Pedestrian Safety and Access Study

Village of Skaneateles







Pedestrian Safety and Access Study

Village of Skaneateles

Syracuse Metropolitan Transportation Council

August 2022

This document was prepared with financial assistance from the Federal Highway Administration and the
Federal Transit Administration of the U.S. Department of Transportation through the New York State
Department of Transportation. The Syracuse Metropolitan Transportation Council is solely responsible for
its contents.

For further information contact:

Meghan Vitale, Principal Planner

James D’Agostino, Director

Syracuse Metropolitan Transportation Council

126 N. Salina St., 100 Clinton Square, Suite 100, Syracuse, NY 13202
PHONE: (315) 422-5716 FAX: (315) 422-7753

www.smtcmpo.org






Table of Contents

EXECULIVE SUMIMQAIY 1iiiiiiiiiiiiiiirsrisrssse e s s e e e e e e e e e e e e e e e e eeeeeeeeeeeete e et e e e ae e e be b e st sasbabsbasssasss s snsssasassasasaens vii
(@ o =T o1 =T R [ a1 d o Yo (¥ Tot o o ISP ST 1
1.0 OVEIVIEW .ottt ettt ettt e st e e s e e e s et e e s e s e e e e e s aan e e e e e s s n e e e e s nnnn e e e s nreeeesannneneeean 1
1.2 STUAY PrOCESS .eeieiieiieieeeiiieee e ettt e e eeittt e e e e ettt e e e satteeeeeaasaeeeeeasaseeeassaaeesanssaeeesassaneesanssseeesanssaneesannsaneannn 1
IS IR AU o 1Y Y =T USSP 1
(@ o T o1 a1 o {1y ] V=4 o] a o [ ] o[- SRR SPR 4
B A 1T g T4 =T o oYL oX 3 PSRRI 4
A 01 A 2o o TV = n o o SRR 4

2.0 2 A i s e s e s e e e e e e e e e e e e e e e e e et e e et et et et et et ettt b barartttnrnrananan 4
P2 B ¥ Tl [ o I i d ] ] ol Y PSP PPPNS 4
2.1.4 Households and HOUSING SUPPIY «.evrreireieeiii ittt e e et e e e e e e e e e e nnrraneeee e s 4

P =Lolo T ] o 0 T Tol Yot n V71 £V A TP PP PPN 4
2.2.1 VIllage BUSINESSES ..c.uvvveiiieciiieeeeeititeeeeeittteeeestteeeesstteeeessataeeessastaeeessastaeeessastaeeessnssaeessssssaseenanns 4
2.2.2 Employment and COMMUEING ..ocovcuiiiiiiiiiiie it esitee st e e ssire e e s s e e s ssnareeessssnaeeesssnnneeesens 6
2.2.3 PlAaCE OF WOTK ..ttt ettt ettt sttt e sat e e te e s bt e sat e e be e saeeeabeesbeesaeeenneas 6

2.3 LOCAl Plans & STUAIES ....uveeiuiieiieiieeiie ettt ettt ettt ettt et e bt st e e e s me e e b e e neenaee 6
2.3.1 Skaneateles, New York - Joint Comprehensive Plan 2015 (with October 31, 2016 revisions)..6
2.3.2 Fennell Street Corridor Master Plan, March 2004 ..........coccccciiiieieeeeee et vnraeeeas 7
2.3.3 Strategies for Sustainable Skaneateles, 2010 .........cccueiieeiiiiieecciiee e 8
2.3.4 Open Space and ReCreatioN Plan .......coccuiiie ittt et vre e e e eaar e e e e aaaeaeeas 8
2.3.5 CliMate ACHION PN ....oieiiiiiee ettt s 8
2.3.6 Skaneateles Multi-Use Corridor STUAY .......uiiiriiiiiiiiiiee it e e s saeee e 9
2.3.7 Village of Skaneateles New Sidewalk Prioritization ASSeSSMENt .........cccccceeeeeireeeeeecieeeeeennnnen. 9
2.3.9 Town of Skaneateles - EAStern GAat@WaY .........cccueeeeciiiieeiiiiiieeeeciieee e e e e sctae e e s eare e e e e sanaeeeean 9

2.4 LanNd USE @N0 ZONING cceiiiiiriieeeee e e e eeecititeee e e e e eeeeseareeeeeeeeeeeessasbtssaeaseeeesseesasssrssaseeeesesssssasrrsrsseseeeenans 9
2.5 ROAAWAY CharaCteriStICS ....uuiuiiiiiieiii it ee e e e ettt e e e e e e e escta e e e e e e e e e e e s aeabeaaeeeaaeeeeesnnssrasaeeens 11
2.5.1 U.S. 20 (GENESEE STIEEL) ...uuvvieeeeiiiiieeeciiiee e ettt e e ettt e e e e etre e e eeatteeeeesasaeeeseanseseasessaneesanseneens 11
2.5.2 STAte STrEeT oot 11
2.5.3J0rdAN ST ..ttt ettt st e s e e s b e e st e s nabeeesaree s 11
2.5.4 FENNEI STIEEL «..eeeiiiie ettt ettt et e st e bt e s b e e s b e e e sareeesnreeenaree s 14
2.5.5 East Lake Street (STate ROULE 41) .....cocccuiiiii ettt e et e et e e e et ae e e eaaaeee s 14
2.5.6 Kane AvenUE (State ROUTE 41A) ...uuvveeieiiiiiiieecciiieeeeee et e e e e eeeearaae e e e e e e e e eeenasraaeeees 14



PEDESTRIAN SAFETY & ACCESS STUDY, Village of Skaneateles

2.6 Roadway Usage - Trends and CharaCteriStiCs .......iivvuuiieiiiiiiie ettt e e sareee e 14
2.6. 1 TraffIC VOIUMES ...ttt et e et e e e e s bee e s bt e e sabeeesabeeenans 14
2.6.2 HEAVY VENICIES ...ttt e e e e e e et e e e e e e s e anbe e e e e e e e e e e e s nnnsnraneneens 16
2.6.3 Speeds and SPEEA LIMILS ...ccc.uiiiiiiiieie ettt e e e rre e e e e ae e e e e are e e s e enraee e e ennres 16

2.7 Pedestrian INfrastructure and USAZE .......ccoiciiiiiiiiiiiie ettt st e e e sevae e e e e satae e e s sentaeeeeeans 18
2.7.1 Crosswalks and Pedestrian SiZNalS .......ccccuuiieiiiieiiiiiiiie et e e sree e e e s e 18
D A L[4 o T 2 1 o o3 18
P <o [T o =T o 1Nt w AV oY APPSR 18

DR 3 a1 4 = PPN 21
2.8.1 ON-Street Parking .ooei ittt e e e e e ae e e e e narees 21
2.8.2 Off-Street PArking ..cccc.eeeiiee et e et e e et e e e e aare e e e e attee e e eenneeas 21

2.9 SafEtY ASSESSIMENT ....viiiiiiiiiiee ettt e e ettt e e et e e e eetre e e e e et e e e e e ebtaeeesebteeeesanbtaeeesansaneessassaaeeesansaneesannes 21
2.9.1U.5. 20 Non-Intersection COllISIONS .......c.ceveeriiriieiierie et 23
2.9.2Intersection COIlISIONS .....ciiiuieeiiiie ettt e e sbee e st e s sabe e s sare e sbeeesneeesaes 23

Chapter3-Mobility ISSUES ASSESSIMENT ........uiiiiiieeee e ecccirrreee e e e e ese e e e e e e s e ssabbaereeeeeeeessssnsrrenneeaeaeeeaas 26

3.1 ASSESSMENT PrOCESS ..eiiiiiiiiiiiiiiiiiiei ittt st ebb e e e saba s e e s ssba e e e s snbaeeessanns 26

3.2 WESE SIAE Of VIHIAZE ..vveeeiciieee ettt et e et e e s ette e e e seabte e e s sentaeeessantaaeeesanes 26
3.2.1 Kane Avenue (Route 41A)-Orchard Road / U.S. 20 intersection ..........cccceeeeeeeecveeeeineeeeneenns 26
3.2.2 West Lake Street-Hannum Street / U.S. 20 iNtErS@CHON ..uevvvevviiveeeeeeeeeeeeeeeeeeeeeeereeeeeeee e 26

3.3 CeNTEI OF VIIAZE .ttt et e e et e e e e et e e e e s eattaeeesaabaaeessntaaeeesnntaneeesnes 26
3.3.1 U.S. 20, Clift Park area to JOrdan STrEet ..........vvvvviiivimiiiiiiieeceeee ettt et e e e e e e e e e e eeeeeeeeeens 28
3.3.2 U.S. 20, Jordan Street to State Street ... ... ie et 28
3.3.3 Jordan Street / Fennell Street iNterS@CHON ......oivvveeeeeeeeeeee ettt et e eeerereeeeeeeseeeas 30

R e T Y [o [l oY YA 1] =T =P UPRPO: 30
3.4.1 East Lake Street (Route 41) / U.S. 20 iNTErSECHION ...cveeevuveeiereieeireeccree ettt cvee e 30

(00 =Y o (=T g el DT T o I 00T ol =Y o] 4P UURRN 32

4.1 Concept Development Process and Public ENGagement ........cccuvvviiiieeeie e 32

4.2 Kane Avenue (Route 41A)-Orchard Road / U.S. 20 iNtersection .........coeeveveieevrveeeeeireeeeeeireeeeeennees 33

4.3 West Lake Street-Hannum Street / U.S. 20 iNtErSECHON ...oovvveveiiiiiiee ittt 38

4.4 U.S. 20, Clift Park area to JOrdan STrEEL ... .ccceieeeii e 43

4.5 U.S. 20, Jordan Street tO STate STrEet .....ouu e e a e 47

4.6 East Lake Street (Route 41) / U.S. 20 iNtEISECHON ...cccvvvveiiiiiiieeeerieee ettt cereee e eearee e e eenaeeas 52

4.7 Jordan Street / Fennell Street iNTErSECHON ......cccvvviecveiieree ettt ettt et e e e eree et e e enaeeens 55

4.8 Parking ShULLIE CONCEPL .ocevieeeeeeeeeee et e e e e e e e e e s aabt e e e e e e e e e eeeennsasraaseeaaaeeeann 58

4.9 ROUNTADOULS ettt sttt ettt e st e st e s e e e smre e e seeesameeesaneeesmreeesnneeeane 59

(00T o1 T =T 0o T Vol [0 o] o IO P 61

5.1 Summary of design concepts and cost @SHMALES .....cuvviviiiiiiiie i 61



I A 0] o] (=T o T=T ol 1 n (o o RSP SRPPPPRTRE 61

5.2.1 What the Village Can CONrol ..........uuiiiiiiiii ittt e e e e e e e e eaaee s 61
5.2.2 ApProaches t0 U.S. 20 ....ceeiiii ittt eecerrre e e e e s e e e et e e e e e e e s s e saabaaaeeeeeeeeesenannnrnaeees 61
5.2.3 Pedestrian-Vehicle Conflicts in CONEXL .....eevviriiieriiiiierie e 63
5.2.4 BiCYClE FACITEIES ..uvveieeiiiiie ettt e s e e e e e e e s bt e e e e e nbaee e s enseeeeesnreeas 64
5.2.5PUbliCFEEADACK TREMES ...t s esree e s 64
5.3 CONCIUSION 1.ttt e s e e st s ame e e s amr e e s bee e s renesareeeamreesamreeennnees 65

List of Figures

T U] O 1 B 0=Y <4 oY o F=Y I ol0] ) (=) ¢ A USSP 2
TN I Y (U Lo LV A=Y =Y USRS 3
= U T A B oo T TV - 1w [ o o [=T 1Y Y U 5
= U T A R IF- s T« I YU PPPSP 10
Figure 2.3: ROAA OWNEISNIP ....eeeiiiiiiiiiie ettt e e e e e e e et br e e e e e e e e e e e st taaeeeeeeaeeeesannssnraneaeens 12
Figure 2.4: Cross SECHIONS OF U.S. 20 ....ooiiiiiiiiei ettt e et e e ree e e e e b e e e e e abae e e e sanbaeeeeennbaeeeeannres 13
Figure 2.5: Traffic volumes, heavy vehicle percentage, and functional classification of study area roads ..15
Figure 2.6: Average monthly vehicle speeds on U.S. 20 (Route 41 to Route 41A) by direction .................. 16
Figure 2.7: Vehicle speeds on U.S. 20 eastbound during July and August, weekday vs. Saturday, 7:00 a.m. to
21010 o 11 1 ¢ SO PPPPPPRRN 17
Figure 2.8: Vehicle speeds on U.S. 20 westbound during July and August, weekday vs. Saturday, 7:00 a.m.
Lo T 0O o TN o PSPPSR PPPPPPPPRP 17
Figure 2.9: Pedestrian and transit faCiliies ........cccuiiiiiiiiiie e 20
Figure 2.10: Parking restrictions in the Village Center ...ttt e 22
Figure 2.11: Collisions, 2016 t0 2020 .....ccceeeiiiiiiiiieee e e e e e eccctirte e e e e e e e e e eesarreseeeeeaaesesssnnstasseeesaeesssnanssrsssneees 24
Figure 2.12: Non-intersection (segment) collisions on U.S. 20 by collision type ........cccceeeeecrieeeeicveeeeennee, 25
Figure 2.13: Collisions by type at selected study area intersections .........cccccevecveeeeeccieeeeccieee e 25
Figure 3.1: Mobility issues, observations, and suggestions — WEest .........ccccceeiveiiiieinciiee e 27
Figure 3.2: Mobility issues, observations, and suggestions — CeNtEr ........cccccuviiiiieieeeieeccccieeeee e 29
Figure 3.3: Mobility issues, observations, and suggestions — East .........cccccceeeiriiiiieccciiec et e 31
Figure 4.1: Concept development fOCUS @r€as .......uuuiiiiiriieeiiiiieeeeiiieee e et e e erree e e e eire e e e e srre e e s e sabeeeeeennnees 32
Figure 4.2: Kane Avenue (Route 41A)-Orchard Road / U.S. 20 intersection existing conditions ................. 35
Figure 4.3: Kane Avenue (Route 41A)-Orchard Road / U.S. 20 intersection concept A .....ccoceeevvveeeuveeennnenn. 36
Figure 4.4: Kane Avenue (Route 41A)-Orchard Road / U.S. 20 intersection concept B ........cccccevveeecuveeennnenn. 37
Figure 4.5: West Lake Street-Hannum Street / U.S. 20 intersection existing conditions ...........ccccceeevveennnns 40
Figure 4.6: West Lake Street-Hannum Street / U.S. 20 intersection CONCEPL A .......coveecreevreevreecreenieesneenn, 41
Figure 4.7: West Lake Street-Hannum Street / U.S. 20 intersection conCept B .........cocveeeeuveeeiveeeeveeenneenns 42

Figure 4.8: U.S. 20, Clift Park area to Jordan Street existing conditions ..........ccccceeeeeeciieieeccciiee e, 45



Vi

Figure 4.9: U.S. 20, Clift Park area to Jordan Street CONCEPL ....uevvivciiiei ittt 46

Figure 4.10: U.S. 20, Jordan Street to State Street existing conditions ........ccccoecveviiivciii i, 49
Figure 4.11: U.S. 20, Jordan Street to State Street CONCEPL A .....ovriiiiiii i 50
Figure 4.12: U.S. 20, Jordan Street to State Street CONCEPL B ......coccvieiiiiciiee e 51
Figure 4.13: East Lake Street (Route 41) / U.S. 20 intersection existing conditions ..........cccceeeveerveerveennennn. 53
Figure 4.14: East Lake Street (Route 41) / U.S. 20 intersection CONCEPL A ......ccvveveevieerieecreesiie e 54
Figure 4.15: Jordan Street / Fennell Street intersection existing conditions ..........cccoeeeveeecereeiieecciee e 56
Figure 4.16: Jordan Street / Fennell Street intersection CONCEPL A .....ccvveecueeeeiiieciee ettt 57

Figure 4.17: Proposed route and parking areas for a free Village of Skaneateles park and ride shuttle .....59

Figure 4.18: Draft design concepts for roundabouts at the U.S. 20 intersections with State Route 41A and

STAtE ROULE 41 ...t e e e s e s e s e e e e e e e e eeeeeaeeeaeaeaeaeere s e s et e e e e e e e eesesesessnsssssass e ans 60
List of Tables

Table 2.1: Traffic control and pedestrian amenities at study are intersections ..........ccccceeeecieeeeeccieee e, 19
Table 5.1: Summary of suggested interventions by CONCEPT ......uviviieiiiiiiiiiiieeeeee e e 62
Appendices

Appendix A: Study Advisory Committee Meeting Notes
Appendix B: Signal Warrant Analysis

Appendix C: Synchro Analysis

Appendix D: Roundabouts Feasibility Assessment

Appendix E: Public Involvement Plan and public input summaries

Appendix F: Cost Estimate Details



Executive Summary

As part of the 2020 — 2021 Unified Planning Work
Program, the Syracuse Metropolitan Transporta-
tion Council (SMTC) agreed to complete the Vil-
lage of Skaneateles Pedestrian Safety and Access
Study for the Village of Skaneateles (Village).

The Village of Skaneateles is one of the most
popular destinations in the Finger Lakes region,
frequently appearing on lists of the best places to
visit in New York. The Village’s role as tourist des-
tination is further cemented by its relative acces-
sibility; the village sits on, and is bisected by, U.S.
20, a major east-west route across the state.

While the Village has an extensive network of
sidewalks and other pedestrian safety features,
including curb ramps, crosswalks, and signals that
are timed to optimize pedestrian safety, there are
persistent conflicts between drivers and pedestri-
ans, particularly in the village’s central business
district. The combination of tourists and through
traffic, especially heavy vehicles, results in a village
center that can be congested and that presents
safety issues to both pedestrians and drivers.

This study’s goal was to review existing traffic and
facility conditions and identify possible design op-
tions that will improve the interaction of pedestri-
ans and vehicles in the village, with an emphasis
on getting pedestrians across U.S. 20 safely.

This study focused on six locations:

e Kane Avenue (Route 41A) - Orchard Road / U.S.
20 intersection,

e \West Lake Street - Hannum Street / U.S. 20
intersection,

e The portion of U.S. 20 between West Lake
Street and Jordan Street,

e The portion of U.S. 20 between Jordan and
State Streets,

e EastlLakeStreet(Route41)/U.S.20intersection,

¢ Jordan Street / Fennell Street intersection.

Design concepts for these locations were
developed in consultation with a Study Advisory
Committee (SAC) that included representatives
from:

¢ Village of Skaneateles, including:

¢ Village Board

¢ Village Police

¢ Skaneateles Volunteer Fire Department

e Chamber of Commerce

Town of Skaneateles

e Syracuse-Onondaga County Planning Agency

¢ New York State Department of Transportation.

The concepts presented in this study reflect best
practices from across the country as they would be
applied to locations in this context. Concepts pre-
sented in the final report are the result of an itera-
tive process, working with the SAC members and
based on public feedback. The SAC members did
not reach consensus on all of the details presented
here, so additional conversations should continue
between all of the stakeholders before pursuing
any of these concepts.

As documented in Appendix A, a slightly different
set of design concepts, including ideas like raised
curb extensions, curbed median islands, and bike
lanes on U.S. 20, was presented at the SAC'’s third
meeting. This set of ideas was largely seen by SAC
members as too radical for the village. There were
emergency service concerns, concerns about com-
patibility with large agricultural equipment, and a
general sense that these ideas were an overcor-
rection and would place too many constraints on
motor vehicle traffic. For the purposes of long-
term facility planning in the village, this represents
valuable community input, signaling the limit of
the village’s appetite for changes to traffic flow.

Skaneateles faces a problem that is common
among tourist destinations: how to maintain the
community’s character and meet the needs of

Vi
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year-round residents, while accommodating a
seasonal influx of visitors, most of whom arrive in
private vehicles? Public feedback made clear that
there is a mixed opinion about the impacts of sea-
sonal visitors, with some expressing negative im-
pacts (tourists not obeying pedestrian traffic sig-
nals, for example, and contributing to congestion)
while others expressed that tourism brings vital-
ity to the village and helps support the shops and
restaurants that give the village its unique charm.
The volume of pedestrians - including residents

and visitors - is unlikely to decrease, so the study
seeks ways to enable pedestrian and vehicle traffic
to safely coexist. Many of the concepts presented
in the study attempt to move pedestrians more
efficiently and safely out of the roadway through
methods such as bump-outs (to reduce crossing
distance) and raised crosswalks (to eliminate the
grade change between sidewalk and crosswalk),
thereby reducing conflicts with vehicle traffic and
making the roadway safer for all users.

U.S. 20 (Genesee Street) acts as the Village of Skaneateles' Main Street running the length of the Village
from east to west.




1 Introduction

1.1 Overview

As part of the 2020-2021 Unified Planning Work
Program (UPWP), the Syracuse Metropolitan
Transportation Council (SMTC) agreed to complete
a Pedestrian Safety and Access Study for the Village
of Skaneateles.

The Village of Skaneateles is located on the
northern end of Skaneateles Lake, in the
southwestern portion of the SMTC’s metropolitan
planning area. See Figure 1.1.

At the heart of the village’s commercial activity,
and transportation issues, is U.S. 20, a state-owned
highway known locally as Genesee Street. U.S. 20
is the longest highway in the country, connecting
Boston, Massachusetts and Newport, Oregon.
In Central New York, U.S. 20 connects LaFayette,
Pompey, and Cazenovia (east of Skaneateles) with
Auburn, Seneca Falls, Waterloo, and Geneva (west
of Skaneateles).

Like many communities that developed along a
major travel corridor, the Village of Skaneateles
faces the problem of how to safely mesh through
traffic with local activity, particularly pedestrian
activity in its central business district. Villages
and hamlets in our region and around the country
have been grappling with this issue for decades.
Unique among villages in our region, Skaneateles
is a major tourist destination, regularly appearing
on lists of the best places to visit in New York State.
The combination of tourists, both in vehicles and
on foot, and through traffic, especially heavy
vehicles, results in a village center that can be
congested at times and that presents safety issues
to both pedestrians and drivers.

The study’s purpose was to identify opportunities
to reduce conflicts between pedestrians and
vehicles on the section of U.S. Route 20 in the
Village of Skaneateles. The study focused on
measures, such as pavement striping, that could
be incorporated into an upcoming paving project
with relatively little incremental effort and cost,
since, at the time this study was initiated, the
New York State Department of Transportation
was planning a paving project for this section of

roadway within the next five years.! That project
may create an opportunity to alter pavement
markings or other features.

1.2 Study Process

This study was conducted with the advice and

assistance of a Study Advisory Committee (SAC),

which met four times over the course of the study.

The SAC consisted of the following entities:

¢ Village of Skaneateles (Mayor, Board of
Trustees),

¢ Village of Skaneateles Police Department,

¢ Village of Skaneateles Fire Department,

¢ Village of Skaneateles Chamber of Commerce,

¢ Town of Skaneateles,

¢ Syracuse-Onondaga County Planning Agency
(SOCPA),

¢ New York State Department of Transportation
(NYSDOT), and

¢ Onondaga County Department of
Transportation (OCDOT).

Because of the COVID-19 pandemic, all meetings
were held virtually, using the Zoom virtual meeting
platform.

1.3 Study Area

As shown in Figure 1.2, the study area consists of:

e U.S. 20 (Genesee Street) in the Village,

e State Street between Genesee Street and
Academy Street,

e Jordan Street between Genesee Street and
Academy Street, and

e Fennell Street between Jordan Street and
Elizabeth Street.

L PIN 307625, described on the SMTC’s 2020-2024 TIP
as: “MBC, mill & fill, pavement; address ADA deficient
curb ramps; replace sidewalks, detectable warnings,
crosswalks, signs, reference and culvert markers; fill
sidewalk gaps; due to deterioration to bring to state of
good repair; Rt. 20, Cayuga Co line to Rt. 175; Town and
Village of Skaneateles, Onondaga Co.” As of April 2022,
detailed design was programmed for FFY 23/24, and
construction and inspection phases are included in the
draft 2023-2027 TIP in FFY 24/25.
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2 Existing Conditions

2.1 Demographics
2.1.1 Population

The Village of Skaneateles has a population of
2,411 according to the data from the Census
Bureau’s 2014-2018 American Community
Survey (ACS). While the Village makes up only
three percent of the total land area of the Town
of Skaneateles, it is home to 33 percent of the
Town’s population. As shown in Figure 2.1, most
of the Village’s population is concentrated in the
12 residential blocks bounded by Elizabeth Street,
Genesee Street, Fuller Street, and Goodspeed
Place. Residential density drops off dramatically
outside of the village’s boundaries.

The village’s population has been gradually declin-
ing over the last 30 years. In 1990, the village’s
population was just over 2,700. Ten years later the
population had slipped to just over 2,600, and in
2010, the Census recorded the village’s population
at 2,450. The Joint Comprehensive Plan notes that
the area’s population is aging and that housing in
the Skaneateles area tends to be priced above
what many young families in the region can afford.

2.1.2 Age

The 2000 Census records the median age in the vil-
lage as 44 years old. This was high relative to the
median age in Onondaga County in 2000 (36 years
old). As of the 2014-2018 American Community
Survey (ACS), the median age the in Village was 50,
compared to a countywide median age of 39.

2.1.3 Race and Ethnicity

The Village of Skaneateles’ population is much less
diverse than that of the rest of New York State and
Onondaga County. In the 2014-2018 ACS, 97 per-
cent of Village residents identified as white, com-
pared to 64 percent of New York State residents
and 80 percent of all Onondaga County residents.
This lack of racial diversity is typical of villages in
our region. Ninety-seven percent of the residents
of Chittenango, Baldwinsville, and Liverpool iden-
tify as white, and the average proportion of white

residents in all the villages in the SMTC’s planning
area is 94 percent.

Skaneateles also has a lower proportion of resi-
dents of Hispanic ethnicity than the rest of the
County. Excluding the City of Syracuse, three per-
cent of county residents identify as Hispanic, com-
pared to 0.3 percent of Village residents.

2.1.4 Households and Housing Supply

The Census Bureau defines a household as “all the
persons who occupy a housing unit as their usual
place of residence.” According to the ACS, there
are 1,090 households in the Village, with an aver-
age household size of 2.2 people.

Nearly a quarter (23.3 percent) of Village house-
holds are made up of a single person 65 years old
or older — substantially higher than the county-
wide proportion of 12.7 percent. This proportion
is also high relative to other villages in the region;
only in Central Square and Camillus are more than
20 percent of households made up of a single
householder over 65.

The most unusual feature of Skaneateles’” housing
stock is its value. The median home value in Ska-
neateles is $346,000, nearly two-and-a-half times
higher than the countywide median of $142,000.
No other village in the region has a median home
value over $200,000; Manlius has the next highest
median home value, at $195,000.

2.2 Economic Activity

2.2.1 Village Businesses

“Adorable, picturesque, like straight out of a mov-
ie.” That is how one reviewer described the Village
of Skaneateles on Yelp in 2017. Another reviewer,
describing Clift Park, said: “We chose Clift Park for
the setting of our winter wedding.” Other reviews
describe charming shops, restaurants, and lake
views. Only a handful of retail districts in Upstate
New York have a comparable combination of natu-
ral beauty, historic architecture, and a compact,
walkable form.
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The village’s retail district is roughly 1,200 feet long
on U.S. 20, between Thayer Park on the east and
Clift Park on the west. It also extends roughly 500
feet north along Jordan Street. Several of the res-
taurants in the village are well-known and attract
visitors from across the region, including Doug’s
Fish Fry, the Blue Water Grill, Lake House Pub, and
the Sherwood Inn. Shops in the village include
Roland’s Clothing Store, Skaneateles Jewelry, and
multiple gift and clothing stores.

Mid-Lakes Navigation’s boat tours of the lake draw
visitors through the summer months, operating
out of the lake access at Clift Park. Boat tours in-
clude dinner cruises, one-hour sightseeing cruises,
and the unusual opportunity to accompany the
Barbara S. Wiles, a mailboat, as it delivers mail to
camps on the lake.

Mirbeau Inn and Spa, on the village’s western
edge, is one of the few hotels in the Syracuse area
that offers both luxury hotel rooms and extensive
spa amenities. Mirbeau draws customers primar-
ily from the Syracuse and Rochester areas, but also
attracts visitors from throughout the state and
across the country.

2.2.2 Employment and Commuting

Of the 1,900 village residents who are 16 years or
older, roughly 1,200 are in the labor force. Most
of these workers — between 66 and 90 percent —
commute to work in a single-occupant vehicle.
Very few Skaneateles workers carpool to work,
and a similarly low number (between zero and
three percent of workers) take transit.

A relatively high proportion of workers were able
to walk to work: between 5.7 percent and 12 per-
cent, compared to fewer than five percent county-
wide. The proportion of workers working from
home was also relatively high: seven percent,
compared to four percent at both the state and
county levels (based on 2014-2018 ACS data, prior
to the COVID-19 pandemic).

Skaneateles’ distance from Syracuse means that
average commute times for village residents are
longer than for other Onondaga County residents:
26 minutes for village residents, compared to 20
minutes countywide.

Census data on occupations indicates that Ska-

neateles has a higher proportion of workers in
“management, business, science, and arts” occu-
pations than is found statewide, and lower propor-
tions in the Census’ other occupational categories,
including services, sales, natural resources, con-
struction, and maintenance occupations. Roughly
a third of Skaneateles’ workers are in the “Eds and
Meds” industrial sector: educational services, and
health care and social assistance. This is similar to
the countywide average.

ACS data shows the median household income in
the village at $96,500, 1.5 times higher than the
statewide median of $65,000 and 1.6 times higher
than the countywide median of $59,000. Among
villages in the region, Skaneateles has the high-
est median household income. According to ACS
data, the poverty rate in the village is between 1.2
percent and just under five percent, compared to
12 percent countywide and 13 percent statewide.

2.2.3 Place of Work

The US Census Bureau’s OnTheMap application,
a web-based mapping and reporting application,
can be used to show, in approximate terms, where
Skaneateles’ workers are employed. According to
this data, roughly 60 percent of workers based in
the village work more than 10 miles from home.
The largest share (about 400 workers) head to the
northeast, toward Syracuse. Another 200 workers

head west, toward Auburn.
2.3 Local Plans & Studies

2.3.1 Skaneateles New York - Joint
Comprehensive Plan 2015 (with October 31,
2016 revisions)

The 2015 Joint Town-Village Comprehensive
Plan’s vision features walkability prominently — it
is mentioned as a defining feature of the kind of
smart growth that the plan is encouraging.

One of the plan’s seven over-arching goals is to:

“Encourage Village gateway enhancement and
the extension of higher density, mixed use and
walkable neighborhoods with a diversity of housing
types to those areas immediately adjacent to the
village in a way that is compatible with existing
village development patterns.”

The first objective associated with this goal is



to: “Create gateway areas that provide clear
transitions from town to village.”

The second objective associated with this gateway
goal is to “Consider Village and adjacent Town
neighborhoods as an interconnected system” to
extend the village’s “traditional street network”
into adjacent town areas.

Other notable objectives and proposed actions
include:

e Take such steps as are necessary to implement
the development recommendation in the
Fennell Street corridor study. (Goal 5, Objective
2, Action a)

e Extend walkability in the village to all streets
and neighborhoods. (Goal 5, Objective 5)

e Provide adequate sidewalks on both sides of
all village streets, supplemented with walking
paths as appropriate to provide continuity and
to connect all contiguous residential areas
with services and businesses and the village
center. (Goal 5, Objective 5, Action a)

e Expand the existing trail system including the
Charlie Major Trail and Steve Krause Trail along
Skaneateles Creek to create a continuous path
from the village center to Skaneateles Falls.
(Goal 6, Objective 1, Action c)

e Explore the idea of establishing a sidewalk or
bike trail from Welch Allyn along Route 321 to
the Village center. (Goal 6, Objective 1, Action
f)

e Create a bicycle-accessible community. (Goal
6, Objective 2)

e Establish bike lanes on major commuter
roads and the Fennell Street Corridor. (Goal 6,
Objective 2, Action a)

¢ Install bicycle racks in the village and hamlets.
(Goal 6, Objective 2, Action c)

* Incorporate “Complete Streets” in planning
new or rebuilt roads, giving equal priority to
pedestrian, vehicular and bicycle use, with
appropriate road dimensions and enhanced
landscaping. (Goal 7, Objective 3, Action b)

Chapter 2: Existing Conditions

2.3.2 Fennell Street Commercial Corridor

Master Plan, March 2004

The study area for this Master Plan was the
portion of Fennell Street between Jordan Street
and Elizabeth Street in the Village of Skaneateles.
The Master Plan is generally intended to upgrade
and standardize the Fennell Street streetscape.

It identifies two separate character areas: the
North End, north of Kelley Street, and the South
End, between Kelley and Jordan Streets. The
North End’s character is largely residential; the
South End is primarily commercial.

The Master Plan is structured around four
goals, which tie directly into pedestrian mobility
considerations:

* Increase public parking count,
¢ Enhance pedestrian amenities, and

¢ |dentify creekwalk parameters and strengthen
linkages to Genesee Street.

The plan’s recommendations include:

* Increasing on-street parking spaces on
Fennell Street by allowing parallel parking on
both sides of the street between Jordan and
Kelley Streets (on-street parking is currently
prohibited in this street segment). Specifically,
the plan recommends two seven-foot-wide
parking lanes and 12-foot-wide driving lanes
on Fennell Street, for a 38-foot-wide street
cross-section.  (The existing curb-to-curb
width is closer to 32 feet.)

The plan also proposes:
e Removing curb cuts to improve on-street
parking options.

* Increasing on-street and off-street parking
options.

e Enhancing pedestrian amenities, including
widening sidewalks to a minimum five-foot
width (currently sidewalks are four feet wide).

e Using street lighting on Fennell Street that
matches the lighting on Genesee Street.

Planting street trees along the corridor at 30’
widths and developing a consistent five-foot
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wide furnishing zone between the street and it meets Jordan Street at a 90-degree angle.
sidewalk. This would create additional public space in the
intersection’s southwest corner, which could be
used for a new public pavilion. This pavilion, in
turn, could be the starting point for a trail along
Skaneateles Creek in the village.

* Providing crosswalks at the Kelley and Jordan
Street intersections, with curb radii as small as
possible to shorten the crosswalk distance and
enhance pedestrian safety.

2.3.3 Strategies for Sustainable Skaneateles, 2-3-4 Open Space and Recreation Plan

2010 The Open Space and Recreation Plan appended
to the Joint Comprehensive Plan was developed
more than 20 years ago and, as a result, no longer
reflects some on-the-ground realities in the area.
Nevertheless, some of its observations and goals
continue to be relevant.

The Strategies for Sustainable Skaneateles plan
prepared by the University of Notre Dame’s Urban
Design Studio in 2010 includes an assortment of
recommendations that are relevant to pedestrian
planning in the village. Strategies for Sustainable
Skaneateles, like the Joint Comprehensive Plan,  The description of development along Skaneateles
is intended to promote development that is in  Creek, for example, is still somewhat accurate
keeping with the development pattern already  (although litter is not visible to the casual visitor):

found in the village. The plan says specifically that “Development along Fennell Street has completely
it: “proposes traditional architecture and urbanism ignored the presence of the creek and, in fact,

as the best way for Skaneateles to accommodate  the stream has become a repository for old tires,
existing and future growth pressuresinaway that  pottles, cans, and miscellaneous junk and trash.
both preserves Skaneateles’ historic character and Paved parking areas push practically to the waters
extends it in a sustainable and consistent manner.” edge; there is no reason why anyone should want
Ideas proposed in this plan include: to get near the creek or even be aware of its

presence. That this should happen to an area that
* The Eastern and Western Gateways (the  coyld be one of the most attractive natural spots

quarter-mile portions of U.S. 20 just outside  jp the Village is a waste that should be corrected
of the village) are envisioned as boulevards,  jmmediately.”

with added commercial development, visitor . .

centers, and shuttle stops. 2.3.5 Climate Action Plan
The Village of Skaneateles Climate Action Plan
(CAP) was prepared with the support of the Central
New York Regional Planning and Development
Board (CNYRPDB). The purpose of the CAP is to
reduce the village’s contribution to climate change.
The Village’s goal is to “reduce emissions from

municipal operations by 50% by the year 2030.”

e This plan’s approach to the skewed intersection
at Jordan and Fennell Streets is to adjust the
horizontal alignment of Fennell Street so that

FTLLAS

Specific actions proposed in the CAP include:

¢ Installation of bicycling paths and facilities,
e Safe routes to school,

¢ Increased bus ridership, and

e Electric vehicle charging stations.

The CAP also proposes that six streets be moved
to the top of the list of streets to be improved with
Complete Streets features:

Crosswalk at the Jordan St./Fennell St. intersection.




¢ Fennell Street,

e State Street,

¢ Onondaga Street,

e East Street,

e Kane Avenue,

e East and West Genesee Streets.

2.3.6 Skaneateles Multi-Use Corridor Study

In 2016, the SMTC initiated a study of a possible
extension of the existing Charlie Major Trail from
Old Seneca Turnpike to the Village of Skaneateles.

This study focused primarily on the Town of
Skaneateles, but it also included concepts for the
Village of Skaneateles, including suggestions for
the intersection of Jordan and Fennell streets.

2.3.7 Village of Skaneateles New Sidewalk
Prioritization Assessment

In 2018, SMTC staff completed an assessment of
the Village of Skaneateles’ street network, noting
where sidewalks were and were not present and,
in the latter case, a rating for the level of difficulty
involved in adding sidewalks.

2.3.8 Town of Skaneateles — Eastern Gateway

One of the Joint Comprehensive Plan’s objectives
is the development of gateway areas at both the
east and west Village/Town lines. These gateways
would use streetscape features such as trees,
sidewalks, as well as building densities and green
space to establish “clear transitions from town
to village”. The Town of Skaneateles established
an Eastern Gateway Committee in 2016 to turn
this general description into a more specific set
of recommendations for the segment of U.S. 20
between the Village line and Route 175.

This committee presented its findings to the Town
Board in 2017. They include:

e Burying drainage and utilities,

e Creating clear driveway entrances on all
commercial properties (rather than the existing
large, paved areas between storefronts and the
road),

¢ Adding sidewalks and decorative lighting to the
Highway Commercial zone, and

¢ Creating design guidelines for this portion of
the road.

Chapter 2: Existing Conditions

In the spring of 2020, the SMTC’s assistance was
requested to develop a cost estimate for this
streetscape design proposal. The SMTC also
requested input from NYSDOT, since NYSDOT has
proposed a paving project for the portion of U.S.
20 between the Cayuga/Onondaga County line
and Route 175/Lee Mulroy Road (see note on page
1). The SMTC prepared a technical memorandum
summarizing this information in March 2021.2

2.4 Land Use and Zoning

Land useinthestudy areatransitions from primarily
residential on both the east and west ends of U.S.
20 to a mixed-use and commercial-oriented village
center (see Figure 2.2). The village’s commercial
core is the one-block segment of U.S. 20 between
State and Jordan Streets. This area is home to a
cluster of restaurants, small retail businesses,
and public spaces. A larger, more suburban style
shopping plaza with a large front parking lot,
housing a Tops market, is located on Fennell Street
just north of U.S. 20. The community’s civic hub —
including the village hall, Police Department, and
the local Post Office — is also located on Fennell
Street near Jordan Street.

Most of the village is zoned for low and medium-
density uses (Residential A1 and A2 zoning).

Lakeview Cemetery, on the south side of US 20
between the village’s western edge and Kane

2 https://smtcmpo.org/partner/town-of-skaneateles-
eastern-gateway-assistance/

¥

District” zoning district.

A dense urban form characterizes the Village’s “Downtown

)
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Avenue, is zoned as Public Land (PL), as are the
parks on the south side of US 20: Shotwell and
Clift Parks, located between West Lake Street and
the Skaneateles Creek outlet, and Thayer Park,
located just east of the village’s central business
district. The substation and other utility areas
along Skaneateles Creek north of U.S. 20 are also
in a PL district.

The commercial core itself is classified as a
“Downtown District” (D), taking in both sides of
U.S. 20 between State Street and Jordan Street,
the north side of U.S. 20 between Jordan and
Hannum Streets, the Jordan Street corridor as far
north as Academy Street, and the Fennell Street
corridor as far north as West Elizabeth Street.

2.5 Roadway Characteristics

Figure 2.3 shows road ownership in the study area.
Each of the major roadways in the study area is
described below. Note that there are no marked
bicycle lanes on any roads in the village, and a
visual inventory did not identify any bike racks.
Mirbeau Inn and Spa has a small collection of bikes
that it lends to its guests free of charge.

2.5.1 U.S. 20 (Genesee Street)

In the Village of Skaneateles, U.S. 20 is known as
East and West Genesee Street, with the transition
from East to West at Jordan Street.

U.S. 20 in the Village is generally a two-lane road
with sidewalks on both sides, a furnishing strip
varying in width from four to 15 feet, and on-street
parking present for much of its length. Figure 2.4
shows the typical cross-sections at various points
along U.S. 20 in the study area.

The travel lanes on U.S. 20 are unusually wide
for a road in a village setting. As part of the Na-
tional Highway System (NHS), the lanes on U.S.
20 must meet a minimum 12-foot width stan-
dard, but through Skaneateles they are as wide
as 22 feet in some sections. Figures 2.5 and 2.6
provide streetscape dimensions at a few locations
throughout the village.

Roughly 150 feet east of Jordan Street, a second
eastbound lane is available for through and left-
turn movements; vehicles in this lane have a pro-
tected left-hand turn signal, but it is not a left-turn
only lane.

Chapter 2: Existing Conditions

The segment between Jordan and State Streets is
striped for four lanes on U.S. 20: two eastbound
lanes, a westbound right-turn lane for traffic head-
ing north on Jordan Street, and the westbound
through / left-turn lane (a left-turn is available for
vehicles heading to the small dock-side parking
area between the lake and U.S. 20).

2.5.2 State Street

New York State Route 321, known locally as State
Street, is an 8.5-mile connection running between
Route 5 in the Town of Camillus on the north and
the Village of Skaneateles on the south. The route’s
northern terminus is in the hamlet of Bennett’s
Corners (north of Route 5 the road is known as
Bennett’s Corners Road). North of the Village of
Skaneateles, Route 321 is a two-lane facility with
narrow (three- to five-foot wide) shoulders, no
sidewalks, open drainage, and no bicycle facilities.
In the Village, State Street is a two-lane facility
with sidewalks on both sides (south of Austin
Street) and two uncontrolled mid-block crosswalks
providing access to Austin Park.

Two major facilities are accessed by Route 321
north of the village:

e Hanson Aggregates, a 200-acre sand and gravel
guarry located just north of Stump Road, and

¢ Hill-Rom’s Welch Allyn campus, located at the
intersection of State Street and Mottville Road.
Total employment on the Welch Allyn campus
was 950 workers in 2018.

The intersection of State Street with U.S. 20 is
signalized.

2.5.3 Jordan Street

Jordan Street is a County-owned two-lane facility,
varying in width from 24 feet in the village to 35.5
feet as it approaches Old Seneca Turnpike north of
the village.

Jordan Street has sidewalks on both sides between
its southern terminus and Austin Street; north of
Austin to the village line there is a sidewalk on the
west side of the street only.

For approximately 700 feet north of U.S. 20,
Jordan Street forms the third leg of the village’s
commercial core, with storefronts and restaurants

11
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lining the street on both sides between U.S. 20 and
Fennell Street. Further north, land use is primarily
residential, giving way to a mix of residential
and community facilities north of Austin Street.
The intersection of Jordan Street with U.S. 20 is

signalized.
2.5.4 Fennell Street

Fennell Street is a locally owned two-lane facility
that runs roughly northwest to southeast,
intersecting Jordan Street at a 55-degree angle.

Sidewalks are present on both sides of the road
south of the Skaneateles Ambulance Volunteer
Emergency Services building at 77 Fennell Street.

2.5.5 East Lake Street (State Route 41)

New York State Route 41, known locally as East
Lake Street, runs between U.S. 20 and Route 281
in the Village of Homer, just north of Cortland. In
the Skaneateles area, East Lake Street provides
access to the homes and seasonal rentals that
line the east shore of Skaneateles Lake. Dozens
of driveways and small access roads branch off of
East Lake Street (known as East Lake Road south
of the village). A sidewalk extends along the east
side of East Lake Street for about 900 feet south of
U.S. 20. The intersection of East Lake Street with
U.S. 20 is signalized.

2.5.6 Kane Avenue (State Route 41A)

State Route 41A, known in the village as Kane Av-
enue (and as West Lake Road further south), is a
two-lane road that runs between U.S. 20 in Ska-
neateles and Route 41 in the hamlet of Homer
Gulf in Cortland County. Like Route 41, Route
41A’s function locally is to provide access to Ska-
neateles Lake’s west shore. Lot sizes tend to be
larger on the lake’s west side, with very large resi-
dential properties interspersed with agricultural
uses, and other specialized sites, such as the Ska-
neateles Country Club, lake access points, and the
Skaneateles Aerodrome, a small, privately owned
airport.

The New York State Department of Environmental
Conservation (DEC) operates one of the few public
boat launches on Skaneateles Lake, located two
miles south of the village on Route 41A. Users
cycle in and out throughout the day and the Town

The northbound Kane Avenue approach is controlled by a
stop sign and a yellow/red flashing signal.

of Skaneateles’ Recreation Supervisor estimates
that on a given weekend day in the summer, as
many as 90 vehicles (towing boats) may use the
launch.

The Town of Skaneateles Boat Launch, in the
hamlet of Mandana, is located five miles south of
the village on Route 41A and has parking for 90
vehicles with trailers. This facility attracts users
from throughout the region and is heavily used on
summer weekends.

The U.S. 20 / Kane Avenue intersection has a
flashing yellow signal on the U.S. 20 approaches
and a flashing red signal on the Kane Avenue and
Orchard Road approaches.

2.6 Roadway Usage — Trends and
Characteristics

2.6.1 Traffic Volumes

Annual average daily traffic (AADT) on U.S. 20 in
the village ranges from a high of 10,600 in the
village core to a low of 7,200 on the village’s
eastern edge. West of the village, U.S. 20 sees
average volumes of 8,400 vehicles daily.

Route 321 is the next busiest route in the village,
with 6,800 vehicles daily. This route is the primary
corridor between Skaneateles and the Syracuse
area and, as mentioned above, provides access to
the Hill-Rom Welch Allyn campus, which employs
several hundred workers.

No other streets in the village see volumes over
5,000 vehicles daily. State Route 41A (known
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locally as Kane Avenue), Jordan Street, and State
Route 41 (East Lake Road) see 3,500, 2,800, and
2,000 vehicles a day, respectively.

2.6.2 Heavy Vehicles

Heavy vehicles make up between five and nine
percent of all vehicles on U.S. 20 on an average day.
The average heavy vehicle percentage for other
roads also classified as rural principal arterials
(non-Interstate/expressway) in NYSDOT Region
3 is 9.2 percent?, meaning that the proportion of
large trucks in Skaneateles is not unusual, relative
to other roadways in the region with the same
functional classification.

2.6.3 Speeds and Speed Limits

The speed limitis 30 MPH on all roads in the Village
of Skaneateles.

The process of setting posted speed limits depends
to a large degree on the speed that most drivers
feel is safe and comfortable on a given road. Most
guidance on setting speed limits recommends
using the 85th percentile speed as a starting point.
The 85th percentile speed is the speed at or below
which 85 percent of drivers travel.

Eighty-fifth percentile speeds on U.S. 20 in the

3 New York State Department of Transportation, “Heavy
Vehicle (FO4 - F13) Percentages 2018.”

30
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Average speed (mph)
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May  Jun

Village of Skaneateles range from 32 MPH to 36
MPH. In contrast, the 85th percentile speed
on Jordan Street is 30 MPH, suggesting that
this street’s relatively narrow dimensions and
residential character slow drivers down. On Route
41A, the 85th percentile speed was measured at
40 MPH in 2018, with the recorder placed just
north of Heritage Woods Road (where the speed
limit is 30 MPH).

One of the characteristics that sets Skaneateles
apart from other communities in the Syracuse
area is its ability to attract large numbers of people
to seasonal events. When Skaneateles holds its
annual Dickens Christmas event on weekends
in December, featuring actors in Victorian-era
costume and character, it draws crowds from
across Central New York. According to one source,
as many as 20,000 visitors come to the village over
the four weekends between Thanksgiving and
Christmas.

Other popular festivals and events include a
farmer’s market, concerts in Clift Park, an annual
antique boat show, and events at the Sherwood
Inn.

In July and August, Skaneateles sees an increase in
activity. There are seasonal visitors staying in sum-
mer rentals, tourists passing through on U.S. 20,
and visitors from throughout the region taking day

Eastbound

Westbound

Jul Aug Sep Oct Nov Dec

Figure 2.6: Average monthly vehicle speeds on U.S. 20 (Route 41 to Route 41A) by direction.
Source: NPMRDS, 2019



trips to Skaneateles. One way to quantify this is
by looking at data from the National Performance
Management Data Research Set (NPMRDS),
which provides average speeds on selected roads
throughout the year.

As shown in Figure 2.6, average speeds on U.S.
20 between Route 41 and Route 41A are dramati-
cally lower in July and August than in the rest of
the year. Average speeds in the winter months are
between 21 and 24 mph, but drop to between 13
and 17 mph in July and August. (Note that these

35

30

25

20

15

Speed (mph)

10
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are overall average speeds, so incorporate stopped
time, including at intersections.)

More than just a drop in average speed is observed
on summer weekends. As shown in Figures 2.7 and
2.8, weekday speeds in the summer are fairly con-
sistent throughout the day but speeds are highly
variable throughout the day on Saturdays. This
level of unreliability is often more frustrating to
drivers than the actual drop in speeds, as it sets up
unrealistic expectations or can make it difficult to
plan your trip.

= Saturday

= \\eekday

Figure 2.7: Vehicle speeds on U.S. 20 eastbound during July and August, weekday vs. Saturday,

7:00 a.m. to 7:00 p.m. Source: NPMRDS, 2019

40
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=\ eekday
O O ) O N
N N N QO QO
N N N N N

Figure 2.8: Vehicle speeds on U.S. 20 westbound during July and August, weekday vs. Saturday,

7:00 a.m. to 7:00 p.m. Source: NPMRDS, 2019
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2.7 Pedestrian Infrastructure and Usage
2.7.1 Crosswalks and Pedestrian Signals

Table 2.1 provides an inventory of pedestrian
amenities at intersections in the study area, and
Figure 2.9 indicates the location of sidewalks and
crosswalks.

There are crosswalks on all approaches at the Jor-
dan Street and State Street intersections with U.S.
20, both of which are signalized intersections. At
the Route 41/East Lake Street intersection with
U.S. 20 - the only other three-color signal on U.S.
20 in the village - there are crosswalks on the U.S.
20 approaches but the crosswalks on the side
street approaches were removed and not yet re-
striped as of this writing.

The remaining crosswalks across U.S. 20 in the vil-
lage are uncontrolled, meaning that vehicle traffic
is not controlled by a stop sign or a traffic signal on
the U.S. 20 approaches. The uncontrolled cross-
walk locations on U.S. 20 are:

¢ Fuller Street eastbound approach

e Holy Trinity Lutheran Church mid-block
crosswalk (with bright red flags provided for
pedestrians to carry)

e \West Lake Street / Hannum Street westbound
approach

e Clift Park mid-block crossing about 200 feet
west of the Jordan Street intersection

e St. James Episcopal Church mid-block
crosswalk.

Crosswalks are striped across the side streets at
most of the remaining intersections on U.S. 20.

! S, =

The crosswalk at the West Lake Street / Hannum Street in-
tersection across U.S. 20 is uncontrolled.

18

2.7.2 Curb Ramps

The Americans with Disabilities Act (ADA) requires
municipalities to provide curb ramps at pedestrian
crossings and at public transportation stops where
walkways intersect a curb so that people with
disabilities can safely cross streets. Detectable
warnings alert pedestrians with visual impairments
about the sidewalk to street transition. Truncated
domes are the required type of detectable warning
according to the ADA, and are required to contrast
visually with adjacent walking surfaces, either
light-on-dark or dark-on-light .

Most intersections in the study area have a curb
ramp of some kind, but because most of the
intersections between U.S. 20 and a side street do
not have a crosswalk across U.S. 20, very few of
the intersections between U.S. 20 and side streets
have curb ramps designed to allow pedestrians to
cross U.S. 20.

2.7.3 Pedestrian Activity

Pedestrian activity is focused at the two signalized
intersections in the village’s commercial core: the
U.S. 20 interesctions with Jordan and State streets.
The available four-hour (weekday peak period)
counts indicate that each leg of these intersections
sees between 18 and 80 pedestrians in an hour.

The midblock crossing just west of Jordan Street
- sometimes referred to in this document as the
Gazebo Crosswalk because of its proximity to the
large gazebo in Clift Park - is also a popular crossing
point for pedestrians.

Activity levels vary by time of year and day of
week, but the following general statements can be
made about pedestrian activity with a high degree
of confidence:

e Pedestrian activity is centered around
transportation nodes, especially the large
municipal parking lot in the heart of the
village, the Sherwood Inn’s large parking lot,
the municipal parking on Fennell Street, and
tour bus drop-off points near the Sherwood
Inn.
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Table 2.1: Traffic control and pedestiran amenities at study area intersections

Location (o LIVES sigp::ls/ Cou'ntdown Curb Detect_able
buttons timers ramps  warnings
U.S. 20 intersections
Fuller St. stop (o) - - (o) O
oeira | s | O |- |- o] o
Griffin St. stop (@) - - (o) (@)
W Laké St./Hénnuﬁq S oo S - ‘‘‘‘‘‘‘ R o o ..............
.‘J.‘,(‘)rdan,st.* 8 SRS B sl . . ,,,,,, ST . ,,,,,,,,,,,,,,,,,,,,,,,,,,, - ................
.g{ate St ,,,,,,,,,,,,,,,,,,,,,,,,,,,, s . . ST . ,,,,,,,,,,,,,,,,,,,,,,,,,, . ...............
“Léitch Ave. ,,,,,,,,,,,,,,,,,,,,,,,,,,,, oo 5 - ‘‘‘‘‘‘‘ e o o ..............
Nénondéga S o o - ‘‘‘‘‘‘‘ R o o ..............
.Ehestn,l;lt S o : - ‘‘‘‘‘‘‘ R O O ..............
La kevié‘w . oo S - ‘‘‘‘‘‘‘ R o o ..............
E Lake,‘st'(Rt: ) SRS B s o . ,,,,,, S . O ..............
"éoodsbeed PI et | o : - ‘‘‘‘‘‘‘ e O ,,,,,,,,,,,,,,,,,,,,,,,,,,, - ................
.6ther ihtersébﬁons .............................................................................................................
Ni‘:'énne||"5t./k;rdan St ........................ o 5 - ‘‘‘‘‘‘‘ S o o ...............
Ni;“enne"‘ St./Ké”ey St ........................ o : - ‘‘‘‘‘‘‘ R O O ..............
Ni‘;'énne”“s,[./w. Eliza,beth st ................... oo S - ‘‘‘‘‘‘‘ R o o ..............
.j‘,(‘)rdan ,St./Ac,édemS? S o o - ‘‘‘‘‘ . R o ,,,,,,,,,,,,,,,,,,,,,,,,,,, - ................
= Not present O Present on some approaches ® Present on all approaches

*NB approach at this intersection is a parking lot driveway controlled by the traffic light and does not have any of the
pedestrian amenities listed; however, there is a sidewalk across this approach.

e As with tourist activity in general, pedestrian ¢ In the central segment of U.S. 20 from the

volumes are highest in the summer months West Lake / Hannum Street intersection to
(July and August) and at the time of the Dickens State Street, there is sufficient pedestrian
Christmas event. activity in the summer months and during

special events to justify improvements at key

e Most visitors are drawn to the lake frontage ) )
locations to improve safety.

(Clift Park) and to restaurants and shopping,
meaning that pedestrian destinations (and
activity) decline west of the West Lake /
Hannum intersection and east of State Street.
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2.8 Parking

Parking spaces in the village, particularly in the
heart of the village, are highly sought after during
special events and on weekends in the summer.
Figure 2.10 provides an overview of parking sup-
ply in the study area.

2.8.1 On-Street Parking

Metered on-street parking is available on U.S. 20
in and adjacent to the CBD. There is also free on-
street parking on U.S. 20 between Hannum Street
and Orchard Street, and east of the CBD. Many of
the village’s side streets also allow on-street park-

ing.
2.8.2 Off-Street Parking

The largest supply of off-street parking in the vil-
lage’s CBD is the municipal lot in the block bound-
ed by U.S. 20, State Street, Jordan Street, and
Academy Street. This lot has parking for more
than 230 vehicles. Parking costs $0.75 per hour
or $6.00 for a daily pass; Skaneateles Village and
Town residents get discounts on this rate.

Some more remote parking options are available
throughtout the village free of cost. There are two
parking lots adjacent to the Austin Park Pavilion at
the corner of Jordan Street and East Austin Street,
about a ten minute walk from the heart of the Vil-
lage. During the Dickens Christmas event, horse-
drawn wagons provide a shuttle between the Aus-
tin Park lot and the CBD. A smaller lot is available
near the intersection of Leitch Ave and East Eliza-
beth Street just south of the high school’s football
field. There is also a free lot off of Fennell Street,
in the Tops Friendly Markets plaza near the Vil-
lage Hall. While this lot is free, it is primarily used
for the customers and visitors of the shops and
offices in the plaza.

Between 2006 and 2011, the Village of Skaneateles
had an ordinance on file that put the value of a
parking space at $7,500. The ordinance required
property owners whose properties lacked
sufficient off-street parking to pay this amount to
a Village-administered parking fund. In 2011 the
statute was amended to eliminate this fee.

Chapter 2: Existing Conditions

2.9 Safety Assessment

During the five-year period from 2016 to 2020,
there were 377 vehicle collisions in the Village of
Skaneateles. While U.S. 20 makes up only nine
percent of the village’s 16.3 miles of road, over
half of all collisions in the village during this period
occurred on U.S. 20 (201 collisions on U.S. 20).

Eighty percent of all crashes happened in daylight
hours, rather than at night. Collisions were distrib-
uted throughout the week fairly evenly, but Fri-
days see more than average (18%) and Saturdays
and Sundays see slightly less than average (13%
and 10%, respectively).

Collisions with pedestrians are relatively rare: in
the latest five-year period, there were eight re-
ported pedestrian crashes. Half of all pedestrian
collisions village-wide occurred at one location:
the U.S. 20 / State Street intersection. There were
also four collisions with a bicyclist during this time-
frame throughout the village. Figure 2.11 shows
the location of collisions, including those involving
a pedestrian or bicyclist, in and around the Village
of Skaneateles between 2016 and 2020.

Metered parking along Fennell Street.
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2.9.1 U.S. 20 Non-Intersection Collisions

Vehicle collisions on U.S. 20 can be divided into
two categories: collisions that occur at intersec-
tions and collisions that occur on segments, or
“non-intersection colllisions.” There were 102
non-intersection collisions on U.S. 20 in the village
between 2016 and 2020. This is 1.8 times higher
than the statewide average for similar facilities.

As shown in Figure 2.12, the most frequent type
of segment collision on U.S. 20 was overtaking.
Overtaking collisions are caused by one vehicle
attempting to pass another in an unsafe manner.
Village-wide, overtaking collisions make up only 18
percent of all collisions, but over half of all overtak-
ing collisions in the village happened on U.S. 20.

Rear end collisions made up just over a quarter of
all segment collisions, with “other” collisions mak-
ing up 23 percent (these include collisions with a
bicycle or pedestrian, deer or other animals, and
“fixed objects” such as light posts).

2.9.2 Intersection Collisions

There were 107 collisions at intersections on U.S.
20 in the village between 2016 and 2020. Over half
of these occured at three intersections: Kane Ave-
nue-Orchard Road; Jordan Street; and State Street.
Figure 2.13 shows collisions by type at these three
intersections.

Kane Avenue (Route 41A)-Orchard Road / U.S. 20
intersection

From 2016 to 2020, there were 12 reported colli-
sions at the intersection of U.S. 20 and Route 41A
(Kane Avenue)/Orchard Road. This equates to
a crash rate of 0.59 crashes per million entering
vehicles, which is 1.7 times higher than the state-
wide average for similar intersections.

Half of the collisions at this intersection were left-
turn or right-angle crashes — crash types that are
usually considered to be preventable by the addi-
tion of a traffic signal. As discussed in Appendix
B, however, this is insufficient to meet the “Crash
Experience” warrant as described in the Manual
on Uniform Traffic Control Devices (Chapter 4C).
Meeting this warrant requires that an intersection
see five or more such crashes in a 12-month pe-
riod.

Chapter 2: Existing Conditions

Jordan Street / U.S. 20 intersection

From 2016 to 2020, there were 22 reported col-
lisions at the intersection of U.S. 20 and Jordan
Street, resulting in a crash rate that is 2.4 times
higher than the statewide average for similar in-
tersections. The bulk of these crashes were not
based in conflicting movements: eight resulted
from overtaking (unsafe passing) and seven were
rear end collisions.

One of the collisions (in the “Other” category) at
this intersection was a collision with a pedestrian,
resulting in an injury.

State Street / U.S. 20 intersection

The U.S. 20 / State Street intersection saw 23
crashes in the period from 2016 to 2020, for a
crash rate that is 1.96 times higher than the state-
wide average.

Less than a third of the collisions at this three-
legged intersection involved conflicting move-
ments. For drivers and passengers in vehicles, this
is a relatively safe intersection. With four pedes-
trian collisions in five years, however, this is a rela-
tively dangerous intersection for pedestrians.

There were five “injury” accidents, one “serious
injury” accident, and a fatality. Other than two
injuries sustained in vehicle-vehicle collisions, the
injuries, serious injury, and fatality involved pedes-
trians.
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Headon, 1

Left turn (against
Unknown, 1 —,
Y

other car), 4
Y \

Right angle, 5 -
Sideswipe, 3 ¥
Left turn (with

Total = 95 collisiens
"Other" includes 1 collision with a bicyclist.
There were no pedestrian collisions.
other car}, 1
305 40% 50% 60% 7% Bl Sl 100%

0% 10% 20%

Figure 2.12: Non-intersection (segment) collisions on U.S. 20 by collision type.
Source: NYSDOT Accident Location Information System (ALIS), 2016-2020.

Left turn (against

1.5, 20/5tate
other car), 1

Overtaking, 1 Unknown, 1 Right anghe, 1~ Right turn [with
e other car}, 1
a 5 10 15 20 25

Figure 2.13: Collisions by type at selected study area intersections.
Source: NYSDOT Accident Location Information System (ALIS), 2016-2020.
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3 Mobility Issues Assessment

3.1 Assessment Process

Competing forms of traffic converge on the streets
within the Village of Skaneateles daily. Heavy
trucks, local and visitor vehicle trips, as well as
pedestrians and cyclists each look to reach their
destinations in a safe and timely manner, resulting
in several conflict points. The built environment
at each of these conflict points has resulted in
mobility issues for each mode.

SMTC held two SAC meetings focused on the
identification of safey, mobility, and accessibility
issuesfor pedestrianswithinthestudyarea.Inmany
cases, these pedestrian concerns are inseparable
from how vehicles use the village streets. The issues
that were identified through these discussions
with the SAC members are summarized here by
location (from west to east) and on Figures 3.1
through 3.3. This issues assessment formed the
basis for recommendations, which were reviewed
with the SAC and the public, as described in the
next chapter of this report.

3.2 West Side of Village

The issues that were identified by the SAC
members on U.S. 20 from the western village line
to Hannum Street are shown on Figure 3.1.

3.2.1 Kane Avenue (Route 41A)-Orchard Road
/ U.S. 20 intersection

This is the first major intersection vehicles
encounter entering from the western edge of the
Village. The surrounding land use is predominantly
residential with the village fire department located
on the southeast corner. The Kane Ave and Orchard
Rd approaches are controlled by stop signs, while
vehicles on U.S. 20 do not need to stop. Sidewalks
are present on both sides of U.S. 20 and on the
eastern side of Kane Ave. No pedestrian-vehicle
collisions have been recorded at this intersection
in the last 10 years. The main mobility issues
identified at this intersection include:

e High traffic intersection, with increased traffic

during summer months due to boat launch
access farther south on Kane Avenue (Route
41A).

e Offset alignment, with Kane Ave centerline
approximately 30 feet west of Orchard Rd

centerline.

e \Vehicles making the northbound left-
turn movement block other northbound
movements.

¢ No crosswalks across U.S. 20.

3.2.2 West Lake Street-Hannum Street/ U.S.
20 intersection

On the western edge of the central business
district, West Lake and Hannum streets intersect
with U.S. 20 at oblique angles. The eastern corners
of the intersection are home to locally popular
destinations: the Sherwood Inn to the north and
Shotwell Memorial Park to the south. Sidewalks
are present on all approaches, with crosswalks
across Hannum, West Lake, and the eastern leg
(westbound approach) of U.S. 20. This is a two-
way stop-controlled intersection with stop signs
on the Hannum and West Lake approaches only.
There is a “Yield for Pedestrians” in-street sign at
the crosswalk on U.S. 20, but otherwise the U.S. 20
movements are uncontrolled. The main mobility
issues identified at this intersection include:

e There has been one pedestrian-vehicle
collision recorded in the last 10 years.

e The angle of the crosswalk across U.S. 20
increases the crossing distance and time for
pedestrians.

e Events at the nearby Sherwood Inn attract a
large number of pedestrians needing to cross
at the intersection.

e SAC members report poor driver compliance
with the crosswalk (yield to pedestrians).

3.3 Center of Village

The central portion of the study area stretches
from Shotwell Memorial Park to Leitch Ave, and
includes the intersections of Jordan and State
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streets with U.S. 20, as well as the Jordan St/
Fennell St intersection. This segment includes two
uncontrolled crosswalks: the “gazebo crosswalk”
near the pier, and another crosswalk at St. James
church.

3.3.1 U.S. 20, Clift Park area to Jordan Street

Clift Park sits on the south side of U.S. 20 about
halfway between West Lake Street and Jordan
Street, and is a hub of activity for the Village all
year round, providing access to boat slips and
the waterfront in the summer months as well
as winter festivals as it gets colder. A midblock
crossing across U.S. 20 connects the boat slips and
park on the south with the commercial corridor to
the north. Sidewalks are present on both sides of
U.S. 20. On-street parking is available along both
curbs, with five nose-in parking spots available
at 18 West Genesee (north side of U.S. 20). No
pedestrian-vehicle collisions have been reported
here in recent years. The main mobility issues
along this segment include:

e Poor pedestrian visibility at the crosswalk.

e Westbound traffic sometimes backs up into
intersection with Jordan due to insufficient
queuing space.

e \Vehicles double-parked near crosswalks.
Overly-wide travel lanes may contribute to
this, especially near restaurants where take-
out pick-ups are common (for example, U.S. 20
westbound, just west of Jordan Street).

e Heavy usage of the midblock “gazebo
crosswalk” during the busiest times of the
year (especially summer weekends), which
interrupts traffic flow on U.S. 20.

e Nose-in parking creates additional conflict
points with pedestrians and vehicle traffic.

3.3.2 U.S. 20, Jordan Street to State Street

As the heart of the Village’s central business
district, both the Jordan Street and State Street
intersections with U.S. 20 experience substantial
vehicle traffic and pedestrian movements. Both
intersections are signalized, with crosswalks on
all approaches. There are two travel lanes in each

direction on U.S. 20 in this segment*. The right-
most westbound lane in this segmentis a right-turn
only lane for traffic turning onto Jordan Street. The
main mobility issues at these intersections include:

e Five pedestrian-vehicle collisions since 2011:
one at U.S. 20/Jordan St, and four at U.S. 20/
State St including 1 fatal.

e Westbound heavy vehicles turning right onto
Jordan and State impinge on southbound
vehicles.

4 The eastbound lanes of U.S. 20 were restriped in fall
2021, after the previous striping had prematurely fad-
ed. In conversations with the SAC prior to fall 2021, the
lack of striping on this segment had been identified as a
point of confusion for drivers. This issue has since been
corrected by NYSDOT.

The uncontrolled crosswalk on U.S. 20 at Clift Park is
especially busy when tour buses arrive in the Village.

v T M
e

L

Nose-in parking at grab-and-go food locations on U.S. 20
regularly create conflicts with pedestrians.
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e Pedestrians frequently cross the road without
activating the pedestrian signal. The location
of some push buttons may not be apparent,
especially to visitors, particularly for the push
buttons that are located on the traffic signal
poles towards the back edge of the sidewalk
(away from the curb edge).

e Double parkingis common for delivery vehicles
along the southern curb.

3.3.3Jordan Street / Fennell Street intersection

At the center of the Village’s business district,
Fennell Street meets Jordan Street at an oblique
angle. The eastbound Fennell Street approach
consists of two lanes (one left-turn lane, one
right-turn lane) and is controlled by a stop sign;
there are no stop signs on Jordan Street. There
are crosswalks on the Fennell Street approach
and the northbound Jordan Street approach only.
The crosswalk on Jordan Street connects to a
pedestrian walkway to the main Village parking
lot. On-street parking is available on Jordan Street
from the Skaneateles Town Hall south to U.S. 20,
and limited spaces are available on Fennell Street
from Jordan Street to roughly 200 feet west of the
intersection. The main mobility issues identified at
this intersection include:

The crosswalk across Fennell Street at Jordan Street is
77 feet long.

30

e The angle of Fennell Street results in a very
long crosswalk on this approach, increasing the
exposure time of pedestrians.

¢ \Vehicles often parkillegally on the southwestern
corner of the intersection, blocking the
crosswalk.

¢ Driver compliance with the crosswalk on the
northbound Jordan Street approach is poor.

e Pedestrians have poor visibility and enter into
traffic without proper visual communication
regularly at the crosswalk on Jordan.

3.4 East side of Village

The focus of discussion on the east end of the
U.S. 20 in the village was on the East Lake Street
intersection. SAC members also expressed some
interest in extending the 30 mph speed limit east
of the village line (where it is currently 45 mph).

3.4.1 East Lake Street (Route 41) / U.S. 20
intersection

East Lake Street acts as a major thoroughfare for
students walking to and from the high school a half-
mile to the north of the intersection with U.S. 20.
The surrounding land use is primarily residential,
with this intersection acting as a gateway into the
Village from the east. Sidewalks are present on all
approaches with crosswalks on both approaches
of U.S. 20. No crosswalks are present across East
Lake Street. The main mobility issues identified at
this intersection include:

¢ One pedestrian-vehicle collision in the past 10
years.

¢ Roadway width allows for informal eastbound
and northbound right-turn lanes.

¢ Northbound left-turns by heavy vehicles
encroach on eastbound lanes.

* No crosswalks across East Lake Street.
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4 Design Concepts

4.1 Concept Development Process and Public
Engagement

Based on the discussion of issues with SAC
members, SMTC developed design concepts for
six focus locations within the Village, which are
indicated on Figure 4.1. An initial set of draft
concepts was presented to the SAC. SMTC staff
then used SAC feedback to refine the initial
set of concepts into a selection of concepts for
public review. SMTC created a video presentation
for the public that included existing conditions
information, an overview of the study area issues,
and a detailed review of the design concepts
for the focus locations. This presentation was
available on the SMTC’s YouTube channel starting
on January 6, 2022, and a meeting was held on

Study area roadways

AUSTIN PARK

AUSTIN ST

Zoom on January 18, 2022, during which members
of the public were able to ask questions about
the concepts and discuss their concerns directly
with SMTC staff. The video presentation and the
Zoom Question & Answer session were advertised
through SMTC’s email list and social media, as
well as the Village’s own communication channels.
Twenty-eight people participated in the Zoom
session, and many submitted written comments.
Additionally, the draft final report was made
available for public review and comment on the
SMTC website from May 23 to June 3, 2022 and
comments were accepted via email. Appendix E
includes a summary of the January 2022 public
Q&A session and public comments submitted in
writing at that time, as well as additional public
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Figure 4.1: Concept development focus areas.
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comments submitted in response to the draft final
report in May/June 2022. Public feedback on the
design concepts is incorporated into the discussion
of each location in this chapter.

The goal of these design concepts is to address
some of the pedestrian safety concerns within
the Village while continuing to be a destination
that attracts people from across the region. These
concepts represent a mix of solving problems and
improving pedestrian safety. These concepts share
some common goals across locations:

e Traffic calming

e Increase pedestrian visibility at crosswalks/
intersections

¢ Narrow long crossing distances at crosswalks

e Delineate travel lanes

¢ Maintain on-street parking

U.S. 20 within the Village of Skaneateles is a major
east-west road but by bringing speeds down and
enhancing pedestrian infrastructure, the goal of
better pedestrian safety can be achieved.

Additionally, this study recommends that the
Village consider developing a shuttle system for
the busiest days of the year, using the Dickens
Christmas horse-drawn wagon as a model.

4.2 Kane Avenue (Route 41A) - Orchard Road
/ U.S. 20 intersection

Existing conditions at this intersection are shown
in Figure 4.2. Two concepts were developed for
this intersection, with both concepts including the
following proposed improvements:

e Add a three-color signal (to replace the
existing red/yellow flashing warning signal).

e Designate a right-turn only lane for
northbound vehicles.

e Add curb ramps to new crosswalks across
U.S. 20 on the eastbound and westbound
approaches.

e Add two ladder-style crosswalks on U.S. 20.

e Add sidewalk extensions to connect sidewalks
to the crosswalks across U.S. 20.

e Upgrade the crosswalk across Orchard Rd to
ladder-style.

e Add a stop bar on the southbound approach.

Several SAC members felt strongly that a three-
color signal would be beneficial at this location,
because of the amount of congestion frequently
experienced by northbound vehicles, and pub-
lic input favored this as well. When volumes on
U.S. 20 are at their highest, breaks in traffic can be
few and far between, leading northbound vehicles
to take risks. The risks to driver safety are com-
pounded when the northbound vehicle in ques-
tion is towing a boat, as is sometimes the case.

Although the three-color signal is included in both
of the concepts for this location, appropriateness
of a traffic signal is ultimately at NYSDOT’s discre-
tion. A preliminary review of the Manual on Uni-
form Traffic Control Devices (MUTCD) signal war-
rants suggests that traffic volumes at this location
meet both the eight-hour and four-hour volume
warrants (see Appendix B). The MUTCD explicitly
states that whether or not a given signal is appro-
priate is a matter of engineering judgement, not a
pass/fail decision made solely on the basis of traf-
fic volumes or any other single criterion.

As described in the MUTCD, traffic signals have ad-
vantages and disadvantages. Advantages include
improving the orderly flow of traffic, increasing
the traffic-handling capacity of an intersection, re-
ducing the frequency of right-angle collisions, and
the ability to coordinate with other signals.

However, installing a signal where it is not needed
can lead to issues, such as reducing the roadway’s
efficiency, increasing driver frustration, and in-

Flashing yellow lights on the eastbound approach of
U.S.20 at the Kane/Orchard intersection.

Chapter 4: Design Concepts
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creased collisions, particularly rear-end collisions.

Adding a traffic signal at this location - if it is
deemed appropriate - would create an opportuni-
ty to add pedestrian signals and crosswalks across
U.S. 20.

SAC members were skeptical about the need for
crosswalks and curb extensions at this location,
which does not see pedestrian activity at the lev-
els seen in the village core. However, this is a key
village gateway: adding features to visually reduce
the roadway’s width (via painted curb extensions
or median striping) can have a traffic calming ef-
fect. Also, this is a residential area in a densely-
populated village; accommodating pedestrian ac-
tivity and reducing pedestrian exposure is good
planning practice, even if pedestrian use is not
currently on par with the village core.

Adding a signal also creates an opportunity to
add a right-turn only lane to the northbound ap-
proach. Since the majority of northbound traffic
heads east, this signal would provide a substantial
benefit to operations at this intersection.

In Concept A (Figure 4.3), the proposed crosswalks
are supplemented by striping to create median is-
lands. While striped-in median islands do not pro-
vide the safety benefits of a curbed median island,
they have the advantage of being easier to main-
tain.

Concept B (Figure 4.4) is identical to Concept A,
but rather than adding a painted median, this con-
cept would use painted curb extensions to shorten
pedestrians’ crossing distance and give the road
the appearance of having narrower lanes.

Painted curb extensions are used in cities across
the country as an inexpensive way to both calm
traffic and improve pedestrian safety. The paint-
ed curb extensions could be paired with flexible
bollards (thin, durable, plastic stakes that can be
driven over, if needed) or with small delineators
known as “armadillos”.

Armadillos are small, rubberized delineators that
are fastened to the pavement. They can be in-
stalled and removed seasonally. Like traffic cones,
vehicles can can drive over them without harm to
either the delineator or the vehicle, but they help
reinforce pavement markings.

Example of a painted median (Auburn, NY). (Photo: Google
Streetview)

Painted curb extensions can be aesthetically pleasing
while providing a benefit to pedestrians. (Photo: Seattle
Department of Transportation)

An ‘armadillo’ delineator.
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Some members of the public expressed concern
that painted curb extensions would wear away
quickly, and asked that the curbs be moved to cre-
ate actual bump-outs. As stated at the January
2022 public meeting, the focus of this study was
on opportunities for pavement striping changes
that could be incorporated into an upcoming NYS-
DOT project. Moving curbs is much more involved
and expensive, and would require more conversa-
tions between the Village and the NYSDOT. Painted
curb extensions could be done with “semi perma-
nent” water-based road paint as an opportunity to
test their effectiveness (this is a technique often
used in “tactical urbanism”), or could be done with
higher-quality, more durable road marking paint
as is used for other pavement striping.

4.3 West Lake Street-Hannum Street / U.S. 20
intersection

The design concepts for the West Lake Street-Han-
num Street / U.S. 20 intersection are intended to
correct this intersection’s greatest challenges to
pedestrian movement: wide lanes and a skewed
crosswalk (see Figure 4.5). The existing crosswalk
on the westbound approach has a diagonal align-
ment that adds length to the crossing distance.
The total width of the traveled way on U.S. 20 on
the westbound approach is 34 feet, ten feet wider
than the standard width of a two-lane NHS facility.

The wide lanes in this section of U.S. 20 work
against both efficient mobility and pedestrian safe-
ty. Research predicts that with overly wide lanes
comes erratic driver behavior and a high propor-
tion of crashes related to unsafe passing, and that
is the pattern that is seen in this part of U.S. 20.

When pedestrians’ crossing distance is longer, it
means that drivers have to wait longer for pedes-
trians to cross the street. An extra ten feet equates
to two to three extra seconds per pedestrian un-
der the standard walking speed of 4 feet per sec-
ond. But for people with mobility limitations, that
extra ten feet can get closer to five seconds per
person. This leads to unnecessary driver frustra-
tion which can, in turn, lead to reckless behavior.
In Skaneateles, a major east-west freight corridor
must mix with a well-known and attractive tourist
destination. Wherever possible, the major pedes-

trian crossing points on U.S. 20 should be designed
to minimize pedestrians’ exposure.

The design concepts for this location were both

developed to encourage the orderly movement
of both traffic and pedestrians. Both concepts in-
clude:

e Add a stop bar on the southbound (Hannum
Street approach).

¢ Add double-yellow lane line marking to north-
bound (West Lake Street) approach.

e Upgrade crosswalks across Hannum St and
West Lake Street to ladder style.

e Realign the crosswalk on the westbound U.S.
20 approach to reduce the crossing distance.

e Addtwo on-street parking spaces on the south
side of Route 20 west of West Lake Street.

Currently, the on-street parking space on the
southeast corner is reserved for people with dis-
abilities. Both design concepts move that space

to the east, to allow for the realigned crosswalk.

But with the addition of two spaces to the west of

the intersection, there would be a net gain of one

parking space in this area.

Concept A (Figure 4.6) would shorten the crossing
distance and reduce lane widths by using painted
curb extensions and a re-aligned crosswalk. The
re-aligned crosswalk would be 12 feet shorter than

the existing crossing, reducing crossing time by 2.3

U.S. 20 eastbound approach at the West Lake Street
intersection.
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seconds (or by five seconds for pedestrians with
mobility limitations).

As with the Kane Avenue / Orchard Road intersec-
tion, the painted curb extensions here could be
delineated with flexible bollards or armadillos.

The current snow removal practice on this por-
tion of U.S. 20 is to remove snow from the road
curb-to-curb wherever possible. This means that
it is not practical to utilize delineators to define
curb extensions in the winter months: snow plows
would eradicate them. On the other hand, this
snow removal practice suggests that, on balance,
the painted curb extensions (and other lane mark-
ings) should be visible through most of the winter.

Concept B (Figure 4.7) includes median striping
rather than curb extensions to reduce lane widths.

This concept also includes the use of signage and
pedestrian-activated lights on the westbound ap-
proach, to improve pedestrians’ visibility. These
lights, officially known as rapid rectangular flash-
ing beacons (RRFBs) have been shown to reduce
pedestrian-vehicle crashes by 47 percent.®

Striped medians are an inexpensive way to im-
prove safety and have been shown to have a traffic
calming effect, helping to slow vehicles as they en-
ter the village center. Medians also provide pedes-
trians with a refuge, reducing their exposure time
in the street.

> National Cooperative Highway Research Program Re-
search Report 841, Development of Crash Modification
Factors for Uncontrolled Pedestrian Crossing Treat-
ments. 2017.

An example of a painted curb extension in Seattle,
Washington. (Photo: Seattle Department of
Transportation)

A set of rectangular rapid flashing beacons (RRFB) across
Warners Road in Camillus, along the Empire State Trail.
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4.4 U.S. 20, Clift Park area to Jordan Street

The segment of U.S. 20 from West Lake Street-
Hannum Street to Jordan Street is 760 feet long.
The south side of the road is almost entirely oc-
cupied by two major visitor attractions: Clift Park
and adjacent Shotwell Memorial Park. Parking
for visitors is primarily found on the north side of
the road, leading to the predictable and recurring
problem of large numbers of pedestrians crossing
U.S. 20 in this segment.

The concept proposed (Figure 4.9) for this section
includes the following elements:

e Relocate the mid-block crosswalk farther west,
to the Sherwood Inn, and consider converting
it to a raised crosswalk.

e Designate two parking spaces on the south
side of U.S. 20 near the pier as 15 minute
loading/unloading only (relocating the
crosswalk would allow an additional parking
space on each side of U.S. 20 at this location).

e Add a striped center median to narrow this
section to one travel lane in each direction and
delineate a left-turn lane on the eastbound
U.S. 20 approach at Jordant St.

The travel lanes on U.S. 20 adjacent to Clift Park
are 20 feet wide. This excess width encourages
drivers to increase speed (especially heading west
out of downtown), and gives passenger vehicles
dangerous opportunities to pass one another. A
striped median would clearly define one narrower
travel lane in each direction in this segment (with
an eastbound left-turn lane at the Jordan Street
intersection).

The existing mid-block crosswalk at the Clift Park
gazebo sits about 200 feet west of the U.S. 20 /
Jordan Street intersection. When large groups of
pedestrians are using this crosswalk, it can lead to
back-ups for westbound traffic that can impact the
Jordan Street intersection. At times, this can result
in back-ups for eastbound traffic on Fennell Street.

Some SAC members were in favor of eliminating
this crosswalk in order to alleviate this problem.
However, given pedestrians’ motivations to cross
U.S. 20 in this segment, a midblock crosswalk is
needed to prevent jaywalking. The suggestion to
relocate the crossing received mixed feedback at

the public meeting - about evenly split in favor and
against - with some concerns about “just moving
the issue” without solving it. There were also con-
cerns voiced about stormwater drainage around
a raised crosswalk, which would need to be ad-
dressed in design.

A raised crosswalk® would improve pedestian vis-
ibility and slow traffic on U.S. 20 in this pedestri-
an-oriented area. Raised crosswalks have been
shown to reduce vehicle-pedestrian crashes by up
to 45 percent, according to the FHWA. The added
safety of a raised crosswalk may be more attrac-
tive to pedestrians, reducing their inclination to
jaywalk elsewhere in this segment.

Raised crosswalks and raised intersections (see
Section 4.5) signal to drivers that they are entering
a pedestrian-oriented setting. These are relatively
new traffic calming treatments although they are
becoming increasingly popular. Members of the
public tend to be more familiar with speed bumps,
which have been in use for decades. As described
in NYSDOT’s Engineering Instruction 13-018 on
Raised Crosswalks, they provide “an algebraic dif-
ference in slope of 4% that operates similar to a
vehicle crossing the normal crown of a major high-
way. The concrete approach slabs help provide a
visual contrast and the illusion that the vertical
change is greater than 4” (100 mm).”

As noted in Section 3.4.1, the “gazebo crosswalk”
is heavily used during the busiest times of the year.
SAC members and members of the public repeat-
edly expressed frustration with the flow of pe-

® http://www.pedbikesafe.org/PEDSAFE/countermea-
sures_detail.cfm?CM_NUM=7

Raised crosswalk at the 12th Street/Main Street
intersection in Cincinnati, Ohio.
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destrians at this location and there was a strong
desire to implement a solution that would “pulse”
pedestrians, forcing them to cross in groups in or-
der to minimize how often traffic on U.S. 20 needs
to stop. This is a challenge to address, because
most pedestrian safety countermeasures for mid-
block crossings are intended to draw attention to
crosswalks to increase driver compliance (“conspi-
cuity enhancements”), but not to “control” pedes-
trians. For example, the Rectangular Rapid Flash-
ing Beacon (RRFB)” uses lights to alert drivers to
the presence of pedestrians in the crosswalk, but
does not include pedestrian signal heads (so can-
not indicate DON’T WALK to pedestrians).

It was suggested that traffic could be stopped on
U.S. 20 and pedestrians allowed to cross at the ga-
zebo crosswalk at the same time that pedestrians
receive the WALK indication to cross U.S. 20 at Jor-
dan Street. This would require a signal system at
the crosswalk to be coordinated with the Jordan
Street signal. The WALK indication at Jordan Street
is displayed during the interval that the Jordan
Street southbound approach receives the green
indication. Vehicles making the southbound right-
turn movement from Jordan Street would, poten-
tially, be stopped at the crosswalk, only about 170
feet to the west.

Installing a full three-color signal at the gazebo
crosswalk would control pedestrians and stop traf-
fic on U.S. 20, but would likely be prohibitively
expensive, complex (due to the proximity to the
Jordan Street intersection), and not warranted the
majority of the time outside of special events.

Pedestrian Hybrid Beacons (PHBs)® include a pe-
destrian signal head that indicates WALK/DON'T
WALK. Although it is possible to coordinate PHBs
with existing signal systems, “immediate response
is preferable to having pedestrians wait for the
WALK signal.”® Some studies have found that a de-
layed response from the PHB results in pedestrians
crossing against the signal, and driver frustration
if traffic is stopped after a pedestrian has already
crossed. This can lead to noncompliance with the

7 http://www.pedbikesafe.org/PEDSAFE/countermea-
sures_detail.cfm?CM_NUM=54
8http://www.pedbikesafe.org/PEDSAFE/countermea-
sures_detail.cfm?CM_NUM=53
https://safety.fhwa.dot.gov/ped_bike/tools_solve/
fhwasal4014/

PHB on the part of both drivers and pedestrians.

Another option to consider, especially during peak
times such as the Dickens Christmas festival and
weekends during July and August, is the use of a
police officer to control both pedestrian and ve-
hicle traffic.

NYSDOT Region 3 staff cited the example of the
crosswalk on State Fair Boulevard, where a tem-
porary 3-color signal is used during the New York
State Fair but is manually controlled by a police
officer. The officer can observe the pedestrian de-
mand and decide to stop traffic and allow pedes-
trians to cross once a sizable crowd of pedestrians
has gathered, which balances pedestrian safety
with the desire to maintain vehicular traffic flow
on a major roadway.

A pedestrian hybrid beacon (PHB) on West Street in th
of Syracuse.

Temporary 3-color signa/ at érosswalk on State Fair
Boulevard. (Photo: Google)
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A photosimulation of a raised crosswalk on U.S. 20 near the Sherwood Inn.

4.5 U.S. 20, Jordan Street to State Street

The segment of U.S. 20 between Jordan and State
Streets is the heart of the village’s business dis-
trict. The largest block of public parking in the
village is on the north side of this block, while
shopping and other destinations are found on the
south side. Pedestrian activity is extremely high
in this segment and the existing traffic signals and
intersection design include numerous elements to
support pedestrian movement, including leading
pedestrian interval signal timing and curb exten-
sions.

Nevertheless, there are opportunities to eliminate
conflicts in this section of road, making it safer for
all users. Eliminating access to the municipal park-
ing lot on the north side of U.S. 20 and restricting
access to the lakefront parking area to right-in/
right-out only would reduce turning movements -
and conflict points - in the segment.

Both of the concepts developed for this segment
include the following elements:

e Add a stop bar to southbound Jordan Street.
e Relocate all stop bars based on an evaluation

of the turning radii of large tractor-trailers, to
ensure that stopped vehicles are not in the
path of travel of large trucks.

¢ Relocate pedestrian push buttons on the south
side of U.S. 20 to bollards adjacent to crossing
points to improve their visibility.

e Consider automatic recall for pedestrian
walk phases during highest-demand times
(especially summer weekend days).

¢ Install ADA-compliant detectable warnings on
the curb ramps at the Jordan Street/U.S. 20
intersection.

e Replace access to the municipal parking lot on
the north side of U.S. 20 with public space.

e Restrict access to the lakefront parking area to
right-in and right-out only.

Concept A (Figure 4.11) for this location also in-
cludes:

e Use brick pavers (or stamped and colored
concrete) on the Jordan Street crosswalks to
draw attention to these crosswalks.

e Designate the left-most (inside) lane on the
eastbound approaches at Jordan Street and
State Street as a left-turn only lanes.

Chapter 4: Design Concepts
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e Use median striping to create a center median
and a single eastbound travel lane between
Jordan Street and State Street.

An evaluation of traffic operations using Synchro
software indicated that these lane designation
changes would result in minimal overal change in
delay at these two intersections (see Appendix C).

Concept B (Figure 4.12) proposes using raised in-
tersections at both Jordan and State streets to en-
sure pedestrian visibility and to slow all vehicles
down.

The City of Philadelphia implemented raised inter-
sections in Center City to create a gateway to the
city’s theater and arts district. Closer to home, the
Village of Fayetteville installed two raised intersec-
tions to ensure that drivers obey posted speed
limits.

When designed properly, raised intersections can
be traversed by all vehicle types, including agricul-
tural equipment, and can reduce operating speeds
by between 14 and 24 percent.

NYSDOT recently implemented a raised intersec-
tion on Route 787 in Cohoes — a major thorough-

Brick pavers are frequently used to make crosswalks
visually distinct from the surrounding pavement. They are
used at many crosswalks in Auburn (top photo) and Lake
Placid (bottom photo). (Photo: Google Streetview)

48

Raised intersection in Matthews, North Carolina. (Photo
Alta Planning + Design)

fare that sees twice as many vehicles as U.S. 20
and many fewer pedestrians than are found daily
in Skaneateles.

Both concepts for this segment of U.S. 20 show
the closure of the access driveway to the munici-
pal parking lot on the north side of U.S. 20. This
would eliminate a vehicular conflict point, and also
create an opportunity to develop a public space.
This is shown on the concepts as green space, but
could also be a pedestrian plaza, or some com-
bination of greenscape and hardscape. This idea
received a very favorable reaction from the SAC
and at the public meeting. It was even suggested
that the alley next to Skaneateles Creek (also on
the north side of U.S. 20) should be a candidate for
similar treatment. The Village could pursue one or
both of these alley closures using tactical urban-
ism techniques in the short-term. For example, us-
ing movable planter boxes to close the driveway
and setting up furniture and potted trees (this is
similar to what has already been done with the al-
ley off of Jordan Street at the Fennel Street inter-
section). If the public response is positive, the Vil-
lage could pursue more permanent measures such
as replacing the existing pavement with pavers or
with grass for all of these locations. This could also
be an opportunity to create stormwater manage-
ment features. Both the City of Chicago® and the
City of Detroit! have “Green Alley” programs that
provide examples.

10 https://www.chicago.gov/content/dam/city/
depts/cdot/Green_Alley Handbook_2010.pdf

11 https://detroitfuturecity.com/wp-content/up-
loads/2021/11/Green-Alleys-Detroits-Opportuni-
ty-for-Innovation-1.pdf
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4.6 East Lake Street (Route 41) / U.S. 20
intersection

The East Lake Street (Route 41) intersection with
U.S. 20 is a signalized intersection that functions
well. It is not within the village’s central business
district, but it is on the north-south walking route
for students at Skaneateles High School, making it
a significant crossing point for students. For this
reason, eastbound right-turns on red are restricted
during school arrival and dismissal times (Monday-
Friday, 7:00-9:00 a.m. and 2:00-4:00 p.m.).

As is true elsewhere in the village, excess lane
width is an issue at this intersection. The east-
bound approach consists of a single 22-foot wide
lane, leaving plenty of room for eastbound right-
turning vehicles to create their own lane at the
signal.

The collision rate at this intersection is below the
statewide average for similar intersections, sug-
gesting that major design improvements are not
necessary.

The concept (Figure 4.14) developed for this
location includes the following improvements:

e Stripe a right-turn lane on the eastbound
approach.

e Add stop bars and crosswalks to the
northbound and southbound approaches and
evaluate stop bar placement on all approaches
to ensure that stopped vehicles are out of the
path of large vehicles making turns.

e Extend sidewalks east to the Village line on the
south side of U.S. 20.

e Use striping to create two 3.5-foot shoulders
on U.S. 20 east of the intersection.

These are relatively minor improvements at an
intersection that currently sees few operational
issues. Striping a turn lane would clarify driver
expections at this intersection.

Existing conditions on U.S. 20 eastbound at the East Lake
Street (Route 41) intersection.

This photosimulation shows eastbound U.S. 20 with a
proposed dedicated right-turn lane to southbound East
Lake Road.
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4.7 Jordan

intersection

Given that neither Jordan Street nor Fennell
Street are major highways, this intersection is in-
herently less complex than the intersections on
U.S. 20. Lane widths are not constrained to the
NHS standard of 12 feet and traffic volumes are a
fraction of what they are on U.S. 20.

Street / Fennell Street

However, this intersection has complicating ele-
ments. While Jordan Street sees a third of the traf-
fic that uses U.S. 20 daily, it is a major north-south
route in the Skaneateles area. Similarly, Fennell
Street is an important route within the Town of
Skaneateles.

The width of Fennell Street is an issue at this inter-
section. As a former rail corridor, Fennell Street
is wider than most other village streets. At its in-
tersection with Jordan Street, the crosswalk across
Jordan Street is 77 feet wide, owing both to the
width of the street as well as the angle of the in-
tersection. An able-bodied person walking at an
average pace would need 18 seconds to cross this
crosswalk. A pedestrian with a mobility limitation
might need as much as 30 seconds to cross the en-
tire width of Fennell Street at this crosswalk.

The design concept (Figure 4.16) for this loca-
tion comes from a previous SMTC study, the Ska-
neateles Multi-Use Corridor Study, completed in
2018. This study considered how to connect the
Charlie Major Trail in the Town of Skaneateles to
the Villlage of Skaneateles. The study proposed
adding bike lanes to Fennell Street and included
a few concepts for improving the Jordan / Fennell
Street intersection, one of which is shown in Fig-
ure 4.16.

The concept utilized raised curb extensions (that
is to say, not painted) to reduce the width of the
westbound approach, dramatically reducing cross-
ing distances (and times).

Similarly, this concept proposes curb extensions to
reduce the crossing distance on the northbound
approach. Since the completion of the Skaneateles
Multi-Use Trail Study, the Village has implemented
a crosswalk at the northbound approach to this in-
tersection. SAC members report that driver com-
pliance with this crosswalk is poor, a condition at-

Chapter 4: Design Concepts

tributed to the fact that the crosswalk was added
without the accompanying curb extension.

As shown, this concept would also include bike
lanes on Fennell Street. There are a number of
challenges to consider in thinking about the suit-
ability of bike lanes on U.S. 20 through the Village
of Skaneateles. Fennell Street, on the other hand,
has ample width for bike lanes for its length within
the Village.
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4.8 Parking Shuttle Concept

In addition to redesigning selected intersections
and street segments, the village should consider
developing a free shuttle to carry visitors from
parking lots on the village’s edge to the heart of
the village on Fridays, Saturdays, and Sundays in
the summer. A shuttle system would take pressure
off the limited supply of parking in the village’s
center. This would both prevent some vehicles
from entering the village’s central business district
and remove some traffic that currently circles the
downtown core looking for parking.

The supply of parking is on the order of 800 spaces
(combined on- and off-street parking) in the heart
of the village. Given an effective supply rate of 85
percent, this equates to 680 spaces. While this is
more than enough parking capacity for the average
village on most days, the Village of Skaneateles at-
tracts large numbers of visitors on summer week-
ends, in addition to the many workers, residents,
and delivery vehicles that need access to stores
and restaurants in the village’s center.

A free shuttle system is one way to help address
the village’s parking problem on summer week-
ends. To be most effective, it should be paired with
a signage and advertising program. Ideally, a shut-
tle system’s cost could be offset through the sales
of advertising space both on (and in) the shuttle
vehicles and at the pick-up and drop-off points. A
shuttle could also be coordinated with tour bus
companies, and with bus parking fees another pos-
sible revenue source.

The route and pick-up and drop-off points for
such a shuttle could be modeled on the route cur-
rently used by the horse and wagon shuttle sys-
tem used during the Dickens Christmas weekends.
The horse drawn wagons run between the Austin
Park Pavilion (at the corner of Austin and Jordan
Streets), the High School’s student parking lot (at
the corner of East Elizabeth Street and Leitch Av-
enue) and the village center.

Costs for a shuttle system would depend on the
total number of shuttle runs. One practical ap-
proach would be to initiate a pilot program fund-
ed by the Village for weekends in the summer,
with shuttles running twice an hour for the busi-
est hours of the day. Operating hours should be
determined in conjunction with the Chamber of
Commerce and local businesses.

The operation of such a shuttle could be put out
to bid by the Village and operated like any other
contracted service. However, to be an attractive
alternative to visitors, it is strongly recommended
that this service be provided at no cost to visitors
and that it be made as convenient as possible.
Since one of the groups with the greatest need for
easy, convenient parking options is people with
disabilities, it is critical that this shuttle accommo-
date wheelchairs and comply with the Americans
with Disabilities Act.

~— :

The Placid Xprss, a free park and

riet in Lake Pl
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4.9 Roundabouts

Two intersections on U.S. 20 were evaluated for
their suitability for installation of roundabouts: the
Kane Avenue-Orchard Road intersection and the
East Lake Street intersection. Figure 4.18 shows
planning-level concept sketches of these round-
abouts, both of which were based on circulating
roadway diameters of 105 feet.

Roundabouts at these locations would serve as
gateways to the village’s business district, add a
traffic calming element for east-west traffic, and
enhance crossing opportunities for pedestrians.
Current total traffic volumes at both locations ap-
pear to be suitable for single-lane roundabouts.
However, both intersections are dominated by
through east-west movements, which can be
problematic for roundabout operations; round-
abouts tend to function best with more balanced
traffic volumes. A more detailed operational analy-
sis would be necessary at both locations.

o, Shuttle
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Figure 4.17: Proposed route and parking areas for a free Village of Skaneateles park and ride shuttle

The preliminary roundabout designs that SMTC
staff developed indicate that the right-of-way
needed to construct roundabouts at these loca-
tions would be significant, dramatically reducing
the green space buffer between adjacent resi-
dences and the roadway. Based on those prpoerty
impacts, SAC members were not in favor of pur-
suing these roundabouts further. However, SAC
members were in favor of adding a three-color
signal to the US 20 / Route 41A intersection, citing
operational and safety concerns. It is possible that
an alternate roundabout design at this location,
with fewer right-of-way impacts, would be palat-
able to SAC members and the community at large.
The Village could continue exploring this idea with
the NYSDOT if desired.

Chapter 4: Design Concepts
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Figure 4.18: Draft design concepts for roundabouts at the U.S. 20 intersections with
State Route 41A (top) and State Route 41 (bottom).
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5 Conclusion

5.1 Summary of Design Concepts and Cost
Estimates

Table 5.1 includes a summary of the intersection
design concepts described in Chapter 4. Many
of the proposed concepts mix and match
interventions to achieve similar goals of increasing
pedestrian safety and improving the flow of traffic
within the Village. The table is provided as a quick
reference guide to assist with further discussions
of the concepts within this report.

Cost estimates were developed for each location
and are included in Table 5.1. The details of the
cost estimates can be found in Appendix F. These
are intended to be order-of-magnitude estimates
that the Village can use for planning purposes.
Many factors - including the variability of material
and labor costs and any potential right-of-way
impacts - can influence these costs.

5.2 Implementation

Unlike a sidewalk or trail project on locally owned
facilities, most of the concepts presented in this
study relate to U.S. 20, a National Highway System
facility owned and maintained by NYSDOT (see
Section 2.5.1). With this knowledge, we must
consider what the Village can do on its own and
what improvements must be completed with the
approval and support of NYSDOT.

5.2.1 What the Village Can Control

Suggested improvements that fall outside of the
right-of-way of U.S. 20 are within the control of the
Village of Skaneateles and should be considered
by local leaders to implement at their discretion.

A “Green Alley” program, which would see the
transformation of underused or problematic
alleys and driveways into public plazas, could
be implemented quickly and at a minimal cost.
As discussed in Section 4.5, the program could
include the driveway to the municipal parking
lot on the north side of U.S. 20 between Jordan
and State as well as the alleyway next to the

Skaneateles Creek. Utilizing planter boxes, café
style seating, and potted trees could immediately
create new public spaces within the central village.
Should the program prove successful and create
a desire for a more permanent alteration, the
Village should work with surrounding businesses
to install features identified within “Green Alley”
handbooks utilized in cities across the country,
including permeable pavers and rain gardens.

The Jordan Street/ Fennel Street intersection is
the only intersection within the Study Area that
falls completely within local control, presenting
an opportunity for the Village to improve access
to its commercial center without State approval.
Although bike access was not the focus of this
study, creating a safe bicycle route within the
Village can also increase pedestrian safety as
traffic lanes are narrowed and vehicles move at
slower speeds.

Additionally, the Village is not restricted when it
comes to the development of a shuttle bus service
for the busy summer and holiday months. The
Village owns and operates public parking lots
throughout the area that should be promoted
as the preferred destination for visitors. By
connecting the lots to the village center with a
free shuttle, visitors would be able to avoid adding
to the congestion experienced along U.S. 20 while
looking for a parking spot and have a convenient
way back to their vehicle after their trip.

5.2.2 Approaches to U.S. 20

Due to the state ownership of U.S. 20, the Village
cannot directly implement improvements such as
raised crosswalks or signage along the corridor.
The Village may be allowed by NYSDOT to add
painted curb extensions, but this would require a
permit from the State, with the Village permitted
to add these features under specific conditions. On
the other hand, it is unlikely that NYSDOT would
permit the Village to alter or install traffic control
devices such as median striping or crosswalks
under any circumstances. And, of course, the
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able 5.1: Summary of Suggested Interventions by Concept

L ocation

Kane-Orchard / U.S. 20

W Lake - Hannum /
U.S. 20

Concept
(estimated cost)

A
($275,100)

B
($278,400)

A B
($14,000) | ($42,600)

U.S. 20,
Clift Park
to Jordan

Street*
($8,200)

U.S. 20, Jordan St to
State St

A*
($56,200)

B
($111,300)

E Lake /
U.S. 20

($38,700)

Jordan St/
Fennel St

($53,600)

Elements

Painted
Curb
Extension

raised curb
extensions

Painted
Median

Upgrade
Existing
Crosswalk

New
Crosswalk

Brick
Crosswalk

Raised
Crosswalk

Raised
Intersection

Add/
Relocate
Stop Bar(s)

Other
Pavement
Markings

turning lanes

turning lanes

double-
yellow/
parking
spaces

double-
yellow/
parking
spaces

turning lane/
15-minute
loading zones

turning
lanes

turning lanes

turning
lanes/
shoulders

bike lanes/
sharrows

Add/
Relocate
Curb Ramps

Extend
Sidewalks

3-Color
Signal

Add/
Relocate
Pedestrian
Signals

RRFB

Signage

in-street
ped crossing

no left turn
in-out of

driveway/

parking lot

no left turn
in-out of

driveway/

parking lot

bike lane/
bike in lane

* Median striping for the Clift Park to Jordan Street segment is included in Jordan/State & US20 Concept A cost estimates. Striping of this
kegment MUST coincide with other Concept A interventions.
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question of whether a three-color signal would be
added at the U.S. 20 / Kane Avenue / Orchard Road
intersection is entirely at the discretion of NYSDOT.

As a result, a traditional implementation plan,
consisting of short- and long-term steps that
the Village can take to carry out this plan’s
recommendations, is of little relevance. NYSDOT
is currently planning for a paving project for
a segment of U.S. 20, including the section in
the Village. While the concepts presented in
this document are not necessarily endorsed by
NYSDOT, they are all well-established practices
that are either supported by the State’s Highway
Design Manual or in use on other similar state-
owned facilities.

An ideal planning approach would be for the
Village as a community to come to a consensus
on which design concepts are the highest priority
for implementation and use this as the basis for
a series of discussions with NYSDOT on how to
get these ideas included in the designs being
developed for U.S. 20.

In other cases, NYSDOT has been willing to
implement streetscape improvement ideas
put forward by a town or village, as long as the
municipality pays for them. This is formally known
as the State’s Betterment Process, and it can be
used for a variety of work items in the State’s right-
of-way. The Betterment Process allows the State to
defray the costs of work that is outside of a given
project’s scope of work, while giving communities
a degree of control over the streetscape of State
roads that serve as local main streets.

5.2.3 Pedestrian-Vehicle Conflicts in Context

The Village of Skaneateles has a problem that a lot
of small communities in Upstate New York would
like to have: its commercial district and open space
areas are extremely popular with visitors. But
the combination of large numbers of tourists and
seasonal residents, combined with relatively high
traffic volumes on U.S. 20, creates the potential
for conflicts between pedestrians and moving
vehicles. Besides being frustrating for all roadway
users, it can result in safety issues for pedestrians.

No design solution can eliminate the problem
of conflicts between pedestrians and vehicles

Chapter 5: Conclusion

on a busy street or highway in a setting that
attracts a lot of pedestrians. To cite an extreme
example: pedestrians and drivers are in conflict at
(seemingly) every intersection in Manhattan. In
recent years, New York City and other large cities
have implemented the kinds of design ideas that
are proposed in this document to help resolve
these conflicts. Curb extensions are part of the
New York City Department of Transportation’s
Street Design Manual. Philadelphia used raised
intersections to create a gateway to its theater
district. Raised crosswalks are used selectively
where there are very high numbers of pedestrians
in cities across the country.

Design elements cannot control behavior, but they
can make it easier for all users to use the street
in the appropriate way. It is extremely difficult to
eliminate jaywalking, but making crosswalks more
attractive, by making them the safest, shortest
points at which to cross a busy street, can help.
A small police department cannot possibly ticket
every speeding driver. But tighter lane widths and
intersections that signal to drivers to slow down
can be in place around the clock. Good design can
encourage drivers and pedestrians to use the road
responsibly.

The design concepts presented in this study would
achieve these aims without disrupting other key
functions of the roadway, such as emergency
access. At several of the key crossing points,
the most elegant and effective solution is to find
ways to reduce the amount of open roadway that
pedestrians must cross.

An unusual feature of U.S. 20 in Skaneateles is
its relatively wide lane widths. The 20-foot lane
widths found in some segments of the road can be
confusing for all users, but particularly for drivers
who are unfamiliar with the road. A very wide
lane gives even a conscientious driver the ability
to accidentally “create” a second lane where none
exists, leading to unsafe passing when the lane
narrows again. The wide lanes also mean a greater
distance for pedestrians to cross. As a result, most
of the design ideas developed through this study
focus on ways to reduce crossing distances for
pedestrians.
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5.2.4 Bicycle Facilities

This report has focused on pedestrian amenities
at selected locations but has primarily omitted a
discussion of facilities for cyclists. This in spite of
the fact that Skaneateles has several factors that
should make it a hotbed of cycling: relatively flat
topography, large numbers of summer visitors
(many of whom stay in seasonal rentals a bikeable
distance from the village center), superb scenery,
links to a route around the lake, and roadway
connections to the Charlie Major Trail, just north
of the village.

While U.S. 20 is, as noted, exceptionally wide in
some sections, it is insufficiently wide in other
sections to allow the installation of a standard-
width bike lane on both sides of the road without
the loss of either on-street parking or mature
street trees (for instance, by adding a bike path
in the space between the sidewalk edge and the
curb or roadway edge in some segments). Initial
discussions with stakeholders through the Study
Advisory Committee meetings indicated that
bike facilities were low on the list of priorities
for mobility in the village, relative to balancing
pedestrian and vehicular mobility. However,
feedback from the public towards the end of
this study process included some suggestions for
more bicycle facilities, so that is something that
the Village and the NYSDOT should continue to
consider.

Bicycle facilities were included in the Jordan Street/
Fennel Street intersection design, as noted above,
which was borrowed from the Skaneateles Multi-
Use Corridor Study previously completed by the
SMTC. The current character of Fennel Street, with
its wide right-of-way and minimal curb cuts, makes
it an ideal candidate for bicycle lanes to improve
access to the village center while keeping cyclists
off of U.S. 20.

5.2.5 Public Feedback Themes

It would be erroneous to state that the design
ideas presented herein represent the consensus
of a broad-based group of stakeholders: 28
individuals attended the virtual Q&A session and
nine individuals submitted comments in response

to the draft final report (see Appendix E). It is also
not true that these ideas represent the state of the
artin planning for pedestrians —that is to say, these
are not avant-garde ideas presented in spite of a
lack of support. Rather, these concepts represent
a set of achievable, commonsense solutions.

Each intervention recommended within the report
has evolved based on input from members of the
Study Advisory Committee (SAC) and the public.
Most stakeholders emphasized the need for
flexibility along the corridor, voicing a preference
towards restriping and temporary installations that
can be adjusted over time. Hardened streetscapes,
such as curb extensions and median islands, were
rethought as painted medians and extensions that
could be equipped with armadillos during summer
months, providing added pedestrian space and
visibility, that can be removed as a better way to
accommodate snow removal in the winter. Painted
medians and curb extensions also have potential
to be incorporated into the NYSDOT paving project.
(Although a few members of the public stated
support for more permament changes, such as
moving curbs to narrow lanes and provide wider
sidewalks, and questioned the long-term viability
and effectiveness of painted modifications.)

A few stakeholders mentioned the need for
improvements to the mid-block crossings at the
churches on both the west and east sides of the
village core. These were not within the focus
areas identified early-on by the Study Advisory
Committee. Similar to concepts presented for
other locations in the village, painted curb
extensions might be an option at those locations,
along with removing the parking spaces closest to
the crosswalks to improve sight lines. These are
ideas to continue discussing within the context of
the upcoming paving project.

One concept nearly all stakeholders supported
was the introduction of a three-color signal at the
U.S. 20/ Kane Avenue / Orchard Road intersection.
Public comments emphasized the feeling of
northbound drivers being rushed to turn during
short gaps in traffic, creating unsafe conditions
for all users at this location. As stated above, the
decision to install a three-color signal sits entirely



within NYSDOT'’s control but is within reason for
this location and should be reviewed by State
engineers further.

Multiple commentors felt that the pedestrian
push buttons at the intersections of Jordan Street
and State Street on U.S. 20 are ignored, and that
they need to be more visibly prominent so that
people will use them (rather than crossing against
the light). One commentor noted that the audible
pedestrian indications are not loud enough to be
heard over the traffic (especially when large trucks
are shifting/braking).

The idea of closing the driveway from U.S. 20 to
the municipal parking lot also received many
positive responses in the public comments that
were submitted.

Public feedback at the virtual Q&A session and
comments submitted in response to the draft
final report varied in regard to the idea of moving
the "gazebo crosswalk." Nearly all commentors
expressed an opinion on this idea, but sentiments
seemed fairly evenly split between supporting or
opposing this. Some suggested that crosswalks at
both locations are needed.

The long crossing distance at Fennell Street / Jordan
Street was also cited by numerous commentors
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as a safety concern. This location was examined
in a previous SMTC study (Skaneateles Multi-
Use Corridor Study), and the issues and potential
design ideas remain relevant.

5.3 Conclusion

Conflicts between pedestrians and drivers are
a product of the overall success of the Village of
Skaneateles as a true regional destination. The
U.S. 20 corridor, which functions as the Village’s
Main Street, must balance the needs of residents,
businesses, and visitors as well as the regional truck
traffic that frequents the corridor. Village leaders
are rightfully concerned about getting this balance
right and should work closely with NYSDOT as they
move forward with a planned paving project in the
near future. This will require local leaders coming
to a decision on which recommendations would
best suit their needs and visions for the Village
and advocating for them within the scope of the
NYSDOT project.
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