcd bclow as rccommcndcd by CDTC to
mitigatc cxisting dcficicncics will bc sufficicnt to
haodlc Cumulativc Growth Sccnario traffic volurncs:

- widcn Wolf Road trorthbound approach to providc for
cxclusive right turn lane, atr cxclusivc lcft and
thru lanc and, a sharcd lcft/thru lanc;

- widen Albany Shaker Road wcstbound approach to
providc for an exclusivc ri8ht turn lanc; and

- signal rctiminS should also bc considcred.

As in Option l, thc Airport Acccss Road will bc rcstrictcd to

airport rclated traffic by routing all vehiclcs through thc terminal

roadway/loadin8 and unloading arca in front of thc tcrminal building. All other

traffic that would normally usc this road will be rcquircd to ttav€l along Albany
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Shaker Road. Est imated construct ion costs including cngineering and construct ion

inspection services lor improvcmcnts along Albany Shaker Road and thc new Exit 4

interchange are $39,237,000.

v) Watcrvlict Shakcr Road

The major componcnt of Option 2 along \Yatervlict Shakcr Road is

thc construction of a tunncl undcr thc airDort's north-south runx,ay to recstablish

the histor ical  route of  NYS Routc 155 pr ior to i t  being re-routcd by the runway

cxtension of 1967. By providing this connection, traffic for anticipated

development on the west s ide of  Albany Shaker Road wi l l  now have an easy, direct

routc to Exit 5 of I-E7, The new roadway link will serve as a major east-west

artcr ia l  wi thin the Study Arca. Addit ional  improvemcnts arc also required at  the

fol lowing i t r tcrsect ions:

Ncw Karncr Road - Vly Road

- improvcmcats listcd in Option I arc sutficicnt to
handlc thc projectcd nceds. Thcsc iacludc

- construct doublc lcft turn lanc on Watcrvliet
Shakcr Road wcstbound approach and single left turn
lancs oa cach of the 3 othcr approachcs; and

- providc scparate right turn lancs on Ncw Karner
Road northbound approach and thc Watcrvlict Shakcr
Road wcstbound approach.

Sand Crcck Road

- improvcmcnts listed in Option I ate sufficient to
handlc thc projectcd nccds. Thesc iocludc:

providc scparatc r ight turn lanes on Watcrvl iet
Shakcr Road eastbound approach and Sand Creek Road
northbound approach; and

construct doublc lef t  turn lanc on Sand Crcek Road
northbound approach.
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Old Yolf Road - Old Niskayuaa Road

real ign thc southcrn port ion of  Wadc Road direct ly
oppositc Old Wolf Road and cstab.lish Dew at grade
intcrsect ions with Old Niskayuna Road and thc
resident ial  dcvclopment along Shcrwood Drivc to this
rcal iSned road. The cxist ing Shcrwood Drivc connect ion
to Watervl iet  Shakcr Road would be closcd to improvc
thc Exit 5 operat.ing coDditions;

in addi t ion to providing scparatc turn lanes on cach
approach as l istcd in Opt ion l ,2 throuBh lancs in cach
dircct ion on Watcrvl iet  Shakcr Road arc also rcquircd.
The proposcd 4 lauc Watervliet Shakcr Road should
cxtcnd from New Karner Road to US Route 9i  and

instal l  fu l ly-actuated traf f ic s ignal .

It should bc troted that the proposcd realignm€nt of Wadc Road,

as discussed above, will result in thc R.O.W. acquisition of approximately 5.5

acres of land which is projcctcd for new rcsidential development. Estimated

construction costs of these improvcmcnts includes provision for R.O.W. acquisition,

cnSinccr inS and construct ion inspcct ion scrvices and thc construct ion of  the tunncl

under thc airport runway. Total costs arc $29,894,000.

vi) Yolf Road Arca

Recommcndations cited in Option I arc also rccommended for
Option 2 as follows:

- as rccommcndcd by CDTC extcad Aviatioo Road between
Sand Crcck and Albany Shakcr Road for scrvicc road on
cast sidc of lVolf Road:

- as recommcndcd by CDTC widcn and rcalign cxisting
privatc drivcways bctwecn Sand Crcck Road and Shop Ritc
supcrmarket for scrvicc road on west side of Wolf
Road; and

rcalign southcrn porrion
oppositc Aviation Road
Road.

Approximatc constructioo costs are $2,E10,000.

I I  -  t53

of Maxwcll Drivc dircctly
cxtension at  Albany Shaker



Yii) Othcr Intcrscctions

Ccntral AYcnuc/Ncw Karncr Road

- improvcmetrts arc thc samc as listcd in Option l. Thcsc
includc:

- io addition to improvemcnts recommcnded by CDTC to
mit igatc cxist ing condit ions, Ccntral  Avenuc wi l l
bc requircd to bc widcncd to providc 3 through
lanes ia cach direct ion in the vic ini tv of  th is
intersection: and

- as rccommcnded by CDTC, widen New Karncr Road
betwcen Watervliet Shakcr Road and Central Avcnuc
to 2 lanes in each direction with a flush median.

Construct ion cost of  th is addi t ional  widening is approximatcly

$5,73 r,000.

Yadc Road/Old Niskayuna Road

- no iEprovemcnts arc requircd
thc rcalignment of Wadc Road
Road.

Wolf Road/Sand Crcck Road

at this
to 6cct

interscction with
Watcrvl ict  Shakcr

- improvcmcnts currcntly programmcd for thc intcrscction
as a rcsult of thc construction of Windsor Plaza
Shopping Ccntcr (i.c., constructiotr of scparatc right
turn lancs on thc aorthbound, southbound, and castbound
approaches) will bc sufficicnt to handlc projectcd
traffic volumcs.

Ccntrrl Avcnuc/Wolf Road

- this intersect ion wi l l  operatc at  undcsirable
condit ions for Opt ion 2 also. Becausc of the physical
coostraints, additional roadway improvements are not
fcasi  ble.

Exit 4 Southbound Off-Ramp/ Old Wolf Road

construct a l-way conncction wcstboutrd oppositc
off- ramp to thc trcw Albany Shakcr Road interchangc,
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-  construct double lef t  turn lancs from the of f-ramp and
a scparate shared throuSh/r ight turn lane.

-  widcn Old Wolf  Road to provide 2 through lancs
southbound and l lane northbound.

Estimated construction costs are

intcrchange along Albany Shaker Road.

cost of the measures rcquircd

$1252E3,000. As noted prcviously,

included in ot the

addrcss thc projcctcd highway nccds is

percent of  the total  roadway improvcment

To construct thc improvcments rcquircd for Option 2 of thc

Cumulativc Growth Sccnario, it is cstimatcd that 107 acrcs of R.O.W. adjaccnt to

proposed ald existing roadways will necd to bc acquircd- Thc total cotrstruction

to

95

costs may be attr ibuted dircct ly to ant ic ipated devclopmcnt under thc Cumulat ivc

Growth Sccnario. Thereforc, undcr Option 2, total cstimatcd improvcment costs

attr ibutablc to new developmcnt arc $119,01E,E50. Thc rcmaining $6,264,t50 in

roadway improvcments necessitatcd by thc increasc in backg,round traffic (5 pcrcent)

would havc to be bournc by either thc Town, Villagc, County, or New York Statc.

3. Imoacts to lptcrstatc E7:

As notcd in the previous scctioni scveral I-E7 ramp

int€rsections will operatc at undcsirablc (levcl of servicc F) congcstiotr levels

under the Cumulat ivc Growth Scenario even with cxtcnsive roadway improvcmcnts

prcscnted above. Also, the traffic analyscs have not attemptcd to address the morc

rcgional nceds that may develop aloag thc mainl ine of  I -87 duc to thc increascd

traf f ic demand that is cxpccted through dcvelopmcnt within the Study Area. This is

beyond thc scopc of this FGEIS. Reccnt studics by CDTC has shown that I-t7 betwcen

Exits 6 and 8, is currcnt ly approaching capaci ty dur ing thc pcak hours of  7-9 am

and 4-6 pm.
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To completely address al l  thc futur€ transportat ion needs along

the I-E7 mainl ine from Albany to Saratoga Springs wi l l  rcquire a much greater

planning effort than can bc accomplished within this GEIS process. However, as

part  of  the analyses conductcd, two potcnt ia l  improvemcnts havc bccn ident i f ied

that may warrant furthcr discussion/consideration whcn cvaluating future

transportation needs as they rclatc to I-87. First, developing a conncction

between the I-E7 Exi t  7 ramps locatcd to thc wcst of  I -E7 mainl inc to thc rcal igned

North Wade Road Extcnsion will provide morc dircct acccss bctwcen NYS Routc 7

(Troy-Schenectady Road) and Altcrnate Routc 7. Onc possiblc method of providing

this connection is illustrated on Exhibit II-H-6. Dcpcnding on the type of

connection that can bc accomplished in this arca, this improvcmcnt will relieve

some of the congest ion ant ic ipatcd at  the I-E7 Eri t  6 intcrchange. The cxact

levels of  rel icf  cannot be determined without furthcr dctai lcd studv,

Another alterratiy€ is to complctcly reconstruct the I-E7 Exit

6 intcrchangc to climinatc thc lcft-turn movcmcnts to and from th€ ranps and Route

7. This could bc accomplishcd by constructing a clovcrlcaf, partial clovcrlcaf,

directional or scmi-directional intcrchangc at this location. Figurcs II-H-7

through lI-H-l I providc scvcral schcmatic illustrations of thesc typcs of

intcrchanges. Further consideration of any of thcsc concepts will rcquirc

addit ional  study to dctcrminc thc bcncf i ts that each al tcrnat ivc would provide and

thc associated costs.

Another morc cxtensive improvement that may bc worthy of

further considerat ion involvcs thc construct ion of  a new br idgc crossing the

Mohawk River that would servc as an cxtcnsion of  the new north/south arter ia l

illustrated on Exhibits II-H-4 and II-H-s. A new river crossinS io this area will

scrvc to rcduce the traffic on thc I-87 crossing of thc Mohawk River. This

crossing wi l l  l ikely rcquirc a connect ion to Grooms Road or Vischcr Fcrry Road in
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the Town of Cl i f ton Park on thc north sidc

Plan of Develooment prepared for the Town

for a r ivcr crossing in this gcneral  area to

thc Town of Cl i f ton Park.

of  thc Mohawk River.  The l9E9 Master

of Cl i f ton Park has idcnt i f ied the need

servc future transportat ion needs with

Whi le thcsc two conccpts appear to warrant furthcr

considerat ion at  th is t imc, addi t ional  planning studies wi l l  bc rcquircd to

determine the desirabi l i ty and feasibi l i ty of  implemcnt ing these improvcmcnts or

any other improvements to I -87 mainl ine.

4. Transportatioo Svstcms Manaqcmcnt:

As statcd car l ier  in this sect ion, dur ing the ear ly stages of

analyzin8 thc impacts of  thc Cumulat ivc Growth Scenario on the Study Area roadways,

i t  was rccognizcd that dcvcloping fcasiblc improvcments at  certain locat ions could

not bc accompl ished without thc a38rcssivc implcmentat ion of  Transportat ion Systems

Management (TSM) Programs. Simply put, TSM ProSrams arc mcthods that rcducc

traf f ic impacts by reducing thc Pcak Hour Dcmand for Roadway Capaci ty.

For thc purposcs of cvaluating traffic impacts associatcd with

thc Cumulativc Growth Scenario, it was assumed that atr aggressivc TSM Program would

be implcmentcd that would rcsult in a, 25 gercent rcduction of thc traffic that

would bc crcatcd by new development. If a TSM Program fails to achicve the goal of

rcducing new traffic by 25 pcrccnt, thc proposed roadway improvcmcnts will not be

adcquatc to provide an acceptablc level  of  servicc ( lcvcl  of  scrvice D) dur ing, peak

hours. Either nore significant and costly roadway improvcments will bc rcquircd to

accommodatc addit ional  t raf f ic or the roadway nctwork within the Study Arca wi l l

continuc to function at an unacccptablc lcvcl of scrvicc (lcvcl of scrvicc E or F)

dur ing pcak hou rs.
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Work related trips offer thc grcatcst potential for succcssful

TSM programs. Undcr the Cumulat ive Growth Scenario,  which includes approximately

5,000,000 squarc fcct of ncw officc spacc and 2,000,000 square feet of new

wa rehousc/ i nd us tri a I /ma n u fac t u ri n I spaccr ncw work tr ips wi l l  account for a

significant portion of the traffic growth. Bascd on thc numbcr of ncw officc trips

generated as a r€sult of thc land usc sccnario, 77 pcrccnt of the pcak hour traffic

increasc is at t r ibutablc to commutiog bctwcen home and work.

Threc TSM programs that arc relativcly casy to implcmcnt and

havc a hiSh potcntial for succcss arc ride-sharint programs, variable work hour

programs, and transi t  programs. Each are descr ibed below.

Ridc Sharing Programs

Ride-sharing tcchniques arc focuscd upon increasing vehicle

occupancy by the sharing of ridcs to work through thc usc of carpools, vanpools,

and Subscription Buscs. Ridc sharing tcchniqucs arc probably thc most casily

implcmented of all Transportation Systcms MaDagcmcnt Programs atrd are appropriate

whcrc largc numbers of workcrs sh4rc common travcl routcs to and from their placc

of cmployment.

Some factors u/hich enhance thc implcmentation of a ridc-sharing

program arc:

Arr ival  and departure t im€s of cmployccs conccntratcd

within a fair ly short  pcr iod -  typical  of  of f ice

dcvclopmcnts;

Long commuting distanccs - prescnt in urban areas due to

cconomic aDd lifestyle considerations;
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Recurr ing roadway congest ion; and

Personal c h aracter istics, such as cmployees who cannot or

do not wish to drivc or who lack access to a motor-vchiclc.

This is part icular ly appl icablc to residents of  older urban

afcas.

Program Dcscriptions

Carpools

The most common form of Ridc-sharing is the Carpool. This

method of Ride-sharing involves two or more employecs shar ing a pr ivate motor

vchicle for the tr ip to and from work. Carpool ing is rcadi ly implementable as i t

involves no new costs and may bc applied to as few as two workcrs traveling in the

same corr idor.  CDTC has alrcady cstabl ished a Ride-matchinB program and pr ints a

regular bulletin in a n€wspapcr format in which peoplc can advcrtisc cither for a

ridc or to offcr rides to and from various locations in thc Cepital District.

Vanpools

Yaopools arc a rclatively ncw form of Ridc-sharing which

involves the utilization of a passcngcr van capable of carrying l0 to l5 cmployces.

Such pools requirc common origin and dcstination routcs for larger numbcrs of

cmployccs and gcncrally havc bccn found to bc morc applicablc for thosc which

commutc longcr distanccs. Bccausc of the acquisition of thc vaas, somc costs and

dclays in implcmentation arc cncountercd. Somc vanpools arc subsidizcd by

cmployers, usually through van owncrship, while othcrs arc opcratcd by uscrs on a

break-cvcn basis. In eithcr casc, thc cost savings rcalizcd by commutcrs who no

longcr usc thcir automobilc can be substantial dcpending upon thc distancc thcy

travcl tolfrom thcir work.
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Buspools

Subscr ipt ion Buses, or Buspools,  arc also used as a Ride-

sharing mcthod. These programs generally involve the utilization of a bus to carry

20 or more employces to and from their place of employment and dcpend upon large

numbcrs of employccs having similar travel routcs.

A disadvantage of buspooling is thc additional cost

buses and professional dr ivcrs.  As a rcsul t ,  buspool ing is of tcn subsidizcd

cmploycrs.

ii) Implcnentation

Organizational cfforts for Ridc-sharing Programs vary

considerably,  f rom simple co-workcr agreements through intcnsivc cmployer-or ientcd

programs. It has becn found through rcscarch conducted by the Transportation

Rcscarch Board that thc lcycl of Ride-sharing achievcd corresponds to thc amount of

cmploycr involvcmcnt in thc prograE.

Thc lcast intcnsivc cfforts usually involvc a bullctin board

upon which employees communicatc and coordinatc travcl pattcrns. Morc intensivc

programs involve the matching of potcntial ridc-sharcrs by rcsidencc location and

work shi f t .  This matching may bc accompl ishcd through ci ther manual or computcr-

bascd techniques and may list only those employees who volunteer for Ride-sharing,

or may list the entire work forcc. Thc lattcr approach is usually preferred,

becausc it exposes all ernployces to thc dircct possibilities of Ride-sharing. In

addit ion, employer ef forts to 'scl l '  Ride-shar ing and to maintain an updated Ride-

sharing data base havc provcn important to thc in i t iat ion and thc cont inuat ion of

this mcthod.

ot

by
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Preferent ial  parking for carpool and vanpool vchic les can be a

very vis ible and effect ivc mcans of promoting Ride-sharing. Whi le preferent ial

spaces for vanpools are rc lat ivcly s implc to providc because the vehicle can be

rcadity ident i f ied, prcfcrcnt ia l  parking for carpools may involve some di f f icul t ies

duc to the problem of accuratcly idcnt i ty ing carpool vehicles,

iii) Applicatioa

Successful Ride-sharing Programs havc been cmploycd throughout

thc United States in many var ied sett ings. These tcchniques havc bccn most

successful  when largc indiv idual  employers are involvcd. How€vcr,  good rcaul ts

have also becn shown in arcas of  intensive employment,  whether thcy are central

business distr icts,  of f ice parks, or industr ia l  parks.

iv) Bcncfits

Besides rcduction in pcak pcriod traffic conSestion, other

bcncfits arc associated with Ridc-sharing Programs. Thc primary bcnefit is a cost

savings to cmployees rcsulting from rcductions in opcrating costs of Eotor

vchicles. Fixed costs may also be rcduced if thc Ridc-sharing rcsults in a

rcduction in vchiclc owncrship. Bcncfits also accruc to employers, many of whom

have noted better on-time pcrformancc of cmployccs involvcd in Ridc-sharing

Programs. An increasc in thc labor supply is also possiblc by attracting cmployecs

from largcr arcas and individuals who do not have acccss to a motor vchiclc.

b. Yariablc Work Hour Programg

Variablc work hour tcchniqucs rcdistr ibutc thc t imes dur ing which

trips to and from employmcnt arc made. This TSM stratcgy rcduccs pcak traffic

congest ion by el iminat ing sharp peaks in t raf f ic demand.
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i) Program Dcscriptions

Staggercd Hours

Staggered Hour Programs arc pcrhaps thc most common form of

variable work hour techniqu€s, Thcsc programs arc institutcd by scheduling

cmployees on different work shifts so that thcir arrival add dcparturc times arc

distributcd ovcr a longcr pcriod, Thc number of staggcrcd shifts, thc pcrccntagc

of cmployecs on cach shift, and thc timc between shifts can bc tailored to suit

cmployment demands and rcquircd reductions in pcak pcriod traffic. The time

between shifts may vary from as littlc

In general, uncomplicated prograrns of

5 minutcs to as much as I  hour or morc.

or 4 work shifts separated by half-hour

as

2

intcrvals have been shown to providc substantial pcak period traffic reductions.

More complex systems havc been shown to providc only mar8inal improvements over the

basic Staggered Hours Programs, whilc complicating busincss operations.

Flcxiblc Hours

Flcxiblc Hour Prograns (Flcx-Timc) arc a form of variablc work

hours in which cmployecs choosc thcir own working hours. In gcocral, cmployers

dcsignatc a basic 'Corc Period" in thc middlc of the day during, which all employees

must be at their place of cmploymcnt. Employccs arc thcn frcc to choosc starting

and finishing timcs which cncompasscs thcir 'Core'. In somc Flcxible Work Hour

Programs, employecs may changc their schedules on a day to day basis, whilc in

othcr Programs employees must prc-determinc thcir work schcdulcs.

A problem has been notcd rcgarding Flexiblc Work Hour Programs.

In some instances, most cmployccs choosc the samc basic sct  of  working hours.  As

this sct of working hours may not corrcspond to thc bcat timc pcriod for commuter
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t ravel ,  and this t ime per iod may concentratc too large a port ion of  t raf f ic in onc

period, Flexible Work Hours do not allo\f, the dcgrce of control and finc-tuning that

Staggered \flork Hour Programs pcrmit.

Othcr work Schcdulcs

Other work schedulc tcchniques may also coatributc to reducing

peak traffic congestion.

Adopting a 4 day work week can dccrcasc commuter travel by 20%.

This strategy works in two ways to rcduce the pcak pcriod congestion. First

commutcr t r ips are el imioatcd on the day of  the week that employces do not work.

Sccond, bccausc of thc gencrally longcr working hours on cach of thc 4 other days,

employecs arrive and depart bcforc and after the normal commuter peaks.

Another Variablc Work Program can bc implencnted for those

typcs of employmcnt not directly associated with a 'daytime' work schedule. Whilc

origiaally limited to "bluc collar' occupations, many busincsscs have becn adopting

alternatc aftcrnoon or cvcning work shifts. This bcnefits thc cmploycr by

providing multiplc shift utilizatioo of office systcms whilc also providing

cmployment for pcrsonnel who might not bc ablc to work thc standard day shift. Thc

data processing and computer scrvicc industrics have bcca promincnt in adopting

this strategy.

Othcr mcans, not rclatcd to work schcdulcs, can bc utilized to

altcr cmployce arrival and dcparturc times. The availability of food scrvices on-

sitc, tcnd to bring, a significant portion of cmployecs onto thc sitc beforc thc

normal morning rush hour.
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ii) Implcmcntation

The implcmentation of Variable \York Hour Programs usually

rcquircs that an 'educational' effort bc undcrtaken to cxplain thc conccpt. Both

ernployces and managcment oftcn havc distorted views regarding thc impacts of such

programs, In most instances, it is possible to tailor thcsc tcchniqucs to meet

pcak pcriod traffic rcduction goals without adversely impacting busincsscs.

iii) Application

The application of such programs is largcly tied to thc

flcribility of thc cmploycr and thc overall opcration of a given company. Research

oricnted employers tend to bc most flcxiblc, whilc scrvice oriented busincsscs tcnd

to rcquire their employees to work hours coinciding with thc normal work force.

iv) Bcnefits

Variablc work Hour Programs havc gcncrally bccn wcll acccptcd

by cmployccs. Businesses werc initiauy opposcd to thc idea of variablc work

hours, but thcy rrc growing in popularity. Thc most important factor from an

cmploycr's standpoint is that the alternatc work schcdulc adopted does not

significaatly disrupt the office opcrations. Soroe studies have suSgestcd that

variablc Work Hours Programs rcsult in higher employce moralc, dccrcascd sick

lcavc, rcduccd employec turnovcr, and incrcased productivity.

c. Transit Programl

The usc of  Transi t  for thc commuting tr ip is a vcry ef fect ive means

of traveling to and from work. A description of this method is provided bclow.
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Program Dcscription

The ut i l izat ion of  Transi t  as

period traffic congestion based upon improvcd

future transi t  infrastructure through promotion,

scrvice patterns (e.g.  rout ing and frequency). .

ii) Implcmcntation

a TSM techniquc reduccs pcak

ut i l izat ion of  thc exist ing and

inccntives, and adjustments to

An important means to develop transi t  r idership is the

provis ion of  good, safc,  and eff ic ient service. I t  can bc crpected that most

cmployees wi l l  have l i t t lc  knowlcdgc of what t ransi t  serviccs are avai lable to

thcm. Thus, i t  is  important to makc this informat ion avai lable,  Pamphlcts showing

bus schedulcs and routcs crn be distributed throughout thc area initially.

Subsequently, the information can bc placed on bullctin boards and at bus stops.

Another inccntivc to transit utilization is thc provision of

adequatc transit facilitics on-sitc. Whcther transit stops cxist as integral parts

of planncd buildings, or as complctcly scparatc structurcs, thcy should providc an

amiablc cnvironmcot for the transit rider and thc obvious amcnity of sheltcr from

wcathcr.  Securi ty is a very importaot considcrat ion, and adequatc l ight ing and

tclephone scrvice should be considcrcd at transit stop locations.

Transi t  ut i l izat ion can also be improvcd through thc provis ion

of part ia l  or fu l l  subsidizat ion of  t ransi t  fares. This subsidy usual ly iovolvcs

the cmployer providing a moothly t ransi t  pass ci ther f ree or at  a reduced cost to

thc cmploycc. Thc subsidy may bc partially or fully paid via discounts provided by

a transit agency to an employcr or organization which purchases a quantity of

passes. Employers sometimes dircctly subsidize any rcmaining portion of thc cost.
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iii) Application

An important considerat ion i r  determining the appl icabi l i ty of

Transit Programs is thc basic provision of transit scrvice to the site. It is

important that thc transit routcs scrvc the actual travcl desircs of thc cmployecs.

This is critical with rcgard to scrvicc arca, travcl time, and frequcncy of

scrvicc. Bett€r transit scrvicc will cncouragc morc transit ridcrs to usc thc

scrvicc, Off-sitc servicc provisions arc also important to accommodatc cmployccs

who plan to arr ivc or depart  work car ly or latc,  part icular ly i f  Var iable Work

Hours arc availablc,

Packaging of Trarsportation Systcm Ivlanagcmcnt Tcchniqucs

Therc havc bccn many rcccnt studics and much discussion within the

transportat ion planning community conccrning the ef fccts of  combining, or

'packaging', TSM mcasures. Of particular interest is the basic qucstion of whcthcr

or not 4l l  mcasurcs should bc simultancously pursucd.

For cxamplc, Stattcrcd Hours and CarpoolinS Programs arc both

provcn mcthods of rcducing pcak pcriod traffic dcmands. Thcir interaction,

howevcr, is not so clcarly dcfincd. It is gencrally agrccd that since Carpooling

Programs depcnd upon common arrival and departurc times, somc Staggcrcd Hour

Pro8rams may dctract from Carpooling potential. On thc othcr hand, carcfully

managed Staggered Hour Programs, such as flex-timc, might enable employees who

prcviously worked on diffcrcnt shifts to coordinatc thcir schcdulcs to bc8in

Carpool ing. I t  is also bccn notcd that Ride-sharing Programs may attract  r idcrs

from transi t .  Simi lar dichotomics arc present in thc considcrat ion of  combinat ioos

of othcr TSM mcasurcs.
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Cost of Implcocnting TSM Programs

Althou8h implcmcnt inB TSM Programs do not normal ly require the

levcl  of  investment typical ly associatcd with the construct ion of  highways, therc

is some cost involved in implcment ing thesc stratcgics.  In addi t ion to the

physical  improvcments requircd (c.g.  the 
,construct ion 

of  Park and Ride lots) therc

is also ccrtain administrativc costs required to implcmcnt car poolin8 and van

pooling programs, For examplc, CDTC is administcring a Ridc Share Program by

periodical ly publ ishing a newslct ter to match r idcrs and dr ivcrs.

Sincc ?7 percent of  al l  new traf f ic to bc Ecnerated undcr the

Cumulat ive Growth Sccnario is rc latcd to of f ice developmcnt,  an opportuni ty cxists

to requirc developcrs to incorporatc mandatory TSM Programs as part o[ thc project

plans. The inccntivc for developcrs to implement TSM Prograns will bc to avoid

significantly 'down sizing' thcir dcvclopment to rcducc traffic impacts. Thc

incentivc to local authorities will be to transfcr the cost of implemcnting thcsc

programs to thc privatc dcvclopcr. Local authoritics will also bc motivated to

encouragc TSM Programs as a mcaDs to precludc thc largc capital invcstment rcquircd

to construct or improvc Study Arca roadways.
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