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LYNDON AREA
CORRIDOR MANAGEMENT PLAN: Volume 2

Existing Conditions - Lyndon Area Corridor Management Plan

This memorandum summarizes the inventory of existing conditions related to transportation, traffic and land
use for the major transportation corridors in Lyndon, Vermont. This is the first pfadedtyndon Area

Corridor Management Plan process, which is to be completed by the end of September, 2008. This initial
report relies in large part on a previous effort to document the conditions of the transportation infrastructure,
the Burke Mountaimea Transportation Infrastructurpr8pastgd for NVDA by Resource Systems Group,
September 2007, which is hereby referred to as th
consultantsd findings bas e tlectiomandidpdtiframithe steetingf i el d o
committee, to provide a more comprehensive picture of how the corridor is functioning for the community.
Subsequent phases of this corridor management planning effort will focus on future conditions, with traffic
foreasts including the projected growth at Burke Mountain; and development of strategies to address the
needs of the corridor in the face of this projected growth.

The Goals of the Lyndon Area Corridor Management Plan are to:

1) Develop a plan with strategieattill prevent problems such as traffic congestion that is currently
an issue on Broad Street.

2) Identify affordable, short term improvements in spot locations for early implementation that will
address safety or circulation issues.

3) Develop a conceptual grih strategy for the corridor, in regards to potential secondary growth that

may arise from Burke Mountainds expansions.

The goal of this first memorandum is to put the data collected in the previous stage into perspective, and
assess its significancetfa remaining effort to develop a corridor management plan. This will be helpful in
later stages of prioritizing actions and potential improvements. In addition, this memorandum includes
several topics that were not addressed in the phase 1 reparigittdupedestrian environment, and a

more quantitative review of the ®ownds zoning in
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Boundaries of the Corridor Management Plan

The study area is shown on the map
the right, which is essentially a quartg
milebuffer along the following
corridors: US 5 betwee®1 Exit 23
and Route 114, Route 122 between
Lyndonville and-91 Exit 24, and
Route 114 from US 5 to the Burke
Town Line. In addition, several
connecting local streets are included:
Back Center Road, @GenStreet, and
Darling Hill Road.
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While the map to the right shows the
physical limits of the corridor
management plan, the traffic growth
forecasts will include growth within th
otraffic shedd of
planned Burke Mountain four sea 2
development. £
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Existing Conditions

ThePhaserkport Burke Mountain Arel ——2
Infrastructure Studytains anxéensive 7
review of traffic datas well as an
assessment of the zoning policies of
Lyndon and Burke. This current effort

will build on thePhae Effortand avoid duplication. The following sections provide discussion of selected
topics that either were not covered in sufficient detail, or in a few cases, where we have arrived at different
conclusions than the authors of Bi@sedocument.

Operational Conditions of the Transportation Network

ThePhaserkport focused on the infrastructure conditions, and in this section, we will delve more into how

this impacts, benefits, or hinders the functioning of the social and civic life of theityptm@alocal

economy, safety and other important considerations. Some infrastructure elements may be judged as
0deficientd by a technical anal ysis, but it is im
genuine problem in the community./8i | ar |l y, some features of the comn

may be problematic, but not show up in a conventional traffic analysis.

Traffic Congestion

Traffic congestion appears to be a major motivating force behind several of the moné importa
recommendations advanced inRhasereport. This report included traffic analyses which concluded that
several locations in the corridor area experienced moderate to severe traffic congestion. We have conducted
field observations and reviewed aatd,have refined the assessment of traffic congestion.
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Broad Street/Depot Street Intersection

This interse@n has high peak hour volunaesl experiences congestion during the peak houhdse 1

study concluded, based solely on a technical legeliok analysis, that there were extreme delays for
westbound traffic on Depot Strest they attempt to turn south on Broad Street. The unconventional

geometry of this intersection makes it unsuitable for analysis using the typical traffic amalysiBameth

better understand the actual traffic conditions at this intersection, we conducted onsite field observations and
data collection, which indicated far lower delays than the analysis Roas¢heport. We supplemented

these observations witlmare refined analysis using a simulation model (SimTraffic), which also showed

much lower delays at this intersection. A comparison of these analyses is shown below:

Delays for Depot Street/Broad Street Westbound Left Turns

Source Average Delay per Vehicl e (WB left turns)
Phase 1 Study (2007 Existing)* > 5,000 seconds per vehicle (over one hour)
Field Observations (SMI 05/8/08 PM peak hour) 20 seconds per vehicle

SimTraffic Analysis (2008 PM Peak Traffic volumes) < 13 seconds per vehicle

* page 163 df72 (pdf file)Burke Mountain Area Transportation Infrastructure Study Appendices

ThePhasegtudy and recommendations seem to be based on the perception that there are extraordinary
delays for Depot Street traffic. Our observations indicate thathetglare some delays for traffic exiting
Depot Street eastbound, they are by no means unreasonable for a peak hour condition. The amount of
congestion at this intersection is overstated Phse reportand may not warrant some of the more

costly odisruptive traffic solutions recommended in that report. It isthp toyndon community to decide
whether or not the level of congestiothit intersection is acceptadréf improvements are needed. Based

on a more refined analysis and field olsemgahat we have conducted, they do not appear to be warranted
at this time based on vehicle delay.

Broad Street Corridor

Our observations concluded that Broad Stés most severely congested portion of the study area,

besides the center of Lyndile. The traffic concerns are described in more detail in the VTrans Scoping
Report. The congestion along this corridor is also less easy to analyze or define using conventional traffic
analysis methods, as much of the congestion is caused by lefbtindividual driveways, rather than at

street intersections. While each individual driveway may not show congestion, in the aggregate, the numerous,
closely spaced driveways result in a sometimes doagisted operatiovhen high volumes of through

traffic conflict with the turning traffic. This congestion impedes movement along the entire corridor, which is
a critical link betweerBll and a number of communities beyond Lyndon. It can also resuk finequent
crashesuch as reamnd collisionsor drivers attempting to turn out from a driveway onto Broad Street with

an insufficient gap in traffic.

In addition to the general improvements along the length of this street, specific locations along Broad Street
that are currently under design igpriovements include thet&Hill/Charles St intersectiamd the Red
Village Road intersection.

The VTrans project appears to be stalled due to lack of funding, which is affecting projects throughout the
state. There may be opportunities within thisdoormanagement plan to suggest modifications to the
propo®d design that may reduce caststarget improvements to the most critical locations.
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Rural Corridor Level of Service

ThePhaserkport also concluded that long sections of two lane opein thadural portions of the

corridor experience level of service D or E conditions. It should be noted that this analysis does not reflect

the total capacity of the road, but rather reflects conditions during the peak hour, in which many drivers are
not able to drive their desired free flow speed, but rather are more often in a line of traffic, traveling at a

sl ower speed than they would desire. This does no
given that these conditions only pedkising peak hours, this analysis may not reflect a transportation

problem that warrants costly improvements. Generally, the only solutions todghisotyghigion are very
expensiveuch as constructing passing lanes or road widening.

Design Hour Resition

The previous study conducted traffic analyses for Saturday peak hours, as they had concluded that it was the
most critical period for Burke Mountain ski traffic. However, our review of the data indicates that the

weekday peak hour traffic subsédigtiexeeds Saturday peak hour trafftb or without additional Burke

Mountain traffic. Therefore, we recommend that the weekday peak hour also be considered for traffic impact
analyses and project design, and not just the Saturday peak hours.

Truck Traffic

In addition to examining the percentage of truck traffic on the roads in the corridor area, the total number of
trucks should also be considaaedhis is more related to impacich as noise and road impacts. The
following table shows the six hs vehicle classification stations within the corridor area, and shows the

tot al number of trucks per day, broken down by om
Total Daily Daily Daily
Route Location Trucks Mediums Heavies
USs5 Broad Street just N of Tute Hill Rd 1,386 1,172 215
USs5 S of Center Back Rd (at91 Interchange) 1,040 608 432
USs5 S of Hemlock Lane (no. of downtown) 590 414 177
VT114 | 0.5 mi S oBurrington Bridge Rd 267 154 113
VT122 | 0.4 mi E of91 177 126 52
VT122 | 0.1 mi N of Red Brick Rd 157 111 46

Route 5 south of Lyndon has the highest trucks by nuafideh, of course is not surprising as this portion
of the corridor tends to collect regional traffic to and from the interstate, and also serves ample industrial
areas.

Highway Safety

ThePhaserkport conducted an analysis of traffic accidents, afdd=mzhthat there are a number of high

crash segments within the corridor area, including segments of Broad Street, Center Street, and Route 114
(see Figure Burke Mountain Area Transportation InfrastructlinésSemiyt also considered the time of

day of the crashes, as well as the day of the week. It is also helpful to look at locations where injuries and
fatalities have occurred. The following map shows the accidents with injuries and fatalities highlighted, for the
most recent period availal@@01 through 2005.
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