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CHAPTER 1: EXECUTIVE SUMMARY

The Capital District Transportation Committee (CDTC) is the designated metropolitan planning organization

( MPO) serving the four counties of New Y oYakd@shenectagyi t a l re
As the entity responsible for both near term and long range transportation planning, CDTC chose to undertake

this Freight and Goods Movement Study to better understand the role and profile of freight transportation

throughout the region. This will in turn contribute to making appropriate investments to support the efficiency and

safety of goods movement.

Stakeholder Involvement

An important part of the process of developing this study was input and review provided by key stakeholders and
the public. People who own and operate different elements of the freight-related transport business are an
excellent source of information. This includes infrastructure owners, including transportation agencies, railroad
companies, ports, and airports; carriers; shippers and receivers; and land developers. The primary mechanism for
stakeholder involvement was the CDTC Freight Advisory Committee. This standing committee meets regularly
and comprises representatives of the freight and logistics industry, developers, and public agencies. The FAC
offered valuable input at each stage of study development. In addition, the study team conducted a variety of
individual interviews and small group meetings with freight stakeholder in the region and also conducted field
visits to several key freight facilities.

Overview of Modern Freight and Goods Movement

Freight moves by five primary modes: truck, rail, water, air, and pipeline. Some trips are by a single mode, others
are multimodal and involve transfer at a terminal facility. Globally, shippers and receivers choose modes of
transportation based on cost, timeliness and reliability. Each mode has advantages and disadvantages for the
shippers and receivers, as well as for the environment and society. Each mode also has different capacity,
reliability and cost-effectiveness for different types of shipments.

The term frommodityd usesl to describe an item traded in commerce, whether or not it is a raw material or a
finished product. Commodities are typically transported in one of three forms:

1 Bulk Cargo - Cargo that is unbound as loaded.

1 Breakbulk Cargo - Cargo of non-uniform sizes, often transported on pallets, or in sacks, drums or bags.

! The Village of South Glens Falls and the Town of Moreau, while geographically part of Saratoga County, both fall within the planning
jurisdiction of the Adirondack/Glens Falls Transportation Council by agreement with CDTC.
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1 Containerized Cargo - Moved in containers that are used primarily for ocean freight shipment, and which
can be loaded easily and directly onto truck chassis or rail flatcars.

The 6 | a s tis tha pdrt ef the cargo movement trip that delivers the good to the final destination. It sometimes
requires a change in mode. Particularly in densely developed metropolitan areas, this last mile is what
distinguishes freight and goods movement from other freight movement.

Land Use and Freight Typologies

Land Use

It is important for local and regional land use decision-making to carefully consider where and how freight-
generating operations are sited and may expand. The study team reviewed existing land use patterns using land
use data from the Capital District Regional Planning Commission and identified major freight facilities based on
information from regional employers and major stakeholders. From these two analyses, the team evaluated
common characteristics across freight-related sites to create the following land use typology criteria:

1 Intermodal Center - Large facilities that handle container goods

1 Regional Distribution Hub - Large warehouses served by truck and rail

1 Manufacturing Center - Clusters of manufacturers that generate freight trips
1 Suburban Commercial Center - Collections of large consumer retail facilities

1 Urban Core - Central business district locations in dense downtown areas
Freight Priority Network

The CDTC Freight Priority Network (FPN) provides a logical system of routes that facilitate efficient and safe truck
mobility within, to, and from the CDTC region. FPN designation is important because it provides CDTC and its
constituent municipalities, counties, and state agencies with guidance on roadway investment, planning, design
(e.g., clearances, turning radii), maintenance, pavement, signalization, and access management to help support
freight mobility across the region. The study team developed quantitative and qualitative designation criteria for
each route type. Table 1 provides an overview of the FPN route classifications and designation criteria.
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TABLE 1: SUMMARY OF FPN ROUTE CLASSIFICATION TYPES AND CRITERIA

EPN _ Facility _
e Count Requirement Characteristic
Classification )
Requirement
Major Greater than 4,000 Trucks/Day Access-Controlled
Greater than 15% Truck Percentage Highways
If count data is unavailable, Interstate classification qualifies Major Arterials
Minor Greater than 3,000 AADT Major Arterials
Greater than 1,000 Trucks/Day Minor Arterials

Greater than 15% Truck Percentage

Connects to an Intermodal Center LU Typology, Regional Distribution
Hub LU Typology, or Manufacturing Center LU Typology

If count data is unavailable, >3,000 AADT and LU connection qualifies
Connector 100-1,000 Trucks/Day Minor Arterials
Greater than 15% Truck Percentage Collector Routes
Connects to an Intermodal Center LU Typology

Because the freight network is primarily connected via a regional road network, local governments have a
responsibility to work cooperatively at a regional level to foster the safest, most effective network. This report also
includes a toolbox for local governments to consider when coordinating or reviewing freight-generating activities.

Existing Conditions

An important first step in determining regional relationships between freight and land use is to identify regional

popul ati on and empl oyment trends. Forecasts suggest that
6% increase in population through 2030, and the CDTC region will gain nearly 69,000 jobs between 2012 and
2022, an increase of 12%. The top three industries in te

Forestry, Fi shing and Hunting®i,ngod AWhiahepbhéadvtvenalihde
for the region are relatively modest, freight-related industries outpace employment projections at the State level in
terms of percentage growth.

Next, the evaluation of existing conditions looks at existing freight-related infrastructure. Figure 1 provides an
overview of the Ca p ulttmadal fr@&ghtgnfrastruétse system, meludimgall significant
roadways, railways, waterways, air services, pipelines, and freight land use typologies.
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FIGURE 1: FREIGHT ROADWAY, RAILWAY, WATERWAY, AIRWAY, PIPELINE, AND LAND USE FEATURES IN THE CDTC REGION
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The Freight Analysis Framework (FAF) forecasts that the region will experience a 67% increase in freight

movement tonnage between 2012 and 2040. Domestic movements are more than 95% of total freight movements

to, from, and within the Albany FAF zone. More tons are moved within the zone compared to inbound/outbound
movements.

Highway Conditions

Trucking represents the largest mode share by both weight and value in the CDTC region. According to 2012 FAF
data, approximately 91 million tons of freight moved by truck to, from, and within the Albany FAF zone. Intra-zone

movements account for 59% of the truck movements. Significant growth in truck movements is expected.
Movements to the Albany FAF zone and within the Albany FAF zone through 2040 are also projected to increase

in per ton value. The following bullets provide more information on specific features of the highway freight system:

1 2014 Pavement Data: A majority of 76% of the CDTC6 s pav ement cent EPNlhdavaeae mi

rating of A Go,odeaning dstreS8sEsympterslare absent or only beginning to show. Only

2% of roadsonthe FPNfalunder t he categori zati on roddwafisthahe FPNO

fall within #fA Golotérmational Rouwghness ledex (lRE langes. Interstates and other
principal arterials have significantly fewer rough surfaces compared to the minor arterial and collector
roads for both urban and rural segments.

1 Bridge/Crossing Conditions: The majority of bridges on the FPN (65%) are in good condition. About a
quarterof FPN bridges c| assi fy absoldefotamdt sewnwahl|l geocent of
Astructurally deficient.d CDTC routinely |l ooks
requirements on the FPN. In addition, there are three highway-rail grade crossings on the FPN.

1 Crashes: Over the past five years, an average of 267 commercial vehicle crashes occurred annually in
the CDTC region. Most crashes occur on Interstates, particularly 1-787, 1-87, 1-88, and 1-90. 1-787 is
particularly high in crashes. Crashes are mostly concentrated near downtown Albany. On average, about
half of truck crashes occur within the FPN. Most commercial vehicle crashes occur in daylight (72%), but
about 18% occur in dark road unlighted conditions. About 53% of crashes occurred under rain, snow,
cloudy, or other adverse weather conditions.

1 Truck Parking Conditions: There are ten truck parking areas (both public and private) in the CDTC
region, and seven truck parking areas just outside of the CDTC region. Two facilities are no longer in
service. The Thruway offers a significant number of parking opportunities, both within the CDTC study
area and adjacent to the area. The Wilton Travel Plaza at 1-87 (Northway) Exit 16 provides truck parking
in the northern part of the study area, but rest areas closer to the regional core, particularly near the Port
of Albany/Rensselaer and Albany International Airport, offer far fewer truck parking spaces.
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1 Bottlenecks: Albany and Schenectady each have beltway roads: I-787 and 1-890 respectively. These
include significant merge areas that create opportunities for bottlenecks. More common on principal
arterial, minor arterial, and collector facilities are lane-drop bottlenecks. While analyzing individual
signalized intersections is beyond the scope of this study, as CDTC pursues corridor studies that identify
individual intersections requiring capacity improvements, priority should be given to those on the FPN.

1 Intelligent Transportation Systems (ITS) for Commercial Vehicle Operations: The Capital Region
currently has substantial ITS infrastructure installed for Commercial Vehicle Operations technology. Two
Transportation Management Centers hostther e gi o n 6 s :I(1I) Bhe NYySsate €atice and NYSDOT
Region 1 jointly operate a TMC located on Troy-Schenectady Road in Latham;;and (2) NYSTAO®S
headquarters in Albany T jointly operated by NYSTA and the State Police. The Interstate system within
the Capital Region includes various ITS elements to facilitate the operation of commercial vehicles.

Freight Rail Conditions

Rail is an important mode for freight in the CDTC region. According to FAF data, rail moved about 5,607,000 tons
of commodities worth almost $4 billion to, from, and within the Albany FAF zone in 2012. Forecasts for 2040
suggest significant growth in tonnage and low-to-moderate growth in value, resulting in a decrease in the value
per ton of freight moved in, out, and through the region. Farm products, chemicals, petroleum and coal products
and food products move to the region via rail mode. Wood products, clay, concrete, primary metal products and
stone move through the region by rail.

Three Class 1 railroads provide inter-regional freight rail service in the CDTC Region: CSX Transportation (CSX),

Norfolk Southern (NS), and Canadian Pacific (CP). These three firms operate freight rail service across North

America, providing the region with high-capacity service to major freight nodes such as New York/New Jersey,

Buffalo, Chicago, Baltimore, Boston, Atlanta, Montreal, Toronto, Vancouver, and others. In addition, several short

l ine and fAswitchingdo railroads operate in the CDTC regio

The 2009 NYS Rail Plan identified the CSX River Line (west shore of Hudson) between Port Authority of New
York and New Jersey (PANYNJ) facilities and Chicago as one of the most severe bottlenecks in the State due to
single tracking between northern New Jersey Terminals and the Selkirk Rail Yard. This line is also constrained
due to outdated tunnel clearances and at-grade crossings. The Hudson Line (east shore of Hudson) also shares
track with intercity (Amtrak) and commuter rail services (MTA Metro North), which limits freight rail to off-peak
hours.

Water Cargo Conditions

Due to historical dependence on water movements and the presence of navigable rivers and canals, the CDTC
region provides an important link for waterborne cargo. In 2012, about 40 million tons of cargo moved by water to,
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from and through NYS, of which 56% were domestic movements, 31% were foreign, and 13% were intrastate.
The following bullets detail specific features wi t hin t he CDTC regionds waterborne

1 Port of Albany/Rensselaer: The Port of Albany/Rensselaer is the second most active cargo seaport in
NYS and supports over 1,400 local jobs. The Port is located 124 nautical miles north of New York Harbor
on the Hudson River. Channel depths reach 32 feet, and deep water facilities exist on both sides of the
river. Current Port tenants lease space for both short and long term periods. Major tenants include
manufacturers, metal recycling businesses, asphalt producers, and others. The Port of
Albany/Rensselaer handled about 7.5 million tons of inbound and outbound waterborne cargo in 2012,
according to USACE data. The Port accounts for about 4% of waterborne import tons in NYS, about 18%
of waterborne export tons from the State, and about 20% of overall waterborne tonnage movements.

1 Port of Coeymans: The Port of Coeymans is a privately owned facility located 10 miles south of the Port
of Albany on the Hudson and about 100 miles north of key PANYNJ port facilities. Coeymans
accommodates ships up to 750-feet and offers stevedoring, tug, barge, heavy lift, and break bulk
services. The 375-acre port includes a 300-foot inlet channel and a 30-foot fresh water deep draft. The
Port also has warehouse (275,000 square feet) and outdoor storage space available, as well as welding,
cutting, grinding, and other services. The Port is also a permitted construction and demolition waste
processing facility, equipped to process 1,000 tons per day.

1 Canals & Waterways: The Erie Canal is part of the NYS Canal System, which provides access to
Canada through the Port of Oswego and across New York through the Port of Buffalo. Freight-carrying
vessels continue to use the Erie Canal in season. In the Capital Region, the Erie Canal corresponds to
the Mohawk River. As it approaches the Hudson River, it follows a dedicated channel. The Hudson River
is designated as Marine Highway 87 (M-87) aspartof Amer i cabés Mari ne.THEMg8Tway Pr o
route provides a critical connection between the facilities of the Port Authority of New York and New
Jersey to the Port of Albany, also allowing access to smaller ports in between.

Air Cargo Conditions

The CDTC region encompasses 13 commercial and general aviation airports, of which one -- Albany International

Airport (ALB) -- handles regularly scheduled commercial air cargo. The Bureau of Transportation Statistics (BTS)

reports that, in 2012, about 1.5 milliont ons of cargo moved through the Stateobs
20,971 tons (1.4%).

ALB serves as the regionds hub f orFedErahd dPStine2614,4885 car go o
aircrafts landed about 164.5 million pounds of cargo at ALB, averaging about five cargo-only plane landings per

day and 157 per month. ALB operates a 53,000 square foot Air Cargo Facility, accessed via Kelly Road, in the

northeast quadrant of the airport. In addition to cargo-only air carriers, passenger airlines such as American
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Airlines, Delta Air Lines, SouthwexstarAgionl 3m2083jAEBd . Uni t ed
ranked 99" in the nation and fifth in the State landed cargo weight. In 2014, the ALB authorized $5.4 million for

both new construction and improvements to the existing airport infrastructure, including re-pavement and lighting
improvements on the main runway and heavy operating equipment for snow removal.3

Pipeline Conditions

The CDTC region is home to pipelines that handle petroleum products, natural gas, and hydrocarbon gas liquid
(HGL). Selkirk is the terminus for the Enterprise Pipeline, which carries petroleum products from the Finger Lakes
and Southern Tier regions. Enterprise Products also has an HGL line with a terminus in the Clarksville area. A
variety of natural gas pipelines extend throughout the study area. A decline is projected for movements to the
Albany FAF zone, but a significant increase is projected for movements within the Albany FAF zone.

Gaps and Needs

The gaps and needs assessment couples the knowledge of existing and forecasted conditions with an

understanding of stakeholder and community needs to identify where existing facilities, programs and/or policies

do not currently meet demand or may not meet future demand. Figure2s ummar i zes t he regionos
strengths, weaknesses, opportunities, and threats pertaining to freight and goods movement.

2 cargo transported in the baggage hold of scheduled passenger flights.

3 Albany International Airport, http:/flyalbany.com/airport-authority/development-projects
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FIGURE 2: SWOT ANALYSIS OF THE CDTC FREIGHT NETWORK
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Recommendations

The recommendations translate the findings from the Gaps and Needs analysis to a set of projects and programs
for short, mid, and long term implementation in the CDTC area. The recommendations break out into two general
categories: (1) Projects; and (2) Programs, Policies and Studies. Projects involve construction, reconstruction
and/or changes to physical transportation infrastructure. Projects separate into early-action projects and long-
range actions. Programs, Policies and Studies are non-capital initiatives that seek to employ regulatory, guidance

and/or planning tools to facilitate more cost-effective and efficient use of existing and planned transportation

infrastructure. Table 2 and Table 3 include descriptions of the early action and long-range projects suggested.

Table 4 lists the suggested Programs, Policies and Studies.
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TABLE 2: EARLY-ACTION PROJECTS

Project Short Name Project Description County/Muni Mode(s) Esté:r:;ted
NS Intermodal Facility Access Provide turning lanes at NS Intermodal Facility entrance Saratoga/ Highway | $.5M -
Improvements on NY 67 to support safe and efficient truck movements Mechanicville & Inter- $1M
between [-87 Exit 11 in Malta and the facility. modal
Rotterdam Industrial Park Realign and signalize entrance to Rotterdam Industrial Schenectady/ Highway | $.5M -
Entrance Realignment Park at NY 7/ Duanesburg Rd. for safer and more Rotterdam $2M
efficient truck movements at a major logistics center and
improve traffic and non-motorized safety and mobility.
Public Official Training and Develop program that educates local public officials, All All TBD
Model Ordinance Development including planning and zoning boards, about freight
movement. Create and disseminate model ordinances
and regulations for freight related development.
TABLE 3: LONG-RANGE PROJECTS
Project Short Name Project Description County/Muni Mode(s) | Estimated
Cost
NY 67 Modernization NY 67 improvements to support safe and efficient truck Saratoga / Highway $10M
movements between Mechanicville and 1-87 Exit 11 in Malta, & Inter-
Malta (approx. 5.1 miles) Mechanicville modal
1 Signalization at NS Intermodal Facility entrance
1 Turning lanes on NY 67 at major intersections
1 Improved trucker guidance signage throughout corridor
1 Redesign of roundabouts to facilitate safe and efficient
truck movements
Livingston Avenue Bridge Replace Livingston Avenue Rail Bridge and Walkway Albany, Rail / $250M
across the Hudson River between Albany & Rensselaer. Rensselaer Water
1-87 Exit 16 Overpass Add capacity in each direction to accommodate growing Saratoga / Highway $1M
Replacement truck traffic in vicinity when NYSDOT initiates Wilton
replacement of I-87 (Northway) Exit 16 overpass.
1-87 Exit 4 Albany International Build new ramp off Exit 4 to provide direct access to Albany / Highway $33M
Airport Access Project Albany Shaker Road and airport entrance. Colonie | Air
Freemans Bridge Road Grade Grade-Separate Pan Am (ST) Railway Crossing at Schenectady / Highway $10M
Crossing Separation Freemans Bridge Road. Scotia / Ralil
Port of Albany Wharf Expansion | Extend Port of Albany wharf by 2000 feet. Albany / Albany Water $25M
Port of Albany Expansion Acquire 80 acres of industrial-zoned waterfront land. Albany / Albany Water / $10M
Highway
Port of Albany Cargo Handling Construct storage building on Port grounds for heavy lift Albany, Water, $8M
Capacity Upgrade cargo. Rensselaer / Highway,
Albany, Rail
Rensselaer
Container on Barge Service Provide investments in facilities and operations to support | Albany/ Albany W ater TBD
container on barge service between NY/NJ and the Port
of Albany.
Port of Coeymans Rail Extend rail service to waterside at Port of Coeymans. Albany / Rail, $2M
Extension Coeymans water
Port of Albany Dredging Conduct river dredging at south side of Port of Albany. Albany / Albany W ater $1M
Cargo-Supportive Identify and prioritize investments in NYS Canal System Regional W ater TBD
Improvements to Canal System | facilities that support and facilitate cargo movement
within, to, from and through the Capital Region.
Urban Area Hazardous Material | Identify and prioritize safety infrastructure and mitigation Regional Rail TBD

Rail Transportation Mitigation

strategies where trains carrying hazardous materials
(HazMat) travel close to residential neighborhoods and
areas in the urban core of the Capital Region.
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TABLE 4: PROGRAMS, POLICIES, AND STUDIES

Estimated
Project Short Name Project Description County/Muni Mode(s) Implement
ation Cost
Tandem Trailer Lots Relocation Research and identify new locations for existing tandem trailer Albany, Rensse- Highway $200,000
Study lots at Thruway interchanges laer, Stijhenect-
ady
Port Truck Parking Expansion Identify and implement opportunities to improve truck Albany / Albany | Highway TBD
parking adjacent to Port of Albany. / Water
Truck Stop Restoration Conduct planning to reopen closed truck stops on I-87 Rensselaer, Highway TBD
and 1-90 corridors that would provide relief to truck Saratoga /
parking demand in Capital Region. Schodack,
Gansevoort
FPN Bridge Improvement Prioritize the reconstruction of bridges on the FPN to All Highway TBD
Prioritization decrease those classified as “functionally obsolete" or
"structurally deficiento in
Transportation Plan (LRTP) and Transportation
Improvement Program (TIP).
Interstate Lighting Program Add lighting infrastructure on 1-90, 1-87, 1-88, and 1-787 All Highway <$1M
based on objective assessment of needs
I-787 Rail Relocation Feasibility | Coordinate with existing I-787 study to consider removing Albany / Rail TBD
Study the existing CP Rail track in downtown Albany that serves Albany,
the Port of Albany Mechanicville,
W atervliet,
Cohoes,
Bethlehem
Capital Region ITS CVO Identify and implement opportunities to improve truck All Highway TBD
Enhancement parking adjacent to Port of Albany.
Local Delivery Optimization Research and identify policies, procedures and actions Various Highway $150,000
municipalities can employ to support and facilitate safe
and efficient goods deliveries in dense urban zones.
CDTC Freight Data Collection Build on existing regional traffic and transportation data All All TBD
Program collection systems and procedures to include more
detailed and multimodal freight data, including data from
state facilities (e.g., WIM stations) and from the pending
CDTC SHRP2 study report.

Performance Measures

The Capital Region will benefit from CDTC considering the relationship of freight and goods movement to the
overall performance of the regionbs transportation syste
freight performance measures include:

1 Infrastructure i Bridges: Percent Good/Fair/Poor Bridges on All FPN Roads
1 Infrastructure i Pavement: Percent Good/Acceptable/Unacceptable IRl on All FPN Roads
Safety: Number of Fatal and Serious Injury CVO Crashes on the FPN

Mobility: Vehicle-Hours of Delay Applied to Truck Percentage

= = =

Reliability: Planning Time Index/Travel Time Index
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1 Environmental Impact: Truck-related Emissions and Energy Consumption
1 Shipping Mode: Tonnage and Value Shipped by Each Mode

These measures will help to determine progress and changes on the freight system longitudinally to help guide
future investment and planning for goods movement throughout the CDTC region.
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CHAPTER 2: INTRODUCTION, CONTEXT AND PURPOSE

The Capital District Transportation Committee (CDTC) is the designated metropolitan planning organization

( MPO) serving the four counties of New Y o%ahkd@shenectagyi t a l re
As the entity responsible for both near-term and long-range transportation planning, CDTC chose to undertake

this Freight and Goods Movement Study to better understand the role and profile of freight transportation

throughout the region. This will in turn contribute to making appropriate investments to support the efficiency and

safety of goods movement.

The study was not prepared in isolation. It is important to understand a number of underlying contextual elements.
Goods movement is interwoven into the region and its transportation system. For example, when freight moves
via truck it affects roadway safety, bridge and pavement condition, congestion, and community quality of life.

New Visions 2040

CDTC has a longstanding transportation planning process called New Visions. Under this banner, the agency

updates its long range transportation plan every five years, looking as far as 25 years into the future. New Visions
establishes the regionbs transportation investment prior
community development needs. As part of the current New Visions 2040 planning effort, CDTC adopted a series

of planning principles. A number of these principles bear a direct relation to freight transportation and goods

movement. Each is highlighted here:

1 Freight T Our freight system is crucial to the economy; it will be efficient and automated, and will
minimize its impact to communities.

1 Infrastructure T Transportation funding must be sufficient to both repair and sometimes replace our
highway, bridge, and transit infrastructure.

1 Safety and Security i We can significantly save lives and reduce injuries when we decrease traffic
crashes and better respond to traffic emergencies.

1 Travel Reliability i Reliable traffic flow is more important than reducing congestion i traffic congestion is
often a sign of an area® economic vitality.

Environment i Transportation choices should improve our environment, not harm it.
Economic Development i Transportation is critical to our region® economy.

Technology i We must plan for new, smarter, better, and rapidly-changing transportation technology.

= =/ == =

Regional Equity i Transportation investments will address all needs fairly and equally.

4 The Village of South Glens Falls and the Town of Moreau, while geographically part of Saratoga County, both fall within the planning
jurisdiction of the Adirondack/Glens Falls Transportation Council by agreement with CDTC.
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This list demonstrates how deeply goods movement reaches into the community. Indeed, New Visions 2040 puts
forth the following principle for freight:

(ﬁ:reight 1 Our freight system is crucial to the economy; it will be efficient and automated, and will\

minimize its impact to communities. CDTCOSs
enough to encompass all modes, including air, water, rail, and highway. Maintaining the health
and improving the efficiency of freight facilities in the region through public/private partnerships is

a high priority. CDTC6s planning efforts w
prosperity, while also trying to mitigate the negative impacts of all modes of freight movement on

\ local communities.o j

New Visions implicitly acknowledges that goods movement in metropolitan regions is complex and does not lend
itself tosimplefix es. Trucks on area roadways, and trains on t
District without stopping, contributing to costs in terms of wear on infrastructure, congestion, emissions, and

safety hazards without creating benefit. Other trips that either begin or end at locations in the region provide the
goods movement necessary to support |1 ocal i ndustries
trips include air and maritime cargo. Finally, there are many truck trips that move entirely within the Capital

District, moving goods from distribution centers to retail establishments, healthcare centers, or educational
institutions.

Public Policy: The Legislative and Regulatory Environment

Although certain market aspects have been deregulated, transportation is still a highly regulated industry. CDTC
needs to maintain an awareness of the regulatory environment in which goods movement occurs, with the
recognition that they cannot influence legislative or regulatory changes.

Moving Ahead for Progress in the 215t Century (MAP-21)

1 This law authorizes the programs of the Federal Highway Administration (FHWA) and Federal Transit
Administration (FTA). It expired on September 30, 2014, and has since been extended by Congress three
times, the most recent to October 29, 2015. This law shifted the focus of FHWA investments to the
National Highway System (NHS), which includes the Interstate Highway System and other high-level
highways. The New York State Department of Transportation (NYSDOT) makes the primary decisions on
selecting projects to be funded by the National Highway Performance Program. The FHWA Surface
Transportation Program provides resources to CDTC to be used for a broader range of roadways.

1 MAP-21 also elevated the importance of freight in national transportation policy. It included requirements
for a National Strategic Freight Plan, National Freight Advisory Committee, National Freight Network, and
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encouragement to states to prepare their own freight plans. It did not provide dedicated funding for
freight-related highway improvements. The Draft National Strategic Freight Plan was published for
comment on October 20, 2015.

Trucking Regulation

1 The two highest profile issues are (1) driver hours of service rules and (2) truck size and weight. The
Federal Motor Carrier Safety Administration (FMCSA) issued a Final Rule on driver hours of service in
late 2011, after years of debate on safety benefits versus costs to the industry. The rule specifies how
many hours a driver can drive during a day and a week; and the length of required rest periods.

1 Regulation of truck size and weight is a combination of federal and state rules. FHWA establishes the
maximum weight of trucks operating on the IHS; and the size and make-up of trucks operating on the
National Network of highways. States may establish their own size and weight limits as long as they
comply with the rules for the Interstate and National Network systems.

Rail Regulation

1 The Staggers Act of 1980 deregulated the business side of the railroad industry. The Surface
Transportation Board was created in 1996 and given economic regulatory oversight of railroads, including
rates, service, the construction, acquisition and abandonment of rail lines, carrier mergers, and
interchange of traffic among carriers.

1 Hours of service for train operators, dispatch, and signal employees is established in Federal legislation
rather than rulemaking. The Federal Railway Administration (FRA) issued a rule requiring the deployment
of Positive Train Control technology by the end of 2015. This communications link between trains and rail
infrastructure will enhance train safety with automatic controls such as speed correction and braking.

Hazardous Material Transport

1 The US Pipeline and Hazardous Materials Safety Administration (PHMSA) is responsible for regulating
and ensuring the safe and secure movement of hazardous materials to industry and consumers by all
modes of transportation, including truck, rail, and pipeline. This includes the handling and labeling of all
hazmat shipments, the vast majority of which are petroleum products including gasoline, diesel, and
home heating ail.

1 PHMSA and FRA recently issued a joint regulation on the transport of crude oil by rail, which is of interest
to CDTC since such trains regularly traverse the Albany urban area. The rule introduces new standards
for tank cars and operational protocols.
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Institutional and Governance Considerations

Freight moves by five primary modes: truck, rail, water, air, and pipeline. Some trips are by a single mode, others

are multimodal and involve transfer at a terminal facility. For example, a shipping container may arrive at Norfolk

Sout hern Rail way6s Mechanicville yard and be transferred
propane arrives by pipeline at the Enterprise Pipeline terminal in Selkirk for delivery by truck to local energy

companies. Cargo being exported through the Port of Albany will arrive at the dock by truck or rail.

The modal nature of goods movement is important not only in terms of infrastructure, but also because of issues

of ownership and investment . TtheStareeguntiesncdiess, towonsavdlagesyaed ar e o0
the NYS Thruway Authority. As such, construction, maintenance, and operations are publicly financed. Other

publicly owned and operated facilities include the Port of Albany and the Albany International Airport. The Albany

Port District Commission comprises members appointed by the Mayors of Albany and Rensselaer. The Albany

County Airport Authority is a component unit of county government. Much of the remainder of freight

transportation infrastructure is privately owned, including railroads, pipelines and terminals, and the Port of

Coeymans.

In 2011, the State of New York created the Regional Economic Development Councils as a means of focusing
economic development initiatives. The Capital Region Economic Development Council (CREDC) covers an eight-
county area that includes the four counties of CDTC as well as those covered by the Adirondack/Glens Falls
Transportation Council (Warren and Washington Counties as well as the Town of Moreau and Village of South
Glens Falls in Saratoga County). The purpose of the CREDC is to seek out and screen economic development
proposals that fit within its adopted goal structure, and apply for funding for an annual program of priority projects.
While the Council has been successful in competing for State economic development funds, it has not focused on
freight-related infrastructure. An exception in its 2014 program of projects is a $5.1 million project to improve the
Port of Coeymans. This is related to the Port being selected as the location for fabricating the steel members for
the new Tappan Zee Bridge, which are then transported by barge downstream to the bridge location.

The complexity of governance means that CDTC6s primary t
programs. The agency has | imited influence on much of th
transportation network. The same is true of land use decisions, which are made by local governments.

However, CDTC has an effective, cooperative relationship with local governments and key stakeholders
throughout the four-county region and a proven track record on working together to build a quality region. The
Freight and Goods Movement Plan will serve to inform those cooperative relationships with direction and priority
for investment and policy development.
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New York State Freight Transportation Plan

NYSDOT is in the process of developing the New York State Freight Transportation Plan, New Yor ko6s f i

comprehensive statewide freight planning effort. The Statewide freight planning effort involves an analysis and
agglomeration of MPO and other public agency freight plans to identify common themes, goals, and freight
projects of regional and statewide significance. This background analysis provided a framework for CDTC to use
in the Freight and Goods Movement Study in terms of
involvementonth e CDT C 6 sAdwsorgGomrhittee also assures coordination in aligning the goals and
considerations from the statewide plan and the regional study efforts. The State Freight Transportation Plan is
due for completion in September 2016.

Stakeholder and Public Involvement

An important part of the process of developing this study is input and review provided by key stakeholders and the
public. People who own and operate different elements of the freight-related transport business are an excellent
source of information. They include infrastructure owners, including transportation agencies, railroad companies,
ports, and airports; carriers; shippers and receivers; and land developers. The primary mechanism was the CDTC
Freight Advisory Committee. This standing committee meets regularly, and comprises representatives of the
freight and logistics industry, developers, and public agencies. They offered valuable input at each stage of study
development. In addition, the study team conducted a variety of individual interviews and small group meetings
with freight stakeholders in the region, as well as field visits to several key freight facilities. The Appendix includes
a complete description of outreach activities.

Accommodating Change

As the New Visions Technology planning principle states, CDTC wants to position itself and the region to
accommodate new and rapidly changing transportation technology. A plan to direct investment in the future of the
Capital District must consider the impacts and requirements of such changes.

A key technology development in transportation is the automation of vehicles. Two terms in current use are
Afconnected vehicledo and fiautonomous vehicle. 0

The first is synonymous with the fAConnect e dnicstiens antohge 0

vehicles (vehicle-to-vehicle or V2V) and with roadside infrastructure (vehicle-to-infrastructure or V2I). Benefits
include reduced crash risk, improved travel time reliability and congestion reduction. A full system will require both
market investment to equip vehicles and public investment to equip infrastructure.

Second, autonomous personal vehicles from a number of manufacturers have been in real world testing since the
early 2010s and accrued more than a million miles of driving experience. On May 5, 2015, Daimler Trucks rolled
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out the Freightliner Inspiration, a tractor-trailer with Level 3 autonomys, starting initial testing in Nevada where it is

enabled by State law. There are numerous forecasts of fleet penetration for both cars and trucks over the coming
decades. Since this will be market driven, and accompani
tracking and responding appropriately.

Opportunities for advanced technology apply to the entire logistics market segment, from improved routing to
automated warehouses. As the fAlnternet of Thingso evolve
resilience of supply chains may continue to increase creating a greater demand on mobility.

Changes to the Capital District that will impact goods movement are not limited to technology. A goods movement
plan done less than two decades ago would not have anticipated SUNY Poly/College of Nanoscale Science and
Engineering, the existence of Global Foundries, or the movement of large volumes of crude oil by train. It is
difficult to anticipate major changes in the regional economy over the coming decades, much less the driving
factors of the global marketplace.

Being prepared for change does not mean forecasting which changes have a high probability of occurring.
Instead, it means that CDTC must be strategic in its planning and investment choices so as to facilitate rather
than foreclose future responses.

Summary

Planning for freight and goods movement in the Capital District is both complex and critical to supporting a vibrant
regional economy and quality communities. The remainder of this report will incorporate the aspects that have
been raised into a regionally comprehensive approach to goods movement.

5 The National Highway Traffic Safety Administration (NHTSA) has defined automotive autonomy on a scale of Level O (full manual control) to
Level 4 (fullself-dr i vi ng aut omati on) . Lev-dli 8i hg daefometdi asofili mited self
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CHAPTER 3: OVERVIEW OF MODERN FREIGHT AND GOODS MOVEMENT

Introduction

The emergence and continued growth of e-commerce, the mobile internet, and a global consumer class has led
to an environment in which businesses and purchasers depend on freight and goods being shipped and delivered
wherever and whenever they are desired. The same-day delivery offered now by Amazon Prime, Jet, and other

firms provide examples of the current fAcutting edgeo in
consumers and users of commodities and products drive the production and shipping activities, differs
significantly from the historical Apush economy, 0 in whi

when and where commodities would be needed and products would be available to consumers.

The ability to efficiently move freight, goods and services is critical to supporting this pull economy, in which over

60 million tons of freight, worth $40 billion, move through the U.S. freight transportation system every day.

Efficient movement of freight (e.g., mode selection, routing, and intermodal transfer) is necessary to make the

best use of our transportation facilities, protect the environment, and reduce energy requirements, while keeping

up with the ever-increasing demand for goods. In recent decades, logistics management has emerged as a

legitimate business function. It has continued to evolve toward a more integrated chain that links previously

separate functions: material sourcing and procurement, manufacturing, inventory management, distribution and
transportation. Today, this Asupply chain managemento st
products to reducing inventory and contributing to a con

Why Do Freight and Goods Move?

In recent decades, the make-up of the U.S. economy has undergone a significant structural shift: in the early
1980s, manufacturing was the leading sector of the U.S. economy. By 2007, manufacturing accounted for less
than 20% of the economy, while the services sector accounted for 79%. The ability to efficiently move freight,
goods and services plays a significant role in this transformation. The logistics revolution, described earlier,
combined with public and private transportation investment, allow American businesses to reduce inventories,
while simultaneously achieving greater economies of scale in a global trade environment.

These dual efficiency gains for American businesses rely on efficient transportation services: inventory reduction
typically requires more frequent shipments to reduce the possibility of stock shortfalls, leading to more
transportation services. Lower transportation costs also allow firms to consolidate production and distribution
facilities from many to fewer, but consolidation implies a longer average length of shipment haul and the
economies of scale are achieved only at the cost of more transportation services.
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How Do Freight and Goods Move?

The term frommodityd commonly used to describe an item that is traded in commerce, whether or not it is a raw
material or a finished product. The term usually implies an undifferentiated product competing mainly on price and
availability. Commodities are typically transported in one of three forms:

1 BulkCargo - Cargo that is unbound as loaded. Individual components cannot be counted and cargo is
loaded (moved) in a loose, unpackaged form. Examples include the trains from the Midwest and Great
Plains that move agricultural and energy commodities; and ships and barges carrying petroleum
products, coal, and grain.

1 Breakbulk Cargo - Cargo of non-uniform sizes, often transported on pallets, or in sacks, drums or bags.
These cargos require labor-intensive loading and unloading processes. Examples include coffee beans,
logs, and pulp.

1 ContainerizedCargo-Moved in containers (fiboxeso) that are use
and which can be loaded easily and directly onto truck chassis or rail flatcars. Once a container is loaded
initially at its origin, its contents are not re-handled until it is unloaded at its final destination. Commonly,
these contents are items that are packaged individually and can be counted. Examples include finished
products such as automobiles, clothing and appliances.

This categorization matters because it describes, in a broad sense, how freight is moved in, out, and through an
urban region by truck, rail, marine and air; the networks and routes that are used for these movements; and the
local facilities that are used to load, unload, transfer and process freight and goods.

Who are the Key Actors in Freight and Goods Movement?

Freight and goods movement encompasses a variety of key actors, ranging from those firms and organizations
that initiate the transport of an item, product or commaodity to those that ultimately receive or consume a final
product. A summary of the most important categories of actors in the freight and goods movement sector is
provided in Table 5.
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TABLE 5: Categories of Key Actors in Freight and Goods Movement

Shipper: Sends freight and goods.

Destination for freight and goods. May also ship items onward after processing
them or adding value.

Charged with moving the freight and goods from the shipper to the receiver by
land, sea or air, in exchange for a fee.

Owns, operates and/or maintains the roads, rails, ports, terminals or other
infrastructure used by the operator to move the freight and goods.
Transporting of rail or ocean freight and goods by truck to an intermediate or
Drayage: final destination; typically a short distance (e.g., from marine port to
warehouse).

Transfer of bulk cargo from the vehicle/container of one mode to another, en
route between a shipper and a receiver.

Location where links between different transportation modes and networks
connect, and where cargo can be exchanged between modes.

Receiver:

Operator or Carrier:

Infrastructure Provider:

Transload:

Intermodal Terminal:

Each category also includes several sub-modes and technologies, with their own typical roles, advantages and

di sadvantages relative to other combinations of modes an
strengths and weaknesses from a societal perspective. The modes compete for freight and goods in a private

sector economy that is influenced by cost, time, regulations, etc. In some cases, a particular cargo trip can only

be made by one mode, and there is no competition between modes. In other cases, shippers choose a mode

based on factors such as price, time, and reliability. As shown in the example in Figure 3, the supply chain

supporting atypical i bi g b ocarbbe ety complicated and involve many shippers, operators, infrastructure
providers, and receivers around the world. With today
one or more of the links in the supply chain, natural or manmade, can have significant effects on the overall

operation and ability to supply the ultimate destination.

o
2]

The 6 | a s tis thm palrt ef the cargo movement trip that delivers the good to the final destination. It sometimes

requires a change in mode. For example, goods that arrive in a region by rail container usually cannot be

delivered to the store by rail, as rail lines do not reach every store. The goods must be movedthe 6| ast mi | ed b
alternate mode i usually over road by truck. Figure 3 provides examples of last mile situations including the truck

movements from the US Destination Port to the Regional Distribution Center (DC) and from the Regional DC to

the Retail Store.
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FIGURE 3: EXAMPLE OF BIG BOX RETAIL STORE SUPPLY CHAIN ELEMENTS (SOURCE: NCFRP REPORT 14,
GUIDEBOOK FOR UNDERSTANDING URBAN GOODS MOVEMENT (2011))

SUPPLY CHAIN: BIG BOX RETAIL
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Particularly in densely developed metropolitan areas, this last mile is what distinguishes freight and goods
movement from other freight movement. Urban freight movements mainly involve making efficient trips with
frequently smaller shipments and smaller vehicles to dense, mixed-use areas. These movements include pickups
and deliveries that are vertical, as well as horizontal. Goods must travel vertically to high-rise office buildings and
rooftop restaurants, and they travel horizontally on cross-town trips to meet delivery and pick-up schedules
through frequently-congested conditions. A seemingly small disruption in the reliability of the urban transportation
system (e.g., a street closing for emergency response) can rapidly precipitate delays and/or rerouting of trucks to
less appropriate roads (e.g., through residential neighborhoods) in order to meet tightly-scripted delivery
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schedules. Such disruptions can also be costly, to both freight operators and the overall economy. Shippers and
carriers cost out transit time at $25 to more than $200 per hour, depending on the product being moved.

How Does Freight Move?

Freight and goods typically move from the original shipper to ultimate receiver via at least one of the principal
transportation modes (highway/road, rail, marine/water, air and/or pipeline). In addition, many shipments pass
through an intermodal transfer facility and may be facilitated by a third or fourth party logistics provider. The
following provides definitions for each of these modes and entities.

Transportation Modes

Highway/Road -Trucking is the most commonly-used mode for moving freight and goods on roads and highways.
Trucks are particularly important for last mile movements. They can deliver large quantities of containerized or
bulk goods and can transport heavy loads. Bicycles - and other human- powered vehicles - are becoming a more
common mode for goods movement in urban cores. Bicycles work best for short-distance trips and lighter, smaller
packages. They are low cost and have low environmental impacts.

Rail - Rail is very efficient for moving heavy goods and containerized cargo over long distances. However, rail

lines are expensive to build and, in urban areas, are subjected to conflicts at at-grade crossings. fiClass locarriers

are rail companies with large gross revenues (exceeding $250M). A Bor t | i n er@ snralei companies) s

with revenues less than $250 million, and generally operate over shorter distances than Class | railways. They

typically connect producers and manufacturers to Class | railways, where the goods are loaded for longer

distance trips. Short line railways, also called Class Il railways, fall into two categories: (1) Local railways, which

are line-h a u | rail ways not meeting the ARegi onal Rail roado (C
railways, which are either jointly owned by two railways for the purpose of transferring cars between railways or

operate solely within a facility or group of facilities.

Marine/Water - Ocean-going ships transport containerized, bulk and breakbulk goods, and #Aheavy | i ftod
fidi mensi o acaobs@ceans Thgyare essential to global trade. Ships are more efficient than airplanes for

carrying heavy goods across water and are sometimes competitive with rail and truck for delivery from one coast

to another on the same continent. Short sea ships move cargo over water without crossing an ocean. These ships

vary in size. They are typically smaller than ocean vessels and have smaller draughts, and so can be used to

move goods along an inland waterway or along a coast. Short sea shipping is used to move both bulk cargo and

containers. They may include barges that are moved by a towboat; a single tow may include as many as 15

barges, depending on the waterway.

Air - Cargo airplanes move goods over long distances quickly. Landing locations are limited by the runway type
and size of plane. Airplanes are good for moving high value, light goods, as well as goods that expire. They are
also useful for delivering goods to remote locations where there are no road or rail connections. Passenger
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airplanes typically accommodate s ome goods movement (in addition to

used largely for high value, light weight goods. Routes are limited to air passenger routes. About 40% of total air
cargo moves as belly freight in passenger planes.

Pipelines - Pipelines are used to move liquid goods such as petroleum products, water, or bitumen. Petroleum
products must be transferred to other modes at pipeline terminals including tank farms. Local water and
wastewater systems also move by pipeline. Pipelines can be constructed in a wide variety of landscapes.

Multimodal Facilities

Intermodal Terminals T Intermodal terminals and facilities play a unique function of facilitating the transfer cargo
between modes. They allow for the most efficient and effective combination of modes to move goods between a
shipper and a receiver. Marine ports, airports, and intermodal rail yards are three examples of intermodal
terminals. Goods arrive by one mode and are unloaded. Sometimes, these goods are drayed somewhere to
facilitate transfer to another mode or are stored temporarily on site. The land near intermodal terminals can be
reserved for industrial, storage, or warehousing in order to reduce the distance of trips and make good use of
infrastructure.

Cargo-facilitating Organizations

Third Party and Fourth Party Logistics Providers - The supply chain may be managed by third and fourth
party logistics providers (i 3 PL s 0 a n dhich madRd.deaisipns about how, where, and when goods move.
3PLS are specialists in logistics that provide a variety of transportation, warehousing and logistical services to
buyers or sellers i tasks that previously were conducted in-house by the customer. 4PLs add additional supply
chain capabilities, including consulting services and technology/communications providers. These actors work
within regulations established by federal, provincial, and municipal government bodies, which are each
responsible for different aspects of the system. Federal regulations address rail, air, and marine transport, while
municipal and provincial regulations together address road transportation.

Summary

Globally, shippers and receivers choose modes of transportation based on cost, timeliness, and reliability. Each
mode has advantages and disadvantages for the shippers and receivers, as well as for the environment and
society. Each mode also has different capacity, reliability and cost-effectiveness for different types of shipments.
For example, air transport is suitable for high-value goods travelling long distances (e.g., bio-technologies);
whereas use of local small parcel delivery services is common to very localized movement of high-value goods
(such as courier packages and documents in a downtown area).
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CHAPTER 4: LAND USE AND FREIGHT TYPOLOGIES

The CDTC freight network serves local businesses and residents and is an important gateway connection to and
from Canadian markets via the 1-87 corridor; and global markets via the Port of Albany. Local freight
transportation activity serves diverse freight centers spread across the region. These freight facilities (such as
industrial parks, intermodal terminals, and distribution centers) reflect the broad range of manufacturing,
warehousing, transportation, and natural resource activities that occur in the Capital Region. They also highlight
the strong linkage between freight transportation and land use.

Freight transportation planning, which is now emphasized by federal legislation, requires a full understanding of
the unique needs of shippers and carriers, the demands placed on transportation infrastructure, and connectivity
to and from critical freight-related land uses. This Chapter considers the need to classify both freight-related land
uses and the freight-dependent routes that access these land uses. The first section details the considerations
and criteria to develop five land use typologies. The second section describes the development of a freight route
classification system to designate the roads that provide connections to these major land uses, and the third
section addresses how regional and local agencies can use these typologies to cohesively plan for efficient and
non-disruptive freight movement.

The Interface of Land Use and Freight Transportation — lllustrations from Capital
Region Examples

While the movement of freight throughout the CDTC region is an essential component of a strong local, regional
and national economy, the functioning of a healthy CDTC Freight Network is complicated in that it involves
several local governments, each with their own local land use decision-making capabilities, and limited regional
coordination. All too often local decision-making does not adequately consider the broader freight network in the
context of regional implications, and how individual projects might impact other land use, environmental and
economic conditions. Further, at an even finer level, many local land use decisions regularly set up conflicts within
municipal borders because broader considerations are often overlooked. Both conditions are generally the result
of a lack of understanding of freight movement and coordination at a regional level. Establishing a municipal
freight education outreach program could help to create more informed, coordinated decision-making at the local
level.6

An example of local land use decision-making that is creating conflicts within its own borders can be seen in the
Town of Wilton, at the 1-87 interchange. The town has zoned the area surrounding the Exit 16 interchange for
large-scale distribution centers. Major retailers like Target and Ace Hardware have taken advantage of this zoning
and have both located distribution centers along the Ballard Road corridor. Dollar General, another national chain,

5 More information and guidance onfreight-s upporti ve | and use pNGRmM3I3rngrovina FreidnteSystem @earformanae
in Metropolitan Areas: A Planning Guide, 6 & &8RRP fi3: Freight Facility Location Selection: A Guide for Public Officials. 0
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was also recently looking to establish a new distribution center at the interchange. Further west along the Ballard
Road corridor, local regulations provide for large residential subdivisions. These developments include everything
from single-family housing to larger-scale multi-unit residential developments. With such development comes
higher levels of auto, bike and pedestrian trip generation. Layered on top of these new residential trips, are
significant truck trips along the Ballard Road corridor and the Exit 16 overpass. While the new residential and
industrial development has been zoned for, and continues to evolve, the roadway and bridge capacities have not
been increased and/or modified to accommodate significantly higher traffic volumes in many years.

An example of local land use decisions with multijurisdictional impacts can be found in Mechanicville at the
intermodal facility along the Route 67 corridor. The new rail yard was built by Pan Am Southern, a joint venture
between Pan Am Railways and Norfolk Southern, in 2012. The facility was developed to convert double-stack
container trains from the west to single-stack by removing the top layer of containers, allowing the train to
continue further east through the Hoosac Tunnel. The top layer containers are then trucked to regional
destinations. The reverse also occurs, with trucks bringing goods in to be shipped out by rail across the country.

It is estimated that the facility generates approximately 300 trucks per day. Many of these trucks use the Route 67
corridor connecting with 1-87 in Malta. The new facility is expected to generate several new rail yard related
operations in the coming years and could include large distribution centers, such as those in Wilton, or trucking-
related enterprises such as fuel services, repair shops, truck stops and restaurants. Some potential implications of
this development: increased truck traffic, increased traffic conflicts, and deterioration in the level of service. As the
intermodal facility continues to evolve, it will be critical for regional coordination leads the way for success.

Land Use Typologies

CDTCbdbs New Visions planning principlesnandgcgnomicc t he conne
development, and investing in the creation and growth of quality communities. With its focus on innovation-driven,
technology-based industries, the Capital Region has one of the St a tsteofgsst and fastest growing economies.

T he r effactoMalieyinitiative has facilitated the development of new industries and businesses across the

region, with accompanying increases in population and land development. Examples of both established and new
technology-based firms and institutions in the region include General Electricé &lobal Research Center in

Niskayuna, Global Foundrieséadvanced semiconductor fabrication plants in Malta, and the rapidly-expanding
SUNYPol yt ec hni Collegenos Nanoscale Seiénse and Engineering in Albany. Given these

socioeconomic catalysts, the Capital District Regional Planning Commission (CDRPC) anticipates a consistently
growing population through 2030 and beyond. The r egi on6és g r oalsoimcgasedemandfonthe wi | |
limited capacity of the highway network. It is important, therefore, for local and regional land use decision-making

to carefully consider where and how freight-generating operations are sited and may expand.

Land Use Type Methodology
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The study team developed freight-related land use typologies to highlight areas in the Capital Region where major
freight activities occur, or are likely to occur, based on land use patterns and plans. By categorizing land uses
related to freight, planners at the local and regional level can better understand the transportation needs of these
sites and plan more effectively for those needs. They may also be able to direct freight-related development
proposals to the optimum sites to accommodate goods movement needs.

The study team reviewed existing land use patterns using land use data from CDRPC and identified major freight
facilities based on information from regional employers and major stakeholders. From these two analyses, the
team evaluated common characteristics across freight-related sites to create the land use typology criteria.

General Land Use Patterns

Figure 4 displays current land use classifications in the CDTC Region. The land use map shows regional land use
clusters and indicates some of the key freight-generating areas. For example, areas near downtown
Schenectady, along the Halfmoon-Green Island Corridor, near the Port of Albany, and near the Selkirk Rail Yard
show concentrations of industrial land use. Areas in the northeastern portion of the region show high densities of
agricultural land use.

Facility Identification

Based on an assessment of data, stakeholder interviews, and input from the FAC, the study team identified
regionally significant freight-intensive establishments throughout the study area. Because these establishments
encompass a range of industrial and logistics activities, they also generate different types and volumes of freight
traffic. For example, some facilities rely on intermodal transfers, indicating that containerized cargo moves
between any of the following modes at these locations: rail, ship, aircraft, and truck. These types of facilities often
generate significant high truck volumes because of the large capacity of ships and ralil cars.

Other multimodal facilities offer firansloaddservices, in which non-containerized materials load directly from a rail
car to a truck or materials move through a holding facility while moving between the rail car and truck. Transload
facilities thus offer distribution services and also attract high levels of truck traffic. Other distribution facilities may
only include truck mode, moving containerized or non-containerized goods to and from these distribution centers.

Major manufacturing plants may generate high volumes of primarily truck traffic. Significant amounts of raw
materials enter these sites to support the manufacturing process, and finalized or semi-finalized products exit the
facility to move to the next stage of the supply chain.

Finally, at the end point of the supply chain, large shopping centers and commercialized urban areas require
shipments of finalized goods for retail and restaurants. These areas do not typically involve delivery or pickup of
high tonnage cargo, but still require safe and efficient truck access.
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FIGURE 4: CDTC REGIONAL LAND USE CLASSIFICATIONS, SOURCE: CDRPC
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