











ROUTE 1 CORRIDOR PLAN

The two off-set North Road intersections are proposed be further separated and relocated away from the
horizontal curve that currently restricts sight lines (Figures 4-34 thru 4-36). Traflic signal control would
ultimately be provided at each new intersection. Lane use along Route 1 at the intersection would include an
exclusive left-turn lane, a through lane, and a shared through/right-turn lane in each direction. A raised center
median would be provided at the intersection to separate directional flow along Route 1. The segment between the
two new intersections would be transition back to a 3 lane cross section. These improvements could possibly be
accomplished in stages, fixing one approach and then the other, or by changing the configuration and signalizing
at a later date. An updated signal warrants analysis should be completed prior to any project moving forward to
verify the need for a signal or not.

The 3 lane cross section would continue north into Rye through a segment of the corridor with numerous
driveways and curb-cuts. As an access management action, traffic signal controls are recommended at Lafayette
Terrace (Figure 4-37) which would provide safe and efficient left-turn access to Route 1 from many of the parcels
of land on both sides of the roadway. Route 1 at the signalized intersection would be widened to a 5 lane cross
section consisting of an exclusive left-turn lane, a through lane, and a shared through/right-turn lane in each
direction. A raised center median would be provided at the intersection to separate directional flow along Route

1 and again provides an opportunity for aesthetic treatments and enhanced connections across the roadway for
pedestrians. The Lafayette Terrace vicinity has also been identified as appropriate for transit stops and related
improvements and right-of-way space should be allocated for that purpose.

4.1.5 RYE

Given the short length of Route 1 in Rye, the recommended improvements are necessarily brief as well. Entering
from the south, Dow Lane is the first street connection with Route 1 in the community and it currently intersects
at a skewed angle. This is recommended to be reconstructed so as to intersect Route 1 at a 90 degree angle (Figure
4-39). In addition, some consideration should be given to structuring this intersection as a right-in, right out

to eliminate the difficult left turn exit from Dow to Route 1. Route 1, in the vicinity of the intersection, would
consist of 3 lane section with a single through lane in each direction and a center two-way turn lane until the
approach to the Breakfast Hill/Washington Road intersection.

The roadway just south of the Breakfast Hill/ Washington Road intersection contains a problematic vertical crest
that limits the sight distance on the northbound approach and has been a contributing factor in many accidents
at that location. Currently, the approach features warning signs and a signal that flashes when the light is red for
US 1 Northbound. The recommendation is to reduce this vertical crest to improve the sight lines approaching the

intersection.

At the Breakfast Hill/Washington Road intersection (Figure 4-40), Route 1 would be widened to a 5 lane cross
section consisting of an exclusive left-turn lane, a through lane, and a shared through/right-turn lane in each
direction. A raised center median would be provided at the intersection to separate directional flow along Route

1 as well as prevent left turns from driveways within the functional area of the intersection. This is Rye’s only
signalized intersection on US 1, and the community may desire additional landscaping and aesthetic treatments
as this servers as a gateway into the town. Transit stops for future corridor service have been indicated on the map
near the intersection, and would provide a connection to the commercial centers at the intersection and some

limited residential areas within walking distance.
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PROJECT PRIORITIES FOR RYE

Pedestrian and bicycle improvements should be included in any work
done at the Breakfast Hill/Washington Road intersection with at least 1. Address safety issues at
Washington Road/ Breakfast Hill

one crosswalk across Route 1 and shoulder space for bicycle travel. : X !
Road intersection with US 1.

North of Breakfast Hill Road lane use along corridor would transition 2. Realignthe Dow Lane

back to a 3 lane cross section (Figure 4-41) as the roadway continues intersection with US 1.

into Portsmouth. Transit stops are also listed on the map near the mobile 3. Implement Access Management
home park for future service and should be designed into any roadway standards to maintain efficient

improvements in that area if they are not completed beforehand. travelon US1.

Compared to the other Route 1 communities, Rye has only a small

number of driveways on the roadway and much of the economic and

social activity of the town is focused away from the corridor. That being said, there is potential for significant
development and redevelopment along Route 1 and the community should take steps to ensure that traffic
generated from that growth is well managed. Implementation will involve the adoption of strong access
management standards as well as coordination with both NH DOT District 6 driveway permitting and the

neighboring communities.

4.1.6 PORTSMOUTH

As the roadway moves from Rye into Portsmouth traffic volumes increase and land use becomes more intense,
changing the character of the roadway from a rural to a more urban setting. It is recommended that a three

lane cross section continue from Rye into Portsmouth (Figures 4-42 to 4-44) to the Ocean Road intersection
where it widens to five lanes. Route 1 from this point to the US 1 Bypass is recommended to consist of a 5 lane
cross-section including an exclusive left-turn lane, a through lane, and a shared through/right-turn lane at each
of the signalized intersections; Ocean Road, Heritage Avenue, White Cedar Boulevard, and the South Gate
Plaza. Where feasible it is recommended to construct a raised center median separate directional travel between
the major intersections for improved safety and traffic flow along the roadway. The result will be the elimination
of uncontrolled left-turn movements entering the corridor as well as limited left-turns from US 1 to driveways,
resulting in smoother travel and fewer turn related accidents. The median should be landscaped and should
incorporate pedestrian refuge points at all crossings as well as mid-block breaks to allow for turns in some cases.
This will need to be paired with access improvements that improve the connection of individual parcels to traffic
signals. One potential difficulty with raised medians is the need of for trucks to make left turns at locations other
than intersections. A five lane cross-section is too narrow to allow for large vehicles to make u-turns (cars are ok)
and either intersections will need to be widened further to accommodate this movement in some locations or

truck turn-arounds will need to be constructed such as described for Ocean Road below.

Given the close proximity of Ocean Road and Lang Road, they both cannot be effectively signalized without
creating additional congestion and delay. For this reason it is proposed that Lang Road be redirected to connect
with Longmeadow Road to more fully utilize the existing four-way intersection and signals at Ocean Road
(Figure 4-45). The current Lang Road connection to US 1 could remain open as a right-in/right-out access which
may be useful as a truck turn-around location, or it could be closed entirely. Figure 4-45 shows an arrow making
this connection, however the exact location of the connection will depend upon the parcel boundaries and active
land use on the property.
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Two travel lanes in each direction with a center median are proposed to continue north through Heritage Avenue
(Figure 4-46) to the existing widened area around the White Cedar Boulevard intersection (Figure 4-47) where
it already is a five lane roadway. The proposed raised median along US 1 will further regulate driveway access, and
considerations need to be made to improve local circulation and maintain reasonable access to property. It will be
important to provide parcels with access to traffic signals where possible. Some suggested circulation improvements

are shown on the figures as white arrows including the construction
of a new access road connecting Freedom Circle to Heritage Avenue, PROJECT PRIORITIES FOR PORTSMOUTH

and interconnecting the parcels between Heritage Avenue and

1. Improve Constitution Avenue
Constitution Avenue to ensuring that there are ways to get from intersection with US 1.

these businesses to at least one of the traffic signals on US 1 in the )
icinitv. Thi 1 b land Ives in th 2. Consolidate Lang Road and Ocean
vicinity. This may not occur all at once, but as land use evolves in the Road intersections with US 1.
corridor or parcels get redeveloped, access improvements should be
implemented as part of site improvements. 3. Implement access management

standards for US 1.
Until a few years ago, there were two projects in the State Ten Year 4. Widen from Constitution Avenue to

Plan to address the capacity deficiencies at the Constitution Ave Wilson Road.

intersection and the 3 lane segment from this point to Wilson Road.

This would have signalized Constitution Avenue and widened Route 1

to five lanes completing a 5 lane section from White Cedar Boulevard

to the US 1 Bypass. However, financial constraints with Federal and State transportation resources have resulted in
the removal of the two projects and a new approach will need to be found to fund their construction. In addition,
work related to private development near the Constitution Avenue intersection has confirmed the presence of
historic and cultural resources (a cemetery on one side of Route 1 and a historic structure on the other) that limit
how much the roadway can be widened in that location. The proximity to the signals at White Cedar Boulevard
(approximately 800 feet) and Springbrook Circle (approximately 450 feet) also make Constitution Avenue a difficult
location to effectively signalize. Instead, it is proposed to redesign the existing Constitution Avenue intersection for
right-in, right-out movements only, and that traffic be routed through the existing signal at Springbrook Circle for
other movements. Route 1 in this area would be widened only to four lanes, with no center turn lane to minimize
impacts on the historic resources. Figure 4-48 shows this concept and includes a new roadway connection between
Constitution Avenue and Springbrook Circle that goes through some of the existing buildings in the Shaw’s Plaza.
It is not intended that this sketch be the default design concept, but that it show the conceptual connection, so that
any redevelopment of that plaza can accommodate changes to the traffic patterns to facilitate traffic flow.

From this point north, Route 1 is recommended to be widened to 5 lanes as originally proposed in the State Ten
Year Plan. This basic concept is shown on Figures 4-49 and 4-50 and include a raised center median as well as
sidewalks on both sides of Route 1. The median does not currently include any mid-block breaks, but given the
distance between signals in this stretch of Route 1, a full break (and potentially an additional traffic signal although
no analysis has been completed) may be appropriate at Campus Drive where traffic from Water Country can be tied
into the corridor as well. With an additional directional break to allow left turns into Hoover Drive.

As Portsmouth is the only community with existing regular transit service along US 1, Transit stops are shown only
in locations where COAST Route 6 currently stops in the study area; The Wal-Mart plaza and at Hillcrest Estates.
Future improvements to the roadway near these two locations should include improvements for these transit stops

and growth in COAST service should be accommodated with additional stops where appropriate.

Pedestrian improvements should include sidewalks on both sides of the roadway as far south as Ocean Road and the
residential areas just to the south of that intersection. Signals should include full crosswalks and pedestrian signals
to facilitate crossing the roadway. The shoulder should be constructed at least 4 feet wide to allow for bicycle travel.
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4.2 COMMUNITY LAND USE STRATEGIES

Highway improvements generate increased accessibility to land along the upgraded roadway. This increases the
value of the land adjacent to the roadway often leading to turnover in land use as denser and higher value uses
replace existing land intensive uses. The increased development and growth then leads to more traffic, which in turn
increases congestion and creates greater safety issues and when traffic flow has deteriorated enough, there is pressure
to make improvements to the roadway. Conventional zoning practices have perpetuated this development cycle
with the clearest evidence of this trend being the functional obsolescence created by strip commercial developments
along major arterials such as Route 1. As this form of development intensifies, the growing number of curb cuts and
resultant turning movements conflict with the intended function of the arterial which is to move people and goods
safely, quickly and efficiently. This pattern of development often results in congestion and reduced level of service,
which is then typically remedied by adding lanes, traffic signals, and other measures to try to maintain capacity.
Eventually, if conditions deteriorate enough, it can cause businesses and shoppers to relocate, increasing vacancies
and lowering property values. Nationwide, towns and cities are becoming increasingly concerned about this cycle
and its effects on community character, quality of life, and the costs of providing infrastructure and services.

Good roadway and driveway design, combined with appropriate land use and access controls can break this cycle
producing corridors that enhance community character and economic growth.

US 1, in addition to being an arterial that serves the seacoast region, also acts as “Main Street” for many of the
corridor communities. This requires an approach that balances the needs of regional traffic with local circulation
and community function. In these areas, such as in the town centers of Hampton and Hampton Falls, increasing
capacity through highway widening is not a viable option and improvements must be pursued through concepts
such as access management, turning restrictions, and potentially balanced with an acceptance of lower levels of
service in some cases. Land use policies and zoning regulations that encourage compact development and help

to meet community design goals and values are one of the more effective long term methods of managing traffic
and growth in the corridor. This is established with policy direction (Community Master Plan) and implemented
through zoning ordinances and subdivision regulations that tailor the land use development process to fit local
needs. In some cases, this all must also work in conjunction with the NH DOT Driveway Permitting process to
produce developments that fit into community needs and resources.

4.2.1 MASTER PLAN

The Community Master Plan is an important policy document that establishes the overall direction of future
development. It includes guiding principles for land use development patterns, including location, density and type
of development. Each community should examine their master plan to ensure that it considers the following for the

US 1 corridor area:

Land Use Patterns: how and where does the master plan encourage or limit development? This aspect is critical as

future land use decisions will have a tremendous impact on future traffic patterns and conditions. Communities can
encourage beneficial land use patterns through the following recommended approaches:

®  Promotion of Concentrated Development: define areas within each community where growth is desired
and focus community resources for infrastructure there. Compact development requires less extensive
roadway infrastructure and creates efficiencies in delivery of public services such as, mail delivery, police
and fire protection, reduces the volume of traffic, shortens driving trips, promotes walking, biking, and
transit use, as well as numerous other benefits. In the context of commercial highway development,

it means focusing growth around nodes to create depth and discouraging a linear pattern. The prime
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example of nodal development on the Route 1 corridor is the Hampton center. This area features mixed
use development with housing, jobs, and services in close proximity to each other, public parking and an
extensive sidewalk network. While travel through the US 1/ NH 27/High Street intersection is congested
at times, the supporting system in the area does allow for multiple paths through and around it, as well as
walking and biking to destinations.

®  Promotion of Mixed Use Development: mixing retail, commercial and residential development can be
complimentary for all uses and helps to balance the traffic levels throughout the day as well as reduce motor
vehicle travel in general. This is especially effective in downtown or village center areas where traditionally
mixed uses already exist and people can live, work and shop. It can also have benefits for a community when
applied to existing strip development such as in Portsmouth’s Gateway District which includes most of US 1
south of the US 1 Bypass. This zone has the goal of enhancing “visual character and environmental quality”

to accommodate affordable housing, mixed use development

*  Coordinate Land Use with Available Transportation Resources: if the capacity is not available to
support new development on the existing infrastructure, decisions must be made as to how to address the
shortage. Less growth could be allowed, different types of land use that aren’t as transportation intensive
could be permitted, or investment could be made to increase the capacity of the infrastructure.

Transportation: does the Master Plan identify existing conditions and methods utilized to manage traffic growth
and congestion? This includes incorporating access management policies to form the basis of a community program
and planning for future growth and congestion needs and to establish site planning standards for development on
highways. Recommended methods for managing traffic community wide are:

®  Require interconnected streets: New subdivision roads that link to other developments and the larger
roadway network in a comprehensive way increase the capacity of the network and improve the connectivity
of places within the community. Subdivisions that have a single access point ending in a cul-de-sac inhibit
emergency access and increase traffic congestion during peak hours by providing limited points of entry or
exit, and by not providing alternative routes for other nearby residential areas. While this is often desired
by residents and perceived to be safer, it must be balanced against the benefits that improved connectivity
can provide for a community in terms of reduced congestion and improved fire and police protection.
Interconnected neighborhoods should not be limited to roadways as pedestrian and bicycle access points
provide additional benefits to the community. Applied to Route 1, this means eliminating cul-de-sac streets
and requiring that public rights of way be established between parcels to provide cross lot access.

®  Design to fit the location: Context Sensitive Solutions (CSS) is an approach to project development and
design that involves all stakeholders in a collaborative process that considers the total context within which
a project will exist. The goal is to develop a facility that fits its physical and social setting, and preserves
scenic, aesthetic, historic and environmental resources, while maintaining safety and mobility. On the Route
1 corridor, this will entail that developers and NH DOT work closely with communities to ensure that the
specific designs implemented reflect local needs.

®  Planning for all modes of travel: There are many diverse users of Route 1 and in the future, it is expected
that transit, bicycling, and walking will become more important modes of travel within and between the
communities. Improvements for these modes must to be explicitly incorporated into the design of roadway
projects planned for Route 1. This includes adequate shoulders, sidewalks, and the provision of safe crossing
points at intersections and at mid-block locations where appropriate.
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4.2.2 LAND USE REGULATIONS

The general land use and transportation policies from the master plan are implemented through the community
zoning and subdivision regulations. These rules, regulations, and ordinances control lot sizes, land use types,
building heights, setbacks, as well as many other facets of development. They are the primary tool for local
communities to guide development and redevelopment of land and are where a definitive impact on traffic patterns
can occur. The communities on the US 1 corridor should consider implementing the following to supplement the

existing site plan review requirements:

*  Corridor Improvement Financing Options: establish a system that helps to offset the highway
infrastructure costs of new development on Route 1. This could be in the form of an Impact Fee, Betterment
District, Tax Increment Finance (TIF) District, or other financing mechanisms that would coordinate off
site development, exactions and impact fees in the implementation of the Route 1 Corridor Plan. Local
financing options are further detailed later in this section of the report (Section 4.6).

*  Traffic Impact Studies: While many communities have requirements for traffic impact studies in place,
all should work with the Department of Transportation to establish specific requirements and thresholds
for when they are necessary and consistency in what should be included. A formal process an detailed
requirements such as those illustrated in Table 4-1 benefit the community and developers by establishing
up front what is going to be required for each proposal. Some of the items that should be standardized are
the scope determination process, the horizon year time period, analysis periods, study area, and demand
calculation methods.

* Limiting new access points: Currently each parcel abutting US 1 is entitled to at least one access point
depending on frontage and specific location. If the parcel is subdivided, it could entail that each of
the created parcels gets direct access to US 1, adding driveways in close proximity and while both the
communities and NH DOT discourage this, there is nothing that explicitly prevents it. A short provision
can be added to the zoning ordinance that effectively limits the number of driveways to one per current
existing parcel along an arterial roadway. Future subdivisions of those parcels must make use of common

driveways, access easements or service roads to access the new lots.

®  Pre-establish and plan access: Having a corridor access plan in place has benefits for both the community
and land developers. The community gains by establishing a set of improvements and access controls that
can be utilized to guide development as well as provide a basis for traffic impact mitigation. The land
developer saves time and resources by knowing community requirements ahead of time and can tailor
their initial design to meet the established standards and criteria for access and circulation. This study
forms a basis for communities and NH DOT, as it sets out desired signal locations, access controls, and
other necessary improvements. The next step for communities would be to establish a parcel specific access

management plan for the Route 1 corridor.

®  Require appropriate driveway design: Properly spaced and designed access points are critical to
maintaining traffic flow and safety on congested roadways. The factors that determine good design are
spacing, width, turn radius, throat length and approach grade. Driveway spacing plays a critical role in
determining the safety of the corridor with a direct correlation between the number of driveways in a
particular area and the rate at which accidents occur. The other design components determine the speed
at which vehicles can enter or exit the driveway and the number of vehicles that can be processed without
causing internal or external circulation problems. On US 1, communities should review current driveway

standards and implement changes that facilitate consistent and appropriate driveway spacing and design.

®  Performance Zoning: In contrast to traditional zoning, performance zoning allows almost any use to be
approved in a specific area as long as it meets certain pre-established criteria. Each proposed use is analyzed
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for impacts to community infrastructure, water and sewage, traffic levels, as well as other standards and

developments meeting the requirements are permitted.

*  Compact Subdivision Design: This type of subdivision design utilizes either compact mixed use (village
based design), or compact single use (cluster development), to reduce the amount of sprawl created by a new
development. This requires improved pedestrian, bicycle and motor vehicle access and connectivity to the
larger community, and replacing cul-de-sac with interconnected neighborhoods helps to build a sense of

community as well as providing alternative transportation routes.

® Access Management Overlay District: The use of overlay districts as a method for managing access
along commercial corridors is rapidly increasing across the United States, and is becoming an important
planning tool in New Hampshire. Special requirements are added onto an existing district, while retaining
the underlying zoning and its associated requirements. Language that specifies standards for the Access
Management Overlay District is integrated into the zoning ordinance, while corridors (ovetlays) are
designated on the zoning map. Overlay district requirements may address a myriad of access management
issues including joint access, interconnecting driveways, driveway spacing, as well as limitations on new
driveways. This type of response is useful when there is support for access regulation in one area (such as a
corridor) but not in other parts of the community. This type of district can cross municipal boundaries as
long as each entity involved approves it.

In addition, the following zoning & subdivision regulations should be examined for adequacy and amended as

necessary:

o  Setbacks: sctbacks should be deep enough to allow for flexibility in locating driveways, ensuring adequate
driveway throat-length, and to accommodate future right-of-way and/or roadway widening sidewalks or
shoulders to be used as bike lanes. As highway rights-of-way vary in width, it is suggested that setbacks
be measured from the centerline of the highway. The NH DOT US 1 Policy that has been in effect since
the 19805 is working to establish a 90’ right of way for the length of the corridor, with an 80” width in
areas constrained due to existing development. It is recommended that building follow that policy along
the corridor and be no less than 45’ from the center line of the roadway. Given existing lot sizes and
development there are some that will not ever be able to meet this standard but it should not discourage

communities from trying to make improvements.

® Frontage: frontage requirements establish the potential number of access points onto a highway, and
minimums should be higher on arterial roadways to allow for greater spacing between driveways and
improved traffic flow. For zoning districts with a minimum lot size less than 1 acre, the recommended
minimum frontage is 250’. Districts requiring larger minimum lot sizes should require +400” of frontage.
Increasing the minimum frontage should be utilized only in areas that are not planned for nodal

development, and where each lot will have a driveway access onto Route 1.

®  Signs: while sign regulation is not necessarily a component of an access management regulatory scheme,

two very specific tools are offered for consideration.

—  Off-Premise Signs: off-premise signs create visual confusion, which has an impact both on safety
(drivers searching for signs and not watching the roadway), and on traffic flow (slowing to look for
signs). It is recommended that off-premise signs not be permitted along the US 1 Corridor unless they
are part of a larger community or corridor-wide signage program to aid wayfinding.

—  Sign Setbacks: freestanding sign location(s) should be sufficiently regulated so that they provide
adequate information without causing confusion or creating hazards for the traveling public. Specific

69 — RECOMMENDATIONS



ROUTE 1 CORRIDOR PLAN

TABLE 4-1: TRIP GENERATION THRESHOLD

; DEVELOPMENT SIZE
w
% E SMALL E MEDIUM E LARGE
E SIZDEEszLZZOMPEO[\‘STED ACCESS LOCATION i TRAFFIC IMPACT i TRAFFIC IMPACT i REGIONAL TRAFFIC
8_ & DESIGN REVIEW : ASSESSMENT : STATEMENT : ANALYSIS
&J T <100 PEAK i 100 < T <500 PEAK i 500 < T <1000 PEAK i T>1000 PEAK HOUR
HOURTRIPS ! HOUR TRIPS : HOUR TRIPS : TRIPS
JPre-application meeting or discussion 4 i v E v i v
I ANALYSIS OF ROADWAY ISSUES
IExisting Condition analysis within study area v i v i v i v
ISite distance evaluation v E v i v i v
INearby driveway locations ? : v : v : v
IExisting traffic conditions at nearby intersections i v i v i v
and driveways ! ! !
IFuture roadway improvements E ? E v E v
ICrash experience in proximity to site ? i v i v i v
ITrip generation of adjacent development i ? i v i v
ITrip distribution analysis : v : v : v
IBackground traffic growth : ? : v : v
IFuture conditions analysis at nearby intersections : ? : v : v
IMitigation identification and evaluation i ? i ? i v
| SITE ISSUES
ITrafﬁc Generation ; v ; v i v
frrafic Distribution ? ; v ; v ; v
IEva_lluate number, location and spacing of access " i v i v i v
points i i i
IEvaIuate access design, queuing, etc. v : v : v i v
IEvaIuate site circulation v E v E v E v
I OTHER ANALYSIS
IGap analysis for unsignalized locations E ? E ? E v
SM/TDM' Mitigation measures (car or vanpooling, i i 2 i v
transit, etc.) - Transit Agency participation ' ' '
IEffect on traffic signal progression, analysis of -'%'l i -'%'l i ” i v
proposed signal locations O O ) i
T =Total -:E:traﬁic signal should not be permitted
v’ =Required ?  =Maybe appropriate on a case by case basis

"TSM/TDM = Transportation System Management/Transportation Demand Management

Table adapted from: Transportation and Land Development, 2nd Ed. By Vergil G. Stover & Frank J. Koepke, ITE, 2002, p.3-6

setback requirements must be based upon several factors, including the posted speed of the road,
building setback requirements, dimensional standards for sign size, and lighting method. In addition,
signs need to be located so as lead the motorists to the business, and so as to not interfere with sight

lines for entering or exiting vehicles.

®  Limit Driveways: each lot should be limited to a single driveway on US 1 except in unusual circumstances.
While this is most effective at improving flow in less developed areas that have larger parcels, a short
provision can be added to the zoning ordinance that effectively limits the number of driveways to one
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per existing parcel. This limits future subdivisions of those parcels to use of common driveways, access

easements, or service roads to access the new lots.

*  Driveway Spacing and design: regulations should establish both criteria for driveway design and
minimum spacing standards. At a minimum, driveways should be spaced with enough distance between
them so that vehicles making a right turn out of adjacent driveways don’t collide. Driveways should not be
“one size fits all” and must be sized according to the amount and type of traffic that will be using them as
well as with consideration of internal circulation, traflic on the adjacent roadway, and nearby pedestrian

activities.

4.3 ACCESS MANAGEMENT

Access Management involves maintaining control over the location and design of all entrance points to a public
highway. The intent is to preserve the safety and efficiency of the roadway, while at the same time providing
reasonable access to adjacent properties. Practically, it means limiting the number of, or appropriately spacing
driveways, as well as ensuring proper design the roadway and access points so that it is safe and traflic moves as
efficiently as possible. Access management tools designed to be implemented prior to the development of a highway,
as well as retroactively to improve the function of existing roadways. The tools are comprehensive and include
policies, regulations, design standards, as well as physical improvements to the roadway. The benefits are widespread

for all users of the transportation system as well as the community as a whole:

®  Motorists gain from fewer, less severe traffic accidents as well as improved trafhic flow, saving both time and

money.

®  Businesses benefit from preserving their market and/or delivery areas, as customers find it easier to access
a business due less congested roadways and lower accident potential. Often corridors with good access
management are friendlier to pedestrian traffic which can create additional business opportunities as well.

®  Land Owners benefit from the increased economic development potential of their property on an efficient

corridor, as well as increased property values from a larger market area created through reduced congestion.

®  Developers gain from having established access and design criteria which reduces their design costs and
delays by giving them a specific set of requirements to plan towards.

®  The General Public gain from prolonging the life of the existing roadway through preserving its capacity.
This allows funds that might have been spent on new facilities to go into better maintaining the existing
network. In addition, there can be benefits for both public transportation travel times and access. Finally,
good access management can create a more aesthetically pleasing area with fewer signs, more green space,

and an overall more walkable community.

4.3.1 ACCESS MANAGEMENT PRINCIPLES

With the ultimate goal of access management being to find the appropriate balance between safe, efficient traffic
flow, and access to individual properties, there are some guiding principles that should be kept in mind when
creating plans and improvements.

*  Maintain Reasonable access to property: an abutter’s access to a highway is a given property right that
cannot be taken away without compensation. It is however, subject to regulation by municipalities and/or
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the NH Department of Transportation under RSA 236:13 which specifically allows both to determine the
number, location, and appropriate design of that access.

®  Provide benefits to the greater community: proper application of access management should do more than
just improve conditions for drivers. It should help the business environment through safe and convenient

access for customers and employees, and benefit taxpayers through more cost-effective use of their money.

®  Classify roadways based on their function: more important roadways (in terms of volume or connections
to the network) need a higher degree of access control so that the road continues to perform according to the
function it was designed to serve.

®  Establish Good Design: implementing standards that promote well designed roads, intersections, and
driveways is the backbone of future improvement, as well as the foundation for correcting existing access

issues.

®  Maintain interconnected streets: interconnections between adjacent lots and between new subdivisions
and the existing street system are important to maintaining safe and efficient traflic flow. Road networks
that work the best are those that provide the user with options for getting from place to place.

® Incorporate planning and zoning: good access management integrates the concepts into community plans
and zoning regulations. Including access management goals in the community master plan, and in local
zoning and land development regulations can be helpful in preventing new access problems.

®  Promote interagency coordination: with jurisdiction over land use along US 1 passing through seven
communities, and with driveway permitting involving the NH DOT as well, it is critical that processes
are coordinated and design standards complimentary. Interagency agreements, such as a Memorandum of
Understanding (MOU), provide a solid basis for this coordination with regard to review and approval of
development proposals.

®  Educate the public: when citizens and business owners understand the benefits of access management, and
are actively involved in developing and implementing plans, there will be much more support for the specific

improvements.

4.3.2 RECOMMENDED ACCESS MANAGEMENT PRACTICES AND TECHNIQUES

Much of Route 1 is already heavily developed and portions of the corridor may never meet ideal access standards.
Retrofitting access management policies and techniques is difficult due to limited right-of-way and buildings

in close proximity to the roadway. In addition, in similar situations, property owner opposition is usually high
until it becomes clear how the changes can help resolve the safety and congestion problems that exist. It must be
demonstrated that access management can reduce congestion and accidents, save time for travellers, and be cheaper

than other alternatives.

There are general practices that are applied at different regulatory and operational levels to facilitate good access
management and within each of those general practices are a large number of techniques that can be utilized to
manage access on a roadway. This section of the report details the practices and techniques recommended for the
corridor and provides appropriate standards and thresholds for the communities to implement.

SEPARATING OR LIMITING THE NUMBER OF CONFLICT POINTS
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The intersection of a street with a driveway or another street creates the potential for interaction between vehicles
moving in different directions and at different speeds. The specific locations at which these vehicles come together
are known as conflict points and with more intersections there is a greater accident potential. In addition, not only
are the number of conflict points a factor, the distance between them is important as well. Providing sufficient time
between potential conflicts for drivers to properly perceive and react helps to simplify the driving task and improves
operations and safety. The specific methods used to minimize the number of conflict points and ensure adequate

spacing are the following:

RESTRICT THE NUMBER OF DRIVEWAYS PER LOT
Lots which have frontage on one highway only should be allowed a single driveway. An exception can be made

when two, one-way driveways are substituted for a single driveway when the minimum required distance between
driveways can be met. Lots with frontage on both an arterial highway, and an adjacent or intersecting road should
not be permitted to access the arterial highway, except where it can be proven that other potential access points
would cause greater environmental or traffic impacts. The current requirements along the corridor vary from
community to community. In general, it is encouraged that each lot have only one access point to Route 1, but that
any development within the district have no more than one driveway on the roadway unless frontage is greater than
500 feet in which case one access per 250 feet of frontage would be allowed.

Recommendation: each community should limit parcels to a single driveway on US 1, or two one-way access
points, unless frontage is greater than 500 feet in which case two full access points may be allowed. In addition,

the regulations should require the placement of primary access points on connecting streets, where possible.

RESTRICT THE NUMBER OF LOTS
Currently lot size and frontage requirements are dependent upon the zoning district and community that the parcel

is in. Minimum frontages range from 60 to 250 feet and minimum parcel sizes range from as small as 10,000
square feet (approximately 1/4 acre), to as large as a 2 acres (See Table 2-4 for details). The differing standards create
inconsistencies along the corridor & allow for a much greater density of driveways in some places.

Recommendation: for zoning districts with a minimum lot size less than 1 acre, the recommended minimum
[frontage is 200°. Lots in districts requiring larger minimum lot sizes should be required to have +400’ of
[frontage. Because much of the corridor already has small parcels, increasing the minimum lot frontage is not
likely to have a significant effect on the number of driveways. In the less developed areas however, increasing the
[frontage requirements should limit to some extent the subdivision of the larger parcels along the roadway.

REGULATE THE LOCATION, AND SPACING OF DRIVEWAYS
Traffic safety studies have shown that collision rates increase as driveways and road access points become more

dense. By establishing a minimum distance between access points on the same side of the roadway this is capped
and safety improved as drivers are provided with additional space to assess and react to entering, exiting, or turning
vehicles. Similarly, driveway alignment on opposing sides of the street can also have impacts on the safety and
efficiency of exiting maneuvers, particularly left turns. The ideal situation has driveways on opposite sides of the
roadway spaced adequately for the speed of the roadway so that left turn exits from one driveway are not blocked
from one opposite it. At higher speeds, this offset should be greater and ranges from approximately 250 feet at 25
MPH to 750 feet at 50 MPH. Driveways directly opposite each other are less desirable, but establish the proper
layout for future traffic signals. The worst conditions for driveway movement are those that are slightly offset so
that movements across the roadway from one driveway to the other are possible but difficult as the close layout
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causes left turning traffic entering one of the driveways to block traffic exiting from the other. Currently, only the
communities of Rye (300’), North Hampton (100°) and Seabrook (200’) have driveway offset requirements in place.
An additional aspect of driveway location is reducing the number directly accessing an arterial street such as Route
1. This requiring that where possible land uses connect to side streets which already have an intersection with the
arterial. This is significantly safer for the motorist, allows for smoother traffic flow, and concentrates traffic into a
few locations that together, may warrant a traffic signal where separately they would not have.

Recommendation: establish a minimum distance between driveways on the same and opposing side of a
highway, including all road intersections that is measured from the centerline of the driveways at the right-of-
way line and is a function of the posted speed in accordance with the Minimum Spacing of Access Points table
(Table 4-2) and include these requirements in the regulations of each community. For lower volume driveways,
and locations where future traffic signals are likely, offsets can be

eliminated in favor of placing the drives directly opposite each other. TABLE 4-2: MINIMUM SPACING OF ACCESS
A process for granting exceptions to this requirement for low volume POINTS ON ARTERIAL ROADWAYS
driveways and future signalized intersections should be allowable on POSTED CENTERLINE TO NUMBER OF
a case by case basis via the community Planning Boards. SPEED CENTERLINE DRIVEWAY  DRIVEWAYS PER
(MPH) SPACING (FT) MILE (APPROX)
Recommendation: Where possible, access to parcels should occur 20 85 62
via side streets connecting to Route 1 as opposed to Route 1 itself, 25 105 50
especially if doing so would provide access for the parcel to an 30 125 »
established traffic signal.
35 150 35
40 185 29
ENCOURAGE SHARED ACCESS TO PARCELS AND DRIVEWAY CONSOLI- 45 230 23
DATION 50 275 19

Adjacent properties can often share driveways and parking lots with From lowa State University Access Management Toolkit:
only minor modifications to site plans and this significantly impacts http://www.ctre.iastate.edu/

the number of driveways on the roadway. Cross lot connections allow

drivers and pedestrians to access multiple adjacent properties without

utilizing the arterial roadway, lowering the volume of traflic and reducing conflicts. Currently, only Seabrook

encourages cross-lot connections, and it has been applied in many locations along Route 1 in that community.

While it has been utilized occasionally in other areas, In most cases, each parcel has its own access point to the

roadway.

Recommendation: for improvements in traffic flow and safety, shared access should be the default for
commercial areas as it is the most effective way ro reduce the number of driveways and extended to all parcels
with frontage on Route 1 within the study area. All projects subject to subdivision review should provide
interconnecting driveways or easements for future construction of driveways that will provide and promote both
vehicular and pedestrian access between adjacent lots without accessing the highway, and should be designed ro
provide safe and controlled access to adjacent developments where they exist. Every effort should be made by the

Planning Boards to require construction of these driveways in anticipation of future developments.

LOCATE DRIVEWAYS AWAY FROM INTERSECTIONS
Ensuring that the functional area of an intersection is free of driveways benefits both the operation and safety

(Figure 4-51). The exact distance that a driveway should be from the intersection is dependent upon the type
of intersection (signalized or not), it’s configuration, signal timing, presence of turning lanes, traffic volume and
speed. It is also dependent upon whether the access point is located on the intersection approach or exit. Most of
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the communities in the Route 1 corridor do provide for some corner clearance although in some cases the distance

required is not adequate for the needs nor are the regulations flexible to address the individual location.

Recommendation: provide an additional requirement in driveway regulations that driveways be located outside
of the functional area of an intersection so as to minimize interference operations. Allowances should be made
Jor directional driveways and right-infright-out restricted driveways at the discretion of the Planning Boards.

PROVIDE ADEQUATE SIGHT DISTANCE Figure 4-51: Corner Clearance
One of the most critical safety requirements is for

adequate sight distance and ensuring that drivers
exiting driveways have the ability to see far enough to

ensure that the roadway is clear. The critical measure o E

in ensuring adequate sight distance is termed Stopping & . y Q

Sight Distance and is the distance required for a driver, . & W 4 @ oo
traveling at the design speed of the road, to stop before T P E_..]:[llr ) T

colliding with an object in the roadway. As shown in

Table 4-3, this distance increases with speed and ranges | it E I:.
from 115 feet at 20 MPH to over 700 feet at 70 MPH. An — E

additional aspect of appropriate sight distance is ensuring

that the visibility provided at intersections is great enough

so that drivers stopped and waiting to make a left turn

movement have enough distance (time) to make the decision, accelerate, and safely cross or enter the roadway.
Intersection Sight Distance is impacted by horizontal and vertical road curvature, fencing, signs, landscaping,
utility locations, and even snow levels and storage. The requirements necessary for ensuring clear sight distances at
intersections is usually determined at the local level and are included in the Zoning Ordinance although in many
cases, communities apply NH DOT standards for state roads, to the local facilities. Route 1 is currently designed
for speeds around 35 miles per hour, and this should remain predominantly unchanged with any improvements. As
individual projects are implemented along the corridor it will be important to consider the safety impacts of changes

that increase the design speeds and the need for greater sight distances in already developed areas.
Recommendation: ensure that minimum sight distances appropriate for the design speed of the roadway are

included in the driveway regulations.

RESTRICT TURNING MOVEMENTS INTO AND OUT OF DRIVEWAYS
Restricting turning movements from specific driveways can make great improvements in safety and traffic flow

by reducing conflicting movements near intersections. The most effective method is a center raised median which
prohibits any left turns into or out of adjacent driveways and eliminates the most difficult and unsafe trafhic
movements. Another method involves designing the specific driveway to be directional (right in, right out), but this

is often difficult to construct in a manner that eliminates the restricted movement.

Recommendation: implement requirements in the access management component of the zoning ordinance

to include provisions for raised medians at signalized intersections that extend along Route 1 to the extent of
the functional area of the intersection. Right-in/Right-our driveways and single direction driveways should be
allowable within the functional area on a case by case basis as considered appropriate by the Planning Boards.
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PROPER INTERSECTION SPACING TABLE 4-3 : STOPPING SIGHT
Adequate and consistent intersection spacing promotes improved access to DISTANCE
property and better traffic progression. This is especially important in the case DESICN SPEED OF  STOPPING SIGHT
of signalized intersections where improper placement can create additional ROADWAY (MPH)  DISTANCE (FEET)
areas of conflict, traffic queues, and congestion. Signalized intersections are 20 5
ideally spaced at ¥2 mile (2640 feet) but can operate effectively at distances 25 155
as close as ¥ mile apart (1320 feet) before traffic becomes disrupted. In 30 200
conjunction with proper spacing, the length of cycles at a traffic signal can 35 50
greatly influence the congestion and delay along the corridor. In fact, the cycle 40 305
times should be determined not solely based on volume of traffic, but on the 4 360
distance to adjacent signals and the desired speed of travel through that section >0 25
of the roadway. % 495
60 570
Recommendation: this study recommends that traffic controls (signals or :z j:z
roundabout) be located at a number of intersections where they do not Source: AASHTO, A PoTiCy on Design of

. . Highways and Streets, 2001
currently exist. The access management component of the each community’s ghway ’

regulations should include minimum spacing standards for signalized
intersections and require that analysis of intersection operations and signal
timings include the impacts of adjacent controlled intersections.

REMOVING TURNING VEHICLES FROM THROUGH TRAFFIC LANES:
Allowing through traffic to be unimpeded by turning vehicles improves operations, reduces conflicts, and the

duration of conflicts that do occur. This involves constructing left and/or right turn lanes or providing space for
vehicles to slow and turn without stopping traffic behind them.

RIGHT-TURN AND LEFT-TURN LANES

Right-turn lanes are typically installed at intersections with high turning movements, or they can be utilized at
mid-block locations for high volume driveways. They can also be retrofitted into areas where poor driveway or

site circulation has caused traffic backups. Left turn lanes provide critical safety and capacity improvements to a
corridor, especially under heavy traffic conditions. Isolated left turn lanes are designed to move turning vehicles

out of the through lanes at intersections. These can be cither protected by a raised median to separate opposing
directions of traffic, or unprotected adjacent to the opposing traffic. Continuous left turn lanes are constructed
along an entire segment of the road, and can cither be dual left turn lanes that carry a single direction of traffic
(known as a Left Turn Lane or LTL), or a single center turning lane that carries traffic from both directions (known
as a Two Way Left Turn Lane or TWLTL). Much of Route 1 has existing TWLTLs, even in areas where there are

no driveways.

Recommendation: at a minimum, left turn lanes should be considered at intersections with all roadways and
high volume driveways along the corridor where vehicles waiting to make left turns create congestion and delay.
A continuous two-way left-turn lane should be constructed only in areas where left-turn volumes warrant it’s
use, and short sections of raised medians should be considered to provide some restrictions to left-turns and limir
its use as a travel lane. Right turn lanes should be considered for high volume intersections and driveways where
removing turning vebicles from the travel lane provides benefits to the traffic flow and safety on the corridor.
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REDUCING CONFLICTING VOLUMES OF TRAFFIC

Providing the ability for vehicles to circulate between adjacent sites without having to access the roadway reduces
the volume on the roadway and results in fewer vehicle-vehicle conflicts. This requires making connections between

parcels for different types of traffic and sharing access points.

REQUIRE UNIFIED INTERNAL CIRCULATION
The goal of unified internal circulation is to provide the most efficient and safe design of parking lots, loading zones,

refuse storage and pickup areas for access by both pedestrians, passenger cars, as well as the large vehicles that
provide services to the site. This is particularly an issue at establishments with drive-thru services where queues can
spill out onto the street and hinder trafic movement.

Recommendation: include an access management component in the regulations that requires that site
circulation be smooth, not hinder entry or exit, or interrupt the flow of traffic on Route 1 and that any impacts

external to the site be mitigated at the time of construction.

FRONT AND REAR ACCESS ROADS
Access roads, whether in the front or rear of a development, eliminate the need for multiple driveways and offer

connections between parcels that don’t require the use of the arterial roadway. These types of connections are
especially useful in that they can provide access to many parcels via a single traffic signal on the arterial.

Recommendation: Allow for the development of access roads ro connect multiple parcels to signalized
intersections as well as to allow circulation between parcels without utilizing Route 1. This is particularly
beneficial to connect multiple sites to traffic signals, reducing driveways on Route 1 and improving traffic flow
and safety.

IMPROVING DRIVEWAY OPERATIONS

Driveway designs that are appropriately sized for the type and volume of traffic and that allow drivers to smoothly
maneuver between the roadway and driveways have both safety and operational benefits. In addition, good design

will accommodate pedestrians, cyclists, and transit users.

DRIVEWAY DESIGN
There are several driveway design components that work together to allow smooth and safe movement of vehicles on

and off the roadway. These components are also illustrated in Figure 4-52.

Throat Length: Throat length refers to the amount of driveway space available for stacking incoming and outgoing
vehicles, and is measured from the street to the end of the driveway within the development. When there is
insufficient distance to manage this traffic, entering vehicles can back up into the street and exiting vehicles can

be stuck in the parking lot. The minimum length of a driveway needs to be adequate to accommodate the queuing
of the maximum number of vehicles defined by the peak period of operation, as identified in the traffic study for
the development. For driveway with one entry lane and one exit, this value ranges from 30 to 75 feet, while for
driveways with multiple exit lanes the minimum value increases to 50 feet to handle the higher expected traffic
volumes. For signalized access points, the throat length is much longer ranging from 75 to 300 feet dependent upon

the the number of exiting lanes.
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Angle of Entry: The angle of entry or exit of a driveway impacts the speed at which a vehicle can maneuver through
it and the quicker that this movement can happen, the less impact there is on traffic on the roadway. This must be
balanced however as too much of an angle reduces sight distances to the left for exiting traffic. Adding a flare or

taper to the driveway access can make this a much more efficient process as well.

Throat Width and Turn Radii: The appropriate combination of driveway width and turn radius is critical for
vehicles to smoothly transition from the roadway into a driveway. As the driveway width is increased, the turn
radius can be decreased while maintaining smooth maneuvering. The range of radii is generally from 15 feet in
already developed areas with heavy pedestrian traffic (for safety) or space constraints, to 25 feet in areas where more
space is available. Sites with significant truck traffic could see turn radii of up to 50 feet to accommodate the large
vehicles. Throat width will be dependent upon the number of lanes entering and exiting but should range from
around 15 feet for single lane residential driveways to 40 feet for driveways with a single entry lane and two exit
lanes. It is critical that the radii and width be designed to the type of vehicles that will be utilizing the driveway, and
that it also be considered in conjunction with the other aspects of driveway design such as angle of entry.

Type of Curb Opening: The type of curb return design can have a large impact on driveway operations. Driveways
using the dropped curb design or a dustpan design have generally had to be much wider than necessary or have
operational issues due to drivers making wide turns to avoid the curbing that juts out into what would be the
natural turn radius. Driveways should utilize the curb return style opening which allows for a much more natural

turning movement, narrower drives, and improved operations.

Slope: While slope is not usually much of an issue in the seacoast area, the grade of a driveway should be
minimized to allow a vehicle to pull off of the roadway

FIGURE 4-52: DRIVEWAY COMPONENTS

without a large speed reduction. NH DOT limits
driveway grades to not more than 6% up or down for

“a distance sufficient to accommodate expected vehicle

storage in urban areas. Beyond the area of the driveway
immediately adjacent to the roadway, the maximum
grade for any driveway deemed a major entrance is
listed as 8% while for all others it is 15%.

Recommendation: adopt driveway design standards
that fit the best design ro the site specific need and the
vehicles utilizing the driveway. This requires that the
standards be flexible in width, throat length, turn
radii so that driveway operations are fluid. Curb

return style driveway openings should be utilized to
ease the transition from the roadway to the driveway
with minimum encroachment into oncoming traffic
and minimum delay.

IMPROVING ROADWAY OPERATIONS

Preserving the function of the roadway and providing standards appropriate to the volume and type of traflic
utilizing a roadway results in improved safety and operations. With several signals being considered for US 1, it
becomes critical to consider proper spacing and other operational aspects so that the roadway continues to operate at
high levels of efficiency as traffic volumes increase.
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PROPER SIGNAL TIMING
In conjunction with proper signal spacing, the length of cycles at a traffic signal can greatly influence congestion

and delay. Cycle times should be determined not solely based on volume of traffic, but on the distance to adjacent
signals and the desired speed of travel through each segment of road. If a signalized intersection is located within
1/2 mile of an adjacent signal or signals, the timing of each can influence the congestion and delay at the others.

Recommendation: require that signals be timed to prioritize traffic flow on Route 1 and that signals located
within 1/2 mile of each other be coordinated and synchronized to reduce congestion and delay on the corridor.

MEDIANS

A raised median separates opposing directions of traffic and reduce conflicts (and accidents) by eliminating left
turns except for prescribed locations. This allows for better traffic flow and less congestion as one direction of traffic
is not affected by the other except at signalized locations. The raised median also provides a refuge for pedestrians
in the center of large roadways making crossing a safer movement especially for those that may be slower moving
such as the elderly or disabled. In addition, with appropriate vegetation, a raised median can add tremendous
aesthetic value to an area and transform the perception of the area by all visitors. Often medians are resisted by
business owners who fear that eliminating the options for their customers will have negative impacts due to the
“inconvenience” faced trying to access their property. Various studies have examined the issue and shown that in
most cases customers will accept some additional effort as a trade-off for steady traffic low and improved safety,
and that the largest negative effects of medians were felt most often during construction and not while in active use.
This is especially true in locations where motorists have difficulty making left turns into or out of driveways under
the existing design such as seen in many locations on Route 1. That being said, medians should be paired with other
improvements designed to facilitate local circulation and access to individual properties such as connector roads,

cross-lot driveway connections, median breaks for turns in some locations, and improved signage.

Recommendation: raised medians should be constructed within the functional area of signalized intersections
and in other locations where capacity is constrained and impacted significantly by left turn movements and
greater control over traffic movement is required. A raised median should also be considered for “gateway” areas
thar would benefit from an attractive, landscaped, median thar establishes that the motorist is entering the
community. Medians should not be implemented without consideration for the impacts on access to individual
properties and should be paired with other circulation and management improvements to ensure that adequate

access remains for each impacted parcel.

PEDESTRIAN & BICYCLE FACILITIES
Pedestrians and cyclists are best served by limiting the number of crossing points (driveways) and by making the

crossings as narrow as is feasible. Crosswalks and user activated pedestrian crossing signals should be included at
any signalized intersection. Shoulders should be a minimum of four feet and should be designed to accommodate
bicycle traffic. Sidewalks and crosswalks should be set back from the mouth of the driveway, and the volume of
pedestrians and cyclists should be a consideration in the determination of the driveway taper, turning radius, and

speeds of entry and exit.

Recommendation: require that pedestrian and bicycle needs be included in driveway and roadway
improvements. Specifically, pedestrian crossing points should be as narrow as is feasible, sidewalks should be
separated from the roadway by a landscaped strip and free of obstacles to movement. Roadway construction
projects should include sidewalks, shoulders designed to accommodate bicycles, and and pedestrian phases at
traffic signals.
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SUPPORTING STREET NETWORK
Secondary roadways should support the arterial system by providing through connections between residential and

commercial areas, as well as between residential areas. By interconnecting neighborhoods instead of using a cul-de-
sac, the accessibility of the local street system is improved reducing the need for local traflic to utilize the arterials
on short neighborhood trips.

Recommendation: encourage inter-connections between neighborhoods and parallel streets where possible to

allow for local circulation without using US 1.

INCREASING THE CAPACITY OF THE ROADWAY
The traditional response to traflic congestion and delay has been to add lanes to the roadway. In recent years, as

resources have diminished and development has constrained widening, it has become more difficult to carry out
this approach and it is now only used when volumes have outgrown the ability of other approaches to efficiently
move traffic. Given the shortage of resources that are available it becomes important that any roadway widening
also be taken as an opportunity to consolidate driveways, connect multiple parcels to traffic signals, and implement
other access management techniques that help to maximize the capacity of the roadway. Widening has been used as
sparingly as possible on the Route 1 corridor.

Recommendation: pursue the widening of Route 1 only to eliminate bottlenecks and create a consistent roadway
profile in a particular area, and where other solutions are inadequate. Pairing selective widening with access
management and other opportunities to reduce congestion is a more cost effective and sustainable approach for

the corridor.

In some cases, when other access management techniques are not enough to reduce the congestion on a roadway,

a bypass of the congested area can be an effective solution. Construction of a bypass raises issues that most other
access management solutions do not, such as high cost, and potential social, economic, and environmental impacts.
That being said, if a bypass is to be constructed, it is most effective when access to the new facility is limited, and it
is utilized to move through traffic instead of providing local access to businesses or residences. A bypass is proposed
as a potential solution for the section of Route 1 in Hampton where a narrow roadway and right-of-way constraints
make widening impossible without tremendous impacts on the downtown. This proposal requires significant
additional study of its feasibility, potential benefits, and impacts to the community.

Recommendation: Utilize by-passes to reduce pressure on facilities that have no other outlet. Planning for this
type of facilities should include extensive analysis of the benefits as well as the potential socioeconomic costs.

4.3.3 DRIVEWAY PERMITTING & ACCESS MANAGEMENT MOU

Outside of Urban Compact Areas,the NH Department of Transportation has jurisdiction over access to State
highways which does not give DOT the authority to prevent or prescribe development, or to completely prohibit
access to land abutting those highways. Instead, New Hampshire RSA §236:13 Driveways and Other Accesses to
the Public Way, establishes the authority to regulate driveways and accesses to State highways, and this is expanded
procedurally in the NH DOT Policy Relating to Driveways and Access to the State Highway System, which
details the permitting process and the standards necessary to follow for residential and commercial driveways. These
procedures provide NH DOT with discretion over the location and design of access points. The purpose of the
policy is to establish a consistent and fair process for all applicants while keeping the following principles a priority:

a. Provide maximum safety and protection to the traveling public through the orderly control of traf-
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fic movement
b. Minimize conflict points;

c. Acquire appropriate site distance on or to any class I, III or the state maintained portion of class II
highways;

d. Maintain the serviceability of affected highways, which could require alterations;
e. Monitor the design and construction of driveway entrances and exits; and

f.  Maintain compliance with RSA 236:16, effective July 1, 1971, as amended.

Because of the split in control of land use and driveway connections (except in Urban Compacts) it is important that
DOT and the communities work cooperatively to manage access and traffic along US 1. Difficulties in coordinating
driveway permitting and development approvals led the Department of Transportation to work with the Regional
Planning Commissions and communities around the state to develop an Access Management Memorandum of
Understanding (MOU). The MOU is an agreement between the municipality and NHDOT whereby the two
cooperate to ensure that information is shared, processes are clear, and that driveway permitting is coordinated with
the local site plan approval process. This is facilitated by the development of an access management plan of sufficient
detail for the roadway in question. The Access Management Plan can be parcel specific but at a minimum delineates
present and future driveway locations; joint access points; intersections layouts, including present and future plans
for signalization; and frontage/service roads. The purpose of the plan is to provide for the orderly development/
redevelopment of the corridor in compliance with the adopted access management standards. Prospective developers
of properties along the corridor would be required to incorporate and construct the appropriate components of the
Plan into their development plans as determined by the Planning Board and NH DOT.

Recommendation: Each community should work with NH DOT and the RPC to approve an Access
Management Memorandum of Understanding for driveway permitting on Route 1, and other state highways in
the community as appropriate.

4.3.4 IMPLEMENTING ACCESS MANAGEMENT

Developing an access management program requires a number of steps be undertaken. While US 1 Corridor Plan
can serve as the basis for an access management plan, it does not provide the parcel specific detail that may be
necessary for each community. The Plan is also limited to recommendations for Route 1 and a more comprehensive
approach to access management that includes other roadways may be desired by the communities. In either case, the
steps to implementing access management are the following:

a. Integrate Access Management into the Master Plan: address multimodal approaches to transportation and
translate access management principles into policy statements in the master plan and other planning docu-

ments.

b. Develop a Roadway Plan: classify the roadway network according to function and establish design criteria

for roadways, intersections, and driveways.

C. Address in Land Use planning: adjust the land use and land use planning to compliment the access manage-
ment standards.

d. Strengthen local subdivision regulations and design standards: evaluate and update policies, subdivision
regulations, and related ordinances to incorporate access management principles and design standards.

e. Develop sub-area and corridor plans: create plans for specific sub-areas of the community and include the
public in the process.

81— RECOMMENDATIONS



ROUTE 1 CORRIDOR PLAN

f.  Integrate transportation safety & operations into the land use decision-making process: Ensure that

information regarding roadway safety and operations is included in plan evaluations and studies.

g. Establish a traffic impact analysis process: establish a tiered approach to Traffic Impact Analysis (TIA)

so that all proposals are reviewed to some degree with larger and more complex proposals triggering more

detailed level of analysis.

h. Coordinate with other jurisdictions: integrate the land use and transportation planning via coordination with

NH DOT and neighboring communities. This entails establishing an Access Management MOU between the

community and NH DOT. Implementing the MOU requires the following steps:

Step 1.

Step 2.

Step 3.

Step 4.

Step 5.

Review community Zoning, Site Plan, and Subdivision regulations for Access Management strategies
and update to address any deficiencies or desired changes.

Establish joint responsibilities of NH DOT and the community to coordinate between site plan
approvals and driveway access permits. This will determine who is to be notified of driveway permit
applications to NH DOT and under what circumstances. In addition, it should establish time lines
for the community to consider and respond to the application making a recommendation to NH
DOT based on an adopted Access Management Plan.

Approve a Memorandum of Understanding (MOU) with the New Hampshire Department of
Transportation (NH DOT) to improve access management on New Hampshire State Highways.

Incorporate Access Management standards into community Site Plan and Subdivision regulations.
This can be accomplished by adding them directly to the regulations, incorporating them in an
appendix, or referencing a specific access management plan directly. The US 1 Corridor Plan has
the components to act as a basic access management plan sufficient to establish an MOU between
the communities and NH DOT. The study establishes necessary improvements, as well as policies
and standards that should be utilized to keep traflic on the corridor manageable. Communities can
further develop this basic plan to suit their needs and as parcel specific access components become

apparent.

Utilize the most current land use regulations in conjunction with the master plan to implement
Access Management strategies.

4.4 TRANSIT IMPROVEMENTS

Public transportation plays an important role in addressing the mobility, traffic and air quality issues that are facing

the Seacoast region. It represents a more efficient use of the existing roadway network by carrying passengers that

might otherwise be driving their own vehicles, and a successful public transportation system can reduce congestion

by remove a significant number of vehicles from the roadways, which is especially important on physically

constrained corridors such as Route 1. Public transportation also offers many social benefits by providing a service

to those who cannot or do not drive themselves, due to personal choice, age, income or disability. However, there

are many factors that present challenges to public transportation on the Route 1 corridor as well. Specifically,

the land use patterns which have emerged (i.e., relatively low residential density and separation of land uses) are

often incompatible with traditional public transportation, which operate best in an area with high population/

development densities and mixed land uses.
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4.4.1 INTERMODAL CENTER/PARK & RIDE

The reconfiguration of the NH 101/ US 1 interchange provides an opportunity to address some of the corridor
transit service deficiencies via the construction of a transit center and park and ride facility. This location places

the intermodal station adjacent to a major regional roadway (NH 101), close to the Hampton town center, and
within a few minutes of both Interstate 95 and the NH beaches. The exact location of this facility would likely be
determined during the design of the interchange, and would be located and oriented differently depending upon
the course of action determined for improvements in the center of Hampton. Situated at the Route 1/ NH 101
interchange, this facility is within walking distance of the Hampton downtown and is close enough to reduce
congestion by providing overflow parking and shuttle service to the beach. In addition, the site is well situated to
provide connections to intercity transit service such as is on I-95, to the Downeaster train, as well as serve any local
transit service along the Route 1 corridor.

Recommendation: As an interim measure, pursue improvements to the existing park and ride facility on Route
27 in Hampton near the NH 101 interchange.

Recommendation: Perform a feasibility study of the placement of an intermodal center at the US 1/ NH 101
interchange that works with a reconfigured interchange. In addition, the study should include a conceprual

design, estimates of service levels and demand, and cost.

4.4.2 FIXED ROUTE SERVICE

Currently there is no daily fixed route transit service along the length of Route 1. While it has been established that
such service is a desired expansion of the COAST system, and the communities are generally supportive, there is
no time line for implementation at least partially due to the funding that each community would be required to
provide for the service. That being said, there are still some transit improvements recommended for Route 1 that
would benefit any future fixed use service:

Recommendation: Prepare the Roadway so that desirable locations for transit stops have been delineated and
are incorporated into the design of adjacent roadway improvements if not constructed beforehand. Designs
should include pullouts to enable the bus to leave the traffic stream, user amenities such as concrete pad waiting
areas, benches, lighting, and shelters, as well as connecting bicycle and pedestrian facilities.

Recommendation: Extend current COAST Route 1 Service from the current stops in Portsmouth just south of
Ocean Road to provide service to all Route 1 communities. Service levels should be adequate for teh expected
ridership and strive for 1 hour headways, more than 12 hours of service per day, Monday through Saturday.

Recommendations: Make Connections to Regional Passenger Rail by providing seasonal shuttle service between
Exeter and Hampton. COAST tested an implementation of this service connecting Epping to Hampton Beach
with intermediate stops in Exeter and Hampton, including the train station to meet the Downeaster, Exeter
downtown, Hampton Downtown, and many of the residential streets near the beach. With minimal publicity
and marketing the service was lightly utilized and any future service of this type will need a more robust
program.
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4.4.3 INTERCITY COMMUTER SERVICE

Very good Boston-bound commuter bus service is currently operating from the Portsmouth Transportation

Center, provided by C&]J Trailways via the Interstate 95 corridor with an intermediate stop at the Park and Ride

in Newburyport. To the west, the Amtrak Downeaster provides limited commute-hour passenger rail service with
station stops in Dover, Durham, and Exeter as well. The Downeaster currently offers only one peak hour round trip,
with a rather late evening return. However, there is currently no commuter transit service to the communities south
of Portsmouth in the U.S. Route 1 corridor and those interested in an alternative to driving must either drive to
Newburyport to catch a bus or train, or drive west to Exeter to board the Downeaster.

Recommendation: Connect to Regional Commuter Service via the intermodal transit facility proposed adjacent
to the reconfigured NH 101/ US 1 interchange provides as an opportunity to address demand for intercity
transit service. Existing intercity service to Boston and Logan Airport on 1-95 from Dover and Portsmouth is
very popular and the demand for parking ar the Portsmouth and Newburyport park and rides often exceeds
capacity indicating the need for another facility in the area.

Recommendation: Capitalize on Easst-West bus services: An intercity service utilizing Flightline van services
is expected to start in the near future and the Hampton Intermodal Center would be an ideal starting point for
that service from the seacoast to Manchester and Manchester Airport. This location would also be an excellent
location for park and ride service to any furure NH 101 service.

4.4.4 RAIL SERVICE

In addition to bus based transit service, there is some potential that passenger rail service could be feasible in

the future, and this alternative has been studied previously to some extent. The poor track conditions between
Portsmouth and Hampton, the fact that the tracks have been removed from Hampton south through Seabrook,
and the fact that the rail line passes through both high value natural resource areas (Hampton Marsh and others),
and the Seabrook Nuclear Power plant security zone, all pose significant barriers to any potential service along the
length of this corridor as does the startup cost. A 1999 feasibility study completed by the Rockingham Planning
Commission, that was updated in 2005 to utilize 2000 Census data and include an alternatives analysis, projected
that the 2010 ridership would find approximately 542 commuters (1084 daily trips) utilizing a Hampton Branch
passenger rail line that connected into MBTA service in Newburyport. Given that analysis of relatively low
ridership, the high cost of starting and operating the service ($77-$100 million capital cost to build it, as well a $4.4
million annual operating subsidy), it was determined that the project was non-competitive for the Federal Transit
Agency New Starts Program due to the high cost and low user benefit compared to other proposed transit systems
funded by the program. Any service of this type along the corridor is likely relegated to a far future option.

*  Preserve Right-of-way: any roadway improvements should not preclude the future use of the Hampton
Branch rail line should it be desired and feasible to enhance freight service or establish a passenger rail service
along the corridor.
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4.5 STREETSCAPE AND LANDSCAPING IMPROVEMENTS

In addition to the role that US 1 places moving regional traffic to retail areas, New Hampshire Beaches, and other
attractions, Lafayette Road is “Main Street” for many of the communities. Because of that, a balance must be
attained between the desire to have a roadway that fits the community and the growing needs of regional traffic
that uses the corridor. This balance can be partially addressed with streetscape improvements designed to return
downtown areas to their intended function, improve the aesthetics of the roadway, and enhance the character of the
community by reducing the perception of US 1 as a roadway that divides as much as it connects. The streetscape

is the elements of the built environment within the roadway corridor and it effects how we experience the street.
These elements include structures such as buildings, bridges and walls, trees and landscaping, open spaces, surfaces
and textures, lights and lighting, signs, signals, building design, parking as well as other aspects of the roadway
corridor. It is the unique combination of these elements within each community that becomes an important aspect
in establishing the character of the community, and enhances the historic “Main Street” feel of the corridor in some

areas.

4.5.1 HISTORY

The streetscape on Route 1 has changed significantly over time as the road evolved from a stage road to the current
arterial that exists today. Historic photos of Route 1 often show a tree lined boulevard that no longer exists. The
addition of the railroads and trolleys in the 19th Century produced the first big changes to the corridor, as tracks
and crossings were added. However, it wasn’t uncil the spread of Dutch elm disease during the 1930’s that the
corridor began to undergo wholesale change. Like in many other places, the American Elms died off and have not
been replaced as the communities have grown and developed resulting in a significant change in the character of the
roadway and losing many of the benefits that the landscaping has historically provided.

4.5.2 BENEFITS

It is not easy to justify using limited available funding for the expense of enhancing a roadway with landscaping and
other improvements solely on the perception that the primary benefits are aesthetic only. However, there are a wide
range of significant and lasting benefits to providing a well designed streetscape:

»  Safety and Traffic Calming: rows of trees and other landscaping elements located at a community gateway
provides a transition between country and community which helps to change driver perception. Landscaping
elements help to create the impression of a narrower roadway, especially when combined with curbing,
sidewalks and on street parking. This slows cars and trucks to appropriate speeds and improves safety for
traffic, bicyclists, and pedestrians as injuries and fatalities from collisions decrease significantly at lower speeds.

*  Pedestrian Friendly: the shade and cooling provided by trees provide a more comfortable and pleasant
environment for pedestrians that invites walking and generates additional use. In downtown areas this can
produce economic benefits as pedestrians linger longer in areas that are attractive purchasing more goods and

services as well as contributing to the perception that an area is a place to be.

*  Wayfinding Assistance: landscaping can serve as a landmark to drivers, especially when located on a raised

center median or in the center of a roundabout, and serve to alert drivers to changes in the roadway.
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*  Reduce traffic congestion: landscaping, along with appropriate pedestrian and bicycle facilities can offer and
attractive option to walk or bicycle. This can reduce the demand for short distance vehicle trips as people get
out and walk instead of driving between stores or other destinations.

»  Economic Enbancement: some studies have shown that communities who invest in creating and maintaining
an inviting and attractive streetscape have higher land values and perform better economically than

communities that have not made this investment.

*  Community Character: different areas of the country are known for their differing landscapes, and
appropriate streetscape improvements help to provide a sense of history and permanence. This area, and US 1
in particular, was historically known for the Elm trees that lined the roadway and returning these trees to the
corridor would bring back some of that historic character.

o Aesthetic Value: trees and shrubs utilized as screening material soften the glare of lights, hid parking lots and

other undesirable views, or conversely can highlight and enhance particularly attractive views.

*  Decreasing noise: while small groups of trees provide little in the way of noise reduction, the sound of the
wind in the leaves and visual screening can mask some vehicular noise and psychologically make an area seem

quieter than it actually is.

*  Environmental Benefits: there are a variety of ecological benefits to landscaping and trees. They improve
air quality by providing oxygen and absorbing carbon dioxide and other pollutants, they absorb rainfall and
reduce storm water runoff; they cool and shade areas in summer months, and can block and reduce winds.

Finally, they provide urban habitat for birds and other wildlife.

4.5.3 GENERAL RECOMMENDATIONS

Improvements to the streetscape will help to create a unique identity and return the historic element currently
missing from much of the Route 1 corridor. In addition to general recommendations for the corridor communities,
there are specific types of improvements recommended for different areas based on their defining characteristics:

*  Village Centers: those areas along the corridor that form the historic town centers of Hampton and Hampton
Falls. These areas support a mix of uses and building types and a range of commercial and community
activities. Buildings are close to the roadway with some existing landscaping and there is open space as well
in the form of public parks. Sidewalks and crosswalks provide accommodations for pedestrians and generally
activity is greater for these modes. Currently the villages of Hampton and Hampton Falls fit this description
but other areas along the corridor could evolve into centers as well if desired by the communities.

*  Highway Commercial Areas: This encompasses much of the area zoned highway commercial with significant
retail development and there are areas in every community fitting this description. The roadway is generally
either 3 or 5 lanes in width with a center turn lane. Setbacks are larger than in the village centers but still
relatively close to the roadway. Landscaping, where it exists is generally in the form of front yard plantings and

screening between businesses or uses. Pedestrian and bicycle activity is reduced compared to village centers.

*  Rural Transition Areas: The spaces between communities where development is less intense or absent,
the roadway is uncurbed, and speed limits are generally higher. There may be some agricultural use in the
area along with scattered development of various types, or there may be no development at all. Setbacks are
generally large and landscaping is primarily from natural features and agricultural activity. These areas serve as
transition zones between areas of more intense development and are scattered along the corridor such as in the

southern part of Hampton Falls, the Hampton Marsh area, and portions of North Hampton and Rye.
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There are a number of recommendations that fit generally along the corridor and should be applied in all areas.

e Capitalize on History: as one of the eatliest settled areas of New Hampshire, historic spots are prevalent in
the area, and highlighting and should be documented utilizing historic markers, information kiosks, public
art, and other methods will generate interest from residents and travelers alike.

o Fit the road to the landscape: look at the landscape to determine how best to make a project blend with the
surrounding physical features and context.

*  Engage the community: the design process for any improvements should work directly with residents to
incorporate community feedback into the final design.

e Plan for all modes: include support for all modes of travel as part of all future residential and commercial
developments along the corridor. This includes the construction of transit stops, roadway shoulders wide
enough for bicycle use, sidewalks and crosswalks, and landscape/streetscape improvements, especially in
community centers where pedestrian activity is likely to be greater.

*  Maintain safety for all users: site lines should be kept clear of visual obstructions at all intersections and
space should be maintained on the sidewalk for pedestrian circulation. In higher speed areas, clear zones
adjacent to the roadway need to be maintained to provide drivers the opportunity to make corrective actions
without striking roadside hazards.

*  Maintain what is built: to ensure safety of users and to encourage continued use of facilities, sufficient
maintenance funds should be provided for sidewalks and shoulder areas. A well maintained and attractive

streetscape will attract both businesses and customers to an area.

VILLAGE CENTERS

When Route 1 passes through community centers, it must accommodate the needs of many different users, often

in a narrower right-of-way than the rest of the corridor. In addition to commuter and regional tourist traffic, the
town centers see a larger presence of pedestrians, cyclists, trucks making local deliveries, and citizens accessing
goods and services and using community centers. The village centers would benefit from sidewalk and streetscape
improvements to help counter the impacts of increased congestion, as well as to enhance the appearance and
viability of the town centers. These changes have been illustrated for the communities of Hampton and Hampton
Falls as examples, but could be applied to any area along the corridor that communities wish to transform into more
pedestrian-friendly and attractive environments. The following improvements are recommended for village areas:

(Some are also illustrated in the layouts for Hampton Falls and Hampton (Figure 4-54 and 4-55, respectively) in the
Appendix)

Recommendations Pictured:

*  Maintain Existing Roadway width: restrictive right-of-way widths require that improvements to traffic flow
take place within the existing roadway width. The need to provide parallel parking, and bicycle and pedestrian
facilities along the corridor may require the reduction of lane widths and limited shoulders.

*  Enhance Sidewalks: to support the “downtown” of the community, the walking area of sidewalks should
be at least 5 feet wide in residential areas and 6 feet in commercial areas. A minimum width of 12 feet is
recommended in areas where there is landscaping and space for displays, street furniture and “window

shopping” as shown in Figure 4-53.
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»  Create Bufffer Zones: scparating pedestrians FIGURE 4-53: VILLAGE CENTERS
from moving traffic by providing parallel parking,
landscaping, and street furniture between the
roadway and the sidewalk increases the comfort
level of those walking. The buffer zone should be
an area of at least 1.5 to 3 feet of space between
the curb and the area in which pedestrians are
walking that provides space for parallel parked
car doors to open without interfering with
circulation. If wide enough, this area can host
street furniture and landscaping.

o Street Trees and landscaping: tree lined roads
and sidewalks provide significant pedestrian
and aesthetic benefits, and help to promote the
unique qualities of the area. Trees placed 40 feet
apart with branches beginning 8-10 feet off the
ground provide structure while allowing for good
visibility of driveways, signs, and businesses. Trees
grown specifically for use as street trees work best
as they are bred to have few low branches. Higher

vertical clearances may be necessary for areas

Fiderilrair -
where the tree canopy overhangs the roadway to Buffer Zone

ensure that there is adequate space for trucks. Lk ).

| d
Where possible, it is recommended that the

communities introduce disease resistant Elm trees along Route 1 to restore that historic aspect of the corridor.
When placing trees in sidewalks, tree grates should be installed to both preserve the sidewalk and the health
of growing trees. Likewise, landscaping should be utilized for screening with care taken to not block site lines
and signage.

*  Scale Lighting: lighting in community downtown areas should be styled to be respective of history and
village scale. Pedestrian pathways and crossings should be well lit. Light fixtures should incorporate the latest
energy eflicient technologies and be designed to light the roadway and sidewalk (not the sky) and reduce glare.

o Use Vertical curbs: in downtown areas, vertical curbing should be utilized to provide vehicle deflection at
low speed and to keep vehicles from encroaching on pedestrian spaces.

Other Recommendations:

*  Incorporate Transit stops: transit stops should be placed adjacent to intersections or at mid-block with exact
locations determined by site and route dependent variables. Care should be taken so that the stops are not
located in places that will interfere with intersection turning movements, pedestrian crossings, or driveways.
Stops should be clearly marked and have adequate parking restrictions adjacent to them to allow buses to
smoothly move out of traffic and into the stop zone. Stops should be incorporated into a pedestrian network
connecting residential and commercial uses with transit access. When possible, transit stops should also

provide bus shelters or the like, to give protection from the elements and vehicular traffic.

*  Install Visible Crosswalks: crosswalks should be highly visible and at all four legs of intersections in most
circumstances. Mid-block crossings or at unsignalized intersections are recommended in areas that are greater
than 300 feet from the nearest signalized intersection. Using contrasting colors or materials to mark the
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crosswalk enhances visibility for drivers and increases safety. The areas around crosswalks should be well lit to

ensure that drivers can see pedestrians crossing at night.

*  Install Curb Extensions (bulb outs): curb extensions at crosswalks in downtown areas provide significant
benefits to pedestrians by reducing the crossing distance (time) and improving visibility to motor vehicles. This
type of improvement is recommended at all pedestrian crossing points, particularly where visibility behind
parked vehicles is a problem or where there is a need to reduce the crossing distance.

*  Include Space for Bikes: while the entirety of US 1 is not an ideal route for bicycle traffic many do use the
roadway to access employment and services as well as to link between routes that attract recreational cyclists.
The downtown areas of communities should accommodate bicycles within the shoulder of the roadway as well

as provide space for racks close to businesses.

*  Consider Raised Medians: in some cases, introducing a raised median can provide important traffic flow
and safety benefits to a town center through limiting left turns in heavily congested areas. At the same time,
a properly landscaped and maintained median can lessen the visual impact of the pavement and beautify
the roadway. On wider roadways, the median can serve as a pedestrian refuge as well as a public art display
space. It should be noted that raised medians are recommended only in conjunction with other circulation
improvements that ensure connectivity of businesses, residents, and civic centers with the community. The
visual changes of adding a landscaped median are shown in Figures 4-54 and 4-55.

HIGHWAY COMMERCIAL AREAS

Much of the land use adjacent to Route 1 consists of auto-oriented commercial and retail activity. This includes strip
commercial centers with parking lots adjacent to the roadway, many driveways in close proximity to each other, and
in some cases, no curb or defined driveway at all. The intensity of land use is lower and the mix less diverse than

in the town centers, making these areas less conducive to walking and accessible primary by car only. At the same
time, many locations adjacent to residential areas can benefit from greater connectivity and improvements to the
streetscape. These areas have different design and functional needs for both pedestrians and vehicles than the village

centers.

FIGURE 4-56: HIGHWAY COMMERCIAL AREAS Recommendations Pictured:

o Sidewalks and Buffers:

there are currently sidewalks in
some auto-oriented areas and
they should be constructed in
areas where there is potential

for pedestrian traffic via nearby
residential developments.
Sidewalks should be a minimum
of 5 feet wide and set far enough
back from the curb to be outside
of the curve radius on driveway
crossings and to allow level
crossings with no more than a

1:10 slope from the sidewalk to

Pedastrian
Buiffer Zone
[wariable)

Travel Lane the driveway/road intersection.

As there is no on street parking

K
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1. Form Lasting Partnerships: The general
public, business and community leaders
need to be involved in determining the
direction of the community and crafting
the policies, standards, and plans to ensure
broad community support. Once plans
are approved, implementation will require
that partnerships continue to manage and
resolve development impacts, and provide
financing and government services to the
community.

2. Anticipate Change: As the region grows,
consumers have increasing options for
where and how they receive their goods and
services, including not going anywhere.
Demographic shifts (aging population,
growing numbers of two income
households) are changing needs, and while
it used to be that everyone wanted a house
in the suburbs, needs are more diverse
and current development patterns do not
fit what they need. Bringing the vitality
of downtowns to strip developments will
address this to some extent but will require
mixing in other uses and amenities such as
parks, public services, cultural attractions,
and dining to protect against shifts in
buying patterns and build a more stable
economic base.

3. Perform a Market Assessment: Assess
the market area and specific market
forces at work within the community
(such as tourism), with the understanding
that differing growth rates, economic
conditions, populations, incomes, and
levels of access will create different results.
The /*assessment should discuss where
specific development fits within the
community, and any plans should build on
existing strengths and be reasonable about
expectations.

4. Reduce Retail Zoned Land: Allowing too
much land to be zoned for retail results in
sprawling growth patterns that prioritizes
building new over redeveloping existing
uses. Proper scaling to the size of the market
(as determined in a market assessment) can
stimulate economic growth by providing
a strong economic base even if there is less
land available overall for development.
Rezoning can stimulate higher density use
and infill development, helping to create
nodes of growth and moving away from
a linear pattern. Higher densities also
promote walking and transit use, providing
some congestion relief. The land that is
removed from retail zoning should be set
aside for open space, mixed use, residential,
office space, recreation facilities, and civic
uses.

Reinventing Strip Development

The last decade has seen community development efforts focused on revitalizing downtown areas with great success. Many town centers
have returned to their former vitality and attention is now shifting to areas of strip development along commercial corridors. These sites
are generally looked at as unattractive and unsustainable, less convenient and accessible due to continued shifting of land uses, and are
viewed as needing to change to continue to be viable in today’s rapidly evolving communities. At the same time, these commercial areas
provide a significant portion of the economic base and for that reason need to be better integrated into the communities using many of
the lessons and techniques learned in downtown redevelopment. The Urban Land Institute (ULI) has identified ten basic principles for
integrating strip development into the community:

5. Focus Development: Strip development
offers visibility, convenient parking,
and the ability to scale larger, but at the
same time are almost completely auto-
oriented and lack character. Restructuring

development into higher density nodes that
mix compatible uses breaks this pattern and
provides many benefits. Major intersections
or existing growth centers often serve as the

focus for nodal development with zoning
modified to allow mixed use and higher
densities and design/landscape standards
create a friendly, walkable place. There are

a number of planning tools that are utilized

to implement nodal development such
as transfer of development rights, design
standards, or direct public investment in
building civic uses to anchor mixed use
areas.

6. Address Traffic Congestion and Parking:
Highway commercial strips generate
automobile traffic, and this is desired by
business owners as high traffic volumes

translate into more customers. HOWCVCI, too

much traffic and inadequate infrastructure
cause safety and congestion issues that lead
those customers to go somewhere “more
convenient”. Communities should examine
the type of traffic on the roadway (tourist,
shoppers, and commuters for instance)
and determine the best management
practices from that standpoint. Expanding
the roadway is not always an option, and
techniques such as access management
may improve safety and traffic flow. The
large amount of free parking has been one
reason that strip retail development has
been successful however it is not necessary
and standards should be changed to
design parking for reasonable demand

and encourage shared parking between
complimentary uses. Designing overflow
areas, accommodating transit connections,
and facilitating pedestrian movement
between parcels can reduce demand for

parking and this is aided by layouts that

place parking to the side or rear of buildings

and include landscaping to produce
attractive, better connected, pedestrian

friendly places.

7. Create a Place: People will visit locations
that are memorable, and those places with

coordinated design and complimentary land

uses are most likely to produce repeated
trips. This generates economic gains
through spending, and increased value
as a location becomes more in demand

(downtown Portsmouth for example). Some

elements that can help create a memorable
place include enhancing the pedestrian
design by installing wide, attractive
walkways, and ensuring that buildings are

8. Enbance Character: Growth in a

. Beautify: One of the chief complaints

10. Adopt Regulations: Once policies have

~\

close to the street and blank walls and
dead space are minimized. This creates a
space for active uses of the sidewalk, such as
outdoor dining, and helps pedestrians feel
secure and comfortable in an area. Other
components that further the perception of
place include mixing a variety of compatible
uses, providing attractive sightlines,
comfortable street furniture, landscaping,
and varying building design. Attractive
gateways (intersections and other entry
points), and providing a variety of services
also generate activity.

community can be accommodated either via
sprawl or increased density, and choosing
the later provides the incentive to reuse
existing low density developments. Many
times these areas form the economic base
of communities and with enhancements
will contribute to the character as well.
Increasing development pressure will push
the suburban strips to diversify into non-
retail uses and evolve into well-connected,
mixed use centers where people can live,
work, shop, and play. This provides a place
for higher density housing and mixed use
projects while at the same time preserving
single-family residential neighborhoods.

regarding strip development is that it

offers little that is aesthetically pleasing.
Including beautification as part of corridor
redevelopment creates space that people are
more likely to visit, will stay longer at, and
return to more often. The starting point is
to establish design standards and guidelines
that reflect the desired character and require
development projects to conform.

been established in planning documents,
they must be followed by standards and
regulations to support and implement
them. Zoning regulations should facilitate
developers furthering the community
plans but have the flexibility to allow for
site specific variances. Regulations should
look to eliminate or minimize “dead” uses
that produce little activity (such as storage
facilities) and should include lot size and
frontage minimums as well as driveway
limits designed to minimize the number
of curb cuts. Standards should include
landscaping, signage, architectural design,
pedestrian connections, and other aspects
that are crucial to site design and character.
Community investment in public facilities
can often initiate this process, as the public
investment tends to generate additional
private investment.

J
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along most of Route 1, separation of pedestrians from motor vehicles will need to be done with landscaping
and moving the sidewalk back from the curb as far as is feasible. Greater separation of pedestrians from traffic
creates a more relaxed atmosphere for walking that can generate additional use.

o Street Trees and landscaping: street trees should be considered where they will not interfere with sight
lines and where they can meet roadway clear zone requirements. If the roadway is curbed, there should be
a landscaped area between the curb and the sidewalk . Trees should be planted at approximately 40 foot
intervals to provide some structure and screening along the roadways. Branches should be at least 10 feet of the
ground to provide clearance for trucks and to provide visibility for signs.

o Lighting: prioritize pedestrian scale lighting at pedestrian crossing locations, at transit stops, or where
adjacent land uses support pedestrian activity.

e Vertical curbs: many of the commercial areas along US 1 have vertical curbs and they are recommended for
all of these locations to provide for vehicle deflection and to protect pedestrian spaces.

*  Raised Medians: medians can be continuous or intermittent and are appropriate for safety at intersections,
especially when there are high volumes of pedestrian traffic in which case a refuge should be included within
the median. Medians also have the potential to reduce the visual impacts of the roadway and enhance the
aesthetic appeal of the area. Medians should not be installed without a comprehensive examination of the

access of adjacent parcels and consideration for how limiting left turns will impact traffic.
Other Recommendations:

*  Transit Stops: in auto-oriented commercial areas, transit stops should be located near employment and retail
centers as well as other areas that tend to generate transit trips. Turnouts should be considered for congested
areas and implemented with appropriate entrance and exit tapers for urban conditions. The transit stops should
also include shelter and seating for users, connections for pedestrians between the stop and adjacent land uses,
and considerations for lighting and other security measures.

e Crosswalks: crosswalks should be highly visible and at a minimum of two legs of each signalized intersection.
Crosswalks should be accommodated in mid-block locations only where there is pedestrian activity and
distances between signals are greater than 600 feet and strong consideration should be given to utilizing a

median pedestrian refuge at these locations.

*  Curb Extensions (bulb outs): bulb outs for pedestrians are only recommended in areas where on street
parking is allowed and where higher volumes of pedestrian activity is likely to occur.

*  Driveway Improvements: there are a large number of driveways in most of the highway commercial districts
on US 1. An effort to consolidate and realigned them would provide operational and safety benefits, as well as

aesthetic improvements creating a more uniform appearance.

*  Bike Lanes: the shoulders of Route 1 should be designed to a minimum of 4 feet to be adequate for bicycling
and wider where possible. While there are better roadways in the area for recreational cycling, Route 1 does

serve as a direct connection for many to retail, services, and jobs along the corridor.

RURAL TRANSITION AREAS

The areas of Route 1 outside of the village centers and commercial areas generally have wide shoulders, no curbs,
and higher posted speed limits than other areas on the roadway. The higher speeds require larger clear distances
for safety purposes which limits the space within the right of way for some types of landscaping and streetscape
improvements. In many cases this is not a problem, as the setting in these areas is more open with a backdrop
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consisting of the native landscape or historic agricultural use. As these areas are either undeveloped or are much
less intensely developed than the rest of the corridor, many of the streetscape recommendations for the village and

highway commercial areas do not apply.
Recommendations Pictured:

o Street Trees and landscaping: in these areas landscaping should be an extension of the natural environment.
Care should be taken to maintain clear zones and sight lines when planting due to higher speeds and no
curbing. Replanting of elms in these areas along the corridor is recommended as long as it can be done
consistent with safety requirements. Sidewalks: sidewalks are not reccommended for these areas except as

necessary to provide landings for crosswalks at traffic signals.

FIGURE 4-57: RURAL TRANSITION AREAS

*  Bike Lanes: roadway shoulders should be at least 4 feet wide to be utilized for bicycle traffic.
Other Recommendations:

*  Transit Stops: rural transit stops are located as need in locations that are likely to generate transit trips.
Turnouts should be implemented to remove the bus from traffic. Stop locations should include shelter and

seating for users, and considerations for lighting and other security measures.
*  Crosswalks: crosswalks should be considered at intersections where there is a potential for pedestrian traffic.

*  Pedestrian Scale Lighting: at intersections where there is expected to be pedestrian traffic.

4.6 FINANCING IMPROVEMENTS

One of the biggest challenges facing the communities along the US 1 corridor will be in finding ways to pay for the
recommended improvements. Traditionally projects of this type have been advanced to the State Ten Year Plan to be
queued for eventual construction. However, given the current financial limitations with respect to state and federal
funding, waiting for any of the individual projects to be constructed via that route is likely to take a minimum of
10 to 15 years, and might be a viable option only for the larger projects, such as the reconstruction of the NH 101
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interchange or the new road around the center of Hampton. Given existing and expected resources on the Federal
and State level, communities will benefit from finding alternate means of financing many of the improvements
proposed for US 1. This will mean working with citizens, other communities, NH DOT, and private interests along
the corridor to find appropriate mechanisms.

4.6.1 PROJECT ESTIMATES

General estimates regarding the construction cost of the intersection and segment improvements have been prepared
and are listed in Table 4-5 which also shows the type of project, the figure(s) that the project is shown in, as well

as a description of the proposed improvement. The cost listed is in 2006 dollars and is intended simply to show the
magnitude of improvements described in this plan. Construction costs are increasing rapidly (45% between 2004
and 2007), and new estimates will need to be prepared when specific projects are brought forward for construction.

4.6.2 FEDERAL FUNDING PROGRAMS

There are a number of different categories of Federal Transportation funding that could be utilized to construct
improvements. Most any use of these funds will require that the project be listed in the State Ten Year Plan, as well
as the Metropolitan Planning Organization (Rockingham Planning Commission) Transportation Improvement
Program, and will mean that they are competing for priority with other projects around the state.

*  Surface Transportation Program (STP): This program is the source of most of the funds apportioned to the
State and is the most flexible in what the money can be used for. STP funds may be obligated for construction,
reconstruction, rehabilitation, resurfacing, restoration, and operational improvements for highways including
Interstate highways and bridges. They also may also be used to pay intercity bus capital costs, carpool projects,
parking facilities and programs, bicycle and pedestrian facilities on any public roads, and the modification of
public sidewalks to comply with the Americans with Disabilities Act of 1990.

*  Transportation Enbancements (TE): This is a set aside from the STP that in New Hampshire has primarily
been used for bike and pedestrian facilities (including rail to trail conversions) and education but can also be
used for scenic beautification or environmental mitigation. In New Hampshire, TE funds are programmed on
a two year cycle through a competitive project selection process that begins with proposals submitted to the
Regional Planning Commission where they are prioritized. Projects are then sent to the state TE committee
for review and prioritization and those chosen to be funded are then added to the State Ten Year Plan.

*  Highway Bridge Replacement and Rehabilitation Program (HBRRP): These funds may be used for
the rehabilitation, reconstruction, or replacement of a bridge with safety or structural deficiencies, or that is
functionally obsolete on any public road.

»  Congestion Mitigation and Air Quality (CMAQ): This program funds projects specifically to reduce
congestion and improve air quality. There is a long list of projects types that are eligible for this funding
including implementing traffic management, monitoring, and congestion relief strategies, transit expansion or
enhancement, alternative fuel projects, inspection and maintenance (I/M) programs, and intermodal freight
improvements as well as many others. In New Hampshire, CMAQ funds are programmed using the same
process as TE funds, with the additional step of an air quality benefits analysis for each project.
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TABLE 4-5
ROADWAY IMPROVEMENT PROJECTS & COST ESTIMATES

Location Description
Seabrook  Main St./Walton Rd. (Option 3) 1,2 $2,300,000 5 lane, 4-way intersection with signal
North of Walton to north of Gretchen Rd. 2,3 $2,200,000 5 lane, add medians
Gretchen Rd. to Lowe’s 3,4 NA no improvement necessary
North of Lowe’s to south of NH 107 5,6 $800,000 Add southbound lane at Railroad Ave
NH 107 Intersection 6 NA no improvement necessary
New Zealand to North Access Road 6,7 $2,800,000 5 lane, add 4th leg to North Access intersection
North Access Road to Hampton Falls Town Line 7,8 $400,000 Transition to 3 lane section with full shoulder
Hagﬁzon Seabrook Town line to Kensington Road (NH 84) 9-11 $1,000,000 Continue 3 lane section with full shoulder
Kensington (Rt.84) to Lincoln Ave (Rt. 88) 1,12 $2,800,000 Signal at Rt.84, raised median
Landscaping Improvements 122 $300,000 git;{lltz;ndscape improvements to roadway improve-
Lincoln Ave to Hampton Town Line 13-15 $1,000,000 Provide full shoulder for 3 lane section
Hampton Hampton Falls town line to South of NH 101 15,16 $800,000 Provide full shoulder for 3 lane section
NH 101 Interchange (aligned with parallel road) 17a $18,600,000 New interchange
NH 101 Interchange ( aligned with existing Rt.1) 17b 417,300,000 New interchange
New Road parallel to US 1 18a,19a $8,600,000 New Parallel Road
Winnacunnet Road Intersection 20 $100,000 3 way signalized intersection
High St./Exeter Rd. intersection 21 $2,100,000 Realign Exeter Road, replace bridge
It-(a)]vr\]/dnsgfepa:ng improvements for Hampton down- 21a $300,000 Streetscape improvements
High St to North Hampton Town line 22-26 $100,000 E%:ZPOS’C Road. No other roadway improvement
H;\lr:;rottr:)n Hampton Town Line to Atlantic Ave 26-30 $7,900,000 ?;i:?&add 4th leg to Home Depot int, discontinue
Glendale Road to ElIm Road 31,32 $500,000 Provide full shoulder for 3 lane section
Elm Road (south) to ElIm Road (north) 32,33 $2,900,000 gﬁ:;ldin:iji:;\’vn;zzgiﬁg;’ei?jnonfeétr:sg}js Rd. with
Elm Road to North Road 34 $400,000 Provide full shoulder for 3 lane section
North Rd. (West) 35 $2,200,000 5 lane, signal, realign North Road
North Rd. (East) 35-36 $2,400,000 5 lane, signal, new connection from North Rd to US 1
North Rd. (new connection) to Rye town line 36-39 $2,600,000 :;3";?:&&;33:{ foIr 3 lane section, 5 lane section
Rye North Hampton town line to Breakfast Hill Road 39,40 $600,000 iz%usl(jer improvements, realign Dow Lane approach
Breakfast Hill Road Intersection 40 $2,000,000 5 lanes, vertical crest reduction
Breakfast Hill Road to Portsmouth town line 41-43 $1,000,000 3 lanes, shoulder improvements
rz(c))ruttsh Rye town line to Ocean Road 43-45 $900,000 Provide full shoulder for 3 lane section
Ocean Road to Wilson Road 45-50 47,800,000 z:ane with rais'ed mediap, roadway approach im-
Total $47,600,000 Not including 101 Interchange
$65,000,000 With less expensive 101 Interchange and no bypass
$74,800,000 With more expensive 101 interchange & Hampton
bypass

* Costs were developed for 2006 and updated to 2010 utilizing the National Highway Construction Cost Index (NHCCI) developed by the Federal Highway Adminis-
tration (FHWA): http://www.fhwa.dot.gov/policyinformation/nhcci.cfm
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4.6.3 STATE FUNDING SOURCES

Funding from the state is somewhat more flexible in how quickly it can be obtained and programmed for

construction of improvements, but somewhat less flexible in how the funding can be used.

»  State Aid Funds for Class I, 11, and III Highways (RSA 235:10-:21): These funds are provided for the
purpose of constructing or reconstructing sections of Class I, II, and III highways. This includes improvements
to unimproved sections or to advance the priority of construction for special types of work such as drainage,
riding surface, or elimination of sharp curves on Class I highways or improved sections of Class I highways.
Approved projects receive 2/3rds state funding of the cost, with the municipality expected to contribute 1/3rd.

*  Bridge Aid Funds (RSA 234): Consists of both State and Federal Highway Funds for construction or
reconstruction of structures on Class IV and Class V roads as well as municipally-maintained bridges on Class
IT highways. Structures having a clear span of at least 10 feet qualify for state funds, and those having a span
of at least 20 feet qualify for federal funds. The ratio for the aid is 80% Federal or State and 20% municipality.
Construction of Class II bridges transfers the maintenance responsibility from the municipality to the State.

e  Highway Block Grant Aid Funds (RSA 235:23 & :25): Come from a portion of the road toll (gas tax)
and motor vehicle registration fees collected by the State and are given to municipalities for the purpose of
constructing, reconstructing, or maintaining Class IV and V highways. These funds are apportioned to all

municipalities on a yearly basis as follows:

—  Apportionment A: Allocated from an annual apportionment of not less than 12% of the total highway
revenues collected the preceding fiscal year. The amount distributed is based on one-half (1/2) mileage
and one-half (1/2) population.

— Apportionment B: Allocated from an annual apportionment of $400,000 distributed based on a
formula using equalized valuation and Class V mileage. It is designed to give the greatest benefit to

municipalities with low, equalized valuations and high road mileage.

4.6.4 MUNICIPAL FUNDING SOURCES

There are a variety of opportunities available to the community to raise funds for road projects locally. The
advantage of this is the speed at which funds can be raised, and put towards improvements compared to the federal

and state processes.

o Warrant Article/Capital Improvement Program: The Warrant Article has historically been the approach
to locally funding transportation improvements in New Hampshire. This involves placing the project on
the ballot (either individually or as part of a Capital Improvement Program) for the community to approve
funding via local property tax, and can be utilized either to directly finance a project or to pay for one that is
being reimbursed by Federal or State funds, or other revenue generating mechanism.

*  Local Option Fee: he Local Option Fee for Transportation Funding is one means of generating local funding
via local vehicle registration fees. A New Hampshire law passed in 1998 (HB 648) allows a municipality to
collect an additional motor vehicle registration fee of up to $5.00 for the purpose of supporting a municipal
transportation improvement fund. The revenues collected (minus up to 10 percent for administrative costs)
are deposited into a transportation improvement fund for almost any kind of transportation project. It is
recommended that communities establish a plan for using these funds and a process for regular updates.

*  Traffic Impact Fee: onetime fee to new developments to pay for the cost of serving the additional traffic
that it generates. These fees are calculated based on the number of trips generated by the new development as
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established in an approved traffic study. The cost of correcting existing deficiencies is usually excluded from
the calculation for equity and legal reasons. A Roadway Impact Fee is a variation of this that is levied on a fair
share basis based on the new development’s anticipated portion of total traffic on a roadway.

*  Development Agreements: A negotiated agreement between a developer and the community to mitigate
the impacts of a proposal by meeting community conditions of approval. This is accomplished during zoning
or subdivision approval, when local government has broad discretion in approving a project. This method is
flexible in meeting community needs, but can be applied unevenly.

*  Transportation Development District (TDD): Also known as a Special Assessment District, properties
aburtting a designated section of roadway are assessed for their fair share of the cost of the road improvement.
Fees can be assessed based on trip generation or other factors and are usually for specific improvements
benefiting property within the district. Generally this applies to all properties fronting the roadway to be
improved but can be expanded into a larger district if the improvements or impacts are to a larger area. If the
district crosses municipal boundaries, it is considered a Regional Development District. Through an inter-
municipal agreement allowed by RSA Section 53-A, the communities along Route 1 could form a district to
provide a larger pool of funds for transportation improvements.

*  Tax Increment Financing: The projected increase in property value from a development is partially taxed for
a prearranged time period. The community (or developer in some cases), pays for initial off-site improvements,
and the expenditure is recouped from difference in developed and undeveloped tax base. Frequently a TIF
District is established to gather funds from multiple sources.

4.7 IMPLEMENTING THE CORRIDOR PLAN

The projects proposed in the Route 1 Corridor Plan create a set of tasks that will require community effort and
investment to achieving progress. The success of the plan will ultimately depend upon the willingness of the

New Hampshire Department of Transportation and the communities to implement the recommendations and
integrate the Corridor Plan with community land use and transportation planning processes. As most development

FIGURE 4-58: SEABROOK TOWN HALL VILLAGE CONCEPT 1. Starting with one of the proposed alignments of US 1
from the Corridor Plan, the Town of Seabrook reimagined the town hall area during a design charrette that was a
component of the update to the Community Master Plan.
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activity on the Route 1 corridor is funded by private entities, this sector will also need to be involve amount and

location of development will have impacts on the transportation improve

ent projects that can be implemented

The following steps establish a process to ensure the timely and
continued implementation of the Plan’s components:

4.7.1 ENDORSE THE CORRIDOR PLAN

Each of the communities as well as the RPC and NH DOT should
endorse the Corridor Plan as official notification that it is being utilized
for planning the corridor. This gives the plan legitimacy as the vision
for the future of the corridor and provides a firm basis for project
planning.

e Upon endorsement by Rockingham Planning Commission, the
Route 1 Corridor Plan will become the official transportation
plan for the purposes of adding projects to the Regional Long
Range Transportation Plan and Transportation Improvement
Program (T1P).

*  Upon endorsement by NH DOT, the Route 1 Corridor Plan
will become the blueprint for state project planning and for the
driveway permitting process on the roadway.

e Upon endorsement by a community, the Route 1 Corridor Plan
will become the baseline comparison point for land use and
transportation planning efforts that impact the roadway.

4.7.2 INTEGRATE INTO COMMUNITY PLANNING

Once endorsed, the concepts within the plan can be incorporated into
local transportation and land use planning documents and processes.

e Revise municipal master plans to be consistent with the corridor

PORTSMOUTH US 1 GATEWAY DISTRICT
The 1995 Portsmouth Master Plan identified the

opportunity for Route 1 to evolve into a place
where design, function, and transportation are
integrated in an efficient and aesthetically pleasing
manner. Goals for the corridor include gateway
signage, mixed-use, transit-oriented development,
redevelopment and improved landscaping in order
to promote economic development and housing
opportunities and to strengthen transportation
connections. In response to this the Gateway
District was established in 2009 to unifiy a myriad
of conflicting zones straddling the corridor.

The stated purpose of the Gateway District is: "To
provide for redevelopment along existing developed
commercial corridors in order to enhance visual
character and environmental quality of such
corridors, to accommodate affordable housing in
mixed-use developments, and to encourage site
designs that promote pedestrian circulation and
public transit use."

Via conditional use permit, the Gateway District
allows for townhouses, live/work spaces (in which
work space is integrated with a dwelling unit), as
well as multi-family residential as part of a mixed-
use development. In mixed-use developments,
residential uses must comprise between 30-70%
of gross floor area. Site design considerations in
the Gateway District aim to enhance pedestrian
circulation and aesthetics of the corridor. The
system of design standards generally relegate
parking behind buildings and establish pedestrian
amenities to help disintegrate the "strip-mall"

appearance currently inhabiting the corridor.

plan. This can take the form of changes to the transportation

chapter to include the proposed projects and access management policies. It can also be expanded to include

other aspects of the master plan and consideration of the land use related concepts.

e Create and adopt zoning overlay districts that implement access management ordinances and promote

greater coordination of land use and transportation planning for properties within the Route 1 corridor.

— An overlay district has the advantage of applying more stringent zoning standards to specific problem

areas without impacting the remainder of the community.

—  Options and procedures for variances and exceptions from the additional overlay requirements should

be established for non-conforming sites or locations with other significant issues.

e Integrate access management standards into the development review process. The improvement of traffic

conditions on Route 1 relies on access management in lieu of roadway expansion in many locations. In
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this regard, considerations of access management issues should be a primary traffic consideration during
the development review and approval process as that provides the best opportunity to make adjustments
to access and improve travel on the corridor. This process should occur for any change in use that would

require plan review as well as prior to any planned road construction on US 1.

¢ Negotiate and sign an Access Management Memorandum of Understanding with NH DOT to better
coordinate the driveway permitting and community land use planning processes.

e Work with NH DOT and private developers to ensure that the design of any US 1 improvement projects are
consistent with those outlined in the US 1 Corridor Plan and community needs.

e Address the land use impacts on traffic by implementing compact development, mixed-use, and other
mechanisms that can reduce auto use. Other tools include transfer of development rights, zoning incentives

(such as density bonuses), or expedited permitting for development that is consistent with the corridor plan.

e Utilize the Regional Impact process via the Rockingham Planning Commission to give adjacent
communities abutter status on development projects that are likely to have significant impacts on Route 1
traffic outside of the community where they are being built.

4.7.3 ESTABLISH FINANCING MECHANISMS

Providing for multiple methods of financing the necessary roadway and other improvements described by the plan
will facilitate their implementation. Some options for this are to:

e Establish a Transportation Development District for each community (or multiple adjacent communities)
that will direct public and private funding to critical US 1 improvements.

e Pursue funding from existing programs such as Congestion Management and Air Quality (CMAQ)
Transportation Enhancements (TE), Highway Safety Improvement Program (HSIP), as well as State
funding for smaller critical projects such as the Betterment or State Aid Highway programs. Eligibility for
some of these programs is limited, and local match requirements vary but all options should be explored.

e Establish infrastructure impact fees or negotiate commitments from developers (e.g., to fund sidewalks,
signals, transit improvements), or public private partnerships to fund transportation improvements.

4.7.4 CONTINUE CORRIDOR PRESERVATION ACTIVITIES

It is anticipated that many projects will not be needed until the outer years of the Plan or beyond, making
preservation of both capacity and right-of-way a key component to the Plan’s success. The need to preserve right of
way for future improvements was particularly stressed. Therefore the following efforts will need to be undertaken:

e To work towards ensuring a consistent right-of-way on the corridor, NH DOT will need to continue
collecting ROW frontage from individual development and redevelopment activities as they occur.

e Communities need to maintain setbacks of adequate depth to minimize development within the right-of-
way. This is especially important in areas where US 1 is proposed to be widened.

e Communities must make efforts to minimize the number of driveways along the corridor, preserving traffic
flow and roadway capacity.
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e Communities must continue to make efforts to ensure that traffic generated by new development or
redevelopment of existing uses does not outstrip the capacity of the roadway to carry that traffic and that
any added burdens are mitigated.

4.7.5 MONITOR CORRIDOR CONDITIONS

Establishing an approach to monitoring corridor conditions is a critical component to managing the
implementation of the plan over time. Monitoring has two purposes: irst, to look backwards at strategies that
have been implemented and assess their effectiveness; and second, to examine current conditions and indicate
when thresholds have been reached and further improvements or actions have become necessary. Monitoring is
conducted using available data on changes to population and employment on the corridor, new development or
redevelopment along or near the roadway, changes in traffic volumes or patterns, and changes in crash rates. Some
data sources, such as traffic counts and accident databases, already may be developed, while others may need to

be established such as a mechanism for tracking development permits across the multiple jurisdictions along the

corridor.

e Establish a US 1 Corridor Monitoring Committee (CMC) to aid in the advocacy and implementation of

projects.
e Track development proposals, improvement projects, and other changes to travel on the corridor.

e Recommend projects for construction to the communities, NH DOT, and the RPC.

MONITORING PROCESS

The process for corridor monitoring and development tracking will be accomplished through the establishment
of a corridor monitoring committee involving key stakeholders that meets twice per year to review development
activity and transportation changes on the Route 1 corridor, analyze the data, and make recommendations for
projects to move forward. The following activities will be monitored, with review and analysis as appropriate:

¢ Land development proposals

e Traffic impact studies

e Traffic volumes and congestion

e Transit services and ridership

e Highway and transit project progress

e Highway safety needs

The Corridor Monitoring Committee (CMC), including members of the current Corridor Advisory Committee,
will meet biannually to review changing conditions in the Corridor. The intent is that CMC members share
information regarding developments in their community that impact the corridor, as well as any progress on
corridor projects from the local level. In addition, the CMC will receive updated information on any traffic
studies conducted by NH DOT or the RPC and progress on projects being funded by state or federal funding.
The CMC would be comprised of representatives from the Planning Board or Planning Staff of each community,
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NH DOT, RPC and would be tasked with establishing priorities for improvements with a corridor-wide
perspective.

All monitoring activities will be documented in a periodic Corridor Monitoring Report. This report will provide
an update for all interested parties, including community leaders, legislators, and CMC members, on the status of
the monitoring efforts and any projects that have been “triggered” by activity on the corridor. It will also ensure
that the Plan is actively managed over time and remains responsive to changing conditions.

4.7.6. PROJECT IMPLEMENTATION

All of the improvement projects identified and included in the Plan can be placed in one of two categories; those
that are currently needed, or those that will likely be necessary in the future.

The first category consists of those projects that are currently necessary to alleviate existing congestion or safety
problems. This assessment is based on traffic analysis indicating which currently failing intersection movements
with significant delays can be relieved by minor widening, safety concerns, and other existing transportation
network needs. The projects that are seen as being required in the short-term to address the most critical problems
on the corridor are the following:

SEABROOK

® Railroad Avenue bottleneck caused by lane reduction for southbound lanes
® Lane reduction south of Lakeshore Drive

® Rocks Road/North Access Road connection & Gove Road access to signal.

HAMPTON FALLS

® NH 88 and Lincoln Avenue Signal consolidation

e NH 84 intersection

HAMPTON

® NH 27 intersection and Railroad bridge replacement.
® Winnacunnet Road intersection signalization.

® Park and Ride/transit center at NH 101 interchange.

NORTH HAMPTON

® North Road Safety improvements
® Connecting Fern Road to traffic signal at Home Depot/Shaws Plaza

® Elm Road/US 1 safety improvements
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RYE

e Safety improvements at Breakfast Hill/Washington Road

PORTSMOUTH

® Lang Road intersection/connection with Ocean Road

e  (Constitution Avenue intersection

CORRIDOR WIDE IMPROVEMENTS

®  Access Management improvements such as curbing to better define driveways, consolidating access points,

and ensuring that the functional areas of intersections are clear of driveways.

®  Streetscape and landscape improvements should be undertaken in conjunction with improvement projects
or with major land use developments.

® Bicycle and Pedestrian improvements also in conjunction with other projects unless some dedicated funds

(such as TE or CMAQ programs) are acquired.

® Inclusion of bus stop improvement in roadway improvement designs so that at the very least, space is made
to accommodate future stops.

® Preservation of US 1 and Hampton Branch Right-of-way for future improvement needs.

TRIGGERING

The second set of projects is those that will be “triggered” by growth in traffic or other changes. While not
justified in the short-term, most of these projects are expected to be necessary over the next 20 years. Establishing
thresholds for when those projects become necessary provides a process for setting priorities amongst the many
projects using data collected from the corridor monitoring. The triggers that will be used to evaluate projects on
the US 1 Corridor are, singly or in any combination, the following:

e Steady deterioration in level of service (LOS) to "D" or worse at an intersection or on a segment of
roadway would trigger a response in the form of strategies to stabilize or reduce demand (i.e. travel demand

management measures or transit improvements), or increase capacity.

*  Safety improvements recommended by NH DOT’s Highway Safety Improvement Program would
trigger an evaluation to see if the recommendations were compatible to the Plan or whether adjustments
need to be made before a project moves forward.

o Implementation of regional off corridor projects that impact travel on US 1 (for example, Interstate
95 Exit 1 improvements), would trigger an evaluation that would focus on compatibility of the proposed
improvements with the Plan for Route 1 and the likely impacts of those changes on the corridor.

*  Major land development activity would initiate a review of transportation needs; level of service

implications, transit service needs or opportunities, safety concerns, and pedestrian and bicycle needs.
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o Transit service changes that might require ancillary improvements to complement the service or otherwise
change the time frame for corridor projects.

While it is desired that future proposals for Route 1 improvements fit within the broad philosophy of the Corridor
Plan, changing conditions may dictate adjustments to project scopes, designs, or other aspects. The projects that
will be monitored for meeting these prompts are:

SEABROOK

® Redesign of the rotary at the state line
® New Zealand Road — dependent upon final disposition of Spur Road intersection with NH 107

®  Widening north of the North Access Road

HAMPTON FALLS

¢ Shoulder widening in 3 lane sections

HAMPTON

® NH 101 Interchange — Existing safety issues but capacity is currently adequate.
e NH 151/US 1 Intersection signalization

¢ Shoulder improvements

NORTH HAMPTON

®  Widening between Hampton TL and Atlantic Avenue
® Improvements in the vicinity of Elm Road

® Improvements in vicinity of Lafayette Terrace

RYE

¢ Shoulder improvements along 3 lane section of roadway

PORTSMOUTH

®  Widening from Ocean Road to Heritage Avenue

® Widening from Constitution to Wilson Road

CORRIDOR WIDE

e  Shoulder improvements on 3 lane segments
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4.7.7 COMMUNITY INVOLVEMENT

The Corridor Plan purposely does not detail the exact designs of the proposed improvement projects. Instead, as
each project goes forward for construction it will be designed to match with location specific conditions as part
of a public process. It will be critical that the communities take an active role in the project development to both
keep designs consistent with the Plan as well as meet community needs. In moving forward with projects from
the plan, the following actions are recommended to engage the community:

e Involve the public early in the process to establish what problem is being addressed, and to determine the
project scope, schedule, and key decision points.

e Engage as many local and regional stakeholder groups as can be identified.

e Keep the context in mind when designing improvements. What works in one area may not work in another.
The most successful projects “fit” within the community.

e Establish a “vision” for the future that addresses the transportation and other community goals and values.

e Establish a wide range of preliminary alternatives that can be narrowed to a range of reasonable alternatives.

In choosing an alternative use cost effectiveness as one of many factors and not the only factor.

e Work towards consensus on the project in which the principal groups and individuals involved can live with
a particular proposal.

4.7.8 FURTHER STUDY

There are several areas within this scudy which have only been superficially addressed due to limitations in
resources. Further in-depth work will be required to determine needs, benefits, and costs before implementation
can occur. The aspects of the study recommended for further study are:

e Feasibility study of the US 1 Bypass around the center of Hampton using the railroad right-of-way. While
this project has the potential to tremendously reduce congestion in downtown Hampton, there are many
aspects of the proposal that have not been examined. Foremost in this is an examination of the economic
impacts of building a bypass on the viability of businesses in the downtown area as well as a more detailed
analysis of traffic volumes and patterns under different scenarios.

e 'The potential for transit service along Route 1 has not been studied in recent years. The current economic
climate and the amount of development along the corridor both lend themselves to increased demand for

public transit service.

e Real estate market analyses can help determine the current and likely future demand for land zoned for
particular uses within a community. Knowing this information can help communities better tailor zoning to
demand as well as have a better understanding of the future direction of growth in the community.

e Darcel specific access management plans are helpful to communities in mapping out driveway access points

and planning for future improvement needs.
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