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The Purpose of Multi-Modal Corridor Management Plans

The multi-modal corridor management plan is an initiative of the Maine DOT patterned after the Gateway 1 planning project which has occurred over the past few years on Route 1 in the midcoast.  


The planning effort is intended to achieve two goals that previous plans have not.

· Joint planning of highway, non-highway, passenger and freight, and transportation enhancement projects over one corridor at one time; and

· Integration of transportation projects with local and regional policies for development and economic growth.

As a corridor management plan, this initiative is focused on an element of transportation – the mobility corridor – in its relationship with the cities and towns that have jurisdiction over the land use as well as private stakeholders in the development of the corridor.  In the case of the “Augusta Southwest” corridor, that means the land area in Kennebec County between Augusta and Lewiston and served by the Maine Turnpike and Route 202.

The multi-modal plan begins with the premise that the residents of the corridor are in control of their future.  They are able to make choices which influence the pattern of growth of the community.  The pattern of growth is what dictates transportation needs.  Once the community has chosen a pattern for its future growth, the plan identifies the transportation projects necessary to support that growth.

In some cases, those transportation improvements are necessary to trigger the chosen pattern of growth.  They will be the DOT’s highest priority.  Other projects will be necessary to support the pattern of growth once it evolves.  Those are DOT’s secondary priority.  Still other projects will have no effect or will support a contrary pattern of growth.  DOT does not want to prioritize those projects.

Communities along the corridor are asked to think and plan regionally.  Not only are most transportation systems regional in nature, but municipalities themselves will see more success in their efforts if they are moving in the same direction as their neighbors, and not at cross purposes.

The multi-modal plan will not focus on existing projects, and presupposes the existence of those in the pipeline.  It is not a “design plan,” nor does it either support or contradict ongoing DOT planning studies.  A community must put its vision in place, through a local comprehensive plan, land use regulations, economic development investments, and other policies, before the DOT can begin to re-assess its project list.   

Augusta Southwest Corridor 
Data Summary and Analysis

This corridor originates in Augusta and connects with Lewiston, Auburn, and Portland.  The principal use of this corridor is intercity and interstate travel over the Maine Turnpike.  People in Lewiston-Auburn area consider this corridor as an access to the Canadian Maritimes.  Overall, it is part of the larger, state-backbone corridor defined by I-95.  However, the corridor also serves the most rapidly growing residential communities of the region.


Despite being the fastest-developing corridor in the region, and carrying perhaps the highest traffic volumes, little attention has been paid to transportation issues.  This is partly because the Maine Turnpike does its own planning.  Route 202 is a very adequate road, except for a critical segment between Augusta and Manchester, so has not drawn a priority.  

Transportation elements:  

The Maine Turnpike and I-95 provide an essential transportation element statewide.  Within the corridor, its utility is limited to interchanges in Augusta and West Gardiner.  A new interchange in Sabattus is not located within the corridor, but affects traffic flows and development opportunities in several towns.  

The physical condition of the Maine Turnpike is not an issue within this corridor.  Development patterns influenced by the interchanges and the overall balance of traffic between the turnpike and secondary roads are the issues.

US 202 is the principal arterial and primary focus of transportation and community planning in the corridor.  US 202 carries a volume of traffic ranging from 9,000 AADT at the southwestern end of Kennebec County, to over 22,000 AADT outside the urban compact area of Augusta.  Traffic growth is in the range of 1.3 percent per year, although recent figures have shown a decline in traffic region-wide.  Since this is not consistent with local growth patterns or the availability of alternatives, it may be due to factors such as increased gas prices (a temporary blip) or the trend toward telecommuting (a more permanent effect).  Route 202 is a mobility corridor. 

Route 202 is built to arterial standards with adequate capacity for growth, with the exception of a portion of the segment between Augusta and Manchester.  This segment has been the subject of multiple studies.  The objective has been to improve the traffic bottleneck on Pelton Hill, between the four-lane, divided segment in Augusta, and the five-lane, center-left-turn segment in downtown Manchester.  Access to existing development is impeding a solution.  However, recent, privately-funded traffic improvements in western Augusta have had a dramatic positive effect there.  This segment is under active DOT study, therefore not directly influenced by this plan.
In Monmouth and Winthrop, Route 202 is a two-lane road with no signalization (flashers only).  There are three HCL intersections on this 12.5 mile segment.  There is relatively light commercial development of the frontage.   In Winthrop, Main Street (the original alignment of 202) branches off into Winthrop’s downtown and rejoins via high-speed slip lanes.

There are additional state highways that provide movement within the corridor.  ME Route 9/126 runs between Gardiner and Lewiston, parallel to and between the turnpike and Route 202.  It is designated a mobility corridor, providing access to West Gardiner, Litchfield, and southern Monmouth, as well as the Sabattus and West Gardiner interchanges.  Route 9 is a two-lane highway, carrying an AADT of 3-4,000 through Litchfield and West Gardiner.  Development along 9/126 is relatively light, though unregulated.  

Among the more important tributary roads are ME Route 17, ME Route 41, ME Route 133, and ME Route 132.  Route 17 is probably the most important of these.  It serves the attractive suburban towns of Readfield and Fayette.  Traffic along Route 17 has been historically growing at better than three percent per year, though tailing off in the past few years, consistent with other roads in the corridor.  AADT averages about 6,000 in the Manchester segment (2.0 miles) and 5,000 in the Readfield segment (8.7 miles).  It is a two-lane major collector, with occasional unbuilt sections.  Development along Route 17 consists of a series of villages – Manchester village (at its junction with Route 202), Readfield Depot, Readfield (at its junction with Route 17), Kents Hill, and Fayette.  The junctions with Route 202 and Route 41 are both High Crash Locations.
ME Route 133 originates in Winthrop village together with Route 41, but branches off from the latter about 1.5 miles north.  It proceeds westward through Wayne and into Androscoggin County towards Jay and Livermore Falls.  It is a two-lane, minor arterial, probably because of the volume of heavy truck traffic it carries.   AADT just west of the Route 41 junction is 5,300, but drops off to 1,800 at the Androscoggin line. 

ME Route 41 provides a cross-connection between Winthrop village and Readfield village, continuing north through Kents Hill and on to Mount Vernon.  It is a two-lane major collector, except for a short portion north of Winthrop where, when joined to ME Route 133, it is a minor arterial.  A large portion of the road is unbuilt.  North of Route 133, AADT averages only 2,300.

ME Route 132 originates in Monmouth at Route 202, and runs south through Monmouth Center village, linking Route 9/126 and the Sabattus interchange.  It is a two-lane, major collector, averaging 3,100 AADT just south of Route 202.  However, due to its connection to the turnpike, traffic is expected to rise dramatically; an increase in truck volumes has already been observed anecdotally.  Route 132 was one of the primary impact ares of an interchange impact study completed by AVCOG in 2006.

Rail service bisects the corridor, but does not connect the two endpoints.  The “Back Road” Pan Am/Guilford/Springfield Terminal rail line operates between Waterville and Lewiston.  Sidings or platforms exist in Monmouth, Winthrop, and Readfield.  Service is limited to freight, with no known local customers.

The Augusta State Airport is owned by the State of Maine and located at the eastern endpoint of the corridor.  It provides limited passenger service to Boston and general aviation facilities.  It does not impact the corridor, except as a point of destination for a small number of users.
Corridor-based alternative transportation opportunities are extremely limited.  Locally-operated, fixed route bus service is available in Augusta, but does not extend outside the city boundaries.  Intercity bus service has a terminal in Augusta, but connects to Portland along I-295.  One park-and-ride lot exists, in Winthrop on church-owned property.

There appears to be potential demand for bicycle access along the corridor, at a minimum between Augusta and Winthrop.  Route 202 has 6-8 foot shoulders, but motor vehicle traffic is generally regarded by locals as being too heavy and fast-moving for casual biking.  Several plans and recommendations have been made to establish an off-road bicycle trail.  Such a trail could incorporate portions of the original alignment of Route 202, existing snowmobile trails, an old trolley line, and lightly-travelled roads.
Land Use Elements:  

The overall population of this corridor, including Augusta, is 45,000, with a negligible growth rate.  The stable population, however, hides the dramatic shift in population to the low-density, surburban communities of Monmouth, Litchfield, and West Gardiner, where growth rates exceed 2 percent per year.  With the new Sabattus interchange, the southwest end of the corridor is now within easy commuting distance of three major employment centers: Augusta, Lewiston-Auburn, and Portland, and already-fast-growing Monmouth and Litchfield become easier to access.  Every town in the corridor has a comprehensive plan, but there are no limitations on rate of growth, and few limitations on the location.  Regulation that does exist tends to encourage expansion of existing villages.

Traditional, seasonal uses connected with corridor lakes and recreation areas will grow only slowly, but will continue to support many of the smaller towns in the corridor.  The Augusta-to-Manchester segment of US 202 will continue to attract roadside development, and areas surrounding the West Gardiner Interchange may also see growth.  The principal story in this corridor, however, is the emerging residential sprawl.

The northeast anchor of the corridor is Augusta.  The city is losing population but gaining employment and service capabilities.  This characteristic in itself drives much of the transportation demand in the corridor.  

Western Ave. (Route 202) exhibits classic strip development characteristics.  East of the turnpike interchange, commercial properties are generally mature.  Typical of this pattern, there is a proliferation of access points and signalized intersections; a recent system management upgrade has reduced the travel time from end to end by more than half.  Augusta’s 2007 Comprehensive Plan titles the general area as “Westside Residential,” though acknowledging that the commercial strip may extend “one or two lots deep” from the street.
The area west of the turnpike is currently transitioning from residential to commercial, with a significant fraction of the frontage in auto dealerships.  Concern has been expressed about the area that includes the turnpike’s southbound off-ramp and Whitten Road junction.  The comprehensive plan regards this area as an “Economic Growth Zone,” with both commercial and medium-density residential components.   The plan also suggests that a new road may eventually connect Route 202 with northwest Augusta and loop back to I-95.
Manchester lies to the immediate west of Augusta on Route 202.  While the dominant development pattern in Manchester is a commercial/institutional cluster at the 202/17 intersection, Route 202 is showing definite signs of commercial strip leakage from Augusta.  There are a substantial number of highway-oriented small businesses between Manchester village and the Augusta city line.  A DOT Corridor Improvement Study currently underway will address mobility along this segment.  Any plan to improve mobility will probably limit the number or location of future access points in this segment.
Manchester’s Land Use Ordinance puts most of the arterial frontage into the General Development District, probably the most permissive and intensive zone.  The area surrounding the Route 17 junction is designated “Manchester Village,” with outlying areas to the west designated as “Community Residential.”  There is a strong influence of seasonal development generated by Cobbossee Lake.

The community has expressed interest in putting an emphasis on the village area.  This would not necessarily influence land use patterns, as the village area is already developed, but would require coordinated transportation infrastructure alterations, particularly affecting Route 17.  As of early 2009, the town is commencing a revision to its comprehensive plan.
Winthrop occupies a pivotal position on the corridor.  It is an emerging employment and service center at roughly the geographic center of the corridor.  The most developed portion of the town lies adjacent to the junction of Routes 202 and 41/133.  However, Route 202 was re-aligned several years ago, bypassing the downtown area and several residential neighborhoods.  Since development was not restricted on the new alignment, over the years the frontage has filled in, primarily with small, highway-oriented commercial development.  Major traffic generators are located adjacent to the highway near downtown and just southwest of that.
Land along the arterial in the western half of Winthrop is designated as general commercial in the Zoning Ordinance.  The ordinance contains nothing that would restrict access or the type of development within this segment.  Winthrop’s Main Street is designated in the “Village” district and is densely developed with both commercial and residential units.  The town gets significant contribution from seasonal development of Maranacook, Anabeesacook, and Cobbossee Lakes. 
One of the chief local concerns is the viability of the Main Street area, including potential for growth in the immediate vicinity.  The new alignment of Route 202 just south of the village presents a practical barrier, drawing concern over crossing that highway, yet making future commercial development along the highway more attractive.  As of early 2009, Winthrop is beginning an update to its comprehensive plan.
Monmouth occupies the southwestern end of the Kennebec portion of Route 202.  This is perhaps the least-developed segment of Route 202, with no villages or large commercial buildings fronting on the road.  Portions of the corridor formerly locked up in agriculture, however, have recently become available.  Route 132 links Route 202 with the Sabattus Interchange and Monmouth Center village.  Monmouth Center is the town’s primary commercial and service area.  The town is concerned with the change in traffic patterns since construction of the interchange, particularly the introduction of large trucks into the village area.  The town has also experienced rapid population growth over the past couple of decades.
Monmouth has commercial site review but no zoning.  Monmouth’s comprehensive plan, adopted in 2007, aligns the growth area with the existing sewer system – Route 132 north of the village and Route 202 east of the Route 132 junction – and recommends commercial development standards to limit strip development.  The town is in the process of revising its site review ordinance to be consistent with the plan. 
Readfield lies to the north of Winthrop, but is more readily accessed via Route 17 from Manchester.  Readfield is a primarily rural town, but undergoing suburbanization.  Most concentrated development is within the several villages, distributed along Route 17.  The town’s zoning ordinance severely limits the size and location of commercial development, but residential development is more widely permitted.  The town’s new comprehensive plan, pending adoption in 2009, will limit residential development somewhat more and enlarge the villages.  Readfield is concerned about maintaining the vitality of its villages and the distinction between village and rural areas.
Fayette and Wayne lie adjacent to and west of Readfield and Winthrop, fed by Routes 17 and 133, respectively.  The two towns are quite similar in population and growth rate, both have small, traditional villages, neither has updated its comprehensive plan in over a decade.  Both communities’ economies revolve around seasonal recreation and resource development.  Both Routes 17 and 133 link the Jay-Livermore Falls area with this corridor.  While residential growth is fairly consistent in these towns, there is little demand for commercial development.
West Gardiner is on the Maine Turnpike-Maine Route 9/126 segment of the corridor, incorporating the West Gardiner interchange.  West Gardiner has been overshadowed for years by Gardiner, but there are signs that commercial growth is creeping out along Route 9.  West Gardiner has seen a substantial increase in housing since 2002, which creates the demand for new, highway-oriented commercial development.  West Gardiner has no interest in land use regulation.

Litchfield is one of the southernmost towns in the corridor, together with Monmouth.  Litchfield, however, lies along Route 9/126, and does not communicate significantly with Route 202.  Litchfield is one of the fastest-growing residential communities in the region.  It is easily accessible to Augusta, Gardiner, Lewiston-Auburn, and with the Sabattus interchange, even Portland.  Litchfield is a very typical rural-residential towns, with only widely scattered highway commercial development on 9/126 and Maine Route 197 on the south side of town. 

    Litchfield’s 2000 Comprehensive Plan proposes a planned development district covering a portion of Routes 9/126 and 197, adjacent to a village district at the principal junctions on those two roads.  The town 2002 Land use ordinance implements these districts and sets commercial development standards in both.
Economic Elements:  
Economic activity is oriented towards both Augusta and Lewiston along this corridor.  Winthrop is a minor commercial center, and there are isolated major employers in Readfield, Winthrop, and Monmouth.  High traffic volume and accessibility along US 202, however, is stimulating small-scale commercial growth along the arterial.  As well, the introduction of the Sabattus Interchange has changed commercial traffic dynamics, most visibly resulting in expended truck traffic on Route 132 through Monmouth.

The fact that Augusta and Lewiston, at either end of the corridor, are employment draws, means that commuter and commercial traffic travels both directions at all times of day. Although traffic counts decline steadily from east to west, with Monmouth the low point on the Route 202 portion, counts pick up right away in Wales just to the southwest.  Census journey-to-work data is displayed on the table below: 
Percentage of Workers Traveling to Corridor Endpoints (2000)
	Town
	Augusta
	Lewiston-Auburn
	Local

	Manchester
	45 %
	   2.5 %
	18 %

	Winthrop
	38 %
	8 %
	26 %

	Monmouth
	22 %
	21 %
	25 %

	Readfield
	32 %
	6 %
	28 %

	Litchfield
	18 %
	23 %
	11 %



This table shows about 1/3 of the workforce from these primary towns goes to Augusta and about 1/8 goes to the Lewiston-Auburn area.  These towns alone generate 5,700 work-related trips to Augusta and 2,200 trips to Lewiston-Auburn each weekday.


 Based on SPO and KVCOG population projections to 2030, workers traveling to Augusta on this corridor could increase work-related AADT by 2,000.  Workers travelling to Lewiston-Auburn could increase work-related AADT by 1,000.  These estimates reflect two assumptions: 1) that the location of new jobs created will be roughly in proportion to existing job centers and 2) that there will be no significant shift to alternate modes of travel or telecommuting.

The overall character of the corridor has evolved from manufacturing plants to office and service locations.  Commercial locations are much more dispersed, with fewer freight-generating businesses.  The lakes provide potential for a recreation/tourist draw, though not realized except in the hundreds of seasonally occupied camps.


Within the corridor, major traffic generators include Tex-Tech Manufacturer in North Monmouth, ½ mile north of Route 202, Progressive Distributors on Route 202 in Winthrop, the Carleton Mill Complex (now office space) on Route 202 in Winthrop, Main Street off Route 202 in Winthrop, Saunders Manufacturing, south of Readfield village off Route 17, and the complex of retail and car dealerships along Route 202 in Augusta.  Additional commercial growth is possible in Monmouth (mill building currently housing Newark Paperboard, proposed business park), Winthrop (existing business park, redevelopment of mill buildings), West Gardiner (vicinity of turnpike interchange), and Manchester (extension of Augusta commercial strip).   

There are no major infrastructure impediments to economic development in this corridor.  Alternatives to highway-oriented freight and passenger movements are inadequate, with rail sidings unused and no access to public transportation.
Augusta Southwest Corridor:

Driving Forces


Driving Forces are the current trends which influence the direction of future events.  The interaction of today’s driving forces, applied over time, results in a future scenario.  The role of the plan is to find ways to enhance, mitigate, or respond to driving forces in such a way as to move towards the desired scenario with the fewest impacts.


The table below lays out the primary driving forces observed in the Augusta Southwest Corridor, together with their probable impacts on corridor futures.

	Driving Force
	Degree of Certainty
	Potential outcomes
	Impact on Transportation

	
	
	
	

	Demographic and Social:
	
	
	

	     Aging population
	High
	Urban/Retirement housing, expansion of health and service sector, reduced driving demand
	Need for public transit

	    Population shift to suburbs
	Mid
	Increased commuting pressure, sprawl, decline in property values
	Commuter routes

	    Population growth
	Mid
	General increase in traffic volumes, rise in property values, increased need for jobs and services
	Overall expansion of network

	    Decreased household size
	Mid
	Increased number of origin points, shift in housing demand
	

	Economic:
	
	
	

	    Workforce shift to professional/managerial
	Mid 
	Increase in telecommuting, increase in distance driving, increase in AM/PM rush
	Congestion points, need for ridesharing

	   Increase in tourism
	Low
	Increased seasonal bulge, pressure for land development in lake communities
	Recreational biking, summer congestion

	   Increase in energy costs
	High
	Reduced driving, land use shift to urban areas
	Need for public transit, alternatives

	    Strip commercial growth
	Mid
	Congestion on arterials, Increased development and land prices on frontage, increased reliance on autos
	Need for access management, capacity issues

	    Increase in freight transportation
	Mid
	Local distribution centers, increase in truck traffic, access to interstates
	Weight limits on secondary roads, bridges, conflicts with local commerce

	Infrastructure:
	
	
	

	    Availability of public water and sewer
	High
	Tendency to cluster on highway, encourages commercial growth
	Congestion, access management

	    Broadband availability
	Mid
	Telecommuting, call centers
	Reduced congestion

	    Sabattus Interchange
	high
	Residential growth in southwest towns, increase in freight traffic from southwest
	Secondary road congestion

	    Availability of rail infrastructure
	Low 
	Shift of freight traffic to rail, shift of passenger traffic to rail
	Need for track, access improvements

	    Establishment of bicycle network
	Low
	Reduced congestion, increased tourism incentive, health improvements
	Need for support structure

	    Widening Route 202, Augusta-Manchester
	High
	Increase mobility, raise land prices, encourage strip development and sprawl
	Need for access management


Augusta Southwest Corridor:

Scenario Development

Suggested Scenarios:

Scenarios are potential future outcomes that are the result of a blend of driving forces.  While some of the driving forces are “given,” most are speculative, depending in part on external (out-of-corridor) influences or local policy decisions.  Scenarios are artificial conditions under which the influence of certain driving forces are amplified.


Scenarios may also be desired outcomes, although, of course, only one would qualify.  The four scenarios described below include predictable actions and responses.  Actions are steps that can be taken by state or local governments to move towards realization of the scenario.  Responses are steps that must be taken in order to either avoid or mitigate the effects of the scenario.

Scenario Profile:  Megasuburb

· Housing growth over 20 years in roughly the same rate and pattern as the past 20 years, resulting in accentuated sprawl and dispersed traffic and public service demands.

· Traffic volumes gradually increase throughout corridor, congestion points worsen.

· Based on existing trends:  low cost and high availability of land, preference for families with children, low cost of transportation.

· May not be sustainable: land becoming more scarce, population aging, households getting smaller, transportation costs rising.

Promoting this Scenario: (actions to encourage)

· Continued investment in local schools and services targeted at attracting young families.

· Continued promotion of job creation and retail/service availability in service centers.

· Mobility improvements to state roads: no traffic signals, widening of Route 202, improvements to Routes 17, 132.

· No significant constraint on rural land development.

Adjusting to this Scenario: (situational response)

· Investment and changes to local road maintenance policies.

· Creating/re-locating jobs outside the urban centers, to ease commuting strain. (Home business, tele-commuting, small job centers.)

· Commuter options:  public transit, ride-sharing.

· Capacity and intersection improvements on state highways.

· New turnpike interchange(s)

Megasuburb: Profile Analysis


The Megasuburb is the extension of the trend towards residential sprawl.  The population of the urban centers has been declining, while rural towns have been growing, in some cases rapidly.  From the economic aspect, this trend has been exacerbated by the continued decline of rural employment opportunities in favor of the urban service centers.  The twin trends add up to more commuters on the roads travelling further distances.


The rural corridor communities of Litchfield and West Gardiner have exceeded a 2 percent growth rate since 2000, and Monmouth, Wayne, and Readfield have all exceeded one percent.  Even Winthrop, which has seen significant disruption in employment over the past decade, has continued to add population.  During the same period, Augusta’s population is almost unchanged.  Based on 2000-2008 housing starts, we can expect more than 3,500 new households in the six rural towns (including Winthrop) by 2030.  Without significant job creation in those towns, this could add nearly 5,000 workers to the corridor commuting pool.


The Megasuburb Scenario does not presume much change in current population trends and does not visualize a major change in suburban employment.  Winthrop has significant employment potential, and one can deduce that in smaller towns, most of which have village clusters, a natural growth of small business would follow population.  These possibilities are considered to be insignificant in this scenario.

Driving Forces:
· The most significant driving force in suburbanization has traditionally been considered the low cost of land and housing.  However, this is no longer the case.  According to 2000 Census figures, single-family homes in Augusta average $80,500, while similar homes in western Kennebec County range from $89,200 (West Gardiner) to $130,000 (Wayne).  More recent anecdotal and MSHA data indicate housing prices continue to appreciate more in the rural towns than in Augusta.  The cost of holding property in Augusta is higher, primarily because of the infrastructure needed to support commercial activity in the city.

· Household characteristics have also been a driving force in suburbanization.  Families of the “baby boom” generation tended towards the rural towns as a healthy place with good schools in which to raise children.  However, the baby boom is aging, and the youth population of small towns is leveling off or declining.  This could be an early indicator that the trend towards rural living has peaked.  At some point, the baby boom will be empty nesters and senior citizens, both groups of which have shown a preference for living closer to available services.  This could actually create a surplus of rural, family-style housing and work against this scenario.

· Ease of transportation has also been a factor in the suburb.  Primary roads in this corridor are in very good condition, though congestion has become a concern along Route 202.  Commuting costs have been reasonable.  This trend is reversing.  Fuel costs will rise long-term.  Under this scenario, peak hour traffic will rise, increasing delay costs.  However, improved fuel efficiency or the implementation of new technologies for energy or transportation movement could re-ignite this driving force.

· Infrastructure improvements to date have been intended to accommodate the suburban trend, so it should not be a surprise that they contribute to the realization of this scenario.  The two major transportation improvements (one recent, one proposed) will support this scenario.  The Sabattus Interchange allows residents of the corridor easier access to major employment centers in Lewiston, Auburn, and Portland, thus making further rural development more attractive.  Improvements to Route 202 between Augusta and Manchester will reduce commuting times to Augusta, having a similar effect.

Actions:

· Since this scenario is an extension of existing trends, little would have to be done to realize it, if these trends continue.  Existing land use regulations (in most cases) do little to channel or limit new residential development, which is the major driver of this scenario.  Continuing to use a suburban template for land development contributes to the scenario.

· Job growth would necessarily continue in the service centers.  Service center communities have active programs to attract new commercial growth.  Although technology is permitting us to decentralize places of employment to some extent, within this corridor the chief sectors seem to be state government, health services, and retail trade, all of which are relatively inflexible.  

· Demographic trends in play over the next 20 years will tend to work against the market for suburban housing as described in this scenario.  In particular, the number of young families will decline.  Towns could support the market in either of two ways:  attract more young families, by investing in family amenities, such as schools and youth recreation; or influence housing developers to shift their market model from family-friendly to senior or empty nester styles.

· Transportation investments now planned will support this scenario.  These include mobility improvements for Route 202 (a primary commuter route) and improvements to secondary roads connecting to the Sabattus Interchange.  Continued sprawl will also depend on local roads’ paving or other improvements.

Responses:
· The characteristic that creates the strongest impact on public services in this scenario is the dispersed nature of population/housing.  This will drive up the cost of road maintenance and other distance-related services.  Towns can limit the dispersal effect by placing stricter rules on location of new housing.  Ordinances that limit new development in rural areas, or re-direct it to growth areas may be effective.  Greater density of housing, through subdivision design or multi-family development, will have a lesser effect.

· The mileage and time devoted to commuting may be reduced by restoring the balance between jobs and population.  Since this scenario presupposes population sprawl, the response must come in the form of jobs.  Investment in new employment within the small towns will create more job opportunities with shorter commutes.  However, it may also have the effect of merely shifting the flow – having workers come in from more far-flung towns.  Businesses less likely to do this include micro-businesses (fewer than 10 employees) or low wage work.  Neighborhood scale retail and service businesses would reduce shopping trips as well as job commutes.

· Investment in technology may also reduce the demand for vehicle trips, as well as responging to demographic changes.  Very little additional investment is necessary to support telecommuting.  Investments should be targeted to providing remote, “boutique” services, such as medical consultations, tele-conferencing, or banking.

· Continued sprawl will increase the peak hour pressure on the existing transportation system.  To respond to this pressure, the DOT could take several actions:  the department could make mobility improvements on the arterial roads, including widening and intersection improvements; it could create commuter alternatives, including transit service and ride-sharing programs; it could promote demand management (staggered work schedules) among the state government workforce; or it could shift traffic to under-utilized roads on the corridor, such as adding more interchanges on the Turnpike.

Scenario Profile:  Trade Corridor

· Ordinary sprawl trends would lead to a commercial built out of Route 202 following increases in suburban development and resultant traffic.  This scenario posits an accelerated commercial build out.

· Highway-oriented development includes large retail centers, service businesses, office buildings, multi-family buildings.

· Under this scenario, residential development patterns would remain the same; the rate would accelerate somewhat beyond the 20-year window.  The new commercial development pattern would result in a shift from service center employment to corridor-wide.

· Land use regulation and infrastructure in place support this scenario to a limited extent.  Highway traffic would have to grow.  

Promoting this Scenario: (actions to encourage)

· Considerable investment in commercial site planning – aggregating parcels, access planning, business attraction.

· Amendments to local land use regulation to permit higher densities, greater depth of development along Route 202.

· Adding a lane to Route 202, installing signalization, increasing capacity at intersections.

 Adjusting to this Scenario: (situational response)

· Access management and pre-planning of access points.

· Corridor-wide impact fees for roadway capacity

· Signalization, speed limit reductions.

· Land use regulation to limit visual impacts.

· Actions to preserve existing village and commercial centers.

Trade and Service Corridor: Profile Analysis


Most transportation corridors follow a life cycle.  A transportation improvement (new road or increase in capacity) foreshadows an increase in development pressure.  The volume of development is a function of local conditions – a region with lower population and economic growth overall will generate less pressure on the road. 


In general, several decades will elapse where all roadside development consists of single-family homes and small businesses.  Development is gradual.  But at a certain stage, a trigger point is reached; the road becomes “discovered” and over a relatively short period transforms into a “commercial corridor.”  The land use pattern is characterized by large-size, primarily retail and office, structures, multi-family housing, and the abrupt disappearance of individual residential and older commercial properties.


Based on current population levels and trends, neither Route 202 nor Route 9/126 is close to that tipping point yet.  But it is an entirely reasonable scenario for Route 202 at some point in the middle future.  We have seen some transformation within Augusta, seemingly tied to the road improvements, as well as development of “back land” (Target development) which generally precedes linear expansion..  

A significant improvement to the Augusta to Manchester segment of Route 202 could trigger a rush to fill in the gap to Manchester village.  Since much of that land would be difficult to develop, a large project could leapfrog Manchester and settle further out towards East Winthrop.   This progression could follow at least as far as Winthrop.  Similar signs are emerging at the Lewiston end of the corridor, progressing into Greene.  


  The resulting effect would be a highly-developed “strip” along Route 202.  Traffic volumes, formerly peaking with the AM and PM rush, would be more constant throughout the day and week.  Intersections with local and secondary roads would become more problematic.  While Manchester village might expand, Winthrop and Monmouth’s commercial centers would shift to the highway.  Residential development patterns are unpredictable – while population growth feeds commercial development in general, people who value a rural lifestyle might be less inclined to move into or remain in an area with a highly developed commercial strip.

Driving Forces:
· Route 202 provides the most visible and attractive location for highway-oriented businesses and speculative commercial development.  It has high traffic counts and is located between two urban centers, yet with relatively low land prices and large tracts.

· Manchester and Winthrop have zoned more than half of Route 202 for commercial use, and Monmouth has a portion designated in its growth area.  These designations are primarily based on existing trends.

· The great extent of Route 202 has access to an underutilized sewer line.  Enough reserve capacity exists so that significant new development would not be a problem and, in fact, would at several points improve the efficiency of the system.

· As the population within the corridor trends older, they will begin to demand better access to services.  Rising fuel costs will also, ironically, create incentive for more local development.

Actions:
· The key to this scenario is reaching the trigger point where the highway begins to transform.  That trigger point tends to be market-driven, but local governments can assist in creating the market through beneficial land use regulations.  Among other things, the depth of the highway commercial zone is a factor.  Relatively narrow (200 foot) strips inhibit large projects and encourage smaller but more frequent frontage development.

· The conditions for accelerated commercial development can also be enhanced by enhanced business planning.  The region can engage in business attraction efforts, including planning and preparation of new commercial parcels.

· A business corridor relies on adequate capacity along the highway.  A four-lane road and signalized intersections are characteristic of most commercial corridors.

Responses:
· A commercial corridor takes its greatest toll on the transportation system.  Mobility is negatively affected in favor of access to commercial properties.  Local governments and the DOT would need to cooperate to plan the most efficient design and location for major intersections.  Between intersections, properties should be accessed by common driveways or frontage roads wherever possible.

· Mechanisms for these actions at the local (or corridor) level are exactions or impact fees.  Augusta already practices this to some extent.  Impact fees provide a funding mechanism for transportation (and other) improvements that cannot fairly be imposed on a single development, or that must be in place prior to development.  Because the traffic impacts on a corridor like this cannot be contained within a single municipality, it would make sense to implement a regional impact fee.

· Local governments should implement land use regulations to reduce the visual impact of the commercial corridor.  Visual impact is created by architecture, parking lots, and signage, and can be reduced through landscaping or design standards.

· Although there will be some natural relief from commercial development offered by cemeteries, wetlands, and so on, the DOT may consider buying access rights along some segments of the highway.  Non access strips allow motorists to relax between congestion points as well as preserving existing views or landscapes.

· Highway commercial development will tend to suck the life out of existing villages.  Local governments and economic development groups would have to act aggressively to preserve existing village character if that is a priority.  

Scenario Profile:  Vacationland

· Most of the towns within the corridor contain significant recreational potential.  This scenario describes the results of a concerted public-private effort to focus its economic development energy on recreation, tourism, and retirement.  

· Economic development would center on villages, creating attractive destination points with suitable service, retail, eating, and accommodation facilities.  Other commercial development would be tolerated, unless it detracted from the tourism potential of the area.

· Residential growth rates would not be affected, though patterns would change both because sprawl would detract from the “brand” and because this type of environment would attract a different type of household (e.g. retired).

· The quality of the natural experience is foremost in this scenario.  Lake water quality, scenic vistas, and recreational access would be critical.  An older population with discretionary income and relatively good access to the area would also be necessary.  Increased transportation costs or limited options would work against this scenario.

Promoting this Scenario: (actions to encourage)

· The most significant action necessary would be to coordinate efforts between towns and the public and private sectors towards a common vision.

· Private investment would be targeted towards tourism-dependent businesses.

· Public sector investment would target recreational facilities and access.

· Land use regulations would be changed to be sensitive to the need to preserve the recreational experience.  Village development would be encouraged; rural development, particularly in sensitive areas, discouraged.  Architectural design standards would echo a common “brand” in new development and signage.

· Transportation investments would focus on non-traditional vehicles – trolley service, bicycle and pedestrian paths, boat access, rail service – plus scenic turnouts and informational signage.

Adjusting to this Scenario: (situational response)

· Respond to escalating property values with initiatives for affordable housing.

· Increase public spending for recreation, health, and senior services.

· Transportation improvements for seasonal bumps.  Village traffic calming and intersection improvements. 

 Vacationland: Profile Analysis


The third scenario provides an example of a future that is not necessarily dictated by current trends.  It envisions economic growth focused on a particular sector of the economy.  Other than the workforce, the landscape is perhaps this corridor’s greatest potential economic asset.  This scenario suggests that we could exploit that asset to build an economic base.


In this scenario, the corridor would pursue a vision of the region as a destination for recreation and eco-tourism.  Existing natural features, such as scenic vistas, open space, lake water quality, and public access, would be preserved or enhanced, and economic development efforts would be channeled to businesses that would support recreation and tourism.  The experience of similar communities suggests that both public and private investments directed at establishing a “theme” or destination would be necessary.

Although this scenario does not directly impact ongoing population growth, it would be logical to conclude that a strong effort to preserve natural features and promote recreation would raise property values and reduce pressure to develop further.


The principal targets for development in this scenario would be the immediate vicinity of the lakes, and the historic villages.   Property with access to lakes would be in demand for increased intensity of use, either by accommodations business or high-density dwelling units.  Villages would trade on the “charm factor” with more demand for specialty shops such as cafes, antiques, sporting equipment.  More small businesses would exploit water sports, hiking and biking, snowmobiling, and other outdoor pursuits.


Transportation systems would cater to discretionary travel, in contrast to commuter and business trips.  Traffic growth could be more seasonally oriented, although some level of recreation can occur year-round.  Maine DOT is already making an effort to support car-free tourism.  Improvements necessary to support this scenario would include convenient inter-village transit service, abundant bike and pedestrian opportunities, and improved access to lakes and other recreation facilities.

Driving Forces:
· The demographic trend towards aging households provides a large potential for expansion of recreational opportunity.  Older and retired households tend to have more discretionary income and time, and the desire for relaxing settings.  The aging household is a national trend.

· Increased transportation costs, including congestion, would work against this scenario.  Older tourists, however, are less likely to respond to high gas prices or isolated traffic congestion.  Non-auto passenger options available would also neutralize this force.  The existence of recreational bicycle trails would contribute to this scenario.

· Clearly, a precondition for this scenario would be the quality of the natural experience.  The lakes are the number one draw.  Lake water quality must improve, as well as public access opportunities.  Scenic landscapes and their views would be preserved.  The natural experience would not be diluted by rural sprawl or strip development.

· Next to lake water quality, the most critical driving force would be the economic development context.  This scenario would be contingent on a concerted, regional effort to develop and promote a recreation-based economy.  

Actions:
· Unlike the two prior ones, the Vacationland Scenario is not a natural outgrowth of existing trends.  It will require more aggressive intervention on the part of local governments and economic development organizations.  

· Additional effort and expense would be dedicated to improvements to lake water quality.  This could include strengthened regulations on development in lake watersheds, more aggressive interdiction of invasive water plants, and other measures.

· Effort and expense would be dedicated to improving recreational access.  Specific actions might include expanding and improving lake access, acquiring parcels of recreational open space, developing trailheads and nature walks, and creating a public information system to promote these opportunities.

· Along these same lines, the most extensive transportation-related improvement could be a recreational bicycle or snowmobile network connecting lakes and villages within the corridor.  A village-to-village motorized transit system would also enhance the experience.  If passenger rail service is ever restored north of Lewiston, a local stop would bring people in without autos at all. Existing roadways in general have the capacity to absorb an anticipated seasonal surge in traffic volumes, though targeted improvements would help to move recreational vehicles.

· Additional road corridor improvements could include acquisition of development rights in certain view corridors, building a “Lakes Region Visitor Center,” or development of scenic turnouts and informational signage.  Scenic byway designation is often the vehicle for these kinds of improvements.

· Existing villages would form the nucleus of development activity.  Existing buildings and vacant sites would require investment and appropriate land use regulation to encourage service related businesses, such as B & B, or small shops, as well as resort-style dwelling units.  Development in rural areas would provide a different focus, such as campgrounds, farm stands, and recreational services.

· The villages themselves could become part of the attraction.  Villages such as Monmouth Center, Winthrop, Readfield Corner, and Wayne, because of their architecture and layout, have potential as tourist draws.  Each village could benefit from investments in infrastructure, such as sidewalks and public spaces, as well as standards for design of future development.

· A regional effort to create a “brand” for the area would be critical.  No one town on the corridor has the resources or capacity to create this scenario, but a consortium could promote a network of services, a common design scheme, regional marketing, and so on.

Responses:
· Just as this scenario requires more actions to realize, it requires fewer responses to mitigate.  Responses are necessary to mitigate negative impacts, but if we are taking actions to reach a desired future, rather than trying to avoid an inevitable one, we run less risk of a negative outcome.  The result is, we are making investments in infrastructure and commercial development pro-actively instead of infrastructure and regulations reactively.

· Some communities that invent themselves as tourist destinations end up being high-end destinations.  Existing property winds up being purchased for seasonal use or as retirement homes, and property values rise rapidly.  While this is a desirable outcome in the short term, over a longer period it prevents workers who must runs the economy from living in it.  Affordable housing is a real issue in many destination communities.  Local governments would have to plan for workforce housing.

· A different profile of public services is required for a resort community.  Many of the actions described above require public expenditures.  In addition, attracting older residents or visitors increases the demand for health and emergency services.    

· Transportation investments in such things as sidewalks and bike trails, scenic turnouts, and public transit have the complementary outcomes of promoting targeted economic growth and reducing transportation impacts and costs.  However, traffic is still likely to show seasonal bumps.  Intersection improvements and traffic calming within villages would be necessary to smooth out capacity issues.

Scenario Profile:  The New England Village

· The New England Village is a feasible scenario for several of the towns within the corridor.  It consists of isolated pockets of dense development, surrounded by a productive rural landscape.

· This scenario would be a throwback to the development pattern of several decades ago, where rural land was more valuable for production, rural roads were too poor to support development, and villages supported high density commercial development.  Driving forces have moved us away from this development pattern to this point.

· This scenario supposes that the rate of development would not change, but that the pattern would change dramatically: almost all commercial growth and more than half of residential growth would be in or adjacent to the villages.

· A rural lifestyle on relatively cheap land is a strong, contrary driving force.  This scenario could only be realized if villages became more livable (attractive and economical), at the same time as the practice of commuting from rural areas became less attractive.

Promoting this Scenario: (actions to encourage)

· Land use regulations would have to be amended to provide a substantial disincentive to build in rural areas and incentive to build in and around villages.  

· Corridor towns would have to engage in a coordinated approach to land use regulation, to avoid leakage from town to town.

· Public investment would shift from expanding rural services to making villages more attractive and livable.  Initiatives might include village amenities, redevelopment, multi-family housing.

· Economic development emphasis would shift to small-scale, multi-use, redevelopment and infill of village areas, including high-employment businesses within walking distances.

· Transportation investments would focus on urban streets, with projects to improve walkability, reduce congestion in village areas.

Adjusting to this Scenario: (situational response)

· Land use regulation would need to adapt as well as encourage high density development styles.  Standards would include vehicle interconnections between roads and commercial sites, accommodation for pedestrians and cyclists, reduced street-side setbacks.

· Isolated congestion would warrant village traffic signals and intersection improvements.  An inter-village transit system would be required long-term.

New England Village: Profile Analysis


This final version of the future is actually a throwback to the past.  It consists of a development pattern where virtually all of the commerce, and half of the housing, occur in concentrated areas, while the rural, undeveloped areas are retained for agricultural or forest production, or other non-commercial purposes.  This is the historical development pattern of the corridor communities, which is being overwhelmed by current forces.


Unlike Scenarios 1 and 2, which are extensions of existing trends, and 3, which is a modulation of the economic growth trend, the New England Village would require a reversal of trends.  In particular, it would require aggressive local application of land use regulations.  Even though there is a great deal of nostalgia for the dying village-rural pattern of development, there seems to be little political will to replicate the old pattern with new development.


The New England Village Scenario contemplates no change in the rate of population growth or economic growth.  The only difference is a change in the pattern of that growth.  Half of all new housing growth would mean over 1,200 new housing units located within walking distance (½ mile) of existing villages.  Channeling commercial development into villages would be a challenge primarily because contemporary standards require large parking lots, on the assumption that no one comes to the business but by car. 

Driving Forces:
· The aging of the baby boom is a trend that has not yet affected land use patterns.  It is anticipated that older and smaller households will express a preference for living close to services, and may also be most likely to re-adapt to the village development pattern.  This trend provides the demographic muscle to support this scenario.

· Overall population growth is somewhat, but not entirely, responsible for the current sprawling land use pattern.  If growth were to slow, it would allow more time for towns to adapt to a change in land use patterns, but that change will not happen, regardless of the growth rate, without intervention.

· Land prices would work against a scenario requiring significantly higher density of development near village centers.  Village residential densities would have to be much higher than they are now to compensate for the limited quantity of land available.  With rural land prices still low, there would be little economic incentive to develop in this pattern.

· The loss of rural employment centers has contributed to the familiar pattern of commuter lifestyles.  This scenario would require not only that villages become more viable and attractive, but that the types of jobs available locally match the skill and inclinations of residents.

·  A long-term increase in transportation costs, such as fuel prices, will work to the advantage of the village style of development.  However, without immediate access to that style of development, it is more likely that workers would just move closer to their existing jobs, for example in Augusta, than wait for new jobs to emerge near their existing homes.

· Infrastructure, particularly public water and sewer systems, are available in most of the region’s villages sufficient to support more intensive development.  Currently, however, it still seems to be cheaper to put in a well and septic system on a rural acre, than connect to existing facilities in the village.

Actions:
· Guiding private development into new patterns requires a much stronger intervention than in the other scenarios.  Unless towns are willing to impose statutory limits (growth caps) on rural growth, the only alternative is to provide enough disincentive to development to overcome the lower perceived land and development costs.  Only if the developers make a decision that it is cheaper (or more profitable) to build in the villages will we see a shift.

· Any actions taken would have to be coordinated among towns within the region.  The area is similar enough that if one town took determined action, new development might easily shift to a neighboring town.

· An alternate means of raising rural development costs is to reduce the supply of rural land.  This may be achieved in a number of ways, including increasing the value of land for agricultural production (improving the prospects for farming in general), or constraining the land from development through public purchase or easement.  However, the amount of land that must be included in such a strategy would be significant to affect prices significantly.

· To provide a carrot for private development, villages would have to become more inviting.  There are a number of strategies available for improving the aesthetic appeal of villages; however, these are usually aimed at marketing the village rather than attracting developers.  Effective strategies for attracting residential development might include purchase and resale of vacant land by public entities, urban development TIFs, eliminating sewer and water hookup fees, not to mention density incentives in local land use regulation. 

· In lieu of private development, purchase and development by public entities might be required.  A community or housing authority could establish its own development.  This would only be advisable if there were reasonable assurance that a market existing for the development.

· Economic development focus would have to shift to village-oriented styles of development.  Since much of this has to do with design, not function, local ordinances would have to change to permit or mandate design elements such as smaller parking lots, village-style architecture, walkable storefronts and offices, and mixed-use buildings.  In some cases, towns or economic development agencies would have to be pro-active, in assembling viable parcels, redeveloping existing buildings, or eliminating Brownfields.

· Transportation-related improvements would have to focus on urban areas.  In particular, sidewalks and streetscapes would be improved and expanded.  Traffic  calming elements would add to the attractiveness of the villages.

Responses:
· Increasing urban development naturally puts a strain on public services, though in most cases villages in the region are functioning well below capacity.  Sewer and water systems would be monitored to determine whether new development is a burden.  Because this volume of new development will involve adjacent lands, the geographic extent of these systems must be expanded.  Ideally, the municipality would bear the cost as an incentive to the developer.

· The urban road system would expand.  The logical way to do this is to mandate a grid form of development in adjacent areas and provide clear means of extending existing roads.  Local ordinances would have to be amended accordingly.

· Providing more incentive to develop in villages will tend to make village property in greater demand and therefore more expensive, including existing homes and businesses.  There may be some dislocation, which the community can avoid by providing assistance to existing residents.

· Although overall traffic levels will decline, volumes and congestion will increase in isolated areas, namely the village centers.  Investments would have to be made in congestion mitigation, such as signalization, road improvements, sidewalks and bike trails, and local transit systems.
Town-by-Town Project Feasibility Matrix

Town of Manchester

	Project Description
	Priority
	Megasuburb
	Trade Corridor
	Vacationland
	New England

	Redesign 17/202 Intersection to slow turning traffic
	
	X
	x
	A
	A

	Boulevard 202 to limit left turns and allow pedestrian refuge
	
	X
	x
	A
	A

	Sidewalks on 17 – connect to church, PO, school, town office
	
	--
	R
	--
	A

	Route 17 Gateway at Myrtle St. to slow traffic coming into village
	
	R
	--
	A
	A

	Limit access on 202 to reduce conflicts, increase mobility
	
	R
	A
	--
	x

	Park-and-ride lot to serve commuters
	
	R
	x
	--
	R

	Public bus service into Augusta
	
	R
	A
	R
	A

	Winthrop to Augusta bicycle trail
	
	R
	--
	A
	A

	Traffic signal at Puddledock Rd. or re-align Puddledock and Granite Hill roads
	
	R
	R
	--
	A

	
	
	
	
	
	

	
	
	
	
	
	

	
	
	
	
	
	

	Enact impact fees for intersection improvements
	
	R
	A
	--
	R

	Increase depth of general development zone
	
	R
	A
	x
	x

	Amend land use ordinance to increase density in village, reduce in rural
	
	X
	x
	A
	A

	Increase local road maintenance
	
	R
	R
	--
	x

	Add outdoor recreation areas
	
	R
	--
	A
	R


Town-by-Town Project Feasibility Matrix

Town of Winthrop

	Project Description
	Priority
	Megasuburb
	Trade Corridor
	Vacationland
	New England

	Gateway and traffic calming on Main Street
	
	X
	x
	A
	A

	Traffic signal at 202/Highland Ave.
	
	x
	R
	x
	R

	Pedestrian Islands on 202 at Highland ave.
	
	x
	x
	--
	R

	Reconstruction of Route 41
	
	A
	--
	R
	--

	Improve Route 202 passing lanes
	
	R
	A
	--
	--

	Commuter bus service
	
	A
	R
	--
	R

	Winthrop to Augusta Bike Trail
	
	R
	--
	A
	A

	Passenger rail service
	
	R
	--
	A
	A

	Interlocal transit service
	
	R
	R
	A
	A

	Speed reductions on Route 202
	
	X
	R
	x
	--

	Scenic turnouts and reserved view corridors
	
	--
	x
	A
	A

	Redesign of Route 202/Main street interchange
	
	x
	x
	R
	A

	Limit access points on Route 202
	
	R
	R
	--
	A

	
	
	
	
	
	

	
	
	
	
	
	

	
	
	
	
	
	

	Increase extent of Route 202 commercial zone
	
	R
	A
	x
	X

	Invest in village revitalization
	
	x
	R
	A
	A

	Amend land use ordinance to increase density in village, reduce in rural
	
	X
	x
	A
	A

	Increase local road maintenance
	
	R
	R
	--
	x

	Add outdoor recreation areas
	
	R
	--
	A
	R


Town-by-Town Project Feasibility Matrix

Town of Monmouth

	Project Description
	Priority
	Megasuburb
	Trade Corridor
	Vacationland
	New England

	Traffic signal at 132/202
	
	R
	R
	R
	x

	Divert Sabattus Interchange traffic onto Leeds junction Road
	
	R
	--
	R
	A

	Reconstruct Route 132 southern segment
	
	A
	--
	R
	R

	Traffic calming islands in Monmouth Center
	
	R
	--
	A
	A

	Park and ride lot
	
	R
	R
	--
	R

	Sidewalk, village to Monmouth Academy
	
	x
	--
	A
	A

	Passenger rail service
	
	R
	--
	A
	A

	
	
	
	
	
	

	
	
	
	
	
	

	
	
	
	
	
	

	Invest in village revitalization
	
	x
	R
	A
	A

	Amend land use ordinance to increase density in villages, reduce in rural
	
	X
	x
	A
	A

	Increase local road maintenance
	
	R
	R
	--
	x

	Add outdoor recreation areas
	
	R
	--
	A
	--


Town-by-Town Project Feasibility Matrix

Town of Readfield

	Project Description
	Priority
	Megasuburb
	Trade Corridor
	Vacationland
	New England

	Village Traffic Improvements, Readfield Corner
	
	R
	--
	A
	A

	Reconstruct Route 41 south
	
	R
	R
	A
	x

	Bike path, Route 17
	
	x
	--
	A
	A

	Park-and-ride lot 
	
	A
	R
	--
	R

	
	
	
	
	
	

	
	
	
	
	
	

	Invest in village revitalization
	
	x
	x
	A
	A

	Amend land use ordinance to increase density in villages, reduce in rural
	
	X
	x
	A
	A

	Increase local road maintenance
	
	R
	R
	--
	x

	Add outdoor recreation areas
	
	R
	--
	A
	--


Town of Litchfield

	Project Description
	Priority
	Megasuburb
	Trade Corridor
	Vacationland
	New England

	Turnpike/Route 197 Interchange
	
	
	
	
	

	Commuter park-and-ride lot
	
	
	
	
	

	
	
	
	
	
	

	
	
	
	
	
	

	
	
	
	
	
	

	
	
	
	
	
	

	Amend land use ordinance to increase density in villages, reduce in rural
	
	X
	x
	A
	A

	Increase local road maintenance
	
	R
	R
	--
	x

	Add outdoor recreation areas
	
	R
	--
	A
	--


Regional Project Feasibility Matrix
Augusta Southwest Corridor

	Project Description
	Priority
	Megasuburb
	Trade Corridor
	Vacationland
	New England

	Establish and authorize a corridor-level committee to advocate for and prioritize regional transportation projects
	
	R
	R
	R
	A

	Establish and authorize a corridor-level committee to review and comment on regional “Site Location” applications
	
	R
	R
	R
	A

	Regional access management program
	
	R
	A
	A
	A

	Corridor-level impact fees and capital improvements program
	
	R
	A
	--
	A

	Affordable housing initiatives
	
	R
	A
	R
	R

	Aggressive investment in job creation programs
	
	R
	A
	--
	--

	Expansion of broadband internet services
	
	R
	A
	--
	A


