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I.        INTRODUCTION  
 
In 2001, the Regional Planning and Program Manager for the New York State Department of Transportation in Region 6 approached 
the Planning & Strategy Group in the NYSDOT Main Office with a request to provide support for a series of planning studies in the 
Town and Village of Horseheads.  This request stemmed from three factors: the Chemung County Industrial Development Authority 
was looking for new areas for industrial and manufacturing sites; the Economic Analysis prepared for the Route 17 upgrade to 
Interstate 86 suggested that conversion to an interstate might stimulate as much as $650-million in economic development in the 
area; and a recent break-in-access along Route 13 had created concern that the Department would face pressure for additional breaks-
in-access.  The Region’s principle objective in requesting these planning studies was their concern that the growth associated with 
future development would result in significant deterioration of transportation operations and safety, but that these problems could be 
reduced substantially if such development took place in the context of a Comprehensive Plan that recognized the relationship 
between transportation and development.  
 
Following a series of discussions with Town and Village authorities and staff, it was decided that  three areas should be assessed 
(Figure I-1): 

 
• Route 13, which would examine the potential for development of properties between Franklin Street and Old Ithaca Road, 

which are currently difficult to develop because the State controls access to these properties from Route 13. 
 
• Route 14, south of Route 17, which would examine the potential for access retrofits along a commercial corridor that is fully 

developed. 
 
• Route 14, from Route 17 to the Veteran Town line, which would evaluate opportunities to minimize future conflicts between 

transportation and land uses along the corridor. 
 
Together, these three assessments would provide significant (public) education, information and, perhaps, direction to the 
transportation elements of a much needed Comprehensive Plan update, which has been in the works for several years.  As 
importantly, these assessments might well result in recommendations which address and minimize the transportation problems that 
can result from “unplanned” development. 
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Figure I-1: Routes studied in Horseheads, NY. 



Horseheads, NY Corridor Management Study           
Page 4 

The overarching objectives of these assessments, developed in consultation with the Town and Village, are to identify development 
and transportation alternatives that: 

 
• enhance the local quality-of-life; 
 
• support responsible and sustainable development; and 
 
• preserve transportation operations and safety.  

 
A.        Approach 
 
A Technical Team comprised of staff from the NYSDOT Main Office, the Region 6 office and the Elmira-Chemung Transportation 
Council, together with a consultant to the Main Office (Clark Patterson Associates) was formed.  The responsibilities of the 
Technical Team were to develop the base data, prepare and evaluate alternative development patterns, assess the impacts, and present 
these to the Working Group for their review and comment. 
 
A Working Group comprised of officials and members of the Town and Village was established.  (The members of the Working 
Group are provided in Appendix A.)   The responsibilities of the Working Group were to guide the Technical Team; provide local 
knowledge relevant to local characteristics, interests, objectives, and alternatives; inject reality into the Assessment in terms of what 
can and cannot be accomplished through zoning, changes to underlying zoning requirements, local financing, and other actions 
necessary to implement the Alternatives; and, to represent the assessment effort to local officials and citizens. 
 
Once the Working Group was established, the assessment followed a straightforward approach. The Technical Team prepared 
information and presented it to the Working Group.  The Working Group evaluated and critiqued the information.  The Technical 
Team revised the information based on their input, then used it to initiate the next element in the Assessment process.  The following 
were the major elements of this process: 
 

• define the study area; 
 
• identify the conditions and criteria to be used in identifying the Alternatives; 
 
• define alternative development patterns; 
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• evaluate the impacts and benefits of these Alternatives; 
 
• define how the Alternatives would or could be implemented; and 
 
• define follow-on actions and needs. 

 
B         Considerations Applied in Development of the Alternatives 
 
Constructing reasonable development alternatives in a complex land use environment requires consideration of a variety of inter-
related elements such as existing land uses, physical conditions, environmental conditions, transportation conditions, quality-of-life 
objectives, financial costs and benefits, and equity.   
 
This section outlines those considerations that were specifically presented to and discussed with the Working Group. 
 
 
1.         Local Preferences 
 
Early in the planning process the Working Group went through two exercises intended to provide the Technical Team with a 
preliminary understanding of how the Working Group viewed the relationship between development and transportation in the study 
areas and, if development was to be promoted, the type, style and pattern of development they would prefer.  These exercises were a 
Strengths, Weaknesses, Opportunities and Threats (SWOT) Analysis and a Preferred Development Survey (PDS).  
 
The SWOT exercise was essentially a brainstorming session in which participants were asked what they liked and did not like about 
Routes 13 and 14 in respect to their appearance, traffic operations, existing land-uses, and the like; then asked how conditions might 
change; then asked what concerns they might have if conditions do change.  The major results of the SWOT exercise for Route 13, 
for example, are outlined below. 

 
Route 13, Strengths and Opportunities 
 
• It is an aesthetically attractive corridor dominated by open areas and farmland, with little or no development. 
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• Traffic volumes are low and traffic operations are relatively safe 
and swift.  Route 13 provides an effective tie for commuters, 
truckers and other commercial and recreational users to and from 
Ithaca and beyond. 

 
• The lands abutting Route 13 have significant potential for 

development. 
 
• Development of most of the properties abutting Route 13 is 

constrained by the NYSDOT’s ownership of access control, 
Newtown Creek to the west and steep terrain to the east.  
 

Route 13, Weaknesses and Threats 
  

• Development of most of the properties abutting Route 13 is 
constrained by the NYSDOT’s ownership of access control and 
the creek to the west. 

 
• Development will increase traffic volumes, increase accidents, 

and reduce visual attractiveness.  
 
The Preferred Development Survey was an exercise in which the 
Working Group was presented with a series of pictures depicting 
alternative patterns and styles of development, and asked to score each 
picture on a scale of 0 to 10 (highly unattractive to highly attractive).  
The results were then averaged and compared.  The most significant 
results of this exercise are outlined below: 
 
• The Working Group found typical strip environments highly 

unattractive when compared to corridors with landscaping and a 
reduction in the density of signs and driveways (Figure II-2); 

 

Figure I-2: Aesthetic Preference, Commercial Corridors 

AVOID 

BETTER 
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• The Working Group found typical commercial and retail architecture highly unattractive when compared to alternatives with 
more traditional rural / village architecture emphasizing elevation, reduced glass and sign area, smaller canopies and the like 
(Figure I-3 on the next page); and 

 
• The Working Group showed a distinct preference for density and multi-use environments over sprawl (Figure I-4 on the next 

page).  
 
2.         Local Characteristics 
 
Property Re-use / Abandoned Properties: A driving tour of Horseheads was conducted during which some 30 to 35 abandoned or 
underutilized industrial, commercial, retail and service properties were identified.  It was determined that development of properties 
in the Study Area that competed with redevelopment of abandoned or underutilized properties in other areas of Horseheads should be 
discouraged.  (Figure I-5, page 9) 
 
Competitive Land Uses: In the short- to mid-term development in the Route 13 study area will be affected by development 
elsewhere.  Commercial and retail developments of a regional nature will, for example, be drawn to Big Flats where they can take 
advantage of Arnot Mall and its proximity to the high traffic volumes on Route 17.  Similarly, the majority of residential 
development will be attracted to areas northwest of the village, where development constraints and costs are relatively low and 
residents have efficient access to the retail, institutional and recreational opportunities in the greater Elmira area.  This suggests that 
the type of development that should be encouraged in the study area should be oriented to serve local needs and to take advantage of 
the type of businesses that might be attracted to The Center. 
 
Truck Traffic:  Route 14 north of Route 17 is a designated truck route to and from Route 17 (north), The Center and the Village.  The 
frontage along this stretch is fully developed in residential, institutional and some few retail and commercial uses.   At current traffic 
volumes, truck traffic appears to cause few problems.  But, if The Center is redeveloped with truck intensive uses or overall growth 
approaches levels postulated in the Route 17 economic analysis, both overall traffic and truck volumes will increase substantially and 
Route 14 may have to be widened to 3 or 4 lanes from Route 17 to The Center.  The increased traffic and increased road width will 
impact properties along the road as well as bicycle and pedestrian users.  An access road from Route 13 to The Center could alleviate 
this problem. 
 
Local Finances: Growth increases local costs.  For example, when a residential subdivision is completed the road serving that 
subdivision is turned over to the community and the costs of cleaning, maintenance, repair and replacement are added to the local 
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Figure I-3: The pictures above illustrate the 
architectural preferences identified for 
commercial uses. 

AVOIDAVOID  

BETTERBETTER  

AVOIDAVOID  

BETTERBETTER  

ENCOURAGEENCOURAGEENCOURAGE   

AVOIDAVOIDAVOID   

Figure I-4: Preferred development patterns favor 
multi-use approaches that maximize development 

space and infrastructure.  
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budget.  These costs can be large in respect to the local revenues 
generated by the development.  Typically, residential developments 
generate lower revenues than costs, retail and commercial developments 
vary in their revenue-to-cost ratio, and manufacturing and industrial type 
developments generate higher revenues than costs.   
 
This issue affects the development of alternatives for the Route 13 study 
area in two ways.  First, it suggests that the most desirable land-uses 
(developments) should have the smallest possible impact on local costs.  
And, second, it suggests that the most desirable land-uses (developments) 
are those which have the highest revenue-to-cost ratio possible; thus 
shifting the burden from residential to non-residential properties should a 
property tax become necessary. 
 
3.         Transportation and Related Impact Considerations 
 
Traffic Volumes: As shown in Figure I-6, traffic volumes are directly 
related to the type and scale of development that occurs.  For example, 
500,000 square feet (sf) of residential development at 2,500 sf per unit 
would generate approximately 250 peak hour trips (pht); whereas 
500,000 sf of mixed commercial and retail development would generate 
at least 1,500 pht, and probably more. 
 
Increases in traffic volumes were allowed as a consideration but not a 
constraint in the development of the Alternatives, as it was felt that such 
increases could be handled by increasing the capacity of existing roads or 
finding routing alternatives.  It should be noted, however, that the 
Working Group showed a distinct preferences for alternatives which 
shifted increased traffic from local to state roads. 
 
Safety:  Safety is one of the dominant considerations in transportation 
operations and planning. While there are many factors that affect safety, 

Figure I-5: Samples of the current opportunities for future 
redevelopment currently available in the study area.  
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three are directly relevant to this Assessment: traffic volumes, speed and driveways.  As shown in Figure I-7, if the number and 
density of driveways stays the same but volumes increase, accidents increase.  If traffic volumes stay the same but the number and 
density of driveways increase, accidents increase.  If both volumes and the number and density of driveways increase, the increase in 
accidents is even greater.  
 
Safety affected the design of alternatives in three ways, it creates pressure to: (1) minimize the number of curb cuts (driveways and 
intersections) along a road, (2) separate through traffic from traffic accessing developments, and (3) direct traffic accessing 
developments to lower speed roads. 
 
Business Impacts, Market Area:   There is approximately a thirty percent decrease in speed in (regular) un-managed versus managed 
corridors, and decreased speed is equivalent to increased driving time.  (Un-managed corridors are essentially corridors with strip 
development and a high number and density of driveways.)   And, as shown in Figure I-8 (page 12), an increase in driving time 
reduces market reach.  In this case, for example, a 10-percent decrease in speed reduced the market area by approximately 19-
percent.  As speeds drop market area losses are even greater.   
 
The implications for the Assessment were to increase pressure to develop an alternative that minimizes curb cuts and to provide the 
opportunity to make capacity improvements, to handle increased traffic volumes, in the future.  An additional consideration was to 
provide for developments that served local rather than regional markets. 
 
Business Impacts, Retail Sales:  Poor traffic conditions in un-managed corridors can have a distinct and undesirable impact on 
individual businesses and business districts.  For example,  safety concerns can “force” customers to select safer locations to shop; 
the proliferation of driveways and signs can make it difficult to find the entrance to a business; high traffic volumes can produce long 
waits to enter or exit a driveway; and the like. (Figure I-9 page 12)  As a result of these conditions customers may shift to other 
businesses or business areas, and if this occurs businesses may relocate.  
 
Several studies have compared the affect of traffic management on the economic health of commercial areas.  As shown in Figure I-
10, for example, a study in Iowa looked at retail sales growth on managed corridors (green) with overall sales growth in the 
communities in which these corridors are located (yellow) demonstrates the benefits of planning for development.  Over a six-year 
period, retail sales grew by 42 percent in managed corridors in comparison with overall retail sales growth of about 15 percent. 
This consideration simply reinforced the incentives to define alternatives that minimized the traffic impacts of development. 
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UnitRateUse

occupied home    1.01Single Family Residential
occupied unit0.62Apartment

1000 sq.ft. 0.91Industrial Park
1000 sq.ft. 0.75Manufacturing
1000 sq.ft. 0.74Warehousing

1000 sq.ft. 2.68General Office
1000 sq.ft. 4.08Medical & Dental 
1000 sq.ft. 4.93Specialty Retail

1000 sq.ft. 6.44Shopping Center
1000 sq.ft. 10.34Supermarket
1000 sq.ft. 43.63Drive-Thru Bank
1000 sq.ft. 36.53Fast Food w/Drive Thru
1000 sq.ft. 53.73Gas Station w/Convenience
1000 sq.ft. 16.26Restaurant

Figure I-6: Peak hour trip (pht) generation by land use.  

Figure I-7: Illustrates the direct, positive correlation between 

Figure I-8: Affect of speed reduction on market reach..  
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Figure I-9: “Unplanned” access can negatively impact consumer 
behavior.  

Figure I-10: Retail sales benefit from land use management. 
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II.      ROUTE 13 ASSESSMENT 
 
A.        The Study Area 
 
In building up to the Route 13 Land-Use and Development 
Assessment, the NYSDOT Regional Office had prepared an 
estimate of the raw development potential of properties 
abutting Route 13 between Franklin Street and Old Ithaca 
Road.  This assessment essentially identified “how much” 
property was not subject to wetlands, flood-plain or slope 
constraints. Roughly 189 acres were identified as having raw 
development potential. (Figure II-1)    
 
This nominal “study area” was presented to the Working 
Group for their review and discussion.   Their review 
determined that there was substantial undeveloped acreage in 
properties west of the creek and that these properties were 
more attractive for certain uses than the Route 13 properties;  
that extension of the study area provided an opportunity to 
establish a more comprehensive and beneficial development 
strategy; and that development of properties west of the creek 
would impact many of the same factors as development of 
properties east of the creek and, thus, they should be 
considered together.  As a result, the study area was extended 
to the west, across Old Ithaca Road, to roughly Route (North 
Main Street). 
 
B.         Transportation and Land Use Characteristics 
 
Route 13 is a two-lane arterial with, essentially, a free run 
between Route 17 and Ithaca.  It is two lanes wide through 
Horseheads.  There are traffic lights at Franklin Street and Old 

Figure I-1: Route 13 Development sites. Area A consists of 39+ acres, Area B, 
40+ acres; Area C, 94+ acres; Area D, 25+ acres 
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Ithaca Road. Traffic volumes are modest at roughly 7,400 
vehicles per day, less than half its rated capacity. Accident rates 
are below the State average for similar roads, except at the 
intersections of Franklin Street and Old Ithaca Road where rates 
exceed the State average.  (The NYSDOT is currently evaluating 
these intersections to determine the cause(s) for these accident 
problems and to identify possible fixes.)  The main users are 
traffic accessing the Village and residential properties on the east 
side of the Village, commuters (including commuters to and from 
Ithaca), other commercial traffic (principally trucks), and tourists.  
(Figure II-2)    
 
The New York State Department of Transportation controls 
access to and from properties abutting Route 13.  Thus, with the 
exception of the Mobil Station at the intersection with Old Ithaca 
Road, there has been no development of properties between 
Route 13 and the creek except for uses with access from a local 
road.  The majority of the property is undeveloped or in 
agriculture except for a gravel pit which is not in active use. 
 
The Center of the Study Area is roughly bisected by Old Ithaca 
Road which extends from the center of the Village to Route 13.  
Old Ithaca Road is a county road and annual average daily traffic 
ranges from roughly 9,600 vehicles/day exiting the Village to 
roughly 6,800 vehicles/day on the approach to Route 13.  The 
frontage along Old Ithaca is largely developed in both residential 
and commercial uses, with commercial uses dominating to the 
south and residential uses dominating in the north.  There are 
sizeable undeveloped parcels lying between Old Ithaca and the 
creek.  Similarly, there is substantial room for new development 
on the west side of Old Ithaca, although most of the undeveloped 
property is controlled by the owners of The Center whose 

Figure II-2: Illustrative examples of transportation and land use along 
Route 13 in the Study Area. 
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sizeable commercial and warehousing facilities are currently underutilized. The northern portion of the study area is largely 
developed in single-family homes. 
 
The existing road system is extremely inefficient in moving east-west traffic across the Study Area.  In the south, such movements 
are accommodated through the Village, where the five-legged intersection alignment is problematic, at best.  In the north, these 
movements are made via Wygant to Old Ithaca and involves a series of turns and jogging movements through residential areas.  This 
route cannot accommodate truck traffic or high traffic volumes comfortably and safely. 
 
C.         The Alternatives 
 
In developing the Alternatives the Technical Team made three basic assumptions: (1) that the Town wants to grow, (2) that growth 
will occur, and (3) that the multi-modal assets at The Center will attract uses at or beyond its existing capacity.  Using these 
assumptions three distinct alternatives were developed. 
 

1.   Alternative 1, the Base Case   (Figure II-2 on page 16, without the east-west access roads)  
 
This case assumed that access from Route 13 will not be allowed and that there will be no change in zoning.  Under these conditions 
development will likely be limited to properties along Old Ithaca Road or those that can take access from a local road.  There is no 
significant development on properties lying between Route 13 and Newtown Creek.  Roughly 200,000 sf of mixed commercial and 
retail development occurs on properties along Old Ithaca Road and 30 new homes are assumed to be built on properties along 
Franklin Street, in the northeast quadrant of the intersection of Franklin and Route 13 and the southeast quadrant of Old Ithaca and 
Route 13. Some of the distinguishing characteristics of this Alternative are as follow: 
  

• The principle area of retail and commercial development is not visible from Route 13 and it will draw little if any pass-by 
traffic from Route 13.  Development is likely to be restricted to local markets and consist of smaller strip-type businesses. 

 
• This Alternative has the smallest new trip generation of the three cases, on the order of 600 peak hour trips.  The traffic 

impacts occur dominantly along Old Ithaca Road and at the intersections in the Village and Route 13. 
 
• The estimated value of development is on the order of $23.5 million.  
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Figure II-3: Alternative 2, current zoning with access.. 
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2.   Alternative 2, Access with Current Zoning  (Figure II-2) 
 
This case assumed that access from Route 13 will be allowed and that there will be no change in zoning.  Two breaks in access are 
provided: one 1000 feet or so south of Old Ithaca Road serving properties and the other 1000 feet or so north of Franklin Street.  
Both serve properties on both sides of Route 13.  The northern access road is not connected through to Old Ithaca, the southern is.  
Both roads serve all internal properties.  Individual driveway connections to the new roads are not allowed. 
 
All development east of Newtown Creek will be residential, and approximately 80 single family homes will be built.  Commercial 
and retail development along Old Ithaca will be the same as in the Base Case.  Individual driveways to the access road are not 
allowed.  Some of the other principle characteristics of this Alternative are as follow: 
  

• With the exception of residential development between Newtown Creek and Route 13 development in this scenario is 
equivalent to in the Base Case.  

 
• Full development of the area between Newtown Creek and Route 13 is constrained by the lack of sewer and water.  The value 

of development for residential use does not warrant the extension of such infrastructure.  
 
• Traffic impacts are roughly equivalent to the Base Case, with the exception that the south access road will provide some relief 

to traffic in the Village as it provides an alternate route for the Route 13-Village-Old Ithaca Road traffic. 
 
• The estimated value of development is $5-million higher than in the Base Case, $28.5-million.  

 
3.   Alternative 3, Access with Multi-Use Zoning  (Figure II-3 on the next page)  

 
This case assumed that two breaks in access from Route 13 will be allowed: one 1000 feet or so south of Old Ithaca Road the other 
1000 feet or so north of Franklin Street.  Both serve properties on both sides of Route 13.  Both roads are connected through;  the 
southern road to the Center and the northern to align opposite Wygant.  Both roads serve all internal properties although individual 
driveways to the access road are not allowed.  Finally, a bike and hiking trail is constructed to parallel the Creek from the newly 
zoned recreation area in the south to connect with another new trail from the recreation grounds along Wygant Road. 
 
Properties to the immediate south of the intersection of Old Ithaca and Route 13 are re-zoned to mixed retail and commercial uses to 
create a neighborhood / local business environment. Properties around the intersection of Franklin Street and Route 13 are re-zoned 
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Figure II-3: Alternative 3, multiple use with access. 
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to residential and office/multi family uses.  Institutional and recreational uses are allocated to properties east of the intersection of 
Franklin Street and Newtown Creek.  The existing commercial/retail zone along the northern stretch of Old Ithaca is converted to 
residential uses. Under these conditions approximately 600,000 sf of mixed commercial and retail uses and the equivalent of 100 
single family homes could be built. 
 
The distinguishing characteristics of this Alternative are as follow: 
  

• The location of development will draw (pass-by) traffic from Route 13.  This allows for larger market, higher value 
development as compared with the Base Case and Current Zoning Alternatives. 

 
• Full development of the area between Newtown Creek and Route 13 is warranted by the value of such development.  
 
• Residential development is allocated to areas with infrastructure, thus allowing a larger number of new homes to be built. 
 
• The estimated value of development is approximately $71-million, roughly three times the other cases. 
 
• Trip generation is estimated at roughly 1,800 pht, more than three times greater than the other Alternatives. 
 
• The location of development and the fully connected access roads provide an opportunity to reduce and perhaps minimize the 

traffic impacts of growth.  It may be that the impacts along Old Ithaca Road are actually smaller than for the other two 
Alternatives even though trip generation is higher.  

 
D.        Evaluation and Comparison of the Alternatives 
 
In evaluating the Alternatives the Technical Team made several assumptions to simplify the process.  All commercial development 
would have the same development value ($80/sf) and the same trip generation per unit.  Similarly all homes in the residential 
development are assumed to have the same size (2,500 sf per home), the same value ($250,000 per home), the same number of 
occupants (3), and the same number of students in the local system (1).  In addition, the impacts of increased use of The Center are 
not estimated since these changes are assumed to be the same for all three Alternatives.  It should be noted, however, that growth at 
The Center will increase the traffic and local cost and revenue impacts for all three Alternatives. 
 
The approach used was to identify factors of value to the community and then compare how these factors performed against existing 
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conditions.  For example, open space was among the evaluation factors.  Since the Base Case projects strip development along Old 
Ithaca Road but no development of properties between Newtown Creek and Route 13, there is a moderate decrease in open space as 
contrasted with existing conditions.  Since full development of the Study area is postulated in Alternatives 2 and 3 there is a 
significant decrease in open space as compared with existing conditions. The Technical Team used their professional judgment in 
defining how each factor changed or performed for each Alternative.  Inevitably, there was some disagreement about the relative 
performance of each Alternative and a more intensive study might change this “rating”, although significant changes are felt to be 
unlikely. 
 
The comparison of the three Alternatives is provided in Figure II-4 (on the next page), this section simply lays out some of the more 
significant elements. 
 
Social Impacts:   The Multiple Use Alternative 3 performs substantially better than the others. The trail system interconnects 
recreation areas as well as residential to commercial areas and provides pedestrians and bicyclists with access away from traffic.  The 
interconnected access roads provide alternate routes to most destinations for all traffic. 
 
Economic Impacts:   Again, Alternative 3 performs substantially better than the others.  Its has the highest estimated value of 
development at $71-million, versus $28.5-million and $25-million for Alternatives 2 and 1, respectively, with $48 million of this in 
commercial and retail development.  As a result, it also generates a substantially higher number of jobs. 
 
Land-use Impacts:   Open space is substantially reduced if not eliminated under Alternatives 2 and 3.  Alternative 3 fully utilizes the 
study area with uses of higher economic and social benefits.  
 
Aesthetics and Livability:   Strip development, visual clutter and the proliferation of driveways occur in the Base Case and Current 
Zoning Alternatives (1 and 2), but not in Alternative 3. These problems are, however, largely restricted to Old Ithaca Road.  
 
There will also be some deterioration of aesthetics around the intersection of Route 13 and Old Ithaca Road as well as around the 
new intersection created by the northern access road in Alternative 3.  These problems can, however, be reduced by imposing 
landscaping, sign, and setback standards on future developments. Additionally, design guidelines could be implemented to ensure 
that future development adhere to consistent standards of design and scale. 
 
Transportation Impacts: Development in Alternatives 1 and 2 would generate about one-third of the new trips as in Alternative 3, a 
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minimum of about 600 pht versus 1,800 pht in Alternative 3.  It is not clear at this point, however, that the safety and operational 
impacts in Alternative 3 will vary greatly from those associated with Alternatives 1 and 2. If they do vary, Alternative 3 is likely to 
promote a safer environment.  
 
The basic reasons for this uncertainty lies in the relationship between traffic volumes, routing alternatives and development patterns.  
In Alternatives 1 and 2 shopping traffic is focused on Old Ithaca Road.  Strip development is anticipated and this type of 
development will create a high number and density of driveways.  The resulting increase in conflict exposures will sharply decrease 
safety.  In Alternative 3, however, commercial and retail development is allocated to the access road in the north.  This allows most 
turning movements to be managed at signalized intersections and to separate through from shopping traffic.  While there is a higher 
volume of traffic, turns will be handled at controlled rather than random locations, and shopping traffic will access businesses in a 
lower speed more predictable environment.  
 
It is important to note that it is primarily the communities’ responsibility to provide the transportation improvements necessary to 
address the problems associated with development in Alternatives 1 and 2.  Such improvements have not been specifically 
determined in this Assessment but, at a minimum, they would include a turning lane for the full length of Old Ithaca Road.  But it is 
possible, perhaps likely, given additional traffic generated by increased use of The Center, that they could include a four lane section 
for the full length of Old Ithaca; signals at the intersections of Wygant Road, Ridge Road, and the new access road to the Center; and 
turn lanes at several of these locations. 
 
The need for improvement along Old Ithaca Road may be deferred but not necessarily eliminated in Alternative 3.  
 
Fiscal Impacts, Cost of Improvements:  Very crude estimates of the potential capital costs for the three Alternatives are provided in 
Table 1.  Total capital costs are estimated to range from a low of $1.5-million for Alternative 1 to $9.5 million for Alternative 3. 
 

Table 1— Potential Capital Costs  
Capital Improvements Alternative 1 Alternative 2 Alternative 3 Cost +/- 30% 

Improvements on Old Ithaca Yes Yes Yes $1.5-million 
Southern Access Road No Yes Yes $3.5-million 
Northern Access Road No Maybe Yes $3.0-million 

Other Infrastructure No Maybe Yes $1.5-million 
     

Total $1.5-million $5.0-million plus $9.5-million  
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It will probably be the County’s responsibility to finance improvements along Old Ithaca Road in all three Alternatives, although 
these costs may be shared with the Town and/or private developers if the improvements are linked to individual developments or a 
Town-focused development plan.  It is also likely that developers will pay all of the costs for (other) infrastructure if it is built to 
serve their developments, exclusively.  If not, the Town will probably have to make up the difference.  Costs for the new access roads 
are likely to be shared by the Town, developers and the NYSDOT, although the amount shared will depend on the timing and 
circumstances under which each of these improvements are made.  For example: 
 

Developers will likely pay all of the costs of constructing the north access road in Alternative 2 because it will be built 
exclusively to serve development and will not be not linked to the local road system.  The Town may share the costs for this 
road in Alternative 3 because it is linked to the local road system and provides both operational improvements and the 
opportunity to reduce or defer the costs of improvements on Old Ithaca. 

 
The NYSDOT would pay all or most of the costs for construction of the south access road if and when it is warranted by 
benefits to the State system or if a significant economic development occurs which merits the use of special funds (such as 
those made available through the Industrial Access Program).  The Town and/or developers may have to pay all or a large 
share of the costs if this road is built under other conditions. 

 
If the Town is responsible for 30-percent of these costs it will face a minimum capital cost of $500,000 for Alternative 1 increasing 
to perhaps $3.5-million for Alternative 3.  Assuming these capital costs are bonded for 20 years at 4-percent per year the annual costs 
to the Town might be as shown below in Table 2. 
 
 
 
 
 
 
In addition to these capital costs, the Town’s regulatory, emergency, health, social, recreation, and other services costs will increase.  
A preliminary estimate of these costs for each Alternative based on the Town’s (year) 2000 cost per resident is shown in Table 3 on 
the following page.  It is, however, likely that these significantly understate the costs of the additional services necessitated by the 
Alternatives because they do not realistically reflect the incremental costs of public services for new retail and commercial 
development. 
 

Table 2—Annual (Bonding) Costs  
 Loan Amount 20 year 

Alternative 1 $500,000 $36,791 
Alternative 2 $1,500,000 $110,373 
Alternative 3 $3,500,000 $257,536 
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Total Town Costs –   Based on these analysis the annual costs to the Town will range from minimums of $53,721 for Alternative 1 to 
$155,519 for Alternative 2 and $313,969 for Alternative 3 although costs are likely to be higher in light of the fact that the 
incremental costs of services for retail and commercial development are not calculated. 
 
 
 
 
 
 
Cost Implications –   The Town would normally expect two sources of revenues to offset these costs; sales taxes and property taxes.  
Sales taxes from new development have not been estimated for this assessment.  They would, however, offset a share of the 
incremental costs of the Alternatives.  The Town does not currently collect property taxes, so there will be no revenue from property 
taxes unless they establish a property tax or they negotiate with developers to provide an annual payment to offset these costs.  Table 
4, below, calculates the (tax) rate which would be required to pay the total annual cost for each Alternative if it were imposed on new 
development only (New Rateables) or Town-wide (Total Rateables). 
 
 
 
 
 
 
 
County Costs and Revenues:  The County is in a different position as its costs would appear to be restricted to improvements along 
Old Ithaca Road and it currently collects property taxes.  As shown in Table 5, the incremental property taxes derived from 
development in all three Alternatives would more than offset the full annual cost of bonding for improvements along Old Ithaca 
Road ($1.5-million).  Indeed, at the higher level of development postulated in Alternative 3, incremental property tax revenues are 
roughly 4-times the annual cost of a bond for the required transportation improvements. 
 

Alternative 1 $16,930 
Alternative 2 $45,146 
Alternative 3 $56,433 

Table 3—Annual Town Service Costs  

 New Rateables Total Rateables 
Alternative 1 $2.28 $0.08 
Alternative 2 $5.45 $0.22 
Alternative 3 $4.39 $0.43 

Table 4—Town Tax Rate to Pay Additional Costs, $/1,000  

 New Property Tax Revenue Tax Revenue After Bond Costs 
Alternative 1 $152,750 $42,377 
Alternative 2 $185,250 $74,877 
Alternative 3 $461,500 $351,377 

Table 5—Annual County Costs and Revenues 
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Table 6—School Costs  
 Alternative 1 Alternative 2 Alternative 3 
    

new students 30 80 100 
costs per student $9,588 $9,588 $9,588 

Total New Student Costs $287,640 $767,040 $958,800 
    

New Rateables $23,500,000 $28,500,000 $71,000,000 
assumed tax rate/$1000 $14.75 $14.75 $14.75 

New School Revenues $346,625 $420,375 $1,047,250 
Revenues - Costs $58,985 -$346,665 $88,450 

School Costs:  With regard to school costs, property taxes paid by development associated with Alternative 2 are inadequate to cover 
the costs of additional students, and the District would require additional revenues from other sources or an increase in property rates.  
Alternative 2 is distinctly inferior to Alternatives 1 and 3 which both generate revenues in excess of costs based on per pupil costs in 
the year 2000, as in Table 6. 
 



Horseheads, NY Corridor Management Study           
Page 26 

E.        The Preferred Alternative 
 
It would appear that Alternative 3, Multi-Use, is superior for the following reasons: 
  

• it provides for full use of properties accessed from Old Ithaca Road and Route 13; 
 
• it serves local economic objectives with higher value development; 
 
• it best addresses local quality of life objectives such as recreation, aesthetics, and the like; 
 
• it would reduce and might minimize the traffic impacts of full development through interconnection with local roads; 
 
• it might alleviate the traffic problems in the Village and along Ithaca associated with Alternatives 1 and 2; and, 
 
• it provides the best opportunity to change designated truck routes to reduce truck traffic in residential and institutional areas 

of the Village. 
 

The principal drawback to Alternative 3 is that it would impose higher costs on the Town.  There is a good chance that these costs 
can be reduced, however.  
 
F         Issues to be Resolved 
 
There are many items to be resolved before one of the access road Alternatives (2 and 3) can be implemented.  These include the 
following, among others: 
  

i.         the Town needs to decide whether the proposed pattern of development (zoning) best fits their needs and objectives, 
or whether changes to the proposed pattern are desirable; 

 
ii.        the Town needs to define the most appropriate approach to rezoning and cost sharing; 

 
iii.       it needs to be determined whether utility conflicts constrain the location and construction of the access roads; 
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iv.       a feasible alignment for the access roads needs to be established; 
 

v.         the need for changes at the existing intersections of Route 13 and Franklin Street, and Route 13 and Old Ithaca Road 
must be evaluated; and 

 
vi.       an environmental assessment needs to be prepared. 

 
G.       Recommendation for Town Action 
 
If one of the access road Alternatives is selected the Town will have to take two major actions.  It will have to: 
 

Rezone – to the desired pattern of development and revise some of its underlying zoning ordinances to establish the 
conditions under which this development may take place; and 

 
Acquire – an easement for the right-of-way for the access roads or, preferably, title to the property itself. 

 
It is probably not worth extending this Assessment or expending additional resources on the “Items to be Resolved” until the Town 
has made a formal determination to take these actions, subject to reasonable conditions. 
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III      ROUTE 14 ASSESSMENT 
 
This Assessment differs from that prepared for Route 13 in that 
long stretches of Route 14 are already heavily developed, that the 
community feels that traffic conditions are already poor in many 
areas, and that these conditions will deteriorate significantly with 
growth.  The questions addressed here, then, are not “how can the 
communities develop in a manner that maximizes the benefits of 
using undeveloped property?” as with the Route 13 Assessment, 
but rather: 
 

• Are the impacts of projected growth unacceptable in 
respect to the communities’ desires and objectives?  And, 
do they conflict with existing or desired land-uses along 
the corridor? 

 
• If so, can we identify tools to minimize or reduce these 

impacts?  And, perhaps as importantly, can these tools be 
applied to promote other community objectives? 
 

A.        Study Area: Current Characteristics and Issues 
 
This Assessment shows that Route 14 is comprised of at least six 
distinct areas based on their existing land use and transportation 
characteristics, the impacts of potential development, and the 
options available to address these impacts.   
             
The principal characteristics of each of these sub-areas are 
described below.  Existing or potential issues are also identified 
based on this Assessment and discussions with the Working 
Group. 
 

Figure III-1: Sub-Area 1—Lenox Avenue to north of Sunset Terrace. 
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1.  Sub-Area 1 - Lenox Avenue to north of Sunset Terrace (Figure III-1) 
 
Characteristics - Route 14 is comprised of 2 lanes in each direction separated by a center stripe.  It is curbed, but there are no 
shoulders nor are there sidewalks on either side of the road.  There is no landscaping in front of or separating commercial 
developments.  There are 5 T-intersections on the west side of Route 14, all serving residential properties.  There are 42 driveways in 
the stretch  from Lenox to Chemung, for an access density of approximately 58/mile.   The largest turning volumes are associated 
with residential developments on the west side of Route 14.    
 
NYSDOT data show that the stretch of Route from Lenox to Chemung has an AADT of 21,300 vehicles of which roughly 1,500 are 
trucks.   The vehicle-to-capacity (VC) ratio is 1.08.  (A VC ratio of 1, together with other traffic problems such as high accident rates, 
is roughly the level at which NYSDOT would initiate efforts to determine whether capacity improvements are warranted.)  Accident 
rates are below the State average for similar roads. 
 
The east side of Route 14 is largely developed in small commercial uses.  Each has one or more driveways.  They are effectively 
interconnected, but front parking restricts crossing movements.  The west side of Route 14 is fully developed in residential uses.  The 
large majority of homes take their access from local roads. 
 
Issues - 
  

• Traffic congestion in the southern section.  High, unsafe, speeds (This area has been selected for increased speed 
enforcement). 

 
• Residential users find it difficult to make left-turns to the north, and generally use the signal at the intersection of Philo and 

Route 14 for such movements. 
 
• The lack of sidewalks inhibits pedestrian access to Elmira Heights. 
 
• Widening for capacity improvements will conflict with existing uses, and may require the acquisition of commercial 

properties. 
 
• The area is fully developed, with limited redevelopment potential.  
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2. Sub-Area 2 - Sunset Terrace to the Railroad Overpass (Figure 
III-2) 
 
Characteristics - The roadway has two lanes in each direction 
which are separated by a center, two-way, left-turn lane up to the 
Philo intersection.  This section is curbed, but has no shoulders or 
sidewalks.  Setbacks to businesses are tight to moderate.  
Landscaping and sign controls are lacking.  There is some 
interconnection of businesses on the east side of Route 14. The 
largest turning volumes are associated with businesses on the 
west side of Route 14 just south of Philo.  It was noted by the 
Working Group that Diamond Gym, on Philo, is a significant 
traffic generator. 
 
NYSDOT data show that the stretch of Route 14 from Lenox to 
Chemung has an AADT of 21,300 vehicles of which roughly 
1,500 are trucks.   The VC ratio is 1.08.   Accident rates are below 
the State average for similar roads. 
 
The area south of Philo is largely developed along the frontage 
with small to large trip generation businesses (fast food, gas 
station, auto-dealers and the like).  There is a small enclave of 
residences on the east side of Route 14 north of Philo.  There is 
some limited potential for in-fill and back-fill on the east side of 
Route 14 south of Philo, but none on the west side.  There are 
larger areas of undeveloped land on both sides of Route 14 north 
of Philo. 
 
Issues -   
  

• Access retrofits are not currently warranted by accident 
problems.  Higher traffic volumes or an increase in turns 

Figure III-2: Sub-Area 2—Sunset Terrace to the Railroad Overpass. 



August 2003 (DRAFT) 
Page 31 

at driveways might well create such problems and necessitate 
retrofits. 

 
• Access retrofits on the west side of Route 14 would be difficult to 

accomplish and would appear to have limited benefit with 
existing uses. 

 
• Access to the residential area north of Philo will become 

increasingly difficult and unsafe as traffic volumes grow. 
 
• Development of unused properties in this section could 

significantly increase the number and density of driveways and 
turning movements.  

  
3. Sub-Area 3 - Railroad Overpass  to County Route 64  (Figure III-3) 
 
Characteristics - Route 14 is comprised of two through lanes, with turn 
and merge lanes at intersections and ramps.  The section is curbed.  There 
are no shoulders.  There is a restrictive median south of Chemung Street.  
There are no sidewalks nor bike-lanes.  Setbacks are good.  
 
AADT exceeds 27,000 vpd, and trucks comprise a high percentage of 
traffic.  The number of accidents is high due to high traffic volumes and 
the interaction of vehicles approaching and departing intersections and 
ramps.   
 
There is no frontage development between the RR overpass and 
Chemung.  Frontage development north of Chemung is restricted to the 
Holiday Inn on the east side of Route 14 and a shared development on 
the west side (Friendly’s and Howard Johnsons), and each has its own 
driveway connection to Route 14 with left turns provided at an 
unsignalized median break. 

Figure III-3: Sub-Area —Railroad Overpass to Count Route 64. 
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Issues -   
  

• Bicyclists use this section of Route 17.  It is very unsafe. 
 
• Any significant increase in traffic volumes might / would 

diminish the commercial viability of the Holiday Inn, 
Friendly’s and Howard Johnsons by making it more 
difficult for vehicles to enter and exit these 
establishments.  The logical fix would appear to be a light 
at the median break, but this type of fix would affect 
interchange operations detrimentally.  

 
4. Sub-Area 4 - Broad Street to just south of Gardner Road 
(Figure III-4) 
 
Characteristics -  Route 14 is comprised of a single lane in each 
direction separated by a center stripe.  It is uncurbed with wide 
shoulders.  There are sidewalks in the residential area but they do 
not extend to the Gardner intersection.  Setbacks are moderate 
from the edge of the lane but poor from the edge of the road.  
There are 47 driveways, 3 T-intersections and 1 four-way 
intersection.   Access density is roughly 57/mile.  The T-
intersections are not signalized..  Route 14 from Route 17 north is 
a designated truck route.   
 
AADT between Broad and Gardner is calculated at roughly 
15,100 vpd with truck volumes estimated at 1,200 vpd.  The VC 
ratio is 0.91.  There are no mid-block accident clusters, and 
accident rates are calculated to be below the State average for 
similar roads.   
 
This area is fully developed primarily for residential uses.  There 

Figure III-4: Sub-Area —County Route 64 to just south of Gardner Road. 
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is an office and church just north of the Broad Street intersection  
and schools and churches are located on roads served by Route 
14.  There is a major subdivision on the west side of Route 14.  
It’s only access is provided by two unsignalized T-connections to 
Route 14.  
 
Issues- 
  

• Existing land uses are incompatible with high truck and 
traffic volumes. Redevelopment is a distinct possibility 
and, indeed, the Village is planning to rezone this area for 
light commercial purposes (adaptive reuse).  Such changes 
in use must be constrained by appropriate zoning 
requirements if the “village-type” environment of this 
section is to be maintained or enhanced. 

 
• A significant increase in traffic volumes will make left-

turn access to and from the subdivision on the west side of 
Route 14 difficult, at best.   

 
• Even a modest increase in traffic or turning volumes 

might have a sufficient impact on traffic operations to 
justify widening this section from 1 to 2 lanes in each 
direction.  This can be done, but it will impact abutting 
properties.  

 
5. Sub-Area 5 - Gardner to North Main (Figure III-5) 
 
Characteristics -  This section has a single lane in each direction, 
separated by a center stripe, with turn lanes on the intersection 
approaches.  It is uncurbed, with wide shoulders.  Sidewalks are 
not provided.  Setbacks vary but are generally good.  There are 

Figure III-5: Sub-Area —Gardner Road. to North Main 
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site distance and grade problems between Gardner and North Main.   
 
AADT is calculated at roughly 15,100 vpd with truck volumes estimated at 1,200 vpd.  The VC ratio is 0.91.  There are no mid-block 
accident clusters, and accident rates are calculated to be below the State average for similar roads.  The Working Group noted, 
however, that winter accidents at the Route 14 and North Main intersection are frequent due to the severity of the down-grade 
approach.  They also noted that many senior drivers shop at Geralds Pharmacy and that the proximity of its driveway to the 
intersection was unsafe. 
 
There is some frontage development for commercial purposes, but it is largely limited to the area around the Route 14 and Gardner 
Street intersection.  The largest development is a local-scale strip-mall, Jubilee Plaza.  There is some room for additional 
development behind the mall, away from frontage on the west side of Route 14, and along Gardner Rd.  The Working Group noted 
that the area behind Jubilee Plaza would likely be developed as middle-income housing. 
 
Issues- 
  

• Additional frontage development east of the intersection with access directly to Route 14 would increase accidents due to 
sight distance problems. 

 
• Significant residential development northwest of the sub-section could significantly increase traffic volumes on Gardner.  The 

increases might be sufficient to justify widening Gardner, but are likely to be sufficient to justify intersection improvements.  
 
6. Sub-Area 6 - North Main to Hickory Grove (Figure III-6) 
 
Characteristics -  Route 14 is comprised of two lanes separated by a center strip.  It is uncurbed and there are no sidewalks.  Shoulder 
widths vary from moderate to good and setbacks are generally good.  Truck access to The Center from Route 14 is provided via 
Wygant, which is the only east-west connection north of the Village.  Road widening is possible but there are some physical 
constraints.  There are 17 driveways and 2 T-intersections (47 access points / mile). 
 
AADT is calculated at 11,800 vpd and trucks volumes are estimated at 1,000 vpd.  The VC ratio is estimated at 0.64.  There are no 
mid-block accident clusters and accidents rates are below the State average for similar roads. 
 
This section is lightly developed, primarily for residential uses with a sprinkle of  small businesses.  Frontage development is 
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possible, but development depth is limited by wetlands on the east 
side and grades on the west side.   
 
Issues - 
  

• Traffic lines can be long on the southbound approach to 
the Route 14 and Wygant intersection as a result of the 
interaction of left-turns conflicting with right turns on the 
northbound approach. 

 
• Route 14 is used by bicyclists.  Increased traffic volumes 

will conflict with this use.  Bike use in this area may be 
accommodated by improvement of the Marsh Trail. 

 
• Additional driveways between North Main and Wygant 

would be difficult to accommodate if they generate large 
traffic volumes or a high number of left turns. 

Figure III-6: Sub-Area —North Main to Hickory Grove 
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B.        The Implications of Growth    
  
1. Projected Traffic Volumes    
 
As shown in Table 1, the “Big Flats - Horseheads Highway Network Evaluation Study” projected  7.7-million square feet (sf) of 
development in the area between Sing-Sing and Kahler Road by the year 2019, roughly 40-percent of potential build-out.  This 
growth would generate 10,507 peak hour trips (pht), and increase total trip generation in the study area to 22,942 pht, or by 84-
percent.  The Technical Team estimated there will be an additional 3,600,000 sf of mixed commercial growth in other areas of the 
Town, and that this would increase trip generation by another 6,840 pht.   
 

New as aTotal1999NewResid.Business
% of 1999PHTPHTPHTunitssquare feetSection / Area

Trip Generation
84%22,94212,43510,5072,2357,700,000Big Flats - Horseheads Highway Study

6,8406,8403,600,000Remainder of Rt. 13 & 14 Study Area

Trip Distribution
91%2,5331,3241,209Rt. 14, Broad St. to North Main

Big Flats - Horseheads Highway Study
162%2,5009551,545Broad Street
140%1,202500702Sing Sing - Broad to Hickory Grove
129%937410527Sing Sing - Hickory Grove to Chambers
97%1,124570554Hickory Grove - east of Sing Sing

178%1,333480853Hickory Grove - west of Sing Sing
Table 1 
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Origin-Destination studies and trip assignments were not prepared for this Assessment.  But, based on the “Big Flats - Horseheads” 
study and the location of new development elsewhere, the potential increases in traffic on specific roads are dramatic.  For example, 
traffic volumes on Broad Street and Route 14 between the Broad Street and Gardner Street intersections will increase to more than 
2,500 pht, while traffic volumes on Sing Sing and Hickory Grove will more than double and will approach their available capacity if 
peak hour traffic is highly directional. (Table 1) 
 
Traffic volumes on Route 14 south of the Philo intersection and north of Wygant Road are not expected to be impacted quite so 
heavily; although traffic volumes north of Wygant road are dependant on growth in Montour Falls and Watkins Glen.  Additionally, 
if there is substantial residential development on properties northwest of the Hickory Grove alignment there is a possibility that the 
additional traffic volumes will justify improvements to Gardner Street 
 
2. Operational Impacts and Transportation Improvements 
 
It is to be expected that travel time, level-of-service and safety will deteriorate sharply.  Traffic volumes on Broad Street and Route 
14 between Broad and Gardner will be more than twice their rated capacity; consequently there will be significant degradation in 
level-of-service with long waits at signals and to make mid-block left turns.  Traffic volumes on Sing Sing, Hickory Grove and Route 
14 north of North Main will approach their rated capacity, and may exceed it if peak hour volumes are highly directional.  Waiting 
times at intersections will increase. 
 
The impacts on accidents (safety) may be similarly great, although they cannot be projected with any accuracy.  From 1998 to 2001 
there were 338 accidents along Route 14, of which 199 were reportable accidents; that is, they caused a fatality, an injury or property 
damage.  The accident rate was at or below the State average for roads with similar characteristics.  General statistics suggest that 
accidents increase at a rate that is somewhat smaller than the rate of traffic volume growth, as shown in Figure I-8 in the 
Introduction.  So, if traffic volumes double then the number of accidents might increase by 75 percent, give or take.   
 
At the same time, accident rates are directly influenced by turning movements; vehicles entering or exiting driveways and 
intersections.  Again, general statistics show that as the number and density of driveways increase and traffic volumes increase the 
change in accident rates will be greater than the change in volume growth.  Thus, if there is significant new development with 
driveway connections to Route 14, it is to be expected that the number of accidents will more than double. 
 
Under these circumstances the following improvements will likely be necessary 
  



Horseheads, NY Corridor Management Study           
Page 38 

Broad Street - will have to be widened from 1 to 2 lanes in each direction; 
 

Route 14 from Broad St. to North Main - (i) will have to be widened from 2 to 4 lanes, (ii) a new signal will have to be 
provided at the intersection of Route 14 and Lynehurst, (iii) intersection improvements will have to be made at Broad, 
Gardner, North Main and Wygant, and (iv) a restrictive or permissive median may have to be installed, and 

 
Route 14 south of Philo - safety improvements will be necessary perhaps including a new signal serving the residential area in 
the south, and intersection improvements at Philo.  If there is a significant increase in accidents a restrictive median may be 
necessary. 

 
The following improvements may be necessary (and will probably be necessary if traffic volumes exceed the levels discussed in this 
Assessment): 
 

capacity improvements probably including 2 new lanes on Sing Sing, Hickory Grove and possibly Gardner; and 
intersection improvements potentially including turn lanes and signals at Sing Sing and Broad St., Sing Sing and Hickory 
Grove and Hickory Grove and Gardner. 

  
3. Property Impacts 
 
General – Traffic noise and litter will increase.  If congestion is severe and mid-block queuing frequent there will be a noticeable 
increase in odors from emissions.  It will become more difficult for pedestrians and bicyclists to cross roads.  This problem will be 
most severe along Broad St. and Route 14 between Broad St. and North Main which are abutted by dense residential developments 
and schools and churches.   
 
Land-Use Conversions – Projected traffic volumes on Broad St. and Route 14 north of Broad St. are incompatible with the residential 
uses abutting these sections.  It is to be expected that property values for current uses will decline while their value for commercial 
uses will increase.  Pressure for conversion will grow if these roads are widened and the widenings encroach on yards. 
 
Homeowners in the residential development in the northeastern quadrant of the Route 14 and Philo intersections will have an 
increasingly difficult time making left turns to and from Route 14.  Further, it is to be expected that there will be commercial 
development on properties abutting their subdivision.  Unless alternative access can be provided to their subdivision it is probable 
that there will be pressure to convert residential to commercial uses over the mid- to long-term. 
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Encroachments – It appears possible to widen Route 14 between Broad and Gardner without acquiring additional right-of-way.  The 
same is not true for local roads.  The impacts of encroachments may be most severe on Broad Street, the western end of Hickory 
Grove and the Sing-Sing link between Broad and Hickory Grove, where front yards and set-backs are relatively small.   
 
Business Considerations  –  Commercial developments south of Philo are generally compatible with and might actually benefit from 
increased traffic and roadway improvements.  But, businesses on the west side of Route 14 south of Philo may experience a reduction 
in morning customers and businesses on the east side a reduction in evening customers if a restrictive median is necessary.   
 
Access to businesses between Chemung and County Route 64 (the Holiday Inn and Friendly’s) will become increasingly difficult 
and dangerous as traffic volumes grow and conditions could reach the point where they are no longer commercially viable. 
 
Traffic volumes on Route 14 north of Wygant will rise to levels which would appear to justify small pass-by and related businesses 
such as gas, stations, mini-marts, eating establishments and the like.  It should be noted that this stretch of Route 14 is largely under-
served by such businesses.  There is, thus, some potential for conversion from residential to commercial uses.   
 
The projected increase in traffic volumes on Route 17 between exits 51 and 54 will create pressure for additional commercial 
development and redevelopment on the south side of Route 17 between the access road being constructed (as part of the re-
designation of Route 17 to I-86) and Chemung St.   
 
C.        The Need for Comprehensive Planning    
 
The two sections which follow provide general and area-specific recommendations to reduce the impacts of increased traffic and, in 
some cases, to take advantage of the opportunities increased volumes create.  Most of these recommendations should not be 
implemented outside the context of the Town’s and Village’s Comprehensive Plans, as this Assessment falls far short of addressing a 
variety of critical issues, as outlined below.  
 

Limited Citizen Consultation - The recommendations include rezoning of developed properties with property specific impacts 
and other actions which will increase infrastructure costs.  Decisions to undertake these actions must be made in consultation 
with and, desirably, support of property owners and taxpayers.   

 
Narrow Objectives  – The recommendations are based on the Technical Teams understanding of the issues and objectives 
developed through discussions with the Working Group and this Assessment.  These have tended to concentrate on 
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transportation and transportation related impacts.  The Comprehensive Planning would address  a much broader array of 
concerns. 

 
External Issues – Some of the recommendations are dependent on support from the State, the County, and the Town of Big 
Flats.  If this support cannot be obtained, then other alternatives need to be developed. 

 
The Alternatives Are Generally Static – in the sense that they comprise specific changes that, on balance, appear to best 
address the problems, opportunities, and objectives associated with development.  Variations are generally not provided, but 
there are many.   

 
In respect to the interplay of these issues consider, for example,  Route 14 between Broad and Gardner.  Traffic volumes are 
projected to increase to roughly 2,500 pht.  At this volume the road will have to be widened from 2 to 4 and possibly 5 lanes.  
Widening and increased traffic volumes are incompatible with current residential uses and the village environment and there will be 
pressure to convert to commercial uses.   
 
But, in evaluating alternatives there appear to be at least two distinct options.  The first, Option 1, is to find ways to reduce projected 
traffic volumes.  The extension of Sing-Sing east to Route 14, closure of the Broad St. connection to Colonial Drive, and de-
designation of this section as a truck route could divert enough traffic to reduce projected traffic volumes to a level where they might 
be handled by a reconfigured 2 lane section, as shown in Figure III-7.  Or, Option 2, allow the traffic volume increases and convert 
abutting properties from residential to small commercial and office uses.  In this case, the road will have to be widened and 
provisions for access and pedestrian movements will have to be provided, perhaps as in Figure III-8. 
 
Both options obviously require intensive consultation with property owners.  Option 1 would require consultation with and support 
from the County and Big Flats, because the necessary changes to the road system will require their approval and financial 
suppoRoute  While Option 2 would involve consideration relevant to the specific type of cross section to be built (e.g. the width and 
design of a restrictive median) and how the converted properties might develop.  For example, will the Village allow commercial 
development on one or both sides of Route 14, and to what depth?  How will these changes impact abutting residential uses?  If a 
restrictive median is required, how will the State and Village provide full access to commercial properties?  What development 
requirements should be imposed by the Village to support an access plan?  Would the NYSDOT use its property takings abilities to 
benefit the conversion of properties, or should it focus on minimizing property encroachments? 
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Figure III-7: Photo simulation of two-lane 
section with a raised median. 
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D. General Recommendations 
  
1. Rezone (Figure III-9, page 43) 
 
The proposed rezoning has three principle objectives: (a) to locate 
high-traffic intensity developments in areas where their impacts 
are minimized and best tolerated; (b) to provide for local retail 
and commercial uses in areas that are served by local traffic; and 
(c) to reduce the impacts of abandoned properties by limiting the 
potential for future abandonments and focusing development on 
areas that can be redeveloped.  The principle elements of the 
proposed rezoning are as follow: 
  

• Traffic intensive commercial and retail business zones 
would be limited to Route 14 south of the RR overpass, 
and to the area lying roughly between Route 17 and 
Chemung. 

 
• Neighborhood / Local Business Zones would be 

established around Jubilee Plaza, in the Route 13 
development area, north of Wygant, at the Ames Plaza, 
and at one additional location south of the Ames Plaza.  
The maximum size of individual businesses in the zones 
should be restricted. 

 
• Retail and commercial strip zones should be down-zoned 

to residential uses. 
  
2.  Enhance the Road Network (Figure III-10, page 45) 
 
In simple terms, the road network in Horseheads has insufficient 
capacity to aborb the potential traffic volumes associated with 

Figure III-8: Photo simulation of five-lane section with a two-way turn lane. 
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Figure III-9: Potential rezoning opportunities. 
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growth, particularly given possible constraints to the widening of Sing Sing and Hickory Grove.  The objectives of the road network 
plan are to  (a) provide additional capacity which will divert traffic from and reduce pressure to widen local roads; (b) link 
subdivisions and existing roads at new locations to provide alternative routes for local traffic; and (c) separate local from through and 
truck traffic.  The principal elements of this plan are as follow: 
  

• Extend a new collector / arterial from Sing Sing to Route 14 northwest of the Hickory Grove alignment .... then de-designate 
Route 14 between Route 17 and North Main as a truck route; 

 
• Provide new road links from Chambers to Sing Sing at the intersection of Barnes Hill and from Gardner to and across the new 

collector / arterial; 
 
• Provide routing alternatives and decrease driving time and traffic volumes by interconnecting subdivisions and linking them 

with 2 or more collectors / arterials within logical quadrants; 
 
• Rationalize intersection location and spacing to enhance operations on collectors and arterials in the future; and, 
 
• Close the existing connection from Broad St. to Colonial Drive, if the communities determine that they want to preserve 

Broad Street for residential uses and minimize traffic problems around the Junior High and Broad St. Schools.  
 
To implement this Plan the communities will need to identify the appropriate alignments for new roads and intersecting links, 
incorporate them to their official map, and implement zoning changes to create pressure to acquire the necessary easements / ROW.  
This will also require consultation with Big Flats, the county and possibly the State where these improvements are outside of the 
Town’s jurisdiction.  
  
3. Modify Underlying Zoning and Subdivision Ordinances 
 
The basic purposes for the proposed changes to underlying zoning and subdivision requirements are to support the proposed zoning 
and road network recommendations; to reduce the unnecessary traffic impacts of development; and, to reduce local costs by 
preserving lower cost or higher benefit infrastructure options and by sharing costs with developers.  Three primary changes are 
recommended, as follow. 
  

• The Route 14 south and Route 17 to Chemung Highway Commercial Zones – incorporate access management provisions to 
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Figure III-10: Potential improvements and new roads. 
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reduce transportation  impacts on local roads and to achieve the type and pattern of development that best serves the Town’s 
interests.  Additionally, the Town should consider requiring abandonment bonds for all commercial and retail developments 
in excess of a certain size, e.g. 100,000 sf.   

 
• Arterials and collectors – establish a functional-class system for all roads within the Town, and adopt access management 

provisions for higher class roads. 
 
• Subdivisions – amend subdivision requirements to provide for planned access for all parcels as a condition of subdivision 

approval.  Such plans should focus on minimizing driveways and curb cuts to higher class roads, internalizing access, 
interconnecting subdivisions, and interconnecting subdivisions to multiple higher class roads.  

 
E.        Area Specific Recommendations 
  
1. Lenox to the Railroad Overpass 
 
The basic objective for this section is to preserve and, possibly, enhance its commercial uses in a manner which will allow for safe 
and efficient traffic operations.  The recommendations are to: 
  

• Establish an access road system connecting to Route 14 at the Philo Road intersection, interconnecting with properties to the 
north and south, and possibly extending to a location opposite a local road in the South, as shown in Figure III-11.   

 
• Allow the residential properties north of the Philo intersection to convert to commercial uses once they are connected to the 

access road. 
 
• Establish zoning ordinances that: (i) require all new developments on the east side of Route 17 link to the access road system; 

(ii) limit trip generation unless new developments or redevelopments are connected to a signalized intersection; (iii) establish 
access standards for shared driveways and interconnected parking; and (iv) require access improvements for properties that 
are already developed but seek to increase or change use.  

 
2. RR Overpass to County Route 64 
 
The Technical Team feels that traffic growth associated with the redesignation of Route 17 to Interstate 86, together with 
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development between Route 17 and Chemung, will change traffic 
conditions in this area so dramatically that they cannot be 
anticipated with the resources available for this Assessment.   
There appear to be two basic needs: 
  

• Reduce pressure on the interchange by reducing traffic 
volumes – this is  accomplished by diverting  traffic to the 
proposed connection from Sing Sing and Route 14 (via the 
Route 17 interchanges at Kahler and Chambers) and to the 
Route 13 access road.   

 
• Preserve opportunities to expand the Route 14 and 

Chemung intersection and to realign the Chemung St. 
approach to this intersection.  The Town and Village 
should not allow any development which encroaches on 
the right of way (ROW) needed to construct a 6 lane cross 
section on all of the approaches nor should they allow any 
development to connect driveways within 200 feet of the 
intersection.  

 
3. Broad Street 
 
Traffic volumes are projected at 2,500 pht, well above the 
existing capacity.  At this level Broad Street would have to be 
widened from 2 to 4 (or more) lanes and existing residential uses 
will be substantially more attractive for commercial use.  Under 
these circumstances there are two relatively simple but very 
distinct alternatives.  Their implications are sufficiently diverse 
that a recommendation is not possible. 
  

• First, close the connection to Colonial Drive.  This is 
likely to reduce projected traffic volumes to levels where 

Figure III-11: Potential cross access roads. 
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widening is not necessary, and will also benefit the 
schools and churches served by Broad and Sing Sing.  
But, it will also increase pressure on the Route 17 
interchange and, to a lesser extent, on Hickory Grove. 

 
• Second, and alternatively, the communities can allow the 

Colonial Drive link to remain open and allow property 
conversions from residential to commercial uses.  In this 
case the communities should implement requirements for 
internalized access, shared parking and driveways and 
other measures necessary to provide safe and efficient 
access to business. 

 
In either case, the communities should evaluate the potential for 
construction of a local road from Broad St. north to interconnect 
the internal subdivisions and then possibly west to a location 
along Sing Sing where a new signal might also serve the Jr. High.  
(Figure III-12)  
 
4. Route 14 Between Broad and Gardner 
 
The Village has indicated its intent to rezone this area for light 
commercial use.  At projected traffic volumes and given the that 
Route 14 will have to be widened from 2 to 4 lanes, or 4 lanes 
with a TWLTL or restrictive median.  With these changes even 
small commercial uses will not be well served absent a sound 
access plan.  To address this problem the Village should:  
  

• Support the extension of Sing Sing to Route 14 and the 
Route 13 access road plan to relieve truck and traffic 
volumes on this section of Route 14; and. 

 

Figure III-12: Interconnection of subdivisions between Broad and 
Gardner. 
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• Work with the ECTC and NYSDOT to develop a 
transportation and land use plan for this area.  The critical 
issues are to determine the most likely cross-section and 
intersection improvements at the projected (or higher) 
peak hour volumes and the general traffic nature of future 
business uses, and then to develop an access plan to 
accommodate these businesses.  

 
5. Route 14 Between Gardner and North Main (Figure III-13) 
 
The objectives in this section are to enhance the attractiveness of 
Jubilee Plaza as a local retail and commercial shopping plaza by 
minimizing the potential encroachment of competition, to 
enhance the area as a “village-type” environment, and to provide 
Gardner Road and the Gardner / Route 14 intersection with the 
ability to make improvements that might be required as a result of 
increased traffic on Route 14 and Gardner.  The recommendations 
are as follow: 
  

• The undeveloped property behind Jubilee Plaza should be 
zoned as single family residential at Village densities.  
Consideration should be given to providing a link from 
Gardner to North Main.  These properties should not have 
direct access to Route 14. 

 
• The property across from Jubilee should be zoned as 

single family residential at Village densities.  Access to all 
new developments shall be provided through two local 
road connections: one to Gardner and the second to 
Hickory Grove.  The connection to Gardner should be 
located so as to create a 4-way intersection with the school 
in anticipation of a signal.  New connections to Route14 

Figure III-13: Possibilities for internalized access and interconnections at 
logical locations. 
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along both axes should be avoided unless they can be restricted to right-turns -in and -out. 
 

• A continuous network of sidewalks and/or sidewalks/bikepaths should be established on all approaches to the Gardner/Route 
14 intersection.  The network should run along Route 14 and from Hickory Grove along Gardner to the Village.  

 
Widening and intersection improvements to both Route 14 and Gardner are distinctly possible.  In order to provide for these 
improvements and eliminate future conflict with development: (i) frontage along Gardner should be zone single-family residential 
with access from a development road; (ii) setbacks/clearance zone limits should be established to allow for widening; and (iii) corner 
clearance limits should set to preserve the ability to improve intersections. 
 
6. Route 14 Between North Main and Westlake Hill Road (Figure III-14) 
 
The objectives for this area are to capture the commercial potential of increased traffic volumes; alleviate the impacts on existing 
residential uses by allowing for conversion to higher value uses; and,  reduce the future traffic and safety impacts of future 
development.  The recommendations are as follow: 
  

• Four to eight acres of land roughly overlapping the Hickory Grove and Westlake Road intersections should be zoned for 
commercial uses.  Developments should be limited in size and oriented to pass-by traffic: gas stations, mini-marts, fast food / 
diners, tourism-oriented shops, and the like.   

 
• Property across from or abutting the newly established zone should be acquired and maintained as a park.  Picnic tables, 

gazebos / shelters, grills, and other accessories to attract tourists and, thereby, “feed” the Hamlet commercial establishments 
should be provided. Bike / hike connections to the Catherine Valley trail system should be considered. 

 
• The remainder of properties fronting Route 14 should be zoned as single family residential with large lot sizes and access 

requirements appropriate to its functional class.  Incentives can be provided for developments sharing a driveway but uses 
generating high driveway volumes should be avoided.  
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Figure III-14: Route 14 North rezoning and new road alternative.. 
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F.        Implementation 
  
Complete the Comprehensive Plan 
 
The majority of the recommendations presented in this Assessment can best, and perhaps only, be defined in detail in the 
communities’ Comprehensive Plan.  The major areas where community-wide agreement and support are required are as follow: 
  

• all proposed rezoning, including (planned) conversions of existing uses; 
 
• any amendments to underlying zoning requirements that would impinge on property rights or values including, for example, 

increases in minimum lot size or dimensional requirements and provisions for donations of ROW or cost sharing for 
infrastructure; 

 
• all new roads requiring preservation or advanced acquisition of right-of-way, and 
 
• community preferences in respect to new roads versus capacity improvements (widening) on existing roads. 

  
Early Action Items 
  

• Preserve an access connection to Route 14 opposite the Philo intersection 
 

Include the access road on the Town’s Official Map.  Set out signal requirements in the Town’s zoning ordinance as provided  in the 
last Early Action Item. 

 
• Evaluate the feasibility of interconnecting subdivisions on the northwest side of Route 14 between Broad and Gardner.  If 

there is sufficient ROW, preserve it.  
 

Establish a committee comprised of residents in this area and Town officials and planners.  Review aerials and walk the area to 
identify whether this opportunity is technically feasible.  If so, work with the committee to define the circumstances under which it 
would be implemented.  Obtain easements permitting the construction of this interconnection conditioned on acceptable 
circumstances. 
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• Initiate actions necessary to implement a GEIS for the proposed Highway Commercial Zone roughly bounded by Route 17 
and Chemung 

 
This is the only large, traffic-intensive retail and commercial zone recommended in this Assessment.  Redevelopment and new 
development will occur.  The Town should use any major development to fund a planning assessment and GEIS for the entire zone if 
the impacts of development are to be minimized and the highest benefits achieved. 
 

• Meet with the State, Chemung County Officials and officials from Big Flats to discuss their support for the proposed road  
from Sing Sing to Route 14. 

 
The proposed extension is critical to minimizing the impacts of traffic growth in this (northwest) quadrant.  But, impending 
residential development threatens the most attractive alignment for this road.  If agreement can be obtained from these external 
groups on the desirability and feasibility of the new road the Town should official map an alignment and “use” residential 
development to help offset the costs of the proposed road. 
 

• Implement changes to zoning and subdivision requirements to address problems that may become critical in the future.   
 
The Town’s zoning and subdivision ordinances permit development with larger than necessary transportation impacts and create 
conditions whereby it will be extremely difficult to make transportation improvements in the future.  The Town needs to consider 
wholesale modifications to its ordinances in respect to these problems.   
 
There are four specific changes to zoning and subdivision requirements that should be implemented quickly, however, in order to 
minimize the impacts of impending development and preserve opportunities to implement the recommendations of this Assessment.  
Possible language for these are set out below.  
  
Subdivision Access 
 

1.   Planned access shall be provided for properties which are the result of subdivisions occurring after the effective date of this 
Ordinance. 

 
2. Planned access shall address the following: 

• Properties which are the result of a subdivision do not have the right of individual and exclusive access to State and 
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County roads.  The number of driveways or other connections to such roads shall be the minimum number necessary to 
provide reasonable access, not the maximum available for the frontage. 

 
• The primary access to the proposed subdivision shall be obtained from the road with the lowest functional classification 

serving the proposed subdivision. 
 

3. Access should be internalized.  Access to properties within a proposed subdivision should be obtained from an access road or 
interior road. 

 
• If the property which is proposed to be subdivided has frontage on two or more roads, internal properties should have 

access to all such roads. 
 

4. The access system for the proposed subdivision should be coordinated with existing, proposed and planned streets outside the 
subdivision. 

 
5. Easements shall be extended to undeveloped properties abutting the proposed subdivision at such locations as will allow the 

logical development of an interconnected subdivision road network. 
 
6. Shared driveways, cross access driveways, interconnected parking, and local and private roads constructed to provide access 

to properties internal to a subdivision shall be recorded as an easement and shall constitute a covenant running with the land.  
Operating and maintenance agreements for these facilities should be recorded with the deed. 

  
Clearance Zones 

 
1. A clearance zone of 50 (fifty) feet measured from the centerline of the existing road shall be required for all properties 

abutting state and county roads as well as Town roads located within the COMMERCIAL, RETAIL AND INDUSTRIAL / 
MANUFACTURING / WAREHOUSING ZONES. 

2. No permanent structure or use, including parking or other appurtenances serving traffic, holding ponds, septic systems, or any 
other use which by their removal or relocation would render the property economically unusable or in conflict with other 
federal, state or local requirements or which would substantially diminish the value of the property shall be allowed within the 
clearance zone. 
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3. Utilities, lighting, drainage, landscaping, and pedestrian and bicycle facilities may be located within the clearance zone. 

  
Corner Clearance 
  

1. Corner clearance standards shall apply to properties located at the intersection of any road with a state or county road or a 
local road specifically intended to serve large development. 

2. Driveways to such properties shall be located no closer than 220 from the intersection on the higher class road and 110 feet 
from the intersection on the lower class road. 

3. Corner clearance is to be measured along the road from the closest edge or curb of the driveway to the closest edge or curb of 
the road. 

 
 
Traffic Signals 
 
  

1. Traffic Signal Spacing: 

• Signals on State and County roads may be located no closer than 1,320 feet from abutting signals. 

• Signals on State and County roads may be located no closer than 660 feet from the intersection of  unsignalized roads or 
private driveways generating more than 150 peak hour trips. 

2. Driveways to Developments Requiring Traffic Signals Driveways to Developments Requiring Traffic Signals. 

• Driveways to developments requiring a traffic signal must be located so as to serve an opposing road or driveway. 

• The driveway connection to the signal must be accessible by abutting properties, including through properties or roads 
where possible. 

3. The driveway connection to the signal must be designed to local road standards and when connected to abutting properties or 
through roads an easement for the driveway shall be provided to the Town. 
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