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Route 305 Corridor Study

2.1.1.c Peak Hour Travel Trends

Peak hour travel trends in the study corridor are primarily influenced by commuter traffic
coming to and from major employers in the area via Route 305 and 1-91 Interchange 37. The
Day Hill Corporate Area (DHCA) located immediately north of Route 305 in Windsor is a major
destination and point of origin for traffic during the AM and PM peak hours. Figure 2-3a and
Figure 2-3b illustrate the general AM and PM peak hour travel trends, respectively.

Some of the notable peak hour trends on Route 305 in the study area include:

AM Peak Hour®
- Predominant direction of travel is westbound from Interchange 37.
- More than three-quarters (76%) of westbound traffic originates from northbound 1-91.
- A majority (56%) of westbound traffic in Windsor is destined for the DHCA via Marshall
Phelps Road and Addison Road.
PM Peak Hour’
- Predominant direction of travel is eastbound to Interchange 37.

- A majority (57%) of eastbound traffic in Windsor originates from the DHCA via
Marshall Phelps Road and Addison Road.

- Nearly two-thirds (62%) of eastbound traffic is destined for southbound 1-91.

% All percentages represent approximate values as calculated from the traffic volumes shown in Figure 2-2.
* All percentages represent approximate values as calculated from the traffic volumes shown in Figure 2-2.
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Route 305 Corridor Study

2.1.1.d Travel Speeds

The study team obtained existing travel speed data in conjunction with the four ATR counts that
were conducted in September 2007 and January 2008. Table 2-3 provides a summary of the
average and 85" percentile speeds® that were obtained at the ATR locations.

Table 2-3. Travel Speed Summar

Speed [mph]

Location Posted Average 85" Percentile
Windsor

Route 305 (Bloomfield Avenue), East of Addison Road 40 | 39 ‘ 45
Bloomfield

Route 305 (Old Windsor Road), West of Old Iron Ore Road 40 40 45

West Dudley Town Road, East of Filley Street 35 40 45
Woodland Avenue 35 42 48

The higher average and 85" percentile speeds along West Dudley Town Road and Woodland
Avenue are likely a function of relatively lower traffic volumes and the presence of fewer access
points along the roadway to mitigate travel speeds. The relatively wide and straight sections of
Woodland Avenue also likely contribute to the higher travel speeds on that roadway.

Although the speeds obtained at the ATR locations on Route 305 do not demonstrate that
excessive speeding is a pervasive problem, results of the resident surveys indicated that speeding
is perceived to be one of the most significant issues in the corridor.  Sixty-five percent of
respondents agreed or strongly agreed that vehicles usually drive above the speed limit. Forty-
six percent of respondents also indicated that speeding is a safety concern that should be
addressed by the study. Based on the survey responses, speeding is the most common safety
concern among residents.

2.1.1.e Operations

The study team evaluated existing traffic operations in the Route 305 study corridor by
determining levels of service (LOS) at corridor intersections and along roadway segments. For
intersections, LOS is based on the computed average control delay (in seconds per vehicle,
sec/veh) for individual movements at signalized and unsignalized intersections, and for each
signalized intersection as a whole. For roadway | Los values for intersections and roadway
segments, LOS is based on the average travel | segments can range from A to F with LOS A
speed along the segment. For this study corridor, | representing the best operational conditions.
LOS D or better is considered acceptable for | LOS F represents generally congested, un-
. . acceptable conditions.

intersections and roadway segments.

% 85" Percentile Speed — Speed at which 85% of vehicles are traveling at or below.
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Route 305 Corridor Study

Intersections

The study team determined the LOS for each of the 14 study intersections to provide a measure
of the existing traffic operations at these intersections. The LOS for each intersection was
determined by completing capacity analyses using the existing AM and PM peak hour turning
movement volumes obtained by the study team and SYNCHRO software. The AM and PM peak
hour traffic operations are summarized in Table 2-4.

Table 2-4. AM and PM Peak Hour Traffic Operations — Existing Conditions

AM Peak Hour PM Peak Hour
Avg. Delay ICU* Avg. Delay

Intersection / Direction LOS (sec/veh) (C)] LOS (sec/veh)
Route 305 at 1-91 Interchange 37 NB Ramps

Eastbound — Route 305 C 20.9 - C 28.2 -

Westbound — Route 305 B 115 - A 6.5 -

Northbound — NB Ramps F 134.6 - D 38.9 -
Overall F 91.8 57.7 C 25.7 40.8
Route 305 at 1-91 Interchange 37 HOV Ramps

Eastbound — Route 305 A 1.0 - A 2.0 -

Westbound — Route 305 A 2.2 - A 2.1 -

Northbound — HOV Ramps C 30.3 - C 32.0 -
Overall A 24 60.9 A 3.6 37.6
Route 305 at 1-91 Interchange 37 SB Ramps

Eastbound — Route 305 A 3.8 - A 4.3 -

Westbound — Route 305 B 10.7 - B 10.5 -

Southbound — SB Ramps D 45.4 - C 28.9 -
Overall B 15.4 52.4 A 9.4 33.3
Route 305 at Dunfey Lane

Eastbound — Route 305 A 6.8 - C 22.8 -

Westbound — Route 305 A 5.0 - A 3.2 -

Northbound — Targeting Center C 22.7 - B 19.0 -

Southbound — Dunfey Lane D 36.1 - C 28.3 -
Overall A 7.0 64.7 B 16.4 53.9
Route 305 at Mountain Road

Eastbound — Route 305 A 2.8 - A 4.7 -

Westbound — Route 305 B 10.9 - A 6.5 -

Northbound — Mountain Road D 37.9 - C 28.5 -

Southbound — Mountain Road C 29.5 - C 27.2 -
Overall B 11.2 65.9 A 6.9 68.1
Route 305 at Sheffield Drive (Unsignalized)

Eastbound Left — Route 305 A 04 - A 11 -

Southbound — Sheffield Drive E 45.2 - F 63.2 -
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Route 305 Corridor Study

Table 2-4. AM and PM Peak Hour Traffic Operations — Existing Conditions

AM Peak Hour PM Peak Hour
Avg. Delay ICU* Avg. Delay ICU*

Intersection / Direction LOS (sec/veh) (C)] LOS (sec/veh) (%)
Route 305 at Brewster Road (Unsignalized)

Westbound Left — Route 305 A 0.9 - A 2.0 -

Northbound — Brewster Road D 30.5 - D 34.7 -
Route 305 at Addison Road

Eastbound — Route 305 F 441.1 - C 315 -

Westbound — Route 305 A 7.6 - B 12.6 -

Northbound — Addison Road Extension D 40.5 - D 44.9 -

Southbound — Addison Road C 30.5 - D 45.9 -
Overall F 94.8 70.6 C 30.5 74.4
Route 305 at Marshall Phelps Road

Eastbound — Route 305 A 9.1 - A 9.2 -

Westbound — Route 305 B 19.8 - B 17.7 -

Northbound — Ezra Silva Lane C 22.2 - B 15.2 -

Southbound — Marshall Phelps Road C 22.3 - E 55.1 -
Overall B 17.4 63.9 C 245 64.2
Route 305 at East Newberry Road (Unsignalized)

Eastbound Left — Route 305 A 1.0 - A 0.7 -

Southbound — East Newberry Road C 22.6 - D 32.3 -
Route 305 at Route 187 (Blue Hills Avenue)

Eastbound — Route 305 B 12.5 - B 15.1 -

Westbound — Route 305 B 18.5 - C 21.7 -

Northbound — Route 187 C 24.3 - C 27.2 -

Southbound — Route 187 B 10.7 - B 13.3 -
Overall B 14.8 48.5 B 17.0 54.1
West Dudley Town Road at Old Windsor Road (Unsignalized)

Eastbound Left — W. Dudley Town Rd A 6.0 - A 51 -

Southbound - Old Windsor Road B 10.1 - B 104 -
West Dudley Town Road at Filley Street (Unsignalized)

Westbound Left — W. Dudley Town Rd A 5.0 - A 7.3 -

Northbound — Filley Street B 11.3 - B 12.0 -
Woodland Avenue at Peters Road (Unsignalized)

Eastbound — Peters Road B 10.6 - B 12.9 -

Northbound Left — Woodland Avenue A 2.1 - A 1.0 -

*ICU — Intersection Capacity Utilization. Measure used by SYNCHRO software to indicate how much reserve capacity is
available at a signalized intersection. ICU is equal to the total time required to serve all approach movements at saturated flow
divided by the signal cycle length.
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Route 305 Corridor Study

As shown in Table 2-4, overall operations are currently unacceptable (LOS E or F) at the
following signalized intersections:

- Route 305 at 1-91 Interchange 37 Northbound Ramps — LOS F during the AM peak hour
- Route 305 at Addison Road — LOS F during the AM peak hour

In addition, there are several signalized and unsignalized intersection approaches where the
operations are currently LOS E or F during the AM or PM peak hour. As shown in Table 2-4,
these approaches include:

- Route 305 at 1-91 Interchange 37 Northbound Ramps
o Northbound Ramp — LOS F during the AM peak hour.

- Route 305 at Sheffield Drive
o Southbound Sheffield Drive — LOS E during AM peak hour; LOS F during PM
peak hour.

- Route 305 at Addison Road
o Eastbound Route 305 — LOS F during AM peak hour.

- Route 305 at Marshall Phelps Road
o Southbound Marshall Phelps Road —LOS E during the PM peak hour.

Based strictly upon the results of the existing traffic operations analyses, the study team
concludes that there are currently few improvements needed to specifically improve traffic
capacity at the study intersections. However, local experience suggests that there are several
locations where operational problems and long delays are occurring. These locations were
identified during local advisory committee and public information meetings with each town and
through surveys of commuters and residents. These locations include:
- Route 305 at Mountain Road
o Long delays are caused by lack of protected left turn phase from westbound Route
305 to southbound Mountain Road.
- Route 305 at Mountain Road and Dunfey Lane
o Vebhicles along Route 305 routinely run red lights and block side road access while
waiting for downstream signal changes on Route 305 at these intersections.
- Route 305 at Brookview Road, Sheffield Drive, and Brewster Road
o Long delays are associated with left turns to and from side roads that are currently
unsignalized.
- Route 305 at Old Iron Ore Road
o Long delays are associated with left turns from unsignalized side road during PM
peak hour. Old Iron Ore Road is heavily used by Kaman Corporation employees.

Roadway Segments

The study team determined the LOS for major roadway segments in the Route 305 corridor by
obtaining average travel speeds along these segments using the floating car method and global
positioning systems (GPS) data collection equipment provided by CRCOG. The floating car
method consists of driving the corridor several times during the AM and PM peak periods while
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Route 305 Corridor Study

recording the length and travel time of each segment. Average travel speeds are determined by
dividing the distance along each segment by the average travel time for multiple corridor runs.

Tables 2-5 and 2-6 summarize the travel times and LOS for the westbound and eastbound travel
directions along Route 305. The LOS for each segment is equated to the average travel speed
using Exhibit 15-2 of the 2000 Highway Capacity Manual (Transportation Research Board) and
assuming Route 305 is categorized as a Class Il (suburban, minor arterial) urban roadway.

Table 2-5. Travel Time Summary — Westbound Route 305

Length Travel Average

Roadway Segment [mi] Time [m:s] Speed [mph]

AM Peak Period

1-91 NB Off Ramp to Mountain Road 0.24 1:00 144 E
Mountain Road to Addison Road 0.62 1:12 31.0 B
Addison Road to Marshall Phelps Road 0.45 0:47 34.5 B
Marshall Phelps Road to Route 187 1.14 1:54 36.0 A
Total 2.45 4:53 30.1 B
PM Peak Period

1-91 NB Off Ramp to Mountain Road 0.24 0:40 21.6 D
Mountain Road to Addison Road 0.62 1:22 27.2 C
Addison Road to Marshall Phelps Road 0.45 1:32 17.6 D
Marshall Phelps Road to Route 187 1.14 2:10 31.6 B
Total 2.45 5:44 25.6 C

Table 2-6. Travel Time Summary — Eastbound Route 305

Length Travel Average

Roadway Segment [mi] Time [m:s] Speed [mph]

AM Peak Period

Route 187 to Marshall Phelps Road 1.14 2:33 26.8 C
Marshall Phelps Road to Addison Road 0.45 1:07 24.2 C
Addison Road to Mountain Road 0.62 2:11 17.0 E
Mountain Road to 1-91 NB Off Ramp 0.24 1:.01 14.2 E
Total 2.45 6:52 214 D
PM Peak Period

Route 187 to Marshall Phelps Road 1.14 1:23 49.4 A
Marshall Phelps Road to Addison Road 0.45 1:38 16.5 E
Addison Road to Mountain Road 0.62 2:10 17.2 D
Mountain Road to 1-91 NB Off Ramp 0.24 1:12 12.0 F
Total 2.45 6:23 23.0 C
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As shown in Tables 2-5 and 2-6, the overall westbound LOS and eastbound LOS are acceptable
(LOS D or better) during both the AM and PM peak periods. In general, the following
conclusions can be drawn:

- Eastbound LOS is worse than westbound along most segments during both peak periods.

- LOS is best at the western end of the corridor and worst at the eastern end near 1-91
Interchange 37 in both directions during both peak periods.

- LOS in Interchange 37 area is generally unacceptable except during the PM peak period
in the westbound direction.

The fact that the eastbound LOS is worse than the westbound LOS during the AM peak period —
despite the westbound volumes being higher — indicates that the traffic signal timings favor the
progression of westbound traffic coming from 1-91 in the morning.

2.1.2 Roadway Geometry

Route 305 is a two-lane roadway between Route 187 and Brookview Road. The roadway widens
to four lanes east of Brookview Road and continues as four lanes through the interchange. Turn
lanes have been constructed at Route 187, Marshall Phelps Road, Addison Road, and the
Interchange 37 ramps to increase traffic capacity at those intersections. The shoulders are
generally narrow and are backed by bituminous curbing.

The horizontal alignment consists of several long, straight segments separated by some short
curves along its length and one winding section of roadway between Marshall Phelps Road and
Addison Road. The terrain is generally level with some slight grades; however, there is a long
downgrade in the westbound direction between Mountain Road and Sheffield Drive that tends to
affect the speeds and operations of large trucks. Crest vertical curves near Mountain Road and
Brewster Road reduce the available sight distances along Route 305 at these intersections.

The study team reviewed the geometric characteristics of Route 305, and the roadway segments
that constitute the potential extension of Route 305, to determine locations where the existing
roadway does not meet ConnDOT’s current design standards. Table 2-7 summarizes the design
standards and the recommended design criteria for the Route 305 corridor. The design standards
were obtained from ConnDOT’s Highway Design Manual 2003 Edition (HDM) assuming the
following conditions apply:

- Urban minor arterial roadway classification

- Intermediate (between suburban and built-up) corridor environment near Interchange 37
- Suburban corridor environment west of Interchange 37

- 40 mph design speed between Interchange 37 and Brookview Road

- 45 mph design speed west of Brookview Road (speed based on 85th percentile speeds)
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Route 305 Corridor Study

The study team selected the
recommended design criteria shown
in Table 2-7 based on the
corresponding design standards. The
values shown indicate the minimum
values that will be considered
standard for the purposes of
evaluating the existing conditions.
The study team will also use these
design criteria to develop
improvement recommendations,
which will be presented in the final
study report.

Table 2-8 summarizes the results of
the study team’s review of the

Table 2-7. Design Criteria

Design Element
Lane Widths

Design

Standard

- Travel Lane 11 -12
= Turning Lane 11

= Bicycle Lane 5
Shoulder Widths

- Right Side 4 -8
- Left Side (median) 2’-4
Sidewalk Width 5
Horizontal Curve Radii

= 40 mph Design Speed 490°

= 45 mph Design Speed 665’

Design
Criteria

490°
665’

existing roadway geometry relative to the recommended design criteria. For the purposes of this
review, the study team assumed that an existing roadway width less than 30 feet would be
considered non-standard for all two-lane segments. Any segments less than 30 feet wide would
be insufficient to accommodate the standard 11-foot lanes and 4-foot shoulders. In addition, the
study team assumed that any two-lane segments wider than 30 feet would be considered
standard. This condition presumes that re-striping could provide standard lane and shoulder
widths even if any of the existing lane or shoulder widths are non-standard.

Of the non-standard features shown in Table 2-8, 26% of respondents to the commuter survey
indicated that narrow shoulders are the most problematic issue related to travel in the corridor.
In addition, 9% of respondents indicated that the merge from two lanes to one lane west of

Mountain Road is an issue.
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Table 2-8. Summary of Existing Geometric Conditions

Typical Roadway Section

Travel Lane Shoulder Overall Summary of Non-Standard Features and
Roadway Segment Lanes Width Width Width Other Notes
Windsor
1-91 NB Off Ramp to Brookview Road 4 Varies Varies Varies = Median not included in overall width as shown
1I'-13 2 -3 52"-53" | . WB lane taper from two lanes to one is non-
standard for 40 mph design speed
Brookview Road to Addison Road 2 Varies Varies Varies = Non-standard overall width of 29 feet near Mill
12’ - 14 2'-3 30" - 32’ Brook culvert crossing
Addison Road to Marshall Phelps Road 2 Varies Varies Approx. - Roadway width is standard throughout segment
12" - 13 2'=-3 30’ - Lane shift for WB left turn lane at Marshall
Phelps Road is non-standard for 45 mph
- Leftturn lane is not reflected in typical overall
width as shown
Marshall Phelps Road to 2 Varies Varies Approx. = Lane shift for EB left turn lane at Marshall Phelps
Bloomfield Town Line 12 -13 3 -4 32 Road is non-standard for 45 mph
= Leftturn lane is not reflected in typical overall
width as shown
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Table 2-8. Summary of Existing Geometric Conditions

Typical Roadway Section

Travel Lane Shoulder Overall Summary of Non-Standard Features and
Roadway Segment Lanes Width Width Width Other Notes
Bloomfield
Windsor Town Line to Flyer Row 2 Varies Varies Approx. = Non-standard overall width of 29 feet near Barber
122 -14° 2 -4 32’ Pond tributary culvert crossing
= Non-standard curve radius of 250° near East
Newberry Road; Existing signage provides curve
warning and advisory speed of 30 mph
Flyer Row to Route 187 2 Varies Varies Varies = Non-standard overall width of 29 feet just west of
11" - 14 2'=-3 29’ - 30’ Old Iron Ore Road
= Non-standard curve radius of 550” between Flyer
Row and Old Iron Ore Road
- Turn lanes at Route 187 are not reflected in
typical overall width as shown
Route 187 to West Dudley Town Road 2 Approx. Not Striped | Approx. - Roadway width is standard throughout segment
16’ 32
West Dudley Town Road 2 Varies Varies Varies - Non-standard roadway width throughout segment
11" -12 -3 24’ - 26’
Peters Road 2 Varies Not Striped Varies - Roadway width is standard throughout majority
14’ —15° 28’ -30° of segment
= Non-standard width near western termini
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2.1.3 Access Management

The study team reviewed existing access points and access management measures in the Route
305 corridor to identify locations — such as side road intersections, access drives, and residential
driveways — where access issues and deficiencies currently exist. The results of this review will
later be used to determine recommendations to address the access management deficiencies and
to assist the study team in making recommendations for roadway and intersection improvements.

2.1.3.a Access Review Methodology

Access deficiencies in the Route 305 corridor were identified through the following steps:

- Establishing general criteria for qualitatively measuring the performance of access points
or driveways with access directly to Route 305 and intersections in the corridor.

- Reviewing aerial photos of the corridor.

- Reviewing accident data for the corridor.

- Conducting a field visit to observe operations of the access points.

- Considering the existing land use served by the access and potential access operations if a
future change in land use were to occur.

The criteria used to evaluate existing access on Route 305 included the following:
1. Curb cuts and roadway intersections should meet at a 90° angle.
2. Access drives should not be located within 150 feet (functional area) of an intersection.

3. Access drives on the same side of the roadway should be separated as far apart as
practical, with a minimum separation of 60 feet for residential drives and 120 feet for
commercial drives.

4. Unobstructed sight distance on Route 305 from access drives and collector roads should
be a minimum of 420 feet where posted speed is 40 mph (in accordance with Access
Management Manual, Transportation Research Board, 2003).

5. All curb cuts and/or roadway intersections on opposite sides of the roadway should be
aligned directly opposite one another.

6. Internal circulation among adjoining properties should be provided where possible.

7. Access drives should be provided to lower classification roads where possible. That is,
access should be provided to collector or local roads that connect to Route 305 rather
than directly to Route 305, where that option exists.

8. Properties with 100 feet or less of frontage should have no more than one curb cut.

9. Where a property has more than 150 feet of frontage, two entrances/curb cuts are
acceptable, provided there is a minimum of one-third of the frontage area separating the
two curb cuts.

10. A property should not have redundant access drives.

11. Entrance drives should not be excessively wide (more than 25 feet for one way access
and 50 feet for a two way access).

12. Curb edges should be clearly defined with islands or landscaping.
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2.1.3.b Access Review Findings

The review of the accident data for the corridor revealed that there is no significant pattern of
accidents attributable specifically to the configuration of the roadway or access drives. Rather,
the majority of accidents were due to driver behavior such as following too closely or driving too
fast. This suggests that most drivers are familiar with this route and compensate as they drive for
its more problematic locations. The only notable cluster of accidents on Route 305 in the corridor
was between Dunfey Road and Mountain Road.

The review of existing access configurations within the Route 305 corridor found three
intersections with less than ideal conditions, several commercial driveways that did not meet the
access criteria, and some issues for access drives to individual homes. While it is recognized that
single-family homes do not, on a daily basis, generate a lot of turns onto or from Route 305, it
remains valuable to note where conditions could be improved for driver safety when the
opportunity arises either when modifications to the roadway occur or when home ownership
changes.

The access deficiencies for the three observed categories, intersections/roadway segments, access
drives, and residential driveways are described in more detail below.

Intersection/Roadway Segment Deficiencies

- Dunfey Road to Mountain Road: Dunfey Road at Route 305 is located just west of the
I-91 Interchange 37 overpass. It is a signalized intersection with four lanes, a median,
and turning lanes on Route 305. West of Dunfey Road, the number of lanes drops to two
with turning lanes at Mountain Road. The intersection of Mountain Road at Route 305
occurs approximately 250 feet west of the Dunfey Road intersection. Problematic
conditions are created in this stretch by the short distance between these signalized
intersections along with the reduction in the number of lanes, the relatively high peak-
hour traffic volumes, and the relatively high speeds through this section of the corridor.
The locations of access drives within this area are also a particular concern.

- Addison Road Intersection: The configuration of lanes at the Addison Road
intersection is somewhat confusing and challenging. There is one combination
through/left/right lane and one left turn only lane from Addison Road. Drivers turning
left/east onto Route 305 from Addison must merge abruptly (within about 100 feet) to
one lane eastbound on Route 305. There are three driveways within the functional area
of this intersection on Route 305 adding to the complex conditions. In addition, if future
infill development occurs on Addison Road Extension, which is a minor fourth leg on the
south side of this intersection, the vehicular conflicts at this intersection could worsen.

- East Newberry Road Intersection: East Newberry Road intersects Route 305 at a
skewed angle on a sharp curve. Consequently, there is a wide swath of pavement there.
The pavement markings are faded. This may lead to driver confusion as drivers situate
their vehicle to see around the curve and prepare to pull out onto Route 305. These
drivers may travel too far out into the oncoming travel lanes on Route 305. Also, there
are four private drives within the functional area of this intersection adding to the
vehicular turning movements. Finally, the speed limit is posted at 40 miles per hour and

g\“,‘?\‘q 2-20
g
q%@q i



Route 305 Corridor Study

most vehicles regularly travel above that along Route 305. As a result, in the peak hour,
turns onto Route 305 can be particularly challenging as it requires merging into a fast
moving and steady traffic stream.

- 0Old Iron Ore Road Intersection: The northbound and southbound Old Iron Ore Road
approaches to Route 305 are slightly offset. Local experience (as provided to the study
team through public comments) suggests that this offset contributes to driver confusion at
the intersection. This condition, combined with long delays experienced while accessing
Route 305 (particularly from the north during the PM peak hour), is also creating safety
concerns for motorists.

Access Drive Deficiencies

It should be noted that many of the deficiencies in the existing driveway configurations pose
limited problems at present because the associated land use is a low traffic generator and/or is a
manufacturing use where traffic is only substantial when the shifts change. If the future use on
any of these parcels should change to something more intense, generating much more traffic,
then these access conflict points would, in all probability, become more problematic. Specific
locations with existing access drive deficiencies are documented in Appendix 2.

Residential Driveway Concerns

As noted above, residences generate very few trips and their driveways are lightly used.
However, these residents often travel during the peak hours when they commute back and forth
to work. Consequently, if they are forced to back out onto a busy road such as Route 305 during
the peak hours, this can be a difficult maneuver. There are numerous such residential driveways
along Route 305. In addition, many homes are located on the corner of Route 305 and its side
roads. Several homes in these locations have their driveways within 50 feet or less of the side
road intersection, creating problematic conditions when there are vehicles attempting to turn onto
or from Route 305 at the same time at each access point. Locations where this is notable include
Brookview Road, Brewster Road, west of Belden Road, and Addison Road

In summary, corridor accident data (discussed in Section 2.1.4) suggests there are very limited
locations along Route 305 where existing poor access configurations are causing highly
dangerous driving conditions today. There are a number of driveways and access points where
the design is less than ideal and which are inherently setting the stage for accidents or traffic
blockages to occur. As development and redevelopment occurs in the corridor in the future, and
as land use becomes denser with more traffic-intensive activities, opportunities to improve these
deficient access points should be pursued.
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2.1.4  Accident History

The study team obtained accident data from ConnDOT’s Traffic Accident Viewing System
(TAVS) for the three-year period beginning January 1, 2004 and ending December 31, 2006.
Table 2-9 summarizes the accident data relative to the most frequent types of collisions in the
corridor and the most common factors that have contributed to these collisions.

Table 2-9. Accident Summar
Collision Type Number Percentage

Rear End 73 46 %
Turning — Intersecting Paths 25 ‘ 16 %
Fixed Object 17 11%
Sideswipe — Same Direction 14 ‘ 9%
Angle 7 4%
Pedestrian 1* - <1l%
Other 20 13%
Total 157 100 %
Contributing Factor Number ‘ Percentage
Following too Closely 65 41 %
Failed to Grant ROW 20 " 13%
Speed too Fast for Conditions 20 13%
Violated Traffic Control 12 ' 8 %
Improper Lane Change 11 7%
Driver Lost Control 7 - 4%
Other 22 14 %
Total 157 100 %

*Fatality. The accident occurred approximately 100 ft east of Mountain Road in Windsor and was attributed to unsafe use of the
highway by the pedestrian, who was crossing Route 305 between intersections.

As shown in Table 2-9, 157 accidents were recorded in the Route 305 corridor during the three-
year period ending December 31, 2006. Of these accidents, 62% were either rear end collisions
or collisions of intersecting vehicles during a turning maneuver (turning — intersecting paths).
Approximately 54% of all accidents were caused by vehicles following too closely or motorists
failing to grant the right-of-way (ROW) to other motorists.

The most frequent collision types experienced in the study corridor and the leading contributing
factors to these collisions are a function of the driving environment along Route 305. That is,
Route 305 is a two-lane, high volume, commuter corridor with numerous intersections with side
roads, commercial driveways, and residential driveways. Vehicles slowing or stopping in traffic
to complete right or left turns, motorists attempting to enter or cross small gaps in steady streams
of mainline traffic, and driver impatience and inattention, contribute significantly to the accident
history.
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Table 2-10 compares the number of accidents that have occurred at each side road intersection in
the study corridor and gives the most common collision type and contributing factor at each
intersection.

Table 2-10. Accident History — Side Road Intersections
Number of

Most Common Most Common

Intersection Accidents Collision Type Contributing Factor(s)
Windsor
Interchange 37 — NB On/Off Ramps 11 Rear End Following too Closely
Interchange 37 — HOV Ramps 6 Rear End Following too Closely
Turning — Opposite Dir. | Failed to Grant ROW
Interchange 37 — SB On/Off Ramps 10 Turning — Intersect. Path | Following too Closely
Failed to Grant ROW
Dunfey Lane/Univac Lane 10 Rear End Speed too Fast
Mountain Road 15 Rear End Following too Closely
Brookview Road 2 Sideswipe — Same Dir. Failed to Grant ROW
Improper Lane Change
Sheffield Drive 6 Rear End Following too Closely
Brewster Road 4 Rear End Following too Closely
Addison Road 7 Rear End Speed too Fast
Colonial Drive 4 Rear End Following too Closely
Marshall Phelps Road/Ezra Silva Lane 5 Rear End Following too Closely
Bloomfield
Barber Pond Road 1 Turning — Intersect. Path | Failed to Grant ROW
East Newberry Road 4 Fixed Object Driver Lost Control
Sideswipe — Same Dir.
Belden Road N/A N/A
Flyer Row Fixed Object Driver Lost Control
Old Iron Ore Road Rear End Following too Closely
Route 187 (Blue Hills Avenue) 12 Rear End Following too Closely
Total 103

As shown in the table, 103 accidents have occurred at side road intersections. This number
represents approximately 66% of all accidents. The greatest number of accidents has occurred in
or near the Interchange 37 area. This is not an unexpected finding given that the highest traffic
volumes also occur in this area, and consequently, the number of opportunities for vehicular
collisions is the highest.

Although one might consider the number of accidents at any one location in the Route 305
corridor to be unexpectedly high, a review of the actual accident rates indicates that none of the
study intersections exhibit an unexpectedly high accident rate when compared to typical accident
rates for similar locations in the state. This finding suggests that, based on accident statistics,
there are no locations that are deficient with respect to vehicular safety.
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However, local experience suggests that there are several specific locations and issues that are
perceived to be safety concerns. These locations and issues were identified during local advisory
committee meetings with each town and through surveys of commuters and residents. They
include:

- Route 305 at Mountain Road
o Insufficient gaps in on-coming traffic exacerbated by the lack of a protected left
turn phase from westbound Route 305 to southbound Mountain Road.
o Vehicles running red lights.
o Lack of crosswalks for pedestrians. Schools located off of Mountain Road add
pedestrian traffic in this location.

- Route 305 at Brookview Road, Sheffield Drive, and Brewster Road, Colonial Drive
o Insufficient gaps in traffic to complete left turns to and from these unsignalized side
roads.

- Brewster Road
o High-speed, cut-through traffic utilizing Dudley Town Road and Brewster Road to
bypass delays on Route 305.
o Sight line from Brewster Road west along Route 305 is restricted by topography
and existing roadway grade.

- General Issues
o High travel speeds, particularly in residential areas where access to residences and
residential side roads is most frequent.
o Sun glare during the morning and afternoon commutes affects visibility.

The improvement recommendations of this study will address these and other safety concerns
that are identified through subsequent public outreach initiatives.
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2.15 Multimodal Accommodations

The study team investigated the availability and extent of the existing facilities and
accommodations in the Route 305 corridor that support alternative modes of transportation such
as walking, bicycling, and mass transportation. In addition, the study team solicited input from
local commuters and area residents regarding the need and desire for expanded and enhanced
multimodal accommodations in the Route 305 study corridor.

2.15.a Pedestrian Facilities

Sidewalks in the Route 305 corridor are limited to the residential section of Windsor near 1-91
Interchange 37 including:

- North side of Route 305 from the east of Interchange 37 westerly to Mountain Road
- South side of Route 305 from the east of Interchange 37 westerly to Brewster Road

These sidewalks are a minimum of 3-feet wide and have ramp access to the existing roadway
grade at most intersections, though these ramps do not provide tactile warning surfaces for
visually impaired pedestrians in accordance with current American with Disabilities Act
Accessibility Guidelines (ADAAG). A variable-width utility strip is located between the
roadway and the existing sidewalks in most locations (with the exception of the 1-91 overpass)
providing a buffer between vehicular and pedestrian traffic.

The sidewalk along the south side of Route 305 provides connectivity to sidewalks that extend
south along Mountain Road and Univac Lane. There are no sidewalks that extend north from
Route 305.

All of the signalized intersections in the study
area have pedestrian pushbuttons to actuate a
signal change including the intersections of
Route 305 with:

- Interchange 37 northbound ramps

- Interchange 37 HOV ramps

- Interchange 37 southbound ramps

- Dunfey Lane/Univac Lane

- Mountain Road Pedestrian pushbuttons, like the one at the intersection of
. Addison Road Marshall Phelps Road and Ezra Silva Lane with Route 305,

. are provided at all signalized intersections in the study area.
- Marshal Phelps Road/Ezra Silva Lane Note that no crosswalk or sidewalk ramp access to the

- Route 187 (Blue Hills Avenue) pushbutton is provided at this intersection.

There are no pedestrian signal heads or crosswalks provided at these signalized intersections to
enhance pedestrian safety. Additionally, no sidewalk ramp access is provided to these
pushbuttons to make them accessible to disabled pedestrians in locations where no sidewalks
exist.
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In general, the Route 305 corridor is not pedestrian friendly as approximately 75% of the
corridor is without sidewalks and the existing roadway shoulders are typically to narrow (less
than 4 feet) to safely accommodate pedestrians in the absence of sidewalks. Relatively high
travel speeds that average 40 mph, high traffic volumes, narrow shoulders, and the lack of
crosswalks all combine to create an unsafe environment that discourages pedestrian activity and
inhibits pedestrian mobility, even where sidewalks currently exist.

In addition to reviewing and assessing the existing pedestrian facilities in the Route 305 corridor,
the study team surveyed area commuters and residents to better understand the community’s
perspective on pedestrian needs and deficiencies in the corridor. The results of the commuter
and resident surveys are summarized below and are based on the responses of 136 commuters
and 72 residents.

Commuters

- 6% of respondents walk in the corridor.

- 20% of those respondents who do not walk in the corridor do not because there are no
suitable areas for walking.

- 13% of those respondents who do not walk in the corridor do not because of safety and
security issues such as heavy traffic and lack of proper lighting.
Residents
- 27% of respondents agree or strongly agree that pedestrians can safely cross Route 305 at
intersections.

- 56% of respondents disagree or strongly disagree that pedestrians can safely cross Route
305 at intersections.

- 25% of respondents stated that drivers going through red lights and inadequate pedestrian
crossings are safety concerns that should be addressed in the corridor.

- 63% of respondents agree or strongly agree that Route 305 should have sidewalks.
- 25% of respondents disagree or strongly disagree that Route 305 should have sidewalks.

The majority of resident respondents agree that the corridor should have sidewalks. Continuous
sidewalks and provisions for crosswalks at signalized intersections would help provide a safe,
designated path for pedestrians in the corridor. Expansion of the existing pedestrian facilities
along Route 305 would also help improve the pedestrian environment and would provide an
opportunity for commuters and residents to choose walking over driving.
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2.1.5.b Bicycle Facilities and Amenities

There are no dedicated bicycle facilities in the Route 305 corridor or along any intersecting
roadways in the study area. In addition, no sections of the Route 305 corridor or intersecting
state roadways are included on the Connecticut State Bicycle Map (ConnDOT, 2002) as
recommended, cross state, or loop routes for bicyclists.

In the absence of dedicated bicycle facilities, bicycle traffic along Route 305 must be
accommodated in the existing roadway shoulders. As discussed in Section 2.1.2, the shoulders
in the study area are typically narrower than the 4-foot minimum shoulder width that is
recommended by current design guidelines for safely accommodating bicyclists.

No bicycle amenities, such as bicycle racks or storage lockers, are located in the study area for
public use. In a growing number of locations, the state or local municipality is providing these
amenities for bicyclists to encourage bicycle use and reduce vehicular traffic. Bike racks and
lockers can be provided at strategic locations along urban corridors, or at points of intermodal
connectivity such as at Park & Ride lots.

In addition to reviewing and assessing the existing bicycle facilities in the Route 305 corridor,
the study team surveyed area commuters and residents to better understand the community’s
perspective on bicycle needs and deficiencies in the corridor. The results of the commuter and
resident surveys are summarized below and are based on the responses of 136 commuters and 72
residents.

Commuters

- 3% of respondents bicycle in the corridor.

- 13% of those respondents who do not bicycle in the corridor do not because there are no
suitable areas for biking.

- 14% of respondents who do not bicycle in the corridor do not because of safety issues
such as heavy traffic and narrow shoulders.

Residents

- 56% of respondents agree or strongly agree that Route 305 should be improved for
bicyclists.

- 20% disagree or strongly disagree that Route 305 should be improved for bicyclists.

The majority of resident respondents agree that the corridor should be improved to better
accommodate bicyclists. In particular, wider shoulders that buffer bicyclists from vehicular
traffic, slower vehicle speeds, and dedicated bicycle lanes (where feasible) would help provide a
safer bicycling environment. A safer environment, as well as provisions for amenities and
convenient connectivity to transit (for example, bike racks at bus stops and/or bicycles on buses),
would encourage commuters and residents to choose bicycling over driving in the corridor.
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2.15.c Transit Services and Amenities

CT Transit, a ConnDOT-owned bus service, provides fixed route transit service in and around
the Route 305 study area. CT Transit operates two part-time, weekday bus routes with regularly
scheduled stops in the study area. One additional bus route intersects the study area, though does
not have a scheduled stop. These routes primarily serve local commuter trips in the Greater
Hartford area and include:

- 32M Windsor Center via Matianuck Avenue and Weston Street — One scheduled stop
at Mountain Road and Route 305 (Bloomfield Avenue). Occasionally, this route will
include an unscheduled stop at the Park & Ride lot located just east of the northbound
off-ramp at 1-91 Interchange 37.

- 36X Day Hill Road via 1-91 — One scheduled stop at Birkin Office Center on Old
Windsor Road.

- T10 Blue Hills Extension — Intersects Route 305 at Route 187 (Blue Hills Avenue).

There are no amenities, such as bus
shelters or benches, located at either of
these two locations.

Easy Street® vanpool service, which is
operated by the Rideshare Company
and sponsored by ConnDOT, is an
alternative transit option that is
available to commuters in Windsor and

Bloomfield. According to the Easy — : )

. The ConnDOT-owned and maintained Park & Ride lot located just east
Street® _Web5|te (WWW-eaSYStreet-org)’ of 1-91 Interchange 37 provides 47 parking spaces and has an enclosed
the service currently offers over 300 bus shelter for area commuters. Daily lot utilization averages 52%.

routes throughout Connecticut. Of these routes, only two operate to or from Windsor and
Bloomfield. These routes include:

- To Electric Boat in Groton, from Windsor.
- To Aero Gear in Windsor, from North Haven.

Other regional initiatives, including the Griffin Busway Feasibility Study (CRCOG, 2004) and
the Northwest Transit Study (CRCOG, on-going), have considered, or will be considering, the
potential for improved transit services and facilities in or near the study area. The Griffin study
recommended that the existing Griffin corridor, which currently includes the Griffin freight
railroad line (see Section 2.4.3) and adjacent Route 189 in Bloomfield, should be reserved to
accommodate future mass transit opportunities. The Northwest Transit Study is considering
transit service enhancements that will support the Day Hill Corporate Area and Griffin Office
Complex in Windsor. The recommendations of the Route 305 study will be consistent and
coordinated with the recommendations of these previous and on-going regional initiatives.
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The study team’s survey of commuters and residents help identify opportunities for expanding
transit service in the study corridor. The results of the commuter and resident surveys are
summarized below and are based on the responses of 136 commuters and 72 residents.

Commuters

- 12% of respondents would utilize transit service if it were available to and from
destinations in the study area.

- 88% of respondents would not utilize transit service.
Residents

- 15% of respondents would utilize transit service if stops were available along Route 305
and connections to other towns were available.

- 68% of respondents would not utilize transit service.

Although a majority of respondents indicated they would not utilize transit services in the
corridor, there is potential to attract those who would use transit by expanding existing services
in the area. The survey results indicate that as many as 12% of commuters and 32% of residents
would consider using transit service.

2.1.6  Summary of Existing Transportation Conditions

Figures 2-4a and 2-4b provide a summary of the existing transportation conditions in the Route
305 study corridor that are presented above under Section 2.1. Figure 2-4a illustrates the
locations of key traffic, roadway, and safety concerns. Figure 2-4b illustrates pedestrian, bicycle,
and transit issues and features in the corridor.
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2.2 Land Use and Development

Traditionally, corridor transportation studies and their recommendations have focused solely on
providing roadway improvements to improve traffic capacity and operations. Many of these
studies have neglected to consider land use and how it relates directly to transportation demand.
Transportation studies now consider the critical link between land use and transportation. By
promoting coordinated transportation and land use strategies, it is possible to help mitigate traffic
growth and preserve capacity by reducing vehicular traffic, increasing transit ridership, and
improving mobility for bicyclists and pedestrians.

2.2.1 Zoning and Land Use

Zoning and other land use regulations can directly impact regional transportation systems and
facilities. Intensively developed land uses, such as commercial and industrial developments in
and around the Route 305 study area, generate vehicular traffic that can lead to traffic congestion
and costly, potentially expansive highway capacity improvements. It is therefore important to
understand what development potential exists under current zoning regulations and how build-
out of various land uses could impact traffic on Route 305. A review of current zoning
regulations, potential future zoning changes, and land use trends is necessary to analyze the types
and intensities of the various land uses that are likely to occur as build-out continues in the study
area.

2.2.1.a Existing Land Use

The study team documented existing land uses along the study corridor and in areas immediately
adjacent to the study area based on mapping and GIS data provided by the municipalities.
Existing land use is shown in Figure 2-5. For purposes of this study, the team categorized land
uses along the Route 305 study corridor into several landscape units. A landscape unit is defined
as an area of the corridor that has a visual character that is separate and distinct from other areas
of the corridor. The visual character consists of a combination of landform, vegetative cover,
and various elements of the built environment. In other words, a landscape unit is an assemblage
of key visual resources — such as building facades, trees, sidewalks, building massing, views, and
historic or distinctive architecture — that defines the general character of the area and
distinguishes it from other areas or districts.

The study team identified four different landscape units in the Route 305 study corridor, which
extends from 1-91 Interchange 37 in Windsor to Route 189 in Bloomfield. Table 2-11 provides a
description of each landscape unit and the dominant land uses that comprise each unit.
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Land on either side of Route 305 in the vicinity of Colonial Drive and extending west to
Marshall Phelps Road is also zoned residential. Immediately west of Marshall Phelps Road and
extending west to the Bloomfield town line, the land is wooded and zoned Public or Quasi Public
(NZ). This zoning designation recognizes and provides for the protection of the town-owned
open space and recreational land associated with the Barber Pond Preserve.

Existing development in the study area in Windsor directly parallels the uses allowed in the
existing zoning districts. Accordingly, all four of the landscape units described in Table 2-11 are
represented in the Windsor section of the study area. These landscape units are shown in Figure
2-6a.

The corporate/gateway (CG) landscape unit is situated directly at 1-91 Interchange 37 and
includes some commercial acreage yet to be developed. Extending approximately 0.6 miles west
from this gateway district is an attractive residential area that is classified as a single-family
residential (SFR) landscape unit. Beyond Mill Brook and centered on the intersection of Route
305 and Addison Road is a 0.3 mile long stretch of industrial uses that comprise the
commercial/industrial (ClI) landscape unit.

The next quarter mile of Route 305 is again characterized by attractive single-family homes of
the SFR landscape unit. The final stretch of Route 305 in Windsor westward to the Bloomfield
town line is wooded open space associated with the Barber Pond Preserve and is categorized as a
rural, undeveloped (RU) landscape unit.

Most of the commercial and industrial zoned land within Route 305 study corridor in Windsor is
fully developed with the notable exception of the Tobacco Valley Inn site on Dunfey Road that is
abandoned and under-developed. Current uses include corporate offices, large-scale warehouse
and distribution centers, and restricted commercial and industrial buildings. However, directly to
the north of the corridor lies the Day Hill Corporate Area (DHCA), which is accessible from
Marshall Phelps Road and Addison Road.

This vast commercial-industrial area is less than 40% developed and most of its acreage is zoned
I-1 and I-2 Industrial. Vacant land in the DHCA consists of current or former tobacco fields that
are easily developed. Combined with ready access to 1-91 and proximity to Bradley
International Airport, vacant land in the DHCA is prime for development.  This
commercial/industrial area has a strong, identifiable location and is regionally known as a
desirable and attractive business address.

The Town of Windsor has actively promoted high-end office and commercial development in the
DHCA and has constructed four lane boulevards (Day Hill Road), sidewalks, and extensive
utilities to accommaodate this development. Existing development in the DHCA can generally be
described as one, two and three-story, ‘Class A’ office space, research and development uses,
high-tech or light industry, and well-designed commercial establishments. Buildings are
generally 100,000 square feet or larger and are constructed of concrete and steel construction,
often with attractive brick facades. These high-end buildings are often developed in attractive,
suburban-style office parks and are arranged in a campus setting with generous lawns and
landscaping and abundant parking.
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2.2.1.c Land Use Trends — Windsor

Windsor’s 2004 Plan of Conservation and Development (p. 8-6) indicates that 1-91 Interchange
37 and Route 305 provide the “key southern gateway into the Day Hill Corporate Area” and that
the town should “encourage highway-oriented business that does not generate excessive peak-
hour traffic or undermine efforts to enhance Windsor Center.”

The Plan of Conservation and Development (p. 10-2) also indicates that the DHCA is comprised
of approximately 2,500 acres of industrial and commercial zoned land. Approximately 1,400
acres (56%) of this land has been developed to date with over 6.4 million square feet of floor
area.

In addition, the Plan of Conservation and Development indicates several economic development
strategies applicable to the DHCA, including:

- Promoting highway-oriented commercial and regional shopping opportunities or offices
that take advantage of access from adjacent Interstate 91.

- Encouraging the redevelopment of the Tobacco Valley Inn site into a hotel/banquet
facility or other highway-oriented use that does not generate excessive peak hour traffic
or undermine efforts to enhance Windsor Center.

- Considering rezoning actively farmed land to AG zone and rezoning to allow residential
use where appropriate to “encourage revenue positive housing,” such as active adult
housing, if a comprehensive traffic study determines that traffic capacity will limit the
full potential of industrial zoned land within the DHCA.

- Continuing to petition for the completion of northbound flyover from Day Hill Road to I-
91 at Interchange 38.

The Town of Windsor is currently reviewing recent land use and development trends and is
evaluating alternative development strategies for the DHCA. The Town will be updating
Chapter 10 of the Plan of Conservation and Development, which discusses the DHCA, in 2008.
Although this initiative is being completed independently of the Route 305 study, the
recommendations of this study will be consistent with the most recent revisions to the Town’s
plan.

2.2.1.d Zoning and Land Use - Bloomfield

Nearly the entire Route 305 corridor in Bloomfield is currently zoned Industrial 2 (1-2).
According to the Town’s zoning regulations, the 1-2 zone was established to encourage restricted
industrial uses such as non-retail business establishments, service and office uses, warehouse and
distribution buildings, industry, and manufacturing. Other uses are allowed in this zone by
special permit including convenience retail uses, banks, restaurants, automotive repair, and
gasoline service stations. The minimum lot area in the 1-2 zone is 40,000 square feet. The
maximum building height is 35 feet; however, the maximum height may be increased to 60 feet
by special permit if the proposed structure is not within 2,000 feet of a residential district. The
maximum site coverage in the 1-2 zone is 50% by all impervious surfaces including buildings,
driveways, parking lots, and other paved areas.
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At the westernmost end of the study area, the zoning is Residential (R-20) along Route 189
(Tunxis Avenue). In addition, a relatively small tract of land located on the eastern side of
Woodland Avenue just south of Peters Road is zoned Multi-Family Elderly Residential (MFER).

Existing development in the study area in Bloomfield generally parallels the uses allowed in the
existing zoning districts. There are, however, several large tracts of undeveloped land
interspersed throughout the study area, including a relatively large undeveloped area that lies
west of West Dudley Town Road and north and east of the intersection of Woodland Avenue and
Peters Road. This area is quite rural in character and is comprised in part by woodland and
farmland with a few older homes and farm buildings.

More specifically, the existing character of the Route 305 study area in Bloomfield can be
classified into three land use categories, or landscape units, as follows:

- SFR - Single-family Residential
- RU - Rural, Undeveloped
- CI -Commercial/Industrial

These landscape units are described in Table 2-11 and are shown in Figure 2-6b.
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2.2.1.e Land Use Trends — Bloomfield

Much of the development in the Route 305 study corridor in Bloomfield lies in the Industrial (I-
2) zone and is comprised of a wide range of commercial, distribution, retail, and general office
uses. Recent new construction, however, generally consists of ‘flex’ buildings. Flex buildings
refer to a relatively new form of construction that accommodates a mix of office and industrial
space including high-tech, light assembly, and research and development. Typically, flex
buildings are one story and are designed to look like office structures from the street, with details
like finished facades with multiple front doors, windows, landscaped grounds, and sufficient
parking. These buildings also have high ceilings, floors that can hold heavy loads, and
continuous loading docks along the rear of the building. The appeal of flex buildings is that they
can be readily subdivided or partitioned into multiple units, each with its own entrance, loading
docks, and utilities. Developers can market or lease the space to a wide range of end users and
can offer a wide range of floor space.

To help offset the proliferation of flex buildings and to provide a more diverse tax base and a
more diverse townscape, Bloomfield’s 2000 Plan of Development (p. 20, p. 102) recommends
that a small, compact “neighborhood mixed-use center” be developed within the 1-2 zone in the
vicinity of the junction of Route 187 (Blues Hills Avenue) and Route 305. This new mixed-use
district would provide much needed supportive retail uses and services to accommodate the
growing needs of employees in the industrial area. Similarly, the town is encouraging the
development of a new mixed-use district on a 40-acre tract of land in the northwest corner of
town near the junction of Route 189 and Route 187.

Relative to growth and development of land in the northeast section of town, the Economic
Development chapter of the 2000 Plan of Development (p. 67) states: “Prepare more detailed
plans and implementation strategies for industrial development in north Bloomfield. Develop a
relationship with Culbro and other major landholders in north Bloomfield to obtain their support
and willingness to open up needed land for development. Aside from a few parcels in the
Gateway Business Park, there is little readily available land for industrial development. Most is
located in north Bloomfield and is all privately held.”

2.2.2 Current and Planned Developments

One of the primary reasons for assessing land use and development is to understand what
impacts future development and development patterns could have on the transportation system in
the study area. The traffic data collected by the study team captured the traffic generation from
developments that opened as recently as September 2007. Currently, several new developments
are being constructed in Windsor and Bloomfield; these developments are major traffic
generators and the traffic impacts associated with these developments are significant. As such,
anticipated traffic generation from these developments (as obtained from the State Traffic
Commission, STC) was incorporated into the future traffic forecast (see Section 3). In addition,
the areas occupied by these developments were excluded from the build-out analysis of potential
property development and redevelopment that is presented in Section 2.2.3. Figure 2-7 shows
the locations of the current new developments that are major traffic generators in or near the
study area.
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Figure 2-7. Current Developments — Major Traffic Generators

457,656
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2.2.3  Property Development/Redevelopment Potential

The study team conducted a build-out analysis of the industrial zoned areas of Windsor and
Bloomfield as a first step in determining how future development could impact transportation
demands in the Route 305 study corridor. By understanding where new commercial and
industrial development can be accommodated, what type of new development this is likely to be,
and to what extent, the study team can more effectively plan for growth in the Route 305 study
corridor and better anticipate the future traffic demands that could result from that growth. It
should be noted that build-out of residential zones was not included in this analysis because there
are not significant areas of undeveloped land zoned for residential use in the study area.

The study team considered three important variables in performing the build-out analysis for the
Route 305 study area. These variables included:

- Total area of vacant land that is available for future development. This area was
determined from property maps, recent aerial photography, and information regarding on-
going developments that are otherwise not reflected on current mapping sources.

- Zoning restrictions imposed on that vacant land as determined from existing zoning maps
and regulations.

- Significant physical constraints on the land — such as wetland soils, flood plains, and
steep slopes — that could limit development potential.

By identifying, analyzing, and computing these variables, the study was able to quantify the
development potential of undeveloped or under-developed parcels of land in the Route 305 study
area. For the purposes of this build-out analysis, the study area was expanded to include
industrial zoned areas in Windsor and Bloomfield that would likely generate traffic in the Route
305 corridor if and when they area developed over the 20-year planning horizon of this study. In
general, the area considered for build-out extended from Route 305 north to Day Hill Road and
the Farmington River, and from 1-91 west to Route 189. Details of the build-out analysis
methodology and the resultant area computations are provided in Appendix 2.

2.2.3.a Property Development/Redevelopment Potential - Windsor
The build-out analysis for Windsor resulted in the following:
- The area of available undeveloped and vacant land in the study area is approximately
1,858 acres, or 62% of the total land that is commercial and industrial zoned.

- Physical development constraints comprise approximately 13% of the available land area.
This is a relatively small percentage and is not expected to appreciably restrict the ability
of this land to accommodate future development.

- Approximately 1,522 acres is vacant, usable and buildable and has the potential to
accommodate future development.

- It is anticipated that the buildable land could accommodate approximately 13.2 million
gross square feet of potential floor area in new developments.

- Based on an assumed mix of future land uses, it is anticipated that the 13.2 million gross
square feet could breakdown into the following floor areas:
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o Warehouse/Light Industry: 4.4 million square feet
o General Office/Commercial: 4.4 million square feet
o Corporate Office/Research & Development: 4.4 million square feet

It is important to note that not all of the 13.2 million square feet of potential floor area will be
developed by year 2030, which is the planning horizon for this study. Market conditions (such
as regional, national and even global forces of supply and demand), limits of population growth,
limits on the capacity of the utility and transportation infrastructure, unwillingness or reticence of
property owners to develop their land, and other variables that cannot be predicted, will likely
result in only partial build-out of the total potential square footage of future development. The
assumed level of future build-out, as it relates to traffic generation and traffic impacts, will be
discussed in Section 3, Future Conditions Assessment.

2.2.3.b  Property Development/Redevelopment Potential — Bloomfield

The build-out analysis for Bloomfield resulted in the following:

- The area of available undeveloped and vacant land in the study area is approximately
1,732 acres, or 71% of the total land that is commercial and industrial zoned.

- Physical development constraints comprise approximately 31% of the available land area.
This is a relatively large percentage and results in significant restrictions on the ability of
this land to accommodate future development.

- Approximately 1,090 acres is vacant, usable and buildable and has the potential to
accommodate future development.

- It is anticipated that the buildable area could accommodate approximately 9.5 million
gross square feet of potential floor area in new developments.

- Based on an assumed mix of future land uses, it is anticipated that the 9.5 million gross
square feet could breakdown into the following floor areas:

o Retail 0.6 million square feet
o Warehouse/Light Industry: 4.2 million square feet
o General Office/Commercial: 3.1 million square feet
o Corporate Office/Research & Development: 0.8 million square feet
o Residential: 0.8 million square feet

Similar to Windsor, it is important to note that not all of the 9.5 million square feet of potential
floor area will be developed by year 2030. Market conditions (such as regional, national and
even global forces of supply and demand), limits of population growth, limits on the capacity of
the utility and transportation infrastructure, unwillingness or reticence of property owners to
develop their land, and other variables that cannot be predicted, will likely result in only partial
build-out of the total potential square footage of future development. The assumed level of
future build-out, as it relates to traffic generation and traffic impacts, will be discussed in Section
3, Future Conditions Assessment.
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In particular, the area of Route 305 immediately surrounding 1-91 Interchange 37 is harsh and
visually unattractive and does not currently serve as a welcoming southern gateway into the Day
Hill Corporate Area and Bloomfield’s northern economic development area. Attractive fencing,
signage, street trees, landscape treatments, and the continuation of sidewalks would provide a
much more welcoming approach to this important corridor.

Similarly, travelling west to Bloomfield from 1-91, Route 305 curves abruptly at the intersection
of East Newberry Road near Kaman Corporation’s extensive landholdings. This point serves as
a gateway to Bloomfield’s corporate district and offers an opportunity to provide landscape
treatment, signage, and other improvements that would provide an attractive ‘front door’ to
Bloomfield’s corporate area.

2.4 Physical and Environmental Constraints

The study team identified and reviewed the physical and environmental constraints in the study
corridor to help identify locations where the proximity of these constraints could affect the
design of feasible improvement alternatives. Where possible, the study team will design the
conceptual improvement alternatives to avoid or minimize impacts to these constraints. The
primary constraints in the study corridor include:

- Environmental resources such as surface waters (lakes, streams) and wetland soils

- Rights-of-way (ROW)

- ConnDOT-owned/CNZR-operated freight railroad line located parallel to Route 189 in

Bloomfield

2.4.1 Environmental Resources

Surface water resources and wetland soils in the study area are illustrated in Figure 2-8. As
shown in the figure, locations where these resources are potential constraints include:

Windsor

- Wetland soils in vicinity of Brewster Road and Sheffield Drive
- Mill Brook crossing east of Addison Road
- Unnamed stream crossing east of Colonial Drive

Bloomfield
- Barber Pond tributary crossing east of Barber Pond Road
- Unnamed stream crossing on West Dudley Town Road, west of Old Windsor Road
- Wetland soils and unnamed stream between Old Windsor Road and Peters Road
- Unnamed stream crossing on Peters Road, west of Woodland Avenue
- Wetland soils between Peters Road and Route 189
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Route 305 Corridor Study

The study team also contacted the Historic Preservation & Museum Division (State Historic
Preservation Office, SHPO) of the Connecticut Commission on Culture and Tourism to
determine the sensitivity of the study corridor to historic, archaeological, and architectural
resources. SHPO noted the following findings:

- The study area possesses a moderate to high sensitivity for prehistoric and historic
archaeological resources.

- 701 Bloomfield Avenue in Windsor may have historic significance.
- The Kaman Corporation complex in Bloomfield may have engineering significance.

Based on their findings, SHPO recommends that an in-depth historic and architectural
description of the Bloomfield Avenue and Kaman properties be provided to SHPO for further
analysis. SHPO also recommends that a professional reconnaissance survey be undertaken to
identify and evaluate archaeological resources that may exist in the corridor. The study team
notes that these efforts will not be conducted as part of this study, but will be required as part of
subsequent environmental impact assessments for any physical improvements that are advanced
beyond this study phase.
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