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CHAPTER 1: INTRODUCTION  
1.1. Introduction  

The transportation issues that communities face today are very different from those of the 20th century. In addition to 
ensuring the flow of vehicles and creating safe, efficient roads, communities have recognized the value of promoting 
non-vehicular travel, such as walking and biking. The emphasis on vehicular transportation planning in past decades has 
resulted in the degradation of comfortable and accessible pedestrian and bicyclist networks. These networks help to 
promote healthy living, economic development, and environmental benefits. Therefore, the Watertown-Jefferson 
County Transportation Council (WJCTC) has undertaken a bicycle and pedestrian connectivity study to identify gaps 
in these non-motorist networks, and to provide context-sensitive solutions for future investment that will enhance 
connectivity and accessibility for transportation users of all types.  The City of Watertown and surrounding communities 
that comprise the planning area have many existing pedestrian and bicyclist amenities that are identified in this study 
and will be built upon in the future to create a cohesive and comprehensive transportation network. This network will 
promote the region’s unique and scenic natural resources while allowing residents and visitors to access key economic 
activity centers without needing to rely on access to a vehicle. 

In addition to the area-wide analysis of pedestrian and bicyclist connectivity, this study evalutes the potential future 
extension of the Black River Trail from its eastern terminus, just south of NYS Route 3 in the Village of Black River, to 
Fort Drum. This connection will promote crucial access to goods and services in the City of Watertown as well as 
recreational opportunities for Fort Drum’s growing population. This Plan shows WJCTC's commitment to 
accommodating active transportation by providing a community-based, data-driven framework for guiding future 
decisions and investment regarding bicycle and pedestrian infrastructure. The Plan contains recommendations regarding 
both on- and off-road improvements that will improve the safety and ease of moving around the area by walking or 
biking. This plan will aid the City of Watertown and surrounding area in becoming a more walkable and bike-friendly 
community, and enhance the perception of the area as an attractive, vibrant community that is a great place to live, 
work and play. 

1.2. What is the Watertown-Jefferson County Transportation Council? 
WJCTC was established in 2014 as the designated Metropolitan Planning Organization (MPO) for the Watertown 
Urbanized Area. The U.S. Department of Transportation (USDOT) requires that every urbanized area in the Country 
that exceeds 50,000 in population has an MPO to represent the area and receive federal highway and transit funds to 
carry out the metropolitan planning process.  WJCTC is responsible for facilitating a regional transportation planning 
and programming process that is continuing, cooperative, and comprehensive for all area projects and activities eligible 
for funding through the Federal Highway Administration (FHWA) and Federal Transit Administration (FTA). WJCTC 
develops and maintains both a Regional Transportation Plan and a Transportation Improvement Program (TIP) for the 
area's federal aid eligible highway and public transit facilities. This study was identified as a priority within the current 
TIP and the MPO’s 2021-2022 Unified Planning Work Program (UPWP). 
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1.3. Vision Statement & Goals 
By undertaking this study, WJCTC has developed a long-term plan for the creation of a robust non-motorist 
transportation network. The envisioned improvements contained within this study will happen incrementally over time, 
as political will and funding allows. Given this, it is important for the MPO to have a clear vision for the future. This will 
ensure that each individual project and program that is undertaken over time is aligned with the ultimate goals of 
fostering an environment and an economy that is accessible to all. The vision for the future of the WJCTC planning area 
as it pertains to bicycle and pedestrian connectivity is as follows: 

In order to achieve this, the following goals were identified that support the ideals & values contained within the vision: 

 

“WJCTC will promote a connective, accessible, and safe pedestrian and bicyclist 
networks in which people of all ages, abilities, and backgrounds can easily travel to and 
from the region’s key destinations without relying on personal motorized vehicles. This 
will help foster a growing community of pedestrians and bicyclists that will contribute to 

and enjoy the benefits of a vibrant, active community that supports healthy living, 
increased economic activity, and the ability to age in place.” 
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1.4. Benefits of Active Transportation  
This study aims to increase the viability of biking and walking as transportation and recreation options for residents and 
visitors of Watertown and the surrounding MPO area. The Plan has a forward-thinking approach, considering not only 
the needs of residents and visitors of today, but more importantly the necessary improvements for the active 
transportation needs of future residents and visitors. The rise in active transportation users comes from a need to 
develop alternative travel options from the privately-owned vehicle (POV). This is partly due to rising costs of fuel 
prices, environmental issues, as well as human health concerns related to inactivity. This plan will help ensure that the 
MPO is making sustainable choices in regards to its transportation system, and will help catalyze systematic change 
that will enhance the long-term economic, environmental, health, and social benefits of active transportation. 

Transportation accounts for nearly 30% of greenhouse gas emissions in the United States (EPA, 2017). Although this 
percentage has declined moderately over the past decade, POVs remain the dominant form of transportation in the 
United States. However, biking and walking are alternative transportation options that provide a cost effective, 
sustainable, and healthy way of going about daily activities. Promoting and enhancing these options helps contribute to 
the MPO’s triple bottom line, with societal, environmental, and economic benefits.   

1.4.1. Environmental Benefits 

In addition to being beneficial for humans, active transportation is also beneficial for the environment 
in which we live. Increased active transportation for daily activities translates into less automobile trips, 
which reduces the greenhouse gas emissions produced by the transportation sector. Reduced 
automobile trips also help improve local air quality and reduce congestion. 

1.4.2. Economic Benefits 

There are also economic benefits to promoting active transportation. Individuals who walk or bike to 
commute or perform daily errands reduce their cost of ownership of a vehicle, including fuel costs, 
maintenance, and car insurance. In addition, such individuals are also improving their health; reducing 
the need for expensive health care costs for health issues related to inactivity.  

An environment more amenable to bicycling and walking will also increase access to retail, service, and 
entertainment destinations such as Downtown Watertown. If residents and visitors can easily walk or 
bike along these corridors, they will be more likely to stay and patronize more of the businesses than 
they would have had they parked their car, walked directly into a business, and got back into their cars 
immediately after. In addition, the number of people biking can be a good indicator of a community's 
livability and desirability, attracting new residents, businesses, and visitors that will help stimulate the 
regional economy. By encouraging active transportation, the MPO’s economy would capture these 
potential savings and keep visitors and residents centrally located, resulting in increased community 
investment. 
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1.4.3. Public Health & Societal Benefits 

The benefits for people can be divided into two general categories: health benefits and social benefits. 
Health benefits are some of the most obvious benefits of active transportation, as it involves people 
undertaking physical activity to get to their destinations. However, the importance of these benefits 
cannot be understated. Heart disease, respiratory disease, and diabetes are some of the leading causes 
of death in the United States; all of which are heavily influenced by the amount of physical activity an 
individual undertakes (CDC, 2017; 2019).  

Shifts in technology over the past two centuries have allowed for Americans to become increasingly 
sedentary. For instance, the rise of the automobile allowed decision-makers in American cities to create 
low-density development that resulted in many trips being infeasible via foot or bike, and as a result 
many American do not get daily physical activity as a result of going about daily tasks. Center for 
Disease Control research shows that incorporating exercise into daily activity is an effective way of 
reaching the recommended weekly level of physical activity (CDC, 2018).  

Therefore, by improving the built environment to facilitate walking and biking, the MPO is promoting 
increased physical health by providing opportunities for residents and visitors to reduce sedentary 
behavior and live a healthier lifestyle. 

The benefits of active transportation from a societal point-of-view are numerous. An estimated 9% of 
Americans do not own a vehicle (US Census Bureau). These individuals must rely on alternative modes 
of transportation, such as walking, biking, and transit. By investing in infrastructure to help facilitate 
these modes of transportation, the MPO is increasing non-car owners' mobility and access to 
employment and services.  

Increasing active transportation facilities in the MPO will also help increase safety on the roadways, as 
all users will have increased dedicated space, thus reducing the potential for collisions between walkers 
and drivers, as an example.  

In addition, increased levels of active transportation also can help reduce stress levels. Research shows 
that both being outdoors and performing physical activity can help reduce stress by reducing levels of 
the body's stress hormones such as adrenaline and cortisol, while stimulating endorphins (Harvard 
Health, 2018;Harvard Health, 2018). 

Lastly, active transportation can help increase levels of social capital. Social capital can be defined as 
"social networks and interactions that inspire trust and reciprocity among citizens" (Leyden, 2003). By 
spending time in the public sphere, moving along at a much slower pace than one would in a private 
vehicle, there is an increased potential for social interaction, fostering community cohesion. Active 
transportation reduces isolation, which in turn fosters social capital, which creates a more welcoming, 
attractive environment to live in.
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CHAPTER 2: EXISTING CONDITIONS 
2.1. Regional and Local Plans 

2.1.1. WJCTC Long Range Transportation Plan 

After its designation as an MPO following the 2010 Census, the Watertown Jefferson County 
Transportation Council published a Long Range Transportation Plan. The plan, finished in 2017, 
identified how federal, state, and local funds would be allocated to transportation projects throughout 
the region to achieve goals that focused on maintenance, safety, efficiency, accessibility, economic 
viability, and environmental quality. Some of the broader goals that provide guidance related to 
pedestrian and bicycle infrastructure improvements include:   

» Maintaining safe and accessible sidewalks and trails. 
» Using and improving trail systems to support travel and tourism. 
» Integrating multi-modal, Complete Streets. 
» Enhancing pedestrian and bicycle networks to promote healthier lifestyles and low-carbon 

commuting options. 
» Providing additional public access to waterfront areas while preserving scenic and historic 

qualities. 
» Reducing the percentage of trips taken by single occupancy vehicles.  

The City of Watertown has two miles of existing (though disconnected) bike lanes and is well suited for 
additional trails due to slower and lighter traffic and its radial street pattern. Watertown also has 19 
miles of off-street bicycle and hiking trails and 12 miles of proposed pedestrian trails which aims to 
connect important nodes in the city such as Thompson Park. The following opportunities support an 
overarching goal to create a widespread multi-use trail network throughout the region that improves 
mobility, accessibility, and recreation.  

» Connecting existing Watertown bike/hike network to the Fort Drum Military Base. 
» Creating a bicycle trail that runs adjacent to the Black River and link communities as well as 

serve as a destination trail. 
» Leveraging rural roads with low AADT’s as rural bicycle routes that allow tourists to traverse the 

greater region and potentially access the Thousand Island and Lake Ontario areas. 
» Enhancing the walkability of Public Square to be include more pedestrian and open spaces. 

2.1.2. City of Watertown Complete Streets Policy 

The City of Watertown adopted a Complete Streets Policy in early 2017, with the intent of developing 
a “safe, accessible, and well-connected multi-modal surface transportation network that meets the 
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needs of all users, regardless of age or ability level.” There are five main goals that the City is seeking to 
achieve with this Policy, including: 

» Ensuring safe travel for all transportation user groups. 
» Increasing economic activity by creating walkable commercial areas. 
» Providing safe routes to schools for children. 
» Improving residents’ health by providing active transportation opportunities. 
» Incorporating bicyclist and pedestrian accommodations at the beginning of scheduled roadway 

improvement projects. 

This Policy applies to all public and private projects that effect the right-of-way (ROW) in the City. 
The City has taken steps to ensure that this Policy is embedded within the existing day-to-day 
operations of the City, including requiring a review of site plan, subdivision, special use permit, or zone 
change applications for consistency with this Policy. Additionally, complete streets elements will be 
incorporated into existing manuals, checklists, decision-trees, and regulations. The City has also 
established a Complete Streets Committee, made up of representatives from five departments, that 
evaluates upcoming surface transportation projects ahead of the design phase. The adoption of the 
Complete Streets Policy signifies the City of Watertown’s commitment to fostering a built 
environment that is accessible for transportation users of all types.  

2.1.3. City of Watertown Comprehensive Plan 

The City’s first ever Comprehensive Plan was adopted in 2019, and is intended to act as a blueprint to 
guide decision-making in the City for the next decade. The Plan contains a vision statement for the 
City’s future and a set of goals that work towards achieving that vision, including attracting new 
residents, revitalizing neighborhoods, and fostering economic development. The Plan then outlines 
several recommendations organized by topic area. Several of these recommendations pertain directly 
to this Study, including the following: 

» Increasing and improving connections and public access to the Black River. 
» Creating a more walkable downtown. 
» Completing sections of trails as identified in the GIS system, identify potential new connections 

and create a plan to make those connections. 
» Building from the Complete Streets Policy to create opportunities for convenient and safe 

circulation for all modes of transportation to allow for equity, safety, and enhanced public 
health. 

» Ensuring safe access to the City’s schools that is consistent with “Safe Routes to Schools” 
principles. 

» Continuing to coordinate with Jefferson County and Watertown/Jefferson County Area 
Transportation Council to implement the 2016 Mobility Plan 

» Improving traffic circulation and pedestrian safety downtown 
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In addition, the Plan also contains a future land use strategy, as well as a detailed implementation matrix 
for each of the recommendations. This recommendations contained within this Study will be aligned 
with the relevant recommendations from the Comprehensive Plan summarized above, and will help to 
further bolster the support for achieving the overall vision for the City of Watertown.  

2.1.4. Sewall’s Island + Factory Square Redevelopment Plan 

The City of Watertown prepared a revitalization and redevelopment design plan for Sewall’s Island and 
Factory Square, with the aim of creating a vision to “capitalize on community assets and recreation 
opportunities, guide redevelopment and help attract new investments, businesses, and identify 
transformational projects in this area of downtown Watertown.” The Plan envisions Factory Square and 
Fairbanks Streets to be redesigned to allow for shared use by vehicles, pedestrians, and bicyclists alike. 
The development of the rail bridges on both the east and west side of Sewall’s Island is also illustrated; 
depicting the potential alignment of the Black River Trail through this area of the City. Overall, the 
Plan envisions this area of downtown Watertown as a vibrant area that attracts visitors with well-
considered public spaces and new investment. This Study will give special consideration to this area to 
ensure that any recommendations pertaining to this area will help to enhance the walkable sense of 
place that is desired for Sewall’s Island and Factory Square.  

2.1.5. Downtown-Riverfront Parks Connection Feasibility Study 

In 2019 the City of Watertown completed a connection feasibility study for downtown riverfront parks. 
This report builds off of a priority stated in a previously published Local Waterfront Revitalization 
Program. The overarching goals of the study were to create strong, physical and visual connections for 
bicyclists and pedestrians between Public Square in Downtown Watertown and the Black River 
riverfront. The report involves a detailed inventory and analysis which reviews historically, culturally, 
and environmentally sensitive areas; land ownership; flood and erosion hazards and more. It also reviews 
preliminary schematic designs for six sub-areas within the study boundaries and associated cost 
estimates. 

The study proposes to enhance and create bicycle and pedestrian connections between downtown 
Watertown and the riverfront that are inviting to citizens and tourists and that use a common design 
language through building materials and creative wayfinding and signage. The riverfront itself houses 
many opportunities for improvements with the aim of a welcoming corridor and accompanying parks 
that are designed with the flexibility for a wide range of programming including recreation, education, 
and entertainment.  

Some challenges foreseen in achieving these goals include subsurface structures and hazardous 
materials from a former industrial site (Now the Empsall Plaza and JB Wise lots), flooding and erosion 
in select areas of riverfront within the study area, providing ADA accessible amenities across steep 
areas and significant elevation change, private ownership of riverfront parcels, and narrow ROW in 
certain locations. 



WJ C TC  BI CY CLE  P E DE S TRI A N  CON N E CTI V I TY  S TU DY  
 

PAGE  9  

2.1.6. Downtown Revitalization Strategic Investment Plan 

As the Downtown Revitalization Initiative (DRI) winner in the North Country in 2018, the Watertown 
local planning committee compiled a strategic investment plan that outlines an extensive assessment 
and inventory of Downtown Watertown, goals for end products and accomplishments obtained using 
awarded funds, an implementation strategy, a record of public involvement, and a detailed profiles of 
projects prioritized for funding. The plan identifies the DRI area spanning outward from Public Square, 
and catalogues historic, natural, commercial, and cultural assets in the area. Using this information, 
records of past improvement efforts, and local capacity assessment, opportunities for investment were 
identified. The goals of the DRI are to create a dynamic downtown environment in which a diverse 
population can work, live, and play as well as function as a desirable destination for recreation and 
tourism. In total, 21 projects are recommended for joint funding from local leverage and DRI funding. 
These projects are split into three categories: New Development and Rehabilitation of Existing 
Structures, Public Improvement, and Revolving Loan and Grant Fund/ Branding and Marketing. The 
assessment of the DRI area as well as the prioritization of these 21 projects was accomplished with 
extensive public input and participation to ensure that funding allocation represents the interests of the 
local population. 

2.1.7. Local Waterfront Revitalization Program 

The Black River is an integral part of the Watertown landscape and its riverfront is the interface 
between a defining natural resource and its community. Through much of its history, the riverfront has 
facilitated industrial activities. However, after a period of marked disinvestment, the Local Waterfront 
Revitalization Plan, drafted in 2010, offers an extensive inventory and analysis of existing conditions 
and policies, and identifies strategies to transition the Watertown waterfront away from traditional 
industries and towards commercial, residential and recreational purposes while also maintaining a high 
level of care and protection to the environmental quality of the water and its surrounding land. Projects 
prioritized by the plan include: 

» Developing the physical connection between Downtown and the Waterfront 
» Sewall’s Island and Factory Square Redevelopment 
» Whitewater Park Shoreline Improvements 
» Route 3 Wave Access Improvements 

2.1.8. Brownville Bridge Alternatives Relocation Study 

In 2019, a planning study was developed for the replacement of the Brownville Bridge.   The existing 
bridge was nearing the end of its useful life; and safety, traffic, operational, and geometric issues 
necessitated relocation of this highway crossing of the Black River. The preferred alignment was 
determined to be approximately 0.5 mile to the west of the existing bridge, and will accommodate 
pedestrians through sidewalk connections across the Black River from Routes 12E to Route 12F.   
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2.2. Transportation Characteristics 

2.2.1. Functional Classification 

Within the WJCTC MPO boundary, roadways 
are classified using New York State urban 
functional classification codes, as shown in Map 
2.1. Of the existing roadways, 43% are classified 
as Principal Arterial roads. Within Principal 
Arterial roads, interstate highways account for 
11%, Expressways or Other Freeways account 
for 15%, and Other Arterials account for the 
remaining 17%. The remaining roads within the 
MPO boundary are classified as Minor Arterials 
(18%), Major Collectors (19%), and Minor 
Collectors (20%).  

2.2.2. Roadway Jurisdiction  

Roadway Jurisdiction within the WJCTC MPO boundary is shared between Jefferson County, New 
York State DOT, municipalities, and the US Army (Fort Drum). Roads owned by municipalities make 
up the largest proportion of the roads within the MPO boundaries at 54%. NYSDOT accounts for 
25%, the US Army accounts for 17%, and Jefferson County Accounts for 4%. Less than 1% of roads 
are attributed to private ownership with restricted access and other state agencies.  

2.2.3. Roadway Lanes 

Approximately 90% of roadways within the WJCTC have 2-lanes and approximately 5% are 1 lane. The 
remaining 5% of roads are primarily 4 lane principal arterial roads. The high proportion of 2 or fewer 
lane roads is a positive indicator of safe implementation of bicycle and pedestrian trails and walkability 
improvements.
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2.2.4. Traffic Volumes 

Unsurprisingly, and shown in 
Map 2.3, the roadways with the 
highest annual average daily 
traffic (AADT) are the 
segments of I-81 between 
Route 342 and Route 3, and 
Arsenal Street between I-81 
and North Massey Street. These segments see over 20,000 vehicles per day on average, but 
make up approximately 2% of the total MPO mileage. The majority (61%) of roadways in the 
MPO did not have AADT data available. For those roadways for which AADT was estimated, 
over half of the segments see less than 5,000 vehicles per day. Other heavily trafficked 
corridors include Route 11 between Route 342 and Route 26, Coffeen Street, and Route 12 
with the City limits. Although these roadway segments with relative high traffic volumes pose 
challenges in terms of safely accommodating non-motorists, they also present opportunities 
for creating dedicated pedestrian and bicyclist spaces, as they typically provide the most 
efficient access to local goods and services. 

2.2.5. Speed Limits 

Analysis of posted speed limits within the WJCTC MPO boundary indicate that approximately 
75% of roads have a speed limit of 30 miles per hour (mph) or lower. Many of these roads fall 
within the City of Watertown’s boundaries where the official speed limit is 30 mph. It should 
be noted that New York State law does not allow a City to post a speed limit below 30 mph 
unless it is in a school zone. Data for roads within Fort Drum is not readily available. The high 
quantity of roads with low posted speed limits is a positive indicator for the safe implementation 
of bicycle and pedestrian trails and walkability improvements. 

2.2.6. Transit  

Watertown offers five bus routes within city limits. Ridership data from the year 2017 shows 
that many of the routes are regularly used within the city center with the most heavily used 
routes and pick up locations falling along Arsenal Street and Main Street West particularly the 
intersection between Main and Mill Street and Main and Grove Street. Detailed ridership data 
is unavailable for areas outside of the Watertown City Center. 

AADT Miles % of MPO Mileage 
Not Collected 366.4 61% 

< 5,000 144.4 24% 
5,000 - 10,000 57.7 10% 

10,000 - 20,000 24.0 4% 
20,000 + 12.7 2% 

Total 605.2 100% 
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2.2.7. Commute Patterns 

Based on 2019 American Community Survey Five-Year data, a majority of workers over the 
age of 16 in Jefferson County commuted to their place of work via single occupant vehicle. 
Approximately 78% drove to work by themselves while 8% carpooled. Of the remaining 14%, 
5% worked from home, 2% took alternative forms of transportation such as taxi or motorcycle, 
and less than 1% biked to work. Average commuter time in Jefferson County and Watertown 
are favorable when compared to the state average. Commutes in the City of Watertown take 
15 minutes on average and 18 minutes on average in Jefferson County. These are nearly half 
the time of the average New York State commute time of 34 minutes. The short average 
commute time in the City suggests that many residents could be able to walk or bike to work 
within a reasonable timeframe as compared to other New York State residents. 

 

2.3. Civic, Education, Recreational Amenities and 
Bicycle/Pedestrian Destination Areas 

2.3.1. Schools 

There are eighteen public K-12 schools within or directly adjacent to the MPO area, as well as 
several private schools. The public schools include 13 elementary schools, two junior/middle 
schools, one combination junior/senior high school, and two senior high schools. Eight of these 
schools are located within the City of Watertown’s limits; which are tied into the existing 
pedestrian network within the City limits. In addition, several of the schools are located within 
Village settings, and have an existing pedestrian connection to the nearby downtown areas. 
This promotes the ability of school-aged children to walk to school, rather than relying on 
bussing or being dropped off by a parent or guardian. However, several of the schools in the 
rural outlying areas of the MPO lack pedestrian facilities to enable non-motorist travel to and 
from the school, such as the West Carthage Elementary Schools, Carthage Middle School, 
General Brown Junior-Senior High School, and the Calcium Primary School. This report will 
identify these gaps, and develop strategies to promote the ability of children to safely access 
their school buildings on foot or bike. 
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2.3.2. Parks, Recreational Areas, and Trails 

2.3.2.1. Local Parks 

Parks are natural destinations for bicyclists and pedestrians, and therefore are 
inventoried and analyzed as a part of this study. There are several local and county 
parks that exist within the WJCTC planning area, which area summarized by 
community below, and shown on Map 2.6: 

BLACK RIVER: 

» Maple Street Park 

CARTHAGE: 

» Carthage Recreation Park 
» Long Falls Park/Guyot’s Island 
» Monument Park 
» Riders Edge Skateboarders Park 
» Turning Point Park 

DEFERIET: 

» Local Park / Playground  

DEXTER: 

» Dexter Bandstand / Memorial Bell 
» Dexter Memorial Field 
» Fish Island Park 

EVANS MILLS: 

» Jack Williams Community Park 

HERRINGS: 

» Village of Herrings Playground 

RUTLAND: 

» Jefferson County Forest 

WEST CARTHAGE:  

» Donald J. Getman Memorial Park 

 

Turning Point Park (Source: Black River Blueway) 

Dexter Memorial Field (Source: Black River Blueway) 

Remington Park (Source: US Army MWR) 



WJ C TC  BI CY CLE  P E DE S TRI A N  CON N E CTI V I TY  S TU DY  
 

PAGE  19  

WATERTOWN: 

There are over 550 acres of land within the city dedicated to parks and recreational 
facilities. This includes fifteen parks, listed below: 

» Adams Recreation Park 
» Alex Duffy Fairgrounds 
» Bicentennial Park 
» Factory Square River Park 
» Gair Park 
» Kostyk Field 
» Lansingdorf Park 
» Lauchner Memorial Park 
» Marble Street Park 
» Peanut Park 
» SPCA Dog Park 
» Thompson Park 
» Veteran’s Memorial Riverwalk Park 
» Waterworks Park 
» Whitewater Park 

Of the parks listed, Thompson Park is one of the most significant in the MPO area in 
terms of size and programming. The park was donated by John C. Thompson in 1899, 
and designed by the sons of Frederick Law Olmsted. The park hosts many amenities, 
including a zoo, a playground, pavilions, and many walking and biking pathways. 

Another very active park space in the City is the Alex Duffy Fairgrounds, which is 67 
acres of sports fields, horse rings, a picnic area, a swimming pool, a skatepark, and 
many other amenities. In addition, several of the parks in the City provide public 
access to the Black River, including Bicentennial Park, Veteran’s Memorial Riverwalk 
Park, Waterworks Park, Marble Street Park, and Whitewater Park.  

2.3.2.2. Local Trails 

Many of the parks listed above contain trail systems within them, such as Thompson 
Park in the City of Watertown and Jefferson County Forest. However, there are also 
several stand-alone trail systems in the MPO area that should be considered when 
developing connectivity between existing pedestrian bicyclist facilities.  

Historic Photo of Thompson Park 
(Source: City of Watertown) 
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» JCC Trails: One mile loop trail behind Jefferson Community College. 
» Kanik Trail: Four mile out-and-back gravel trail extending west from 

Calcium. 
» Wiley Trails: Three miles of trails behind H.T. Wiley Middle School 
» Deferiet Riverfront Trail: 1.2 mile out-and-back trail along the Black River 
» Kamargo Trail: About 1.6 miles of trails on Poors Island in the Village of 

Black River 
» Great Bend to Felts Mills Rail-Trail: Three miles along former rail line along 

the south side of the Black River  
» Great Bend to Felts Mills Trail: About three miles of trail parallel to the rail 

trail mentioned above, but on the north side of the Black River. 
» Black River Trail: 9 mile trail owned by NYS Office of Parks, Recreation 

and Historic Preservation (OPRHP) along the Black River between the 
Village of Black River and the City of Watertown. 

The Black River Trail is of particular importance for this study; as an extension of 
this Trail from the Village of Black River to Fort Drum will be analyzed, and 
alternatives will be developed for the alignment of this extension.  

2.3.3. Other Regional Points of Interest 

This study will also take into consideration the location of other key points of interest or 
destinations within the MPO when recommending pedestrian and bicyclist improvements. 
Some of these points of interest are found on Map 2.7 and include: 

» Jefferson Community College 
» Samaritan Medical Center 
» Public Square 
» Carthage Farmers Market 
» Salmon Run Mall 
» Watertown International Airport 
» The 10th Mountain Division and Fort Drum Museum (anticipated opening 8/2021) 



   E XI S TI N G C O N DI TI O N S  

PAGE 22 

 

 

 



WJ C TC  BI CY CLE  P E DE S TRI A N  CON N E CTI V I TY  S TU DY  
 

PAGE  23  

2.4. Existing Bicycle and Pedestrian Characteristics 

2.4.1. City of Watertown Pedestrian & Bicyclist Facilities 

Given the significance of the City of Watertown in the WJCTC region, as well as the 
availability of robust pedestrian and bicyclist network data, this section focuses on the City of 
Watertown’s amenities to understand the full inventory of existing facilities, as well as begin to 
identify gaps and potential extensions outside of the City to connect to the other nodes of 
development in the MPO area.  

The City of Watertown has a multitude of different types of bicyclist and pedestrian facilities 
that currently exist, including shared roadways, on-road bike lanes, pedestrian trails, and shared 
use trails. The City also has ambitious plans for extending these facilities, and fostering 
increased connectivity between the existing multi-modal systems. Each type of multi-modal 
facility is discussed further below. 

2.4.1.1. Bike Lanes 

There are three roadway segments that possess on-road separated bike lanes: 

» Main Street West from the railroad overpass to Bradley Street; 
» Coffeen Street from Gaffney Drive to Black River Parkway; and 
» Washington Street from the Watertown City School District to Chestnut 

Street. 

These three bike lanes provide dedicated space for bicyclists and motorists to travel 
alongside each other simultaneously. Additional bike lanes are planned on Mill Street 
from Public Square to Main Avenue, as well. This study may identify potential future 
locations for bike lanes both within the City and elsewhere throughout the MPO. 

2.4.1.2. Shared Use Roadways 

There are two existing roadways with shared lane markings (commonly referred to as 
“sharrows”) in the City; indicating that the roadway is to be shared by bicyclists and 
motorists. This type of facility is generally appropriate for roadways that are too 
narrow to accommodate bicyclists and motorists side-by-side, and have posted speed 
limits of 35 MPH or lower. The two existing shared use roadways are Factory Street 
and Gaffney Drive. As shown on Map 2.8, there are several roadways that are 
proposed to have shared lane markings installed, generally to act as key linkages 
between existing and/or proposed off-road trails. Some of these proposed shared use 
roadways include the following: 
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» Pearl Street and Starbuck Ave, connecting Sewall’s Island to the Starwood 
Apartment and Starbuck Elementary School; 

» William T Field Drive, connecting Bicentennial Park with existing bike lanes 
along Coffeen Street; and 

» Newell Street, connecting Whitewater Park and Veterans Memorial Park. 

2.4.1.3.  Shared Use Trails 

There are many paths and trails within the City that are accessible to both bicyclists 
and pedestrians, as well as other types of non-motorists. The majority of these shared 
use trails are within Thompson Park, discussed in the previous section. However, as 
shown in Map 2.8, there are also several other within the City; particularly along the 
Waterfront. These include trails within the following areas:  

» Waterworks Park 
» Veterans Memorial Riverwalk Park 
» Whitewater Park 
» Bicentennial Park 

The Black River Trail was recently extended from its western terminus to Waterworks 
Park. Recent planning efforts have envisioned the trail extending further west into the 
heart of Downtown Watertown. Other proposed shared use trails to be considered in 
the future include: 

» A trail along Fairgrounds Park; 
» Landfill Loop; 
» Huntington Island Loop; 
» A shared use trail connecting Watertown Junior and Senior High Schools 

and Thompson Park; and 
» Several smaller trails connecting the existing trails along the Black River 

mentioned previously. 

The intent of these trails are to provide key connections between all of the City’s trails 
and pathways, while providing access to one of the City’s most prized assets: the Black 
River. 
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2.4.1.4. Pedestrian Trails 

Some of the trails within the City are only accessible to pedestrians, due various 
reasons such as the presence of stairs, or where the pathway follows the sidewalk 
network. Given the City’s objective of promoting accessibility for all transportation 
users, there are not as many pedestrian-only trail proposed for the future. However, 
there are some small pedestrian trail segments proposed, as shown on Map 2.8.  

2.4.2. Existing Sidewalk Coverage 

City of Watertown has extensive sidewalk coverage. Virtually all of the roadways within the 
City limits have sidewalks on both sides of the street. In the more rural and suburban towns of 
the MPO planning area, sidewalk coverage is less extensive. Given the low-density nature of 
these areas, comprehensive sidewalk coverage is not expected, and is most likely not 
appropriate. However, the key corridors that support regional connections to local businesses, 
such as segments of Routes 11, 12, 342, and 26, are lacking pedestrian or bicyclist facilities. 
This detracts from resident’s ability to safely access goods and services in the area without 
access to a vehicle.  

Within the nine Villages within the MPO boundary, there is a more traditional development 
pattern where streets are gridded and sidewalks are prevalent. These Villages as well as the City 
of Watertown act as activity nodes within the WJCTC area, and should generally be the focus 
of pedestrian and bicyclist facility improvements, given their inherently walkable nature. In 
addition, longer regional connections between these nodes will be explored. Using this 
approach, it can be assured that multi-modal improvements are being strategically 
implemented to support practical and feasible non-motorist travel patterns
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CHAPTER 3: NEEDS ASSESSMENT 
3.1. Public Outreach & Engagement 
In addition to the analyses performed as a part of Chapter 2, key issues and opportunities were 
identified within the MPO by soliciting input from residents and stakeholders from the region. This 
included a series of stakeholder interviews as well as two public meetings during which community 
members were asked to provide feedback on draft materials and express their opinions regarding how 
and where pedestrian and bicyclist connections should be considered throughout the area. Each of 
these strategies are summarized below. 

3.1.1. Stakeholder Interviews 

A series of preliminary stakeholder interviews were undertaken by phone and videoconference 
in late February and early March 2021 in order to better understand potential issues and 
opportunities associated both with region-wide bicyclist and pedestrian connectivity, as well as 
specifically regarding extending the Black River Trail. The following individuals and entities 
were interviewed: 

» GYMO Architecture, Engineering & Land Surveying 
» Black River Adventurers’ Shop 
» Village Of Black River 
» Tug Hill Commission 
» Fort Drum 
» New York State Office of Parks, Recreation and Historic Preservation 
» National Grid 

The key findings of these interviews are described below, and the detailed results of each of 
these interviews can be found in the stakeholder interview summaries found in Appendix A. 

3.1.1.1. Key Opportunities 

» A longer, contiguous Black River Trail that physically links all communities from 
Carthage to Dexter could become a regional destination and help with 
marketing the area as a recreational tourism mecca.  

» Several long stretches of potential trail corridors exist on utility 
easements/property, NYS Parks property, or abandon railbeds - all ideal for 
restoration for trail uses, pending negotiations with property ownership. 

» Creating connections with Fort Drum could increase trail use dramatically. 
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» The Black River Trail could eventually connect up with the relocated 10th 
Mountain Division & Fort Drum Museum and Natural Resource Outreach 
Facility trails. 

» A trailhead at 971V north of River could be used for pedestrian overflow during 
large events. 

» The extension of the Black River Trail through the Village of Black River could 
benefit downtown and connect to Kamargo Trail on Poor’s Island in addition to 
local parks and ball fields. 

» The New York State Parks Commissioner is supportive of partnerships and the 
New York State Office of Parks, Recreation and Historic Preservation 
(OPRHP) could potentially provide maintenance of the Trail since they have 
on-the-ground experience. However, the OPRHP has stated that they do not 
have any plans to maintain future trail extensions at this time. 

3.1.1.2. Key Issues 

» Connecting the Black River Trail to the Village of Black River and Fort Drum 
and connecting to Carthage may require the trail to diverge due to ROW and 
topographic constraints. 

» ROW acquisition needed to facilitate future trail extensions will be the single 
biggest issue.  

» Trail operation and maintenance agreements will be required prior to trail 
funding and construction. 

» The alternatives for the Trail Extension may cross multiple properties and some 
utilities that own land with informal paths where property owners have not 
wanted to formalize them for fear of liability issues. 

» Trail crossing at NYS Route 3 or at other local roadways will require a safety 
analysis and geometric design that maximizes safey and visibility.  

» Around Great Bend, existing informal trails are used by ATVs which would need 
to be addressed if Black River Trail Extension is to be exclusively non-motorized. 

» Establishing the Black River Trail in Great Bend could inadvertently give the 
public better access to extreme terrain features (whitewater, cliffs, etc.). Safety 
measures and proper trail signage would need to be incorporated into future trail 
designs. 

» The cycling community in the region is informal and group events can be 
difficult to organize without a leader. 
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3.1.1.3. Potential Regional Bicycle/Pedestrian Connectivity Projects 

» Extend the Black River Trail from its current eastern trailhead terminus just 
south of NYS Route 3 in Village of Black River to Fort Drum in Great Bend. 

» The informal dirt trail between 971V and Route 26 north of the River (National 
Grid-owned property) could act as a trail extension. 

» The old rail bed along Route 3 that goes near Gate 2 (WSAAF Gate) to Fort 
Drum could be used for the Black River Trail Extension. 

» South of Route 3 in the Village of Black River across from Dollar General and 
Stewart’s has land that was partially cleared/levelled but undergrowth has 
somewhat returned.  

» Connections could be created with James R. Kanik Nature Trail in Calcium. 
» There is a rail bed from Sewall’s Island in Watertown to Calcium near Fort Drum 

main gate that could be utilized for a bicyclist and pedestrian trail. 
» NYSDOT making changes to the section of Route 11 at Seaway Plaza, including 

the installation of a roundabout.  

3.1.2. Public Meeting #1 

On Tuesday, May 18, 2021, the first public meeting of the Bicycle-Pedestrian Connectivity & 
Black River Trail Extension project for the Watertown-Jefferson County Transportation 
Council (WJCTC) was held from 6:00 to 7:30 p.m. The meeting was held using Zoom 
Webinar videoconferencing software and included presentation and discussion of MPO-wide 
bike-pedestrian issues and opportunities as well as proposed alternatives for the Black River 
Trail Extension. The meeting was also livestreamed to Facebook and shared on the 
JeffersonCoBiking Facebook Page. Approximately 40 people were in attendance. A full 
summary of this meeting is available in Appendix A, and some of the feedback received from 
the public is summarized below: 

3.1.2.1. Region-Wide Connectivity Comments & Questions 

» Carthage would be a good connection to include on a trail. From there, the trail 
could potentially connect to Lowville. Also, you have a site near the dam in 
Herrings which the Town of Wilna has been studied as a potential park location. 

» Has there been any thoughts to making it an “arts trail” and including 
installations from local sculptors and artists? 

» One reason that there is low uptake in bicycle commute is because it is very 
difficult for people to get to retail areas. 
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» The existing conditions analysis showed zero bike commuters in the area. 
However, I bike to work daily. I’m sure I’m in the minority. One challenge was 
having my bicycle vandalized/stolen when working in downtown Watertown. 

» Would it be possible to build a trail around the exterior of Fort Drum to 
Carthage from the Black River? 

» I hope there will be offshoots from the Black River Trail to other towns. 
» Is there a plan for extending the trail to Remington bike trail to Felts Mills to 

Great Bend? 
» I live in Carthage and work on Fort Drum. I commute to work via bicycle. Riding 

on Rt. 3 is dangerous with limited space on the side of the road closest to the 
River. Are there any plans in the future to improve shared roads for bicycles? 

3.1.2.2. Black River Trail Extension Comments & Questions 

» Is there a chance that all or part of the trail can be groomed during the winter? 
» Who currently owns and maintains the current paved Black River Trail? 
» How are you planning to use the streets in the Village of Black River? 
» Are there any challenges at the entry points, crosswalks, and intersections? 

There are many challenges when bicyclists and pedestrians are simply trying to 
access the trail and have conflicts with automobile traffic. 

» Will the width of recumbent trikes and handcycles be considered in the design 
of the trail extension and, in particular at, trail entrances? They barely fit on the 
current trail. 

» Can the Black River Trail Extension stay on the old railroad bed? It only has a 
couple of property owners and the Black River can be accessed via National 
Grid property [sic]. 

» Regarding Alternative 3A along Maple Street: what are the benefits of the 
improved sidewalks and where would the funding for that infrastructure 
improvement come from? 

» Would a state or federal entity maintain a sidewalk that is part of the Black River 
Extension rather than the Village of Black River since it would be part of the 
Trail? 

» Alternative 3A also provides access to destinations in Kamargo Trail (Poor’s 
Island) recreation area, the Sally Ploof Hunter Memorial Library, and several 
ballfields (Maple Street Park). 

» Have you considered in the long term what will and will not be considered 
motorized traffic on these trails? E-bikes, e-scooters, one-wheels, etc. are not a 
big issue yet but I suspect this will get complicated. I currently see all of these 
devices on the current trail. 
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3.1.3. Public Meeting #2 

On Thursday, September 16, 2021, an outdoor open house was held from 5:00 to 7:00 p.m. 
for the WJCTC Bicycle and Pedestrian Connectivity & Black River Trail Extension Study at 
the Mayor Joseph M. Butler Pavilion in Watertown, New York. The open house included 
display boards on the project and opportunities for comment. There were an estimated 30 
attendees.  While few attendees left written comments, participants were provided with 
information on how to offer input on the draft recommendations either online or through a 
mailable trifold project brochure. Many attendees engaged in conversation with members of 
the MPO and project team on the content of the display boards. Themes of comments 
included interest in the use of abandoned railbeds for trail connections, questions about 
funding and construction timelines, the relationship of local solar projects to the Black River 
Trail extension and design specifications for the trail network. Feedback on the draft 
recommendations was generally positive. A full summary of this meeting is available in 
Appendix A. 

3.2. Priority Areas of Need 
Based on the input summarized above, as well as the analyses performed in Chapter 2, a set of five 
priority areas have been identified regarding the most pressing needs and opportunities in the MPO 
area. These are areas in which the MPO should focus in order to help foster a comprehensive bicycle 
and pedestrian-friendly environment, which speak to the goals of this study. It should be noted that 
many of the recommendations contained within the following Chapter may serve to address several of 
the priority areas of needs. The five priority areas are as follows: 

 

1 .  Promoting access  to  the Black River and other natural  
resources of the region.  

2.  Creating  l inkages  between exis ting  pedestrian & 
bicycl ist  fac i l it ies.  

3.  Fostering  connections between activ ity  centers .  

4 .  Providing safe connections between res idential  areas  
and schools . 

5.  Developing programs  & pol ic ies  that support  future 
multi-modal  investment.  
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3.3. Promoting access to the Black River and other natural 
resources of the region 

The WJCTC planning area is home to a plethora of open spaces and beautiful natural resources; which 
can enhance quality of life for residents of the region as well as draw visitors to the area seeking to 
explore the outdoors. Therefore, it is essential that the MPO considers enhancing and creating access 
to the region’s precious resources when developing recreational trails and amenities. One of the most 
important of such resource is the Black River, and the extension of the Black River Trail will help to 
continue to promote the River as a defining feature of the WJCTC area. Additional trail extensions 
within the region, as well as some of the City of Watertown’s planned initiatives will also help to 
contribute to increased visibility and access to the Black River. 

3.4. Creating linkages between existing pedestrian & bicyclist 
facilities 

In order to foster a true connectivity for bicyclists and pedestrians, the MPO should work towards 
creating seamless network of pedestrian and bicyclist facilities that allow residents and visitors to travel 
throughout the region along dedicated right of ways; whether that is off road facilities, sidewalks and 
paths on the side of the road, or dedicated shared routes. Furthermore, in order to facilitate such 
connection, other facilities such as intersection crossings and signage should be considered to enhance 
the awareness of the presence of non-motorists on roadways. Some of the existing off-road facilities 
that could be connected to include, but are not limited to: 

» Black River Trail 
» Kamargo Trail on Poors Island in the Village of Black River 
» James R. Kanik Nature Trail in the Town of Calcium 
» Fish Island Path in the Village of Dexter 
» Several City Trails  

3.5. Fostering connections between activity centers 
In order to reap the full benefits of a cohesive bicycle & pedestrian network, the MPO must target 
their investments in a strategic and practical manner. Prioritizing linkages between activity centers, 
such as Villages, major destinations, and commercial zones has multiple benefits for the residents. First, 
it will provide essential access to goods and services as well as employment opportunities for residents; 
particularly for those who lack access to a vehicle. Furthermore, providing dedicated space for active 
transportation helps to shift short trips from driving to walking; given that the facilities are linked to 
crucial activity centers.  
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Providing these essential linkages also has significant benefits for those with disabilities, the elderly, and 
children. These individuals often do not have the ability to utilize a vehicle, and providing safe spaces 
for them to travel through their communities helps to maintain their sense of independence. 
Additionally, connections between activity centers provides an economic benefit for the communities 
through which these facilities pass. Residents and visitors using a trail or pathway are likely to stop and 
visit these activity centers and contribute to the local economy, for example by stopping for lunch in a 
downtown center of a Village.  

West of the City, potential opportunities have been identified to connect the Villages of Dexter and 
Brownville and the City of Watertown. To the east of the City, opportunities are present to connect 
the Village of Deferiet, the Village of Herrings, and the Village of Carthage. The Village of Dexter and 
Brownville are three miles apart; and the City of Watertown is additional three miles to the east. 
Similarly, Deferiet and Herrings are two miles apart, and there is approximately 4 miles between 
Herrings and Carthage. Each of these connections is within a very feasible distance for an active 
transportation user, and will help to promote activity within and between each of these municipalities.  

3.6. Providing safe connections between residential areas and 
schools 

As mentioned in the section above, active transportation is of particular importance to school-aged 
children. Being able to safely travel to and from school without reliance on a bus system or a parent 
helps to give children a sense of independence, and can introduce healthy habits such as walking and 
biking from a young age. Additionally, every child that walks to school instead of being driven by their 
parent is one less vehicle contributing to congestion at drop off/pickup times.  Approximately one third 
of WCSD students are ineligible for bus transportation ("walkers"), but a significant number are driven 
by their parents. Chapter 2 identified several schools within the region that do not have sidewalk or 
pathway connections immediately outside of the school building: 

» West Carthage Elementary School (235 households) 
» Carthage Middle School  (235 households) 
» General Brown Junior-Senior High School  
» Calcium Primary School 

West Carthage Elementary School and Carthage Middle School are located outside of the MPO 
boundary. General Brown Junior-Senior High School and Calcium Primary school, and the adjacent 
residential development that could be connected to the schools via sidewalks, are displayed on Map 3.1. 
As shown on the map, Calcium Elementary is within a one mile radius of two minor residential 
subdivisions, a mobile home park, and several residences along County Route 73 and State Route 12E. 
General Brown Junior-Senior High School is within a one-mile radius of two large apartment 
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complexes, two large residential subdivisions, and residences along Sanford Corners Road and Plank 
Road. There are no sidewalks within these areas, aside from within the two apartment complexes. 

3.7. Developing programs & policies that support future multi-
modal investment 

Installing and improving physical bicycle and pedestrian facilities is crucial for creating a walkable and 
bike-able community. However, just as important is the development and maintenance of local policies 
and programs that support and promote biking and walking from a regulatory and educational 
perspective.  

The policies and regulations contained within local zoning codes have significant ramifications for the 
design and functionality of the region's physical environment, including the transportation network. 
Municipal code, and in particular zoning code, can provide supportive language for the provision of 
appropriate pedestrian and bicycle accommodations and help create regulatory requirements that will 
implement the MPO’s vision of a more robust active transportation network. 

Creating supportive programs and partnerships will also help to realize the vision of walkable and bike-
able community in the WJCTC area. Coordination between municipalities, the County, and the MPO 
is crucial to maximize the effectiveness of resources, programs, and materials. Creating programs such 
as a local bike month or closing down roadway corridors for a weekend complete streets event can help 
promote awareness and excitement over biking and walking in the community. 

Lastly, to assist in creating an effective, safe bicycle and pedestrian network, outreach and education 
will be necessary to promote the use of non-motorized transportation options and to inform residents 
and stakeholders of the appropriate manner to operate within the MPO's active transportation 
facilities. Educating roadway users (bicyclists, pedestrians and motorists) about the rules of the road 
and safe bicycling and walking behavior is essential, while at the same time, encouraging more people 
to get outside and walk and ride their bikes. The network will attract users of different skill levels and 
ages, as well as provide opportunities for interaction with motorists and pedestrians. Education and 
outreach programs must consider all of these different user groups.
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CHAPTER 4: REGION-WIDE 
RECOMMENDATIONS 

4.1. Pedestrian & Bicyclist Facility Recommendations 
One of the most significant actions that the MPO can take to promote bicycle & pedestrian 
connectivity is the installation of physical infrastructure to draw more people to recreate by walking or 
biking, as well as providing access for non-motorists to complete daily tasks in a more comfortable 
environment. For the purposes of this section, the MPO area has been broken into two sections: west 
of the City of Watertown, and east of the City. This is due to the presence of the many Villages along 
the Black River on both sides of the City, and the identified need to connect these centers of activity 
to promote a regional pedestrian and bicyclist network. This section identifies potential off- and on-
road facilities within each section of the MPO, as well as within the City of Watertown itself. The 
alternatives presented seek to address the first four priority areas identified in Chapter 3 on Page 31.  

4.1.1. Long-Range Connectivity West of the City of Watertown 

Connections between the Villages of Glen Park, Brownville, and Dexter, as well as the City of 
Watertown are crucial for promoting regional connectivity, and spurring economic activity 
within these traditional centers of development. Therefore, several alternatives were identified 
for creating dedicated travel corridors between these nodes, both on- and off-road. The three 
Villages, generally speaking, have well built-out networks of sidewalks along the major 
roadways; typical of traditional village downtowns. However, the State and County roadways 
that connect them typically do not support non-motorist activity, due to their high speeds and 
lack of dedicated space.  

Therefore, this Study proposes the development of a pedestrian and bicyclist network linking 
these three nodes of development. As indicated below, it is preferred that such facilities would 
be implemented off-road to maximize user comfort and perception of safety. However, on-
road alternatives may be more appropriate due to land ownership and funding concerns, and 
therefore are presented as additional alternatives for the MPO to consider. In addition to the 
three Villages, the key activity centers and points of interest that each alternative on the west 
side of Watertown are as follows: 

» The Fairgrounds / Bicentennial Park 
» Jefferson County Community College 
» General Brown Elementary School & High School (separate locations) 
» Fish Island Park 



WJ C TC  BI CY CLE  P E DE S TRI A N  CON N E CTI V I TY  S TU DY  
 

PAGE  37  

4.1.1.1. Alternative A 

Alternative A is primarily off-road, as indicated by the dashed line portions on Map 
4.1. From the Fairgrounds, this alternative follows Rand Drive and Coffeen Street; 
utilizing existing sidewalks until they terminate near the intersection of Gaffney Drive. 
Sidewalks and/or bike paths would then be installed for the remainder of the Coffeen 
Street portion for approximately 0.4 miles until Fisher Road. The alternative then 
follows Fisher Road north until the road terminates at the edge of the Black River. 
Alternative A then transitions on to private property, owned by the Jefferson County 
Industrial Development Agency for approximately 0.5 miles. The alternative then 
transitions onto a long parcel along the Black River, owned by Northbrook, for just 
over a mile. The trail would then cross three additional privately-owned properties; 
requiring access easements. The trail would then return to the road; following Route 
12F for about 0.75 miles, and then crossing the Black River at the new bridge to be 
installed right outside of the Village of Brownville, where it will connect with the 
existing sidewalk network of the Village. The alternative then goes back off-road and 
follows an abandoned railway corridor, owned by two private entities, for 2.0 miles, 
until the corridor reaches East Kirby Street in the Village of Dexter. The remaining 
0.6 miles of Alternative A would utilize the existing sidewalks on East Kirby Street, 
Brown Street, and Canal Street; terminating at Fish Island Park. In total, Alternative 
A is approximately 7 miles long (4.5 miles off-road and 2.5 miles on-road). 

4.1.1.2. Alternative B 

Alternative B uses both on- and off-road segments, as shown on Map 4.1. It begins on 
Line Drive and Earl Street at the Fairgrounds, and then heads north on Vanduze 
Street, utilizing the existing sidewalk on the bridge crossing the River. The route then 
heads northwest on Route 12F (West Main Street) using existing sidewalks for 0.3 
miles to Sheridan Street. The route then uses an existing cleared pathway within the 
ROW for the next 0.6 miles, until reaching the intersection of White Road. The route 
then follows an abandoned rail corridor, which is owned by several varying entities, for 
2.2 miles, until it reaches Gould Street. Then, the route heads south to East Main 
Street (Route 12E) in the Village of Brownville for 0.6 miles. The route heads back 
onto the abandoned rail corridor for 1.7 miles, reaching the General Brown High 
School. Alternative B then heads southwest into the Village of Dexter, along 
Cemetery Road (which currently has no sidewalks) for 0.8 miles. The route turns onto 
William Street, using existing sidewalks, and then onto Canal Street to reach Fish 
Island Park for 0.5 miles. In total, Alternative B is 7.5 miles in length (4.5 miles off-
road and 3.0 miles on-road).
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4.1.1.3. Alternative C 

Alternative C is completely on-road, and has been identified in the case that working 
with property owners is prohibitive to the two other alternatives. This alternative 
follows the same path as Alternative A within the City of Watertown, but continues 
along Coffeen Street / Route 12F, and crosses the new bridge at Brownville. The 
Route then follows West Main Street / Route 12E, and turns at Cemetery Street; 
following the same path as Alternative B along William Street and Canal Street to 
arrive in Dexter. Alternative C is approximately 7.0 miles in length. 

4.1.2. Long-Range Connectivity East of the City of Watertown 

East of the City of Watertown, the priority trail development for the MPO is the extension of 
the Black River Trail from the Village of Black River to the Hamlet of Great Bend. However, 
it is the ultimate goal of the MPO to provide further connection in this area of the MPO; 
linking the Village of Deferiet, Herrings, and Carthage. Similar to the Villages on the west side 
of the MPO, creating linkages between these historical centers of development will help to 
spur tourism and economic activity in the area, and will link residents and employees of Fort 
Drum to nearby businesses and institutions.  

Two alternatives were identified for the east side of the MPO (excluding the BRT extension 
detailed in Chapter 6). Alternative D is an off-road path from the proposed terminus of the 
Black River Trail in Great Bend, through the Town of Champion to the Village of Carthage. 
The other, Alternative E, is a mixed off- and on-road pathway between Deferiet and Herrings. 
Each of these alternatives is described in further detail below. Some of the key destinations 
being accessed through these alternatives include: 

» Deferiet Village Park 
» The Paper Mill in Deferiet (identified as a site for future development) 
» A site in Herrings being studied for a potential future park by Wilna 
» The Carthage Farmers Market 
» Long Falls Park 
» Turning Point Park 

4.1.2.1. Alternative D 

As mentioned previously, Alternative D stretches from Fort Drum and the Hamlet of 
Great Bend to the Village of Carthage, as shown on Map 4.2. The route primarily 
utilizes an abandoned rail corridor, which is owned by two separate private property 
owners west of the Black River, and is approximately 4.7 miles in length. The route 
then reaches the Black River, which would require a new pedestrian / bicyclist bridge
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 to cross. The alternative then continues along the same rail corridor, which is partially 
owned by National Grid, the Town of Wilna, and the Village of Carthage. This 
abandoned rail corridor then links up with an active rail corridor in the Village, 
therefore the path would then cut back onto the Village’s road network, starting on 
Bender Lane, then along the existing sidewalk system on School Street and North 
Mechanic Street for 0.3 miles; eventually linking up with the Carthage Farmers 
Market and Long Falls Park. Users could then continue along Riverside Drive and 
Water Street for 0.1 miles to access Turning Point Park. In total, Alternative D is 7.0 
miles in length; with the majority being proposed as an off-road pathway.  

4.1.2.2. Alternative E 

Alternative E is a pathway that links crucial sites for potential future development 
within the Villages of Deferiet and Herrings (shown on Map 4.2). The route begins at 
the abandoned paper mill in Deferiet on Riverside Drive, which the Village of Deferiet 
and Town of Wilna are currently seeking Brownfield Opportunity Area status for. This 
designation would provide access to funding for environmental remediation and 
redevelopment. The route would then utilize the Village Park just south of that site, 
and follow the Black River using a small parcel owned by the Village, as well as land 
owned by Erie Boulevard Hydropower; 1.6 miles in total length. The route would then 
utilize the Route 3 ROW for about 1.3 miles, until it reached a piece of property within 
the Village of Herrings that the Town of Wilna is considering developing as a local 
park. In total, this alternative is approximately 3 miles in length; and anticipates the 
future development of both termini to help spur activity along the route.   

4.1.3. Connectivity within the City of Watertown 

In addition to creating connections to and from the City of Watertown on both the east and 
west sides of the MPO, it is also crucial to ensure that there are robust linkages for pedestrian 
and cyclists within the City itself. The City is the economic engine of the WJCTC MPO, and 
its dense urban fabric supports the highest level of pedestrian and bicyclist activity in the area. 
As the City revitalizes its downtown center, it is crucial that non-motorists facilities are 
considered in order to foster a vibrant and diverse community that supports current residents’ 
needs while attracting new visitors and potential residents to the area. The vision for the City 
in regards to bicycle and pedestrian facilities is to create a seamless connection between the 
Black River trail and Jefferson Community College; effectively creating a complete bicycle 
and pedestrian route across the entire City from east to west. As discussed in Chapter 2, there 
are several existing segments along the Black River that contribute to this goal; however there 
are several outlying linkages that need to be made to foster this envisioned cohesive system 
which are described in further detail below and displayed on Map 4.3.
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4.1.3.1. Proposed Shared Use Roadways 

Several roadways in the City are identified as potential shared use roadways, meaning 
that bicyclists are encouraged to share the road with vehicles, and adequate sidewalk 
facilities are present. Some of these roadways include, but are not limited to: 

» William T. Field Drive: This roadway connects to the trails in Bicentennial 
Park, as well as the Fairgrounds. 

» Earl Street & Vanduze Street: These roadways connect Bicentennial Park 
and the Fairgrounds east across the Black River. This complements 
Alternative B, as described in Section 4.1.1.2. 

» Newell Street & Howk Street: These shared use roadways would connect 
Whitewater Park to the complete street being developed on Coffeen 
Street. Bike lanes are proposed on Howk Street, and a pedestrian path is 
proposed extending south from Meadow Street North to Coffeen Street, as 
recommended in the Downtown-Riverfront Parks Connection Study.  

» Water Street/Pearl Street/Starbuck Avenue: This 0.7 mile segment of 
shared roadway would connect potential improvements at Sewall’s Island to 
several destinations to the north, including Starbuck School and the 
Starwood Apartment complex. 

4.1.3.2. Proposed Shared Use Trails 

The majority of the pedestrian and bicyclist facilities proposed within the City would 
be shared use trails, meaning they are off-road facilities that support shared use for all 
non-motorists. Some of the key recommended shared use trail segments are as 
follows: 

» Connections along the Black River. There are several small 
shared-use trail segments recommended to act as 
connections between existing trails and park systems along 
the Black River. These segments would allow the City to 
create more access to its most precious natural resource, 
while providing safe connections for non-motorists looking 
to traverse across the City. Such segments include: 

• Lawrence Street to Whitewater Park 
• Coffeen Street at Black River Parkway 

to Veterans Memorial Riverwalk Park 
• Trail extension in Factory Square River 

Park to Factory Street 
Whitewater Park. Source: NNY Trails 
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» Factory Square to Marble Street Park. One of the 
most significant trails envisioned for the City would 
extend from Factory Square, across Sewall’s Island 
using two former railway bridges, eventually 
connecting to Marble Street Park on the east side of 
the River. This would ultimately connect to 
Waterworks Park and the western terminus of the 
Black River trail. 

» Landfill Loop. This proposed trail system would provide a loop system in the 
former landfill site at the eastern edge of the City, and would also connect 
to the above described Sewalls Island trail and Marble Street Park. 

» Huntington Island Loop. This recommended loop would snake its way 
around Huntington Island, and Connect to Marble Street Park and 
Waterworks Park.  

» Thompson Park Connections. The City should also foster connections to 
Thompson Park to increase usage and allow users to access the park by non-
motorized means. The park has an internal excellent trail system, but two 
key linkages are envisioned to connect these trails to the City as a whole: 

• West Iroquois Avenue to Thompson Park – This would link the City 
School District as well as the Samaritan Medical Center to the 
Park; creating educational and recreational opportunities for 
students.  

• Black River Trail to Thompson Park – This would link the western 
terminus of the Black River trail to Thompson park.  

As mentioned previously, each of these segments would build upon existing bicycle 
and pedestrian facilities, as well as each other; creating a harmonious non-motorist 
network. Leveraging the Black River as a visual point of interest, as well as the many 
parks and trails that currently exist along the River, the City will foster a central 
artery of bicycle and pedestrian travel; which will support existing and new 
development along the riverfront as the City continues to evolve.  

4.1.3.3. Proposed Pedestrian Trails 

There are also some pedestrian-only trails proposed within the City, mainly along the 
Black River Trail, connecting to existing or proposed shared use trails. Pedestrian-only 
trails are proposed in areas where bicycling is not appropriate due to setting or terrain. 
Two of such recommended segments include along Lawrence Street between the 
proposed shared use roadway on William T. Field Drive and the recommended shared 
use trail to Whitewater Park and a pathway from Marble Street Park to Water Street.  

Waterworks Park. Source: Black River Blueway 
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4.2. Traffic Calming & Intersection Design Guidance 

4.2.1. Crossing Treatments 

4.2.1.1. Crosswalks 

At both signalized and stop-controlled intersections, the installation of a crosswalk is 
an essential, and often low cost facility that helps notify drivers of the presence of 
crossing pedestrians, and provides a dedicated location for such crossings. Below are 
some best practices in regards to crosswalk design: 

» Crosswalks should be located and installed to minimize the distances that a 
user has to travel. This can be accomplished by keeping turning radii tight at 
intersections, using curb extensions (described in Section 4.2.1.3 below), 
minimizing vehicular lane widths, or pedestrian refuge islands (described in 
Section 4.2.3.3). 

» Pedestrian crossings should be clearly marked, and no visual obstructions 
should be placed between the driver’s line of sight and the pedestrian 
crossing zone, as well as the pedestrian’s line of sight along the roadway. 
Best practices suggest that pedestrians should be clearly visible by motorist 
up to 250 feet away.  

» Crosswalks should be located where pedestrian activity is demonstrated 
based on land use patterns, roadway design, location of transit stops, and 
other factors that contribute to the walkability of a particular corridor or 
location. 

» Crosswalks should have markings and signalization that clearly indicate to 
drivers where and when pedestrians will cross the street, and create clear 
expectations for pedestrians as to where and when it is safe to cross. Signals 
are discussed in further detail in section 4.2.2. 

Crosswalk visibility 
can be enhanced 
through use of high 
visibility crosswalk 
markings, pedestrian 
warning signage, use 
of a speed table, or 
varying pavement 
materials or colors.  

 Source: FHWA Bicycle Safety Guide and Countermeasure Selection System 
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4.2.1.2. Curb Ramps 

A curb ramp is a ramp that cuts 
through or is built up to the curb. A 
blended transition is a relatively flat 
area where a sidewalk meets a 
roadway. Curb ramps and blended 
transitions are primarily used where 
a sidewalk meets a roadway or 
driveway at a pedestrian crossing 
location. Blended transitions include 
raised pedestrian street crossings, 
depressed corners, or similar 
connections between pedestrian 

access routes at the level of the 
sidewalk and the level of the 
pedestrian street crossing that 
have a grade of 5% or less. 
Accessibility requirements for 

blended transitions serve two primary functions. First, they must alert pedestrians 
that have vision impairments to the fact that they are entering, or exiting, the 
vehicular area. Second, they must provide an accessible route for those using 
wheelchairs or other assistive devices. Ideally, a separate ramp should be provided for 
each crossing of the roadway. 

4.2.1.3. Curb Extensions 

Curb extensions come in a variety of formats, but generally speaking are intended to 
narrow the roadway; creating shorter and safer crossings, and also increase the space 
for street furnishings and pedestrian activity. Also called bulb-outs, bump-outs, 
neckdowns; curb extensions can be located at intersections, or along roadways at mid-
block crossings or transit stops. Curb extensions have several benefits, including 
slowing down traffic and improving visibility for all uses groups. Pedestrians are able to 
more easily view oncoming traffic beyond what is typically blocked by on-street 
parking, and the presence of pedestrians is more apparent to traveling motorists. The 
two main types of curb extensions, and their design considerations, are described on 
the following page. 

 

Providing separate curb ramps for each crossing ensures that individuals with visual 
impairments are directly oriented towards the crosswalk when entering the roadway.  

Source: Rutgers Center for Advanced Infrastructure & Transportation 
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» The most conventional curb extension is located at an intersection with a 
pedestrian crossing. In addition to reducing pedestrian crossing lengths and 

improving visibility, these curb 
extensions can help to define on-
street parking limits, and reduce 
curb radii; thus reducing vehicular 
speed during turning movements. 
The width of a curb extension at an 
intersection is typically no greater 
than 6 feet wider than the curb 
itself, and should not extend past 
the on-street parking markings. 
Turning requirements for larger 
vehicles should be considered when 
being implemented. Street 
furniture and landscaping should 

not be implemented within the curb extension if it restricts visibility for the 
pedestrian or driver.  

» Mid-block curb extensions are used for a variety of purposes; including for 
mid-block crossings, transit stops, and for general traffic calming. Signage 

and/or beacons should be implemented 
to alert drivers of the narrowing of the 
roadway and the presence of crossing 
pedestrians. When possible, edge 
objects should be placed around curb 
extensions when painted (not raised), 
to define the boundary of the 
pedestrian space. Curb extensions at 
transit stops (also known as bus bulbs), 
should be at least as long as a typical 
bus servicing the route, and should 
allow for ample space for individuals 
with wheelchairs or other physical 
impediments to navigate easily. Where 
bike lanes are present, cut-throughs for 
bicyclists may be installed within the 
curb extensions.  

»  An example of a mid-block curb extension called a pinchpoint.      
Source: NACTO 

Curb extensions can help define the 
edge of on-street parking and provide 
areas for landscaping.    Source: NACTO 
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4.2.1.4. Mid-Block Crossings 

Intersections are generally the best and most direct place for pedestrians to cross a 
roadway and are the most common pedestrian crossing locations. Still, more than 70 
percent of pedestrian fatalities occur away from intersections, so it is critical to design 
mid-block crossings that both increase drivers’ awareness of the crossing and 
expectation of encountering pedestrians and encourage pedestrians to cross in the 
designated location.  

There are several important design considerations for midblock crossings:  

» Make the crossing location convenient for pedestrians - Midblock 
crossings must be placed in convenient locations to encourage pedestrians 
to use them rather than other, more convenient, unmarked midblock 
locations.  

» Make pedestrians aware of the opportunity to cross - Auditory and tactile 
information should be provided for pedestrians with visual impairments since 
clues present at an intersection crossing are not always available at a 
midblock crossing.  

» Make drivers and pedestrians aware of their responsibilities and 
obligations at the crossing - Use MUTCD guidance to establish a legal 
crossing. Vehicle approach, pedestrian approach, and traffic control design 
should provide pedestrians with clear messages about when to cross and 
drivers about where to yield. 

» Make drivers aware of the crossing as they approach it - Drivers should be 
warned of the pedestrian crossing in advance of the crossing location, and 
the midblock crossing should be highly visible to approaching drivers. 
Drivers should have clear lines of sight to the crossing so that pedestrians at 
the crossing are visible.  

 
Source: Michigan Complete Streets Coalition 
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Pedestrian Approach 

The pedestrian approach design should accomplish the following:  

» Encourage pedestrians to cross at the marked crossing. The approach design 
should discourage pedestrians from crossing away from the marked crossing. 
The path to the crossing should be as direct and easy to navigate as possible. 

» Keep pedestrians visible to approaching drivers and oncoming vehicles 
visible to pedestrians. Pedestrian furniture, traffic control devices, planters, 
and other objects should be located so they do not block pedestrians from 
the sight of approaching drivers.  

» In areas with high volumes of pedestrians, there should be sufficient space 
for pedestrians to queue as they wait for an appropriate time to cross. 
Pedestrian storage should be designed to prevent crowds of pedestrians 
from spilling onto the roadway.  

Motorist Approach 

Care should be taken to avoid locations where horizontal or vertical alignment of the 
roadway limit drivers’ sight distance, view of the pedestrian approach to the crossing, 
or view of the crossing itself. Consideration should be given to how trees, shrubs, poles, 
signs, and other objects along the roadside might limit a driver’s view of the crossing. 
On-street parking should be prohibited near the crossing, since a pedestrian who steps 

out into the road between parked cars can 
be blocked from the view of oncoming 
drivers.  

Signing and markings on and along the 
motor vehicle approach to a midblock 
crossing should be designed in such a way as 
to enhance the visibility of the crossing. 
Refer to the AASHTO Guide for the 
Development of Bicycle Facilities for 
examples of midblock control treatments 
for shared use paths.  

Traffic calming devices and other measures 
to prevent high vehicle speeds should be 
considered along routes with midblock 
pedestrian crossings.  

 

MORE THAN 80% OF 
PEDESTRIANS DIE WHEN 

STRUCK BY VEHICLES 
TRAVELING AT GREATER THAN 

40 MPH VERSUS LESS THAN 10% 
WHEN CARS ARE TRAVELING AT 

20 MPH OR SLOWER. 
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4.2.1.5. Bicycle Boxes 

A bicycle box is a dedicated space for bicyclists to wait at a signalized or stop-control 
intersection, typically placed at the front of one or two traffic lanes. These boxes 
improve the visibility of bicyclists for drivers waiting the intersection, and reduces the 
risk of drivers making turning movements conflicting with bicyclists going straight by 
placing the bicyclist ahead of these vehicles. By being in front of traffic, bicyclists are 
able to quickly clear the intersection and minimize conflicts to other traffic. The bike 
box should be about 10-20 feet deep, and painted green with bicyclist markings to 
clearly indicate its role. A stop line should be located behind the box, and “No Turn on 
Red” signage should be implemented to discourage vehicle encroachment. 

 

 

 

 

 

 

 

 

 

 

Source: NACTO 

4.2.2. Signals & Beacons 

4.2.2.1. Pedestrian Countdown 

The most conventional type of non-motorist signal is the pedestrian countdown, 
found at pedestrian height at signalized intersections. The signal uses the standard 
WALK sign, followed by a flashing hand and a countdown feature that indicates to 
pedestrians how long they have to complete their crossing. MUCTD requires the use 
of a countdown message at all newly installed pedestrian signals.  These signals may be 
enhanced with audio messaging indicating when and where crossing is allowed to 
accommodate visually impaired pedestrians. Such signals may be on fixed-time 
schedules, or include a pushbutton feature to trigger the signal; which should be 
accessible by individuals of varying abilities. The walk signal should be at least seven 
seconds, and the flashing countdown’s length should be determined based on the time 
it takes to travel the intersection at a walking speed of 3.5 feet per second. 
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4.2.2.2. Bicycle Detection  

Traffic signals can be configured to respond to the presence of a bicyclist, either 
through a bicyclist pushing a button, or through detection through video or inductive 
loops in the pavement. This may trigger the vehicular traffic signals or specific bicycle-
specific signals to turn green, or increase the green signal when a bicyclist is present 
to ensure that they can easily clear the intersection within the designated time. The 
installation of bicycle detection can also promote adherence to traffic laws by 
bicyclists, and reduce instances of bicyclists running red lights.  

4.2.2.3. Leading Pedestrian Intervals (LPI) 

A LPI is a way of phasing signals that allows for pedestrians to enter a crosswalk several 
seconds before the opposite approach’s signal turns green. This allows for pedestrians 
to made headway into the intersection, improving their visibility for vehicles 
potentially turning left onto the roadway. This is an appropriate treatment for 
intersections where turning movements are prevalent, and is a cost effective solution 
to improve visibility of pedestrians and reduce conflict.  

4.2.2.4. Rectangular Rapid Flashing Beacons (RRFB) 

RRFBs are pedestrian signals used at uncontrolled, often mid-block, pedestrian 
crossings. They are also often used for trail crossings. The system includes typical 
pedestrian crossing signage, in addition to two rectangular LED lights attached to both 
sign posts that flash brightly when actuated by a pedestrian seeking to cross. The 
purpose of RRFBs is to enhance the visibility of pedestrians crossing. RRFBs are not 
used in tandem with stop signs or traffic signals, but yield signs or stop pavement 
markings may be used in advance of the crosswalk.  

Source: Texas A&M Transportation Institute 
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4.2.2.5. High-Intensity Activated crossWalK beacon (HAWK) 

A HAWK, also known as a hybrid beacon, is a signal 
head with two red signals over a single yellow signal 
that is installed over a major street. The purpose of 
these beacons is to allow dedicated pedestrian and 
bicyclist crossing time across a major street at an 
intersection with a minor street where a 
conventional traffic signal is not warranted. They can 
also be used at mid-block crossing locations. A 
pedestrian and/or bicyclist signal is also installed on 
the minor street or trail facility, with a button for 
users to actuate the HAWK. Once pressed, the 
beacon flashes yellow to indicate to drivers to 
prepare to stop, turns steady yellow, and then both 
red signals are activated to indicate that pedestrians 
and bicyclists are crossing, and vehicles must stop. 
Following the crossing period, the red signals then 
alternate flashing red to indicate that vehicles should 
stop, and then proceed when the crosswalk is clear. 
Appropriate timing for the various phases of the 
signal should be determined based on the required 
crossing times for pedestrians and/or bicyclists.  

 

4.2.3. Streetscape Improvements 

4.2.3.1. Paving Materials 

Altering paving materials, either through color or material, can help enhance visibility 
and delineate dedicated travel lanes for bicyclists and pedestrians. For instance, 
painting bike lanes green is a typical treatment that alerts both motorists and bicyclists 
of the presence of such facilities. Another example is the use of pavers or other 
materials for crosswalks. However, the texture of the material should be considered 
for bicyclists, who may find it uncomfortable or noisy to travel on certain surfaces 
such as cobblestone; and for pedestrians, ensuring that the material is slip resistant 
(especially during periods of rain). Concrete is the preferred surface for walking, but 
can be colored or stamped to create visual separation from the vehicular travel lanes. 

Instructions for using a HAWK signal     Source: City of Phoenix 
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In addition to the benefit of increased 
awareness and visibility; differing pavement 
materials can enhance the aesthetic quality 
of the streetscape and create a more inviting 
atmosphere for pedestrian and bicyclists.  

Source: Pavement Surface Coatings 

 

 

4.2.3.2. Lane Narrowing 

Creating narrower lanes, particularly within the City of Watertown and the Village 
centers throughout the MPO can help to reduce vehicular speeds and the potential 
for conflicts. This creates additional space within the ROW to utilize for pedestrian 
and bicyclist facilities, public gathering spaces, and green infrastructure. Historically, 
lane widths of 12-13” have been implemented throughout the Country to provide a 
wide buffer for drivers. However, research suggests that 11” lanes accommodate trucks 
and emergency vehicles with no issues; and 10” lanes are favorable for urban areas. 
Wider traffic lanes are shown to be correlated with higher vehicle speeds, as shown in 
the chart below. Therefore, in areas of high concentration of non-motorist activity, it 
may be appropriate to reduce lane widths in order to slow vehicles down and improve 
safety for all transportation user groups. 

 

  Source: Fitzpatrick, Pay, Paul Carlosn, Marcus Brewer, and Mark Wooldridge. 2000. “Design Factors That Affect Driver 
Speed on Suburban Streets.” Transportation Research Board.  
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4.2.3.3. Raised Medians & Pedestrian Refuge Islands 

Another tactic for reducing vehicular lane widths, as well improving pedestrian safety 
is the installation of center medians or pedestrian refuge islands. Medians and refuge 
islands separate the opposing directions of traffic, and allow for pedestrians to cross 
halfway across the street, and find a safe location to rest or wait while traffic clears 
before completing the crossing. The reduction of crossing distances that a median or 
island can provide is particularly beneficial for those with mobility issues, who may 
have difficultly traveling the entire length of a crosswalk in the dedicated time given. 
Visibility of crossing pedestrians is also enhanced for drivers. Trees or landscaping 
planted in a raised median can contribute to traffic calming and the visual quality of 
the streetscape, but must not impede visibility for pedestrians or drivers. Turning 
movements must be taken into consideration when installing medians, as they restrict 
driver’s ability to make left hand turns onto adjacent roadways or driveways. However, 
this may be desirable from an access management standpoint, as discussed in Section 
4.2.4. Raised medians are most appropriate for high volume roadways, and where 
pedestrian crossing exist, pedestrian refuges should be implemented. It is 
recommended by FHWA that medians be at least 4 feet wide (8 feet being 
preferable).  

 

 

 

 

 

 

 

 

   Source: NACTO 

4.2.3.4. Speed Humps  

Speed humps are vertical traffic control measures that help to promote speed 
reduction. They are typically 4 inches high at their center, and extend across the 
entire width of the roadway. Varying lengths of the speed humps allowing for varying 
speeds, as presented in the table below: 
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Speed Hump Length Design Speed Range 
12 feet 15-20 MPH 
14 feet 20-25 MPH 
22 feet 25-30 MPH 

The use of a roadway by emergency services as a primary route should be considered 
prior to implementation of speed humps. The use of pavement markings and signage 
can help alert drivers of the presence of speed humps. An alternative design are speed 
cushions, which function similarly to speed humps, but have cut outs for wheels or 
large vehicles to pass without having to travel over the hump. Additionally, speed 
tables function similarly, but have a flat top, and are often combined with pedestrian 
crossings (also known as raised crossings).  

4.2.3.5. Street Trees & Landscaping 

Street trees and landscaping create a narrowing effect along a roadway, and present 
“visual clutter” for drivers, requiring them to slow down to confidently navigate the 
road. Furthermore, landscaping provides an attractive environment for pedestrians 
and bicyclists to travel and gather; and provide crucial shading during warmer months. 
Typically, landscaping acts as a buffer between the street and a sidewalk. Maintenance 
for the upkeep of landscaping should be considered, and the use of native species can 
help reduce watering and pruning requirements. Landscaping can also be design such 
that it acts a green infrastructure within the streetscape; reducing stormwater runoff.   

4.2.3.6. On-Street Parking 

The presence of on-street parking can help to narrow a street, as well as provide a 
buffer between moving traffic and pedestrians. However, on-street parking can also 
block visibility for crossing pedestrians and oncoming traffic. Therefore, curb 
extensions should be implemented at the edges of on street parking where pedestrian 
crossings exist. Furthermore, parking should be restricted within 20 feet of either side 
of a crossing. Research shows that back-in diagonal parking is the preferred layout of 
on-street parking for pedestrian-friendly environments; as it allows drivers to pull out 
with full visibility of the roadway, and allows for an open door to direct passengers to 
the sidewalk (particularly for children). Furthermore, providing on-street parking 
reduces the need for surface parking lots, which detract from the walkability of a 
streetscape.  
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4.2.4. Access Management Strategies 

The number of curb cuts that a roadway has can play a significant role in how it functions, as it 
determines the frequency of vehicles turning off and onto the corridor to access businesses 
and residential development. Therefore, it is crucial for any community to proactively consider 
this, and develop a strategy to reduce the number of access points and appropriately locate 
those which are created. This section provides a toolbox of access management strategy that 
the communities of the MPO can employ to ensure that the major commercial corridors of 
the region are safe while providing efficient access to adjacent land uses.  

The purpose of developing an access management strategy is to create an approach to 
development that can be implemented over time and across municipal boundaries to make the 
roadway network safer and more efficient for all users. This strategy intends to enhance the 
character of roadways while encouraging appropriate development patterns that enhance the 
quality of life for residents, business owners, and drivers. It accomplishes this through a series 
of mitigation strategies that directs turning movements in a way that reduces conflict points 
between motorists as well as pedestrian and bicyclists.  

According to the National Highway Institute (NHI), “an effective access management 
program can reduce crashes as much as 50%, increase roadway capacity by 23 to 45%, and 
reduce travel time and delay as much as 40 to 60%.” In order to be successful, access 
management policies must be comprehensive and consider “land use management” to include 
the land that makes up the roadway and driveways, as well as the physical building development 
adjacent to roadways.  

4.2.4.1. Shared 
Driveways 

Access points should be 
shared between adjacent 
parcels where possible to 
reduce conflicting turning 
movements. This can be 
implemented for both 
commercial and residential 
development, and should be 
encouraged through local 
zoning codes. 

Source: Wisconsin DOT 

 



WJ C TC  BI CY CLE  P E DE S TRI A N  CON N E CTI V I TY  S TU DY  
 

PAGE  57  

4.2.4.2. Placement & Number of Driveways 

The number of access points for any one parcel should be restricted, and access points 
should be encouraged to be placed off of intersecting roads where possible.  

4.2.4.3. Driveway Spacing 

The best spacing between driveways along a roadway cannot be precisely determined, 
but best practices suggest that driveway spacing should be between 300’-700’ apart; 

depending on operating speed and other traffic 
considerations. It is recommended that increased spacing 
requirements should be implemented in conjunction with 
driveway sharing to reduce conflict points. According to 
NYSDOT,  

 “Achieving  desirable  spacing  is particularly  important  on  
congested  highways  with  existing  or  emerging  commercial  
and  retail  development.  It  may  be  impractical  to  achieve  
desired  spacing  due  to  limited  lot  frontages,  existing  
driveways  and  site  constraints;  nonetheless,  efforts  should  

be  made  to  improve driveway spacing even if the desired 
values cannot be attained.”  

4.2.4.4. Non-Traversable Medians 

Where frequent collisions occur due to left hand turns into driveways, restricting left 
turn movements through the installation of a non-traversable median should be 
considered. This will help encourage drivers to make left turns at dedicated locations; 
and can be used to direct vehicles to the next intersection, where they can perform a 
U-turn and access the driveway with a right turn movement. Conversely, left turns 
out of a driveways onto the main roadway can also be restricted, and directed to the 
nearest intersection where the motorist can make a U-turn to continue along the 
roadway in the desired direction (depicted at right). Location-specific engineering 
reviews would be required to be performed to consider traffic volumes, right-of way 
width, and potential impacts.  

4.2.4.5. Alignment of Access Points 

To further reduce conflict points, intersections and driveways should be located across 
from each other where possible, and aligned at a 90 degree angle to improve visibility 
for all roadway users. 

Source: MODOT 
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4.3. Policy & Regulatory Recommendations 
The policies and regulations contained within local codes have significant ramifications for the design 
and functionality of the MPO's physical environment, including the transportation network. Local 
codes, and in particular zoning codes, can provide supportive language for the provision of appropriate 
pedestrian and bicycle accommodations within the private realm and help create regulatory 
requirements that will implement the MPO's vision of a more robust active transportation network. 
Contained within this section are several policy best practices that the MPO should encourage its 
communities to consider and adopt in order to realize increased multi-modal connectivity in the region. 

4.3.1. Complete Streets Policies 

In 2011, New York State 
enacted the Complete 
Streets Act; requiring 
government entities within 
the State to consider all 
modes of transportation when 
utilizing state and federal 
funding for transportation 
projects. While transportation 
projects that are 100% locally 
funded are not subject to this 
Act, many municipalities and 

counties within the state have 
adopted Complete Streets Policies that ensure that the State’s vision of a more connected, 
inclusive transportation network is reflected in all transportation projects. The purpose of these 
local policies is to provide guidance for local review boards and decision makers to ensure that 
complete street considerations are being taken into account with community development 
projects. This may include identifying scenarios in which complete streets design standards 
must be considered when reviewing applications for site plan approval, subdivision, special use 
permits, or other pertinent review processes. The design standards to be referenced may be 
based on national or regional standards and documents, or may be locally developed.  

Currently, only the City of Watertown has an adopted a Complete Streets Policy within the 
MPO planning area. It is recommended that the other municipalities within the WJCTC area 
consider implementing their own policies to further the WJCTC’s vision of a more connected 
region. Specifically, the Village of Carthage identified this goal during a healthy community 
design workshop session in 2018, and should consider implementation moving forward.  

Source: Smart Growth America 
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4.3.2. Site Plan Review 

As part of a community’s site plan approval process, language can be added to their local zoning 
code to reflect the values of connected bicycle and pedestrian networks. This may come in the 
form of including components for review boards to consider when reviewing applications. 
Bicycle site design considerations could include: 

» Bicycle circulation patterns shielded and separated from vehicular patterns. 
» Designated bicycle parking racks or other structures provided at building 

entrances. 
» Additional bicycle accommodations, such as bicycle lockers or shared 

bicycle services. 
» Safe, convenient, and efficient bicycle circulation patterns provided 

between structures in a multiple structure development 
Pedestrian accommodations that may be important to consider may include: 

» Sidewalks constructed to provide access from principal building entrances to 
the sidewalk system.  

» Curbed sidewalks located along the building frontage to provide separation 
between pedestrians and vehicles. 

» Sidewalks that traverse parking lot medians and islands to permit safe and 
efficient pedestrian travel from parked vehicles to building entrances. 

» Designated crosswalks located between primary building entrances and exits 
as well as parking facilities. 

Outside of specific bicycle 
and pedestrian 
accommodations, site plan 
review processes should also 
encourage the development 
of dense, clustered mixed 
use activity centers when 
considering commercial 
development. This type of 
development will encourage 
and support increased 
bicycle and pedestrian 
activity.  

Designated Pedestrian Pathway in Off-Street Parking Area 
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4.3.3. Off Street Parking Requirements 

The layout of off street parking areas can be designed such that it separates bicycle, pedestrian, 
and vehicular movements when possible, and clearly identifies designated travel and parking 
zones for each user group. In order to reduce the traditional auto-oriented development 
patterns in the area, the presence and dominance of off-street parking areas in the visual 
landscape should be reduced where possible. This may be accomplished by adhering to the 
following principles: 

» Parking areas should be located to the rear of structures whenever possible. 
» If parking areas must be located in the front or side yard, adequate 

screening should be utilized. 
» Sites proposed with multiple structures are encouraged to share parking  

areas and driveway access (see access management recommendations). 
» Parking areas should be designed to contain no more than 20 spaces in a 

row and 40 spaces in a “room.” Such rooms should be separated with a 
landscaped median no less than 8 feet in width (see graphic below). 

» At least one landscaped island no less than 8 feet in width should be 
provided for every 20 spaces. 

» Designated and purposeful pedestrian pathways should be provided 
connecting parking areas to entrances and the public sidewalk.  
 

Parking areas should be screened when located in the front or side yard of a lot. 
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4.3.4.  Subdivision Regulations 

Subdivision regulations are local ordinances that dictate the manner in which a singular lot is 
divided into multiple lots for sale. The most common application of this is when a developer is 
seeking to develop several residential units within an area, and purchases an undeveloped, 
large-scale lot in order to achieve this. Municipalities can dictate to what extent, and in what 
manner a lot is subdivided; as well as what infrastructure must be put in place. Therefore, this 
presents an opportunity to promote connectivity within a community by ensuring that the lot 
and roadway configuration supports multi-modal connectivity. One of the most significant 
ways in which this can be achieved is the requirement of a gridded road network with right-
angle intersections (as shown to the left in the graphic below). A gridded road network reduces 
travel distances and increases connectivity for all transportation users.  

 

Additionally, subdivision regulations can contain provisions that require the implantation of 
sidewalks or bicycle facilities when developing the road network. Lastly, conservation or cluster 
development can be utilized for encouraging access to open space, and reducing travel 
distances between lots. Conservation and/or cluster development encourages the 
development of smaller lot sizes, which in turn preserves open space and reduces infrastructure 
needs. Additionally, this has the added benefit of reducing the amount of roadway mileage 
within a subdivision, thus improving connectivity (see graphic below). 

Source: Better Town Toolkit 



  N E E DS  A S S E S S ME N T 

PAGE 62 

4.3.5. Non-Residential Design Standards 

While zoning districts help to regulate the use, scale, massing, and setback of buildings, they 
provide little direction to developers with the community’s expectations for architectural and 
environmental treatments or multi-modal connectivity and access. As mentioned previously, 
the site design of an area has significant implications for comfortability and accessibility for 
bicyclists and pedestrians. Therefore, the communities within the MPO may consider 
developing design standards for non-residential development in order to ensure desirable 
building design and development patterns. These standards, or guidelines, would help establish 
a consistent, desirable pattern for the character of development within designated non-
residential areas, and would seek to achieve objectives such as the following: 

» Create pedestrian-friendly buildings, sites, and streetscapes where residents 
and visitors will enjoy traveling to and spending time within. 

» Encourage the development of retail, offices, restaurants, and other 
permitted uses in close proximity of each other creating dynamic, dense 
activity centers that are easily traversable using many modes of travel. 

» Utilize good site planning techniques that provide visual interest and 
accommodate multi-modal travel such as varying building massing, 
emphasizing street corners, highlighting points of entry, and integrating site 
circulation and access between uses. 

» Require  that  future  private  development  positively  contribute  to  the  
public  realm  and  ensure  compatibility  with  surrounding  developments so 
as not to detract from the overall streetscape; creating attractive 
thoroughfares. 

4.3.6. Enforcement Policies 

Increasing enforcement of traffic violations as they pertain to bicyclists, pedestrians, and 
motorists alike, can help increase compliance and reduce the likelihood of dangerous actions. 
Law enforcement departments can take a leading role in improving public awareness of existing 
traffic laws and ordinances for motorists (e.g. obeying speed limits, yielding to pedestrians 
when turning, traffic signal compliance, and obeying drunk-driving laws) and pedestrians (e.g. 
crossing the street at legal crossings and obeying pedestrian signals). Many local law 
enforcement agencies have instituted annual pedestrian awareness weeks when they issue 
tickets to motorists who disregard pedestrian laws and warn pedestrians to follow the laws as 
well. 

Sporadic enforcement of bicyclist infractions will not result in significant improvements to 
bicyclist behavior and will likely result in resentment of law enforcement personnel. Those 
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behaviors to be targeted should be determined at the outset of the law enforcement campaign. 
The following behaviors should be targeted consistently: 

» Riding at night without lights; 
» Violating traffic signals; 
» Riding on sidewalks; and 
» Riding against traffic on the roadway. 

These four behaviors represent particularly hazardous behaviors which result in many crashes.  
Additionally, the enforcement of these behaviors is easy to justify to the public. When coupled 
with (and in fact preceded by) a large-scale education campaign, the public will often 
understand the importance of such enforcement activity.  

4.4. Wayfinding & Signage Recommendations 
Wayfinding and signage plays a critical role in enhancing bicycle and pedestrian connectivity by allowing 
these user groups to navigate easily throughout the City and the region as a whole and providing 
essential information. Wayfinding allows bicyclists and pedestrians to quickly orient themselves, 
understand where they are in the context of the larger community, and easily find their way to their 
destination. The communities within the MPO should collaborate on any wayfinding signage to create 
a cohesive system with easily interpretable messaging at key locations throughout the region. This has 
the additional benefit of creating a strong brand for the MPO’s bicycle and pedestrian systems. Other 
benefits for wayfinding programs include: 

» Informing users of their current location 
» Directing users to preferred routes 
» Providing distances and travel times to key locations 
» Promoting biking and walking and the region’s network 
» Improving accessibility 
» Alerting motorists of the presence of bicyclists and pedestrians 

There are three types of signage types to be considered for a comprehensive wayfinding system: 
confirmation signs, turn signs, and decision signs.  

Confirmation signs, as suggested by their name, are meant to indicate to a user 
that they are on a designated route or facility. These signs can include nearby 
destinations, as well as distance and time, but do not include arrows. These 
signs are typically placed at least every ½ mile along a dedicated route. 
Pavement markings can also act as confirmation signs, such as a bicycle icon 
painted within a bike lane. 

 

Source: NACTO 
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Turn signs are used to indicate a change in the designated route, typically from 
one street to another. Pavement markings can also be used as turn signage.  

Lastly, decision signage indicates the options of traveling in differing directions 
towards separate destinations. In this instance, destinations, travel times and 
distances, and arrows are all recommended to be used. These signs should be 
located in advance of junctions to allow the user ample time to make a decision 
for their preferred route.  

The types of destinations to be included in such a signage system can vary 
greatly, including but not limited to: 

» Other bicycle and pedestrian facilities 
» Commercial areas 
» Public transit stops  
» Schools 
» Civic destinations 
» Local parks and trail systems 

Below is an example of the three types of signs, and how they may be placed within a community: 

 

MUTCD standards for the application and placement of signs (Section 9B.01) and bicycle guide signs 
(Section 9B.20) should be following in the implantation of any wayfinding system. In addition, signs 
containing maps of the bicycle and pedestrian systems within the community can help users orient 
them at key locations.

Source: NACTO 

Source: NACTO 

Source: NACTO 
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CHAPTER 5: BLACK RIVER TRAIL 
(BRT) EXTENSION 

5.1. Background and Project Description 

5.1.1. BRT Phase I and Phase II 

The objective of this Chapter is to determine the feasible alternatives to extend the existing 
Black River Trail corridor from the Route 3 trailhead in the Village of Black River to Route 26. 
This includes an assessment of existing conditions, social economic and environmental impacts 
on the community resulting from the implementation of the proposed trail alternatives. The 
proposed trail consists of a 10 ft. wide asphalt paved surface for off-road trail segments, and 
on-road trail segments that will utilize a combination of existing infrastructure (i.e. sidewalks) 
and shared use pathways along the ROW. Due to the extents of the Black River Trail Extension 
corridor, the planning study was separated into two Phases. 

Phase 1 of the Black River Extension study focuses connecting the designated corridor from 
the Route 3 trailhead to the unofficial Route 971V trailhead adjacent to Fort Drum. Multiple 
alternatives have been developed including on-road and off-road options to meet the needs of 
the study. 

Phase 2 of the Black River Extension study utilizes the existing trail adjacent to Fort Drum 
connecting Route 971V to Route 26. Portions of this trail are currently maintained by the U.S. 
Department of Interior; the existing trail corridor follows the Black River shoreline offering 
opportunities for scenic overlooks and a natural setting.  

5.1.2. Goals and Need for BRT Extensions 

Currently, there is no designated or official trail connecting Route 3 to Route 26. The goal for 
extension is to provide a continuation of the existing Black River Trail connecting Fort Drum 
to the City of Watertown.  

The Black River Trail Extension project encourages safe and accessible pedestrian, bicyclist, 
and other non-motorized travel between the City of Watertown and Fort Drum via the Village 
of Black River while also providing a natural setting along the Black River. As part of the 
extensive Black River Trail system, this extension would add approximately 6 miles of trail to 
the system; generating more access for recreational activities including fishing, snowshoeing, 
and cross-country skiing for the greater Watertown area. Fort Drum would also benefit from 
the proposed trail extension for training purposes. Fort Drum, home of the U.S. Army 10th 
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Mountain Division, is constructing a museum dedicated to the 10th Mountain division which 
would accessible from the Route 26 terminus therefore encouraging more multi-modal travel 
to and from the museum. 

Off-road and sidewalk segments will be designed to have stable, slip resistant surfaces to 
ensure accessibility for the general public without limitations to disabilities. Sidewalks are to be 
constructed meeting current American with Disabilities Act (ADA) standards in regards to 
widths, grades and ADA compliant curb ramps where applicable. Off-road segments will also 
meet ADA and AASHTO standards for multi-modal trails with respect to widths, grades and 
cross slopes. In areas where the proposed trail utilizes the Route 3 ROW; signage, restriping, 
and traffic signal improvements will be implemented to ensure safety. 

5.2. Summary of Alternatives Evaluated 

5.2.1. Null Alternative 

A null alternative involves performing no action or work to the existing facilities and adjacent 
areas. Since there is no designated, or official trail connecting the Black River Trail trailhead 
on Route 3 and the unofficial trailhead on Route 26, this alternative does not meet the 
identified project goals and is not considered a feasible option. 

5.2.2. Alternative #2– Hybrid On/Off Road Adjacent to Route 3 & 
Route 971V 

The alternative that meets the project goals while providing a more natural setting is the hybrid 
on/off road option which follows Route 3 to Route 971V. The off-road segment will retain the 
existing Black River Trail typical section of a 10ft wide multi-use path with 2ft shoulders. On-
road segments will be designed as a separated shared use path along the ROW in certain 
locations, and utilize existing and proposed concrete sidewalks in others. Existing sidewalks that 
are in disrepair within the project corridor will be reconstructed. Specifically, Alternative #2 

can be separated into 4 proposed segments, described below and 
shown on Map 5.1 on the following page:  

» Segment A: Route 3 to Stewarts Shops On-Road: 
Pedestrians will use a newly constructed separated shared 
use pathway from the Black River trailhead to Stewarts 
Shops. Striping and signage will be implemented to alert 
motorists of non-motorized traffic presence ensuring a 
safe corridor for trail users. Modifications to the traffic 
signal at the intersection of Route 3 and South Main 
Street will be required.Shoulder area within Segment A 
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» Segment B: Stewarts Shops to Woodland 
Barracks Off-Road: The off-road segment begins 
at Stewarts shops and consists of 10ft asphalt paved 
shared use trail with 2ft shoulders. The majority of 
the trail will be constructed within NYS Parks, 
Recreation, and Historic Preservation Right-of-
Way; approximately 1,400ft of trail lies within 
National Grid Right-of-Way and utilizes the existing 
250ft utility access road to Route 3 which is 
privately owned. The proposed asphalt trail stops at 
the utility access road adjacent to the Woodland 
Barracks Motel on Route 3. 

» Segment C: Route 3 to Route 971V trailhead 
On-Road: Pedestrians will use a shared use 
pathway from the access road adjacent to Woodland 
Barracks Motel to the Route 971V intersection. 
Signage and striping will be installed to delineate the 
on-road trail extension. Modifications to the traffic 
signal at the intersection of Route 3 and Route 971V 
will be required. Existing sidewalks from the Route 
971V bridge over Black River to the Route 3 
intersection will be reconstructed to meet ADA 
compliance and new 5ft wide concrete sidewalks will 
be installed to have a continuous pedestrian walking 
path from the Route 3 intersection to the Route 
971V trailhead. 

» Segment D: Route 971V trailhead to Route 26 
Trailhead Off-Road: The off-road, 10ft wide 
asphalt paved shared use trail with 2ft shoulders 
continues from Route 971V trailhead to the Route 
26 trailhead utilizing National Grid Right-of- Way. 
There is currently an existing trail maintained by the 
U.S. Department of Interior that the proposed trail 
will mostly follow. Sections of the trail will waiver 
from the existing trail abutting Fort Drum Right-of-
Way to minimize encroachment. 

Typical Conditions of Utility Access Road 

Access Road adjacent to Woodland Barracks Motel 

Bridge over Route 971V 

Typical Conditions of Existing Trail along Segment D 
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5.2.3. Alternative #3B – On-Road Trail Extension via Maple Street 

This option will include improvements to on-road facilities as detailed in Alternative #2 from 
the Black River Trailhead to South Main Street including traffic signal improvements, signage, 
and striping. Alternative #3B extends north onto South Main Street to the Maple Street 
intersection and then proceeds east via Maple Street to the Route 971V trailhead. Existing 
sidewalks that are in disrepair or do not meet ADA compliance will be reconstructed as part of 
this Alternative. New sidewalks will be installed beginning at Public Works Drive and extending 
east to the intersection of Maple Street and Pearl Street Road. East of this intersection, 
pedestrians and bicyclists will use the existing Maple Street shoulder; signage and additional 
striping will be installed to provide users with safe access. Alternative #3B then uses the same 
trail alignment as Alternative #2 to connect Route 971V to the Route 26 trailhead, as shown 
in the images below as well as on Map 5.2 on the following page.  

Existing Sidewalk on South Main Street in the Village of Black River Intersection of North Main Street, Maple Street, and Leray Street. 

Existing Sidewalk on Maple Street looking east Typical Route 971V shoulder width looking east 
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5.2.4. Eliminated Alternatives 

This study evaluated a total of 5 alternatives and eliminated 3 from further analysis as they 
were deemed to not to conform with the Black River Trail Extension goals or faced opposition 
from property owners.  

» Alternative #1 crossed Route 3 and followed the Black River shoreline to South 
Main St, continued to East Remington Street before utilizing the same 
alignment as Alternative #2. This alternative faced heavy scrutiny from property 
owners and therefore eliminated as a viable option. 

» Alternative #3A followed the same Route as Alternative #3B up to the 
intersection of South Main Street & East Dexter Street; at this intersection, the 
trail headed east via East Dexter Street and continued as an off-road trail 
adjacent to the Black River. This trail also faced heavy scrutiny from property 
owners and therefore eliminated as a viable option. 

» Alternative #4 was a fully on-road option that utilized existing pavement 
shoulders extending from the Black River trailhead on Route 3 to the Route 26 
trailhead. This alternative does not compliment the intent or spirit of the existing 
Black River trail in regards to a natural and scenic setting which diverts 
pedestrians, bicyclists, and non-motorized traffic away from heavily traffic 
roads. Additionally it is anticipated that the occurrence of motor vehicle crashes 
involving pedestrians and bicyclists would increase due to an influx of pedestrian 
traffic. Due to safety concerns and lack of a natural aesthetically appealing 
setting, this alternative was eliminated as a viable option. 

Access to the River is one of the highest priorities of the MPO for future trail extensions. 
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5.3. Trail Design Criteria 
The Black River Trail Extension project will be designed to meet or exceed current standards and 
guidelines based on the following guidance: 

» American Association of State Highway and Transportation Officials (AASHTO) Guide for the 
Development of Bicycle Facilities 2012 

» American Association of State Highway and Transportation Officials (AASHTO) Guide for the 
Planning, Design, and Operation of Pedestrian Facilities 2004 

» FHWA’s Separated Bike Lane Planning and Design Guide 2015 

» Manual of Uniform Traffic Control Devices (MUTCD) 

» New York State Highway Design Manual 

Critical Design Elements for the Black River Trail Extension 

Element Standard Proposed Condition 

1 Minimum Design Speed 20 mph 20 mph 
2 Shared-Use Trail Minimum Width 10’ 10’ 
3 Shared-Use Trail Shoulder Width 2’ 2’ 
4 Maximum Grade 5% 5% 
5 Minimum Horizontal Radius 74’ 74’ 
6 Design Superelevation   
 (minimum) 1% 1% 
 (maximum) 2% 2% 
7 Stopping Site Distance 195’ 195’ 
8 Minimum Lateral Clearance 2’ 2’ 
9 Minimum Vertical Clearance 10’ 10’ 
10 Minimum Rail Height 42” 42” 
 
11 Pedestrian Accommodations 

In compliance with ADA 
guidelines and HDM 

Chapter 18 

In compliance with ADA 
guidelines and HDM 

Chapter 18 
    

5.4. Recommended Trail Alternative 
Black River Trail Extension Alternative #2 is the recommended alternative as it maintains the intent 
and spirit of an off-road based trail and meets the initial goals of this study. As previously stated in 
Section 5.2.2, Alternative #2 is a combination of on-road and off-road trail segments that provides 
users with a natural setting with multiple scenic overlook areas while connecting the existing Black River 
Trail trailhead on Route 3 to the unofficial trailhead on Route 26 in Great Bend. 
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5.4.1. Trail Alignment Overview 

The components of each phase of Alternative 2 is described in further detail below, and 
depicted on the alignment plans presented in Map 5.4 through Map 5.15. 

Phase I Current BRT Eastern Terminus to Informal Route 971V Trailhead 

As described in Section 5.2.2, Alternative 2 begins from the easting eastern Black River Trail 
trailhead, and follows Route 3 on the south side of the roadway, utilizing the existing ROW to 
create a shared use pathway. This on-road segment will consist of shared use pathway markings 
and signage to create a designated space for trail users. As shown in Map 5.4, this treatment 
continues from Station B 10+00 to B 30 +00 – about 0.5 miles. The trail would then cross 
Route 3 at the South Main Street intersection in the Village of Black River. It is recommended 
that ADA compliant curb ramps and pedestrian signals are installed at this intersection (Map 
5.5). Once the trail crosses Route 3, it quickly veers off-road; utilizing OPRHP property & 
National Grid ROW from Station B 45+00 to B 115+00 (Map 5.6 through Map 5.8). Within 
this off-road segment, retaining walls will be necessary to install between Station B 50+50 and 
B 51+50, as well as between B 59+00 and B 60+50. The trail then utilizes a driveway providing 
access to a sewer/water facility owned by the Town of Rutland. Then, the trail follows the 
Route 3 ROW to the Route 971V intersection, which is recommended to have the same 
improvements as the South Main Street intersection. (Map 5.9). From this intersection, the 
Trail follows along the east side of Route 971V, where existing sidewalks are located, and 
crosses the Black River and turns east into the informal trailhead area (Map 5.10). 

Phase II: Route 971V Trailhead to Route 26 Trailhead 

From the Route 971V trailhead, the entirety of Phase 2 utilizes the existing trail maintained 
by the Department of Defense. As shown on Maps 5.11-5.15, several retaining walls and railings 
are proposed within this phase for stability. A scenic overlook with visual access to the river is 
proposed near E50+64. Two drainage culverts are also recommended near stations E 50+00 
and E 75+00. Additionally, a pedestrian bridge will be required between E 98+00 and E 
104+00 due to issues with terrain. Another scenic overlook is proposed between E 119+00 
and 120+00, with two access pathways leading from each direction of the trail. This phase of 
Alternative 2 requires no roadway crossings, and is entirely off-road. The alignment ends at 
the existing trailhead on the west side of Route 26.  

5.4.2. Special Geometric Features 

Alternative #2 includes three scenic overlook areas that provide users with a refuge area to for 
photography, rest, and fishing opportunities. These areas are approximately 20ft in width and 
vary in length.
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5.4.3. Pedestrian and Bicycle Safety Considerations 

Primary safety issues identified as part of this study include trail access control, safety devices 
at road crossings and intersections, and off-road trail segments. 

To evaluate existing safety conditions throughout the proposed alternative corridors, a crash 
analysis was performed which specifically focused on crashes involving bicyclists and 
pedestrians. This analysis assists in determining the feasibility of the Black River Trail Extension 
along each proposed alternative corridor. Additionally, the analysis serves to recommend key 
roadway infrastructure improvements that could be implemented during the construction of 
the Black River Trail Extension project to increase pedestrian and bicyclist safety including but 
not limited to signage, striping, and pedestrian signal installations. The following corridors have 
been identified for a crash analysis review: 

» NY Route 3 from S. Main Street to Route 971V 

» S. Main street from NY Route 3 to Maple Street 

» Route 971V from NY Route 3 to Nash Boulevard 

» NY Route 26 from NY Route 3 to Munns Corner Road 

Crash data was provided by the New York State Department of Transportation (NYSDOT) 
for the most recent 3-year period (January 2018 to January 2021) to determine crash trends 
within the corridors. These trends help assess whether roadway characteristics or lack of 
infrastructure increases the probability of crash occurrences. Since the intent of this project 

One of the scenic vistas offered on the off-road portion of the preferred alternative 
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is to provide a shared use path for pedestrians and bicyclists, the analysis specifically focused 
on crashes involving non-motorist traffic. Crashes that do not involve non-motorist traffic 
were disregarded. The table below provides a summary of the calculated mainline crash rates 
in comparison to statewide average rates for similar facilities provided by the NYSDOT. 
Mainline highway crash rates are calculated as Crashes per Million Vehicle Miles (C/MVM). 

Based on the review of crash data and crash rate calculations of each corridor, there are no 
intersections or segments which present a safety issue that would impact the construction of 
the Black River Trail. However, with the anticipated increase of non-motorized volumes along 
on-road corridors for each alternative, and the occurrence of crashes involving pedestrians and 
bicyclists, safety improvements are recommended to be implemented as part of this project 
to prevent further occurrences. Installation of additional signage is recommended to alert 
motorists that there are pedestrians and bicyclists traveling along the ROW. Additionally, a 
buffer will separate the vehicular travel lanes and the shared use path. At all intersections with 
proposed pedestrian crossings, ADA approved detectable warning surfaces are required to 
delineate the pedestrian crossings. At signalized intersections, installing pedestrian signals with 
audible pushbuttons would also be a beneficial safety measure to allow pedestrians with 
designated crossing phases to prevent conflicts with vehicular traffic. Existing pedestrian 
accommodations such as sidewalks and curb ramps that are in disrepair or that do not meet 
ADA guidelines should be reconstructed as part of this project to provide a safe walking 
platform without tripping hazards that might influence pedestrians to enter the roadway to 
avoid such deteriorated areas. Where midblock crossings are proposed, advanced warning 
signage and pavement markings are recommend to provide a high visibility pedestrian crossing. 
Additional safety measures at midblock crossings may include the installation of rectangular 
rapid flashing beacons (RRFB) to aid in alerting motorists of pedestrian presence in the 
roadway. 

Mainline Crash Rate Comparison 

Segment 
Number 

of Crashes 

Actual 
Crash Rate 
(C/MVM) 

Statewide Avg. 
Crash Rate 
(C/MVM) 

NY Route 3 from S. Main Street to  
Route 971V 

2 0.21 3.5 

S. Main Street from NY Route 3 to  
Maple Street 

0 - 3.5 

Route 971V from NY Route 3 to  
Nash Boulevard 

0 - 3.5 

NY Route 26 from NY Route 3 to  
Munns Corner Road 

0 - 3.5 
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5.4.4. Trail Section 

The proposed Black River Trail is composed of a 10’-0” wide paved asphalt trail with 2’0” gravel 
shoulders, the trail will tie into existing grade at a maximum slope of 33%. In areas where tie in 
slopes exceed 33% retaining walls will be installed to minimize the amount of impact to 
surrounding areas.  

5.4.5. Trail Structures 

The proposed trail utilizes existing utility access and walking trails to minimize the amount of 
earthwork and disturbance caused during construction. However in order to meet current 
ADA, NYSDOT, and AASHTO guidelines, certain areas require retaining walls and pedestrian 
bridges to prevent the limits of work from entering adjacent properties, disturbing the Black 
River shoreline, and reducing the amount of disturbed area and costs associated with 
construction.  

Retaining walls will be constructed in such a way that its primary function is to serve as a 
structure to maintain proposed elevations and reduce the disturbance area, but will be 
aesthetically pleasing and retain the natural look of the adjacent area. In areas where retaining 
walls are to be constructed on the downward side of an existing slope, pedestrian railing will be 
installed to ensure pedestrian and bicyclist safety.  

Two pedestrian bridges are proposed on the Black 
River Trail Extension segment from route 971V to 
Route 26. Currently there is a collapsed wooden 
foot bridge over an existing stream that will need to 
be replaced with a structure that is more adequate 
to handle pedestrian and bicyclist traffic while 
being ADA compliant. The second pedestrian 
bridge will need to be installed due to the existing 
grade exceeding the maximum allowable slope and 
excessive disturbance limits which would encroach 
on the Fort Drum Right-of-Way. The pedestrian 
bridge will be ADA compliant with pedestrian 
railing allowing a raised view of the surrounding 

areas.  

 

 

Existing Stream Crossing on Trail 
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5.4.6. Drainage 

The proposed Alternative #2 alignment follows an existing utility trail from the Stewarts Shops 
parking lot to the Woodland Barracks on Route 3. Multiple areas between the Black River dam 
and where the trail converges with the Route 3 shoulder East of Stewarts Shops show signs of 
sewer drainage issues including ponding caused by runoff from Route 3, subsurface aquafers, 
and excessive trail use. To correct these measures, the utility trail will be graded to maintain 
positive drainage flows and trail shoulders will be modified to form swales and/or rotated to 
ensure proper drainage flows. To account for these grading measures, storm water drainage 
culvers and structures will be installed; culverts will be placed in areas where there is apparent 
subsurface aquifers whereas drainage structures are to be installed in areas with severe ponding 
to provide relief for runoff.  The Black River Extension segment from Route 971V to Route 
26 includes 2 additional culverts that will be installed to maintain existing runoff and/or streams 
flow uninterrupted after the construction of this project. At the completion of this project, 
the culverts are anticipated to have no negative impacts on the hydraulic performance of any 
existing streams or runoff flows. 

5.4.7. Hydrology 

A Hydrologic/Hydraulic analysis will be required to design and locate proposed culverts, 
drainage structures, and first pedestrian bridge between Route 971V and Route 26. The 
analysis will be in accordance with NYSDOT HDM Chapter 8 for 50-year design storm water 
runoff. 

Ponding occurring on the existing utility trail 
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5.4.8. Maintenance and Protection of Traffic for Construction 

Work Zone Traffic Control will be accomplished in accordance with NYSDOT HDM Chapter 
16, National Manual on Uniform Traffic Control Devices (NMUTCD) and NYSDOT Standard 
Sheets 619 series. Two way traffic will be maintained along adjacent roadways within the 
project corridor at all times. During work which involves closure of lanes or intersection 
improvements, flaggers will be required to maintain traffic through the work zone. At no time 
will overnight lane closures be permitted throughout the duration of this project. Pedestrian 
detours will be required during reconstruction of existing infrastructure; pedestrian traffic will 
be prohibited on trail segments where construction activities are taking place until the 
completion and final acceptance of the project.   

5.4.9. Utilities 

Existing utilities within the project corridor include National Grid transmission lines adjacent 
to Route 3 within the proposed trail limits, National Grid gas lines between Route 971V and 
Route 26 adjacent to proposed trail limits, overhead electric and telephone lines along Route 
3, and NYSDOT owned traffic signals at the intersection of Route 3 and South Main St and 
the intersection of Route 3 and Route 971V. 

It is anticipated that this project will require a utility permit from National Grid to perform 
work within their Right-of-Way. 

5.4.10. Right-of-Way 

The proposed trail will utilize four types of property with different ownership characteristics: 

» Public Property/Right-of-Way 

• State owned and Village/Town Streets – bicycle and pedestrian 
permitted use along roadway shoulders and existing sidewalks. 

• NYS Parks, Recreation and Historic Preservation Property – OPRHP 
supports the construction of the Black River Trail extension.  

» National Grid Property 

• Utility easements between South Main Street and Route 971V and 
between Route 971V and Route 26. 

• Will require additional license and/or permanent easements to 
construct and maintain proposed trail  
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• Section of existing trail from Route 971V to Route 26 currently 
maintained by U.S. Department of Interior 

» Private Property Owners 

• Section of existing access road from Route 971V to National Grid 
parcel 

• Section of proposed sidewalk extending existing sidewalk adjacent to 
Route 971V 

• Section of existing trail from Route 971V to Route 26 

» Fort Drum Property 

• Will require additional license and/or permanent easements to 
construct and maintain proposed trail 

• Section of existing trail encroaches property and extends near Fort 
Drum fencing 

• Proposed trail limits amount of encroachment and provides greater 
separation from Fort Drum fencing. 

As part of this Planning Study, Tax ID’s and property owners have been identified 
from which property acquisition may be necessary in order to construct the trail: 

ROW Acquisition Table 
Tax ID Owner Municipality Approx. Acreage Status 

14.00-4-16.1 NYSPRHP Village of Black River 1.71 License Agreement 
75.15-1-1 NYSPRHP Town of Rutland 0.96 License Agreement 
75.15-1-2 National Grid Town of Rutland 0.68 License Agreement 
75.15-1-9 LKM Holdings LLC Town of Rutland 0.07 License Agreement 

75.15-1-6 Private Landowner Town of Rutland 0.05 
Permanent 
Easement 

75.12-1-22 Private Landowner Town of Rutland 0.01 
Permanent 
Easement 

66.00-3-3 National Grid Town of Leray 6.68 License Agreement 

66.00-3-4 Private Landowner Town of Leray 0.07 
Permanent 
Easement 

66.00-3-1 Fort Drum Town of Leray 0.54 License Agreement 
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5.4.11.  Environmental & Historic Resources 

The proposed Alternative primarily aligns with existing utility and walking trails therefore the 
amount of clearing and tree removal required is minimal. Selective trees and shrubs will be 
removed in order to maximize safety and provide adequate vertical and horizontal clearances 
for the trail. Site enhancement features such as benches, signage, bollards, gates and bicycle 
racks will be installed at proposed scenic overlook locations, trail heads and other points of 
interest determined during the design phase of this project. 

Plantings and other landscape materials will be used concurrently with existing features to 
define boundaries and direct movement of pedestrians through public spaces and away from 
nearby homes, businesses, and Fort Drum properties. 

The Town of Rutland Cemetery is located approximately 70’ to the south of the proposed trail. 

5.4.12. Provisions for Pedestrians and Bicyclists 

The existing facility is considered a rustic/utility trail, an unimproved recreational facility, and 
does not provide ADA accessible use. The proposed Black River Trail Extension will be 
constructed as a shared use path in accordance with the Design Standards outlined in Section 
5.3 of this report and will provide ADA accessibility to pedestrians and bicyclists. All access 
points to the trail will be ADA accessible. All proposed roadway crossings for pedestrians and 
bicyclists will be located where adequate sight distance and gap in traffic is available to allow 
path users to safely cross the public roadway. Advanced warning signage of the proposed 
crossing will be provided. The project proposes to utilize a shared roadway crossing for both 
pedestrians and bicyclists. 

5.4.13. Trailhead Signage 

Formal trailheads will be established at both the informal trailheads at Route 971V and Route 
26. As mentioned above, these trailheads will be ADA accessible, and contain several 
amenities, potentially including but not limited to: 

» Paved parking area with striped parking spots 

» Trail map  

» Signage containing safety precautions and other pertinent information 

» Gateway features  

Renderings and concept plans of both the Route 971V and Route 26 trailheads are presented 
on the following page.  
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Route 971V Trailhead Concept Plan Route 26 Trailhead Concept Plan 

Route 971V Trailhead Rendering 

Route 26 Trailhead Rendering 
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5.4.14. Project Costs 

The table below details the estimated cost comparison between the two alternatives carried 
forward into the final evaluation as outlined previously – Alternative #2 and Alternative #3; 
Alterative #2/3 is applicable to both Alternatives and is Phase 2 of the trail extension project 
extending from Route 971V to Route 26. The components included within the cost estimates 
include the following: 

» Clearing and Grubbing – the cost to clear and/or grub vegetation within the 
limits of construction. 

» Excavation & Embankment – the cost includes all excavation and grading 
activities to achieve proposed design slopes and elevations, and shields and 
shoring. 

» Asphalt Trail Construction – The cost includes all items to construct the 
proposed asphalt trail including subbase, pavement courses, topsoil & turf 
establishment, tack coat, geotextile stabilization and temporary seed and mulch. 

» Concrete Sidewalk Construction – the cost includes all items to reconstruct 
existing sidewalks or install new sidewalks including concrete, subbase, and 
topsoil & turf establishment. 

» Retaining walls – the cost includes all items to install fill type retaining walls. 

» Intersection Improvements – the cost includes all modifications to existing 
signal cabinets at the intersection of Route 3 & South Main Street and the 
intersection of Route 3 & Route 971V. This line item also includes the cost of 
installing pedestrian signals, pull boxes, wiring and conduit. 

» Drainage – the cost to install drainage culverts and structures along off-road 
trail segments. 

» Pedestrian Bridge – the costs were determined based on previous trail projects 
which constructed pedestrian bridges. The cost includes the installation of 
structural steel, foundations, and all associated costs anticipated in the 
construction of pedestrian bridges. 

» Pedestrian railing – the cost to install pedestrian railing adjacent to areas with 
steep side slopes, bridges, or along waterfront areas at scenic overlook locations. 

» Signage – the cost to install shared use road and trail signage. 
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» Landscape Amenities – the cost of benches, trash receptacles and other 
landscape infrastructure at trailheads and scenic overlook areas. 

» Work Zone Traffic Control – the cost to maintain traffic around and through 
the project site during construction. This cost also includes flagging operations 
and intersection control when modifying traffic signal cabinets. 

» Survey – the cost for the contractor to survey the proposed trail alignment to 
meet proposed grades. 

Black River Trail Extension Planning Study 
Preliminary Cost Estimate 

 
Alternative 2 Off-

Road Hybrid 

Alternative 3 
On-Road via 
Maple Street 

Alternative #2/3 
Route 971V to 

Route 26 
Asphalt Trail Length 10,150’ - 13,450’ 
Bridge Length - - 500’ 
Sidewalk Length 2,830’ 7,070’ 0’ 
Clearing/Grubbing $15,000.00 $5,000.00 $20,000.00 
Excavation $186,000.00 $40,500.00 $324,000.00 
Embankment $47,500.00 - $132,500.00 
Asphalt Trail Construction $514,200.00 - $699,470.00 
Concrete Sidewalk Construction $125,000 $304,100 - 
Retaining Walls $76,600.00 - $1,698,500 
Intersection Improvements $84,390.00 $51,050.00 - 
Drainage $18,000.00 - $5,000.00 
Pedestrian Bridge - - $1,000,000.00 
Pedestrian Railing $390,000.00 - $480,000.00 
Signage $5,250.00 $3,300.00 $3,300.00 
Landscape Amenities $7,250.00 - $14,500.00 
Work Zone Traffic Control $20,000.00 $16,200.00 $10,000.00 
Survey $30,800.00 $8,100.00 $87,300.00 
Construction Subtotal $1,519,990.00 $428,250.00 $4,474,570.00 
Incidentals (10%) $151,999.00 $42,825.00 $447,457.00 
Subtotal 2 $1,671,989.00 $471,075.00 $4,922,027.00 
Field Change Payment (5%) $83,600 $23,554.00 $246,102.00 
Subtotal 3 $1,755,589.00 $494,629.00 $5,168,129.00 
Mobilization (4%) $70,225.00 $19,786.00 $206,726.00 
Subtotal 4 $1,825,814.00 $514,415.00 $5,374,855.00 
Contingency (20%) $365.163.00 $102,883.00 $1,074,977.00 
Total Project Costs $2,190,977.00 $617,298.00 $6,449,862.00 
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CHAPTER 6: CONCLUSION 
This Bicycle Pedestrian Connectivity Study helps chart a course toward a fully inclusive and accessible active 
transportation system for the region. The design guidance and recommendations will only be realized through a 
close working relationship between the County, MPO, and the local municipalities. The success of this Study 
also relies on the obtainment of appropriate funding, as well as the support of local residents and stakeholders 
who are passionate about biking and walking in their communities. Therefore, this Chapter outlines potential 

funding sources for potential 
bicyclist and pedestrian 
projects, as well as educational 
and outreach programs that the 
MPO can employ to raise 
awareness and excitement over 
a better connected, well-
utilized multi-modal 
transportation system both in 
the City of Watertown and the 
region as a whole. Furthermore, 
it is essential that any 
transportation project is 
considered through an equity 
lens to ensure that decision-
making is uplifting marginalized 
and underserved populations, 
rather than sustaining 
inequities in the WJCTC 
planning area.  

6.1. Potential Funding Sources 
The recommendations contained in this Study have a wide range of associated costs. This section 
identifies funding sources which can be used to provide monetary assistance for bicycle and pedestrian 
facilities and programs. Many of these funding sources are available on the federal level, as dictated in 
the new transportation legislation, Fixing America’s Surface Transportation Act, or the “FAST” Act. 
Many of these federal programs are administered by the New York State Department of 
Transportation (NYSDOT). Additionally, there are other state funding sources which can be used to 
help achieve the goals and objectives of this Study. Finally, a number of private funding sources exist 

Source: Black River Blueway 
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which can be used by local governments to implement bicycle and pedestrian-related programs. The 
following table includes many of these funding sources: 

Funding Source Eligible Projects Type 
Rebuilding American 
Infrastructure with 
Sustainability and 
Equity (RAISE) 

Bike parking/storage, bike lanes, bike reapir stations, bike 
share systems, non-motorist bridges, crosswalks, curb 
cuts/ramps, landscaping/streetscaping, bike & ped lighting, 
road diets, shared use paths, paved shoulders for bike & ped 
use, recreational trails, trailheads, trail facilities, sidewalks, 
signals, signage, signed bike & ped routes, traffic calming, 
trail crossings/tunnels, bike & ped overpasses/tunnels 

Federal 

Infrastructure For 
Rebuilding America 
(INFRA)* 

Federal 

Transportation 
Infrastructure Finance 
and Innovation Act 
(TIFIA) 

Federal 
 

FTA Capital Investment 
Grants Program 

Bike parking/storage, bike lanes, bike reapir stations, bike 
share systems, non-motorist bridges, crosswalks, curb 
cuts/ramps, landscaping/streetscaping, bike & ped lighting, 
road diets, shared use paths, sidewalks, signals, signage, 
signed bike & ped routes, traffic calming, ped & bike 
overpasses/tunnels, bicycle and pedestrian plans, bike & ped 
data collection, counting equipment, maps for bikes & peds 

Federal 

Congestion Mitigation 
and Air Quality 
Improvement (CMAQ) 
Program 

Bike parking/storage, bike lanes, bike repair stations, bike 
share systems, non-motorist bridges, crosswalks, curb 
cuts/ramps, maps for bikes & peds, shared use paths, paved 
shoulders for bike & ped use, sidewalks, signals, signage, 
signed bike & ped routes, training 

Federal 

Highway Safety 
Improvement Program 
(HSIP) 

Bicycle lanes on road, bridges/overcrossing for bikes & peds, 
crosswalks, curb cuts/ramps, counting equipment, bike & 
ped data collection, bike & ped lighting, paved shoulders for 
bike & ped use, road diets, road safety assessments (RSAs), 
shared use paths, sidewalks, signage, signals, traffic calming, 
trail bridges, trail crossings and intersections, training, 
tunnels/undercrossings for bikes & peds 

Federal 

National Highway 
Performance Program 
(NHPP) 

Bicycle lanes on road, bike parking, bike share systems, 
bridges/overcrossings for bikes & peds, crosswalks, curb 
cuts/ramps,counting equipment, bike & ped data collection, 
landscaping, bike & ped lighting, paved shoulders for bike & 
ped use, road diets, separated bike lanes, shared use paths, 
sidewalks, signage, signals, signed bike & ped routes,  traffic 

Federal 
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Funding Source Eligible Projects Type 
calming, trail bridges, trail crossings and intersections, 
tunnels/undercrossings for bikes & peds 

Surface Transportation 
Block Grant Program 
(STBG) 

ADA self-evaluations or transition plans, bike & ped plans, 
bike helmets, bike lanes on road, bike repair stations, bike 
share systems, non-motorist bridges, bike & ped coordinator 
positions, crosswalks, curb cuts/ramps counting equipment, 
bike & ped data collection, landscaping, bike & ped lighting, 
bike & ped maps, paved shoulders for bike & ped use, 
recreational trails, road diets, road safety assessments 
(RSAs), safety education & awareness programming, safety 
education positions, safety enforcement, separated bicycle 
lanes, shared use paths, sidewalks, signage, signals, traffic 
calming, trail bridges, trail construction & maintenance 
equipment, trail crossings, trailheads & amenities, training, 
tunnels/undercrossings for bikes & peds 

Federal 

Transportation 
Alternatives (TA) 

ADA self-evaluations or transition plans, bike & ped plans, 
bike helmets, bike lanes on road, bike repair stations, bike 
share systems, non-motorist bridges, bike & ped coordinator 
positions, crosswalks, curb cuts/ramps counting equipment, 
bike & ped data collection, landscaping, bike & ped lighting, 
bike & ped maps, paved shoulders for bike & ped use, 
recreational trails, road diets, road safety assessments 
(RSAs), safety education & awareness programming, safety 
education positions, safety enforcement, separated bicycle 
lanes, shared use paths, sidewalks, signage, signals, traffic 
calming, trail bridges, trail construction & maintenance 
equipment, trail crossings, trailheads & amenities, training, 
tunnels/undercrossings for bikes & peds 

Federal 

Recreational Trails 
Program (RTP) 

ADA self-evaluations or transition plans, bike parking, 
crosswalks, curb cuts/ramps, counting equipment, bike & 
ped data collection, bike & ped lighting, bike & ped maps, 
paved shoulders for bike & ped use, pedestrian plans, shared 
use paths, sidewalks, trail bridges, trail construction & 
maintenance equipment, trail crossings, trailheads & 
amenities, training, tunnels/undercrossings for bikes & peds 

Federal 

State and Community 
Highway Safety Grants* 

Bike helmets, safety & education programming, safety 
education positions, safety enforcement, training 

Federal 

Section 405 National 
Priority Safety 
Program* 

Safety & education programming, safety enforcement, 
training for law enforcement on bike & ped safety laws 

Federal 
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* Eligible, but not competitive unless part of a larger project.
Funding Source Eligible Projects Type 
CHIPS (Consolidated 
Local, State, and 
Highway 
Improvement Program) 

Construction and repair of highways, bridges, highway-
railroad crossings, and other facilities that are not on the 
State highway system, which may include bicycle & 
pedestrian facilities. 

State 

Local Waterfront 
Revitalization Program 
(LWRP) 

Municipalities with an approved LWRP are eligible for 
implementation funds, which may be used for pedestrian 
walkways, streetscape improvements, sidewalks, bike lanes, 
shared use trails, crosswalks, pedestrian safety 
enhancements, signage, lighting, street trees, benches, 
planters, bike racks, landscaping, and other bike & ped 
amenities in pursuit of the implementation of the LWRP. 

State 

Green Innovation Grant 
Program GIGP 

Projects that improve water quality and demonstrate green 
stormwater infrastructure (GI) in New York State; which 
may include streetscape projects with GI components 

State 

Environmental 
Protection 
Fund Grant Program 
for Parks, Preservation 
and Heritage (EPF) – 
Parks Program 

Playgrounds, courts, rinks, community gardens, and facilities 
for swimming, boating, picnicking, hunting, fishing, camping 
or other recreational activities. 

State 

People for Bikes 
Bike paths, lanes, trails, and bridges; mountain bike facilities; 
bike parks and pump tracks; BMX facilities, bike racks, bike 
repair stations, bike storage, bike advocacy programs 

Private 

National Trails Fund 
Hiking trails, multi-use trails, projects that will result in ease 
of access for hikers, projects that promote community 
building surrounding trail projects. 

Private 

Robert Wood Johnson 
Foundation 

Various Private 

The Conservation 
Alliance Fund 

Land conservation Private 

6.2. Education & Encouragement 
To assist in creating an effective, safe bicycle and pedestrian network, outreach and education will be 
necessary to promote the use of non-motorized transportation options and to inform residents and 
stakeholders of the appropriate manner to operate within active transportation facilities. Educating 
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roadway users about the rules of the road and safe bicycling and walking behavior is essential, while at 
the same time, encouraging more people to get outside and walk and ride their bikes.  

The 1999 version of AASHTO’s Guide for the Development of Bicycle Facilities recommended that 
an education plan address the following four groups: 

» Young bicyclists;
» Adult bicyclists;
» Parents of young bicyclists; and
» Motorists.

This Plan recommends that the following groups be addressed as well: 

» Senior pedestrians and bicyclists;
» Low income pedestrians and bicyclists;
» Visiting pedestrians and bicyclists; and
» School-age pedestrians and bicyclists.

6.2.1. Informational Material Elements 

It is important to make sure each group is addressed in multiple and suitable ways. For example, 
programs for young bicyclists should use age-appropriate curriculum and age-friendly 
language to explain concepts and issues. In addition, language barriers should be considered as 
educational materials are developed.  

One of the key things to keep in mind 
when planning outreach and 
education efforts is not to “reinvent 
the wheel”. Many successful 
programs, campaigns and resources 
are available. There are many national 
resources, such as materials provided 
by FHWA and the League of 
American Bicyclists. Other 
communities throughout the U.S. 
and Canada have also already 
developed tools that can be adapted 
and modified for the region. This 
adaptation is important in order to 
effectively localize the educational 

campaigns. Locally created campaigns that include materials with a local feel have been shown 
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to have a more noticeable influence on motorist and bicyclist behaviors than generic FHWA-
produced materials. 

Bike and pedestrian education and outreach are vitally important in light of the growing 
number of distractions that motorists, pedestrians, and bicyclists face while traveling. The use 
of cell phones while operating a vehicle, bicycling, and driving has often been recognized as just 
as dangerous of an activity as drunk driving (Strayer et al, 2006). Fortunately, the number of 
fatal distracted-affected crashes has decreased between 2015-2016, but distraction-affected 
crashes still account for 9% of total fatal crashes in the US (NHTSA, 2019). Current trends, 
such as this, are important factors in designing bicycle/pedestrian safety, education and 
outreach programs. The framework for these recommendations was crafted with all this in 
mind. 

6.2.2. Develop Partnerships and Leverage Existing Resources 

Connect partners to maximize the effectiveness of existing resources, programs, and materials. 
Some examples of education and outreach programs are suggested here: 

» Create bicycling events, locate volunteers for bicycle rodeos and bicycle repair 
programs, and distribute information about 
bicycling to young adults in the region in 
coordination with regional organizations. 

» Coordinate with local school districts on
projects such as bike safety and
maintenance workshops, bike fix-it stations
at schools, or field trips related to active
transportation.

» Support the creation of Walking School
Bus Programs. A Walking School Bus is a
parent guided walking route with specific
stops at specific times. Walking School Bus 
routes help families who live nearby to feel
confident about letting their kids walk to
school.

» Learn from successful outreach and education examples in other active
transportation-friendly communities. Many successful programs, campaigns
and resources are already available. Other communities throughout the U.S.
and Canada have already developed tools that can be adapted and modified for
use by the communities in the MPO area.

Source: newdream.org 
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» Recognize those who commute by bike and encourage people to become new
bicycle commuters or increase their trips by bike during the season when the
weather is improving through National Bike Month in May. This program features a
month long calendar of events offering organized rides for different ages and
abilities, bike-handling skills and maintenance workshops, and a Bike to Work Day
Commuter Challenge. The program is most successful when led by a community
based organization with financial support from local government and the greater
business community.

» Create a team of at least two bicyclist ambassadors encourages an increase in
bicycling by engaging the general public to answer questions about bicycling and
teaching bicycle skills and rules of the road. Ambassadors attend community-based
events throughout peak cycling season to offer helmet fits, route planning, bike
rodeos and commuting 101 workshops. Community members also may request an
appearance by a team of ambassadors at businesses, schools or a conflict zone
location along the bikeway system.

» Create a bike light campaign.  Fall is a good time
of year to remind cyclists that proper equipment
is required when riding at night, given the
diminishing daylight. A bike light campaign also
offers the opportunity to introduce cyclists to
bicycle shops and strengthen partnerships
between the community and retailers. This
program could offer discounts on bicycle
headlights and rear red reflectors and lights. It is
recommended that the campaign be rolled out in
September with the return of students to school.
The campaign should expire before peak holiday
season when bike shops are busy and less
interested in offering discounts.

Source: newdream.org 

Source: League of American Bicyclists 

Source: League of American Bicyclists 
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» Become a Bicycle Friendly Community. 
The Bicycle Friendly Community (BFC) 
program created by the League of American 
Bicyclists (LAB) offers the opportunity to be 
recognized for achievements in supporting 
bicycling for  transportation and recreation. It 
also serves as a benchmark to identify 
improvements yet to be made. 

» Apply for League Certified Instructor
training course scholarships. The League of
American Bicyclists offers certification courses
to train those interested in teaching others to
ride their bike safely and legally as a form of
transportation. League Certified Instructors
(LCIs) are a valuable asset to the community and
can offer a variety of workshops for adults lacking
confidence to ride in  traffic as well as children
learning to ride for the first time. LCI training
courses require a two and a half day

commitment and are offered through the LAB.
To facilitate a cadre of cyclists to become LCIs,
this program coordinates with the LAB to
schedule training course offerings in the
community and provide scholarships.

» Conduct public safety announcements on following the rules of the road. For
motorists, this campaign could address the need to look left prior to turning right,
and provide clear passing space. For bicyclists, this campaign could address bicycle
lights and lack of visibility when not riding in the road. For pedestrians, this campaign
could address crossing at designated crossing facilities, and walking on the sidewalk in
all seasons.

» Support municipalities in becoming Walk Friendly Communities. Walk Friendly
Communities is a national recognition program developed to encourage towns and

cities across the U.S. to establish or recommit to a 
high priority for supporting safer walking 
environments. The WFC program will recognize 
communities that are working to improve a wide 
range of conditions related to walking, including 
safety, mobility, access, and comfort. 

Source: League of American Bicyclists 

Source: MassDOT 
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» Distribute a Bike Map. The development
of a region-wide map indicating key off- and
on-road bicycle routes would help inform
residents of where it is comfortable for an
average bicycle rider to travel, and promote
the activity as a recreational opportunity.

» Create an active transportation wayfinding 
program that includes identification of
routes and signing plans (see Section 4.4).

» Encourage the City of Watertown to
institute a “Sunday Parkways” ride several
times a year; involving closing select road
segments for traffic-free biking and walking
on a network of selected streets.

» Consider colorful sidewalks and
crosswalks at unsignalized intersections
incorporate opportunities for play into street

network. 
» Support the creation of a Business Pool Bike

Program.  Offering employees the opportunity to
check out and ride a bike to meetings, lunch or run
errands is a great benefit. Pool bikes are a form of
bike sharing where an employer manages a fleet of
bikes for this purpose. This program offers subsidies
for the purchase and on-going maintenance of bikes
as part of an agreement to track use and achieve the
goal of reducing vehicle miles traveled and
greenhouse gases. Employees sign up, make
reservations and log their trips using a web-based
management tool.

» Conduct pedestrian and bicycle counts on a
seasonal basis to track whether there is an increase in
pedestrian and bicycle activity, exploring new methods as
suggested by the public, FHWA, and the League of
American Bicyclists.
» Put together Bicycle Rodeo Kits. Children
learning to ride should be confident with their bike-
handling skills before riding in traffic. A Bike Rodeo is an

Source: Oregon Live 

Source: Transportation Agency for Monterey County 

Source: Oregon Live 

Source: Richmond Register 



C O N C L U S I O N  

PAGE 106 

interactive and controlled environment where cyclists practice a new skill at a series 
of stations. The number and difficulty of skills can be tailored based on attendance 
and number of instructors available to staff the event. This initiative will create a 
self-service bicycle rodeo kit that can be reserved by League Cycling Instructors 
(LCIs), Bike Ambassadors and community members. It contains instructions, 
diagrams and props necessary to host a bike rodeo. These kits could be distributed to 
local municipalities and school districts in the WJCTC region.  

» Attend Active Transportation Conferences and Workshops. Participate in local
conferences and events pertaining to active transportation planning to share best
practices with other local professionals and learn current trends and opportunities in
the active transportation realm.

» Utilize the AARP Network of Age-Friendly Communities Toolkit. This toolkit can
be adapted by municipal and local governments, non-profit organizations,
community partners and volunteers to guide and support age-friendly initiatives that
make ‘Livable Communities” great places for all ages.

6.2.3. Appoint a Bicycle/Pedestrian Committee 

Appoint a public bicycle/pedestrian committee to promote non-motorized transportation and 
to actively engage with citizens, planning committees, and boards to expand commuting and 
recreational paths for walkers and cyclists. Such a committee could: 

» Promote safe routes to school, greenways and connected corridors between towns,
» Publish and maintain cycling and walking maps,
» Recommend amenities to enhance safe walking and cycling.

6.2.4. Create a Maintenance & Improvement Schedule 

The availability of bicycle and pedestrian facilities is one of the components that can lead to 
increased riding and walking in a community. However, facility improvements do not end at 
construction; facilities also need to be maintained to be useful. Maintenance needs require 
planning and budgeting. Sample maintenance activities include keeping roadways and bike 
lanes clean and free of debris, identifying and correcting roadway surface hazards, keeping 
signs and pavement markings in good condition, maintaining adequate sight distance, and 
keeping shared-use trails in good condition. Maintenance is an area where planning and 
attention can provide significant benefits for bicyclists and pedestrians at relatively modest 
additional cost. 
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6.2.5. Program Effectiveness Measures 
Program effectiveness measures can be used to determine if the recommended strategies 
meet their objectives, discover any areas that need change, justify funding, and 
provide guidance for similar programs. Baseline data is required prior to 
implementing recommendations. The MPO could observe the outcomes or contract 
with a consultant to measure effectiveness on their behalf. Observable outcomes include: 

» Number of crashes, injuries and fatalities;
» Behaviors;
» Number of citations issued;
» Number of people walking or bicycling;
» Knowledge, opinions and attitudes;
» Changes in organizational activity;
» Traffic volumes; and
» Traffic speeds.

The effort to enforce the traffic laws as they relate to bicycle and pedestrian safety should be 
addressed in an overall, county-wide, coordinated enforcement campaign. Targeted 
enforcement initiatives result in everyone following the rules of the road. 
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