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Attendees: Brad Littlefield, Sanford; John Bubier, Biddeford; John Sylvester, Alfred; Judy Bernstein, Kennebunk; Dwayne Morin, North Berwick; Maurice St. Claire, Lyman; Sara Devlin, MTA; Gerry Audibert, MaineDOT; Penny Vaillancourt, MaineDOT; Steve Rolle, Parsons Brinckerhoff; Uri Avin, Parsons Brinckerhoff; Charlie Colgan, USM Muskie School; Mark Eyerman, Planning Decisions; Carol Morris, Morris Communications; Ben Ettelman, Morris Communications.
Meeting began at 3:35 pm.

Carol Morris: Hello and thanks for coming to this Steering Committee Meeting for the Central York County Connections Study. The agenda for the meeting this afternoon is as follows:

· Welcome

· Communications Update

· Review Population and Employment Projections

· Possible Land Use/Access Management Options

· Key Findings from Prior Transportation Studies

· Review Potential Phase II Corridor Concepts

· Next Steps/Next Meetings
Gerry Audibert from MaineDOT is going to come up and talk a little about where we are at in the schedule and what the next steps will be.

Gerry Audibert: Good afternoon and thanks for coming today. We are starting to get into the exciting part of the process. We have looked at existing conditions, purpose and need and we are starting to evaluate what types of opportunities there are to improve traffic conditions and what the impacts of those concepts are. We will talk about land use and access management, which are local issues and we are hoping that communities can implement some of these strategies to preserve what we currently have in order to stay consistent with Maine’s Sensible Transportation Policy Act (STPA). We will look at transit, traffic demand, and transportation demand management strategies as well. Finally we will also look at economic impacts, measures of effectiveness for the various concepts and we will continue to revisit the purpose and need statement.

Carol Morris presents a slide showing the Revised Purpose and Need Statement
Carol Morris: MaineDOT is suggesting a small revision to the purpose and need statement to make sure that the recommendations that come out of the study are implementable and feasible. We have said from the start that we want this study to come up with a series of recommendations that can be done, rather than sit on a shelf. The suggestion was to add the word “feasible” in front of “transportation strategies”. This is not a new concept; many studies have this type of caveat in the purpose and need statement. Any thoughts?
Brad Littlefield: Feasible is a subjective term, if you have a dream and a vision it is feasible. 

Carol Morris: Recall that from the purpose and need statement, we develop the MOEs. As of now, there is nothing in the Phase II MOEs regarding cost or any level of feasibility. 

Uri Avin: The words we considered were cost effectiveness to be more specific, but we thought that term might be overly specific for this phase. We decided that feasible provided enough of a sense of a measure of implementability.

Gerry Audibert: It is not just related to dollar costs, it can reflect environmental and social costs. The way that the purpose and need statement read in hindsight, we needed something to put it into perspective and say that whatever the recommendations are will be implementable. We looked at other terms, but we wanted there to be a reflection of an awareness of environmental and social impacts as well as the financial impacts.

Carol Morris: Other comments? If not we will accept this, and move on. Thanks. Now I will turn the floor over to Charlie Colgan, who will talk about the population and employment projections.

Charlie Colgan: I’m Charlie Colgan; I am a professor at the Muskie School at USM. We were asked to prepare a set of baseline population and employment projections for York County, which would be fed into the transportation model that is used to assess the effects of different transportation strategies on the overall functionality and efficiency of the transportation network.  The work that we have done will be fed into the travel demand model. 

We are being asked to project down to a very small geographic area how many jobs and people there will be 25 years from now. When we do these types of projections we assume that the numbers will be wrong, as projecting 25 years into the future is very difficult. The extent to which the numbers are wrong is not particularly important for this purpose because we are measuring the change in the transportation system against the baseline. Whether our projections are too high or too low it will not affect our ability to answer what the changes to the baseline will be. We are trying to figure out what the future will look like if we start with the assumption that the future will be more or less like the past. We will answer the question of If the patterns of the last 20 years carry forward, what will York County look like, and how can we address that? 

The way that we do this is through a four-step process, and this will be documented in the study report. We start with the county as a whole; we produce long-range forecasts at USM for seven regions in the state, including York County. We look at Maine’s economy relative to the rest of the country and we come up with a target number, which is both total employment and total population. We get to a target number for the county as a whole. 

Then we disaggregate the zones into five regions. The reason we first look at the distribution of population in zones is because the various parts of York County are different. We have picked five zones of roughly similar population and employment growth and disaggregate the overall forecast within these zones. We forecast each zone’s share of the county’s population and employment, and then we forecast that share going forward and apply that share against the total population and employment that we have forecasted using the county model. The next step is to disaggregate those shares of each zone down to the town level. 

The final step is to disaggregate the shares down to Transportation Analysis Zones (TAZ) that are in the transportation model. For each TAZ we forecast the number of people, housing units and jobs in five different industries in 2035. That is what ultimately goes into the travel demand model.


Brad Littlefield: What is a TAZ?

Charlie Colgan: Transportation Analysis Zones. They are the basic geography of the travel demand model. TAZ are created by the Census Bureau but they are modified by the Study Team to reflect local conditions in several places.


Steve Rolle: This is a refined TAZ network; it is pretty specifically defined with small zones.

Charlie Colgan: In Sanford, where there is more density, there are a lot of zones where the traffic movements are being measured. In more rural areas, there are fewer TAZs.

Uri Avin: You can examine alternative assumptions for those zones in terms of development and see their impacts.

Brad Littlefield: Do those zones tell you where traffic is moving?

Uri Avin: No, the zones don’t but the connections to the network do. The people and the jobs in the zones are loaded into the model and that is how we find out where traffic is moving.

Carol Morris: But yes, essentially the purpose of forming the TAZs is to tell us how traffic will move under the different solutions we will be testing.

Charlie Colgan: Trips have an origin and destination within the zones and out of the zones and the transportation model takes the people and the jobs and connects them across the road network as a series of trips.

Brad Littlefield: How do you count those trips?

Charlie Colgan: They are measured by MaineDOT on a regular basis, so they have that data, and that is loaded into the transportation model as the baseline.

A week ago today the Census Bureau issued the results of the 2010 census for Maine. The census showed that York County grew slower over the last decade than was previously projected, roughly 6,000 people less than the previous estimates. A number of towns in the region have grown significantly slower than was projected. We are using those numbers in our projections. 

Charlie Colgan presents a slide showing York County Population and Annual Growth Rates
You can see here that York County grew from 164,587 to 197,131 from 1990 to 2010, and it is projected that the population will grow to 230,702 by 2035, which is about a .68% growth rate. That is significantly slower than the growth rate of the past 20 years.

There are two reasons why the growth rate is lower. The first reason is that the growth rate of the 2000s was significantly lower than the 1990s. The reason for that was because at the end of the 1990s York County experienced a four-year bump in the growth rate that has not occurred before in over forty years, so it was kind of anomalous. 

The second reason is the recession. When looking at growth rates in the state of Maine, among the things that stand out is the slower pace of job growth, which diminishes migration. The real estate market is a factor as well, the fall in house values make it harder to move. 2010 to 2020 is going to be an abnormally low decade for migration in all of the United States and all of Maine. That lower growth rate over the first ten years influences how much we can grow by the end of 25 years. We have taken this all into account for our forecasting as best we can. 

Charlie Colgan presents a slide showing Zones Shares of Growth

This slide shows each zone’s share of growth. The Portland Zone has about 35% of the growth in the county. Additionally, the Central Zone has 12%, the Coastal Zone has 31%, the Lakes Zone has 9% and the Border Zone has 16%. (Note: Totals do not equal 100 as percentages are rounded to nearest whole number) 

Charlie Colgan presents a slide showing Zone Population Change 1990-2035

This slide shows the change in population by zone over the period of 1990 to 2035.

Charlie Colgan presents a slide showing Zone Population by Growth Rates 

This slide shows that when we look at the zone population growth rates, the relatively small populations of the Lakes Region Zone give it a higher percentage growth rate. The population growth rates are consistent and are slow in all zones.

Charlie Colgan presents a slide showing Population by Town
This slide shows the population growth by town. The big changes are Saco, Kennebunk, and Wells. Sanford is stable, so while Sanford will grow it is a stable share of a growing number.

Growth in absolute terms tends to be in the coastal towns, except Ogunquit, which lost population in the last decade, which was unexpected. Most of the growth is in the Coastal and Portland zones, which is affected by the growth that is happening in the Cumberland County region of the state.

Charlie Colgan presents a slide showing Study Area Population Change 2010-2035

These are the towns within the study area grouped by the zone that they are in. Overall, the study area towns are projected to grow by 13,585 with Waterboro getting the largest share of that growth with 4,100. That is because Waterboro is in the Portland Zone, and it is in the prime area of that zone where outward migration from the Greater Portland Region is likely to move to if current trends continue. 

John Bubier: How are things like the UNE population, which has two new dorms with close to 700 kids in residence, factored in?

Charlie Colgan: Dormitories are what is known as group quarters populations, this forecast excludes those populations because they are unique. When we put the numbers in the travel demand model we use occupied housing units, and if there are new dorms in UNE we will factor those numbers in. The three group quarters populations are the military, prisons and college dormitories and they are outside of the model because they are unique. 

Brad Littlefield: Aside from prison population, doesn’t military and school population affect transportation?

Charlie Colgan: There is no military in York County. In terms of college, you have York County, which is a day college, and UNE, which we handle in the occupied housing units numbers. In terms of summer populations, we don’t forecast summer populations, but the difference between summer and year round traffic is known in the traffic model. Once we can give the year round traffic levels to the traffic demand modelers, they will adjust that up to the summer peak population, which is what they are modeling in the transportation analysis. We do account for it in the employment population though, as jobs grow in the summer.

Charlie Colgan presents a slide showing Forecasted Employment Change 2010-2035

Now we will turn to employment change. In the transportation model, there are five industries: manufacturing, services, retail, recreational and residual (all other industries). The big driver of transportation is retail and services. We do a forecast out to 2035 for 70 different industries and group them into these five categories. 

We are projecting a decline in manufacturing of 712 jobs, which is a modest job loss. Retail trade is slow in growth due to the recession. The bulk of the growth will be in services, and that is important, as those industries are the biggest trip generators. 

Steve Rolle: That is an important distinction to make; manufacturing jobs generate fewer trips than most uses; only a little more than two trips a day, typically.

Charlie Colgan: Exactly, and in the services and retail industry, you make a lot of trips to a lot of different places and that has a big impact on the transportation system.

Job growth will be centered in the more urban areas. Sanford will get a significant amount of employment growth, along with Kennebunk, Wells, York, Biddeford and Saco. We project these numbers by using third quarter employment as seasonality makes a difference in the travel demand model.

Charlie Colgan presents a slide showing Employment by Town

This slide shows employment growth by town, we are forecasting nearly 11,000 more jobs in the entire study area with Biddeford, Kennebunk and Sanford getting the majority of that growth.

In general the picture is of employment growth in urban centers and population growth outside of those centers, it is what we call a decentralizing urban region. 

Brad Littlefield: So when we talk about jobs. Those are the jobs of people living in that area?

Charlie Colgan: No, a job is a job. This is jobs by place of work. Jobs by place of residence is not something we are forecasting.

Carol Morris: Could you talk about what you are seeing in the surrounding areas?

Charlie Colgan: Cumberland County grew faster than York County did. In Cumberland County the central cities had significant growth, which was a change from the last 30 years. On the other hand the outlying suburbs grew as well. So there is growth in both the urban area and outlying area in terms of population. Dover, Rochester has had slow growth; the metro area of Dover, Rochester and Portsmouth is about 55,000, which is still smaller than Portland. Sanford is located between two metro areas and the Portland area is more vibrant, but there is strength in both areas.

Brad Littlefield: What about the Seacoast area?

Charlie Colgan: Portsmouth has done better than Dover or Rochester because of some redevelopment at Pease and some development in the health care sector.

John Bubier: Did aging in Maine and its effect on the workforce come into your projections?

Charlie Colgan: Growth at the county level is made up of natural change plus migration (economic, international and retirement migration). When we do our population forecast, we estimate natural population increase and around 2021, 2022 York County will go into natural population decrease. York and Cumberland County are the only two counties where births are exceeding deaths right now. All of Maine will go into natural population decrease by the middle of the 2020s. The question becomes how many more people are coming into the workforce. In general the model I use overestimates economic migration, so I usually pull it back. In this case I did not pull it back as much as I have as we are going to need younger people to come in and take care of the aging population. The aging of the population is explicitly accounted for in the migration numbers.

Brad Littlefield: Will you come back after you analyze this further? 


Charlie Colgan: We have brought this to the town level, and will bring it down to the TAZ level and we will hand that to the traffic modelers. If you want more analysis at the TAZ level we can think about doing that.

Brad Littlefield: A few years ago we talked about Portland migration moving south and Boston migration moving north, is that still happening? 

Charlie Colgan: The Portland region is still expanding into northern York County. It does look now from these preliminary numbers that what was happening at the end of the last decade (1990s), which was a population boom coming from northern Massachusetts, has slowed dramatically in the last five to ten years. The shift in population northward has slowed significantly compared to the previous decade. It is still happening but not at the rate that we thought it was. The Portland influence is still strong, especially in the northern part of the county. The reason for much of that is if you look at Essex and Rockingham County, both slowed in population growth in the 2000-2010 decade. More of the growth was captured within those counties and less was pushed out to other counties.

Brad Littlefield: I think those numbers are important to find out if they are still coming. If those are included in the demographics, it makes no difference.

Charlie Colgan: Whatever was happening is reflected in the 2010 numbers. What we haven’t seen is the detailed migration numbers.

Brad Littlefield: The issue is if you have this out-migration from Portland and the Boston area where does that cause activity? Is it in York County? That was what was indicated a few years ago.

Charlie Colgan: A key part of that is the age of the migrants. My hypothesis was that a lot of that in-migration was a pre-retirement community, people coming up to live in York County and finish their careers and then retire here. That makes a big difference in the economic activity in the region.

John Bubier: If there is a point at which natural decline in population takes place and the labor force corresponds, and there is no surplus labor in the adjacent areas, that does not bode well. 

Charlie Colgan: Yes, that is not good news, what happens in that situation is that the cost of labor goes up. You have to pay more to get labor to come in and the rising cost of labor makes you uncompetitive in national and regional markets and that constrains your growth. If you are in the health care sector and you need to attract doctors and you can afford to pay more for doctors, it’s not a big deal because you are not competing all that much. If you are in manufacturing and you need machinists and you have to pay more and more for machinists, it does affect your competitiveness.

Maurice St. Claire: Did you factor another recession into this projection?

Charlie Colgan: No, once you get past this recession it’s a long-term trend. There will most likely be a recession somewhere in the 2010s or 2020s. There will be a dip and that will lower the overall trend. I don’t project when the recession will happen, but the overall growth given the depth of the recession essentially gets averaged out.  


Steve Rolle: Thank you Charlie, we appreciate the effort to incorporate the new census data in such a short timeframe. Charlie has developed a very detailed technical memo, which will be available soon and will also be included in the final report. I want to now spend a little time going over previous studies that have been completed in this area. The following is a list of the previous studies within the Study Area and documents that we have reviewed:

The following is a list of the previous studies within the Study Area and documents that we have reviewed:

· Prior Corridor Studies
· Route 1 Corridor Committee (SMRPC, 2006)

· State Route 1 Corridor Traffic Study (MaineDOT, 2005)

· U.S. Route 1 Corridor Traffic Analysis (MaineDOT, 1993)

· Rte 109 Corridor Committee (SMRPC, 2004)

· State Route 111 Corridor Study (MaineDOT, 2003)

· Rte 111 Corridor Committee (SMRPC, 2003)

· Statewide Planning Documents

· Other Studies
The following are the findings and key recommendations of the studies pertaining to Route 1:

· Studied in 1993 and 2005

· Highlights
· 63% more traffic in summer than winter

· Heavy congestion in summer

· Slower traffic growth since 2000

· Evaluated new interchange in Ogunquit

Uri Avin: The slower traffic growth is a national phenomenon. Recently, VMT is slowing significantly across the country.

Steve Rolle: The other factor is that peak period traffic growth is affected by congestion, so there is not an opportunity for growth.

The following locations were considered during the 1993 study for an interchange in Ogunquit:

· Tatnic Lane (north of village)

· Bourne Lane (south of village)

· Did not consider interchange in conjunction with other local road improvements

The following are the findings and key recommendations of the studies pertaining to Route 109:

· SMRPC Route 109 Corridor Committee (2003-2004)
· Interim report issued in 2003

· General recommendations with emphasis on access management and sight distance

· Sanford Access Concept

· Directional Mobility Map

· Development Potential Map

The following projects are planned or are currently under way on Route 109:

· Wells Rte 109 Highway Rehabilitation
· Realign intersection at Rte 9A and install flashing beacons

· Road/pavement rehabilitation

· 2.44 miles from Exit 19 through Meetinghouse Road (under construction, complete by Oct. 2012)

· Continue north 2.14 miles past Meetinghouse Road (to be bid in May 2011, complete by June 2013)

· Sidewalk from US Route 1 to the Wells Town Office (complete by Dec. 2011)
The following are the findings and key recommendations of the studies pertaining to Route 111:

· SMRPC Corridor Committee (circa 2003)
· Detailed focus on access management

· Build out scenario of properties along corridor

· Recommendations for MaineDOT and Towns

· MaineDOT Corridor Study (2003)
· Comprehensive traffic evaluation

The following are some of the study highlights of the Route 111 Corridor Study along with their current status:

· Strong Directional Traffic Flow
· 70% AM eastbound, 64% PM westbound
· Current Status: Still applies
· High Traffic Growth Rate
· 4% annually near Biddeford
· 2.5% annually elsewhere
· Current Status: Slower recently
· 1.5% near Biddeford
· < 1% elsewhere
· High rate of fatal/severe crashes 
· Current Status: Lower rate of fatal/severe crashes, several High Crash Locations
· Congestion near Biddeford and at Rte 111. 
· Current Status: Still congested, but less so due to improvements

Brad Littlefield: Was the current traffic growth rate much slower because of the recession?


Steve Rolle: That is part of it, the other aspect is that 4% is a really high growth rate, and I think there was so much growth in Biddeford at the time of this study that that influenced how high that projected percentage was.

The following are the recommendations of the Route 111 Corridor Study along with their current status:

· Intersection improvements (High Priority)
· Constructed: Rte 35, Rte 202/4, Exit 32
· Intersection improvements (Median and Low Priority)
· Constructed: Improved traffic signal visibility
· Several intersection improvements not yet constructed

· Passing Lanes (2 each direction) (Long-term)
· Not Constructed
· Expanded Cross Section in Biddeford
· Constructed

This will be documented in the technical memo, as well as other pertinent information from statewide planning documents and other regional plans

Now we are going to have Mark Eyerman come up and talk about access management and some other land use considerations.

Mark Eyerman: I’m Mark Eyerman from Planning Decisions and I am going to talk about access management strategies. Many of the things that we are going to talk about are local issues, and fall under local zoning and local regulations. We will talk about a range of things that can be done to help maintain the capacity of roads. The study will identify a range of strategies and potential applicability to major corridors.

The following are possible land use/access management options:

· Efficiency of highways relates to land use
· Roads move traffic

· Also provide access to land uses in the corridor

· As access increases – capacity decreases

· Major concern is turning movements (aka side friction)
· Important to consider land use and access management provisions to help maintain highway capacity

The following highlights the two different approaches to addressing capacity issues: 

1. Reducing the number of new trips generated in the corridors through land use policies and practices.
2. Managing how and where vehicles enter or leave the highway
One of the techniques that are used is called an Official Map – Major Thoroughfare Plan. The characteristics of this technique are as follows:

· Purpose: To plan for access and to interconnect the transportation network
· Community identifies where new roads are needed
· Community lays out general road locations
· Developers required to:
· Protect the right-of-way identified in Communities’ Official Map

· Build necessary new road segments and other needed transportation improvements
The following strategies can be utilized to reduce total trips along corridors within the study area:

· Number of new trips is a function of the scale and intensity of development in corridor
· May be possible to reduce trip generation through land use policies
· Managing uses that generate considerable amounts of peak hour trips such as restaurants, coffee shops, gas stations, convenience stores, day care centers, etc.

· Managing the scale and density/intensity of development

The following are land-use strategies to reduce trips:

· Increase minimum lot frontage requirements along highways
· Provide for transfer of residential development rights
· Limit the intensity of development that relies on the highway for access
· Refine zoning in undeveloped areas to preserve open space and limit high traffic uses
· Encourage ridesharing & transit provisions at larger or multi-lot developments.

Additionally, a strategy to reduce trips on major thoroughfares is to direct traffic to existing cross streets. The following possibilities are strategies that can be considered for corridors within the study area:

· Concentrate zoning for high traffic uses away from major highways and instead to existing non-highway roads where practicable
· Provide access from non-highway roads where feasible (when lots front on highway and a cross-connecting road)
· Official map/thoroughfare plan is also a way to do this
In addition to existing cross streets, a strategy to reduce trips on major thoroughfares is to direct traffic to new common access-ways. The following possibilities are strategies that can be considered for corridors within the study area:

· Common access can be a street, private way or shared access or driveway
· Limit creation of new lots that are dependent on highway access
· Encourage lots in a subdivision to access minor or local roadways
· Reduce frontage requirements if common access is provided along non-highway roads
· Require access plan for large parcels (residential or non-residential) prior to any development

· Provide for street extension into adjacent land to allow for future connections or extension

· Provide for rear access road to common exit

The following strategies could be considered to limit the frequency of curb cuts along corridors within the study area:

· Increase lot frontage on highway
· Require shared access where feasible
· Limit number of curb cuts based on lot frontage
· Require interconnection of multi-lot residential subdivisions and adjoining non-residential lots
· Require “backage roads” for commercial lots

· Limit access to right-in, right-out turns (no left turns)

Our initial investigation regarding these strategies will be to look at the following concepts on Route 109 and Route 111:

· Existing land use pattern
· Current zoning and access limitations
· Possibilities for improved land use management
· (Zoning map)

I want to emphasize that the concepts mentioned today are not recommendations for the communities as much as they are ideas for discussion. As part of the study we will look into possible ways to maintain capacity and improve safety along Route 111 and 109. We will identify basic improvements that should be considered “good practices” and we will identify more advanced improvements for the municipalities to consider, which will involve policy decisions.
We are beginning to develop matrixes that identify where local communities might consider various approaches. These judgments will need to be reviewed carefully by community representatives. So again, these are only starting points for thinking about how these two corridors may be managed to maintain capacity and improve safety and ultimately the decisions will be up to the local communities.
Brad Littlefield: You mentioned a Transfer of Development Rights Program (TDR), how does that work?

Uri Avin: There are over 180 places in the country that have implemented these programs; they are based on the idea that one can separate the rights to develop land from the actual land itself. The concept can be implemented when a private landowner in a rural area, designated for preservation, is interested in selling the development rights to his land to someone else with land in an area designated for development. In the deed, it is recorded that that land which has sold the rights cannot be further developed and the landowner is compensated for the sale of rights. 

Brad Littlefield: How do you encourage that?

Uri Avin: Assuming there is a market to begin with, you encourage it by having enough receiving areas (higher density) to absorb the growth and the right balance of sending (rural, lower density) and receiving areas. So you have to have an attractive enough market and willing buyers within an area you want to densify, and enough sellers in the more rural areas as well. From there, the market will work out the price.

Brad Littlefield: What if the town buys the development rights and keeps them in the bank?

Uri Avin: Yes, it can be handled that way or the private market can handle the transaction  completely: the key is that you need to have a decent supply and demand at all times.

Brad Littlefield: So you could have a third party broker?

Uri Avin: That is the way it works in the more substantial programs, you have a middleman that will manage supply and demand.

Brad Littlefield: So considering the example of Springvale, let’s say you buy the rights along 109 leading to Wells. The broker could work the price out between the buyer and seller?

Uri Avin: yes, a broker could appraise the development right value and this would vary with the market for real estate. If the town is going to be the middleman they can buy rights at an appraised price which may change over time as rights and the market evolve. 

Mark Eyerman: Another example, in Gorham they have a program that allows developers in the fringe of the Gorham village to buy higher density. The town did not want to rezone it, but the infrastructure supported the density, so the developer paid to buy higher density and build a sub-division, and that money was used to purchase open land.

Uri Avin: The tricky thing is balancing supply and demand. Another challenge is to get people to buy into more dense development.

Mark Eyerman: This is an overview; in about a month we will put the matrices for the towns along these corridors on the website.

John Bubier: How do you see the cost for these things being absorbed?

Uri Avin: It depends on which measure you’re talking about. Joint driveway access is collaboration between owners. In some cases developers may be required to dedicate land for access.

John Bubier: How will these things be handled during the initial build out? Will the state be covering this?

Uri Avin: We don’t know; if locals choose to adopt parallel road systems, it would be built incrementally over time by developers.

John Bubier: You see this as voluntary for towns to opt in?

Uri: Yes.

Mark Eyerman: When you look at the matrix, it will outline that if the project goes to the state for a traffic movement permit, they may wind up having to do some of these access management strategies. Some communities are already implementing these and some may never implement them.

Brad Littlefield: Say there is a major commercial development on Route 111, and this study makes the recommendation that when they do their traffic impact analysis we would like to see them look at a TDR program, is that something we can do?

Mark Eyerman: If it is a big project that comes under the traffic movement permits system, they will already be required to do this to get their permit. This is also about the little developments. For example think about a scenario where someone takes a 20-acre parcel, and takes a 2-acre parcel off the front for a small business and they get their own driveway. Some of these things are about how they are going to provide access to the entire 20-acre parcel.

Brad Littlefield: We have something about that in Sanford. You can build up to 3 houses on a private road, once you hit four units the road has to be improved. If you have three curb cuts on a 500-foot section, the fourth curb cut necessitates a traffic improvement study. Do all the zonings in the study area say that?

Mark Eyerman: No, Sanford does, but many do not. You can go along Route 111 and create lots.

Uri Avin:  The reality of requiring that is that it makes the development more expensive. 

Mark Eyerman: The level of municipal ordinances varies widely. These are voluntary to municipalities. 

John Bubier: A number of the communities will do these things together; Biddeford is already working with Arundel regarding the casino development. When you look at the economic conditions, it is difficult to pass costs along and continue to be competitive. The cost of business is already higher here, and to pass the impact fees onto the backage roads is difficult.

Mark Eyerman: A lot of those are done by cross easements

John Bubier: Doesn’t this become moot if you do limited access roads?

Mark Eyerman: Yes, to some extent, communities are already doing some of this stuff. 

Carol Morris: In the Gorham East-West Corridor Study, we spent time talking to developers to find out how we can make these kind of changes in a way that works for them. Overall, they look for predictability when developing, so if rules are the same across the board and they have a good idea upfront of costs and timing, that goes a long way in helping them to develop successfully.

Mark Eyerman: Kennebunk did this 20 years ago when a new access way was built for the post office and the McDonalds.


Steve Rolle: Now we are going to talk about the initial roadway concepts that we have developed to begin to assess how connections can be improved. We presented these to the Advisory Committee this morning and they responded that they felt that we were looking at a reasonable range of options. I want to remind people that these are very conceptual at this point and we are looking at these ideas in a very general level. We do not know a lot about the feasibility or performance of these concepts. Once we move to the next phase we will focus and further develop these into more specific concepts, but for now they are purposefully quite general.

We are only talking about highways at this point. There is a lot of other work that is being done in terms of access management, transit improvements, travel demand management strategies, technology in terms of optimizing the operation of these corridors. While these efforts are being conducted separately now in Phase II, we will bring them all together in Phase III.

For today, we want to focus on whether there are any major, conceptual-level highway concepts that we haven’t identified, or whether there are different combinations of these concepts that we should consider.

The types of highway improvements that you will see are:

· Upgrade Existing Corridors
· Increase travel speeds or capacity

· New Highways and Connecting Roads
· Create new or improved connections

· New Limited Access Highways
· High speed, high capacity

Steve Rolle presents a slide showing Candidate Phase II Highway Concepts

In this slide you will see the three corridor categories organized by the major corridors.

Steve Rolle presents a slide showing roadway concepts for the Sanford – Biddeford Corridor

We looked at two options to upgrade the Route 111/202 corridor. The following are the general characteristics of the major upgrade concept:

· 4 lanes east of Route 224

· Turn lanes at intersections

· Generally 55 mph

· 45 mph at major crossroads

· 25 mph – 35 mph in Sanford and Biddeford

· Left turns only from turn lanes

· High degree of access management

· Presumes some capacity enhancement in Sanford

The following are general characteristics of the moderate upgrade concept:

· 2 lanes

· Turn lanes at major intersections

· 2 passing lanes each direction

· Generally 55 mph

· 45 mph at major crossroads

· 25 mph – 35 mph in Sanford and Biddeford

· Moderate degree of access management
Brad Littlefield: So this would be only one lane in each direction?

Steve Rolle: Yes, with intermittent passing lanes.

Steve Rolle presents a slide showing a Biddeford Connector roadway concept for the Sanford–Biddeford Corridor

In this slide we have a connector roadway concept that connects Route 111 with Route 1 as well as Route 111 with Waterboro Road. This would serve to ease congestion in the Biddeford interchange area, which is very congested currently and will continue to experience increased demand due to continuing development in the future.

Steve Rolle presents a slide showing an Expanded Exit 32 Access concept for the Sanford – Biddeford Corridor

Here we expand the interchange to provide access in all directions, which allows a connection between Route 111 to Exit 32 from the north. The idea is that if you are heading to Route 111, you can bypass the existing Biddeford Interchange intersection.
Steve Rolle presents a slide showing a Sanford Bypass concept for the Sanford–Biddeford Corridor

In Sanford we wanted to look at a bypass option. It is really tricky to connect one side of the Route 202 corridor to the other through Sanford, as it is very developed and there are topographic constraints as well. What looked most plausible was some kind of bypass to the south that connects Route 202 over to Route 4 and has access to Route 109. 

Steve Rolle presents a slide showing a New Limited Access Highway concept for the Sanford–Biddeford Corridor

At the top end of the scale in terms of intensive options is the concept of a new limited access highway; with high travel speeds and access only allowed by interchanges. Please keep in mind that this road alignment is conceptual and the location shown is approximate. This concept is a new four-lane limited access highway connecting to the Maine Turnpike south of exit 32. The highway would run to around Route 4 and there would be new connector roads into Sanford as well as arterial improvements.

John Bubier: Did you look at a limited access corridor that would be west of Route 111 that drops back into Sanford?

Steve Rolle: We did consider starting near Biddeford north of Route 111, and crossing Route 111 diagonally to connect to Sanford where we’re showing here, as that would be the most direct route to the Portland market more directly. However, the reason we settled on this variation is that the route is as short as possible, which should result in lower costs and fewer impacts.

John Bubier: That depends if you are looking at the option of dropping this back onto Route 16 in New Hampshire, creating an arching economic development zone. We agreed that we would look at that. Running a road to the north-west of Route 111 allows you to keep the Rochester-Concord traffic coming in, as well as the Dover-Kittery traffic. That blue line is redundant of the local roads we have, where a new road north of Route 111 creates a new economic zone.

John Sylvester: I’m from Alfred and that doesn’t get me excited at all.

Uri Avin: John, can you elaborate on the creation of a new economic zone?

John Bubier: In the 50s and 60s the Route 128 arch went through nothing and 40 years later there is significant economic activity there. It seems to me that if you are going to spend money and you want to consider economic impacts, you should look at what would happen if you moved that line 10-12 miles to the northwest. 

Uri Avin: That is beneficial because it opens up a different area?

John Bubier: Yes that was the point; it connects western Maine, Rochester and Concord, which are off that Route 125/16 corridor running southwest. It seems to me if you were going to build a road you would try and build something that has 40-50 years of economic viability as compared to just a transportation solution, which is what you have there in my opinion.

Uri Avin: Why would that have more economic viability?

John Bubier: It just moves local traffic, as it is a transportation mechanism. We have already begun to say that there are problems getting around and through Sanford and you addressed that with the local improvements. I’m suggesting you go north of that and run a limited access highway and follow route 125 out of western Maine. We made a major point of saying that we want to consider that alignment towards that part of New Hampshire.

Gerry Audibert: That is not serving much of the study area, so I’m not sure how the other communities feel about that. It is not addressing a lot of the southern movement towards Massachusetts.

John Bubier: We made a major point of expressing our interest in this at the first meeting. To some extent this is a limited localized expenditure.

Gerry Audibert: The study is looking at the Dover area from a traffic modeling perspective; Charlie Colgan is looking at it from an employment perspective. So even though we are not studying improvements to the Route 202 corridor west, we are looking at whether or not there is traction to New Hampshire that would push our attention in that direction. 

Dwayne Morin: We looked at the spur that ran around the south of Sanford, so that addresses the New Hampshire market to an extent.

Gerry Audibert: The reason we didn’t look to the north is because there are some environmental constraints across the north side of Route 111 and Sanford. 

Dwayne Morin: There are impacts on the southern side as well. 

Gerry Audibert: Yes, the lines on the paper are conceptual they are not alignments. In terms of the Sanford bypass, that would need more study if it were to become an alignment.

Dwayne Morin: If you came in on the northern side and ran into Route 11A, that picks up Route 202 and goes around Sanford, that might kill two birds with one stone as it creates a southern loop to Sanford and the northern loop gets traffic around it.

Steve Rolle: What I’m hearing is that there is interest in an option that also provides a bypass around Sanford. Focusing only on the linkage from Sanford to the turnpike doesn’t do a lot for those trying to get through Sanford. 

John Bubier: Why didn’t we have Charlie Colgan run the REMI on the draw between this region and Concord and Rochester? There is a population of 70,000 there as opposed to Dover, which has a population of around 25,000. 

Charlie Colgan: I’m more than happy to do that; the basic answer is that I don’t have the data to analyze New Hampshire the way that I have analyzed Maine. I don’t have the ability that I do in Maine to bring it down to the sub-county level. I don’t have the tools to provide the same level of analysis. With resources, I can do some of the forecasting at the county level, but I don’t have those tools available to me.

John Bubier: The strategy that we were talking about was that there might be some value to creating a loop from Exit 2 on I-95 in New Hampshire, up Route 101 to Route 125 and then back through Rochester and Sanford and then back to I-95

Charlie Colgan: That triangle doesn’t go through much and it doesn’t connect much on either end. In these scenarios, we are connecting population centers. It connects Biddeford-Portland to the north of Dover-Rochester. 

Steve Rolle presents a slide showing a Route 99 – Exit 25 Connector concept for the Sanford–Kennebunk Corridor

Steve Rolle: Let’s move on to the Sanford–Kennebunk corridor, it is difficult to get from Route 99 to exit 25 on the Turnpike, so this concept proposes a more direct connection between Route 99 to the Turnpike. We did not see any value in looking at an upgrade to Route 99 at this stage of the study because from a broader, systems perspective the road operates pretty well right now. 

Steve Rolle presents a slide showing a New Limited Access Highway concept for the Sanford–Kennebunk Corridor

This concept idea was generated at the public meeting. It would involve construction of a new limited access corridor with a new interchange between Exit 19 and 25 (Wells and Kennebunk), an interchange near the Sanford industrial park, and one where the new road would end near Route 4 with an arterial network to distribute vehicles into and around Sanford. 
Brad Littlefield: Perhaps what we suggested regarding the New Hampshire connection should be considered here as well. This does not do any good to bring that corridor from north of Biddeford and drop it back into Sanford as it doesn’t serve the greater populace of York County, that is unless you extend it into Rochester – Dover.

Judy Bernstein: Just a caution, that is over the aquifer in a bunch of towns.

Steve Rolle: Yes, there are a lot of environmental constraints here. 

Gerry Audibert: Again these aren’t alignments they are concepts for the time being.

Steve Rolle presents a slide showing roadway concepts for the Sanford–Wells Corridor
Steve Rolle: For the Sanford–Wells Corridor we looked at both a major and moderate upgrade with both concepts starting at the roundabout at Route 4.

The characteristics of the major upgrade are as follows:

· 4 lanes north of Rte 99

· Turn lanes at intersections and in developed areas north of Rte 99

· Bypasses and realignment south of Rte 4

· Passing lanes south of High Pine
· 55 mph between Rte 4 and Rte 9A.

· Current posted speeds elsewhere

· Left turns only from turn lanes

· High degree of access management
The characteristics of the moderate upgrade are as follows:

· Turn lanes at major intersections and in developed areas north of Rte 99.

· 40 mph in High Pine

· 50 mph elsewhere between Rte 4 and Rte 9A

· Current posted speeds elsewhere

· Moderate degree of access management
Brad Littlefield: Is that really a viable concept based on the current upgrades to that road?

Steve Rolle:  What you would probably do is improve the section north of the upgrades and tie into that work. 

Brad Littlefield: The issue on Route 109 is High Pine, it is always going to be 40 mph through there and it will always be an issue.

Steve Rolle: And that’s why for the major upgrade we propose looking at a bypass around High Pine. 

Brad Littlefield: That is one area in Wells that is being developed.

Steve Rolle presents a slide showing a concept that Upgrades Route 4 for the Alfred– Sanford–North Berwick–Ogunquit Corridor
Here’s an upgrade concept for Route 4. We thought that one level of upgrade was appropriate to study for this corridor, as it does not have the alignment issues that Route 109 has or congestion issues that Route 111 has. 

The characteristics of this concept are as follows:

· Maintain Current (2+) travel lanes

· Turn lanes at intersections and in developed areas

· Passing lanes north and south of Rte 109

· 55 mph except approaching major intersections

· Moderate to high degree of access management
Steve Rolle presents a slide showing a Maine Turnpike Connector and Interchange for the Alfred–Sanford–North Berwick-Ogunquit Corridor
This concept has a new interchange in Ogunquit near Berwick Road and a highway connecting to Route 4 north of North Berwick. Currently, there is not a direct way of getting to North Berwick from Ogunquit, so rather than upgrade the local roadways, we will test a new roadway to connect these two areas. Also, we’re showing the improved segments only to Rte 111, but it may make sense it continue further north.
John Sylvester: How would you get through the village in Alfred?

Steve Rolle: Not sure at this point, the analysis would help us understand if there are benefits to these alignments as well as what the impacts might be. 

Carol Morris: If we find that there are, we would then see if there was any way to overcome the obstacles, so this is just the initial step of looking at concepts.

Brad Littlefield: This would work very well south of Alfred on Route 4 because there has been very good access management on that road.

Steve Rolle presents a slide showing a North Berwick Bypass Concept for the Alfred–Sanford–North Berwick–Ogunquit Corridor
This slide shows a North Berwick Bypass Concept on Route 4 around the town center.

Dwayne Morin: This has been looked at for forty years. We just revisited it in our comprehensive plan and dropped it.

Uri Avin: How come?

Dwayne Morin: There are environmental issues.

Uri Avin: But you’re not saying don’t look at it?

Dwayne Morin: No, not at all, we dropped it because of cost and viability. 

Uri Avin: We heard this at the public meeting.

Dwayne Morin: There is no question it is difficult to get through the town when there is congestion at certain times.

Gerry Audibert: Was there a study done?

Dwayne Morin: No, one of our selectman was chief engineer for the state and he developed it.

Steve Rolle presents a slide showing a New Limited Access Highway for the Alfred–Sanford–North Berwick–Ogunquit Corridor
This slide shows a new limited access highway with an interchange in Ogunquit, Route 9 to North Berwick, Route 4 to the Sanford Airport and Industrial Park with some local arterial improvements and ending somewhere before Sanford with local road improvements to distribute traffic in and around the Sanford Village. 
Dwayne Morin: That would eliminate all of the traffic on Route 4; there would be a Route 236/4 bypass.

Steve Rolle: If you developed a limited access facility, that balance of through-trips on what is now the state highway would be handled by that new facility.

John Bubier: The point at large is based on economic growth. This is focused on Sanford and it doesn’t go anywhere else. 

Uri Avin: If this concept extended down Route 202 to the New Hampshire line, that would be what you have been talking about?

John Bubier: It would be interesting; it would not be ideal though. The connection that makes sense is Biddeford-Saco all the way through to Exeter, and down onto Route 101.

John Sylvester: Why does it make sense, if the economic drivers are coming from the south of New Hampshire, why you would think there is going to be a tremendous amount of growth in the Biddeford, Saco, Portland, Old Orchard area? 

John Bubier: This is not a scheme to enhance the city of Portland or points north, it is a plan to encourage growth inside of the triangle, like the growth in metro Boston.

Brad Littlefield: There is a lot of economic activity coming from Manchester – Concord along Route 101 into western York County; it needs to be looked at. We need to find out where those economic drivers are coming from. We are getting a lot of economic activity along the Route 101 corridor, maybe they are not valid, but I think they are valid.

Dwayne Morin: What impacts do you think the improvements on Route 16 will have on that corridor? I took both ways to Boston and it was much quicker going on Route 16. Is that going to have a lot of impact on the traffic coming into the state?

Charlie Colgan: You analogize the triangle concept to Route 128, which was a bypass around Boston. You are talking about bypassing Sanford by connecting the Portland area with the top of the Route 16 corridor. I am going to struggle with the concept of bypassing Central York County when there isn’t an urban hub nearly the size of Boston there to push growth out onto that road in the same way Route 128 developed. Looking at the triangle may be worth thinking about, but it will most likely not be analogous to Route 128 in Boston.

John Bubier: We are not bypassing Sanford because the theory is that it would come North of Route 111, and you could skim through 224 and shoot off of Route 202.

Charlie Colgan: If you’re talking about a limited access highway, you will have access to Sanford but it will bypass Sanford as it is designed to keep people moving.

John Bubier: It depends on if we are connecting Sanford with I-95, or if we are talking about stimulating growth in the region.

Uri Avin: That is a big question and the purpose and need statement does not reflect what you are talking about.

Gerry Audibert: The purpose and need is not to create new economic development, it is to improve connections that are stymieing economic development.

John Sylvester: Knowing the town of Alfred and the surrounding towns to the west, all of us have a rural orientation. I don’t think you would find even 10% of the community would be happy with putting a 4-lane turnpike through there. They are scrambling and trying to find ways they can bring jobs to their area and a limited access highway is not going to bring jobs to these communities.

Carol Morris: Ok, thanks folks, the next steps are as follows: 

· Finalize Employment and Population Projections

· Finalize and Model Corridor Concepts

· Continue evaluating potential Land Use Development Policies, Access Management options, Transit and Travel Demand Management (TDM) strategies

· Next Meeting Dates

Brad Littlefield: I can’t see a change in the corridors at this point, but is that a possibility to find another corridor?

Gerry Audibert: The approach was that we selected the Route 109/111 as samples to test impacts to the region. From that we will discount some of these.

Uri Avin: We will test about 18, which is a lot to test. In principle if another corridor makes sense it would not be off the table.

Gerry Audibert: This is point A to point B, if there is not a lot of impacts or barriers, we will look at more detail. 

Brad Littlefield: Let’s say that Route 111 is the corridor that we choose to add capacity to and every town from Alfred to Arundel is in opposition to this. There are environmental restrictions that can be overcome, but the political opposition is very strong. What happens?

Gerry Audibert: Public opinion is a huge factor, it’s not the only determiner, but it is a huge factor. If we don’t have public support it is not feasible.

Brad Littlefield: When Route 101 was expanded, there was opposition from rural communities. But the government said it was for the public good, and twenty years later it worked well.

Gerry Audibert: Well, things are done very differently now. It is a matter of looking at the purpose and need statement, developing the Measures of Effectiveness. We are talking about this at a very conceptual level right now.

Maurice St. Claire: If you end up with a new corridor, where is the money coming from? 

Gerry Audibert: One of the things that we talk about is that we are going to add a cost element at the end of Phase II. Funding is getting very difficult to come by.

Brad Littlefield: You have an offsetting column of cost and benefits?

Gerry Audibert: Yes, as we get into Phase III it will get much more detailed. 

Carol Morris: Thank you for coming, we will see you in June.

Meeting adjourned at 6:16 pm
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