INTERSECTION PROPOSALS

BIDDEFORD

Intersection of South Street and Route 1 (Elm St.)


Problem Statement

Due to the age and configuration of this intersection and traffic volumes on this roadway, we are requesting a full reconstruction be preformed, as the road is not in compliance with current MDOT standards.  The proposed upgrade will provide for the increase in traffic volumes the road has experienced and will continue to experience in the future.  By providing the requested turning lanes, turning movements will be safer, and the overall capacity and efficiency of the intersection will be greatly improved.  

Proposed Scope of Work

The existing intersection is in poor condition and poor alignment and was built well before MDOT standards were implemented. Therefore, the City is proposing a full reconstruction of the roadway-subbase, base and pavement, as well as a realignment of the approaches.

This section of road contains municipal water, and sanitary sewer.  Drainage system needs upgrading and separating within the project area.  Sections of roadway where granite curbing exists would need to be removed and reset during the road construction project.  We would be proposing to upgrade the existing sidewalk. 

Estimated cost at $750,000 for improvements not including R.O.W. acquisition.

CUMBERLAND

Route 1 Ramp A-1 / Tuttle Road / Kings Highway / Foreside Road (Route 88) Intersections

Problem Statement:

Tuttle Road, immediately east of the intersection with Ramp A-1 from Route 1,

splits in a “Y” intersection such that traffic intending to continue southbound on

Foreside Road (Route 88) will continue on the right fork, Tuttle Road, to the stop

intersection; while traffic intending to continue northbound on Foreside Road will

“split left” onto Kings Highway to a separate stop intersection at Foreside Road

(see Exhibit 1). Kings Highway is a 600-foot long connector between the “Y”

intersection with Tuttle Road and the intersection with Foreside Road. The

distance between the intersection of Ramp A-1 with Tuttle Road and the “Y”

intersection of Tuttle Road and Kings Highway is approximately 100 feet.

Separation on Foreside Road between the intersections with Tuttle Road and

Kings Highway is approximately 400-feet horizontally and approximately 20 feet

vertically. Southbound Foreside Road between the intersections is climbing at an

average of approximately 5%, beginning at the intersection with Kings Highway

and cresting approximately 500 feet south of the intersection with Tuttle Road.

The “Y” intersection of Tuttle Road and Kings Highway is controlled only by a

“Yield” sign on the Kings Highway leg. Westbound Kings Highway traffic conflicts

with westbound Tuttle Road traffic and eastbound Tuttle Road traffic wishing to

“split left” onto eastbound Kings Highway must cross over in front of the conflicting westbound movements from Tuttle road and Kings Highway. Only eastbound Tuttle Road traffic continuing on Tuttle Road is unconflicted.

Sight distance for a vehicle stopped on Ramp A-1 at Tuttle Road is limited to less

than 100 feet left (east) toward westbound traffic approaching from Kings Highway, and approximately 200 feet toward westbound traffic approaching from Tuttle Road. The sight distance for eastbound vehicles on Tuttle Road approaching the “Y” intersection of Tuttle Road and Kings Highway toward approaching westbound traffic from Kings Highway is effectively unrestricted to the intersection with Foreside Road (approximately 300 feet). However, for westbound Kings Highway vehicles approaching the “Yield” sign, sight distance toward westbound Tuttle Road traffic is severely restricted by vegetation and topography between the roadways. Sight distance for a vehicle stopped at the intersection of Tuttle Road with Foreside Road is approximately 600 feet right (south) toward northbound traffic and over 1500 feet left (north) toward southbound traffic. At the intersection of Kings Highway with Foreside Road, sight distances are approximately 700 feet right (south) for northbound and over 1200 feet left (north) for southbound traffic.  The Tuttle Road and Kings Highway intersection angle with Foreside Road

deviates substantially from 90-degrees, which partially impairs the sight distances.

The configuration of these intersections is inherently unsafe and inefficient.

Although the latest three year (2002-2004) accident data summary does not

indicate that any of these intersections is currently a High Crash Location (HCL), it is only a matter of time as the area experiences growth and increased traffic

volumes. An inefficient intersection configuration will not serve the long term

needs of the Town of Cumberland.

Proposed Scope of Work

The overall intention of this proposal involves anticipation of a potential safety and operational problem, and proposing a proactive solution. As such, it is generally proposed to eliminate one of the legs of the Tuttle Road/Kings Highway connection to Foreside Road (Route 88) and create a single 90-degree intersection. Relocation or reconstruction of the Ramp A-1 intersection with Tuttle Road is not necessary if Tuttle Road/Kings Highway are appropriately combined.

Three alternatives were evaluated and are presented in the attached exhibits (see Table of Contents). All alternatives propose 90-degree intersections with Foreside Road (Route 88) with improved sight distances between the Ramp A-1/Tuttle Road intersection and the Tuttle Road/Foreside Road intersection, as well as elimination of one of the legs connecting to Foreside Road. All alternatives would require relocation of one or more existing utility poles that run along the western side of Foreside Road and along the northern edge of Tuttle Road.

The first alternative (Exhibit 2) eliminates the existing Tuttle Road connection and

reconstructs the eastern 250-feet of Kings Highway to create a 90-degree

intersection with Foreside Road (see Exhibit 2). In order to “square-up” the

intersection at Foreside Road, a 120-foot radius curve would be necessary just

west of the intersection, creating a greater potential for off-tracking truck wheel

conflicts and driver misjudgments. This alternative would also require

maintenance trimming of trees and shrubs on the north side of Kings Highway to

maintain adequate sight distance at the Ramp A-1 intersection. Therefore, this

alternative is not considered viable.

Alternative two (Exhibit 3) also proposes to eliminate the existing Tuttle Road

connection to Foreside Road in favor of almost a total realignment of Kings

Highway such that a 90-degree intersection with Foreside Road is created while

maintaining a sight distance aisle from the Ramp A-1 intersection. Again, a short radius curve would be required just west of the Foreside Road intersection in order to “square-up” the intersection. This alternative would substantially increase construction and right of way costs and, therefore, is also dismissed.

The third, and preferred, alternative (Exhibit 4) proposes to abandon and reclaim

Kings Highway in favor of minor realignment of the Tuttle Road to Foreside Road

intersection. The eastern 450-feet of Tuttle Road would be reconstructed to create a 90-degree intersection, and include 12-foot wide lanes at the intersection tapering to 11-feet wide at the conform point with the existing roadway. The reconstructed intersection would require excavation to conform correctly at Foreside Road and to correct a small vertical curve inhibiting sight distance between this intersection and the Ramp A-1 intersection.

FALMOUTH

Intersection Bucknam Rd and Route # 9

Problem Statement

The loop detector for the northbound through-right lane on Route 9 is not working. The northbound approach is operating on recall with the maximum green, even when traffic is not present. This has an adverse effect on the capacity of the intersection.  Additionally, the green LED ball on the signal head for that same direction is not fully lit, and may still be under warranty.

Proposed Scope of Work

While the recommended long-term solution is to explore a round-about for this location, it is our feeling that it would be prohibitively expensive and too detrimental to the existing businesses at the corner to proceed with that alternative at this time. The relatively modest Alternative 1 would improve peak hour traffic flow sufficiently to be justified and the town can consider a more aggressive project in 5-10 years as warranted.

Alternative 1 – Construct additional storage length for the westbound right turn lane from Bucknam Road to northbound Route 9 to a total of 350 feet, plus a 150 foot transition. Widening would occur along the southern edge of Bucknam Road so that lane alignments are slightly improved.  Based upon available information, it appears that this alternative could be constructed within existing rights-of-way, although construction easements from abutting properties may be required.

OLD ORCHARD BEACH

Ocean Park Road and Smith Wheel Road Intersections

Problem Statement

SMITHWHEEL ROAD INTERSECTION:

[LEFT TURNS FROM SMITH WHEEL ROAD ONTO OCEAN PARK ROAD]: 

EASTBOUND TRAFFIC ENTERING OCEAN PARK ROAD FROM THE I-195 OFF RAMP MERGES WITH EASTBOUND TRAFFIC FROM OCEAN PARK ROAD AND FLOWS PAST THE SMITH WHEEL INTERSECTION.  SOUTHBOUND TRAFFIC ON SMITHWHEEL FLOWS TO THE SMITH WHEEL INTERSECTION, AND WESTBOUND TRAFFIC FROM THE HALFWAY ROTARY FLOWS PAST THE SMITH WHEEL INTERSECTION.  THE COMBINATION OF FAST MOVING TRAFFIC ON OCEAN PARK ROAD AND INCREASED TRAFFIC VOLUMES DURING THE TOURIST SEASON INHIBITS SAFE LEFT TURNS FROM SMITH WHEEL ROAD ONTO OCEAN PARK ROAD. 

[LEFT TURNS FROM OCEAN PARK ROAD ONTO SMITH WHEEL ROAD]:

EASTBOUND TRAFFIC LACKS LANE DEFINITION FOR EASTBOUND TRAFFIC TURNING NORTH ONTO SMITH WHEEL ROAD FROM OCEAN PARK ROAD.  A COMBINATION OF STRIPING AND A 1-INCH RAISED CONCRETE MEDIAN ARE NEEDED TO DEFINE ONE LEFT TURN LANE AND ONE THROUGH LANE IN ORDER TO MOVE VEHICLES MORE SAFELY AND EFFICIENTLY.  THE EXISTING INSIDE LANE IN THIS SECTION FUNCTIONS AS AN INFORMAL LEFT-TURN LANE, AS THROUGH TRAFFIC PASSES TURNING TRAFFIC ON THE RIGHTOF THE INTERSECTION.  NO IMPACTS TO EXISTING OVERHEAD OR UNDERGROUND UTILITIES ARE ANTICIPATED, OTHER THAN ADJUSTING AT LEAST ONE WATER VALVE TO GRADE.

OCEAN PARK ROAD MERGER LANE:

[MERGING TRAFFIC FROM I-195 ONTO OCEAN POAR ROAD]:

THE MERGE POINT OF EASTBOUND I-195 TRAFFIC AND EASTBOUND OCEAN PARK ROAD TRAFFIC PRESENTS A POTENTIAL CONFLICT DUE TO THE OBSERVED TRAFFIC VOLUMES AND EXCESSIVE SPEEDS OF TRAFFIC FROM THE EASTBOUND TERMINAL LANE OF I-195.  THE NEW STOP INTERSECTION IS NEEDED TO IMPROVE TRAFFIC SAFETY IN THIS AREA BY NOT ONLY ELIMINATING THE POTENTIAL MERGING CONFLICT, BUT BY SLOWING EASTBOUND OCEAN PARK ROAD TRAFFIC.  NEW DRAINAGE IMPROVEMENTS WILL BE REQUIRED AND THE EXISTING CATCH BASIN IN THE ISLAND WILL BE CONVERTED TO A MANHOLE WITHIN THE NEW PAVED AREA, AND A NEW CATCH BASIN COLLECTING ROADWAY DRAINAGE IS PROPOSED. ADDITIONALLY, A NEW CATCH BASIN WITHIN THE ISLAND WEST OF THE NEW INTERSECTION IS PROPOSED TO ENSURE PROPER DRAINAGE FROM THAT AREA. THESE NEW CATCH BASIN IMPROVEMENTS WILL NOT SIGNIFICANTLY AFFECT EXISTING DRAINAGE FUNCTION OR CAPACITY.”

Proposed Scope of Work

SMITH WHEEL ROAD


 “THE PRELIMINARY IMPROVEMENT PLAN WAS DEVELOPED UTILIZING EXISTING MaineDOT PLANS, RIGHT-OF-WAY MAPS AND AERIAL IMAGES.  PROPOSED IMPROVEMENTS AT THE SMITH WHEEL/OCEAN PARK INTERSECTION INCLUDE CONSTRUCTION OF A 75-FOOT LONG RIGHT TURN LANE FROM SOUTHBOUND SMITH WHEEL ROAD TO EASTBOUND OCEAN PARK ROAD, AND RESTRIPING EXISTING EASTBOUND OCEAN PARK ROAD TO CREATE A 300-FOOT LONG LEFT TURN LANE ONTO NORTHBOUND SMITH WHEEL ROAD.  A 330-FOOT LONG TRANSITION FROM THE END OF THE EXISTING RAISED MEDIAN ISLAND TO THE BEGINNING OF THE LEFT-TURN LANE IS ALSO INCLUDED.”

OCEAN PARK ROAD

RECONSTRUCTION OF THE EXISTING EASTBOUND MERGE LANE OF OCEAN PARK ROAD WITH THE TERMINAL LANE OF EASTBOUND INTERSTATE 1-195 IS PROPOSED DUE TO THE POTENTIAL CONFLICT WITH THE TRANSITION FOR PROPOSED LEFT-TURN LANE ONTO SMITH WHEEL ROAD, AND THE EXCESSIVE TRAFFIC SPEED AT THE MERGE POINT.  THE PROPOSED CONFIGURATION OF EASTBOUND OCEAN PARK ROAD WOULD CREATE A STOP INTERSECTION FOR EASTBOUND TRAFFIC NEAR THE EXISTING LEFT-TURN LANE FOR WESTBOUND OCEAN PARK ROAD, WHILE MAINTAINING THE ABILITY FOR WESTBOUND TRAFFIC TO REVERSE DIRECTION.  SOME MINOR ROADWAY WIDENING OF WESTBOUND OCEAN PARK ROAD/ I-195 ALONG THE EXISTING ISLAND AREA WILL BE NECESSARY IN ORDER TO FULLY SHADOW THE PROPOSED LEFT-TURN LANE TRANSITION. THE NEW STOP INTERSECTION IS EXPECTED TO IMPROVE TRAFFIC SAFETY IN THIS AREA BY NOT ONLY ELIMINATING THE POTENTIAL MERGING CONFLICT, BUT BY SLOWING EASTBOUND OCEAN PARK ROAD TRAFFIC. 

THE EXISTING MERGE LANE PAVEMENT EAST OF THE NEW INTERSECTION ALIGNMENT IS PROPOSED TO BE REMOVED, AND THE AREA LOAMED AND SEEDED.  NEW TREES COULD BE PLANTED IN THE AREA TO REPLACE THE ONE OR TWO THAT WILL BE REMOVED AS PART OF THE INTERSECTION RECONSTRCUTION. EXISTING GUARD RAIL ALONG THIS SECTION IS PPROPOSED FOR REMOVAL LEAVING THE SECTION PRIOR TO THE NEW CURVE SHIELDING AN EXISTING UTILITY POLE AND TREES.  A NEW SECTION OF GUARD RAIL IS PROPOSED AROUND THE OUTSIDE OF THE NEW CURVE SHIELDING ERRANT TRAFFIC FROM THE NEARBY FILL AND THE AREA WHERE TREES MAY BE PLANTED.

ALL WIDENED AREAS OF ROADWAY WILL BE BUILT BACK UP WITH 24-INCHES OF GRAVEL SUBBASE, 4-INCHES OF ¾-INCH HOT MIX ASPHALT AND 2-INCHES OF ½-INCH HOT MIX ASPHALT. TYPE 1 VERTICAL GRANITE CURB WILL BE REMOVED AND REINSTALLED ALONG THE NEW RIGHT-TURN LANE OF SOUTHBOUND SMITH WHEEL ROAD; WHILE TYPE 5 SLOPED GRANITE CURB WILL BE REMOVED AND REINSTALLED FOR THE WIDENING ALONG THE SOUTH SIDE OF EASTBOUND OCEAN PARK ROAD. NEW TYPE 5 SLOPED GRANITE CURB WILL BE INSTALLED ALONG NORTH SIDES OF THE NEW EASTBOUND CONNECTION OF OCEAN PARK ROAD WITH EASTBOUND I-195.”

PORTLAND

Forest Ave./High St./Kennebec St./Somerset St.


Problem Statement:

The 1994 Deering Oaks Master Plan identifies many actions to improve and preserve the park, including one recommendation to “knit” together the areas of the park that are separated by State Street and High Street in order to make the area safer and more accessible for pedestrians.  The City of Portland undertook a study of High and State Streets in the vicinity of the Deering Oaks with Wilbur Smith Associates in 1999 with the goal of identifying alternatives to reduce the impact of these streets on the Park.  The outcome of the study included several alternatives, but the City realized that to properly assess their feasibility, the analysis needed to be viewed in the larger context of the Peninsula, which was one of the reasons this study was undertaken.   This analysis included the evaluation of several alternative strategies to improve the Deering Oaks environment in the area along State Street between Forest Avenue and Park Avenue.  Specifically, the evaluation looked at the feasibility of realigning State Street between Forest Avenue and Park Avenue in order to enhance and improve Deering Oaks and its surroundings.

Early in the study process a set of alternative evaluation criteria was established to help guide the development of alternatives as of the follows:

· Reunite portions of the park now divided by a high-speed traffic corridor.

· Retain traffic mobility.

· Reduce neighborhood impact.

· Reduce speed and improve safety along the park roads.

· Retain/enhance parking lot access.

· Minimize tree impacts.

· Minimize “Rose Circle” impacts.

· Minimize statuary impacts.

· Retain park “Gateway” to the City for vehicles.

· Re-establish/enhance the historic park entrance and historic park character.

The transportation system in the Deering Oaks area serves two purposes: local access to the park and private properties, and thru traffic for Rte 77 and access to Rte. 295.  Currently, this system is dominated by moderate to high-speed traffic passing through the park at the expense of pedestrian transportation.  The result is that vehicle and pedestrian park access has become increasingly cut off from urban residents due to traffic impacts.  

Additionally, higher speed traffic is further encouraged with the use of the one-way arterial pair of State and High Street.  These arterials draw traffic impacts across the urban core, further reducing transportation choice for the walking public in one of Maine’s most densely populated residential neighborhoods. 

Given the anticipated increase in traffic over the upcoming years, this application requests PCE funds to bring balance back to the transportation system in this area. Balance in this area of Portland requires consideration between local and regional traffic, and between vehicle and pedestrian modes. The result will be a transportation system where the multiple goals of access, thru-traffic capacity, and transportation choice are realized in a manner consistent with a residential urban environment. 

 Proposed Scope of Work:

Based upon the analyses conducted for the Portland Peninsula Study, the project is expected to consist of the following:

Alternative “S-2” – Major Boulevard Concept with Two-Way State and High Streets

Major features:

· Existing State Street segment between Forest Avenue and Park Avenue closed to through traffic.

· Creation of a new road combining Forest Avenue and High Street between Park Avenue and Kennebec Street.

· Creation of a Deering Oaks entrance at the Park Avenue and State Street intersection.

· Restricting movements at the Park Avenue/Forest Avenue intersection

· Converting State Street and High Street to Two-Way flow between Park Avenue and York Street

· Prohibiting left-turn movements on westbound Park Avenue at High Street

· Prohibiting left-turn movements on northbound High Street at Park Avenue

High Street is widened to five lanes north of Park Avenue Preliminary Conceptual Engineering (PCE)

(Please refer to page 20 of the March 2004 PACTS TIP Policies and Procedures document for details.)

Park Ave. @ High St. & Forest Avenue

Problem Statement:


The 1994 Deering Oaks Master Plan identifies many actions to improve and preserve the park, including one recommendation to “knit” together the areas of the park that are separated by State Street and High Street in order to make the area safer and more accessible for pedestrians.  The City of Portland undertook a study of High and State Streets in the vicinity of the Deering Oaks with Wilbur Smith Associates in 1999 with the goal of identifying alternatives to reduce the impact of these streets on the Park.  The outcome of the study included several alternatives, but the City realized that to properly assess their feasibility, the analysis needed to be viewed in the larger context of the Peninsula, which was one of the reasons this study was undertaken.   This analysis included the evaluation of 

several alternative strategies to improve the Deering Oaks environment in the area along State Street between Forest Avenue and Park Avenue.  Specifically, the evaluation looked at the feasibility of realigning State 

Street between Forest Avenue and Park Avenue in order to enhance and improve Deering Oaks and its surroundings.

Early in the study process a set of alternative evaluation criteria was established to help guide the development of alternatives as of the follows:

· Reunite portions of the park now divided by a high-speed traffic corridor.

· Retain traffic mobility.

· Reduce neighborhood impact.

· Reduce speed and improve safety along the park roads.

· Retain/enhance parking lot access.

· Minimize tree impacts.

· Minimize “Rose Circle” impacts.

· Minimize statuary impacts.

· Retain park “Gateway” to the City for vehicles.

· Re-establish/enhance the historic park entrance and historic park character.

The transportation system in the Deering Oaks area serves two purposes: local access to the park and private properties, and thru traffic for Rte 77 and access to Rte. 295.  Currently, this system is dominated by moderate to high-speed traffic passing through the park at the expense of pedestrian transportation.  The result is that vehicle and pedestrian park access has become increasingly cut off from urban residents due to traffic impacts.  

Additionally, higher speed traffic is further encouraged with the use of the one-way arterial pair of State and High Street.  These arterials draw traffic impacts across the urban core, further reducing transportation choice for the walking public in one of Maine’s most densely populated residential neighborhoods. 

Given the anticipated increase in traffic over the upcoming years, this application requests PCE funds to bring balance back to the transportation system in this area. Balance in this area of Portland requires consideration between local and regional traffic, and between vehicle and pedestrian modes. The result will be a transportation system where the multiple goals of access, thru-traffic capacity, and transportation choice are realized in a manner consistent with a residential urban environment. 

Proposed Scope of Work

Based upon the analyses conducted for the Portland Peninsula Study, the project is expected to consist of the following:

 Alternative “S-2” – Major Boulevard Concept with Two-Way State and High Streets

Major features:

· Existing State Street segment between Forest Avenue and Park Avenue closed to through traffic.

· Creation of a new road combining Forest Avenue and High Street between Park Avenue and Kennebec Street.

· Creation of a Deering Oaks entrance at the Park Avenue and State Street intersection.

· Restricting movements at the Park Avenue/Forest Avenue intersection

· Converting State Street and High Street to Two-Way flow between Park Avenue and York Street

· Prohibiting left-turn movements on westbound Park Avenue at High Street

· Prohibiting left-turn movements on northbound High Street at Park Avenue

· High Street is widened to five lanes north of Park Avenue.

MaineDOT Preliminary Conceptual Engineering (PCE)

(Please refer to page 20 of the March 2004 PACTS TIP Policies and Procedures document for details.)

Washington Ave. @ Walnut St. & Fox Street

Problem Statement:

The Washington Avenue intersection with Fox Street and Walnut Street has long experienced traffic congestion, safety deficiencies, and poor pedestrian accommodations.  During peak periods, movements from the stop sign controlled minor street approaches have poor levels of service.  Additionally, the offset configuration of the intersection, not only complicates traffic movements, but also is a factor in high crash rates, and confusing to pedestrians.  Traffic studies conducted by the Ocean Gateway project has documented both level of service “F” conditions and notes the intersection to be a High Crash Location according to MDOT criteria.  Future development activity, including the Ocean Gateway project, East End School redevelopment, and Eastern Waterfront Development, will only exacerbate existing problems.

Proposed Scope of Work:

The project consists of installing a fully actuated traffic signal, prohibiting parking near the intersection, and providing crosswalks.  The signal shall be mast arm supported with both video detection and countdown pedestrian signals.

MaineDOT Preliminary Conceptual Engineering (PCE)

(Please refer to page 20 of the March 2004 PACTS TIP Policies and Procedures document for details.)

Woodford’s Corner, Forest Avenue @ Ocean Ave.

Problem Statement:

Forest Ave. is a Principal Arterial servicing an average of 26,470 (as of 2000) vehicles per day through Woodford’s Corner. Woodford’s Corner consists of two five-legged intersections and one three-legged intersection.  Three legs of which have railroad crossings.  The trains interfere with the traffic flow causing backups that take up to thirty minutes to clear.  Forest Ave. south of Woodford’s Corner is two lanes in each direction.  Northbound through traffic becomes restricted to one lane at Revere St., causing delays especially during peak hours.

Proposed Scope of Work:


PCE will help determine if the need exists to widen Forest Ave. through Woodford’s Corner, to accommodate two through lanes in each direction.  It would also determine if signal improvements such as the installation of countdown pedestrian signals and cameras, for detection, would improve the traffic flow and increase pedestrian safety.

 MaineDOT Preliminary Conceptual Engineering (PCE)

(Please refer to page 20 of the March 2004 PACTS TIP Policies and Procedures document for details.)

Franklin Art. @ Congress Street & Cumberland Ave.

Problem Statement:

This intersection operates poorly and has high accident rates due to the separation of the northbound and southbound travel lanes and will decline further with anticipated development.  Further developments in the approval process include a mixed-use development in the Marginal Way area known as Bayside, a passenger ship facility known as Ocean Gateway (being permitted), which will serve the Scotia Prince, and redevelopment of the Eastern Waterfront area, which is expected to occur over several years.  These developments will occur in the City’s designed growth area within the peninsula, which is consistent with the City’s comprehensive plan and with the City’s and State objective to limit sprawl and encourage development within the urban core.  Franklin Arterial is poised to play a significant role in the regions transportation system by providing convenient and direct access to the peninsula.  Improvements to Franklin Arterial will play a key role in maintaining mobility and minimizing traffic diversion into adjacent neighborhoods.  Improvements will also play a key role in providing enhanced pedestrian accommodations not only form Downtown to the Eastern Promenade, but also along Franklin Arterial.


Proposed Scope of Work:


The Portland Peninsula Study recommends a long range objective of grade separating the intersection of Franklin Arterial with Cumberland Avenue and Congress Street so through traffic on Franklin Arterial would pass underneath these intersections.  The traffic flow on Franklin Arterial is improved under this alternative possibly eliminating the need for additional through lane on the Franklin Arterial northbound as you approach Congress Street and reducing the number of through lanes and turning lanes that would be required at the intersections of Franklin with Cumberland Avenue and Congress Street.    Pedestrian movements along Congress Street and Cumberland Avenue would also be enhanced.  The grade separation would involve the construction of travel lanes in the existing grass median areas of Franklin Arterial going under Cumberland Avenue and Congress Street.  The existing Franklin Arterial through lanes would be maintained to provide access to Cumberland Avenue and Congress Street, however the through lanes could be reduced to one lane.  The existing intersections at Cumberland Avenue and Congress Street would be maintained to provide access to both streets.

MaineDOT Preliminary Conceptual Engineering (PCE)

(Please refer to page 20 of the March 2004 PACTS TIP Policies and Procedures document for details.)

West Commercial St. @ Beach Street

11.
Problem Statement


With the near completion of the I-295 Connector, there is an expectation and desire to have a significant portion of the north-south peninsula traffic that is currently using State and High Streets shift to West Commercial Street and the I-295 Connector.  With increased demand, there are serious concerns about the operation and safety of the West Commercial Street/Beach Street intersection.  Level of service calculations have computed level of service “F” conditions at the intersection and safety is compromised due to the horizontal curvature and sight distance limitation created by Nova Seafood’s.

Proposed Scope of Work

This project is to include the Installation of a fully actuated traffic signal.  Pedestrian heads should be installed for all legs that currently have crosswalks.  All corners that are intersected by a crosswalk shall be made ADA compliant.  The signal shall consist of a mast arm support signal with video detection and countdown pedestrian signal heads.
 MaineDOT Preliminary Conceptual Engineering (PCE)

(Please refer to page 20 of the March 2004 PACTS TIP Policies and Procedures document for details.)

Commercial Street @ High Street

Problem Statement:


Currently there is no signalized intersection in this portion of Commercial St. to manage the heavy amounts of commuter traffic from South Portland that wish to use Commercial St.  This location has been identified as a high accident location. Most of this traffic currently uses Park St. to gain access to Commercial St. (accident data from this location is included in this application). Heavier use of Commercial St. is predicted with the construction of the I-295 Connector Rd. and development of the Eastern Waterfront.  This will lead to longer delays, more accidents and decreased pedestrian safety without the control of a signalized intersection.  Commercial St. at High St. is the chosen location for such an intersection because 1.  High St. allows for two way flow 

between York and Commercial and 2.  High St. and Commercial St. are both Principal Arterials. 3. The entire length of High St may be converted to two flow.  4. The need to improve pedestrian crossings at this location.

Proposed Scope of Work:

The proposed scope of work includes installation of a fully actuated traffic signal with countdown  pedestrian signals.  The curb on the northeast corner needs to be brought out to accommodate the installation of  a signal pole.

 MaineDOT Preliminary Conceptual Engineering (PCE)

(Please refer to page 20 of the March 2004 PACTS TIP Policies and Procedures document for details.)

Elm St @ Lancaster Street

Problem Statement:

Vehicle speeds and safety are existing concerns. This location is a high location. As development occurs in the Bayside area and throughout the peninsula and as the rail line is extended northward from Sewall Street, this intersection will require signalization as per MUTCD Signal Warrant analysis.

Proposed Scope of Work:

Installation of Mast Arm, traffic signals, and Pedestrian Heads per MUTCD warrant analysis. Goals are to reduce vehicle speeds and improve pedestrian, bicycle, and vehicle safety.

MaineDOT Preliminary Conceptual Engineering (PCE)

(Please refer to page 20 of the March 2004 PACTS TIP Policies and Procedures document for details.)

SACO

Intersection of U.S. Route 1 (Main Street), Hutchins Street, and Smith Lane (formerly Shannon Lane).

Problem Statement:

The intersection of U.S. Route 1 (Main Street), Hutchins Street, and Smith Lane (formerly Shannon Lane located in Saco, Maine has a level of service (LOS) ‘D’ during peak-hour traffic flow conditions during the off-peak tourist season. Traffic volumes on U.S. Route 1 are significant, (approximately 20,000 AADT), with seasonal variation in traffic volumes spiking during the summer months. The traffic signal at the intersection consists of span wire mounted signals and an outdated controller, which has become a maintenance issue for the City over recent years. The intersection is located within the Main Street corridor between Ocean Park Avenue and Thornton Academy. The other updated traffic signals along this stretch of Route 1 also include pre-emption for emergency vehicles. The intersection of Main Street (Route 1), Hutchins Street, and Smith Lane (formerly Shannon Lane) does not currently have any preemption

equipment. In addition, this area of Route 1 sees a larger volume of pedestrians in the

area due to the vicinity of Thornton Academy and the numerous fast food restaurants and

convenience stores along this stretch of the roadway.

Due to the increase in development on Smith Lane over the past years, and the potential for future development, the City of Saco began to take a closer look at the traffic movements at this intersection of Smith Lane, Hutchins Street and Route 1 (Main Street). Previously this intersection was askew, with the center of Smith Lane being offset to the north by approximately 44 feet from the centerline of Hutchins Street. The City of Saco analyzed the traffic patterns at the intersection and developed a design to realign the end of Smith Lane. In the spring of 2003, a Traffic Impact Study prepared by William Bray was submitted to the City of Saco as part of the Site Plan Review package for the Shannon Woods Condominiums Project. This study confirmed the need for the realignment of the end of Smith Lane to provide safe turning movements at the

intersection with Route 1, with further development in the area. It was concluded in this study that the 2003 LOS ‘D’ could be improved, with the realignment of Smith Lane and the combined signal phasing for Smith Lane and Hutchins Street, to LOS ‘B’. In a proactive effort to increase safety at the intersection, the City of Saco has performed the reconstruction of the end of Smith Lane to align with Hutchins Avenue; however, no other improvements at the intersection have been completed.

Although the City improved the intersection last year, with the realignment of Smith Lane, the signal phasing, signal locations, and stop bar locations have remained as originally designed.

The distance between stop bars on Route 1 provides an overall intersection length of 120 feet. This significant distance within the intersection produces longer delays within the traffic signal phasing, which is calculated as 35.7 seconds in the Shannon Woods Condominiums Project, and a reduction in overall traffic signal efficiency. In addition to the vehicular traffic inefficiencies within the intersection, the pedestrian crossings require upgrading at this highly utilized intersection. Students, as well as numerous other citizens of Saco, utilize this intersection for crossing the major Route 1 roadway due to its proximity to Thornton Academy, the downtown district, and the commercial and fast food service venues along Route 1 to the north.

Scope of Work

The following improvements are proposed at the intersection of U.S. Route 1 (Main Street), Hutchins Street, and Smith Lane (formerly Shannon Lane):

• 
The length of the intersection, along Main Street will be reduced from approximately 120 feet to 80 feet. This 40-foot reduction will result in a more efficient intersection by reducing the delay time from 35.7 seconds to 15.0 seconds, as illustrated in the Shannon Woods Condominiums Project Traffic Impact Study.

• 
The upgrade and relocation of traffic signal equipment. Mast arms, steel poles and concrete foundations are proposed for this intersection to incorporate the City standard into the new design. The traffic signal pole location on the southeast corner of the intersection (next to Kentucky Fried Chicken) will be modified slightly to remedy an existing problem with accessibility around the existing pole to meet ADA requirements. The proposed pole locations on the northeast and northwest corners of the intersection will be installed closer to the intersection and provide adequate visibility for approaching vehicles. The proposed signal pole location on the southwest corner of the intersection can remain in the original location, or next to it, for ease of installation, which is off the back of the existing 5-foot sidewalk. In addition, in order to provide safe and rapid response time for emergency access throughout the length of the Route 1 corridor, pre-emption equipment is proposed on the north and southbound approaches, as well as a video detection system for each leg of the intersection.

• 
Traffic signal analysis and phasing modifications. With the current realignment of the intersection, performed this year by the City of Saco, and the relocation of traffic signals, crosswalks, and stop bars, this intersection has potential to provide a safer and highly efficient intersection in the center of an area where the City sees the highest vehicular and pedestrian traffic volumes. Currently, the traffic signal consists of wooden poles and traffic signals mounted on span wires in locations that are not aligned with the current approaches.  In addition, the signal is phased with Hutchins Street and Smith Lane (formerly Shannon Lane) as two separate phases. By combining the phases for these two approaches, the overall signal efficiency will improve from an LOS ‘D’ intersection to LOS ‘B’.

• 
Restriping of lane lines and stop bars on Route 1 (Main Street). In order to reduce the overall distance of north-south approach, the southbound Route1 travel lanes must be extended and the stop bar relocated.

• 
The relocation of pedestrian crosswalks to promote safe passing through the intersection. With the relocation of the traffic signal and stop bars, the crosswalks will be relocated to provide clear visibility of pedestrian signals for those in the crossing.

• 
The construction of handicap ramps at the Route 1 relocated crosswalks. With the relocation of the crosswalk on the southbound Route 1 approach, handicap ramps are required to provide adequate access to the crossing.

• 
Miscellaneous restoration of curb and sidewalk associated with handicap ramps and traffic signal relocation. Due to the construction of handicap ramps at the new Route 1 crosswalk,restoration of curb and sidewalk in the location of the existing handicap ramps, to the north, will be required.

Route 112 (North Street) and Industrial Park Road in Saco, Maine
Problem Statement:

Over the past few decades the Route 112 Corridor (North Street) in Saco has become the major east-west commuter route between points west of Saco and the Maine Turnpike, connecting to all areas of the State. This roadway has previously been considered a rural route; however, with the significant increase in residential development west of the Turnpike, and the direct access to I-195 and the Turnpike from areas to the west of Saco, this roadway currently experiences heavy traffic volumes during commuter travel times. In addition, with the proximity of Route 5, another heavily utilized commuter route, to the Route 112 corridor and the connection through residential neighborhoods, long delays to accommodate turning movements in the area are currently being experienced. In order to analyze these growing issues in the area, the Route 112 Corridor Study was performed in September 2005 by Gorrill-Palmer Consulting Engineers, Inc. through funding from PACTS and administered through the City of Saco. This study evaluated the existing traffic operations and forecasted 2010 conditions for the Route 112 corridor from

Spring Street to Louden Road in Saco. As part of this study, recommendations were made for improvements along Route 112 and the surrounding area.

The City of Saco has reviewed and evaluated the Route 112 Corridor Study and has found that the immediate concern in the area is the inefficiencies with the North Street and Industrial Park Road intersection. Current delays at this intersection caused by the growing traffic volumes from the Turnpike interchange and the newly developed residential areas to the west have resulted in an existing level of service (LOS) ‘D’ in the morning, and LOS ‘E’ in the afternoon or evening hours. Following the recommendations outlined in the Route 112 Corridor Study, improvements at the intersection of Route 112 and Industrial Park Road will initiate further improvements along Route 112 from Garfield Street to Tasker Street, as well as on Industrial Park Road from the intersection to the eastbound I-195 ramps. This area has been developed as our project limit for this application.

North Street currently consists of two 14-foot travel lanes and 8-foot paved shoulders on each side of the roadway, 5-foot bituminous sidewalks on both sides and an esplanade provided on the north side of the roadway east of Industrial Park Road, and on both sides of the roadway to the west of Industrial Park Road. The existing travel lanes at the intersection of North Street and Industrial Park Road have been modified over the years, in an effort to accommodate more traffic through the intersection. The existing layout provides a lane for each turning movement for approximately 100 feet in length; however, the overall roadway section and curbline have not been modified. As a direct result of not widening the roadway section, paved shoulders are not currently provided at the intersection. Similarly, the layout of Industrial Park Road provides left-turn

and right-turn lanes on the southbound travel ways from the eastbound I-195 ramp to Route 112.  The southbound side of the roadway section, therefore, has no shoulders provided; however, the northbound side of Industrial Park Road, which currently consists of one 12-foot travel lane, provides an 8-foot paved shoulder.

Another concern in the immediate area of the Route 112 and Industrial Park Road intersection is the connection of Shadagee Road. This roadway provides a connection from Route 5 to Route 112. The current layout of the Shadagee Road and Route 112 intersection is at a 60-degree angle. Because of the 8-foot paved shoulder on Route 112, vehicles are allowed to bypass left-turning vehicles onto Shadagee Road. Left-turning movements out of Shadagee Road onto Route 112 are awkward and provide a dangerous situation for motorists trying to make such a wide turn.

Several local streets within the residential neighborhood located between Route 5 and Route 112 experience cut-through traffic. In addition to Shadagee Road as described above, Tasker Street and Garfield Street are two other streets which see the majority of the cut-through commuter traffic in the area. Due to the close proximity of these streets with the intersection of Route 112 and Industrial Park Road and the traffic volumes experienced on these local streets, mitigation is warranted at these intersections with Route 112.

The Route 112 Corridor Study includes turning movement counts performed in June and July of 2004 by Gorrill-Palmer Consulting Engineers, Inc., as well as crash data obtained from MaineDOT for the period of 2001 to 2003. Maine DOT has identified two areas within the limited project area from the intersection of Garfield Street and Route 112 to the intersection of Tasker Street and Route 112 and the length of Industrial Park Road from the eastbound ramps of I-195 to Route 112 as High Crash Locations. Maine DOT classifies a node as a High Crash Location after meeting two criteria: a critical rate factor of 1.00 or more for a three-year period, and a minimum of 8 crashes over a three-year period. The following are considered High Crash Locations:

• Node 5152 – Route 112 at Garfield Street


19 collisions with a CRF of 3.15

• Node 8770-8072 – Industrial Park Road from Lehner Road to I-195 eastbound ramps


14 collisions with a CRF of 1.16

Other locations within the project area have reported a high number of accidents. Based upon Maine DOT accident data summaries for the three-year study period from 2002 to 2004, the remaining nodes within the project area, and the corresponding critical rate factor associated with each, are as follows:

• Node 5151 – Route 112 at Industrial Park Road


22 collisions with a CRF of 0.89

• Node 5149 – Route 112 at Shadagee Road


5 collisions with a CRF of 0.81

Although the critical rate factors at the intersections described above do not warrant the

designation of a High Crash Location, the critical rate factors are shown as being high

enough to likely trip the two criteria for the Maine DOT designation with expected future

traffic volumes.
The following improvements are proposed on Route 112 (North Street) from Garfield Street to Industrial Park Road:

•
The construction of an additional left-turn lane onto Industrial Park Road for eastbound traffic on Route 112;

• Provide adequate taper length from existing one-lane eastbound on Route 112, west of Garfield Street, to the proposed three-lane travel section on the eastbound side of Route 112, east of Garfield Street;

• Provide 4-foot paved shoulders on each side of the roadway;

• Install vertical granite curbing along length of project area; and

• Relocate bituminous sidewalks to provide adequate area for the layout described above, as well as 4-foot grassed esplanades.

The following improvements are proposed on Route 112 (North Street) from Industrial Park Road to Tasker Street:

•
Construct a four-lane roadway section with 12-foot travel lanes on Route 112 from Industrial Park Road to Tasker Street;

• Construct a dedicated right-turn lane on Route 112 (eastbound) approximately 140 feet in length, approaching the intersection of Tasker Street;

• Construct 4-foot paved shoulders on each side of Route 112;

• Install vertical granite curbing along length of project area;

• Relocate bituminous sidewalks to provide adequate area for the layout described above, as well as 4-foot grassed esplanades; and

• Realign the end of Shadagee Road to provide a 90-degree angle with Route 112, in alignment with Oakwood Drive.

The following improvements are proposed on Industrial Park Road from Route 112 (North Street) to the I-195 eastbound ramps:

•
Construct an additional 12-foot travel lane northbound on Industrial Park Road from Route 112 to the I-195 eastbound ramps;

• Construct 4-foot paved shoulders on each side of Industrial Park Road; and

• Construct a dedicated right-turn lane on Industrial Park Road at the eastbound I-195 ramps with small channel island to direct traffic.

The following improvements are proposed at the intersection of Route 112 (North Street), and Industrial Park Road:

•
Construct a dedicated right-turn lane on Route 112 (westbound) approximately 140 feet in length, approaching the intersection of Industrial Park Road;

• 
Provide dual left-turn lanes on Route 112 (eastbound) onto Industrial Park Road, and one lane allocated for through traffic;

• 
Construct a dedicated right-turn lane on Industrial Park Road (southbound) approximately 300 feet in length, with a delta island to facilitate the turning movements of large trucks, with a 4-foot paved shoulder;

• 
Install vertical granite curb throughout intersection;

• 
Upgrade the existing traffic signal to accommodate new turning lanes at the intersection, as well as provide the City of Saco standard traffic signal system, which includes mast arms in lieu of the existing span wire system; and

• 
Install new traffic signal at the right-turn lane from Industrial Park Road onto Route 112.

The following are general land acquisition requirements in the project area:

•
Land acquisition will be required at the intersection of Route 112 and Industrial Park Road to accommodate the dedicated right-turn lane from Industrial Park Road (westbound), and the associated traffic island;

• 
It is anticipated that the remainder of the Industrial Park Road construction will be provided within the existing right-of-way. Temporary grading easements, however, may be required to complete the proposed construction activities;

• 
Land acquisition will be required on the westbound approach of the intersection of Route 112 and Industrial Park Road to accommodate the additional turn lanes proposed in this application; and

• 
Additional land acquisition may be necessary in some locations along the Route 112 corridor to accommodate the widened roadway section.

Intersection of Elm St. (US Route 1), Scamman St., Temple St., and Thornton Ave.
Problem Statement:

The intersection of U.S. Route 1 (Elm Street), Scamman Street, Temple Street, and Thornton Avenue located in Saco, Maine has a level of service ‘D’ during peak-hour traffic flow conditions during the off-peak tourist season. Traffic volumes on U.S. Route 1 are significant, (approximately 20,000 AADT), with seasonal variation in traffic volumes spiking during the summer months when the level of service would be lower. 

The overall volume to capacity ratio is over 1.00 for peak-hour traffic. This intersection is a focal point of concern for the City of Saco due to many factors including: the proximity to the Fire Department and the Police Station, the intersection is a major arterial through Southern Maine, and the intersection is a major intersection for local traffic connecting the residential and commercial districts of the City. The intersection also becomes a detour route during special City events on Main Street, which runs parallel with Elm Street.

Due to the concerns associated with congestion of the intersection in such close proximity to the Central Fire Station, located on Thornton Avenue, and the Police Station, located on Storer Street, the City of Saco has taken action with the installation of the video detection system as part of the upgrades to the existing traffic signal system. This allows emergency access through the intersection and reduces critical response time for emergency vehicles. By upgrading the existing traffic signal equipment with the installation of a video detection system, the City has improved the intersection from a level of service ‘D’ to a level of service ‘C’. Although the traffic signal system reliability and the emergency access through the intersection have been addressed in a previous project, capacity and efficiency of the intersection continue to be concerns for the City.

The current intersection layout is such that the total length between stop bars on Elm Street is approximately 150 feet. The required length of time that a vehicle takes to clear the intersection is substantially longer than at other intersections within the City. As a result of this layout, the City has reported a high number of vehicles going through red lights, as many vehicles during periods of high volumes are stranded within the center of the intersection. This, in turn, results in traffic, moving in the opposing direction, being unable to cross the intersection and compounds the congestion problems. Another negative factor associated with the length of the overall intersection is speeding. As motorists try to quickly clear the intersection, crossing by pedestrians becomes unsafe. The intersection is in the center of a mixed commercial and residential area. Pedestrian traffic is common through the intersection as it links the nearby neighborhoods with a large shopping center and neighboring commercial development. The intersection is also located on a major bus route through the City, which transports residents between Biddeford and Portland.

Another issue that needs to be addressed within this intersection is the existing roadway

alignment within the right-of-way. At the corner of U.S. Route 1 (Elm Street) and Temple Street, the curb line is outside of the right-of-way. The existing sidewalk is also located outside of the right-of-way and directly abuts the former Ace Hardware store located on the corner. The City is proposing the realignment of the curbline on Temple Street to allow the entire roadway to be located within the surrounding area.

Scope of Work

The following improvements are proposed at the intersection of U.S. Route 1 (Elm Street), Scamman Street, Temple Street, and Thornton Avenue:

•
The length of the intersection along Elm Street will be reduced from approximately 150 feet to 100 feet. This 50-foot reduction will result in a more efficient intersection. The existing alignment of the intersection promotes the running of red lights as the light may turn from yellow to red before a vehicle has time to clear the intersection. During periods of heavy traffic, many vehicles are stranded in the middle of the long intersection and therefore traffic in opposing directions is unable to traverse the intersection. By shortening the length of the intersection, many of the existing problems will be eliminated.

• 
Right-of-way alignment for the intersection will be modified to allow broader turns at the corners of Elm Street and Scamman Street, Scamman Street and Temple Street, and Temple Street and Elm Street. Additional right-of-way will be required to accommodate the 6-foot sidewalk and 2-foot shoulders that are proposed along both sides of Scamman Street. The turning radius at the corner of Elm Street and Scamman Street will be improved from 18 feet to 40 feet. The turning radius at the corner of Scamman Street and Temple Street will be improved from 5 feet to 15 feet. The turning radius at the corner of Temple Street and Elm Street will be improved from 9 feet to 20 feet. By modifying the corner of the existing intersection, larger trucks will have less difficulty maneuvering through the intersection.

• 
The relocation of Temple Street roadway, sidewalk, and curbing within the City right-of-way. Previous to the intersection design, a survey of the property at the corner of Temple Street and Elm Street was completed. The existing sidewalk and curbline are located outside of the right-of-way. As part of this project, the City has addressed this issue and realigned Temple Street. By realigning the roadway, the proposed curb and roadway will completely fall within the right-of-way. The existing sidewalk will be continued to abut the proposed curb line. All work within the existing sidewalk and roadway is considered part of the prescriptive easement as defined by Maine Department of Transportation. As described above, the turning radius at this corner will be increased due to the realignment of the curbline.

• 
The existing traffic island within Scamman Street will be relocated and will include a traffic signal mast and arm. The existing traffic island will be relocated to allow for an exclusive right-turn lane from the southbound Elm Street approach. This relocation allows the length of the intersection from the southbound stop line to the northbound stop line on Elm Street to be shortened by approximately 50 feet. Crosswalks will be restriped and allow the traffic island to be a pedestrian haven while crossing the intersection.

• 
The installation of traffic signal foundations and relocation of signal equipment. With the recent installation of an upgraded traffic signal system at the intersection, additional work associated with the alignment of the intersection will include the installation of a 30-inch foundation for a traffic signal pole within the proposed island, and a new foundation for an 18-inch pedestrian pole at the Elm Street and Scamman Street corner. Conduit realignment associated with these realignments will also be required; however the poles and signal equipment currently existing at the intersection and can be reused in the new design.

• 
New pavement markings are proposed for this intersection.

• 
All existing sidewalk disturbed due to the installation of signal equipment will be replaced in kind.

• All curbing disturbed due to the installation of the signal equipment will be removed and reset.

SCARBOROUGH

Dunstan Corner – Route 1, Broadturn Road & Pine Point Road and Route 1, Harlow Street & Payne Road

Problem Statement

Please refer to the copy of the 2002 Traffic Study prepared for the town.

Scope of Work

Figure 15a and 15b from 2004 Townwide Transportation Study attached.  The estimated 2004 cost of construction is $3,066,000 (refer to attached summary of cost).  

Route 22, Beech Ridge Road & Saco Street

Problem Statement

Route 22 (County Road) has long been a major commuter travel corridor between residential communicates to the west and the business communities located in the Greater Portland area. Through traffic daily, during both peak commuter hours, experience considerable vehicle delay at both major signalized intersections in the Town of Scarborough as well as intersections in the neighboring communities of Westbrook and Gorham. Improvements, both extensive new corridor roadways and/or TSM improvements to the corridor, have been explored for years and because of funding and local concerns have yet been implemented. PACTS has estimated that the rate of traffic growth in the corridor will slow but continue to increase through the year 2020.  The recently completed Town of Scarborough Transportation study has identified the intersection of Route 22, Saco Street and Beech Ridge Road as an intersection with significant capacity constraints.  Level of Service F conditions exist on at least one leg to the intersection where the average number of vehicles queued on this approach alone exceeds 35 vehicles during the PM peak hour. The present design of the signal system and roadway geometry do not account for he numerous high volume turns within the intersection. The signals operate on a simple two-phase operation without a protective signal phase for either left or right turn-movements.  A single lane, 12-feet in width, is provided on each approach, ye the volume of turning vehicles exceeds the v9olume of through traffic in some instances. The Town of Scarborough has recently adopted a long range total to improve the facilities for other modal travel within the community.  Each leg of the intersection under present conditions precludes the safe travel of either or both modes of travel (bicycle/pedestrian).  The roadway shoulders are gravel versus paved, the signal system does not provide signal equipment for pedestrian and the required approach signing for both modes of travel doesn’t exist on any of the intersection approaches.  

Scope of Work
Figure 11a from the 2005 Town of Scarborough Transportation Study is attached.  The estimated 2004 cost of construction is $1,116,000 (refer to attached summary of cost information). 

Route 114 @ Running Hill Road

Problem Statement:

Both Route 114 and Running Hill Road are major travel routes connecting the Payne Road/Route 1 corridor with points west of the Town of Scarborough.  A gravel road, Larrabee Farm Road, forms the fourth leg of this very busy intersection.  The Running Hill Road approach to the intersection is skewed at an angle considerably less than 90(.  Very heavy volumes of commuter traffic travel on both roadways during both peak periods.  An afternoon manual traffic count, conducted in 2003, shows that more than 1,580 vehicles travel through the intersection.  High volumes of traffic turn either to or from the Running Hill Road approach onto Route 114.  MDOT has identified this location as a high accident location based upon the most recent three-year (2002-2004) accident records.  The total number of crashes reported for the intersection was 19 and the computed critical rate factor exceeds 2.50.  A capacity analysis of existing 2003 “peak” traffic conditions shows the intersection operates with very excessive delays on the Running Hill Road approach (delay exceeds 212 seconds, LOS is F), which operates under stop control.  Further, traffic turning left from eastbound Route 114 onto Running Hill Road oftentimes blocks the flow of eastbound through traffic because the length of the left-turn lane is inadequate for the high volume of left turning traffic.  Although the volumes of bicyclists and pedestrians are very low, the present roadway design does not safely accommodate either activity.

Analysis:  A traffic signal warrant analysis was completed for this location based upon nine-hour traffic data collected during 2002.  The analysis was completed applying procedures outlined in the recent 2000 edition of the Manual of Uniform Traffic Control Devices.  The results of the analysis, which is attached for reference, clearly shows that sequenced traffic signals are warranted at this very heavily traveled intersection.  A capacity analysis was completed for the intersection based upon the improvements depicted on the attached Figure 12 and 2025 turning volume data prepared by PACTS.  The results of the 2025 analysis shows the intersection, under full traffic signal control, will operate at a very acceptable Level of Service B condition. (A copy of the SYNCHRO analysis for the intersection is attached.)
Proposed Scope of Work: 

Figure 12 from the 2005 Town of Scarborough Town wide Transportation Study attached.  The estimated 2004 cost of construction is $594,000 (refer to attached summary of cost information).

Payne Road @ Holmes Road

Problem Statement:

This major traffic signalized intersection located on Payne Road provides a vital link between residential properties to the west, direct access to the Scarborough Downs property, which is a very expansive piece of property that awaits considerable development pressure over the next 5 to 10-years, and both through and localized commuter traffic traveling to/from the south. The Maine Department of Transportation has identified this intersection as one that currently experiences a higher than expected number of vehicle crashes. Based upon the latest three-year study period, both the number of (15) and the calculated Critical Rate Factor (1.01) exceed MDOT’s threshold for identification of a high crash location. 

The recently completed Scarborough Transportation Study identified this location as one that will experience considerable vehicle delay under projected 2025 travel conditions. At least two of the four intersection approaches will operate at LOS E and the expected length of vehicle delay will exceed 70 seconds on both approaches. The same Transportation Study also identified a growing need and desire Town Wide to provide improved facilities for both bicyclists and pedestrians, especially in densely populated residential areas. The present intersection configuration provides adequate paved shoulder width on three of the four legs to the intersection; yet, the intersection traffic system isn’t equipped to provide concurrent pedestrian signal crossings at the intersection. 

Analysis: The future year 2025 capacity analysis of the intersection, again, shows that without improvements this critically vital intersection within the Town of Scarborough will operate at unacceptable level of service. (Copies of both future capacity analysis work sheets are attached.) With the proposed improvements the intersection can be expected to operate at Level of Service D or better on each of the four legs to the intersection. The proposed improvement strategy will have a profound impact on improving safety conditions within the intersection. The added travel lanes and the extension of existing turn lanes lengths will further improve the operation of the intersection.

Proposed Scope of Work: 
Figure 8 from 2004 Townwide Transportation Study, which is attached, provides a detailedplan of proposed improvement.  The estimated 2004 cost of construction is $1,130,000.   


Pleasant Hill Road @ Highland Avenue    

Problem Statement:

This multi-way stop controlled intersection is a “key” intersection connecting a number of very large residential neighborhoods to the Route 1, Route 207 and Route 77 corridors. In addition, it provides connecting access from the residential neighborhoods of Scarborough to large residential areas in the adjacent City of South Portland.  Recent residential growth, both in this section of the Town of Scarborough and adjacent area in South Portland, have created both high levels of vehicle delay at the intersections during peak periods.  At least one of the “legs” to the intersection operates at Level of Service F during the PM peak hour.  The resulting vehicle queue on this leg of the intersection oftentimes exceeds 8 vehicles or a distance of more than 150-feet.  Further, DOT’s most recent safety records, 2002 through 2004, indicate that a vehicle crash problem above the statewide norm for similar intersections exists at the project location.  A total of 9 accidents were reported over the three-year study frame and the Critical Rate Factor exceeded 1.75.  The recently completed 2004 Town Wide Transportation Study determined that this location presently meets the warrants for sequenced traffic signals.  Further, that due to the heavy volumes of traffic traveling through the intersection during peak travel times, additional travel lanes were required to provide acceptable levels of service on each approach to the intersection.  The same Transportation Study also identified a growing need Town Wide to provide improved facilities for both bicyclists and pedestrians, especially in densely populated residential areas.  The present intersection configuration provides adequate paved shoulders on one of the four legs to the intersection, thereby, virtually denying safe passage through the intersection for either bicycle operators and/or residents walking.  Emergency apparatus exiting the adjacent fire barn enter the intersection without the benefit of protective traffic signal sequencing.  This operational tactic creates very unsafe travel conditions at the intersection during an emergency run from the facility.

Analysis:  The Transportation Study tested the proposed level of improvements under projected 2025 travel conditions to determine if the level of improvement was adequate to accommodate future travel demand.  The 2025 pre-improvement level of service (LOS F) conditions on two of the four approaches and resulting vehicle delay in excess of 70 and 300 seconds on each of the two approaches.  The post-improvement analysis shows that the intersection can be expected to operate with 14 seconds of average delay, which is a LOS B condition.

Proposed Scope of Work 
Refer to attached Figure 27 from 2004 Town Wide Transportation Study.  The estimated 2004 construction cost = $615,000 (refer to attached summary of cost).

Route 1 @ Old Blue Point Road  

Problem Statement:

This intersection has, for years, been troubled with a high incidence of traffic accidents. MDOT’s latest three-year report shows that the historical trend continues.  MDOT’s report shows that a total of 12 vehicle crashes have occurred in the three-years and the computed Critical Rate Factor was 1.46, which indicates that accidents are occurring at a rate above the Statewide average for a similar location.  The enclosed Vehicle Collision Diagram, prepared for the study years 1999 through 2001, shows that approximately 50% of the collisions occurring at the intersection involve SB Route 1 through vehicles “rear-ending”queued vehicles awaiting to turn left onto Old Blue Point Road.  During the peak summer months it is not uncommon to observe 4 to 5 vehicles queued on the southbound Route 1 approach waiting to make the left-turn onto Old Blue Point Road.  The intersection capacity analysis completed for the intersection, based upon 2003 peak travel conditions, affirms this visual observation.  The analyses shows that the 95 percentile vehicle queue of the left-turn movement is approximately 2 vehicles in length during the peak summer months.  The Scarborough Fire Chief for years has been concerned with the lack of traffic control for emergency fire apparatus at the Dunstan Fire Station.  At present, during emergency situations, an overhead single flashing red light warns approaching vehicles on both approaches to Route 1 that fire equipment are responding to an emergency.  In the peak summer months, it is oftentimes difficult for the Fire Apparatus to secure an emergency travel lane for response.  Pedestrians and bicyclists traveling through this quite busy intersection, especially attempting to cross Route 1, are generally doing so at a very high risk.  The end result is that most people resort to automobile travel to lessen the level of risk.









Proposed Scope of Work:

The proposed improvement plan calls for widening Route 1 to provide four through travel Lanes and an exclusive left-turn lane four southbound traffic turning onto Old Blue Point Road.  The widened lanes will meet current MDOT design standards for an Urban Arterial Roadway.  The Old Blue Point Road approach will be widened for a short distance to provide two exit lanes onto US Route 1.  The intersection will be signalized with fully actuated traffic signals that include a fire pre-emption phase for the Dunstan Fire Station and pedestrian actuated signals for crossing each of the three legs to the intersection.  A five-foot asphalt sidewalk will be constructed on both sides of Route 1 throughout the project limits.  In addition, 4-foot wide paved shoulders will be added to both sides of Route 1 to accommodate bicycle travel through the corridor.  Access control of all Intersecting driveways will be a major component of the improvement plan.  Refer to Attached Figure 14 from 2004 Townwide Transportation Study for additional detail.  The Estimated 2004 Cost of Construction = $1,068,000 (refer to attached summary of cost information).
Analysis:  The 2004 Transportation Study completed a 2025 pre and 2025 post-improvement capacity analysis for the proposed improvements and determined that the level of improvement proposed will result in acceptable levels of service in 2025 at this very busy and critically unsafe intersection. The intersection can be expected to operate at Level of Service B conditions, with the proposed improvements in 2025.  The Town has held multiple meetings where the overall improvements presented in the 2004 Transportation Study have been reviewed and discussed.

SOUTH PORTLAND

Cottage Road / Highland Avenue / Richland Street

Problem Statement

The intersection of Cottage Road/Highland Ave./Richland St. currently operates at a level of service E or capacity in the PM peak hour. The existing wire pavement detection loops are not functioning and the controller is very old and in need of replacement. There are no pedestrian push buttons or pedestrian signal heads for the Highland Ave. crosswalk or for the west corner of the Richland  St. crosswalk on the south side of Cottage Road.

                                                                      AM Peak         Afternoon
           PM Peak







       Hour
    Peak Hour
          Hour

Existing 7/05 Operation

Max V/C*



         .79
           .83
            1.13

Intersection Signal Delay


       30.6”                35.8”
          72.2”

Intersection Level of  Service                             C
          D

  E

Proposed Scope of Work

This project will replace all existing 8”vehicular signal heads and add the missing pedestrian pushbuttons, poles and signal heads. The controller will be replaced with a new controller meeting current MDOT specifications. All approaches will have new wire pavement loop detectors. The intersection will operate as a fully actuated isolated intersection. If the Broadway system controllers are upgraded a wireless connection to this system at Cottage Road will permit this isolated intersection to become part of the longer coordinated system.

                                                                     AM Peak
Afternoon
PM Peak






     Hour
Peak Hour
    Hour

Fully Actuated Future Operation

Max V/C*



           .66
          .73
       .91

Intersection Signal Delay
                    23.9” 
      29.8”
   46.0”

Intersection Level of Service

           C
        C

       D

Rt.77/ Erskine Drive. (Waterman Dr. Connector) to Rt. 77/Waterman Dr.  Anthoine St./Broadway to Waterman Dr. /Broadway then Waterman Dr./Broadway to Cottage Rd./ Broadway

Problem Statement

The Broadway system of traffic signals was intended to include the intersections of Broadway/Anthoine Street, Broadway/Waterman Drive, Broadway/Ocean Avenue and Broadway/Cottage Road.  Based upon my [Jack Murphy, P.E.] inventory of the system controller timings and coordination plan splits, this system currently cannot operate with coordination.

The type of communications between controllers is a nine wire copper cable that was usually used to coordinate fixed time electro-mechanical controllers of 1960s vintage.  The controllers in the system are digital solid state Multisonics 820A type of 1985 vintage and are the same as on the State/High Street system in Portland.  However; in recent years the controller at Broadway/ Cottage Road was replaced by a “PEEK” LMD 9200 which is not connected to the system communications by a D - Connector.  Therefore, this “system” is not a system in operation but operates as 3 isolated, fully actuated intersections (One controller operates Broadway/Anthoine Street and Broadway/Waterman Drive, thus insuring that only these two locations are in coordination with each other).

Another problem with the Broadway system is that the controller at G.E.Erskine Street and the Bridge Approach is not connected to the Waterman Drive/ Broadway intersection.  Therefore, if coordination was provided from Broadway toward Portland, this G.E. Erskine Street signal will, at random, stop the traffic flow just as it does at present.

The most recent 3 years of accidents in the MARS printout of MDOT for 2002 through 2004 shows that the system (including Rt.77 from Erskine Drive) had 209 accidents over the period with a critical rate factor of 2.17. There were 162 of these accidents that occurred at the system intersections (only 9 accidents occurred at unsignalized intersections).

Proposed Scope of Work

The Broadway Rt.77 system should provide coordinated traffic signal operation to decrease delay and related fuel consumption. This improvement in traffic flow will also eliminate some of the entire constant stop and go short block flow that most probably is an underlying causal factor in many of the accidents in the system.

The system traffic signal cabinets and controllers must be replaced and improved communications installed along Rt.77 and Broadway. The system controllers should be upgraded to the same specifications as the new Maine Mall system with fiber optic cable and ethernet connections to each controller. Where cable can not be economically installed wireless communications links to the fiber connected controllers will be an acceptable substitute.

The wireless communications link would be between the G.E. Erskine intersection at Rt.77 and the Waterman Drive controller.   The existing communications copper cable along Broadway between the Waterman Drive and the Cottage Road controllers would be replaced with fiber optic cable. There would be 4 new TS 2/Type 1 controllers and P – cabinets installed to replace existing controllers and cabinets. The system would have a dedicated VPN tunnel as connection to the new Maine Mall Master. The connection would begin at a new router in the nearby fire station on Broadway and Armory St. There would be at least 8 system detectors to use for traffic responsive operation. In the future, the intersection at Cottage Road and Highland Ave. and Richland St. may be added to the system by a wireless connection if a new controller is installed at the intersection.

COST ESTIMATE:   

1. Controllers and Cabinets (4)
$70,000

2. System Detection
$ 10,000 

3. Fiber Optic Cable
$ 15,000

4. Wireless Connections
$ 7,000

5. Router & Software
$ 3,000

6. Engineering
$15,000

    Total
                                         $120,000

Maine Mall Road at the Maine Turnpike Access Road and Philbrook Avenue

Problem Statement

MaineDOT initially identified the current Philbrook Avenue/Maine Mall Road intersection for the location of a new traffic signal.  However, the alignment was sharply curved, and a total taking of an adjacent Mobil Station was needed.  It became apparent the alignment would restrict building-out the intersection for the additional turning lanes needed.

Therefore, an improved alignment was suggested at a location further to the south on the intersection of the SR703 westbound ramps with Maine Mall Road.  This new location allowed for good approach visibility; allowed the Mobil Station to remain in service; and retained full access connections to existing businesses opposite the ramps.  However, this location was deemed feasible only in combination with a widening of the Payne Road Bridge over SR703, scheduled to be in-place before construction of the Philbrook Avenue improvements. 

This project was a recommendation of a study completed by MaineDOT and PACTS in 2000—the Maine Mall Area Transportation Plan—that was intended to lay out a coordinated set of improvements to address safety, congestion, and related issues in the Mall area of Scarborough and South Portland.  Following the study, MaineDOT agreed to implement the Philbrook Connector and proceeded with it through the Preliminary Design stage.  At that point, however, additional funding was needed for the replacement of the Payne Road bridges and the Philbrook Connector project lost its funding and was postponed indefinitely.  This application seeks to revive the project.

The Philbrook Connector relocates a portion of Philbrook Avenue and combines it with the Rt. 703 westbound on and off ramps.  This enables the intersection of the old Philbrook Avenue with Maine Mall Road to become an unsignalized right-in and right-out type of intersection.  Where currently there are signalized intersections on Maine Mall Road at both the Rt. 703 on/off ramps and the current Philbrook Avenue, the creation of the Philbrook Avenue Connector would result in just one signalized intersection.   This will enhance the investment made in improving the Payne Road Bridges by reducing congestion and accidents on Maine Mall Road.

The following summary is taken from the introduction of the Fay, Spofford & Thorndike Preliminary Design Report of 2003:

Existing roadways support major commercial and industrial development in the South Portland and Scarborough areas, and often times operate at or over capacity. The economic viability of the area is dependent on uninterrupted and improved traffic flow along the Payne Road/Maine Mall Road corridor, and access to and from the Portland area along SR 703. The solution for these objectives is to combine two closely positioned intersections on Maine Mall Road into a single connection located at the present intersection of the SR 703 westbound ramps and Main Mall Road. A leg of the existing SR 703 westbound ramps will be converted to a connecting roadway between Philbrook and Maine Mall Roads. In that use is changed, it seems reasonable to rename the roadway, describing the new link as the new Philbrook Connector. The Philbrook Connector ensures continued traffic circulation in and around the mall area.

Proposed Scope of Work

According to the 2003 PDR, “the proposed work includes full-depth reconstruction, box widenings and overlays.  Curbing is proposed where profile grades exceed 3%, and adjacent to proposed sidewalks.  Work includes drainage, lighting, signing and guardrail improvements throughout.  This will be a borrow project.  Construction of fills in excess of 2.0m± may require the use of soils-mixing technology.”

For additional information on the scope of the Philbrook Connector project, please see the Preliminary Design Report.

Given the cost of the project—estimated to be $4,620,000 in current dollars—it is proposed that this project be funded (from all sources, including the local match) in phases, as follows:


Phase I
2006/2007 BTIP
$950,000
PE, ROW, Initial site work


Phase II
2008/2009 BTIP
$1,835,000
First half of construction


Phase III
2010/2011 BTIP
$1,835,000
Second half of construction



Total
$4,620,000

WESTBROOK


William Clarke Drive/ State Route 25

Problem Statement:

William Clarke Drive (Route 25) was constructed through Westbrook in 1971 as part of the City’s Urban Renewal Program.  This new four-lane roadway was designed to serve as a bypass of Main Street for through traffic.  Today’s volumes on this roadway are approximately 20,000 vpd.  Through traffic moves relatively well through this corridor but at the expense of local traffic and pedestrians.  Since it was constructed, William Clarke Drive has divided the City and acted as a barrier between the downtown and the adjacent neighborhoods to the south.  Currently, safety has become a major concern for the corridor, especially for pedestrians.  In the three years from 1998-2000 there were a total of 206 accidents within the corridor, including 120 personal injuries and 1 pedestrian death.  The unsignalized intersections of Church, Brackett, Central and Mechanic are all high accident locations with critical rate factors greater than 1.0.

The City of Westbrook is undergoing a major redefinition of its image from a “mill town” to a “high-tech business center”.  Large private and public investments are being made to accomplish this vision.  The redesign of William Clarke Drive is a key infrastructure change aimed at fostering a different public perception of the City.  To date, the project has been designed and all Right-of-Way purchased and the first phase of construction is scheduled to begin in the spring of 2006 and the second phase beginning next summer.  A total of 5 phases will be needed to complete the project.

With the above background in mind, the purposes of the project are fourfold:

1. To improve safety, particularly pedestrian

2. To improve traffic flow for both local and through vehicles

3. To improve the aesthetics of the corridor, and the City’s image

4. To improve neighborhood and pedestrian connections with the City’s downtown.


Proposed Scope of Work

The project will include the following elements:

· William Clarke Drive will be widened to a four-lane divided corridor with a landscaped median and left turn pockets at major intersections.  The existing pavement core will be retained and box-cut widened to accommodate the new typical section.  The existing pavement will be milled to remove rutting and overlaid in conjunction with the new pavement construction to provide a complete new wearing surface for the final pavement markings.

· Pedestrian crossings will be strategically located and specially designed for user safety.

· A right turn lane will be added on Spring Street at William Clarke Drive for northbound approaching traffic.

· A new closed loop traffic signal system will be installed connecting 11 intersections within the City’s downtown district to improve coordination of traffic flow.  Total coordination will not occur until all phases of construction are complete.

· Landscaping and signing will be added to the William Clarke Drive corridor to improve the appearance of the area and to provide important destination information about the City’s revitalized downtown.

Cost Estimate for this work is $2 million.

RECONSTRUCTION PROPOSALS

BIDDEFORD

South Street Reconstruction

Problem Statement:

Due to the age (this is a backlog road on the MDOT list which needs to be to re-construction in accordance with MDOT standards), the existing condition of this road and traffic volumes on this roadway, we are requesting that a full reconstruction be preformed as the road is not in compliance with current MDOT standards.  The proposed upgrade will deliver the required results for the increase in volume the road will see in the future.  This stretch of road provides access to residential neighborhoods, ball fields, high school, a city park and a neighborhood convenience store/deli.  Traffic from Route One heading toward western Biddeford and Dayton utilize this roadway.

Positive Points for this proposal:

We are maintaining/upgrading an existing major collector, thereby improving roadway capacity along this corridor.

Proposed Scope of Work: 

South Street was built before MDOT standards were implemented therefore the City is proposing a full reconstruction of the roadway – sub base, base and pavement.

This section of road contains municipal water, and sanitary sewer.  Drainage is a problem along a portion of the road near the intersection of Main St. and a combination of subsurface drainage and ditching will need to be incorporated into this project.  

Sidewalk improvements would need to be included in the proposal for this section from Highland to Mai Street.  The sidewalks should be asphalt with asphalt curbing.

Estimated Cost for this project is approximately $915,000, based upon a linear foot cost $255/ft which we utilized recent bids with a 20% contingency.

MaineDOT Preliminary Conceptual Engineering (PCE)

(Please refer to page 20 of the March 2004 PACTS TIP Policies and Procedures document for details.)

Biddeford

Main Street Reconstruction

Problem Statement:

Due to the age (this is a backlog road on the MDOT list which needs to be to re-construction in accordance with MDOT standards), the existing condition of this road and traffic volumes on this roadway, we are requesting that a full reconstruction be preformed as the road is not in compliance with current MDOT standards.  The proposed upgrade will deliver the required results for the increase in volume the road will see in the future.  This stretch of road provides access to residential neighborhoods, ball fields, High school, a city park and a neighborhood convenience store/deli.  Traffic from Saco heading toward western Biddeford and Dayton utilize this roadway.

Positive Points for this proposal:

•   We are maintaining/upgrading an existing major collector, which serves as a by-pass road connecting Route One to South Street, which thereby improves roadway capacity along this corridor.

Proposed Scope of Work:

The existing Main Street is in very poor condition and was built well before MDOT standards were implemented therefore the City is proposing a full reconstruction of the roadway – sub base, base and pavement. 

This section of road contains municipal water, and sanitary sewer.  Drainage is a problem along this stretch of road and a combination of subsurface drainage and ditches will need to be incorporated into this project.  For the first 0.40 Mile section from South Street has no sidewalks, curbing or drainage.   For the last 0.55- mile section from South Street has a 5’ asphalt sidewalk with asphalt & granite curbing and some subsurface drainage.  There are some short sections of roadway where we have granite curbing would need to be removed and reset during the road construction project.  We would be proposing to upgrade the existing sidewalk and create a sidewalk where there currently isn’t one.

CUMBERLAND

Tuttle Road Reconstruction
Problem Statement:

Tuttle Road is a major access route to Cumberland Center from Foreside Road

(Route 88) and Route 1 via the Tuttle Road Ramp A-1. It is classified as a

Collector, and serves the surrounding Cumberland residential communities. The

Cumberland Town offices and the Mabel I. Wilson Schools, as well as the new

Twin Brook Recreation area are all located along Tuttle Road. The horizontal

alignment of Tuttle Road is essentially straight within the proposed limits, while the

vertical alignment is rolling on the east end; flattening out towards Cumberland

Center.

Widening for a bike route was completed along both sides of Tuttle Road in 1996,

adding 4-foot wide shoulders. That project included additional roadway widening

in some sections to provide consistent 11-foot wide travel lanes, for a total

pavement width of 30-feet for the length of Tuttle Road under consideration. All

widening was completed following existing pavement cross slopes (i.e. the slope of

the roadway travel lane perpendicular to the centerline). In addition, it appears that

Tuttle Road within the proposed limits has been overlaid after the 1996 widening

was completed, since no pavement joints are now visible.

Today, although much of the roadway pavement appears to be in fair to good

condition, the cross slopes range from 0.5% to 9% on both sides. Much of the

roadway travel lanes average over 5% cross slope, which can be hazardous to

users, especially in adverse weather conditions. Some locations near adjacent

waterways, “weeping” hillsides or in the sag of a vertical curve experience drainage

deficiencies resulting in puddling or subgrade moisture retention. These areas of

pavement are deteriorating at the edges, or are in stages of subgrade failure

resulting in large cracks in the pavement surface.

Existing guard rails within the proposed project limits are substandard in either

materials or placement, and present a potential hazard for errant vehicles

impacting them.

An additional drainage issue involves the condition of existing adjacent waterways

and ditches. These ditches and waterways are extremely choked with vegetation

such that the efficiency and effectiveness of drainage culverts beneath the

roadway is compromised. The result is potentially plugged culverts and

overtopped roadways.

At least 2 locations where large metal culverts convey small watercourses under

the roadway, evidence is visible where recent rainstorms, coupled with a large

quantity of vegetative material, has resulted in overtopping of the roadway by

storm water flows. Although no hydrology or hydraulic studies have been

performed, it is noted that tall grasses, shrubs and other riparian vegetation has

been observed at or near culvert inlets and outlets, and would tend to obstruct

flows that are above the normal or average.

In addition to the roadway condition and drainage issues, pedestrians that use this

route are forced to share the bicycle lane along the roadway shoulder between the

Schools and Twin Brook Recreation Area. This 1.3-mile section of rolling roadway

contains many locations where pedestrians can be hidden from drivers. With 11-

foot wide travel lanes on an adverse cross slope, this presents a very real hazard

to pedestrians along a 4-foot wide roadway shoulder.

Finally, existing utility poles are located within an average of approximately 3-feet

from the edge of the paved shoulder, and as close as 1-foot in some places.

These are within the MaineDOT defined Clear Zone and present a “deadly fixed

object” hazard to motorists.

Proposed Scope of Work

It is proposed to remove and recycle in-place the top 12-inches of pavement and

subbase material for the length of Tuttle Road between Route 9 and Middle Road.

Cold milling the entire 30-foot width, one side at a time, is the proposed method.

The resulting mixed material would be regraded and compacted to form a 30-foot

wide roadway section with maximum 2% cross slopes from the centerline to the

edges of the paved shoulders. New Hot Mix Asphalt paving (4-inches of ¾ -inch

and a 2-inch surface course of ½ -inch) would then be placed over this reclaimed

subgrade, resulting in a slightly raised and appropriately sloped roadway surface.

Guard rail sections would be upgraded or replaced with current approved

MaineDOT standard elements, or reset at standard approved vertical and

horizontal locations.

Existing drainage facilities would be protected and utilized where possible, and

upgraded as necessary. Underdrains are proposed for those sections of roadway

that are currently experiencing deterioration due to excessive subgrade moisture.

Where large metal culverts convey waterways under the roadway, it is proposed to

clear all vegetation around the inlets and outlets to at least the right-of-way or

channel diversion limit lines, and place appropriately sized riprap to protect the

stream banks and inhibit further vegetation growth.

Additionally, it is proposed to construct a new 5-foot wide pedestrian walkway from

Meadow Way where the existing walkway ends, to Twin Brook Recreation Area;

approximately 1.3 -miles long. The walkway would be constructed separate from

the roadway, where possible, in order to preserve a buffer between roadway traffic,

bicyclists and pedestrians. In some places, a separate walkway would not be

feasible due to proximity of hillsides, waterways or private obstructions. In these

areas, a walkway adjacent to the roadway shoulder is proposed, elevated and

separated by bituminous curbing. The walkway would be located behind guard

rails sections where appropriate.

FALMOUTH

Middle Road Widening 

Falmouth Maine

Problem Statement:

This section of Route 9 has never been constructed to modern standard and has insufficient drainage, no shoulder and no sidewalk.

Proposed Scope of Work:

The work will include reconstruction as needed with new drainage, paved shoulders and a sidewalk along the east side.  (Proposed cross section attached)

FREEPORT


Bow Street Reconstruction

Problem Statement:

Currently, this section of road has a wide variety of shoulder conditions, some paved, some gravel, some bituminous curb, some sidewalks; with a pavement width that varies from 26 feet to 30 feet.  At the west end of the project the existing road becomes 35 feet wide with curbs; at the east end of the project the existing road becomes 36 feet wide with curbs.   The surface of the road is irregular, with a significant amount of rutting and cracking; frost movement is significant in many places.  The drainage system is mostly a closed system, but there are some steep, shallow ditches.  These conditions are unsafe for pedestrians and bicyclists.  Yet, this section of road is listed as part of an optional side trip route to L.L. Bean in the State DOT’s designated bicycle route for the Casco Bay section of the Maine East Coast Greenway.


This project will improve the safety of pedestrians and bicyclists by rebuilding the base materials in the road, widening the paved shoulders, improving the drainage conditions to a fully closed system, and continuing the sidewalk along the north conditions to a fully closed system, and continuing the sidewalk along the north side of the road.  This improvement will match the pavement width and paved shoulders that exist on either side of the project.  


Proposed Scope of Work:


The proposed scope of the project includes the following: grind the existing pavement and base gravel to a depth of about 9 inches; re-compact the material; add sub-base and base gravel in the widened shoulders; resurface with 4 inches of base and surface superpave asphalt for a width of 32 to 36 feet depending on limitations (11 foot lanes and 5 to 7 foot shoulders); remove the remaining open ditches and provide subsurface drainage structures as required; and replace/extend the sidewalk along the full length of the north side of the project with granite curb.  Provide asphalt curb along the full length of the south side of the road.

An aerial photo map is attached to show the project location.  A plan of the existing and proposed conditions does not exist, since the project still needs to be designed.  However, the project description herein should be adequate to develop a reasonably good project cost estimate.    


Existing utilities will not be impacted to a significant degree; some fire hydrants or utility poles may need to be moved.   There should be no impact to wetlands or other water bodies.  The project has been proposed for design and construction in two BTIP biennia because the survey and design have not yet been performed, and some additional right-of-way may be required. 


South Street Reconstruction

Problem Statement:


Currently, this section of road has either no shoulder, or a gravel shoulder that varies up to 4 feet wide.  The surface of the road is irregular, with a significant amount of rutting and cracking; frost movement is significant in many places.  The drainage system near Porter’s Landing Road is partially closed, and some has steep, shallow ditches.  These conditions are unsafe for pedestrians and bicyclists.  Yet, this section of road is listed as an optional side trip route to L.L. Bean in the State DOT’s designated bicycle route for the Casco Bay section of the Maine East Coast Greenway.


This project will improve the safety of pedestrians and bicyclists by rebuilding the base materials in the road, adding a paved shoulder, and improving the drainage conditions near Porter’s Landing Road.  This improvement will match the pavement width and paved shoulders that exist on the immediately adjacent extension of South Street, which is South Freeport Road, and that was recently improved with paved shoulders 

Proposed Scope of Work:


The proposed scope of the project includes the following: grind the existing pavement and base gravel to a depth of about 9 inches; re-compact the material; add sub-base and base gravel in the shoulders; resurface with 4 inches of base and surface superpave asphalt for a width of 30 feet where possible (11 foot lanes and 4 foot shoulders); and re-build the ditches and improve the drainage structures as required.

A set of aerial photo maps is attached to show the project location.  A survey plan of the existing conditions was recently completed by SYTDesign Consultants; the plans are available, but have not been included in this package.  A proposed plan does not exist, since the project still needs to be designed.  However, the project description herein should be adequate to develop a reasonably good project cost estimate.    

Existing utilities will not be impacted to a significant degree; some utility poles may need to be moved.   There should be no impact to wetlands or other water bodies.  The project has been proposed for design and construction in one BTIP biennium because it is a relatively simple project, the survey has been performed, and no additional right-of-way will be required.

PORTLAND

Warren Avenue

Problem Statement:

Warren Avenue is a minor arterial with 18,000+ (2002 data) vehicles per day servicing commercial and industrial users on both sides of the street.  The pavement is deteriorating and the street has areas along this street.  New development has taken place, e.g. Wendy’s and others are planned along Warren Avenue.  Warren Avenue is also a main feeder to/from Morrill’s Corner.  The CRF increased from 1.02 (2002 data) to 1.75 (2004 data) for this section of Warren Avenue and increased use/development may exacerbate conditions.

Vertical Alignment Issue- Approach to Riverside St has a steeper than desired incline.

•   From Eric Labell- Warren Ave is 6% at intersection and 5.6% on the incline leading up to the intersection.  A quick look at remediation of vertical alignment indicates that 3.8%-4.0% may be the best that can be achieved; this would have minimal impact on Home Depot but would have impact on the Carpet store.

•    Federal funding eligibility requires federal standards for vertical alignment to be met.  

•    Standard is dictated by sight distance, functional class and AADT.  The final (exact) sight distance would need to be determined by survey (Shawn Smith).

•    There is a reasonable chance to obtain an exception to the standard depending upon the hardship imposed by meeting the standard (Shawn Smith).

Proposed Scope of Work:

Full depth reconstruction is to include drainage improvements, additional curb and sidewalk, and bike lanes.  The current lack of sufficient drainage is contributing to erosion and undermining of the existing pavement.  The full reconstruction will allow for updating of utilities and installation of appropriate drainage facilities.  Bike lanes and additional curb and sidewalk installation will facilitate safer pedestrian/bike access and will better define the vehicular travel way.  There are apparent wetlands that will have to be taken into consideration across from Home Depot.  No direct impact on the wetlands is expected from the proposed construction.

Ocean Avenue  (Rt. 9) Reconstruction

Problem Statement:

This section of Ocean Avenue has deteriorated due in large part to lack of sufficient drainage in addition to traffic load.  The road subbase is not sufficient to handle the truck traffic and additional impact of poor drainage has caused areas to fail.  There is a significant amount of ledge in the area contributing to runoff onto and into the roadway.

Proposed Scope of Work:

Full depth reconstruction of the street including appropriate drainage and sub base materials enables updating of all underground utilities also.  The current lack of sufficient drainage is contributing to erosion and undermining of the existing pavement.  Bike lanes, and additional curb and sidewalk installation will facilitate safer pedestrian/bike access and will better define the vehicular travel way.

Woodford Street Reconstruction

Problem Statement:

This section of Woodford Street is a collector that was last paved in 1979.  It is a frequently traveled route to and from Baxter Blvd.  The sidewalks have heaved and deteriorated to a point that they are difficult to negotiate in many areas.  The street has deteriorated due to utility cuts and various surface distresses allowing water to infiltrate the subbase.

Proposed Scope of Work:

Full depth reconstruction includes drainage improvements, resetting/installing curb both sides and reconstruction of sidewalks on both sides.  The full reconstruction will allow for updating of utilities including sewer and storm drainage facilities.   Curb and sidewalk reconstruction will facilitate safer pedestrian access to the major pedestrian way to Baxter Blvd.

SOUTH PORTLAND

Philbrook Avenue Connector Reconstruction


Problem Statement:


MaineDOT initially identified the current Philbrook Avenue/Maine Mall Road intersection for the location of a new traffic signal.  However, the alignment was sharply curved, and a total taking of an adjacent Mobil Station was needed.  It became apparent the alignment would restrict building-out the intersection for the additional turning lanes needed.

Therefore, an improved alignment was suggested at a location further to the south on the intersection of the SR703 westbound ramps with Maine Mall Road.  This new location allowed for good approach visibility; allowed the Mobil Station to remain in service; and retained full access connections to existing businesses opposite the ramps.  However, this location was deemed feasible only in combination with a widening of the Payne Road Bridge over SR703, scheduled to be in-place before construction of the Philbrook Avenue improvements. 

This project was a recommendation of a study completed by MaineDOT and PACTS in 2000—the Maine Mall Area Transportation Plan—that was intended to lay out a coordinated set of improvements to address safety, congestion, and related issues in the Mall area of Scarborough and South Portland.  Following the study, MaineDOT agreed to implement the Philbrook Connector and proceeded with it through the Preliminary Design stage.  At that point, however, additional funding was needed for the replacement of the Payne Road bridges and the Philbrook Connector project lost its funding and was postponed indefinitely.  This application seeks to revive the project.

The Philbrook Connector relocates a portion of Philbrook Avenue and combines it with the Rt. 703 westbound on and off ramps.  This enables the intersection of the old Philbrook Avenue with Maine Mall Road to become an unsignalized right-in and right-out type of intersection.  Where currently there are signalized intersections on Maine Mall Road at both the Rt. 703 on/off ramps and the current Philbrook Avenue, the creation of the Philbrook Avenue Connector would result in just one signalized intersection.   This will enhance the investment made in improving the Payne Road Bridges by reducing congestion and accidents on Maine Mall Road.

The following summary is taken from the introduction of the Fay, Spofford & Thorndike Preliminary Design Report of 2003:

Existing roadways support major commercial and industrial development in the South Portland and Scarborough areas, and often times operate at or over capacity. The economic viability of the area is dependent on uninterrupted and improved traffic flow along the Payne Road/Maine Mall Road corridor, and access to and from the Portland area along SR 703. The solution for these objectives is to combine two closely positioned intersections on Maine Mall Road into a single connection located at the present intersection of the SR 703 westbound ramps and Main Mall Road. A leg of the existing SR 703 westbound ramps will be converted to a connecting roadway between Philbrook and Maine Mall Roads. In that use is changed, it seems reasonable to rename the roadway, describing the new link as the new Philbrook Connector. The Philbrook Connector ensures continued traffic circulation in and around the mall area.


Proposed Scope of Work:


According to the 2003 PDR, “the proposed work includes full-depth reconstruction, box widenings and overlays.  Curbing is proposed where profile grades exceed 3%, and adjacent to proposed sidewalks.  Work includes drainage, lighting, signing and guardrail improvements throughout.  This will be a borrow project.  Construction of fills in excess of 2.0m± may require the use of soils-mixing technology.”

For additional information on the scope of the Philbrook Connector project, please see the Preliminary Design Report.

Given the cost of the project—estimated to be $4,620,000 in current dollars—it is proposed that this project be funded (from all sources, including the local match) in phases, as follows:


Phase I
2006/2007 BTIP
$950,000
PE, ROW, Initial site work


Phase II
2008/2009 BTIP
$1,835,000
First half of construction


Phase III
2010/2011 BTIP
$1,835,000
Second half of construction



Total
$4,620,000

MaineDOT Preliminary Conceptual Engineering (PCE)

(Please refer to page 20 of the March 2004 PACTS TIP Policies and Procedures document for details.)

Evans Street Reconstruction

Problem Statement:

There is a growing concern about traffic safety moving westerly on Evans Street as cars slow down to turn left onto Alfred Street, the location of Dyer School.  It is also difficult to see traffic exiting from Alfred turning left on Evans Street.  The proposed project would be to remove the small hill on Evans Street between Alfred and Nutter Road. Field observations indicate a sight distance problem exists.

Proposed Scope of Work


The project will excavate Evans Street to remove the sight distance problem and will replace the roadway in the same location. The estimated cost is $70,000 due to the existence of ledge.

MaineDOT Preliminary Conceptual Engineering (PCE)

(Please refer to page 20 of the March 2004 PACTS TIP Policies and Procedures document for details.)

SACO

Ferry Road (Route 9)

PROBLEM STATEMENT

Ferry Road (Route 9) between Old Orchard Road and Seaside Avenue is approximately 3.2

miles in length and is considered a major collector within the City of Saco, providing the only

connection from the Camp Ellis area of the City to the urban downtown district and connecting

arterials. This stretch of roadway has been the focus of a previously performed bicycle study

funded through PACTS in September of 2004 and prepared by Alta Planning and Design. This

length of Ferry Road has been placed in the spotlight as far as traffic is concerned due to the

recent boom in residential development along the entire length of Ferry Road. In preparing this

application two recent Site Plan Review applications were utilized to review the traffic counts

and patterns in the area. The Traffic Impact Study submitted as part of the Ferry Road

Continuing Care Retirement Community and the Traffic Assessment of Strawberry Fields and

Ocean Greens Subdivision were reviewed, and data provided to the City supports the fact that

improvements are required in the area to promote safe and functional transportation to the residents of Saco.

The outstanding concern found along this length of Ferry Road is that the general layout of the existing roadway section is not uniform and varies significantly throughout the project area. The roadway was not built to current standards, with travel lanes varying from 9 to 12 feet and shoulder widths varying from 0 to 2 feet. The areas that have shoulders, and/or bicycle paths along the roadway, are in poor condition. Other problems found within this project area are the inadequate roadway subbase material and the lack of a formal drainage system. Roadside ditches are provided sporadically to alleviate major flooding issues; however, ponding of runoff is observed in the areas where no drainage ditches are provided. The current layout from Old

Orchard Road to Bay View Road includes a 5-foot bike path and in some locations an esplanade

which varies from 0 to 8 feet. Due to the lack of shoulders and sidewalks in the area, this bicycle

path is currently functioning as a sidewalk for residents in the area. From Bay View Road to

Seaside Avenue, the typical roadway section includes 9-foot travel lanes with no shoulders,

bicycle path, or sidewalk. These deficiencies with the layout of the roadway section are

magnified due to the increase in traffic from the developments and subdivisions along Ferry

Road, which was originally constructed to handle seasonal traffic to Camp Ellis and other coastal

areas to the north.
Proposed Scope of Work:

Ferry Road (Route 9)

Saco, Maine

The following improvements are proposed on Ferry Road (Route 9) from Old Orchard Road to

• Full-depth roadway reconstruction, widening, and installation of paved shoulders, granite

curb, esplanade, and sidewalk. The proposed roadway cross-section will be uniform

throughout the project area and include the following elements:

. 5-foot bituminous sidewalk

. 5-foot grassed esplanade

. Vertical granite curb

. 6-foot bituminous shoulder (bicycle path)

. (2) 12-foot travel lanes

. 6-foot bituminous shoulder (bicycle path)

. Vertical granite curb

. The materials and layout of the roadway section will conform to the

City of Saco Ordinance as detailed in Attachment C.

• Drainage Improvements. Ferry Road from Old Orchard Road to Seaside Avenue has no

existing formal drainage system in place. This project will incorporate a network of closed

stormdrain pipes, catch basins, open swales, and cross culverts to convey stormwater runoff

stabilized outfalls.

• Right-of-Way Acquisition. The existing Ferry Road right-of-way is 50 feet in width. In

order to expand the overall section of the roadway along the 3.2 miles of Ferry Road, land

acquisition will be necessary on the westerly side in areas that do not have sufficient right-ofway

widths. In addition, easements may be required for proposed stormdrain installation and

outfalls in order to alleviate ponding and flooding concerns in the area.
WESTBROOK

Brook Street Reconstruction

Problem Statement:

Brook Street is an urban collector that services 6-7,000 vehicles per day and functions as a link between Falmouth and Westbrook.  In its current condition, the roadway surface is poor with inadequate drainage and shoulders.  One minor span at Minnow Brook is in poor condition with deteriorating, steep side slopes.  The roadway has never been built to standards and services more traffic than is typical for this type of roadway.  


To apply a bituminous asphalt overlay without constructing the road base and improving drainage appears to be a poor investment.  For much of the street, there are no enclosed storm drain or ditches which requires stormwater runoff to run down the edge of pavement until relief is found or ponding occurs.  This leads to icy areas in winter conditions and potholes from standing water.  The roadway is improperly crowned in areas which creates a safety hazard.

Proposed Scope of Work

The project will include the following elements:

· Construct a road base to current construction standards

· Replace the box culvert for the Minnow Brook Crossing; Approximately a 10’ span.

· Remove trees within the ROW as necessary to improve safety and sight distance.

· Improve roadside drainage and shoulders providing adequate culverts and ditches.

· Construct a new bituminous pavement surface with correct roadway geometry.

Cost Estimate for this work is $1.8 million.

MaineDOT Preliminary Conceptual Engineering (PCE)

(Please refer to page 20 of the March 2004 PACTS TIP Policies and Procedures document for details.
WIDEN ROAD PROPOSALS

CUMBERLAND

Foreside Road (Route 88) Shoulder Widening

From Falmouth Town Line to Yarmouth Town Line
Problem Statement:

Foreside Road (Route 88) is a scenic rolling roadway along the coastal hillsides in

eastern Cumberland from the Falmouth Town Line on the south to the Yarmouth

Town Line on the north. Classified as a Major Collector, Foreside Road provides

access to local roads, driveways and properties, many with ocean views or

frontage. Local residents, tourists and recreational traffic use Foreside Road,

including bicyclists and pedestrians.

Existing pavement widths vary from 22-feet to 24-feet, over an old concrete

roadway, for the length of Foreside Road between the given limits. Paved

shoulders are virtually non-existent, which forces bicyclists to use the outer

portions of the travel lanes. Considering the curvilinear and rolling nature of the

horizontal and vertical alignments, respectively, the lack of paved shoulders

constitute an ever-present hazard to bicyclists and pedestrians.
Typically, widths of unpaved shoulders average over 6-feet, with the occasional

drainage ditch, cross culvert, driveway culvert, rock wall, or other obstruction.

Sections of old cable guard rail exist along the west side of the roadway, near the

northern end, approximately 4-feet from the edge of pavement. At a few locations

where the roadway traverses around hillsides, fill or cut slopes may exist within 4-

feet of the existing edges of pavement.

Beginning at the southern Cumberland/Falmouth Town Line, paved shoulders exist

that range from 4 to 6-feet wide into Falmouth. Conversely, at the northern

Cumberland/Yarmouth Town Line, a narrow roadway with no paved shoulders

continues into Yarmouth.

The existing pavement condition is generally fair, with continuous longitudinal

cracking along the outside wheel track, over the edge of the old concrete roadway,

and occasional transverse cracking, mostly at the joints of the old concrete

sections. No serious subgrade failures or drainage deficiencies were observed.

Proposed Scope of Work

It is proposed to widen Foreside Road on both sides from the

Falmouth/Cumberland Town Line (south) to the Cumberland/Yarmouth Town Line

(north) to create minimum 11-foot wide travel lanes and 4-foot wide paved

shoulders for bicycle and pedestrian traffic. The proposed widening will generally

involve sawcutting and removing the outside foot of existing pavement, excavating

2.5-feet deep on each side from the sawcut line out to 5-feet wide. Then, 2-feet of

gravel and 6-inches of hot mix asphalt will be placed back to match at the elevation

of the sawcut line and at the existing pavement cross slopes.
Approximately 12 private driveways will require modification to some degree in

order to conform to the new edge of paved shoulder. The driveway work will

typically involve reconstruction of the roadside ditch and relocation of a culvert.

Additional obstructions that may require removal, relocation or reconstruction

include occasional private rock walls , fences or posts, mailboxes, fire hydrants,

cable guard rails, trees and utility poles.

Storm drainage within the project area will need to be evaluated for the proposed

configuration and analyzed to determine if additional facilities will be required.

Approximately 6 existing drainage culverts under Foreside road may require either

extension or protection with runs of guard rail. Maintenance of the inlet and outlet

areas of these culverts regarding clearing of obstructing vegetation and/or

placement of riprap is recommended. Approximately 8 culverts beneath driveways

will require relocation further back from the new edge of pavement and within a

redirected roadside ditch.

Approximately 1500-feet of existing paved shoulder on the west side of Foreside

Road, just south of the Yarmouth Town line , in the vicinity of Island View Road and

Broad Cove Way, will require removal and reconstruction. At least 2 existing

drainage catch basins within that paved shoulder area will require adjustment.

Another drainage catch basin at the intersection of Kings Highway and Foreside

Road will require conversion to a manhole and a replacement catch basin

constructed. Underdrains are proposed at the new pavement edges where

necessary and appropriate.

SCARBOROUGH

Route 1 between Scarborough Downs and Commerce Drive

Problem Statement:

The Town of Scarborough desires to extend the “open” section design of the Route 1 corridor through this section of U.S. Route 1.  The Town strongly believes that the overall safety (total of 27 crashes between 2002 and 2004 reported for this very short section of Route 1) of the corridor will be enhanced with elimination of the center barrier that precludes left-turn access into/from adjacent properties.  Further, the “open” center two-way left-turn lane” cross-section has proven to be very successful on sections of Route 1 both north and south of this section for a number of years.  Continuity of roadway design has been determined to be one of the most important items in minimizing vehicle crashes on a multi-lane highway that experiences moderate to high volume speeds.  The Town has recently adopted a very exciting goal of creating the necessary infrastructure to promote safe Town wide travel corridors for both bicyclists and pedestrians.  The Route 1 corridor is the highest priority corridor in the Community.  The Town has held at least one public forum on the proposed improvement plan and several other meetings with an advisory committee have been held over the last two to three years.

Proposed Scope of Work:

The attached 100 –scale plan prepared by Gorrill-Palmer, Inc. provides detail of the proposed improvements.  The estimated construction cost, based upon 2005 unit cost is $398,000 (refer to attached, detailed construction estimate).   (GP est. is $796,000 ־s row).

YARMOUTH

North Road: East Elm Street to Leighton Road

Widen Road Proposal

Problem Statement


North Road is a heavily used commuter road, used by cars and trucks passing through to/from communities to the west as well as used by nearby contractors and industries on Leighton Road and East Elm Street. The segment proposed for widening includes access to Pratt’s Brook Park, a frequently visited 220 acre wooded parcel with walking/ bicycling/ski trails that is currently only safely accessible by car.  The park is used for several regional cross-country ski events.   

This is only segment of North Road (from North Yarmouth Town Line to Rte 1) that does not have consistent 11 ft travel lanes and does not have any provisions for pedestrians or bicyclists.  Road surface has only 10.5 to 11 ft travel lanes and is poor and uneven. Gravel shoulders are 6” to 2 ft wide and are too narrow and unsafe for pedestrians/ bicyclists: they currently use the edge of travel lanes or travel off the shoulder at their peril.  Selected locations have poor drainage with no place for it to run off except to pond adjacent to road surface and in front yards of abutting residences. 

Proposed Scope of Work:

· Widen 2400 linear feet of 22 ft paved roadway to 30 ft by box-cutting both road edges (each 2400 ft x 4 ft x 15” deep), 

· grind full roadway width (30 ft) and pave with 4” of hot mix asphalt (HMA), 

· provide positive roadside drainage along both sides, relocate existing drain structures that conflict with the wider roadway, replace substandard cross culvert(s), 

· provide grading, ditching and curb where needed to facilitate positive drainage.

· Estimated Cost = $263,000 (2009 $) 

· See attached plan, cross selection, and cost estimate.

�  Gorrill, Tom, Gorrill-Palmer Engineers, Inc., Intersection of Smith Wheel Road and Ocean Park Road Signal Warrant and Capacity Analyses, and Conceptual Plan, October 5, 2005.





PAGE  
1

