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Goals and Objectives: 
The study report sets forth a comprehensive vision for the NY 7 / NY 2 Corridor.   

 Preserve and Manage the Transportation System 
 Maintain and Improve the Quality of the Natural, Built, and Human Environments (i.e. 

Quality of Life and Community Character) 
 Recognize the Economic Development Potential and Fiscal Value of this Corridor to 

the Town 
 Plan for All Travel Modes 

Introduction: 
Land use decisions have a direct im-
pact on the operation and integrity of 
our roadways.  For the Town of Colo-
nie, land use changes and resulting 
increases in traffic volumes, have 
raised issues of traffic operations and 
safety along the NY 7 / NY 2 corri-
dor. The purpose of this study is to 
provide the framework for future land 
use, transportation and conservation 
decisions, where well managed eco-
nomic growth is balanced with the 
Town’s desire to maintain community 
character, protect natural resources 
and provide a sufficient network of 
multi-modal transportation choices. 

Long vehicular queue on Route 7 eastbound approaching Exit 6 interchange. 

Public Outreach: 
The overall approach to the study was a collaborative 
process involving stakeholders at many levels to facili-
tate effective decision-making.  The goal was to achieve 
consensus by agencies, study participants, residents and 
business interests in the area facilitated by four public 
workshops and fifteen advisory committee meetings. 

Consensus building during four public meetings and 15 advisory 
committee meetings. 
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Existing Conditions / Needs: 
Based on the evaluation of existing conditions and public comment, study area conditions and needs can be summa-
rized as follows.   
 
 There is a mix of land uses along the corridor with 

various set-backs and architectural styles.  Design 
guidelines are needed to foster the type and form of 
development desired by the community. 

 
 The corridor experiences some isolated congestion 

particularly in the vicinity of Wade Road and Exit 
6 during the typical PM peak hour.  The remainder 
of the corridor functions fairly well due in part to the 
implementation of various recommendations from the Airport Area GEIS.   

 
 Although there is a good coverage of sidewalks along both sides of 

Route 7, there are a few gaps  on the east end of the corridor.  Lim-
ited sidewalk infrastructure exists outside the corridor and in the 
vicinity of Exit 6.  While many of the traffic signals have pedes-
trian accommodations, several of the intersections do not have pe-
destrian crossings on all approaches.  Overall, pedestrian accom-
modations along Route 7 are good.  Nevertheless, there are a few 
areas that could be improved, especially at most crosswalk loca-
tions. 

 
 Bicycle accommodations are essentially non-existent, and connec-

tions to the Mohawk bike trail need to be created. 
 
 In terms of vehicle safety, the corridor experiences higher crash rates on the west end of the corridor where there 

are numerous closely spaced driveways, and between Wade Road and the Exit 6 interchange where the corridor is 
the widest and the traffic volume the highest. 

 
 Implementation of Airport Area FGEIS recommendations has made access control fairly good.  Many of the 

newer developments have shared driveways such as in the vicinity of 
Krispy Krème Donuts, Old North Wade Road, Capital Region Health 
Park, and on the west end of the corridor near British American Boule-
vard.  Access management should continue as a high priority for the corri-
dor. 

 
 The CDTA shuttle-fly is a popular demand responsive service that serves 

the west end of the corridor.  The Route 7 trunk line service (CDTA 
Route 70) serves primarily through trips with frequent stops at Latham 
Circle Mall and Latham Farms.  Bus stops within these retail centers de-
tract from the overall efficiency of the trunk service.  There is a need for 
street side bus stops with improved pedestrian linkages to the retail plazas.  

 
Overall the corridor currently rates well when viewed from various land use and transportation perspectives, although 
there is a risk of degredation from continued development without a well planned future.  The Town of Colonie’s 
Comprehensive Plan, the CDTC’s New Visions, and the Governor’s Quality Communities Initiative all call for design-
ing land development and transportation projects to support and proactively create vibrant communities.   

Typical strip mall—Latham Retail 

Example of good access management and pedestrian 
infrastructure near Wendy’s. 

CDTA Bus Route 70 
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Plan Alternatives: 
Based on community input during the first two public workshops, and the goals and objectives originally established 
for this corridor, two future land use scenarios were considered.  The first scenario simply carries the current develop-
ment patterns in the corridor forward under the framework established by the Town’s existing zoning regulations 
(Scenario 1 - trend-based future).  Under this scenario the study area could accommodate an additional 4.24 million 
square feet of development generating an estimated 8,400 additional PM peak hour trips. 
 
A second scenario was created by the committee and consultant team in response to community input and the goals 
and objectives established for the corridor (Scenario 2 - plan-based future).  Under the plan-based future, the overall 
vision for the corridor includes a mix of land uses with pleasing architectural features consisting of new development, 
redevelopment and open space, linked by attractive streetscapes and a multimodal transportation system to better serve 
residential and business needs, and enhance the quality of life in the community.  The plan-based future concentrates 
future development at nodes with pedestrian, bicycle, and transit linkages to minimize the need for personal vehicle 
trips.  The overall density is reduced under this scenario to 2.25 million additional square feet of development generat-
ing an estimated 5,300 additional PM peak hour trips. 

Recommended Action Plan: 
The recommended actions resulting from the study require several changes to current land use and transportation poli-
cies.  Specific programs and projects fall under the following four topic areas and are described in more detail on the 
following pages. 
 

 Proposed Zoning Amendments 
 Aesthetic Improvements and Illustrated Design Standards and Guidelines 
 Proactive Approach to Critical Sites 
 Recommended Transportation Actions 

Recommended Zoning Amendments 
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 Recommended Zoning Amendments 
 Area 1: establish a full mixed-use district allowing retail, office, entertainment, residential, and institutional 

uses 
 Area 2: establish a partial mixed-use district allowing office, light industrial, small service retail, hotels, and 

institutional uses. 
 Area 3: Rezone for office and residential land uses  
 Area 4: Rezoned residential transition to continue residential uses while permitting small non-residential uses  
 Area 5: Rezone to multi-family or higher density residential 
 Area 6: Low density residential requiring use of conservation subdivision design 

 

 Aesthetic Improvements and Illustrated Design Standards and Guidelines 
 Aesthetic Improvements 
 Encourage the creation of a “green roadway” through en-

hanced landscaping, roadside buffer made of trees, shrubs, 
and other vegetation. 

 Remove sign clutter, minimize parking close the road, place 
power lines and other utilities underground. 

 
 Design Guidelines 
 Illustrated design guidelines should be established for com-

mercial and mixed use zoning districts. Design standards and 
guidelines encourage or require that certain design elements 
are addressed as new development, or substantial alteration of 
existing structures, are reviewed and approved.   

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 Proactive Approach to Critical Sites 
 Approach individual property owners in priority areas 
 Encourage redevelopment of the Latham Circle Mall as a “hybrid mall” through Planned Unit Development 

(PUD) techniques. 

Off –street parking at the side 
and rear of buildings only. 

Buildings located close to the 
street with a consistent setback 
between adjoining buildings.  

Utilize cross-easements to provide 
shared access to parking when-
ever possible.  

Example of landscaping at Mobil station at Route 
7/Albany Shaker Road intersection 

6 



Implementation: 
Implementation of the corridor vision will occur in different stages and will take a commitment and coordinated effort 
on the part of various agencies and land owners in the study area.  It is expected that the Town will immediately pur-
sue an update to the zoning in the corridor and develop specific design guidelines consistent with the vision outlined in 
this report, as well as the recently adopted Town Comprehensive Plan.  The Town, with CDTC’s assistance, will ad-
vance study recommendations as a supplement to the Airport Area FGEIS Transportation Plan and costs. 

 Recommended Transportation Actions 
Beyond the expected reconstruction of Exit 6, the study demonstrated that major capacity improvements would 
not be required to support development under the plan-based future.  The basic transportation recommendations 
are to facilitate a multi-modal future and preserve and improve the capacity and safety of Route 7 through good 
arterial management including raised medians and service roads, advanced traffic signal and pedestrian crossing 
technology, and promoting compact land development that supports pedestrians, bicyclists and transit.   
 Capacity/Traffic Control Improvements 
 Need for Exit 6 improvements were reaffirmed. 
 Implement signal coordination and other ITS technologies to 

maximize efficiency. 
 Explore replacing most signalized intersections with round-

abouts on Route 7, and at other specific local intersections, 
starting with Route 7/Albany-Shaker Road. 

 Provide a left turn lane or roundabout on Wade Road for fu-
ture access to developable land on both sides. 

 Access Management 
 Pursue access management improvements as part of future 

development projects. 
 Retro-fit improvements to existing projects. 
 Limit access to right-in, right-out to/from future development in selected areas, especially between Wade Road and 

Exit 6. 
 Construct a raised median on Route 7 in select areas of the corridor. 
 Explore the feasibility of creating a local road underpass west of Exit 6 as a retrofit to the NYSDOT bridge project. 
 Establish site access between new and existing development. 
 Complete a functional service road network along the corridor. 

 Transit 
 Coordinate with CDTA to improve stop locations, shelters and pe-

destrian improvements. 
 Explore implementation of on-demand transit service on east end of 

corridor. 
 Improve mainline efficiency through site layout and pedestrian link-

ages. 
 Seek private development funding to support all actions including 

multi-modal transportation improvements such as transit shelters 
and sidewalks on or adjacent to developable property. 

 Traffic Calming / Neighborhood Improvements 
 Consider improvements included in this report as part of larger traf-

fic calming study. 
 Construct roundabouts and sidewalks in identified locations. 

 Pedestrian and Bicycle Improvements 
 Improve pedestrian accommodations – fill gaps in the existing sidewalk network and upgrade street crossings. 
 Construct sidewalk and multi-use path linkages including linkage to the Mohawk-Hudson bike-hike trail 
 Create a seamless bicycle connection throughout the corridor using service roads and path connections where service 

roads cannot be built. 

Example of high visibility street crossing 
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Conceptual two-lane roundabout at Albany-Shaker Rd 
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Section 1 – Introduction 
 
The Town of Colonie commissioned this planning study of the NY 7 / NY 2 corridor.  The study is 
intended to provide a framework within which land use development, transportation, and conservation 
decisions are made.  The purpose of the study is to help foster an orderly and attractive corridor, where 
the community’s need for well-managed economic growth is balanced with its desire to maintain the 
character of the town and protect its natural resources.  A critical component of the study involves an 
assessment of the transportation infrastructure’s ability to accommodate traffic generated by additional 
development in this area of the town.   
 
Funding for this study was provided by the Town of Colonie and the Capital District Transportation 
Committee’s (CDTC) Community and Transportation Linkage Planning Program.   The CDTC is the 
designated Metropolitan Planning Organization (MPO) responsible for carrying out federal requirements 
for cooperative transportation planning and programming for the Albany-Schenectady-Troy-Saratoga 
Springs metropolitan area.   

 
1.1 BACKGROUND 
 

The NY 7 / NY 2 corridor and the 8,500-acre area in the vicinity of the Albany International Airport are 
choice housing and business locations.  The area is close to the Northway (I-87), a heavily traveled 
interstate linking the Capital region to the Adirondack region and Montreal to the north, and New York 
City to the south.  It is also home to several highly developed retail centers, business parks, and 
neighborhoods.   
 
The Town of Colonie and Albany County jointly completed a Generic Environmental Impact Statement 
(GEIS) in 1992 to address the impact of an expected increase in airport activity and land use development 
on all major roadways serving the area, including Troy-Schenectady Road (NY 7).  The Airport Area 
GEIS noted that the NY 7 corridor, since its reconstruction in the early 1990s, would continue to be a 
significant component of the Capital District’s transportation system.  
 
Within the Town of Colonie, NY 7 serves a range of functions, from providing mobility between the 
urban centers of Troy and Schenectady, to offering accessibility to the region’s only commercial airport 
and various businesses and neighborhoods 
throughout the corridor.  The roadway also serves a 
wide variety of vehicle types and trip patterns 
including a large volume of work trips to the 
numerous suburban office parks; shopping trips to 
Latham Farms and many other shopping plazas, 
shopping districts, and free-standing stores; and 
truck trips to destinations in the corridor and to truck 
terminals located at or near the Albany International 
Airport.  Future land use decisions will directly 
affect the operation and integrity of this important 
corridor.  
 

Route 7 Traffic Growth
 Albany Shaker Road to Wade Road

(Average Daily Volumes) 
1989 to 2002 
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Automobile and truck traffic, transit use, and pedestrian activity along NY 7 have increased each year 
since the adoption of the Final Generic Environmental Impact Statement (FGEIS) in 1992.  A major 
factor contributing to this travel growth and, therefore, the need for a transportation and land use 
assessment of the NY 7 corridor, is the change in population and land use which has occurred over the 
last 14 years in the corridor, in the Town of Colonie, and in surrounding communities.  The FGEIS 
recommended more than a dozen different transportation improvements, including several arterial 
management, traffic operation, and new roadway construction options for the NY 7 corridor. 
 
High technology firms moving into the region, coupled with the continued strong demand for high quality 
housing and supporting services within the Town, have caused the Airport area to exceed FGEIS growth 
expectations.  Several new and projected developments have sparked concern about continued 
development pressure.  A number of issues have been raised with regard to the type and intensity of 
future land use and the aesthetics of development in the corridor.  In addition, there is concern for the 
increase of traffic and related transportation issues.  As a result, local elected officials, members of the 
business community, and residents of the Town have expressed concern with traffic safety and operating 
conditions along portions of the NY 7 corridor, especially in the vicinity of the Exit 6 Interchange with 
the Northway.  In addition, there has been growing concern that certain collector and local streets are 

being used as shortcuts to avoid the 
Exit 6 area, particularly during 
evening peak travel periods.  The 
residents of neighborhoods to the 
north of NY 7 have raised this as an 
important quality-of-life and safety 
issue.   In response to these 
concerns, the Town has issued a 
building moratorium within the 
study area, while this study is being 
completed.   
 

 
1.2 STUDY PURPOSE 
 

The NY 7 / NY 2 Corridor Transportation and Land Use Study builds upon the land use and 
transportation findings and recommendations developed under the Final Generic Environmental Impact 
Statement for the Albany International Airport area.  The purpose of this planning effort is to look at the 
remaining land use opportunities in the corridor, to better define arterial management actions, and to 
facilitate a public discussion that will help lead to consensus on an appropriate land use and transportation 
vision for the corridor that is sensitive to the natural, built, and human environment.  The study provides 
recommendations for comprehensive plan land use designations, zoning ordinance map and revisions, and 
transportation / land use design guidelines, each requiring further study. 

 
 
 
 

Long vehicle queue waiting for access to I-87 northbound 
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1.3 STUDY AREA 
 
As shown on Figure 1.3.1, the corridor extends about 3.7 miles from Vly Road on the west to (but 
excluding) the Latham Circle on the east.  The width of the primary corridor extends 2,000 feet on either 
side of NY 7.   
 
Figure 1.3.1 – Study Area Map 

 
The study includes regional growth outside the corridor, but focuses on undeveloped parcels and property 
within the corridor poised for redevelopment.  Particular attention is paid to the following three (3) areas:    
 

(1) the segment between Vly Road and Albany-Shaker Road   
(2) the segment between the Whitney Road/NYSUT Drive intersection and the Northway 
(3) the area east of the Northway to the Latham Traffic Circle.   

 
1.4 METHODOLOGY AND PUBLIC OUTREACH 

 
The study included the following major tasks performed by the consultant team on behalf of the advisory 
committee: 
 

> An assessment of existing conditions 
> Identification of major issues 
> Design and execution of four public workshops 
> Preparation of an integrated transportation and land use plan for the corridor 
> Review of study progress with advisory committee 
> Preparation of a report with comprehensive plan and zoning recommendations 
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DECISION 

Identified 
Problems 

Community 
Values/ Public 
Participation 

Factual 
Information 

The overall approach to the study was a collaborative process involving stakeholders at many levels to 
facilitate effective decision-making.   The goal was to achieve consensus by agencies, study participants, 
residents and business interests in the area.  The findings of this report reflect the highest level of 
consensus available among the range of views of committee members and their understanding of public 
input. 
 

STUDY APPROACH 
 
 
 
 
 
                 
             
    
             

 
Stakeholder-Driven Process 

 
 
A ten member advisory committee led the study through its closely defined scope of work guided by the 
town’s planning director, and a professional consulting team consisting of Creighton Manning 
Engineering and Saratoga Associates.  The advisory committee consisted of representatives from the 
town’s Planning and Economic Development Department and Department of Public Works, Albany 
County, CDTC, CDTA, NYSDOT Region 1, as well as representatives from the business community and 
neighborhood. 
 
The advisory committee actively involved the public throughout the study.  Meetings were announced by 
direct mailings to addresses within 500 feet of the corridor, public announcements in the newspaper, 
newspaper cover stories, web site, and use of the Verdoy Fire House variable message sign. 
 
The public outreach to date has included three workshops.  Attendees included residents, business 
interests, bicycle and pedestrian advocates, and various government and agency representatives.  At the 
first workshop held on November 17, 2004 at the Town of Colonie Operations Center, the consultant 
presented background information and outlined the overall goals of the study.  Public input was solicited 
and recorded during a breakout session led by professional planners.   
 
The second public workshop was a hands-on design charrette held at the NYSUT building on February 2, 
2005.  After a presentation of existing conditions and corridor possibilities, attendees were divided into 
four breakout groups where facilitators engaged the public in an interactive design process.   The various 
breakout groups were equipped with base maps and drawing materials, then brainstormed specific land 
use and transportation concepts for the future.  After the breakout sessions, each group facilitator 
summarized his/her group’s comments back to the entire audience.   
 
The advisory committee and the consultants reviewed the public comments and prepared a draft land use 
and transportation plan for the corridor. The plan included two alternative future land use scenarios – one 
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based on existing zoning, and the second based on public sentiment and potential zoning modifications.  
This plan was presented and feedback was sought during the third public workshop held on April 11, 
2005 at the NYSUT building.  A fourth public meeting is planned in the near future to receive comments 
on the DRAFT plan and report.   
 
Written comments were encouraged and submitted, and incorporated into the study assessment.  Each 
public comment was carefully reviewed and considered in the study process and in developing the 
Committee’s recommendations.  A detailed public comment summary in contained the Appendix.    
 

1.5 CORRELATION TO OTHER STUDIES AND POLICIES 
 
The Town of Colonie’s Comprehensive Plan, CDTC’s New Visions Plan and the Governor’s Quality 
Communities initiative all call for designing land development and transportation projects to support and 
proactively create vibrant communities. Recommendations and guidance from these and other studies 
were considered during the development of the plan, including the Delphus Kill Study, The Mohawk 
Hudson Bike Hike Trail Crossroads Connection Study, and other CDTC Linkage studies.   For example, 
the Mohawk Hudson Bike Trail study recommended that a connection be made from the Mohawk 
Hudson Bike Hike Trail to the multi-use path along Albany Shaker Road, which would complete a 
regional connection to the Albany County Ann Lee Pond Nature and Historic Preserve.  This 
recommended connection, and other study suggestions were evaluated further during this NY 7 / NY 2 
corridor-planning project. 
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Section 2 – Goals, Objectives, and Performance Measures 
 
A series of goals and objectives were developed at the outset of the study to help shape the vision for the 
corridor and form the basis for how we measure success.  These goals and objectives were formulated 
with the intention of providing a comprehensive definition for “improvement” of the corridor.  Rather 
than viewing the future of this corridor strictly in terms of vehicular transportation level-of-service 
characteristics, the study was conceived with a more holistic view of the future.   
 
This study moves beyond traditional transportation analysis, recognizing that attempts to solve traffic 
problems alone would not be successful.  While there are transportation improvement projects planned for 
the corridor over the next few years, it is unlikely that a 
major project to increase capacity will be undertaken outside 
of the NYSDOT’s planned reconstruction of Exit 6.  An 
investment to increase capacity by widening NY 7 / NY 2 
would be a costly endeavor, and as the graphic at right 
indicates, widening the road (as a single solution) would not 
improve congestion issues in the long-term.  Research has 
shown that increased roadway capacity is part of a cycle that 
leads to changes in land use, increased traffic volumes and 
deteriorated traffic flow, which in turn leads to the need for 
additional roadway improvements. 
 
As a result, the study focuses on both transportation and land 
use actions.  The study assesses the impact of various types 
of land uses on the transportation infrastructure. Currently, 
multiple parcels of land in the corridor are poised for 
development or redevelopment.  In addition to the type of 
land use, the form of development can have a significant 
impact on the function of the corridor.  Design can impact 
driving habits and ultimately traffic generation.  
 
The goals and objectives for this study reflect a comprehensive vision for this corridor – one that includes 
maintenance of the transportation system, enhancement of the natural environment and resident quality of 
life, continued recognition of the economic value of this corridor, and a greater variety of transportation 
options for those who live in, work in, visit, or pass through the corridor.  The goals and objectives are as 
follows:     

 
2.1 PRESERVE AND MANAGE THE TRANSPORTATION SYSTEM, BY 

 
> Linking transportation improvements to land use decisions 
> Developing a corridor-wide access management plan 
> Identifying traffic conflict points and enhancing the safety and function of the roadway 
> Advancing Transportation Demand Management (TDM) programs consistent with 

regional and GEIS recommendations. 
 

Source: “How to…Link Land Use and
Transportation Planning” (2003), Strafford
Regional Planning Commission, Dover, New
Hampshire 
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2.2 MAINTAIN AND IMPROVE THE QUALITY OF LIFE AND COMMUNITY 

CHARACTER BY PROTECTING, RESPECTING AND ENHANCING THE 

NATURAL, BUILT AND HUMAN ENVIRONMENTS  
 

> Facilitating traffic flow during most times of the day 
> Promoting more compact development 
> Creating design standards for the corridor 
> Protecting the natural environment as development occurs 

 
 

2.3 RECOGNIZE THE ECONOMIC DEVELOPMENT POTENTIAL AND FISCAL 

VALUE OF THIS CORRIDOR TO THE TOWN, BY 
 

> Developing a shared vision for this corridor; and clear, 
descriptive implementing regulations to support this vision 

> Encouraging and continuing public/private partnerships 
 
 
 

2.4 PLAN FOR ALL TRAVEL MODES, BY 
 

> Integrating transit with new and existing development 
> Requiring street improvements and development projects 

to support all modes of travel including transit, walking 
and cycling 

> Improving pedestrian and bicycle safety and accessibility 
within the corridor with the addition of facilities such as 
crosswalks, mid-block crossings, sidewalks, landscaped 
medians, and well-marked bike lanes and advanced traffic 
signal technologies. 

 
Complementing each of the forgoing goals is a set of performance measures and objectives which are 
used to determine the ability of alternative plan proposals to meet the agreed-upon study goals.   It is 
important to recognize that not every traffic management and land use action recommended for 
implementation in this study satisfies every performance objective.  In the analysis of transportation and 
land use conditions, an attempt was made to formulate a plan which would meet as many of the 
performance objectives as possible.  
 

Compact Retail Area

Compact Residential Area 

CDTA Bus Route 70
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 Table 2.4.1 – Performance Characteristics and Measures 
 

Goals Performance 
Characteristics 

Performance Measures Performance Objective 

Preserve and Manage the Transportation System 
Mainline volume to capacity 
ratio (V/C) 

Mainline volume is less than 
practical capacity (level of 
service D/E) 

Limit traffic congestion to peak period 

Intersection level of service Intersection level of service is 
E or better, that is, less than 80 
seconds average delay per 
vehicle 

Provide good access management Level of conflict index 
(driveway frequency)  
 

Level of Compatibility  “C” or 
better (noticeable, but 
tolerable access related traffic) 

Encourage a mix of development with low vehicle trip 
generation during both peak and off-peak periods of the 
day 
 

Pm peak and daily vehicle trips Manage growth in the corridor 
to minimize vehicle trips as 
compared to the trend-based 
future.   

Maintain and Improve the Quality of the Natural, Built and Human Environments (i.e. Quality of Life and Community 
Character) 
Keep traffic out of residential neighborhoods Percent of short-cut traffic Thru traffic on major local 

streets should be small, 
roughly no more than 20 
percent.  Traffic on  other 
local streets should be limited 
to nearby residents 

Promote compact urban form and density.  Encourage a 
mix of development types integrated to encourage 
walking and shared parking, and minimize the use of 
personal vehicles.  
Discourage auto-oriented developments such as drive-thru 
restaurants and large format retail with expansive parking 
areas 
Develop nodes that facilitate transit and walking with 
destinations that are centralized and connected. 

 
 
 
Amount, location and type of 
land use. 

 
 
Proximity/clustering of 
compatible and 
complementary uses - 
qualitative assessment 

Develop Route 7 as an attractive corridor with 
architecturally pleasing design features 

Quality of building design, site 
design, transportation design,  
and streetscaping features 

Provide design guidelines for 
new development 

Recognize the Economic Development Potential and Fiscal Value of this Corridor to the Town 
Maintain and enhance the economic vitality of the 
corridor.  Create desirable destinations 

Strong market for desired uses. Assessed value of new 
development in the corridor 

Plan for All Travel Modes 
Extent, location and condition of 
continuous sidewalks 

Sidewalks along Route 7 and 
other arterials 

Pedestrian crossing quality at 
intersections (Pedestrian 
accommodation index) 

All intersection approaches 
with high quality pedestrian 
crossing.   

Provide good quality pedestrian and bicycle access in the 
corridor 

Bicycle accommodations Bicycle LOS D or better  
Extent and quality of service Maximize access to shuttle fly 

type service 
Provide good quality transit service and ensure transit 
access 

Extent of  pedestrian 
connections to mainline stops 

Ability to serve mainline fixed 
route service 
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Section 3 – Existing Conditions 
 
The NY 7 / NY 2 corridor is currently a mix of large-scale retail development, office complexes, small 
shopping plazas and individual businesses, residential neighborhoods, and residential areas transitioning 
to commercial enterprises.  Although sidewalks are present for the majority of the corridor, it remains 
unfriendly to pedestrians due to the spread out pattern of development, and the width of the highway 
itself.  There are numerous driveways along the corridor, and unlimited left turn access to and from 
properties on either side of the road, a characteristic of current roadway design.  Much of the historical 
tree canopy has been lost to utility work and highway improvement leaving corridor aesthetics lacking.  
Still, large areas of undeveloped land remain available for commercial and residential development.   

 
3.1 MARKET PRESSURES 

 
Population Increases 
Population growth, is one of the most important market pressure 
facing the Route 7 / Route 2 corridor – as well as the entire town. 
As the chart below indicates, the Town of Colonie grew faster 
than all of Albany County during the last decade of the 20th 
century. The Capital District Regional Planning Commission 
estimates that trend has continued through 2002. At the same time, 
the population in the city of Albany continues to decline.  
 
Attractive Housing Opportunities 
Low mortgage interest rates have fueled homebuilding and land 
purchase activity across the state. The pressure is particularly 
acute in the Capital Region where unemployment is lower than in 
other parts of New York. In March 2005, the state Department of 
Labor reported that the Capital Region’s unemployment rate was 4.2 percent. Albany County, in 
particular, fared even better with a 3.8 percent unemployment rate. This compares very favorably with 
New York State, which overall had a 4.9 percent unemployment rate.  
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The previous two charts illustrate the housing market pressures on the project study area and immediately 
surrounding region. The Capital District Planning Commission compiled housing sale price data for an 
area defined as the Town of Colonie, west of the Northway & the Village of Colonie. The numbers show 
a 28 percent jump in the average home sales in the six years from 1998 to 2003. (All sale prices have been 
adjusted to 2003 constant dollars.) At the same time, the average time it takes to sell a home has dropped 
63 percent from 97 to 36 days.   
 
Development Patterns 
Inefficient growth patterns 
exacerbate the housing 
pressure in Colonie. One 
interesting indicator is the 
predominant kind of 
residential unit constructed. 
In Colonie, as elsewhere in 
the state, most of the units 
are in single-family homes.  
This remains true despite 
decreasing household sizes 
and an aging population. 
Single-family homes place a 
larger strain on schools and transportation. According to findings by the Urban Land Institute, single-
family housing typically generates an average of ten auto trips per weekday, while multi-family units are 
likely to generate between seven and four depending on the number of units. The following chart shows 
that this discrepancy was particularly acute in Colonie during the first four years of this decade.  In 2000, 
2001 and 2002 no building permits were issued for anything other than single-family homes. In 2003, one 
two-family home received a building permit.  This finally changed in 2004 when 154 multi-family units 
in 12 buildings received building permits.  
 
Another likely market pressure is the growing interest in homes to the north, especially around Saratoga 
Springs. Most urban areas, with one major center, grow outward as homeowners seek less expensive 
accommodations. However, to the north of Albany sits the resort/bedroom community of Saratoga 
Springs. People wanting to live in that community now find themselves priced out. Some head north, but 
others head south. Colonie and other nearby communities are pinched between one wave of sprawl 
centered in Albany and the other centered in Saratoga Springs.  
 
Strong Job Growth 
The strong job market and the continued growth of housing in the suburbs around Albany contribute to 
strong interest by retailers. The Route 7 / Route 2 corridor is particularly attractive because of its location 
along the Northway and easy access to hundreds of thousands of customers.  
 
The Northway also makes the project area attractive for manufacturing and warehouse distribution, 
industries that rely on trucking for components and product distribution.  I-87 provides fairly easy access 
to New York City, Boston and Montreal, as well as the local Albany market. Altogether, 35 of the 

Building Permits Issued by Housing Type, 1994 to 2004

0

50

100

150

200

250

300

1994 1995 1996 1997 1998 1999 2000 2001 2002 2003 2004

U
ni

ts

Single Families
Multi Family



 
 

     
NY 7 / NY 2 Corridor Transportation and Land Use Study   December 2005 
Section 3 – Existing Conditions                                                                      Page 3                              

nation’s top 100 retail markets are within a night’s drive of the Capital Region.  In spite of these corridor 
attributes, industrial and warehouse development in the corridor has been slow to this point.  
 
Currently, the Capital region, in general, has a high vacancy rate for office properties. However, much of 
this oversupply is in older buildings in the cities and downtown areas of Albany and Schenectady. The 
“bright spot” for office developers seems to be the airport area and southern Saratoga County. Part of this 
optimism – and thus pressure on the Route 7 / Route 2 corridor – can be attributed to the efforts to 
rebrand the Capital Region as Tech Valley. The Software Alliance for the Center for Economic Growth 
counts over 130 software and other high-technology companies in the Capital region. The project area’s 
relative proximity to the Luther Forest Technology Park could make it attractive to spin-off and support 
organizations needing office space. Small Times magazine rated New York State as the fourth most 
attractive for small technology development.  
 
Continued Airport Area Growth 
Another indication of the market conditions in the corridor is the development that has occurred in the 
FGEIS area over the last 14 years.  As already noted, the Town of Colonie and Albany County jointly 
completed a Generic Environmental Impact Statement (GEIS) in 1992 to address the impact of an 
expected increase in airport activity and land use development on all major roadways serving the area, 
including Troy-Schenectady Road (NY 7).  The following table compares this development to the 
forecasts contained in the original Airport Area FGEIS.  
 
Table 3.1.1 – Airport Area FGEIS Growth Comparison 

Actual 1990 to 2004 Built or Under Construction Land Use/Travel FGEIS Adjusted 
(Planned) 

2010 Growth 
Scenario 

 
Overall GEIS area 

 
Route 7 Corridor 

Land Use 
   Residential 
   Office 
   Retail/Service 
   Industrial 
   Institutional 
   Airport Expansion 
   Airport Enplanements 
 
Total 
 

                 
                 800 units 
       2,500,000 SF 
          365,000 SF 
          915,000 SF 
                   --- 
          260,000 SF  
(1.8 M Passengers) 
        
       4,040,000 SF 

                 
                 303 units 
       2,834,311 SF 
       1,150,423 SF 
          434,817 SF 
          376,178 SF 
          260,000 SF  
(1.5 M Passengers) 
 
       5,061,729 SF 

 
24 units 

       1,013,339 SF 
          411,183 SF 
          148,720 SF 
              6,617 SF 
                   --- 
                   ---    
 

1,579,859 SF 

Vehicle Travel  
   New PM Peak Trips 

 
            11,500 vph 

               
9,112 vph 

 
3,026 vph 

 
This table shows that development in the Airport area has remained strong over the last 14 years.  While 
office use slightly exceeded FGEIS planning forecasts, demand for retail was considerable, particularly 
with respect to smaller retail and service types. Industrial and housing lagged behind forecast growth.  
Airport enplanements are on target to reach design level forecasts of 1.8 million passengers by 2010, if 
not before. 
 
Roughly one-third of the FGEIS forecast development is located in the Route 7 corridor.  Like the entire 
FGEIS study area, commercial development has been strong, especially in the vicinity of Albany-Shaker 
Road and Exit 6.  Housing and industrial development experienced the smallest (and slowest) gains and 
has been less than expected. 
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Traffic growth has been consistent with FGEIS forecasts.  Traffic, as measured by trip generation, will 
slightly exceed its FGEIS planning forecast if development continues as it has in both the overall FGEIS 
area and in the Route 7 corridor. 
 
Land Value 
According to a recent survey by Pyramid Brokerage Services, a real estate company, retail space was still 
the most valuable type of commercial development – indicating a strong likelihood that commercial 
landowners and developers will favor retail development proposals.  The following table shows a range of 
per-acre prices for various land uses in the Capital District.  

 

Table 3.1.2 – Capital District Land Value 
Price for Land in Capital District 

Source: Pyramid Brokerage 

Price Range (per-acre) 
Land Use 

Low High 

Office in CBD  75,000 90,000 
Land In Office Parks 90,000 125,000 
Land In Industrial Parks 30,000 60,000 
Office/Industrial Land—Non Park 50,000 125,000 
Retail/Commercial Land 125,000 875,000 
Residential 10,000 32,000 

 
In 2000, Albany International Airport completed a multi-million dollar renovation. It included a new 
230,000 square foot terminal, parking garage, air traffic tower and cargo facility.  Naturally this could 
drive demand for travel related services such as hotels. It could also draw corporate offices where 
executives need access to air travel. (Smaller airports such as Albany are often more attractive than larger 
ones because they are more convenient.) In addition, manufacturers of certain goods need access to air 
travel for their executives and for product distribution. As the following table shows, airport 
enplanements are increasing steadily and are moving toward forecast levels of 1.8 million total 
enplanements per year.    

Table 3.1.3 – Albany International Airport Usage 
Albany International Airport Usage 

(Source: Albany International Airport  
Financial Report, March 2005) 

Year Enplanements 

2002 1,476,988 
2003 1,435,848 
2004 1,556,796 
2005 (estimated) 1,550,000 

 

Taken together, this kind of information could chart an important direction. Communities, such as 
Colonie, should plan to take advantage of the location of neighborhoods, such as the Route 7 / Route 2 
corridor, and work to attract the high-quality jobs that could come through growth in the technology 
sector. Quality of life is important to these workers and organizations. Walkable streets and sidewalks, the 
ability to bike to work and stores as well as recreational trails are all important attributes to the young 
workers and families attracted by high technology companies.   
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3.2 LAND USE 
 

A typical mix of land uses has developed within the Route 7 corridor over the years.  Most of the 
commercial use takes place around the Exit 6 interchange at the eastern end of the study area and in the 
vicinity of the Route 7/Albany Shaker Road intersection at the western end. The rest of the commercial 
uses are spread out along the corridor.    
 
The form of the commercial/retail development varies along the corridor.  There are several typical 
suburban strip-mall type developments with large parking areas in front of single-story retail structures 
(such as Latham Retail, Latham Farms, and Peter Harris Plaza).  Also, there are a few single parcel small 
scale retail developments 
scattered along the corridor with 
individual points of access.  These 
forms of development are 
typically auto oriented lacking 
architectural continuity with 
unappealing aesthetic results.    

 
The area in the vicinity of British American Boulevard 
however, has several multi-story mixed-use commercial 
buildings with an overall consistent and pleasing appearance, 
with shared access and shared parking.   There has also been 
an effort on the part of the NYSDOT and the Town to 
consolidate and share access between small scale 
developments where possible.  Successful examples of this 
access management are the Applebees and Krispy Crème 

parcels which share access and are also 
connected to the Route 7 traffic signal via 
Sunset Drive.  Also, access management 
techniques have been implemented in the 
vicinity of Wade Road in front of the Capital 
Region Health Park, and around old North 
Wade Road. 
  
The bulk of the Residential uses are off the 
main corridor. Farm to market style roads link these developments with Route 7. Concerns related to cut-
through traffic and speeding within primarily residential areas in the study area and beyond are common.  
 
The various land use classifications (based on assessment data) are summarized on the following map and 
table.  The table indicates that the three largest categories of use are Commercial, Residential and Vacant. 
Vacant parcels are located throughout the project area. One area, just north of the end of the airport’s 
North/South runway, has been kept vacant by acquisition because it sits in the airport’s primary flight 
path.   

Latham Retail example of typical strip mall 

Example of good access management 
near Wendy’s restaurant 

Capital Region Health Park – Example of shared access serving 
Jiffy Lube/Hoffmans’s carwash and autobody shop 
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Table 3.2.1 – Land Use Distribution 
Land Use Distribution 

Land Use Acreage Percent 

Agricultural 60.69 3.7 
Commercial 485.02 29.4 
Community Services 45.69 2.8 
Industrial 46.84 2.8 
Public Services 34.79 2.1 
Recreation & Entertainment 55.21 3.3 
Residential 472.58 28.6 
Vacant  448.81 27.2 
Total 1,649.63 100.0 

Note: The total acreage count in the project area differs between the Existing 
Zoning and the Land Use maps because the zoning tally includes roads and 
other rights-of-way. Land use is derived from tax parcels and does not include 
these public ways. 

 
The next highest use category in the corridor is Agricultural. Limited agricultural activity, associated with 
a local nursery and plant sale operation, actually occurs on these largely vacant lands.  The other 
categories, in declining order of use, are: Recreation and Entertainment, Community Services, Industrial 
and Public Services.  
 

3.3 EXISTING ZONING 
 

The map on the following page shows the current zoning in the project area.  Most of the area that is 
zoned business, including all of the land immediately fronting the highway, is zoned into one of three 
business districts (Business E, E-1 and Commercial H). Area and bulk requirements in the Business E 
zones are largely the same. The Commercial H zone sits on the southern side of the project area and is 
designed to facilitate airport-related operations and retail. Among other uses, it also allows for 
manufacturing. 
 
Various residential districts are present in the project area (Residential A-1, A-2, A-3, B-2, B-3). The 
Residential A zones allow only single family homes. The B zones permit multi-family dwellings and 
manufactured mobile home parks. 
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Table 3.2.1 – Land Use Distribution 
Existing Zoning 

Zoning Acreage Percent 

Business E 323.89 17.8 

Business E-1 420.12 23.1 

Business E-2 38.79 2.1 

Commercial H 386.11 21.3 

Industrial F 1.27 0.1 

Land Conservation 0.66 0.0 

Residential A-1 38.92 2.1 

Residential A-2 529.14 29.2 

Residential A-3 35.83 2.0 

Residential B-2 33.08 1.8 

Residential B-3 6.94 0.4 

Undeveloped 0.36 0.0 

Total 1,815.12 100.0 
Note: The total acreage in the project area differs between the Existing 
Zoning and the Land Use maps because the zoning includes roads and 
other rights-of-way. Land use derived just from tax parcels and does not 
include these public ways.  

 
The Town’s zoning also includes two Airport Noise Impact Overlay Districts. The boundaries of the 
Airport Noise Overlay Districts are the boundaries of the Year 2000 65-70 DNL and 70+ DNL noise 
impact areas, as delineated in the Albany County Airport F.A.R. Part 150 Noise Compatibility Study 
Record of Approval.  The purpose of these overlay districts is to protect the public from conflicts arising 
due to incompatible land uses being developed adjacent to the Albany International Airport.  Within the 
overlay districts, certain uses that are otherwise permitted in the underlying zoning district are subject to 
special conditions and restrictions.  The overlay districts, and the airport’s efforts to acquire property in 
this area in order to prevent obstructions and uses of land that are inconsistent with airport activities, have 
and will continue to limit development between Route 7 and the Mohawk River immediately north of the 
airport’s north-south runway.   
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3.4 HISTORICAL AND RECREATIONAL 
 

There are a few indoor and outdoor recreational features within 
the corridor, as well as a historic building near the north end of 
the Albany International Airport north-south runway, 
immediately west of Old Niskayuna Road.  The Mill Road golf 
course is an attractive par 3 course situated in the central portion 
of the corridor and a valuable local form of recreation for area 
residents. The soccer facility off NYSUT drive offers various 

indoor recreational 
activities.  There is 
also a popular 
bowling alley on the west end of the corridor, and one of the 
most attractive recreational features is the Mohawk Hudson 
bike trail which parallels the Mohawk River providing 
opportunities for walking, bicycling, jogging, sight seeing, 
etc.      
 
 

3.5 ENVIRONMENTAL FEATURES 
 

The following map illustrates portions of the project area containing steep slopes, floodplains, wetlands 
and waterways. These natural resources can be important natural amenities that, if protected, can add 
value to a community. At the same time, development in or around them can prove to be more expensive, 
limited by regulation or limited by natural constraints to development.  
 
Waterways 
Shaker Creek is the major waterway in the study area, although a number of other streams traverse the 
area. Whether via the Shaker Creek or directly, all are linked to the Mohawk River – the largest water 
resource in the immediate vicinity.  The Town of Colonie designates the Mohawk River and several of its 
tributaries, including Shaker Creek, as protected watercourses. 
 
Floodplains 
Most floodplains are found in low areas adjacent to rivers, creeks, lakes and oceans and are prone to 
periodic flooding. This natural process restores soil fertility, recharges groundwater supplies and creates 
unique and recognizable floodplains.  
 
The Federal Emergency Management Agency (FEMA) has designated 100-year flood zones. This 
designation does not mean that flooding will occur only once a century. Instead it means that, in any 
given year, there is a one-in-one hundred chance of flooding. Flooding often occurs more or less often 
depending on weather conditions and upstream development changes to the river and along its banks. 
 
The only 100-year flood zone mapped by FEMA is along Shaker Creek. The flood zone follows the 
stream fairly tightly – by and large only affecting parcels directly streamside.  

Historic building - former Watervliet 
Town Hall 

Cyclist on Mohawk Hudson bike hike trail
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Wetlands 
Wetlands are among the most productive ecosystems in the world. These water-laden lowlands are a 
breeding ground for vegetation, fish and wildlife. They also provide invaluable services to people in the 
form of water-cleaning filtration and flood control.  Wetlands are regulated by both the NYSDEC and the 
United States Army Corps of Engineers (USACOE). 
 
The only NYS regulated wetlands in the project area jut in from the southern boundary and run 
streamside to just shy of Route 7.  Federally regulated wetlands may also exist, but are not mapped.  
Identification and delineation occurs on a site-by-site basis during preparation for development of a site. 
 
Steep Slopes 
The high costs associated with building on steep slopes make them undesirable for development. The 
areas are prone to erosion and instability. Many places limit development on steep slopes for safety 
reasons or to protect the area as a natural amenity. Most of the steep slopes (greater than 15 percent grade) 
in the study area are associated with waterways running off the Mohawk River north of Route 7. Other 
steep slopes can be found along and just south of River Road near the water treatment plant; east of Wade 
Road; and in the residential area west of Herbert Drive. 

 
3.6 TRANSPORTATION 

 
Introduction 
  
Route 7 is owned by the State of New York and maintained by the New York State Department of 
Transportation (NYSDOT).  As a principal arterial within New York’s roadway classification system, 
Route 7 serves a range of functions, from providing mobility between Schenectady and Troy, to offering 
access to business and residences through the corridor.  Providing regional access to the Albany 
International Airport is also an important service function of Route 7.  Providing the proper balance 
between the access and mobility over the long term is one of the goals of this study.   
 
The route is characterized by multiple driveways and signalized intersections, few secondary streets, and 
limited connectivity between commercial areas.  Nevertheless, some of the more recent commercial retail 
development in the vicinity of Wade Road, and office development east of Albany Shaker Road provide 
more desirable shared access and interconnections between parcels.  There are 12 signalized intersections 
with eleven of them functioning under full three color operation.  The remaining traffic signal rests on 
green (Verdoy firehouse signal).  Average signal spacing is on the order of 2000 feet per signal, with 
closer spacings in the vicinity of Exit 6 and on the west end of the corridor.  Signal spacing is an 
important consideration that affects both traffic progression and safety.  Studies have shown that arterials 
with closely spaced traffic signals and numerous uncontrolled driveways have higher crash rates, longer 
delays, increased fuel consumption and excessive vehicular emissions.1  On the other hand, closely 
spaced traffic signals provide opportunities for more frequent and safe pedestrian crossings.  Minimum 
recommended spacing depends on operating speed and the characteristics of the roadway.  For example, 
on a 40 mph facility, 630 feet unsignalized intersection spacing maximizes side road capacity, minimizes 
collision potential and separates driveway influence areas.2  Linkages outside the corridor make it 
                                                      
1 Access Management Manual, Transportation Research Board, Washington, DC, 2003, pg. 144 
2 Access Management Manual, Transportation Research Board, Washington, DC, 2003, Tables 9-7, 9-8, and 9-9. 
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possible to connect land uses and channelize traffic to controlled intersections are reasonable distances.  
The three signalized intersections on the west end of the corridor are part of a coordinated traffic signal 
system.  This includes the intersections of Route 7 with Vly Road, British American Boulevard, and 
Albany Shaker Road.  Similarly, the two signals controlling the Exit 6 ramps, plus the Utica Drive signal 
at Latham Farms are also coordinated.  The remaining traffic signals operate independently.   
 
In addition to the 12 traffic signals, there are numerous unsignalized intersections and driveways.  Too 
many driveways can compromise the mobility and safety function of Route 7, as traffic enters and exits 
the Route 7 flow, and vehicles change speed to complete various turning movements along the corridor.  
Good arterial management calls for properly spaced driveways, a safe pedestrian system with ample 
crossing opportunities, and an efficient site layout to channelize traffic flow.  
 
Existing Highway Section  
 
The terrain is generally level along Route 7.  Route 7 is a five-lane arterial with a typical curb to curb 
width of 64 feet.  The roadway provides two through lanes in each direction with a two-way continuous 
left turn lane.  Between Wade Road and the Exit 6 interchange, the traveled way width increases to 
accommodate multiple auxiliary lanes.  The width of the right-of-way in the corridor is relatively 
constrained for its function and adjacent uses.  This limits capacity expansion and alternatives for 
improving the multi-modal utility of the street.  The following diagram illustrates the roadway’s typical 
lane configuration. 
 
Figure 3.6.1 - Route 7 Existing Typical Section 

 
 
Travel Speeds and Delays 
  
The existing speed limit along Route 7 varies.  The majority of the corridor west of Wade Road is posted 
at 45 miles per hour for travel in both directions.  East of Wade Road, the speed limit is 40 MPH through 
the Exit 6 interchange and to the Latham circle.  These relatively high speeds combined with the multiple 
travel lanes and overall width of Route 7 cited above, make the crossing environment uncomfortable for 
pedestrians. 
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End to end travel for the corridor between Vly Road and the Exit 6 varies depending on direction of travel 
and time of day.  Worst case eastbound travel times occur during the PM commuter time period when it 
takes approximately nine (9) minutes to traverse the corridor with overall operating speeds on the order of 
22 miles per hour (including stopped delay).  During this same PM peak time period, westbound travel 
times average approximately six (6) minutes and motorists average 32 miles per hour.  During off-peak 
periods, travel times are typically five to six minutes in both directions with overall travel speeds 
(including stopped delay) averaging approximately 30 to 35 miles per hour.  These travel times are fairly 
good for a high volume arterial such as Route 7.   
 
The following diagram shows the average operating speed along Route 7 (including stopped delay) 
between the major signalized intersections.  This diagram shows that traffic moves well in both directions 
between Albany Shaker Road and NYSUT drive.   Travel speeds are slower on the west end of the 
corridor between Vly Road and Albany Shaker Road, and again on the east end of the corridor at the Exit 
6 interchange.  It is the closely spaced traffic signals, driveways and high turning volumes in these areas 
that contribute to the slower traffic operations and longer delays.   
 
Figure 3.6.2 - Route 7 Overall Operating Speeds 
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Existing Traffic Volumes and Truck Traffic 
 
On a daily basis, the NY 7/ NY 2 corridor accommodates fairly high traffic volumes consistent with other 
major arterials in the Capital region.  Daily traffic volumes range from 21,900 vehicles per day (VPD) on 
the segment of Route 2 east of Exit 6, to 44,300 VPD on the segment of Route 7 immediately west of Exit 
6.  From Wade Road to Vly Road, daily volumes are more consistent, and are on the order of 32,000 to 
33,000 VPD.    

 
> Route 7 ranges from 32,300 to 44,300 vpd. 
> Route 5 ranges from 23,700 to 41,500 vpd near the Colonie Center and the Northway Mall. 
> Route 9 ranges from 18,600 to 32,100 from Latham to the Saratoga County line. 
> Wolf Road ranges from 25,600 to 29,000 vpd 

 
In terms of hourly variations, the Route 7 corridor has two distinct peak periods coinciding with the 
morning and afternoon commuting hours.  During these times, the highest volume segments of the 
corridor accommodate approximately 4,000 vehicles per hour total in both directions.  Figure 3.6.3 shows 
the typical hourly variations and peaking characteristics of various segments along Route 7.  
  
Directional flows are oriented predominantly toward British American Boulevard and Albany Shaker 
Road during the morning peak hour and from these areas during the evening peak hour.  It is the office 
buildings in this area, and the international airport that serve as primary destinations within the corridor. 
 
There is a steady mix of heavy vehicles along the corridor destined to nearby airport and business land 
uses.  Heavy vehicle traffic varies by location and time of day and generally averages two percent of the 
total Route 7 traffic volume.  Left turns onto Wade Road are higher – four percent in the morning and six 
percent in the evening.  Trucks on Wade Road average about two percent in the afternoon, while the 
morning proportion is much higher at 11 percent with most oriented to the Northway. 
 
The following table summarizes the various traffic volume characteristics of the NY 7/ NY 2 corridor.  
  
Table 3.6.1 – NY 7 / NY 2 Traffic Volume Characteristics 

 
Roadway Segment 

 
ADT 

PM Peak Hour 
Volume 

Peak Directional 
Volume 

Route 7 
Vly Rd to Albany Shaker Rd 
Albany Shaker Rd to Mill Rd 

Mill Rd to Wade Rd 
Wade Rd to I-87-SB 

I-87 SB to I-87 NB 
Route 2 

I-87 NB to Route 9 

 
32,200 
32,200 
33,300 
44,300 
32,700 

 
21,900 

 
3,334 
3,213 
2,853 
3,665 
3,110 

 
2,760 

 
 1,827 WB 
1,681 EB 

 1,452 WB 
2,094 EB 
1,980 EB 

 
1,450 EB 

 
Base year turning movement traffic flows were established from available historical count information 
and recent short-term counts conducted specifically for this study.  The resulting 2005 existing PM peak 
hour turning movements are summarized on the following diagram.  The Exit 6 interchange is not 
included on the diagrams because it is currently being studied by the NYSDOT.  
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Figure 3.6.4 - Existing PM Peak Hour Traffic Volumes 

 
Capacity and Level of Service 
 
Given the dominant role of the automobile, maintaining traffic flow and limiting congestion are primary 
transportation issues facing the town.  Traffic congestion is inconvenient and translates into reduced 
quality of life, increased fuel consumption, diminished air quality, and the potential for increased crashes.  
Traffic congestion also puts pressure on adjacent residential streets as they often absorb through traffic as 
motorists seek alternative routes to avoid the arterial.    
 
Intersection operation is characterized by level of service (LOS), which is a measure of the quality of 
traffic flow. Capacity on the other hand, is a measure of the quantity of traffic flow.  Both capacity and 
level-of-service are useful measures to understand the prevailing traffic operations along Route 7.    
 
The Highway Capacity Manual defines intersection LOS in terms of average delay per vehicle and 
quantifies LOS results with grades A through F.  LOS A operation has low control delay (less than ten 
seconds per vehicle at signalized intersections) and a LOS F operation has relatively high control delay 
(greater than 80 seconds per vehicle at signalized intersections).  Intersection delay is based upon several 
factors including approach volume, intersection geometry, traffic control, heavy vehicle percentage, 
number of pedestrians, and several other factors. 
  
In addition to intersection analysis, capacity threshold analysis was also performed for mid-block 
segments on the network.  Capacity threshold analysis was designed to estimate reserve capacity of the 
highway system for mid-block locations.  This main line analysis looks at the physical ability of each 
road to carry existing traffic volumes without any improvements to the highway system.  Comparing mid-
block volumes to theoretical capacities leads to the identification of deficiencies.  Analysis was conducted 
using guidelines adopted by CDTC for maximum acceptable volumes.  For example, a five-lane roadway 
with a two-way continuous left turn lane like Route 7 can accommodate a practical capacity of 2,800 
vehicles per hour in each direction, assuming well spaced driveways and properly timed traffic signals. 
    
The study area intersections and roadway segments were analyzed to determine existing operational 
conditions.  The interchange ramps were not studied because they are being evaluated in detail as part of 
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the NYSDOT Exit 6 bridge design project.  The results of the analysis show that the system currently 
operates fairly well.  All key signalized intersections operate at LOS D or better, with the exception of the 
Route 7/Wade Road intersection which operates at borderline LOS E/F conditions.  The longer delays at 
this intersection are generally a function of the high traffic volumes, queuing, long signal cycle length and 
signal timing.  There is also an imbalance in the eastbound lane utilization. It is the motorists destined to 
I-87 northbound queuing in the inside through lane that cause the lane use imbalance.  This eastbound 
queuing from the Exit 6 interchange extends back through the Wade Road intersection, particularly 
during the peak 15-minute period within the PM peak hour 
causing additional delay at the Wade Road intersection. In 
addition, queuing on the southbound Wade Road Extension 
approach extends to the Capital Region Health Park 
driveway interfering with the operation of this nearby 
driveway.  With the reconstruction of the Exit 6 interchange, 
capacity improvements will be implemented, which should 
minimize the queue spill-back and improve overall traffic 
operations at Wade Road and between Wade Road and the 
interchange.   
 
Figure 3.6.5 - Existing Intersection Levels of Service  
 

 
 
Roadway segment analysis indicates that there is some reserve capacity in the corridor.  In general, Route 
7 accommodates 50 to 70 percent of its practical capacity, with the exception of the segment approaching 
the Exit 6 interchange, which operates closer to 75 percent of practical capacity, and the interchange 
itself, which is controlled by the capacity of the intersections.   
 
Table 3.6.2 – NY 7 / NY 2 Segment Capacity 

 
Roadway Segment 

PM Peak Hour 
Volume 

High Directional 
Volume 

Practical 
Capacity 

V/C 

Route 7 
Vly Rd to Albany Shaker Rd 
Albany Shaker Rd to Mill Rd 

Mill Rd to Wade Rd 
Wade Rd to I-87-SB 

I-87 SB to I-87 NB 
Route 2 

I-87 NB to Route 9 

 
3,334 
3,213 
2,853 
3,665 
3,110 

 
2,760 

 
1,827 WB 
1,681 EB 

 1,452 WB 
2,094 EB 
1,980 EB 

 
1,450 EB 

 

 
2800 
2800 
2800 
2800 
2000 

 
2800 

 
0.65 
0.60 
0.52 
0.75 
0.99 

 
0.52 

V/C = Volume to Capacity ratio 

Long queue for I-87 northbound backing 
into the Route 7 / Wade Road 
intersection 
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Land Use/Traffic Conflict 
 
The roadway network of a community is defined in terms of a street hierarchy. This hierarchy describes 
the principal use and/or intended function of each road.  Under the functional classification system, 
arterial streets primarily serve the through movement of traffic between communities.  Local streets 
provide access to abutting land, such as in residential neighborhoods.  Collector streets funnel traffic 
between the two, and usually serve a secondary land access function. When a street begins to serve more 
than its principal function, conflicts can occur. 
 
The most notable conflict, from a quality of life perspective, concerns the intrusion of through traffic into 
residential areas.  Heavy traffic volumes and through traffic diminish the quality of residential living 
environments.  Conflicts occur where through traffic utilizes local neighborhood streets, or where 
residential properties exist along streets that are intended to serve a through traffic function. The point at 
which traffic levels are perceived as a detriment to residential quality, however, is difficult to measure and 
depends on the expectations and past experience of each individual.  Using objective criteria developed 
from a number of sources, and based on traffic volumes, roadway function, and land use characteristics, 
analysis of the highway network can identify areas along arterial and collector streets where traffic 
volumes are clearly in conflict with residential land use.  These streets include Mill Road, Forts Ferry 
Road, and sections of Sparrowbush Road.  It is expected that these conflicts will increase in severity as 
more land is developed and as traffic demand on NY 7 grows.  One way to address this is to keep future 
traffic increases to a minimum by adopting a land use strategy that generates fewer vehicle trips. 
 
Much of the concern with regard to local street traffic appears to be the result of residential street patterns 
which provide short-cuts for traffic traveling between NY 7 and US 9.  The relatively long delays at the 
Exit 6 interchange and vehicular queuing extending through the Wade Road intersection, may be 
exacerbating the cut-through situation as motorists use Mill Road and Forts Ferry Road to avoid Exit 6 
delays.  CDTC field surveys prior to the construction of Wade Road Extension estimated that nearly 40 
percent of peak hour traffic on Mill Road and Sparrowbush Road was cut-through traffic.  Recent traffic 
counts on these local roads have shown that traffic volumes have tended to stabilize and/or decrease, 
which is a direct benefit of the completion of Wade Road Extension.   
 
Resolution of these conflicts requires transportation actions that minimize the use of residential streets by 
through traffic, and/or insuring proper design of the transportation facilities such as including sidewalks 
on high volume local streets.   
 
Vehicular Safety Considerations 
 
Based on a review of crash data on Route 7 for the most recent three-year period available, there were a 
total of 374 crashes in the corridor between Vly Road and I-87 Exit 6 southbound ramp.  This represents a 
crash rate of approximately 3.2 accidents per million vehicle miles traveled (MVM), which is below the 
expected accident rate of 5.7 accidents per MVM for mainline and intersection accidents for similar 
segments.   
 
This crash analysis shows that the corridor as a whole functions well from a vehicular safety standpoint.  
Nevertheless, there are concentrated clusters of crashes within the corridor, particularly on the west end 



 
 

     
NY 7 / NY 2 Corridor Transportation and Land Use Study   December 2005 
Section 3 – Existing Conditions                                                                      Page 20                              

 Undesirable sidewalk termination at Sunset Drive 

between Vly Road and Albany Shaker Road, and on the east end between Forts Ferry Road and I-87.  
These two sub-segments account for more than half of the total crashes in the corridor, and experience 
crash rates near or above the expected rate of 2.94 accidents per MVM when viewed on a segment basis 
only.  Table 3.6.3 summarizes the crash rates on these sub-segments (not including intersection 
accidents).  The numerous driveways and turning traffic on the west end of the corridor lead to increased 
vehicular conflicts and contribute to the higher crash occurrence in this area.   
 
Table 3.6.3 – Existing Segment Crash Rates 

Roadway Segment Crash Rate 
Route 7 

Vly Rd to British American Blvd 
British American Blvd to Albany Shaker Rd 

Albany Shaker Rd to Mill Rd 
Mill Rd to Wade Rd 
Wade Rd to I-87-SB 

 

 
3.47 
3.14 
0.70 
0.94 
3.90 

 
 
Pedestrian and Bicycle Accommodations and Safety 
 
The presence of sidewalks is an important corridor 
feature.  Adequate sidewalks can link residential areas to 
commercial areas, link transit stops to surrounding areas, 
and can provide improved overall circulation as a viable 
alternative to the motor vehicle.  The Town of Colonie’s 
Comprehensive Plan, CDTC’s New Visions Plan and the 
Governor’s Quality Communities initiative all call for 
designing land development and transportation projects 
to support and proactively create vibrant communities.  
The system proposed in the Comprehensive Plan focuses 
primarily on linkages between commercial and 
residential areas, however substantial benefits can be 
realized from pedestrian and bicycle improvements 
within common areas to improve travel choices and the 
overall quality of life.  
 

Some portions of Route 7 have very good sidewalk infrastructure, 
while other areas require improvement.   Sidewalks are provided 
along both sides of Route 7 between Vly Road and Wade Road, 
with crossings at traffic signals.  The sidewalks in this area are 
generally in good condition.  There are no sidewalks on Route 7 at 
the Exit 6 interchange, and only a short segment of sidewalk east 
of Exit 6 on the north side of Route 2 between Sunset Drive and 
Latham Farms.  Beyond the Route 7 corridor, the study area is not 
well provided for, with limited connections and poor walkability.   
The following diagram illustrates the existing sidewalk locations 
within the study area.   

 

Example of good sidewalk 
infrastructure in front of Jiffy Lube 
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Figure 3.6.6 - Existing Pedestrian Accommodations 
 

 
  

 
 

For planning purposes, the Capital District 
Transportation Committee (CDTC) staff has 
developed a Pedestrian Accommodation index in 
order to evaluate the “friendliness” of intersections 
to pedestrians throughout the Capital District.  
Based on a set of specific characteristics, each 
signalized intersection along the Route 7 study area 
was evaluated and scored according to how friendly 
the intersection is to pedestrians.  The index ranges 
from A to F with level A representing the highest 

level of pedestrian accommodation and level F representing the lowest level of pedestrian 
accommodation.  The index is only based on the physical characteristics of the intersection and amenities 
that are present.  Other factors such as vehicular traffic volume, pedestrian volume, and approach speed 
are not included, although the relatively high traffic volumes along Route 7 make it difficult to cross.  The 
results of this pedestrian accommodation inventory are summarized in table 3.6.4 and suggest that there 
are certain intersection deficiencies within the corridor from a pedestrian accommodation standpoint.   

Intersection Pedestrian  
Accommodation Index 

Route 7 at 
Vly Road 

British American Blvd 
Albany Shaker Road 

Mill Road 
NYSUT Drive 

Wade Road 
I-87 SB 
I-87 NB 

 

 
D 
C 
C 
D 
B 
B 
E 
E 

Table 3.6.4 – Intersection Pedestrian  
          Accommodation Score 
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These consist of various characteristics such as long crossing distances, allowance of right turn on red 
which increases pedestrian/vehicular conflicts, large intersection radii, lack of painted crosswalks, lack of 
active pedestrian signal indications on certain approaches, and intersection lighting, among others.   
 
Similar to the pedestrian inventory, a 
bicycle inventory was conducted along 
Route 7 as a measure of the quality of 
service for this mode of travel.  The 
Bicycle Level of Service (Bicycle LOS) 
Model measures bicycle conditions of 
shared roadway environments and is 
based on industry research published by 
the Transportation Research Board3.  
Criteria such as volume and composition 
of traffic (percent heavy vehicles), 
pavement condition, curb side lane 
width, presence of parking, presence of 
bike lanes, presence of drainage 
structures, and roadway speed were documented, and evaluated according to the bicycle model 
procedures.  The following table summarizes the results of the analysis and shows that that bicycle level 
of service on Route 7 is marginal.  Relatively high travel speeds, high traffic volumes and the lack of a 
dedicated bicycle lane contribute significantly to the overall LOS D ratings along the corridor in both 
directions. 
  
Table 3.6.5 – Existing Bicycle Level of Service 

.  
 
 

                                                      
3 Landis, Bruce W.  “Real-Time Human Perceptions: Toward a Bicycle Level of Service” Transportation Research 
Record 1578, Transportation Research Board, Washington DC 1997 

 
Road Segment 

 
LOS 

Vly Rd to British American Blvd                       EB 
WB 

D 
D 

British American Blvd to Albany Shaker Rd     EB 
WB 

D 
D 

Albany Shaker Road Rd to Mill Rd                    EB 
WB 

D 
D 

Mill Rd to NYSUT Drive                                   EB 
WB 

D 
D 

NYSUT Drive to Wade Rd                                 EB 
WB 

D 
D 

Wade Rd to Exit 6 SB                                         EB 
WB 

E 
D 

Exit 6 SB to Exit 6 NB                                        EB 
WB 

D 
D 

Exit 6 NB to Latham Farms                                EB 
WB 

D 
D 

Latham Farms to Latham Circle                         EB 
WB 

D 
D 

Multi-use path along Albany Shaker Road 
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Transit Service 
 

The Capital District Transportation Authority (CDTA) provides a primary fixed 
route bus service along Route 7 (CDTA Route 70), which runs between 

downtown Troy and the City of Schenectady.  Two additional bus routes serve the east end of the corridor 
- CDTA Route 90, which extends between Troy and the Crossgates Mall, and CDTA Route 29, which 
serves Latham Farms on a north-south run along Route 9 between Albany and Cohoes.   
 
The vast majority of the transit users are through riders on all three fixed routes, ranging from 72 to 87 
percent.  This is a reflection of the fact that the Route 7 portion of these transit routes represents a 
relatively small segment of a much longer route.  Overall, on these three routes, there are approximately 
2000 daily boardings and alightings in the Route 7 area.  Latham Circle Mall is by far the most popular 
stop in the corridor. 
 
One of the most significant operational issues facing the CDTA is the trade-off associated with circulating 
buses through various large malls or other significant destinations.  These route deviations hamper the 
efficiency of the overall route, while providing better transit accessibility to select destinations.   
 
In addition to these three fixed routes, CDTA operates a popular demand responsive service – the Wolf 
Road Shuttle Fly service.  The Shuttle Fly has three designated stops with departures every 15 minutes 
during peak periods at Colonie Center, the Albany International Airport, and River Hill Center on the 
west end of the Route 7 corridor.  Between these stops, the service deviates to local roads and business on 
an on-call basis.  Approximately 60 percent of the route’s total stops are route deviations, as compared to 
the national average, which is closer to 30 percent.  Accordingly, the CDTA is currently evaluating a 
modified route structure to improve efficiency while continuing to provide a high level of accessibility via 
route deviations.  Essentially, select locations that receive the most frequent calls for route deviation may 
become part of a new fixed route.   The following diagram shows the coverage of these various transit 
routes within the Route 7 study area.  It also shows the location of existing bus stops, bus shelters and the 
two existing park and ride lots in the corridor.  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

CDTA Bus Route 70 on  NY Route 7 at Albany Shaker Road intersection, and Shuttlefly bus at various locations 
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  Figure 3.6.7 - Existing Transit Service 
  

 
 

3.7 COMMUNITY INPUT ON EXISTING PROBLEMS AND CORRIDOR POSSIBILITIES 
 

Several community meetings were held to introduce the NY 7 / NY 2 Corridor 
Transportation and Land Use Plan Study to the public, and to receive public 
input.  Various mapping was prepared to communicate the existing 
conditions, character, unique features, and constraints in the corridor.  Those 
materials formed the basis for early workshop discussions held during 
November of 2004, which were intended to familiarize the public with the 
physical corridor and with the issues that affect community efforts to make 
improvements.    
 
The public impression of the corridor is that it is becoming a sterile, non-
descript automobile-oriented environment.  Local residents voiced concerns 

that Route 7 was in danger of becoming another Central Avenue with typical retail chain style 
architecture.  Common themes at the initial public meeting included neighborhood livability, quality of 
life, specific traffic concerns, the need for improved pedestrian and bicycle linkages, and aesthetics both 
in terms of transportation related improvements, and the built environment including commercial 
buildings, lighting, green space, etc.  Cut through traffic on local roads was also cited as a concern for 
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residents along Mill Road, Sparrowbush Road, Forts Ferry Road and Omega Terrace.  Residents desire 
limited traffic congestion, strong neighborhood cohesiveness while maintaining close proximity to 
services, and improved pedestrian and transit accessibility.  This public input supplements the existing 
conditions information and provides insight into the important issues that affect area residents and 
businesses.   
 
A second public meeting was held on February 2, 2005 to explore design alternatives and land use 
options in the NY 7 / NY 2 Corridor.   
 

 
 
The meeting began with an overview of the project, a presentation by the NYSDOT on the status of the I-
87/Exit 6 design project, and a discussion of possible land use and transportation ideas for the future.  
Attendees broke into four groups for the Public Workshop.  Group facilitators led discussions about land 
use and multi-modal transportation options.  Numerous comments were received and recorded onto maps.  
After the breakout sessions, the groups reconvened and each group facilitator summarized his/her group’s 
comments to the entire assembly.   
 
There was unified objection to the presence of any more large-scale retail in the corridor.  In addition, 
common group discussions included preserving the mobility function of Route 7 for through traffic, 
establishing a bicycle/pedestrian linkage between British American Boulevard and the Mohawk bike trail, 
pursuing access management improvements including cross connections between parcels and new 
roadways or linkages parallel to Route 7, the need to integrate residential and neighborhood commercial, 
including pocket parks, pedestrian connections between uses such as transit stops and adjacent service 
areas, and interest in redeveloping the Latham Circle Mall. Some participants expressed a desire to 
maintain Route 7 traffic operations to the extent possible.  All comments are summarized graphically on 
the following maps.  These public comments were used directly in the development of the initial sketch 
plan for the corridor so that community values were reflected in the plan. The individual comments are 
listed in Appendix A of this study. 
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3.8 NEEDS 
 
Based on the evaluation of existing conditions and public comment, study area conditions and needs can 
be summarized as follows.   
 

> There is a mix of commercial, business, retail and residential land uses along the corridor with 
various set-backs and a range of architectural styles.  The corridor is generally unappealing 
visually with a few exceptions.  Architectural standards and site design guidelines are needed to 
foster the type and form of development desired by the community. 

 
> There is a great potential for future development given the area’s centralized location and 

available vacant developable land.  Future build-out under current trends is not desirable both in 
terms of land use (sprawling large format retail) and transportation (numerous uncontrolled 
individual driveways).   Land development that is compact and supports multi-modal 
transportation linkages is desired. 

 
> Overall, the existing transportation system functions fairly well.   While there is some isolated 

congestion during peak hours, the majority of the corridor functions well during all times of the 
day.  The area in the vicinity of Wade Road and Exit 6 operates at or near capacity during the 
typical PM peak hour, which should be alleviated with the NYSDOT’s planned reconstruction of 
Exit 6. 

 
> There is a very good coverage of sidewalks along both sides of Route 7 with only a few gaps in 

the vicinity of Exit 6 and on the east end of the corridor.  Limited sidewalk infrastructure exists 
outside the corridor.  While many of the traffic signals have very basic pedestrian 
accommodations, several of the intersections do not have pedestrian crossings on all approaches.  
Although overall, pedestrian accommodations along Route 7 are good, improvements are 
warranted. 

 
> Bicycle accommodations are essentially non-existent, and connections to the Mohawk bike trail 

need to be provided. 
 

> In terms of safety, the corridor rates fairly well overall.  However higher crash rates are 
experienced on the west end of the corridor where there are numerous closely spaced driveways, 
and on the east end of the corridor, between Wade Road and the Exit 6 interchange where the 
corridor’s highest volumes exist.   

 
> Overall access control is fairly good.  While some of the older sites still have exclusive access, 

many of the newer developments have shared driveways such as in the vicinity of Krispy Crème 
Donuts, Old North Wade Road, Capital Region Health Park, and on the west end of the corridor 
near British American Boulevard, the Wendy’s restaurant and the Trustco bank.  Access 
management should continue as a high priority for the corridor. 

 
> The CDTA shuttle-fly is a popular demand responsive service on the west end of the corridor.  

The Route 7 trunk line service (CDTA Route 70) serves primarily through trips with frequent 
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stops at Latham Circle Mall and Latham Farms.  Bus stops within these retail centers detract from 
the overall efficiency of the trunk service.  There is a need for street side bus stops with improved 
pedestrian linkages to the retail plazas. 
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Section 4 – Plan Alternatives 
 
4.1 ALTERNATIVE FUTURE LAND USE SCENARIOS 
 

Two land use scenarios were developed for the area – one according to a trend-based future assuming 
continued development under existing zoning and site plan regulations, and the second based on more of 
a new urbanist philosophy, community input and the goals established for this study.  The first scenario 
simply carries the current development patterns in the corridor forward under the framework established 
by the Town’s existing zoning regulations.  The general impact of this scenario can be measured by 
conducting a build out analysis for the corridor and assessing the resulting transportation function of the 
corridor.  However, it is apparent from the public workshops that most members of the community are 
very concerned with continued development under this scenario, and potential impacts to the human, built 
and natural environment.  Continuing current development patterns would not come close to achieving 
the multiple goals that have been established for the corridor.    
 
Community input influenced the shape and form of the second development scenario.  This second 
scenario was created by the committee and consultant team directly in response to community 
involvement and the goals for this study.  This scenario must also be reviewed in terms of its impact on 
transportation function.   
 
More detailed descriptions, and a comparative transportation analysis of the two scenarios follows. 

 
Scenario 1 – Trend-based Future (Continued Development Under Existing Zoning and Site Plan 
Regulations) 

 
Build out modeling imagines a future for a community or neighborhood based on existing zoning 
regulations. It makes the assumption that, over an unspecified amount of time, forces in the study area 
will cause the homes or businesses to grow to their maximum allowed by regulations. Precisely modeling 
the economic, demographic and political possibilities is not the point of the exercise. Such future 
prediction would be difficult and time consuming.  
 
However, build-out modeling allows a community to understand the path it is on. By glimpsing one 
possible version of the future, community residents, business leaders and public officials, with the help of 
planners, can adjust their rules to manage current growth trends – or change paths completely and shift 
into a different direction.  
 
A realistic build-out analysis for undeveloped land in the Route 7 / Route 2 corridor demonstrates that 
under existing rules, there remains the possibility for the following amount of new development:     
 

> 230 units of single-family homes 
> 2,120,000 square feet of office space 
> 1,060,000 square feet of retail space; and 
> 1,060,000 square feet of industrial space. 
> 4,240,000 total non-residential square footage  
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These results can be used to determine the impact of growth under this scenario on the corridor’s 
transportation function.  To do so, the dwelling unit and square footage estimates are allocated to the 
appropriate Transportation Analysis Zones (TAZs), as a means to predict future travel throughout the 
area. The analysis indicates that the trend-based future build-out under existing zoning would produce an 
additional 8,400 vehicle trips per hour during the peak of afternoon rush hour.  By comparison, existing 
traffic generated in the primary study area is estimated at 9,100 trips, which represents nearly a doubling 
of traffic.  
 
Qualitatively, a simple and effective way of envisioning the future of this corridor under existing 
development patterns is to look at other roads facing similar circumstances that have already developed 
more completely. In Colonie, areas of Central Avenue might signal a possible build-out look for the NY 7 
/ NY 2 corridor. With this kind of development, frontage on the main road involves numerous individual 
driveways with various retail stores, national chains and services such as hotels or auto repair.  Sidewalks 
are present, but users feel exposed to passing traffic and face busy driveways depending on the situation.  

Origins and destinations (stores, offices, 
restaurants, etc.) are separated from the 
sidewalks on these roads by large areas of 
parking, further challenging the pedestrian.   
 
Wolf Road is a more positive example with 
good transit access and a walkable 
environment.  More than 300 daily walkers 
have been observed particularly during the 
lunch period.  The streetscape of Wolf Road 
is much more attractive than Central Avenue 
with trees lining both sides of the road, and 
shared access facilitating travel outside the 
corridor.   

 
Scenario 2 – Plan-based Future (Concept Plan) 

 
An alternative future concept was developed for the NY 7 / 
NY 2 corridor.  This concept attempts to take into 
consideration the desires of the community and to achieve 
the multiple goals established for this corridor.  The plan 
concepts map follows on the next page.  The concepts for 
different portions of the corridor are described below. 
 
The overall vision for the corridor includes a mix of land 
uses with pleasing architectural features consisting of new 
development, redevelopment and open space, linked by 
attractive streetscapes and a multimodal transportation 
system to better serve residential and business needs, and 
enhance the quality of life in the community. 

Latham Circle Development Node 

50 Wolf Road, a good example of desirable development 
with limited parking in front, direct transit access, attractive 
street trees, and direct pedestrian connections. 
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Beginning in the eastern segment of the study area, the Latham Circle Development Node runs from 
Northway Exit 6 to the Latham Circle.  This area is almost completely developed, however there are still 
significant opportunities to improve the function and character of this segment of the corridor.   
 
One improvement could be to create an eastern 
gateway to the corridor through the construction of 
raised medians at the approaches to the Latham 
Circle.  Raised medians, with perhaps low plantings 
or other appropriate landscaping, would soften the 
visual character that is currently dominated by large 
expanses of pavement in this area.  Raised medians 
would also prevent difficult left turn movements at 
the approaches to Latham Circle, and would provide 
refuge for pedestrians crossing the street at 
designated intersections.  Other improvements in 
this area would include intersection lighting, and 
well-defined decorative high visibility ADA 
compliant pedestrian crosswalks, with countdown 
signals, at the intersection of Herbert Drive/Sunset 
Drive and Route 2, and completion of the sidewalk system on both sides of Route 2 all the way to Exit 6.  
The Exit 6 interchange will be redeveloped in the next few years, and it will be possible for pedestrians to 
cross the Northway more safely as a result.  Pedestrian walkways from commercial buildings on the north 
and south of Route 2 to the sidewalks along the road should also be created or enhanced to make it safer 
and more pleasant for pedestrians to get to and from these buildings. This might eventually make it 
possible for CDTA buses to stop at bus shelters on Route 2 rather than traveling through the parking lots 
of large retail shopping areas such as Latham Farms and the Latham Circle Mall, a practice that is time 
consuming and which detracts from the overall level of service on these routes.   
 
Additional concepts for the Latham Circle Development Node include construction of a roundabout at the 
Latham Farms entrance, the expansion of internal connections between adjoining development areas to 
reduce the number of trips that must enter and exit this segment of Route 2.  In particular, two new 
connections are proposed from properties fronting on the north side of Route 2 to Latham Farms.  On the 
south side of Route 2, a connection is proposed between Utica Avenue and Herbert Drive.  
 

 
 

Raised median on Route 9 at the gateway to 
downtown Saratoga Springs 

 
Examples of 
hybrid malls with 
landscaped 
buffers from 
around the 
country 
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Finally, though this segment of the corridor is almost completely developed, there could soon be an 
opportunity to consider redevelopment options for the Latham Circle Mall area.  This mall, one of the 
first in the region, is not as active as it once was and some form of reinvestment will likely be needed.   
One concept gaining momentum in the retail marketplace is the concept of a hybrid mall. A hybrid mall 
blends a conventional enclosed mall with open-air retail centers. Hybrids are attractive, even in regions 
prone to inclement weather. Consumers, developers and communities recognize the benefits associated 
with this type of development. The outdoor aspects of a hybrid mall may include a mix of restaurants, 
entertainment, offices and public spaces.  Successful projects typically include nighttime draws and 
ultimately create a destination. The hybrid mall approach could allow this retail center to recapture its 
regional draw.  Redevelopment of the Latham Circle Mall in this form will also strengthen the pedestrian 
environment in this section of the corridor. 
 
Moving westward in the corridor, the Wade Road Development Node, extends from Exit 6 west to 
approximately NYSUT Drive.  This area has undergone substantial change in recent years, and there 
continues to be a great deal of development and redevelopment pressure here.  Managing change in this 
area over the next few years will be critical to the overall character and function of the corridor. 
 
As with the Latham Circle Development Node, one improvement that could be made here is the creation 
of a gateway to the corridor (from the Northway) through the construction of a landscaped, raised median 
from Exit 6 to Wade Road, or beyond Wade Road.  According to the Transportation Research Board’s 
Committee on Access Management, two way continuous left turn lanes tend to lose their effectiveness on 
roadways carrying more than 24,000 to 28,000 vehicles per day4, especially in areas with numerous 

                                                      
4 Access Management Manual, Transportation Research Board, 2003, pg 201 

Wade Road Development Node 
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driveways.  The majority of the Route 7 corridor already exceeds 28,000 vehicles per day making a raised 
median is a desirable treatment for the entire length of the study area.  Feasibility and design of this 
median would need to be coordinated with the NYSDOT’s Exit 6 bridge replacement project described 
earlier.  In addition to the aesthetic benefit, the median would limit left turns to signalized intersections, or 
at roundabouts allowing only right in / right out access to parcels on both sides of this busy stretch of 
Route 7.  This limitation on access would be offset through the establishment of internal street networks 
as new development occurs.   
 
Though it is important throughout the corridor, access management is especially critical along this stretch 
of Route 7.  Large parcels of land on the south side of the highway are poised for development, and 
strictly limiting left turn movements to existing signalized intersections, or roundabouts as these parcels 
are developed must be a priority.  As these large areas are developed, new streets (some owned and 
maintained by the Town) should be created to provide access to these lands.  As the concept map 
indicates, these roads could provide access to Route 7 via Wade Road and NYSUT Drive (and perhaps 
Rensselaer Avenue).  It might even be possible to connect the undeveloped area southwest of the Exit 6 
interchange with the Latham Retail shopping plaza on the northwest corner of the interchange.  One of the 
primary reasons for the NYSDOT’s proposed Exit 6 interchange redevelopment project is to raise the 
bridge height, and this might make such a north-south connection underneath Route 7 possible.  At this 
time, it does not appear that the connection can be implemented as part of the NYSDOT bridge project, 
however the concept should be preserved as a future option.  
 
Pedestrian safety and comfort would also be improved by the completion of the sidewalk system 
throughout this node.  Improved crosswalks and pedestrian signals at the intersections of NYSUT Drive 
and Wade Road would also be beneficial.  However, for walking to be a realistic option in this area, the 
form of development must change.  Because there is such a large area to be developed on the south side 
of Route 7 between NYSUT Drive and Wade Road, the opportunity currently exists to alter the auto 
centric development patterns that dominate much of the corridor.  Under existing zoning and market 
trends, this large corner parcel would likely be developed for large format retail.  A huge parking area 
fronting along the highway, with large, low buildings set far back from the street, would typically 
characterize such development.  This form of development makes walking unsafe and unpleasant, with 
buildings separated from the sidewalks and from one another by vast distances of pavement. 
 

Instead, this large area should be developed as a mixed-use project organized around an internal network 
of streets.  The street system, which should eventually become Town roads, would create a series of 
walkable blocks with access to both Route 7 at NYSUT Drive, and at up to two locations on Wade Road 
(one at Lear Jet Lane and one further north).  Along these streets, the site could be developed with a wide 
variety of uses - commercial retail and office, entertainment, civic, and moderate to high-density 
residential and open space – mixed across the site and vertically within buildings.  Design elements such 
as: “build-to lines” instead of setbacks, multi-story buildings with active uses such as retail and 
entertainment on the ground floors, on-street parking and off-street parking behind buildings or in parking 
structures, etc., should be utilized to weave these diverse uses together.  Formal open space, in the form of 
a square or green, should be integrated into the design of the site; and a natural greenway corridor along 
the Farm Brook at the rear of the site should be considered for walking trails and/or a connection 
northward to the Mohawk-Hudson Bike-Hike Path. 
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In addition to achieving the multiple goals for this study, reorganizing the development of this area in 
such a manner could help the Town of Colonie accomplish many of the community-wide goals it has 
established in its Comprehensive Plan.  For example, greater housing diversity – in terms of housing type 
and price – could be provided in this type of development.  This includes housing for growing 
demographic groups such as empty nesters and seniors, and housing that reflects the trend toward smaller 
household sizes.  Enhanced transportation choice could be achieved through the creation of a safe and 
attractive pedestrian environment; and by bringing together origins and destinations in a manner that 
makes improved transit service possible.  Environmental and open space conservation goals are also 
furthered when development is focused into more compact areas rather than continuing to spread out 
across the landscape. 

 

                 Examples of desirable development for Wade Road Development Node 
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Across Route 7 from this site, the Capital Region Health Park 
was recently developed.  This site consists of two multi-story 
office buildings set back from Route 7 and Wade Road 
Extension by parking.    There are two “out-parcels” along the 
frontage of Wade Road Extension that remain to be developed.  
Development of multi-story, mixed-use buildings on these two 
out-parcels, combined with the redevelopment of some or all of 
the single-story buildings along the Route 7 frontage of the 
Capital Region Health Park corner, would further enhance the 
aesthetic appearance and pedestrian environment of the Wade 
Road Development Node.  It is recommended that the Town purchase the small parcel located in the 
northwest quadrant of the Route 7/Wade Road intersection to further the economic development goals in 
this quadrant.  With multi-story buildings setback just a short distance  (perhaps just 20 or 25 feet to allow 
room for a curb, planting strip, and wide sidewalk) on both sides of Route 7, and well-defined crosswalks, 
pedestrian signals, and perhaps a raised median on Route 7, this section of the highway might become 
less of a barrier to pedestrian travel.  Instead, the two sides of Route 7 would be woven together by the 
highway. 

 
Moving further north along Wade Road Extension toward 
Sparrowbush Road, the green buffer afforded by delineated 
federal wetlands across the street from Latham Retail should 
remain, however a trail connection from the neighborhoods to 
the north to the shopping plaza could make this area more 
accessible for residents.  Though there is a sidewalk running 
from the buildings in the shopping plaza to the sidewalk on 
Wade Road Extension, more could be done with landscaping to 
enhance the appeal of this walk.  An out-parcel on the Latham 
Retail site is set aside for a future restaurant.  Development of 
this restaurant could be used as an opportunity to improve the 
sidewalk connection from Wade Road Extension to the large 
retail buildings in the Latham Retail plaza.   

 
At the western corner of Wade Road Extension and Sparrowbush Road there remains a parcel of 
commercially zoned land.  With the topography of this site, it might be possible to develop this parcel as 
two-story mixed-use buildings with office space fronting on Wade Road Extension, and residential space 
on the second story with access at ground level from the rear.  Retail should not be developed on this 
corner.  The lower intensity office and residential uses suggested for this corner would provide a better 
transition to the residential neighborhoods immediately to the northwest.  

 

Capital Region Health Park 

Bed, Bath & Beyond at Latham Retail



 
 

                                                       
NY 7 / NY 2 Corridor Transportation and Land Use Study   December 2005 

 Section 4 – Plan Alternatives                                                                       Page 10   

On the south side of Latham Retail along Forts Ferry Road, it is likely that the small parcel immediately 
west of the plaza entrance will be redeveloped in the future.  If the site is redeveloped, direct full access to 
Forts Ferry Road should not be permitted in favor of shared access through the Latham Retail entrance, 
and perhaps a second entrance in the rear to the Latham Retail parking area.  Pedestrian improvements 
linking this site to the restaurants fronting on Forts Ferry Road east of the Latham Retail entrance, and to 
the stores in the Latham Retail plaza should also be improved.  There is concern that drivers might travel 
the wrong way along the short segment of Forts Ferry Road in the vicinity of the Latham Retail driveway 
where it transitions from one-way to two-way.  Additional channelization improvements should be 
implemented to make it clearer to motorists that the road becomes a one-way street from the Latham 
Retail entrance to Route 7.   

Finally, heading back south across Route 7, there is a large area of undeveloped land between Wade Road 
and the Northway.   This area could be developed for office and light industrial uses, with an internal 
street system connecting to Wade Road via existing rights-of-way.  Parcels fronting on Route 7 between 
Wade Road and Exit 6 might also contain small retail and service establishments; however access to these 
businesses from Route 7 should be strictly limited.  Shared access to Route 7, with right in / right out 
movements only, should be required.  Full access to the interior road system behind these buildings would 
be permitted instead. More detailed engineering studies will be required as this area develops to confirm 
the road network layout, to insure that engineering considerations are satisfied, and that environmental 
impacts (such as wetlands) are minimized and/or mitigated.  Pedestrian connections (sidewalks or trails) 
should be developed to link these buildings to one another, and to the mixed-use area west of Wade Road. 

Examples of desirable development – Wade Road Development Node 
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Moving west on Route 7, from 
the Capital Region Health Park 
on the north, and from the 
NYSUT building on the south, 
to where the Farm Brook 
crosses under the highway is an 
area designated as Residential 
Transition.  On the north side of 
Route 7, most of the existing 
buildings are detached residential structures consistent with those in the adjoining neighborhood.  Despite 
being located almost immediately on Route 7 (a small service road separates the lots from the highway), 
most of these buildings remain residential, and most appear well maintained.  Some of the houses have 
been converted to non-residential uses such as small offices or services.  These small businesses exist in 
the original residential structures, with small signs and on-street parking (on the service road) being the 
most visible difference between residential and non-residential uses.  This should be recognized as an area 
of residential transition, where residential uses can continue, and where existing structures can be 
converted to small non-residential uses as long as they meet specific design standards and do not 
negatively impact the use and enjoyment of adjoining residential properties. Where housing exists behind 
commercial structures, appropriate buffers need to be integrated and activities regulated.  Any new 
structures in this area should be constructed at a similar size and scale, and should utilize similar building 
forms and materials, as the homes in the neighborhood.  On the south side of Route 7 there is more of a 
mix of small commercial and residential uses.  Because there are no additional residential areas behind 
these parcels, this area could be redeveloped to more moderate density residential with linkages to the 
mixed-use area to the east. 

 
Continuing west from Garling Drive to almost Albany-Shaker Road, the Alternative Future Concept Plan 
illustrates several ideas for improving the corridor.   

 

Examples of multi-family residential and small commercial 
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> Opportunities to create trail connections north to the Mohawk-Hudson Bike-
Hike Path – creating riparian greenways along the Shaker Creek and Farm Brook, 
and developing connections from neighborhoods to these natural corridors.   

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

> Developing vacant land east of Old Niskayuna Road for office and light 
industrial uses.  With its proximity to the airport, and convenient access to the 
highway system, this area is ideally suited for airport related businesses.  An 
important consideration will be to establish a significant landscaped buffer between 
this new development and the backs of homes on Dussault Drive.  Light spillover and 
noise impacts from this site must be carefully considered in the design of the buffer.  
As the site is developed, a street connection from the end of Laura Drive to Old 
Niskayuna Road should be established.  This would allow residents of the 

Preserve open space and improve trail connections
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neighborhood the ability to access westbound Route 7 at its intersection of Old 
Niskayuna Road and Buhrmaster Road (which is discussed below). 

> Improving pedestrian safety and comfort at the intersection of Mill Road and 
Route 7.  As the northwest corner of the intersection of Mill Road and Route 7 is 
developed for small scale, mixed office and retail development, improvements to the 
pedestrian crossings here should be implemented.  For example, better defined 
crosswalks, improved signalization, or perhaps the introduction of a raised median on 
Route 7 for a limited distance east and west of the intersection (to slow traffic, to give 
the appearance of a shorter walk across the intersection, and to provide a safe refuge 
for someone who cannot cross quickly) could be considered. 

> Instituting measures to reduce the use of Mill Road as a shortcut – residents of 
neighborhoods north of Route 7 have expressed concern that Mill Road and other 
collector and local streets in the area are used by through travelers to circumvent 
congested areas of Route 7.  To make Mill Road (and similar streets) appear less 
advantageous as a shortcut, the overall efficiency of Route 7 should be maintained.    
Mill Road could be designed to be less direct by the introduction of small 
roundabouts at certain intersections that are currently uncontrolled.  The Town is 
currently undertaking a traffic calming study in the area to determine the most 
appropriate strategies. The combined effect of several similar changes could reduce 
the use of this road. 

> Realignment of the Old Niskayuna Road / Buhrmaster Road intersection with 
Route 7.  Utilizing land owned by the airport on the north side of Route 7, the end of 
Buhrmaster Road could be moved eastward to a point directly across from the 
northern terminus of Old Niskayuna Road.  The realigned intersection should be 
signalized or reconfigured with a roundabout. 

> A service road should be developed south of Route 7, from Old Niskayuna Road 
west to Albany-Shaker Road.  This could be accomplished by reserving right-of-
way each time parcels along this stretch are developed or redeveloped.  As the service 
road is completed, individual access points from parcels directly to Route 7 could be 
discontinued.  It should be noted that the Albany International Airport has confirmed 
that the northern edge of the airport property could be utilized as part of the 
development of this service road.  The historic home that is located on airport 
property just west of Old Niskayuna Road should be preserved as part of the Town’s 
heritage. 

> In coordination with the airport’s acquisition program for lands north of its 
main runway, the Town should work to conserve areas to the east and west of 
Buhrmaster Road.  This can be accomplished through a Town sponsored acquisition 
program or through the use of conservation subdivisions when development does 
occur.  The Town’s comprehensive plan identifies this as one of several Conservation 
Areas in the Town.  A combination of conservation techniques is recommended in 
the comprehensive plan for these areas. 
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The Western Development Node consists of the area from Albany-Shaker Road to Vly Road.  Numerous 
opportunities for improvement exist in this section of the corridor.  The intersection of Albany-Shaker 
Road and Route 7 is the northern gateway to the Albany International Airport.  Creating a sense of arrival 
to the airport area from the north should 
be one of the functions considered in 
any future redesign of this intersection.  
One possibility that should be 
considered is use of a roundabout at this 
intersection.  A roundabout would 
provide better transportation function 
and could create a more attractive 
entranceway to the airport area.  
Research shows that well designed 
roundabouts can reduce intersection 
crashes which account for 
approximately 60 percent of all crashes 
in the corridor.  Low plantings or other 
appropriate landscape elements could be 
incorporated into the design of the 
roundabout and surrounding parcels to 
further enhance the appearance of this 
intersection.  The graphic below 
illustrates how a roundabout would 
work at this location. 
 
Moving west along Route 7, the 
intersection with British American 
Boulevard is critically important as a 
part of the Town’s trail system.  

Currently, the multiuse path that runs 
north from the Ann Lee Pond area ends 
as an on-road trail along British 
American Boulevard.  A connector 
from British American Boulevard north 
to the Mohawk-Hudson Bike-Hike Path 
is needed to link these two trails.  It 
appears that the best route for this 
connector would start with a crossing of 
Route 7 at its intersection with British 
American Boulevard.  The trail would 
then run west along the north side of 
Route 7 before turning north at the 

eastern edge of the Riverhill Center and then traversing down the hillside to the Mohawk-Hudson Bike-
Hike Trail.  This route takes advantage of several opportunities and conditions.  There are several parcels 
of undeveloped land along the northern side of Route 7 from British American Boulevard west to the 

Conceptual two-lane roundabout at Albany Shaker Road 



 
 

                                                       
NY 7 / NY 2 Corridor Transportation and Land Use Study   December 2005 

 Section 4 – Plan Alternatives                                                                       Page 16   

Riverhill Center.  A trail along the north side of Route 7 could, therefore, be established in coordination 
with the development of these parcels.  The route also takes advantage of the more gentle topography 
found to the west between Route 7 and River Road.  The slope directly north of British American 
Boulevard is more severe, making the possibility of a trail connection straight north from the intersection 
less feasible.   

 
Crossing Route 7 safely is the largest obstacle for this important trail connection.  In the short-term, 
improvements to the intersection such as the addition of a raised median on Route 7, high visibility 
crosswalks, or countdown signals 
may be the best available options for 
getting trail users across the 
highway.  Longer-term, it may be 
desirable to create a grade separated 
crossing of Route 7. The image at 
right illustrates how this might be 
accomplished.  Though more costly 
than surface treatments, this type of 
solution would be the safest option 
for trail users, and depending on the 
number of people who eventually 
utilize this connection may be a 
desirable investment in the future. 

 
The remaining intersections in this development node, at the entrance to the Riverhill Center and at Vly 
Road, should also be improved for safer pedestrian access, including count down pedestrian traffic signals 
and ADA compliant crossings. A 
landscaped, raised median from Vly Road 
east to British American Boulevard would 
create a western gateway to the Town, 
slow traffic through this node, and 
improve the safety and attractiveness for 
pedestrians at the crosswalks.   

 
Development and redevelopment 
opportunities remain in this area.  In all 
cases, parcels with frontage should be 
developed with direct access to Route 7 
strictly limited in favor of shared access 
roads that bring cars to the existing 
signalized intersections.  On the north side 
of Route 7, where much of the land is 
undeveloped, mixed use commercial / 
residential buildings could be constructed 
with small setbacks from the sidewalk and parking and shared access in the rear.  A continuous access 
road should be developed from Ronald Drive to the Riverhill Center and ultimately out to Rosendale 

Example of a raised median used as a gateway to a neighborhood 

Example of grade separated pedestrian crossing 
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Road.  On the south side of Route 7, infill and redevelopment could help complete the street front with 
parking again located behind the buildings.  On this side of Route 7, there is a need to better define 
entrances to certain parcels, and to consolidate access points through shared driveways and parallel access 
roads whenever opportunities arise.   

 
The proposed service road south of Route 7, from Old Niskayuna Road to Albany – Shaker Road 
(described earlier), could be extended west to British American Boulevard and ultimately out to Vly Road 
as shown on the concept map.  These connections should be established as development proposals on 
these interior lands are reviewed and approved.  Among other possibilities, a small office park east of 
British American Boulevard could be developed in a campus setting, designed to take advantage of a 
small pond and attractive landscape as green space amenities, and a large area of residentially zoned land 
between British American Boulevard and Vly Road could be considered for open space conservation. 
 
For the purpose of comparison to Scenario 1 (trend-based build out under existing zoning), the 
development potential expressed in the Plan-based future shown on the Alternative Future Concept Plan 
(Scenario 2) was quantified.  Estimates of square footage were developed in consideration of both the 
possible mix of uses and the number of stories of buildings as described in the narrative above.  Build out 
under the plan-based future (Scenario 2) would result in the following amount of new development:    

              
Residential 
 
Office 
Retail 
Industrial 
Total non-residential 

     675 Units 
 
1,100,000 SF 
   900,000 SF 
   250,000 SF 
 2,250,000 SF 

 
Similar to the trend-based future, these results were used to determine the impact of growth on the 
corridor’s transportation function.  The analysis indicates that build-out under the plan-based future 
(Scenario 2) would produce approximately 5,300 vehicle trips per hour during the peak afternoon 
commuter time period, or approximately 35 percent less than the trend-based future (Scenario 1).    
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4.2 DEVELOPING CONSENSUS 
 
The advisory committee actively involved the public throughout the study.  Meetings were announced by 
direct mailings to addresses within 1000 feet of the corridor, public announcements in the newspaper, 
newspaper cover stories, web site, and use of the Verdoy Fire House variable message sign. 
 
Public input was initially solicited regarding the strengths and weaknesses of the corridor.  A hands-on 
design charrette was held later where attendees brainstormed specific land use and transportation concepts 
for the future.  The advisory committee and the consultants reviewed the public comments and prepared 
an initial DRAFT land use and transportation plan for the corridor, which was presented back to the 
public at a third meeting for review and comments.  A fourth public meeting is planned in the near future.  
The result of this public process is summarized below according to various categories, and forms the basis 
for the development of the community vision articulated in this plan.   
 

> Corridor Role and Aesthetics – The Route 7 Corridor is considered a centralized location within 
the Town and the Capital District.  It’s a good area to do business and is convenient from a 
transportation standpoint for many services.  Residents are pleased that this area does not look 
like Central Avenue, and solidly support the plan’s emphasis on aesthetic improvements.  

 
> Land Use – Residents are concerned about the potential for additional “big box” development 

within the Route 7 corridor, and strongly support the mixed use concepts promoted in this plan. 
They are more cautiously supportive of additional residential development and feel that it should 
be a limited part of the mix.  There are concerns about the potential density of future development 
in the vicinity of Wade Road.   Pocket parks are a popular land use idea.  Buffer zones between 
residential and commercial development are also considered important to preserve established 
neighborhoods in the study corridor.   

 
> Latham Circle Mall Redevelopment - Most people are in favor of redevelopment of existing 

parcels like the Latham Circle Mall.   
 

> Circulation – There were several comments concerning the amount of traffic on local roads in the 
corridor. Especially Mill Road, Sparrowbush Road, and Forts Ferry Road.  Support for sidewalks 
along these roads is mixed, but support for other sidewalks and trail connections is strong, 
including additional linkages to the Hudson-Mohawk Bike Hike Trail. 

 
> Capacity / Intersection Design - There is some concern about the ability of the plan to maintain 

satisfactory future traffic operations without capacity improvements.  There were also mixed 
comments regarding roundabouts as an alternative to traffic signals.   It should be noted that 
roundabouts are being actively pursued in 20 different states, including New York State.  It is also 
a policy of the NYSDOT that roundabouts should be considered when analyzing or modifying 
signalized intersections.  Studies completed by various Insurance Institutes and State Departments 
of Transportation have documented substantial safety and operational benefits of roundabouts 
including a reduction in total crashes, a reduction in the severity of crashes and improved 
pedestrian crossings.  Driver education is becoming increasingly important regarding the benefits 
and operation of roundabouts as they become a more prevalent form of intersection traffic 
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control.   Refer to Appendix B for a more detailed discussion of the benefits of roundabouts 
versus traditional intersections. 

 
> Transit – It was generally felt that transit service within the corridor is not as frequent as desired.  

There is support for improved transit, pedestrian linkages to transit nodes, improved bus shelters, 
schedules, and bus pullouts.   

 
> Access Management – The concept of access management is strongly supported although the idea 

of a raised median on Route 7 received mixed reviews.  The creation of connector, service, and 
access roads throughout the corridor is supported. 

 
> Environmental Concerns – Some environmental concerns were raised concerning light pollution 

and noise impacts in the corridor.  Noise concerns were raised relating to the airport and some 
residents are specifically worried about noise impacts for residential land uses near the Northway.  
While noise analysis is not within the scope of this planning study, the NYSDOT has studied 
noise issues for the Capital District's non-toll interstate roadways.  The 2001 NYSDOT Region 1 
Noise Barrier Planning Study identified numerous locations where noise barriers would be 
effective in reducing noise, including along the east side of I-87 immediately south of Exit 6.  
“However, current NYSDOT policy does not permit the construction of noise barriers as a stand-
alone project unless specific funding is provided by the State Legislature or other source for that 
purpose.  NYSDOT’s policy with regard to when and where the Department will participate in 
the design and construction of noise barriers is set forth in the report entitled NYSDOT Region 1 
Interstate Noise Barrier Planning Study, dated May 2001. 

 
Refer to Appendix A of this study for a summary of the overall public outreach process and a detailed list 
of public comments.  
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4.3 COMPARATIVE TRANSPORTATION ANALYSIS 
 
Though the Planned Future Concept Plan (Scenario 2) was created to achieve most of the goals outlined 
for this study, and though it was generally well received by the public, there remained questions regarding 
capacity sufficiency, and how it would compare to the potential traffic generated by build out under 
existing zoning regulations.  A transportation analysis was conducted for both scenarios to compare their 
potential impacts.  
 
Traffic forecasts 
 
Future year 2015 traffic forecasts were prepared for both land use scenarios – trend-based build-out under 
existing zoning, and the plan-based alternate future land use reflecting the community’s vision and as 
presented in the concept plan.   The forecasts were prepared in cooperation with the CDTC using the 
MPO’s regional travel demand forecasting model.  The traffic forecasting process considers the number 
of trips, where they are going, and what routes they use.    
 
Trip Generation is the quantity of trips expected from future development.  The future trip generation for 
the NY 7/ NY 2 corridor is based on generic land use types, and standard rates published by the Institute 
of Transportation Engineers.  The following table summarizes the total additional trips expected within 
the corridor under the two future land use alternatives.   
 
Table 4.3.1 – Future Trip Generation Estimates 

 
Land Use / Travel 

Trend-based 
Build-out under existing zoning 

Plan-based 
Concept Plan 

Land Use 
Residential 

Office 
Retail 

Industrial 
Institutional 

Total 

 
230 Units 

2,120,000 SF 
1,060,000 SF 
1,060,000 SF 

- 
4,240,000 SF 

 
675 Units 

1,100,000 SF 
  900,000 SF 
  250,000 SF 

- 
2,250,000 SF 

Trip Generation 
New PM peak hour trips 

 
8,400 vph 

 
5,300 vph 

 
This table shows that there is a potential to generate approximately 8,400 additional PM peak hour trips 
within the corridor under existing zoning and existing development trends.  Alternatively, under the 
modified future, fewer trips will be generated (5,300 vph) and there will be a greater opportunity to share 
trips by locating complementary land uses, such as retail, housing and office, in close proximity to each 
other.  This form of development is as important if not more important than the quantity of development. 
Attractive, well-designed, and well-maintained higher density development attracts good residents and 
tenants and fits well into existing communities5.   
 
Ultimately this will encourage walking, reduce the reliance on automobile travel and improve the quality 
of life in the corridor.   
 

                                                      
5 Higher Density Development – Myth and Fact, Urban Land Institute, 2005 
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These future trips were subdivided into traffic zones and modeled by CDTC using the VISUM regional 
travel demand forecasting model.  The model distributes and assigns traffic to the area highway network 
and is used to estimate future traffic volumes.  The two land use futures were modeled on two different 
highway networks – the build out under existing zoning land use was modeled on the existing highway 
network, while the alternative future land use included the additional access management, and roadway 
connections as shown on the concept plan.  These additional linkages outside the corridor allow some 
vehicles to travel between adjacent land uses without entering the Route 7 traffic flow.  The results of 
these two forecasts are summarized on the following diagrams, which show higher traffic volumes under 
the existing zoning scenario.  
  
Figure 4.3.1 - 2015 Trend-based (PM Peak Hour Turning Movement Volumes) 

 
 
 
 
Figure 4.3.2 - 2015 Plan-based (PM Peak Hour Turning Movement Volumes) 
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Future Level of Compatibility Analysis 
 
The Level-of-Compatibility (LOC) Thresholds, which measure roadway arterial service versus land 
access, were re-evaluated based on the future traffic volumes and assumptions regarding the number of 
driveways with and without access management.  The threshold analysis considers various corridor 
features such as mainline traffic volume, driveway density, etc. to calculate LOC thresholds A through F, 
with LOC A indicating no land access conflict and LOC F reflecting break-down conditions. The 
following tables summarize the LOC definitions as well as the results of the LOC analysis.   
 
Table 4.3.2 Level of Compatibility Definitions 

Arterial-Land Access Conflict Level of Compatibility 
 
Arterial function not affected by access 
Aware of turning traffic, but not an issue 
Access traffic noticeable; a concern 
Frequent conflict between access and through traffic 
Persistent conflict between access and through traffic 
Either access or through movement not functional 
 

 
A 
B 
C 
D 
E 
F 

 
Table 4.3.3 –Level of Compatibility Comparison 

 
Road Segment 

 
Existing 

Trend-based 
2015 

Build-out 

Plan-based 
2015 

Build-out 
Vly Rd to Albany Shaker Rd 

EB 
WB 

 
E 
E 

 
F 
F 

 
C 
C 

Albany Shaker Road Rd to Mill Rd 
EB 

WB 

 
D 
D 

 
E 
E 

 
C 
D 

Mill Rd to Wade Rd 
EB 

WB 

 
C 
C 

 
D 
C 

 
C 
C 

Wade Rd to Exit 6 
EB 

WB 

 
C 
C 

 
E 
D 

 
B 
B 

 
The existing conditions column shows that the west end of the Route 7 corridor (west of Mill Road) sees 
a persistent conflict between access and mobility, as evidenced by the LOC D and E ratings in both 
directions.  There are numerous driveways in close proximity to each other providing access to multiple 
land uses.    In the remainder of the corridor, the LOC is adequate as defined by LOC C or better 
conditions.  However, this mobility-access conflict will continue to degrade under the trend-based Build-
out alternative as traffic volumes increase in the corridor and new access is provided to adjacent property.   
 
Under the Concept Plan alternative, the overall LOC will improve.  It is the reduced traffic volumes, 
driveway consolidations through access management, and the presence of a raised median in sections of 
the corridor that contribute to the overall improvement in LOC under the concept plan alternative.  While 
some cross connections do exist between parcels, there should be a continued effort to consolidate 
driveways and pursue access management improvements at other locations throughout the corridor.  The 
raised median itself is responsible for a significant portion of the LOC improvement by maintaining 
mobility while allowing reasonable access to adjacent property.  An important consideration where raised 
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medians are proposed, is the ability for motorists to change direction, i.e. via a u-turn at a traffic signal, 
via a parallel road, or possibly at a roundabout.  This need for u-turns is addressed in the concept plan via 
side roads, possible roundabouts and interconnections between parcels.     
 
Future Capacity and Level of Service 
 

The future Route 7 segment capacities and intersection levels of service were tested under the two 
different land use futures.   The following table summarizes the segment capacities, and the following 
diagram illustrates the intersection levels of service.    
 

Table 4.3.4 – NY 7 / NY 2 Future Segment Capacity 
 Existing 2015 Trend-based 

Build-out 
2015 Plan-based 

Build-out 
Roadway Segment Dir Cap V/C Dir Cap V/C Dir Cap V/C 
Route 7 

Vly Rd to Albany Shaker Rd 
Albany Shaker Rd to Mill Rd 

Mill Rd to Wade Rd 
Wade Rd to I-87-SB 

I-87 SB to I-87 NB 
Route 2 

I-87 NB to Route 9 

 
1880 
1680  
1400  
2090  
1980  

 
1450  

 

 
2800 
2800 
2800 
2800 
2000 

 
2800 

 
0.67 
0.60 
0.49 
0.75 
0.99 

 
0.52 

 
2850 
2420 
2690 
3530 

na 
 

2310 

  
 2800 
2800 
2800 
2800 

na 
 

2800 

 
1.02 
0.86 
0.96 
1.26 
na 
 

0.83 

 
2120 
2000 
1830 
2400 

na 
  

2170 

 
2800 
2800 
2800 
2800 

na 
 

2800 

 
0.76 
0.71 
0.65 
0.86 
na 
 

0.78 

Dir = High volume in peak direction during peak hour 
Cap = Roadway capacity in peak direction - vehicles per hour 
V/C = Volume to Capacity Ratio 
 
Figure 4.3.3 - Level of Service Comparison 

 
These calculations show that corridor operations will break down under the build-out condition.  Segment 
volumes will exceed practical segment capacities on critical roadway segments.  The majority of the 
signalized intersections will function at LOS E or LOS F.  This high traffic demand would cause the 
congestion to spread beyond the peak hour.   
 
Under the planned future with limited access to Route 7, the future traffic volumes will be more 
moderate.  Segment traffic volumes will operate below capacity, and overall corridor V/C ratios will 
range from 0.65 to 0.86 during the PM peak hour.  The study area signalized intersections will also 
operate at acceptable levels of service.  The benefits of signal coordination should be explored and 
implemented throughout the corridor as appropriate.   
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As an alternative to traffic signals, roundabouts can be a feasible option even at major intersections along 
Route 7.  Sensitivity analyses conducted for this study indicate that the Albany Shaker Road intersection 
could function adequately as a roundabout.  Roundabouts should also be considered outside the corridor 
such as on Mill Road, Wade Road and other local streets.     
 
The peak hour traffic volume comparison on Table 4.3.5 illustrates the traffic volume benefits of the plan-
based future over the trend-based future.  The peak hour traffic demand on Route 7 and most study area 
roadways will be comparable to existing traffic demand under the concept plan with implementation of 
arterial management measures like shared driveways and access roads.  Traffic associated with the 
concept plan will be dispersed onto proposed access roads and existing roadways like Old Niskayuna 
Road and Wade Road north of Route 7 rather than directly onto Route 7.  
 
Table 4.3.5 - 2015 Peak Hour Traffic Demand 

Land Use Option 2015  
Roadway / Segment 

 
Existing 2004 Trend Plan  

NY 7:    

        Vly Road-British American Blvd. 3,270 vph 4,420 vph 3,430 vph 

        British American Blvd.-Albany Shaker Road 3,170 vph 4,390 vph 3,530 vph 

        Albany Shaker Road – Old Niskayuna Road 3,015 vph 4,670 vph 3,520 vph 

        Old Niskayuna Road – Mill Road 3,215 vph 4,420 vph 3,870 vph 

        Mill Road – NYSUT Drive 2,860 vph 3,765 vph 3,285 vph 

        NYSUT Drive – Wade Road 2,550 vph 4,300 vph 3,015 vph 

        Wade Road – Exit 6 3,725 vph 5,760 vph 3,945 vph 

Vly Road @ NY 7 Intersection 616 vph 750 vph 1,420 vph 

Vly Road near Brookhill Drive 667 vph 797 vph 725 vph 

Rosendale Road @ NY 7 728 vph 623 vph 1,286 vph 

Mill Road @ NY 7 Intersection 525 vph 630 vph 649 vph 

Mill Road @ Sparrowbush Road 510 vph 570 vph 535 vph 

Old Niskayuna Road 335 vph 1,800 vph 1,067 vph 

Wade Road – South 1,062 vph 1,815 vph 1,099 vph 

Wade Road – North 438 vph 1,150 vph 1,105 vph 

Sparrowbush Road – West 956 vph 608 vph 661 vph 

Sparrowbush Road – East 1,977 vph 2,097 vph 1,933 vph 

Forts Ferry Road 620 vph 684 vphg 573 vph 

British American Blvd. 460 vph 1,045 vph 993 vph 

Albany-Shaker Road 1,364 vph 2,230 vph 1,465 vph 
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This analysis shows that the alternative future land use with access management will, in general, preserve 
the long-term traffic operations within the corridor while allowing development to occur consistent with 
the community’s vision for the future.  Key to the success of this plan will be the cooperation of 
landowners, the Town, and involved agencies to implement the types of land use and roadway linkages 
conceived in this plan. 
 
There is one caveat worth mentioning regarding the future traffic volumes and proposed access 
management plan on the south side of Route 7 between Wade Road and the Exit 6 interchange.  The 
traffic forecasts show a high volume of traffic turning right out from this area onto Route 7 eastbound at 
the two unsignalized locations shown on the concept plan.  The volumes are sufficient to consider the 
additional capacity improvements in this section, or reducing the future land development.  
 
Future Bicycle and Pedestrian System 
  
The concept plan identifies several locations that would benefit from pedestrian crossing improvements.  
Crosswalk improvements could include raised medians on Route 7 for pedestrian refuge and countdown 
pedestrian signals so pedestrians are aware how much time they have to cross the street.  Other treatments 
are also desirable to increase driver awareness and improve safety such as dynamic message signs that 
prohibit right turns on red when a pedestrian is crossing.  In addition to the at-grade crosswalk 
improvements, the concept plan shows an example of a grade-separated pedestrian crossing.  This type of 
accommodation is expensive to construct, but may be appropriate near British American Boulevard. 
 
The concept plan also shows a continuous sidewalk along both sides of Route 7 for the limit of the 
corridor.  Additionally, sidewalks would be beneficial along high volume side roads such as Mill Road, 
Forts Ferry Road and Sparrowbush Road.  According to A Policy on Geometric Design of Highways and 
Streets (2004) published by the American Association of State Highway and Transportation Officials 
(AASHTO), sidewalks should be considered on at least one side of all roadways functionally classified as 
an urban collector or higher.   
 
Sidewalks along Route 7 should be constructed through site driveways 
to provide a continuous pedestrian facility.  In addition to the sidewalk 
extensions parallel to existing roadways, sidewalks should be 
constructed within future developments to link compatible land uses, 
and should extend from transit stops to transit service areas.   
 
A high priority bicycle - pedestrian linkage is the connection to the 
Mohawk bike trail.  The concept plan shows three such connections – 
one on the west end of the corridor from British American Boulevard 
along Route 7, then essentially through the River Hill Center property, one parallel to Buhrmaster Road, 
and the third extending from Vandenburg Lane.  In total, approximately six (6) miles of additional 
pedestrian infrastructure is recommended in the plan.   A continuous east-west bicycle connection is also 
recommended.  The bicycle connection is conceived along the south side of Route 7 as a shared facility 
with the new service roads recommended in this plan.  Where service roads cannot be constructed, a 
separate connection should be provided between planned service roads to provide continuous bicycle 
travel.   

Example of sidewalk extending 
through a site driveway 
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Completion of these connections should be considered in the context of the Town’s Comprehensive Plan 
and would satisfy multiple project objectives by providing a legitimate travel alternative to the motor 
vehicle, encouraging bicycle and pedestrian use, serving transit stops, enhancing quality of life, and 
preserving the capacity of Route 7 into the future.  
 
Table 4.3.6 – Recommended Pedestrian Linkages 

Segment Approximate Length 
Route 7, Wade Road to Latham Circle south side 5000 feet 
Route 7, Wade Road to Latham Circle north side 4000 feet 
Forts Ferry Road one side 4000 feet 
Mill Road one side 4400 feet 
Sparrowbush Road one side 5000 feet 
Connection to Mohawk Bike trail 1500 feet 
Buhrmaster Road connection 2600 feet 
Vandenburgh Road extension 1000 feet 
Latham Farms to Improved Route 7 transit stop 500 feet 
Latham Circle Mall to improved Route 7 transit stop 500 feet 
Trail opposite Latham Retail 1500 feet 
Farm Brook & Shaker Creek Trails  Not quantified 
Other internal site development pedestrian facilities Not quantified 
Total  6 + miles 

 
Future Transit  
  
The popularity and flexibility of the existing CDTA Shuttle 
fly service makes this an attractive form of transit for local 
access in the Route 7 corridor.  Discussions with CDTA 
indicate that there is a possibility to implement a similar 
service on the east end of the NY 7/ NY 2 corridor.  At the 
moment it appears that the existing Shuttle Fly service would 
remain intact and that a comparable service could possibly 
be developed around the Route 9 corridor.   
 
One of the CDTA’s goals is to maintain the integrity of the existing trunk routes with minimal route 
deviations.  Redevelopment of the Latham Circle Mall is a prime opportunity to improve transit.  The 
trunk and feeder concept involves maintenance of the trunk service such as Route 70 between 
Schenectady and Troy, and Route 90 between Troy and the Crossgates Mall, with supplemental feeder 
routes that tie into the longer trunk routes.  Improving the frequency and reliability of the trunk routes is 
key to making this type of system work. A service comparable to the existing Shuttle Fly could become a 
feeder service in the Latham Farms Latham Circle mall area and beyond.  One of the most significant 
elements to facilitate this type of transit future is the development of an adequate pedestrian system. 
Operational costs to maintain the service is a primary issue requiring a partnership between the Town of 
Colonie, the CDTC, the CDTA, and private sector interests.  Over time as the area develops a feeder 
service like this may become more feasible and will require additional study.   

 

CDTA Shuttlefly flexible route service 
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4.4 TRANSPORTATION SUMMARY AND PERFORMANCE EVALUATION  
 

Major changes to Route 7 will not be required to accommodate traffic generated by development in the 
corridor. The traffic analysis demonstrates that the existing cross-section of study area roadways with 
proper access management will provide sufficient capacity to handle the additional development predicted 
under the planned future (scenario 2).  While level-of-service in the corridor will continue to operate at 
acceptable levels for the foreseeable future, several improvements should be explored to reduce traffic 
conflict.  Driveway consolidation, use of shared driveways, installation of curbing, interconnected parking 
lots, and other arterial management actions would go a long way toward reducing traffic conflict in the 
corridor.  Possible access management improvements are outlined on the concept plan and at the end of 
Section 5.  The successful implementation of these access management actions will depend on the 
collaborative efforts of NYSDOT, Town of Colonie, and affected property owners. 
 
As development occurs, a series of connector roads linking individual parcels rather than individual 
driveways should be constructed as shown on the concept plan.  By better managing access and by 
constructing additional connector streets in the study area, the roadway system would be more complete 
and street spacing more appropriate to the suburban development in the area than is the current situation.   
In general, construction of raised medians on Route 7 and the proposed connector roads shown on the 
concept plan would have important transportation benefits compared to the trend-based future. 
 
The proposed connector roads would help advance economic development goals of the Town by 
promoting more efficient use of land and transportation systems.  Because the connector roads would 
provide access to most parcels in the study area, direct access to the major street system via individual 
driveways can be minimized.  Avoiding the construction of new driveways and consolidating or 
eliminating existing driveways would help preserve traffic-carrying capacity, minimize traffic conflicts 
and crashes, and reduce the need for additional mainline capacity.  Further, providing connecting 
roadways will add flexibility to the street system which is especially important for incident management 
(dealing with traffic crashes) and providing emergency vehicle access.  The resulting transportation 
system will connect commercial developments, disperse traffic, and ensure safe and efficient pedestrian 
access to the arterial street system. Connectivity between developments can help avoid unnecessary use of 
Route 7 by local traffic. 
 
In addition to the physical and operational improvements to the Route 7 corridor that include various 
intersection treatments and arterial management actions, travel demand management (TDM) is also 
considered a critical strategy to ensure that the Route 7 corridor functions well into the future.  Appendix 
C includes a comprehensive description of regional and local TDM initiatives that affect the corridor. 
 
The following table summarizes a transportation and land use performance evaluation for the two 
alternatives, and demonstrates that the concept plan (scenario 2) performs better than the build out under 
existing zoning (scenario 1) in terms of satisfying the goals and objectives of this study. 
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Table 4.4.1 Performance Evaluation  
 

Goals Performance 
Characteristics 

Performance 
Measures 

Performance 
Objective 

Scenario 1  
Trend-based Future 

Scenario 2  
Plan-based Future 

Preserve and Manage the Transportation System   
Mainline volume to 
capacity ratio (V/C) 

Mainline volume is less 
than practical capacity  

Most segments near 
capacity Worst case 
V/C= 1.26 

All segments below capacity. 
Worst case V/C = 0.86 

 
Limit traffic congestion to peak 
period 

Intersection level of 
service 

Intersection LOS E or 
better  

Most intersections  LOS 
E or LOS F 

One intersection LOS E.  All 
others LOS D or better 

Provide good access management Level of compatibility 
index (driveway 
frequency)  

Level of Compatibility 
“C” or better (tolerable 
access related traffic) 

Predominantly LOC E.  
Worst case LOC F 

Predominantly LOC C Worst 
case LOC D 

Encourage a mix of development 
with low vehicle trip generation 
during both peak and off-peak 
periods of the day 

Pm peak and daily 
vehicle trips 

Manage to minimize 
vehicle traffic as 
compared to the trend-
based future 

 
8400 VPH 

 
5300 VPH 

Maintain and Improve the Quality of the Natural, Built and Human Environments 
(i.e. Quality of Life and Community Character) 

  

Keep traffic out of residential 
neighborhoods 

Percent of short-cut 
traffic 

Thru traffic on major 
local streets should be 
minimized.  Other local 
streets should be limited 
to nearby residents. 

 
Greater potential for 
increased through traffic 

 
Little or no increase in 
volume 

Promote compact urban form and 
density, integrated  to encourage 
walking, and shared parking.  
Discourage auto-oriented 
developments such as drive-thrus 
and large format retail  
Develop nodes that facilitate transit 
and walking with destinations that 
are centralized and connected. 

 
 
Amount, location and 
type of land use. 

 
 
Proximity/clustering of 
compatible and 
complementary uses - 
qualitative assessment 

 
 
Continued auto-oriented 
development.  Lacks 
necessary zoning to 
promote desired mix, 
scale and density of uses 

 
 
Focused development around 
nodes with site design and 
connections to facilitate non-
auto travel.  Town pursuing 
zoning revisions to foster 
desired land development 
characteristics 

Develop Route 7 as an attractive 
corridor with architecturally 
pleasing design features 

Quality of building, site, 
transportation and  
streetscape features 

Provide design 
guidelines for new 
development 

 
Lacks necessary design 
guidelines 

 
Town pursuing architectural 
design guidelines, and site 
development standards. 

Recognize the Economic Development Potential and Fiscal Value of this Corridor to 
the Town 

  

Maintain and enhance the 
economic vitality of the corridor.  
Create desirable destinations 

Strong market for 
desired uses.  

Assessed value of new 
development in the 
corridor 

Strong market for status 
quo 

No discernible difference in 
market value according to the 
Urban Land Institute6.  
Market shaped to Town’s 
vision. 

Plan for All Travel Modes   
 
Extent and location of 
continuous sidewalks 

Sidewalks along Route 
7 and other arterials 

Average to good 
sidewalk coverage with 
gaps. 

No gaps in sidewalk coverage 
on Rt 7, with connections 
between uses outside the 
corridor 

Pedestrian crossing 
quality at intersections 
(Pedestrian index) 

All intersection 
approaches with high 
quality pedestrian 
crossing.   

20 crossings with 
limited connectivity to 
sprawl development 

48 ADA compliant crossings 
with proper lighting and 
count down pedestrian signals 
linking compact design 

 
 
 
 
 
 
Provide good quality pedestrian 
and bicycle access in the corridor 

Bicycle 
accommodations 

Bicycle LOS D or better  Even at LOS D Rt 7 is 
not conducive to 
bicycling to the general 
public 

With off road connections, 
overall bicycle system will be 
improved. 

Extent and quality of 
service 

Maximize access to 
shuttle fly type service 

Access to Shuttle Fly 
service is limited to the 
west end of the corridor 

Plan calls for expansion of 
Shuttle Fly service, but 
requires pro-active 
discussions with CDTA 

 
 
Provide good quality transit service 
and ensure transit access 

Extent of  pedestrian 
connections to mainline 
stops 

Ability to serve 
mainline fixed route 
service 

 
Status quo 

Pursue pedestrian linkages 
between Rt 7 and adjacent 
land uses.  

 

                                                      
6 Higher Density Development – Myth and Fact, Urban Land Institute, 2005, page 13. 
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4.5 THE PREFERRED FUTURE 
 

Based on the comparative transportation analysis, it is evident the Alternative Future Concept Plan 
(Scenario 2) would significantly outperform build-out under existing zoning (Scenario 1).  More 
importantly, the Route 7 / Route 2 corridor would perform adequately if Scenario 2 was realized.  
Scenario 1 would result in a breakdown of the transportation system in segments of this corridor.   

 
It must be clear, however, that this conclusion about the Alternative Future Concept Plan (Scenario 2) 
does not mean that there would be an absence of congestion throughout the corridor at all hours of the day 
under this scenario.  As noted throughout this study, success in this corridor will be measured 
comprehensively.  Moving traffic through the corridor is only one objective, and it must be balanced 
against the other objectives.  As a result, some congestion at certain points in the day must be expected 
and tolerated. 

 
Based on community input, the study goals and objectives, and the detailed transportation analysis, it has 
been determined that the preferred future for the NY 7 / NY 2 Corridor is expressed by the Alternative 
Future Concept Plan (Scenario 2).       

 
        

 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 

New mixed-use development in Clarendon, Virginia 
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Section 5 – Recommended Action Plan  
 

5.1 PLAN RECOMMENDATIONS AND IMPLEMENTATION 
 
To achieve the alternative future for this corridor as expressed in the Concept Plan, several changes will 
need to be made to current land use and transportation policies, and specific programs and projects will 
need to be initiated.    
 
Implementation of the corridor vision cited in this report will occur in different stages and will take a 
commitment and coordinated effort on the part of various agencies and land owners in the study area.  
Some of the improvements can be pursued in the short-term, while others will take decades to complete.  
In order to insure successful implementation of the recommendations contained in this report, a 
monitoring process should be established.  As project sponsors, the monitoring is the primary 
responsibility of the Town and CDTC.  It is expected that the Town will immediately pursue an update to 
the zoning in the corridor and develop specific design guidelines consistent with the vision outlined in 
this report.  The Town will then have the mechanisms to accomplish many land use and transportation 
improvements during the site plan approval process.   The CDTC and the Town will update the 
transportation section of the Airport Area GEIS based on the findings of this study.  The GEIS has been a 
valuable tool enabling completion of several transportation infrastructure improvements over the last 10 
to 15 years, and an updated GEIS will further the goals of this study.  On-going coordination will be 
required with the NYSDOT regarding Exit 6 improvements, a possible local road underpass, and other 
longer term improvements such as raised medians.  Similarly, the transit improvements are considered 
longer term and will require coordination primarily between the Town and CDTA. Recommended actions 
fall under the following four topic areas and are described in more detail below. 

 
> Proposed Zoning Amendments 
> Aesthetic Improvements and Illustrated Design Standards and Guidelines 
> Proactive Approach to Critical Sites 
> Recommended Transportation Actions 
 

Proposed Zoning Amendments 
 

The map below illustrates locations where current zoning should be amended to accomplish the land 
use/transportation vision articulated in this plan.  For each area numbered on the map, a corresponding 
description of suggested zoning is provided.  The specific zoning districts, detailed zoning language, and 
appropriate locations within the Town’s code for inserting that language, will be determined in the 
coming months as Colonie undertakes a town wide zoning amendment process to implement its 
comprehensive plan.   
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1. Establish a full mixed-use district (MU-1):  
 
A complete mix of uses – retail, office, entertainment (restaurants, cafés, theaters), high density 
residential (including senior housing), and institutional uses - should be encouraged.  Most uses 
should be allowed by special use permit, meaning that the assumption is that these uses are 
appropriate as long as certain criteria are met to make them “fit” within the district.   

 
The primary criteria for a special use permit in this district should be design.  Illustrated design 
standards for site organization, site design, and architecture (broad architectural elements only) 
should be developed for this district (see recommendation for design standards/guidelines below).  
The Planning Board would be responsible for reviewing applications for a special use permit, and 
would utilize the design standards as an integral part of this review. [Note: the Town of Colonie 
does not currently utilize special use permits in its zoning code.  The draft comprehensive plan 
suggests that the Town consider employing this common zoning technique when it revises its 
zoning code.]   
 
Dimensional requirements and design considerations for this district could include elements such 
as: 
 

> A maximum building footprint of perhaps 20,000 SF and a maximum building height of 
perhaps 4 stories (or 50 feet).  Multiple story buildings, with active uses such as retail and 
entertainment on the ground floors, should be strongly encouraged.  Offices and 
residential units should be encouraged on upper floors. 

 
> Maximum front setbacks should be established.  For buildings fronting on Route 7 or 

Wade Road, the maximum front setback should large enough to accommodate a curb and 
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generous planting strip plus a wide sidewalk (perhaps a maximum front setback of 20 to 
25 feet from the edge of pavement).  A planting strip of 8 to 10 feet would provide a 
comfortable buffer between traffic on these roads and the sidewalk.  Shade trees, planters, 
or other appropriate landscaping could be incorporated in the planting strip.  A wide 
sidewalk of perhaps 10 to 15 feet would allow for pedestrian circulation and appropriate 
sidewalk activity (tables, sidewalk retail, etc.).  Buildings fronting on internal, local roads 
should still require a wide sidewalk, however, a planting strip would not be necessary to 
separate pedestrians for moving traffic.  Instead, on-street parking, street trees (with 
planting grate), and sidewalk furniture such as benches, light posts, and/or planters, 
would provide an appropriate buffer.  The maximum front setback for buildings along 
these internal streets could be perhaps 15 to 20 feet from the edge of pavement. 

 
> Zero side yard setbacks to allow buildings to be constructed next to one another.  A 

“minimum frontage buildout” of almost 100% for buildings could also be established to 
ensure that buildings cover all or most of the frontage line, creating a continuous or near 
continuous façade along the sidewalk.  This would enhance the pedestrian environment in 
this district. 

 
> Off-street parking should be in the rear of buildings, or internally located within blocks.  

Structured parking, with active uses at street level, should be encouraged as an alternative 
to surface parking lots. 

 
> Streets within this district should be interconnected (no dead-ends or cul-de-sacs).  

Sidewalks should be required on both sides of the street.  Well-defined crosswalks, small 
turning radii at intersections, and other traffic calming elements should be incorporated 
into the design of the internal street system to ensure that an attractive and safe pedestrian 
environment is created in this district. 

 
> The Town’s green space requirement should be modified for this district. The percentage 

of green space in this mixed-use district is not as important as the quality and design of 
that open space.  In this setting, green space should be organized in a formal manner as 
one or more parks, community greens, or squares. 

 
Sample mixed-use zoning language under consideration in another Town in Upstate New York is 
provided in the box below. 
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2. Establish a second, partial mixed-use zoning district (MU-2) 

 
This district would be similar to the Town’s current Commercial H District in terms of use.  
Allowed uses in this district should include office, light industrial, small service retail, hotels, and 
institutional uses.  Residential uses are not contemplated for this district, and retail uses would be 
limited to buildings that front on Route 7 or Wade Road extension.  Most uses should be allowed 
by special use permit, meaning that the assumption is that these uses are appropriate as long as 
certain criteria are met to make them “fit” within the district.  Light industrial uses within this 
district may include light assembly, technology-based businesses, and other low impact industrial 
uses.  The uses may vary slightly from Area 2 in the east and Area 2 in the west 

 
Like in the full mixed-use district (MU-1) described above, the primary criteria for a special use 
permit in this district should be design.  Illustrated design standards for site organization, site 
design, and architecture (broad architectural elements only) should be developed for this district 
(see recommendation for design standards/guidelines below).  The Planning Board would be 
responsible for reviewing applications for a special use permit, and would utilize the design 
standards as an integral part of this review.  
 
Dimensional requirements and design considerations for this district should be similar to those in 
the MU-1, however there should be more flexibility provided for interior portions of district.  For 
example, in the area south of the Route 7 frontage parcels, buildings should still be located close 
to the sidewalks with parking in the rear to make walking a pleasant option.  However, because 
this will not be a high retail area, sidewalks can be of standard (minimum five foot) width, and a 
small landscaped area between the sidewalk and the building would be appropriate.  Similarly, 
buildings do not need to be immediately next to one another and the “minimum frontage build-
out” could be reduced substantially to perhaps 60%.   
 
Because the use districts and the design 
recommendations do not necessarily match, 
it might be more appropriate to separate 
these two regulatory elements.  In other 
words, the uses described for MU-1 and 
MU-2 above could be assigned to districts 
that generally follow the boundaries of area 
1 and 2 on the map in the zoning 
amendments discussion.   However, the 
design standards could be implemented by 
establishing separate overlay districts as 
shown on the map at right.  The overlay 
zone bounded by the dotted orange line on 
the map at right covers all of area 1 and part 
of area 2.  The more formal urban design 
elements described under MU-1 above could 
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be applied to this overlay district.  The second overlay zone, bounded by the dashed blue line on 
the map above, covers the remaining portions of area 2.  The more flexible urban design 
standards described under MU-2 above could be applied to this overlay district.  
 
For the western end of the corridor, also identified with a #2 on the map, the more flexible urban 
design standards identified under MU-2 above should also be applied.  Therefore, the second 
overlay zone (the one bounded by the dashed blue line in the example above) would also be 
drawn over this area if overlay zoning is used.  
 
3. Consider rezoning this area for office and residential uses.  
 
It might be possible to develop this area with two-story, mixed-use buildings.  Office space on the 
ground floor would be oriented to Wade Road extension.  Residential units on the second floor 
would have access at ground level from the rear of these buildings.  Sidewalks should be 
provided along Wade Road Extension and Sparrowbush Road to ensure that pedestrian 
connections exist between residential areas to the north and west, and the Latham Retail shopping 
center and the Route 7 mixed-use area to the south.  Access in this area should be encouraged 
along Wade Road Extension whenever possible. 
 
4. This area should be rezoned for residential transition.  
 
Most of the existing buildings in this area are detached residential structures consistent with those 
in the adjoining neighborhood.  Most of the buildings remain residential, however, some have 
been converted to non-residential uses such as small offices or services.  As contemplated in the 
preferred plan alternative, residential uses should be able to continue in this area, and small non-
residential uses should be permitted here too as long as they do not negatively impact the use and 
enjoyment of adjoining residential properties.  Any new structures in this area should be 
constructed at a similar size and scale, and should utilize similar building forms and materials, as 
the homes in the neighborhood.    

 
The Town of Colonie’s existing E3 Business District could probably be used to implement the 
zoning recommendation for this area.  However, design guidelines should be developed for this 
district to ensure that its residential character is preserved, and performance standards should be 
developed to protect existing residential properties from any potential negative impacts (such as 
noise, light, odors, etc.) from new non-residential neighbors. 
 
5. This area on the south side of Route 7 should be rezoned for multi-family or higher density 
residential use.   
 
The design guidelines that were discussed under MU-1 above could also be applied to this zoning 
district if an overlay technique is utilized.  In this area, shared driveways and connections to trails 
would also be recommended. 
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6.  This area has been identified for conservation and conservation subdivision in this study, 
and in the Town’s proposed comprehensive plan.   
 
The comprehensive plan recognizes this area as one of several in the Town that is characterized 
by relatively large tracts of undeveloped land, and is either in the path of development or could 
support additional development.  The comprehensive plan recognizes these as the few remaining 
areas of open space in the Town.  The intent is to preserve the character of these areas as open 
spaces, while allowing for development to occur.  The comprehensive plan recommends a 
combination of conservation subdivision design, for sites that are proposed for development, or 
acquisition of land or easements from willing landowners as tools that the town should use to 
create a network of open spaces.  

 
As recommended in the comprehensive plan, all of this area should be zoned for low-density 
residential development with the required use of conservation subdivision design.   
  

Aesthetic Improvements and Illustrated Design Standards and Guidelines 
 
One of the most commonly cited concerns was the overall look and aesthetics of the area.  The following 
treatments provide opportunities to enhance the visual appeal of the roadway: 

 
> Encourage the creation of a “green roadway” 

through enhanced landscaping, roadside buffer made 
of trees, shrubs, and other vegetation.  A consistent 
continual tree line adds order and clarity to the 
roadside.  The type of landscaping in place at the 
Route 7/Albany Shaker Road intersection should be 
used as the model for the corridor.  Other good 
examples include the Jiffy Lube west of Wade Road, 
Broadway in Saratoga Springs, and Route 
50/Northline Road.  

 
> Other possible aesthetic improvements include the 

removal of sign clutter, minimizing parking close to the road, and placing power lines and other 
utilities underground.   

 
Illustrated design standards and guidelines should be established for all commercial and mixed use zoning 
districts.  Design standards and guidelines encourage or require that certain design elements are addressed 
as new development, or substantial alteration of existing structures, are reviewed and approved.  Design 
standards and guidelines can be organized in the following manner: 

 
> Site Organization addresses issues related to building placement, street layout, parking location 

and access.   
 
> Site Design addresses issues related to the aesthetics and function of a site to be developed, and 

the potential impact of the development on neighboring properties.  Design elements such as 

Example of landscaping at Mobil station at 
Route 7/Albany Shaker Road intersection 
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screening and buffers, lighting, sidewalks and other public spaces, signage, and utilities are 
covered here.   

 
> Architecture addresses general building elements such as scale and proportion, roof style, façade 

treatment and fenestration, awnings and canopies, specialty equipment, and broad 
recommendations for color and material.   

 
Examples from other communities in New York State are provided below.  Illustrations like these should 
be developed for areas of the Route 7 Corridor such as the MU-1, MU-2, and residential transition areas 
described above.  

 
 
 

     
 

Off –street parking at the side and rear
of buildings only. 

Buildings located close to the street with a
consistent setback between adjoining
buildings.  Small, landscaped front yard
encouraged.  

Utilize cross-easements to provide shared
access to parking whenever possible.  

Drive thru facilities (if necessary) shall be located at the
side or rear of buildings, out of view from public streets.
Landscaping should be used to further reduce the
visibility of drive-thru facilities.  Pedestrian safety and
internal vehicular circulation must be considered in the
design of any drive-thru facilities.  

Main façade and entrance facing the street.  On a corner
lot, main facades along both streets, and entrance at the
corner.  A secondary entrance to rear parking is strongly
encouraged.  
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Mixed-use, multi-story 
buildings preferred.  
Windows and doors on all 
facades that face public 
streets.  

Oftentimes, design standards and guidelines can be developed for several areas of a community through the use 
of a simple matrix format such as this from the Village of Cambridge in Washington County. 
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Proactive approach to critical sites 
 
Certain areas within the corridor are critical to the overall success of this effort, either because of the 
imminent nature of development proposals and/or because they occupy special sites.  Examples of such 
areas are the Latham Circle Mall area and the Route 7 / Wade Road area.  In these areas, the Town 
Planning and Economic Development Department (PEDD) should take a more proactive approach in 
order to influence the outcome of development.  The PEDD could: 

 
> Communicate the intent of this study to the development community in the region through 

various means of information dissemination. 
> Approach individual property owners in these areas to discuss how the study’s goals and their 

individual desires can be achieved for mutual benefit. An example of a critical site where this 
might be appropriate is the Latham Circle Mall.  Due to the unique circumstances of this 
individual site, it is recommended that the Town’s Planned Unit Development (PUD) provisions 
be utilized to implement the hybrid mall concept suggested in this plan.  The PEDD could 
approach property owners to discuss such a concept. 

   
Recommended Transportation Actions 
 
The basic transportation recommendations are to facilitate a multi-modal future and preserve and improve 
the capacity and safety of Route 7 through good arterial management including raised medians and 
service roads, advanced traffic signal and pedestrian crossing technology, and promoting compact land 
development that supports pedestrians, bicyclists and transit.  The plan-based future does not warrant 
widening of Route 7, but its success does depend on the following improvements: 
 
Capacity / Traffic Control Improvements 
  

> The Study reaffirms the need to improve Exit 6 which is currently being designed by the 
NYSDOT. 

> Signal coordination and other ITS technologies to maximize the capacity and efficiency of 
through traffic.   

> Provide a left turn lane or a roundabout on Wade Road south of Route 7 as part of the future 
access to the developable land between Wade Road and Exit 6. 

> Provide a roundabout at the Route 7/Albany Shaker Road intersection as a safety and gateway 
improvement to the Albany International Airport area. 

> Opportunities for roundabouts should be explored at other Route 7 intersections including Old 
Niskayuna Road, British American Boulevard, Mill Road, Latham Farms and Sunset Drive.  
Outside the corridor, roundabouts should be considered at the Wade Road intersections with Old 
Niskayuna Road, Avis Drive, New Service Road; the Wade Road Extension intersections with 
Forts Ferry Road, and Sparrowbush Road.   
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Access Management 
 

> Pursue access management improvements as part of future development projects, and retrofit 
improvements to existing projects.    

> Pursue right in, right out access to/from future development  
> In the short term, pursue raised medians in three areas of the corridor – 1) west of the Latham 

circle, 2) between Exit 6 and Wade Road, and 3) between Vly Road and British American 
Boulevard.  In the long term, pursue raise medians near Mill Road and along Route 7 for the 
entire corridor.  

> Explore feasibility of creating a north-south local road underpass on the west side of the Exit 6 
interchange project as part of the NYSDOT bridge project. 

> As property redevelops, provide an access road between Sunset Lane and Utica Avenue on the 
south side of Route 2. 

> Pursue internal site access between the existing Latham Retail Center and the developable land 
fronting on Forts Ferry Road. 

> Implement additional channelization improvements on Forts Ferry Road, where it transitions 
from one-way to two-way travel. 

> Pursue improvements to Whitney Road/Route 7 intersection.  Realign the existing frontage road 
through private property to provide greater set-back.  Also, pursue access through private 
property from developable parcel northeast of this intersection. 

> Construct a public road between the NYSUT Drive and Wade Road, parallel to Route 7. 
> Provide a roadway connection east of Wade Road and south of Route 7 connecting Rensselaer 

Avenue and Wade Road.   
> Coordinate with the Albany Airport to construct an east-west frontage road between Old 

Niskayuna Road and Albany Shaker Road. 
> Provide a continuous access road between Ronald Drive and Rosendale Road. 
> Realign Buhrmaster Road and Old Niskayuna Road to create a 4-way intersection controlled by a 

traffic signal or a roundabout. 
> Construct a street connection from the end of Laura Drive to Old Niskayuna Road. 

 
Transit 
 

> Coordinate with CDTA regarding infrastructure improvements including stop locations, shelters 
and pedestrian improvements.  

> Explore implementation of a Town/CDTA partnership to fund an on-demand transit service on 
the east end of the corridor including Route 9, Latham Farms, and Latham Circle Mall (similar to 
the existing Shuttle-fly service). 

> Pursue pedestrian improvements between transit stops and major service areas to better serve 
transit riders and reinforce the transit trunk service. 

> Seek private development funding of certain multi-modal transportation improvements such as 
transit shelters and sidewalks on or adjacent to property under development.  
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Traffic Calming / Neighborhood Improvements 
 
It is acknowledged that the Town is currently conducting a traffic calming study.  The following 
improvements should be considered as part of that larger study. 
 

> Pursue construction of a roundabout on Mill Road at the entrance to the Mill Road golf course. 
> Provide sidewalks on at least one side of Mill Road, Forts Ferry Road, and Sparrowbush Road. 

 
Pedestrian and Bicycle Improvements 
 

> Improve pedestrian accommodations at street 
crossings where partial crossings currently exist, at a 
minimum include Vly Road, British American, Mill 
Road, Exit 6, Latham Farms, and Herbert Road.  

> Provide well-defined ADA compliant crosswalks, 
with street print, pedestrian count down timers and 
street lighting for better nighttime visibility.    

> Fill gaps in existing sidewalk system by providing 
sidewalks in the vicinity of Exit 6 (as part of the Exit 
6 project) and on both sides for Route 2 between 
Exit 6 and the Latham Circle Mall. 

> Consider a trail system opposite Latham Retail connecting to Sparrowbush Road.  
> Pursue a trail along the Farm Brook with a possible connection to the Mohawk-Hudson Bike-

Hike Path. 
> Pursue sidewalk and multi-use path linkages as describe including the high priority linkage from 

British American Boulevard to the Mohawk-Hudson bike-hike trail.  Consider a grade separated 
crossing at this location. 

> Include pedestrian and bicycle accommodations with new connector roads. 
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5.2 GOAL REFLECTION 
 
The following charts provide a visual representation of the overarching plan recommendations in 
relationship to the four specific goals identified in Section 2.  
 

GOALS 
RECOMMENDED 

ACTIONS 
Preserve and 
Manage the 

Transportation 
System 

Maintain and Improve the 
Quality of the Natural, Built 
and Human Environments 

Recognize the Economic 
Development Potential and 
Fiscal Value of this Corridor 

to the Town 

Plan for All 
Travel 
Modes 

Zoning Amendments 
   √ √ √ 

Aesthetic Improvements and Illustrated Design Standards and Guidelines 

   √ √ 

 

Proactive Approach to Critical Sites 

    √ √ 

 

Transportation Actions 
 
   Capacity /  Traffic Control Improvements 
  √ √ 

  

   Access  Management 

  √ √ 

  

   Transit 

   √ 

 √ 

   Traffic Calming/Neighborhood Improvements 

  √ √ 

 √ 
   Pedestrian and Bicycle Improvements 
   √ 

 √ 

 
 





























































































 
 
 
 
 
 
 
 
 
 
 

APPENDIX D 
 

ROUTE 7 ENVIRONMENTAL JUSTICE ASSESSMENT 



Environmental Justice 
 
Increased attention has been given to the National Environmental Policy Act (NEPA) 
related to its ability to balance overall mobility benefits of transportation projects against 
protecting quality of life of low-income and minority residents of a community.  
President Clinton issued Executive Order 12898 to bring attention to environmental and 
human health impacts of low-income and minority communities – referred to as 
environmental justice – when federal funding is involved.  The goal of environmental 
justice review is to ensure that any adverse human health or environmental effects of a 
government action, such as federally-supported roadway or transit project, does not 
disproportionately affect minority or low-income residents of a community or 
neighborhood.  Environmental justice is a public policy objective that can help improve 
the quality of life for those whose interests have traditionally been overlooked. 
 
The CDTC staff has completed a review of civil rights/environmental justice impacts of 
transportation actions proposed under this study.  Based on a review of the latest socio-
economic data available, the CDTC staff has determined that there are five target 
environmental justice population groups in the corridor.  Even so, all of the transportation 
recommendations for the study would provide fair access and do not result in negative 
impacts to any minority or low-income residents.  However, additional information 
gathered through the public review process could suggest a different outcome.  In 
addition, examination of regional equity impacts would be necessary if any transportation 
action is considered for inclusion in CDTC’s Transportation Improvement Program. 
 
Equitable access to, consideration within, and effects of the design and implementation of 
federally assisted projects is also a key aspect of environmental justice.  However, design 
and construction is the responsibility of implementing agencies in the region.  For 
projects identified in this study, implementing agencies would either be the New York 
State Department of Transportation, Capital District Transportation Authority, Albany 
County, or the Town of Colonie. 

 
 


	Text7: Figure 3.1.1
	Text5: Figure 3.2.1
	Text8: Figure 3.5.1
	Text6: Figure 4.1.1
	Text1:     Figure 4.1.2


