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Planning a safer and more efficient pedestrian, bicycle, car, and transit—
friendly environment will provide the opportunity to comprehensively
transform the various segmented areas in Norwalk's core into one
vibrant Downtown and unlock the true economic potential of a denser
urban center.

Connectivity in Norwalk’s Downtown will improve access to goods
and services needed by area residents and workers, increase the
area’'s potential as a regional destination, and enhance eccnomic
development within Norwalk's Downtown. To achieve these synergies,
infrastructure, transportation, and urban design improvements are
needed to address the existing physical and visual barriers.

The Norwalk Connectivity Plan will serve as an important component
in realizing Downtown Norwalk's potential. The plan will be used to
ensure that development of the Downtown provides the necessary
transportation and visual linkages to unify separate developments and
improve circulation overall, while building a regionally competitive,
appealing destinaticn.
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Several planning efforts are underway which are relevant to the
Connectivity planning effort.  These concurrent initiatives will
incorporate input, as it relates to Downtown Norwalk, from this
Connectivity Plan.

SoNo TOD Plan

The Norwalk Redevelcpment Agency, working with a variety of
elected officials, community stakeholders and social service
providers, recently developed a Transit-criented Development (TOD)
Master Plan that seeks to leverage the land resources within a
quarter-mile radius of the South Norwalk Train Station to revitalize that
neighborhocod. Among the strategies recommended to implement
the policy objectives in the Master Plan are:

« Development of city-owned and under-utilized properties

¢ Preservation and reinforcement of existing housing plans

¢ Investment in existing businesses while encouraging new
enterprises

¢ Public improvements to facilitate pedestrian connections to
the train station and the utilization of public open space

¢ Enhanced public safety and enforcement

The SoNo TOD study area is within the overall study limits covered
by the Connectivity Plan. Of particular relevance, the TOD plan
has reccgnized that the connections from the train station to the
Washington Street Historic District, the Webster Street Block, and the
North Main Street corridor are challenging for pedestrians and must
be improved.
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Pedestrian circulation in the project area
is problematic in a number of areas, due to
expansive curb cuts, encroaching vehicles,
intrusions of infrastructure onto sidewalks,
or sidewalks that disappear altogether.
Many improvements are being made to
West Avenue, where the problem spots
are most conspicuous and infrastructure
funding associated with the 95/7 project is
available to address them. In addition to West
Avenue, other streets are just as important
in establishing a hospitable pedestrian
environment in Downtown Norwalk; however,
they too are often insufficiently equipped to
comfortably accommodate people.

While Norwalkers have grown accustomed

to many of the shortcomings of Downtown's

pedestrian environment, in the context of

Connectivity and downtown's baseline

anticipated development, such flaws take on

a greater significance, preventing the establishment of a pedestrian
environment with sufficient appeal to persuade motorists not to add
their car to downtown'’s traffic.

Designing a compelling pedestrian experience is an important goal
of the Norwalk Connectivity Plan because as the Downtown grows in
size and density, increasing the percentage of persons walking will
be necessary to preserve mobility and accessibility across all modes.
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These concepts can be used to enhance
the pedestrian environment in a way that will
promote overall connectivity in Downtown
Norwalk by encouraging park-once trips,
providing last-leg connectionstotransit service,
and fostering economic vitality through street-
level activity and by fostering heritage tourism.

Encourage Park-Once Trips

Throughout the corridor the pedestrian
network should be focused on enabling travel
between attractions without having to get back
into one’'s car. In particular, pedestrian linkages
are needed between recreational, historic, and
entertainment sites to encourage visitors to
park once and visit multiple destinations.

Provide Last-Leg Transit Connections

Pedestrian linkages are crucial to transit

connectivity because they provide the last-

leg connection from transit service to a

final destination. Being able to conveniently
access one's destination from transit stops is one of the primary
determinants of whether or not people will use transit to get to and
from the Downtown and travel within it. At the South Norwalk Rail
Station pedestrian pathways exist but are missing linkages and in
need of improvements as discussed later in this plan.













network of bike lanes, bike paths, and grade-separated bicycle
crossings. City residents voted to get rid of public school busses
many years ago, so many children walk or bike to schocl. Davis has
more bikes than cars and is the only place to earn platinum status on
Bicycle Friendly Community’s list of top cities.

On a much larger scale (but in the same climate zone as Norwalk),
the NYC Department of Transportation reported a 14 percent increase
in commuter bike riders between 2010 and 2011, continuing the
trend of significant growth in the number of New Yorkers choosing to
commute via bicycle. Commuter cycling has increased by 62 percent
when compared to spring of 2008 and by 262 percent coverall since
2000. The City has installed more than 380 lane-miles of bicycle

routes since 2002. From 2000 tc 2010, the average risk of a serious
injury to bike riders declined by 72 percent.

Overall, Downtown Norwalk has great potential to become a
bustling, bicycle-friendly community. Greater Norwalk also offers
many desirable recreational bicycle destinations to which downtown
routes should connect. This Connectivity Initiative provides guidance
for future bicycle-related projects and improvements in Downtown
Norwalk, as well as recommended programs and pclicies that will
improve local biking conditions. The goal isto create a safe, accessible
bicycle system that includes bicycles and encourages residents and
visitors alike to walk and bike, rather than drive, around downtown.

Wayfinding describes the basic methcds by which people orient
themselves. In urban contexts, landmarks and salient natural features,
such as water or topographic changes, provide the most readily
accessible visual anchors that can be used as geographic points of
reference. Wayfinding nodes help pecple to navigate efficient paths of
movement. Neighborhcods that are distinct and well defined create
a sense of orientation and identity. A strong sense of identify usually
equates with feelings of belonging, civic ownership, and pride which
contribute to a strong community character,

Part of creating a cohesive downtown environment is helping people
orient themselves and navigate from one attraction to ancther. While
each of the five districts are in close proximity to the next, people will

have no reason to travel between them if they don't know what there
is in each, and how to get from cne to ancther. Area residents and
waorkers can get to know Downtown Norwalk over time, but for visitors
and tourists wayfinding will have a more significant influence on their
perceptions and experience of the Downtown.

In addition to physical wayfinding elements, technology presents
new opportunities for integrating visitor information with traffic,
directions, and parking. The SFPark app, Pocket Tour Guide™ and
other destination location applications which can be accessed from
cell phones can provide an encrmous ameount of information to the
Downtown's visitors.
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Accessto publictransitis animportant feature in an urban environment
and a necessary component in the parking-reduction equation. One
of the major factors for people who have a choice in using transit
is the frequency of service. When a person can be assured that a
vehicle will pick them up and take them to their destination with a
minimum of wait time, they are more likely to use the service. Fast
and reliable service that links parking lots and garages provides the
potential for shared parking cpportunities and lower overall space
requirements.

The over-arching sentiment from Norwalkers who participated in the
study was there is too much parking and not enough transit service
in the downtown. This is leading to an environment that might work
for single destination travel, but is counterprcductive to creating
sustainable transpertation options or a cohesive, well connected
downtown.

There is a growing recognition that young, educated professionals
nation-wide favor a more urban lifestyle, and they don't want to own
multiple cars; in fact, they prefer immediate access to jobs, shopping
and entertainment.” Conventional wisdom equates convenience with
speed of travel. A more contemporary approach to transportation
engineering considers accessibility as a critical factor in a person’s
measure of convenience. So while travel speeds within cities may be
slower than in other areas, the proximity of land uses to one another
reduce a person’s overall travel time.

Recent planning by the Norwalk Redevelopment Agency focused
on a circulator service as a means of providing frequent transit in
the downtown corridor. The purpose of the Circulator is to increase

1 CEOs for Cities
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accessibility to various destinaticns within Downtown Norwalk quickly
and efficiently.

Transportation investment historically has been a powerful tool for the
inducement of land development. Transit, particularly rapid transit
such as light rail and high-frequency/speed bus service, can result
in significant return-on-investment (ROI) in terms of development
dollars following the initial cost of the system.

To put ROl into perspective, the Portland Streetcar cost $56.9 million
for a 2.4 mile segment. Additional segments were subsequently built,
equating to a total capital cost of $103 million for a 4.0 mile alignment.
Since 1997 when the original Portland Streetcar alignment was
identified, properties along its length have experienced significant
changes, including:?

* $3.5 billion has been invested within two blocks of the streetcar
alignment.

* 10,212 new housing units and 5.4 million square feet of office,
institutional, retail and hotel construction have been constructed
within two blocks of the alignment.

*» Real estate within one block of the streetcar has attracted 55% of
all CBD development since 1997, and properties located closest
to the line more closely approach the zoned density potential
than properties situated farther away.

» Developers are building new residential buildings with
significantly lower parking ratics than anywhere else in the
region.

2 Source: ED Hovee & Company, Portland Streetcar Development
Impacts, October 2005,




Another example of strong ROl on a transit investment is evident with
the Healthline Bus Rapid Transit system that runs along the Euclid
Avenue corridor in Cleveland, OH. Despite the challenging financial
climate, the $1987 million renovation of Euclid Avenue has become
an economic development engine for the city. More than $3.3 billion
worth of projects are in the works or recently finished along five miles
of the vital artery.

Through stakeholder meetings conducted as part of this Connectivity

1 Cleveland’s Euclid corridor project has paved the way to economic
development, Michelle Jarboe, The Plain Dealer November 29, 2009

Plan, a preferred Circulator route utilizing West Avenue and circulating
around the SoNo train station to the south and the Wheels bus hub
to the north was established. Plan stakeholders also recommended
that although a streetcar system would be more beneficial to
economic development, a ‘rubber-tired’ vehicle is more appropriate
given the flexibility it has to adapt to service changes in the future.
Stakeholders also indicated a preference for a more distinctively
styled bus to differentiate the service from the existing fixed-route bus
service provided by the Norwalk Transit District.
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configuration for conditions present at the time should be explored
with a more detailed study focused on this specific issue, taking into
account recent and prospective changes in surrounding development.

There was acknowledgement by plan stakeholders that West Avenue
is the downtown'’s primary transportation corridor, and due to the
variety of existing and planned destinations along the roadway, that
full accommodation for bicycles was a logical objective. Due to the
public’s perception of the safety hazards associated with bicycling
along West Avenue, shared-lanes (“sharrows”) were rejected in favor
of bike lanes on both sides of the street and along the entire length
of West Avenue as the most desirable way to provide for bicyclists on
this road.

A bike lane would also greatly benefit pedestrians using the sidewalk
as they would have a buffer between themselves and motor vehicle
traffic. Bicycle lanes can be installed adjacent to the outside travel
lanes or to the right of on-street parking, thereby protecting the
bicyclist from the sudden swinging open of the driver's car door.

The figure to the left illustrates a section of West Avenue (between
Orchard Street and Wall Street) consisting of two 11’ travel lanes
and a 12’ TWLTL. Five-foot bicycle lanes and on-street parking along
one side of the street are included. Finally, generous sidewalks,
with minimum 7’, unobstructed widths, consistently throughout the
avenue (not to include banding or tree grates) should be provided.

South of Orchard Street, the expansion of West Avenue was a
condition for the approval of the 95/7 redevelopment project. It
is possible that over time, with the successful implementation of a
transit circulator, demand for automobile traffic may diminish. If and
when that happens, the City should revisit the lane configuration with
the CTDOT to explore options to better accommodate transit and
bicycles.

Academy Street Extension (S-2)

This initiative requires extending Academy Street from Chapel Street
to Leonard Street at the northern end, and Merwin Street to Crescent
Street at the southern end to provide the final links in the ‘Middle Axis’
from Crescent Street to Wall Street.

The Academy Street route was designated as the most viable north-
south bicycle route in the downtown due to the ability to prioritize
bicycles on the street through bicycle lanes in both directions. This
route was discussed as a supplemental route to West Avenue due
to the potential to create a safer and more comfortable bicycling
environment while still providing close proximity to major activity
centers. A low to moderate level of vehicular traffic is anticipated for
this street serving a portion of inter-project traffic at full build-out, and
the road would be designed for lower speeds.

The proposed bicycle route is recommended to begin on |saacs
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open space, shopping & entertainment, and public facilities can
be added.

* The system should be designed with ease-of-upgrading &
adjustment in mind, as things do change over time.

¢ Signage design should anticipate and encourage a multimodal
downtown, and contain consistent thematic elements to foster a
unified sense of the whole area.

* The wayfinding system should emanate from five core downtown
plazas with information kicsks and connect to a larger network of
ancillary locations, to be determined.

Besides wayfinding signage, hi- and low-tech maps and lighting
initiatives should be deployed in the service of wayfinding and
connecting the districts.

It is recommended that the City of Norwalk engage a consulting
firm with specific expertise in planning and design a comprehensive
wayfinding system for Downtown.

Initiate low and high-tech wayfinding programs (W-3)
Norwalk's wayfinding system should take advantage of emerging
web-based technclogies and cell-phone/GPS-based mapping
programs that could enhance visitor experience, including podcasts,
and cell phone ‘bump’ applications that would perform wayfinding
functions through wi-fi networks. Plan stakeholders discussed low-
tech approaches including partnerships with local establishments
that would build strengthened connectivity among each other. One
example: local restaurants utilizing place-mat maps with sponsors
funding the effort through advertising. Other ‘low-tech’ maps could
be theme-based and distributed at appropriate locations, such as
maps of historic resources cr arts, placed at downtown galleries and
museums. An example would be Norwalk's Art-Walk map.

lllumination should also be used tc help connect downtown assets
and help people find their way among them. Historic buildings,
churches, trestles, overpasses, and other significant structures
should be illuminated in ways that emphasize their significance and
draw people through downtown’s many attractions. Local electric
providers should be approached to partner in this strategy. Plan
stakeholders also recommended that lighting fixtures as well as traffic
light poles be painted black sc that they “disappear” at night and
become less obtrusive elements in the streetscape.

Remove existing ad-hoc wayfinding signage (W-4)

To avoid duplication and reduce sign clutter, eliminate all existing
wayfinding signage once new system is implemented. Signage
jurisdictions (e.g. state, city, private) should be clarified prior to any
removal effort. |deally, agreements between the varicus signage
authorities should be made to ensure that future sign clutter is kept
under control, sign standards are adhered to, and maintenance and
upkeep of the signage system is shared by all parties.
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Monroe Street Station Access Improvements (P-2)

Monroe Street is the main link between the rail station and SoNo
and the street plays a major role in how pedestrians will experience
Downtown Norwalk. The Monroe Street pathway can be enhanced
starting from the eastbound side of the Station which connects to
pedestrians to Monroe Street with a one-sided sidewalk that is devoid
of streetscaping or wayfinding elements.

This gateway can be improved through:

* Plantings along the sidewalk. Narrow strips of earth adjacent
to pedestrian pathways can be challenging to plant but benefit
the pedestrian experience. Appropriate plants for this area of
sidewalk are low, slow, and vertically growing; water-thrifty; native
or adapted to the local environment; and a mix of evergreen plants

and perennials that go dormant in winter.

* Crosswalk at the mouth of the station entrance/exit. Currently the
drive does not have a stop sign, light, or crosswalk. Traffic from the
rail station and on Monroe Street is one lane in each direction. A
striped crosswalk across the drive to enable pedestrians to travel
east towards South Main Street would make crossing easier and
safer for pedestrians.

Integration of wayfinding elements that will be visible to those
going to or coming from the station. In addition to a crosswalk
enabling pedestrians to travel towards SoNo, signage is needed
directing them where to go. When pedestrians currently reach
the end of the existing sidewalk, there is no indication of where
the Downtown area’s attractions are located. While maps within
the rail station provide some information, a continuation of an
integrated wayfinding strategy (discussed in a separate section) is
much needed at this critical pedestrian intersection.

MLK Drive Enhancements (P-3)

Martin Luther King Drive to the west of the Station was identified as
an important pedestrian gateway because it serves as the primary
pathway for residents of the Flax Hill neighborhoods walking to/
from the rail station. Both the staircases connecting to Martin Luther
King Drive, and Martin Luther King Drive itself were identified by
plan stakeholders as in need of improvements to support car-free
commuting from this area. Improvements identified were lighting,
sidewalk maintenance, and landscaping.

These improvements can be used not only to enhance the visual
appeal of Martin Luther King Drive, but also as traffic calming
elements. Martin Luther King Drive is about 65 feet wide north of the
rail station with four lanes and an alternating turn lane. The street
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The preferred street tree planting list ensuresthe most suitable species
are placed in specific areas to enhance the green infrastructure in
Downtown Norwalk and provide the optimum cancpy cover for the
streetscape. The guidelines also ensure visual enhancement of
public streets, rights of way, and public places with minimal impacts
to subsurface infrastructure due to root zones.

Norwalk has numerous crigins and destinations, ranging from cultural
institutions to the Norwalk Hospital; however, with full build-out of
the planned development, the following criging and destinations are
expected to generate the majerity of the bicycle traffic:

* Avalon

*» POKO/Wall Street Place
* Waypointe

* Head of the Harbor

* QL7

» 55-77 Water

+ SoNo

* East Norwalk via Stroffolino Bridge
¢ Norwalk River Valley Trail
» 3. Norwalk Train Station
» Libraries

* Post offices

The specific lane configurations of different routes within the study
area will need to vary at different segments due to limited roadway
width. Bicycle lanes should be included within existing right-of-

47 Norwalk Connectivity Master Plan: Task C Report

Provide landscaping and street trees at the following locations:

¢ Crescent St

¢« Commerce St

¢ Harbor Avenue
* Monroe Street
* West Avenue

ways wherever feasible. This improvement was recommended by
plan stakehclders because of the additional safety that separate
lanes provide bicyclists. Additionally, a separate lane increases the
perception of safety for bicyclists of all ability ranges and therefore
encourages more riders. In locations where bicycle lanes cannot be
provided, sharrows with appropriate roadway improvements would
be sufficient in such cases.

Sharrows (B-1)

On smaller roads where there is less traffic volume, the concept
of “shared-lanes” is recommended. Shared lanes operate on the
simple premise that bicycles are already allowed on most streets, but
adds a reminder to cars by way of signage. Shared lanes may be
marked with a pavement marking symbol. The symbol, known as the
shared lane marking, or “Sharrow”, is useful in locations where there
is insufficient width to provide bike lanes. The marking also alerts road
users to the lateral position bicyclists are likely to occupy within the
traveled way, therefore encouraging safer passing practices. Shared
lane markings may also be used to reduce the incidence of wrong-
way bicycling.










intersections: North Main Street, Orchard Street,
Leonard Street and Wall Street.

Bike Signage Program (B-6)

The presence of signage could encourage
bicyclists to ride in the roadway, rather than on
the sidewalk, and also educate motorists to share
the roadway safely. On streets designated with
sharrows, or shared lane pavement markings,
inclusion of ‘Share the Road' signs will promote
and encourage safer bicycling. Install bike route
markers and bike warning signs along these
streets, as listed in B-1 on page 48.

Bike Racks (B-7)

Bicycle parking needs to be visible, accessible,
easy to use, convenient, and plentiful. Racks need
to support the whole bike (not just one wheel) and
enable the user to lock the frame and wheels of
the bike with a cable or U-shaped lock. Parking
should preferably be covered, well lit, and in plain
view without being in the way of pedestrians or
motor vehicles. Experience elsewhere has shown
that if any of these criteria aren't met, there's a
good chance cyclists won't use what is provided
and will park wherever they think their bike will be
safe.

The pedestrian and bicycle interface is also
important to the success cof the transit system.
Having bicycle storage at stations and the ability

BIKE LANE |

for the transit vehicle to carry bicycles is essential
to fostering multimodal access and intermodal
transport throughout Downtown Norwalk.

Install well-designed bike racks near the following
cortidor destinations:

* 55-77 Water Street

» SoNo (Washington Street)

» Libraries in SoNo & Wall Street Districts

* Post Offices in SoNo & Wall Street Districts
* All new development sites

Public Education Campaign (B-8)

Potential push-back against bicycle lanes and
sharrows should be preemptively addressed with
public education initiatives involving cutlets such
as Channel 12, radio, PTO Council (families), print
and electronic media. It may be possible to feature
different sections of bicycle routes on separate
episodes or editions. Politically, information on
bike lanes should be provided early on to the
Planning Committee of the Common Council and
alsoc brought to the Health, Safety, and Welfare
Council Committee to help advocate for use
of biking to increase health, lower obesity, and
decrease car trips. An additional step is tc pass a
requirement that before any local street is paved,
the feasibility of bicycle lanes, sharrows and
pedestrian infrastructure is examined. This would
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Advancing Norwalk's economic development will require significant
additional density, which will only be possible with higher transit
utilization and improved conditions for bicyclists and pedestrians.
Without quality transit, the propagation of a familiar outcome will
continue; more driving, less street life, higher levels of pollution,
and increased cost of providing and maintaining transportation
infrastructure.

A high-frequency transit service in Downtown Norwalk can provide the
linkage that the corridor is currently lacking. The “circulator” would
be frequent enough to encourage people to leave their cars parked
and traverse the downtown by bus. Building a transit-supportive
environment is becoming increasingly attractive to developers who
understand that long-term economic success depends on a balance
between transportation options, density, integration of land uses, and
the recognition that the desired use is not simply an address, but part
of a place.

While the transit circulator can be considered the ultimate transit
goal for Downtown Norwalk, there are many things that can be
accomplished in the more immediate time-frame. Existing fixed-route
bus service, and employer shuttles utilize West Avenue and can be
modified to provide more perceived frequency in the corridor and
better accessibility to the SoNo train station. As a more Complete
Streets transformation occurs in the corridor, prioritization should be
made for buses...something that both existing service and a new
circulator can both benefit from.

Transit Circulator (T-1)

Implement a high frequency (10-minutes or less) electric or low-
emitting transit circulator service along West Avenue. Vehicles should
also be relatively quiet so that the pedestrian environment along West
Avenue is not negatively impacted by the presence of the circulator.
The Circulator system should

connect to SoNo rail station

and Wheels bus hub, and

circulate around each area

prior to making the return trip.

Ahigh-frequency buscirculator,
to be effective, will need to
maintain a reliable schedule.
Increased delay that could
result from a reconfiguration
of West Avenue (Connectivity
initiative S-1) could threaten
the ability of the transit vehicle

to stay on-time in a consistent -

manner. Bus priority lanes at

intersections  (described in

T-3) or even fully dedicated

transit lanes could make a substantial improvement to the speed and
reliability of bus service; however, these features must be carefully
considered in light of other Connectivity goals that also prioritize
bicycles and pedestrians. For instance, dedicated transit lanes would
likely remove on-street parking and preclude sidewalk extensions
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prioritization of

recommendations

The Connectivity Plan process, which included a broad stakehoclder
and public outreach compoenent, developed a list of recommended
improvements for Downtown Norwalk. The elements of the plan
have been organized by Connectivity Initiative; however, a number
of the elements are inter-related and are dependent on cne another
for implementation. The Initiative Timeline illustrated to the right
provides a conceptual implementation schedule that spans the next
10 years. The short-term and long-term prioritization of initiatives was
decided during a meeting of the Steering Committee and members
of the public. Improving the pedestrian envircnment, establishing
a comprehensive wayfinding system, and developing a set of
design guidelines for transportation improvements were identified
as initiatives that should be implemented first, while the remaining
initiatives should be advanced over the mere intermediate and long-
term timeframes.

The Norwalk Redevelopment Agency is committed tc overseeing
and leading the collaborative effort necessary to move these
recommendations forward on a local, regicnal, or state level. They
will be working in coordination with the existing local agencies

{Planning and Zoning, City Staff, Parking Authority, DPW, regional
transit agencies, etc.) to facilitate implementation. These agencies
should use this master plan to continue local support, pursue funding
sources, and work with implementing agencies, including CTDOT, to
forward elements of the plan. The NRA will also convene an annual
meeting of key representatives to review the status of the various plan
elements with respect to their implementation.

The following pages tabulate each recommended element of the
plan along with a conceptual cost estimate for implementation.
Conceptual cost estimates reflect a planning level of detail and will
likely be different after more rigorous engineering design of the
improvements is conducted. To be conservative, a 40% contingency
has been added to all capital costs. Right-of-way and environmental
costs (where applicable) are not included in the estimates. Costs
for additional planning cr engineering are estimates based on similar
efforts conducted elsewhere.
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ORDER-OF-MAGNITUDE
RECOMMENDATION COST
L2l | VVIGIL MVEHUE WWIHIMNIGLE DU ST WSt W T U
Academy Street Northern Extension $389,000
S-2 Academy Street Southern Extension Additional $1,266,000
Utility Infrastructure Costs $1,133,000
8-3 |Crescent Street & Science Road Improvements $263,000
S4 |West Ave Highway Overpass Barrier Needs additional study
Q.R Crace Qtraat.Raldan Ava Safatv Imnravamant Neads additinnal stiidy
wW-1 Develop a 'theme’ Needs adaltional Stay
W-2 |Design a comprehensive wayfinding system Needs additional study
W-3 |Initiate other low and high-tech wayfinding programs Needs additional study
W4 Remove existina ad-hac wavfindina sianaae Needs additional studv
P-1 Monroe Street Enhancements $925,000
P-2 Monroe Street Station Access Improvements $48,000
P-3 MLK Drive Enhancements $351,000
P4 |Improve Sidewalks $865,000
P-5 Enhanced Crosswalks $1,418,000
P-6 Pedestrian-scale Street Lighting $633,000
P-7 Street Furniture $36,000
P-8 |Landscaping $301,000
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