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T O D  M A S T E R  P L A NT O D  M A S T E R  P L A NThe Site and Its ContextT O D  M A S T E R  P L A N

Introduction

This report is the result of a cooperative planning 
effort on behalf of the Town of Essex and the CCMPO 
to explore the potential for a new transit-oriented 
development  in the Route 15/Susie Wilson Road 
corridor in Essex, Vermont.  The plan as presented  
provides a new vision for an approximately 259-acre 
area which is beginning to experience changes related 
to it’s growing role as a prominent center within the 
Chittenden County region.  

This plan provides the fi rst step in charting a new 
direction for this area, and begins to address questions 
such as :

How can a congested regional highway be transformed 
into a street that is comfortable for pedestrians and 
promotes viable mixed-use development?

How can transit routes be integrated into a new 
town fabric to access transit users without negatively 

impacting transit travel time and passenger 
convenience?

How can highway commercial development be 
redeveloped into more pedestrian-friendly buildings 
and green spaces?

How can new development be attractively confi gured 
around natural features such as wetland and stream 
corridors?

How can housing, jobs and shops be combined in a 
new town fabric, and be attractive and pedestrian- 
friendly?

What are the physical attributes of a new neighborhood 
that could cause residents to choose to walk, bike and 
use transit instead of driving everywhere?

1. 1. T O D  M A S T E R  P L A N1. T O D  M A S T E R  P L A N1. 

Aerial view of the Susie Wilson Road Corridor TOD planning area.
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This Master Plan builds on other studies underway 
within the area, as well as a long-term conversation 
within the Town of Essex about the future of the Susie 
Wilson Road corridor.  The purpose of this Master Plan 
is to:

 “Provide an integrated Transit Oriented 
Development master plan/design scheme for the 
study area, including site specifi c concept designs 
for key vacant parcels” (Town of Essex RFP, November, 
2004)

The overall strategy of this plan is to enhance the 
vitality of the area as a primarily business and 
commercial center with improved circulation for 
pedestrians, bicycles, transit and cars.  The area is 
envisioned as a location for shops, jobs and housing, 
all within a walkable pattern of development that is 
served by an attractive pedestrian and bicycle network 
and convenient transit service.  

Project Background

This planning process was initiated as a follow-up to 
several other planning efforts conducted by the Town 
of Essex and the CCMPO that concluded this area 
should be considered for rezoning to allow higher 
density development and mixed uses in a compact 
and pedestrian friendly pattern.  More specifi cally, 
the work done by the Susie Wilson Road Committee 
recommended:

“…The Susie Wilson Road B1 zone will become 
a MXD District, including the commercial uses 
as allowed in the B1 District, residential uses 
as in the R2 or R3 districts with modifi cations 
on density, and uses which are permitted versus 
conditional…We encourage a much higher 
density that any current zoning in Essex…
Clearly high density is desirable but it should 
be accompanied by regulations regarding 
aesthetics…As a major thoroughfare through 
our community with a sizeable suburban 

Ortho photo view of the TOD Planning Area with Winooski River in foreground.  Blue areas indicate wetlands.
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neighborhood to the east, it is imperative that safe 
pedestrian crossings coexist with a high traffi c 
roadway.  Existing curb cuts should be minimized 
and the green median of Route 15 extended 
the length of Susie Wilson Road.  Pedestrian 
crosswalks with safety zones in the median could 
be created at Kellogg, David, Pinecrest, and Route 
15...”1  

In addition, on-going work by the CCMPO as a part 
of the Route 15 Corridor Improvement Plan and 
the Burlington to Essex Rail Project, has included a 
signifi cant component of Transit Oriented Development 
(TOD) planning for the area.  The CCMPO has 
produced a report for this area, Susie Wilson Road 
Planning Study, Analysis of Opportunities and 
Constraints for Transit-Friendly Development, by 
DMJM and Harris, which includes an evaluation of 
the physical, policy and market environment in the 
area, as well as a number of recommendations for new 
development that is pedestrian and transit friendly.  The 
recommendations of the opportunities and constraints 
study provides the basis for many of the specifi c 
recommendations regarding development density and 
design, mix of land use, street network, and streetscape 
design that are included in this Master Plan.

Regional and Town Context

The planning area is situated along the Route 15 
corridor, an eight-mile long corridor anchored to the 
west by the City of Burlington and to the east by the 

IBM facility in Essex Junction.  The communities along 
the corridor (Burlington, Winooski, Colchester, and 
Essex) currently include 55 percent of the population 
of Chittenden County and 57 percent of the county’s 
employment.  The Route 15 corridor is home to a 
number of institutions of regional and statewide 
signifi cance, including UVM and the Fletcher Allen 
Health Center in Burlington; Fanny Allen Hospital and 
St. Michaels College, in Colchester; Fort Ethan Allen 
residences and businesses in Colchester and Essex; and 
IBM’s Essex Junction chip processing plant.  Projections 
for the year 2025 forecast that Chittenden County will 
continue to grow in both jobs (56%) and population 
(44%) and this corridor will accommodate a signifi cant 
share of the growth including the attendant share of 
growth in traffi c congestion, estimated at 275%, for this 
same time period.2,3

Within this setting, the Town of Essex, including the 
Village of Essex Junction, includes a population of 
approximately 18,600, making it the second largest 
community in Vermont.  Essex has three established 
growth centers, which include much of its commercial 
shopping,  employment uses and housing:  the Village 
of Essex Junction; the Essex Town Center; and the Susie 
Wilson Road area between Route 15 and Kellogg Road.  

Land Use Context

The area immediately surrounding the bus stop at 
the crossroads of Route 15 and Susie Wilson Road is 
predominantly a low-density retail, commercial and 

Towne (Ames) Plaza at Susie Wilson Road and Route 15. Sunderland Brook runs through the plan area.
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employment area.  Highway oriented retail services are 
established along the Susie Wilson Road corridor, with 
employment and industrial uses behind, particularly 
west of Susie Wilson Road to the Colchester line.  
Established residential neighborhoods predominate 
behind retail uses to the east.  At the intersection of 
Route 15 and Susie Wilson Road, businesses include 
Gero Brothers Movers, the partially vacant Towne 
(Ames) Plaza shopping center, and a new Rite Aid 
drug store.  These retail properties are fl anked by large 
undeveloped properties.  The portion of Fort Ethan 
Allen in the Town of Essex adjoins these properties to 
the west.  This portion of the Fort includes the Offi cer’s 
Row housing, the Green, student housing and an 
operations yard for UVM.

Existing commercial and residential development in the 
area is predominantly low density in nature, typically 
single-story commercial buildings with surface parking, 
and single-family neighborhoods sprinkled with 
condominiums.  Recent development trends, however, 
are moving toward an intensifi cation and diversifi cation 
of development patterns in the area.  Commercial 
developments adding more development and structured 
parking, and multi-family residential development 
proposals are pending on two undeveloped properties.

Property Ownership

Property ownership patterns are predominantly larger 
retail and light industrial parcels which range from 

roughly one-half to 20 acres in area.  The Town of Essex 
identifi ed several vacant or underutilized parcels as 
having good potential for new mixed-use development 
in the planning area.  These parcels are generally 
grouped around the Town (Ames) Shopping Center and 
near Kellogg Road.  

The area around the Towne Plaza represents an area 
of approximately 46 contiguous acres of land (Town 
Plaza, A&C Realty, and Gero Brothers Movers) that if 
redeveloped in a compact, mixed-use confi guration, 
could signifi cantly change the character of the area.  
There is also the potential for intensifi cation of the Fort 
Ethan Allen buildings within Essex, much of which is 
held by the University of Vermont (UVM), which would 
add approximately 15 acres into this area.  

Near Kellogg Road, there is a cluster of land on both 
sides of Susie Wilson Road adding to approximately 7 
acres (Petrie/Essex Realty Corp. and the Wilson Inn) that 
could be intensifi ed and/or redeveloped in a new mix 
of uses.  

Market Context

A market analysis conducted for the Route 15 corridor 
communities indicted that current market conditions 
favor multi-family residential development due to a 
strong demand, limited supply growth in the multi-
family residential market, and the high cost of housing.  
This is supported by recent trends in the Susie Wilson 
Road corridor such as the conversion of the Wilson 

A portion of Fort Ethan Allen is in the plan area. Fort Ethan Allen green is a nearby recreation destination.
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Inn to residential condominiums and proposals for 
congregate housing behind the new Rite Aid drugstore 
just east of Susie Wilson Road and Route 15.4

 With respect to retail, despite the growth in 
competitive markets in Williston and the Essex Town 
Center, Finard & Company (owners of Ames Plaza) 
believes that retail uses, particularly a grocery store 
and restaurants, would do well at this location.5   
The regional and local offi ce market is not seen as 
particularly strong in this area, due to high vacancy 
rates and the limited demand particularly in suburban 
locations.6

Transportation Context

Street and Highway Network

Essex and the planning area are highly accessible 
locations, served by Vermont Route 15, providing 
access to I-89, Vermont Route 2A and the 
Circumferential Highway (Route 289).  Susie Wilson 
Road connects Route 15 to Routes 289 and 2A.  With 
the opening of the Circumferential Highway in 1993, 
the character and function of Susie Wilson Road 
changed dramatically from a primarily local serving 
collector to a major regional artery providing the 
primary route for traffi c from the partially completed 
Circumferential Highway to Route 15.  Traffi c volumes 
are approximately 24,000 vehicles per day, with peak 

hour volumes of between 1,400 and 1,500 vehicles 
in the peak direction (southbound in the morning and 
northbound in the evening).7

Despite the signifi cant function as an artery for regional 
through traffi c, Susie Wilson Road also serves local 
businesses that are primarily accessed via individual 
driveway curbcuts.  The confl icting movements of the 
slower local traffi c with the faster moving through 
traffi c are a contributing factor to several high accident 
locations along Susie Wilson Road.  Over the long 
term, completion of the remaining segments of the 
Circumferential Highway may, as has been forecasted 
in environmental studies, ultimately reduce traffi c 
volumes on Susie Wilson Road and return it to a more 
locally utilized roadway. 8  

Transit Network

Bus.  Currently the CCTA provides fi xed-route bus 
service to the area.  Route Number 2, Burlington to 
Essex Junction, provides service on half-hour headways 
from 5:45 am to 9:45 pm.  The service runs between 
Burlington’s Cherry Street Station to the Amtrak station 
in Essex Junction, with peak-hour service to IBM.  On 
Saturday, service is provided from approximately 6 am 
to 7 pm, with hourly services in the early morning and 
evening. Bus Route 2 is the longest in the CCTA system, 
taking approximately 1.5 hours for a full run. Key areas 
of activity on the route include St. Michael’s College, 
Fanny Allen Hospital, downtown Burlington, housing 

CCTA’s Route 2 Service from Burlington to Essex Junction.
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and businesses at Fort Ethan Allen, the Amtrak Station 
in Essex Junction, and IBM.9  There is a bus stop in the 
planning area along Route 15 near Susie Wilson Road.  

Until June 2005, Route 2 was the highest ridership 
route in the CCTA system, and the agency feels that 
it holds the most promise for return on investment 
(meaning that by adding service more ridership than 
other CCTA routes would be expected).  This is due to 
the number of major institutional trip generators along 
the corridor. 

The CCTA has been asked to straighten, shorten and 
increase peak frequency on this route by communities 
and citizens.  Several years ago the Essex Select Board 
requested in writing that the CCTA obtain funding for 
improved service for commuters on this corridor.  In 
2003, CCTA eliminated an unproductive segment of 
this route (Pinecrest Road off of Susie Wilson Road).  It 
was found that this segment served only eight riders 
per day, vs. over 900 passenger trips per day for the 
entire route.  Prior to this change, ridership had been 
declining since 1983, with 29,861 passengers per 
month riding in 1983 to a low point of just below 
19,771 passengers per month in 2003.  Since the 
change, ridership has rebounded to a current average 
of 23,296 riders per month.  Looking at comparable 
periods, the two years prior to shortening the route 
in Essex Junction ridership had fallen by 7.2% (a loss 
of 1,528 riders per month), and in the two years after 
making the change, ridership has grown by 12.3% (a 
gain of 2,518 riders per month).

CCTA is working to further improve service along this 
route.  They recently completed a major application 
for a state/federal grant to double frequencies (to 15 
minute headways) during peak commute hours (from 6-
9 AM and 3-6 PM).  In addition, they are working with 
institutional partners who could fund improvements 
to this route.  This is one of CCTA’s highest planning/
funding priorities. They will continue to pursue grants 
and partnerships to realize the goal of increasing peak 
service on this route to attract more choice riders and 
commuters.

Specifi c problems for transit along this route include 
heavy congestion along Route 15 and the need for a 
traffi c signal at the east entrance to Fort Ethan Allen.  
The absence of a signal at this location causes the bus 
to reverse direction in order to use the signal at the 
west fort entrance after serving the eastern potion of the 
Fort.  This unproductive ‘backtracking’ increases actual 
and perceived travel time and discourages choice 
riders. 10

Passenger Rail.  Future passenger rail service between 
Union Station in Burlington and IBM in Essex Junction 
is part of a multi-modal transportation improvement 
plan for the Route 15 Corridor.  Current plans for the 
commuter rail service includes fi ve stations along 
the corridor:  Barlow Street Station, Winooski; Fort 
Ethan Allen/Woodside Drive Station, Essex/Colchester; 
Fairgrounds Station, Essex Junction;  “Wye” Station, 
Essex Junction, and IBM, Essex Junction.  In addition to 
rail service, feeder bus service provided by the CCTA 
was envisioned to provide additional access to each 
station.  

In the current rail plan, the closest rail station to this 
planning area would be the Fort Ethan Allen/Woodside 
Drive Station, which is located on the south side of 
Route 15, between Route 15 and the Winooski River.  
While this station is in the proximity of several major 
institutions, St. Michaels College, Fanny Allen/Fletcher 
Allen and Fort Ethan Allen, it is isolated from urban 
development, and has been discussed as a station 
served by feeder buses and a commuter parking 
structure.  

Existing conditions along Susie Wilson Road.
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Plan and Policy Context

This plan is closely related to several other signifi cant 
planning efforts at the local and regional level that have 
been completed which address the future of the Susie 
Wilson Road area of Essex: 

Essex Town Plan, November 2001.  The vision 
and land use policies of the Essex Town 
plan envision a community where growth 
in concentrated in the existing sewer core 
area and Town Center to create a pedestrian 
–friendly community that is attractive to 
live in and a destination for surrounding 
communities.  The plan promotes the Essex 
Junction Village Center and the Essex Town 
Center as the primary centers of commerce, 
cultural life and social interaction in Essex, 
while also encouraging greater intensifi cation of 
Fort Ethan Allen and Essex West for economic 
development and some expanded housing 
opportunities.  The Susie Wilson Road area is 
included within the Essex West Planning Area.

Essex Zoning Regulations.  The plan area falls 
primarily within the Retail Business District 
(B1) (Parcels along SWR and A&C Realty), with 
portions falling within the Industrial District 
(I1) (Gero Brothers and a portion of Fort Ethan 
Allen parcels along David Drive) and Mixed 
Use Development (MXD) the area bounded 
by SWR, Sunderland Brook, and Pinecrest).  
In general, the B1 and I1 districts zoning 

Ames Plaza area viewed from Route 15.

regulations provide for relatively low density, 
large lot development with large setbacks and 
little mixing of uses.  The Mixed Use District 
(MXD) allows commercial uses allowed in the 
B1 District along with residential uses allowed 
in the R2 District.  Residential densities are 2.2 
units per acre (R2 requirements) and up to 4.3 
units per acre (1 per 10,000 sq. ft.) for senior 
housing (residents must be 60 years of age or 
older).

Report of the Susie Wilson Road Committee, 
Town of Essex, May 2004.  In 2001, the Town 
of Essex appointed a Committee to develop 
recommendations regarding the future of the 
Susie Wilson Road area.  This effort grew out 
of concerns including high vacancy rates for 
commercial and industrial land in the area; 
a critical shortage of housing; increasing 
traffi c congestion general concerns regarding 
declining tax revenue and the overall 
viability of this important growth center.  The 
committee recommended zoning changes that 
would allow higher-density zoning, mixed 
uses, and additional lot coverage.  Other 
recommendations include allowance of some 
single-use buildings, structured parking and 
appropriate design guidelines for development.  
The report also emphasized the importance of 
safe pedestrian access, minimizing curb cuts, 
and the inclusion of bike paths.

Route 15 Corridor Improvement Plan, 
CCMPO, June 2001.  This corridor plan 
includes a number of transportation initiatives 
for the Route 15 Corridor between Burlington 
and Essex Junction.  This plan was formally 
approved and incorporated into the Chittenden 
County Long Range Transportation Plan in 
March 2002.  The plan includes the following 
services and improvements:

• Street and highway.  Various intersection 
improvements and improving the timing 
of traffi c signals to improve traffi c fl ow 
and safety, and Intelligent Transportation 
Systems (ITS) on Route 15 between 
downtown Winooski and Essex Junction.
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• Commuter rail.  Rail service along the 

Winooski Branch rail line between 
Burlington and Essex Junction.
o Rail track and bridge structure
o Improve North Avenue tunnel
o Ten at-grade crossings
o Five small scale stations

• Bus improvements.  Purchase of bus 
vehicles for additional routes and feeder 
bus service to rail stations.

• Bicycle/ Pedestrian.  A bicycle pedestrian 
path from Essex Junction to St. Michaels 
College.

Route 15 Corridor Implementation Plan, 
Susie Wilson Road Planning Study, Analysis 
of Opportunities and Constraints for Transit-
Friendly Development, CCMPO, Town of Essex, Friendly Development, CCMPO, Town of Essex, Friendly Development
June 2005.  As part of on-going planning efforts 
for the Burlington to Essex Rail Project, the 
CCMPO engaged DMJM and Harris consultants 
to look specifi cally at the SWR area with 
respect to regulatory and physical features that 
provide opportunities or constraints for transit-
friendly development.  This analysis has a direct 
bearing on this Master Plan.  The key fi ndings 
are summarized below.

Susie Wilson Road Corridor Improvement Plan, 
Town of Essex, June 23, 2005.  
Prepared by Lamoureux and Dickinson 
Consulting engineers, this plan evaluates 
specifi c areas of concern along Susie Wilson 
Road from Route 15 to Kellogg Drive and 
recommends improvements for each area.  The 
specifi c areas of concern include:  SWR/route 
15 intersection; Ewing Drive intersection; 
Bagel Market access intersection; Kellogg Road 
intersection; Coordination of the traffi c signals 
from VT Route 15 to Kellogg Road; a raised 
center median from Pinecrest Drive to Kellogg 
Road.

Summary of Opportunities and Constraints 
for Transit Friendly Development
(Prepared by DMJM and Harris for the CCMPO)

The following summarizes key fi ndings from the 
CCMPO’s recent report prepared by consultants DMJM 
and Harris.  For further discussion of any one of these 
issues, please refer to the full text of that report.

Land Use and Zoning

Of the eight parcels identifi ed by the Town of Essex, 
the following parcels are the best available for TOD 
development and form a contiguous block of 67 acres:

• Town (Ames) Plaza  19.8 Acres
• A&C realty (behind Ames) 22.4 acres
• Gero Brothers Movers   3.8 acres
• Fort Ethan Allen   21.3 acres

The B1 (Retail Business), MXD (Mixed-use 
Development), and Ft. Ethan Allen I1 (Industrial) 
districts are the best location for higher density, mixed-
use.

Zoning bylaws would need to be modifi ed to address 
the following, with specifi cs dependent on the Transit 
Oriented Design Master Plan under development:

• Create design standards with the ability to 
implement them through a design-review 
process.

• Require parking at the rear of buildings to 
create a pedestrian-oriented streetscape.

• Signifi cantly reduce front, and side yard 
setbacks to be consistent with TOD.

Natural Resources

Environmental regulations need to be factored into 
development proposals.

• Sunderland Brook is an impaired waterway, 
and discharge under Vermont stormwater 
rules require permits from VT DEC (Vermont 
Department of Environmental Conservation).
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• Development requires Best Management 
Practices (BMP’s) such as infi ltration basins 
or structures, stormwater wetlands, or 
detention ponds, etc.

• There is a Class One Wetland with a 50-
foot buffer between David Drive and Ewing 
Place.  (Note:  The mapping shows this as a 
Class 2 wetland).

• Little Gap Woods on the A&C Realty parcel 
may contain threatened/endangered plant 
species.  Requires coordination with the VT 
Nongame and Natural Heritage Program.

• Topographic features of the land, notably 
Sunderland Brook and tributary stream 
channels, create barriers to creating 
pedestrian and bicycle connections 
internally and to Fort Ethan Allen and would 
require bridges, but provide the opportunity 
of creating greenways within developed 
areas.

Utilities

• Water and sewer are available, but sewer 
allocation issues need to be resolved.

Transportation

• Ames Plaza parcel can support an 
Intermodal Center/Parking Structure that 
could be served by CCTA service from 
Route 15.

• Create a roadway more compatible 
with higher density development. Susie 
Wilson Road lacks space for a tree-lined 
median within the existing layout, but 
other enhancement and traffi c calming 
measures should be implemented including 
ornamental lighting, landscaping and 
relocating utilities underground if possible.  
Consider reducing lane widths to 11.5 feet.

• Post speed to 30 mph.
• Calm traffi c, address safety issues:

o Interconnect traffi c signals to 
platoon traffi c.

o The proposed David Drive/Susie 
Wilson Road traffi c signal provides 
a benefi t and allows for safer 
pedestrian crossing.

o Enhance pedestrian crossings.  Use a 
contrasting pavement at crosswalks.  
Consider roughening pavements 
at intersection approaches and on 
shoulders to alert drivers.

o Need to minimize curb cuts by 
developing ‘back door’ circulation.

o Integrate the future design of Susie 
Wilson Road with Route 15.

Additional constraints in the plan area not specifi cally 
identifi ed in the opportunities and constraints report 
include historic structures associated with Fort Ethan 
Allen (the tower and several brick warehouses), and 
private property easements on the Ames commercial 
site.  This plan promotes preservation of the historic 
structures, adapting them for new uses, and infi lling in 
this area to create greater density literally a few steps 
from the transit stop.   The 80-foot ‘view’ easement over 
the Ames property is contrary to the goal of higher-
density development on the site, and the property 
owners are encouraged to work together to promote a 
higher-density mixed-use development on this site.  

View to planning area from Vt 15 and Fort Etahn Allen.  Note 
Winooski Brach Line to the right of Route 15.  This intersec-
tion is the approximate location of the proposed Woodside 
Drive rail station
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What is TOD?
A Transit Oriented Development Primer 11

While specifi c defi nitions vary across the country, in 
general, TOD is often defi ned as compact, mixed-use 
development near transit facilities with high-quality 
pedestrian environments.  The idea derives from turn-
of-the-century railroad or streetcar suburbs that grew 
up along train and trolley lines across the country.  
With ever-increasing traffi c congestion, growing 
dissatisfaction among some commuters with a lifestyle 
that allows no alternatives to driving, concern about 
urban sprawl, air, water and land resources, has 
given rise to the promotion of transit as one response 
to these issues.  TOD is seen not only as a way to 
promote transit ridership, but as a mechanism to further 
economic development and enhance community 
quality of life goals as well.  

One adage that has been coined to defi ne the primary 
qualities of TOD is the ‘Four D’s,’ as follows:

Density.  Simply stated, a critical mass of people and 
activities at either end of the transit trip is essential in 
attracting transit riders.  Appropriate levels of density 
depend on a number of factors including the type and 
frequency of transit (e.g., rail service on 20 minute 

headways will have different density thresholds than 
bus transit on hourly headways) and the location of the 
transit within the region.  Densities are generally higher 
in urban downtown locations than in smaller outlying 
towns.  In general, a minimum of 12 units per acre 
average density over large areas with higher densities in 
central areas and around stations is required to support 
rapid transit.12

Diversity of Land Use.  Providing a mixture of uses, 
places where people can live, work, shop and recreate 
within close distance of a transit station provides an 
effi ciency advantage when one transit trip can include 
a number of purposes or ‘linked trips.’  A mix of uses, 
particularly residential with commercial uses, can 
provide vitality at different hours of the day and night 
providing more interest and attraction for pedestrians 
and transit users.

 T O D  M A S T E R  P L A NWhat is   TOD?  T O D  M A S T E R  P L A N2. 2.  T O D  M A S T E R  P L A N2.  T O D  M A S T E R  P L A N2. 
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Design.  Design includes that multitude of qualities 
that create an environment that is attractive for 
pedestrians, refl ecting the fact that every transit trip 
is also a pedestrian trip.  The design of high quality 
walking environment or ‘pedestrian realm’ include 
a host of considerations, ranging from macro-scale 
elements, such as block size and street connectivity 
and the confi guration of building mass and parking, to 
sidewalk width and street tree spacing.  Confi guration 
and treatment of parking is a key issue in the pedestrian 
realm.  Many of the hallmarks of good pedestrian 
design can be found in Vermont’s traditional centers 
and neighborhoods, such as Brattleboro, Montpelier or 
Burlington.

Distance to the Transit Station.  Generally speaking, 
the intensity and concentration of development is most 
effective in the area of one-quarter to one-half mile 
from the station.  Research shows that the majority 
of residents living within one-quarter mile of a transit 
station arrive by foot or bicycle; however this share 
decreases precipitously if barriers, such a wide and 
busy roads, incomplete sidewalk networks, a sea of 
parking are present.  

What do we know about TOD’s benefi ts?

Transit ridership.  Research reveals that residents 
living near a rail station are fi ve to six times more 
likely to commute via transit than other residents in 
the region.  Ridership benefi ts are a product of self-
selection, that is, those who desire a more transit and 
pedestrian lifestyle will be attracted to locate in TOD 
neighborhoods.

Land value premiums.  Development near transit stops 
enjoy land-value premiums and generally outperform 
competitive markets.  This is true for residential 
development as well as offi ce, retail and other 
commercial activities.  This payoff is not automatic, 
however.  Benefi ts generally accrue during upswings 
in local economies with attendant worsening of traffi c 
congestion.  

Capturing value for improvements.  Public agencies 
can capture some of the land value premium conferred 
by transit investments to fund public improvements 
such as streetscape improvements, pedestrian-way 
upgrades and public spaces.  Tax increment fi nancing, 
special assessments on benefi ting properties and joint 
development of transit properties are all strategies that 
have been used by public agencies to capture value for 
transit area improvements.

One-quarter and one-half mile walking distances from the 
Essex area transit stops.

Development in close proximity to a transit station.  Note the 
absence of barriers between the transit stop and adjacent 
development.
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Design Strategies for the TOD Area

This area of Essex has outstanding opportunities to 
promote a pattern of development that is friendly 
to pedestrians, transit, bicycles, and improves 
conditions for cars through an expanded street 
network.  Redevelopment of vacant and underutilized 
properties focused around the Route 15/Susie Wilson 
Road crossroads is clearly an excellent approach to 
developing a vital and compact mixed-use center that 
can reinvigorate this area.  In the future, the area can 
support homes, stores and jobs all within an easy walk 
of one another.

In this plan, new development is primarily organized 
around the bus transit stop along Route 15, currently 
served by the CCTA.  The stop along Route 15 is 
situated in a  major transit corridor between Burlington 
and Essex Junction, and represents a logical node of 
activity along the Route 15 corridor.  Overall, a pattern 
of higher-density, compact clusters of development 
organized along the Route 15 corridor like ‘pearls on 

a string’ can greatly assist in serving the area by transit.  
Over the long term, should commuter rail service be 
instituted along this line, connections to the rail stations 
can be made via feeder bus service, as anticipated in 
current plan, as well as along the planned bicycle and 
pedestrian path that will connect Essex Junction and St. 
Michaels College.  

The overall design strategies for the area are as follows:

1.  Promote Mixed Land Uses

The transformation of the Susie Wilson Road corridor 
to a more diverse land use pattern has already begun 
to take form with the conversion of the Wilson Inn to 
congregate care and the pending proposals for new 
residential development near Sunderland Brook.  If 
designed properly, a compact district where people can 
live, work and shop can encourage trips by transit, foot 
and bike, offer viable reuse of underutilized property, 
and promote origin and destination transit trips.

Bird’s Eye view of the TOD area.

 T O D  M A S T E R  P L A NThe Master Plan  T O D  M A S T E R  P L A N3. 3.  T O D  M A S T E R  P L A N3.  T O D  M A S T E R  P L A N3. 
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2.  Intensify Development

Higher density development that puts greater number 
of users near transit will increase the likelihood that 
they will use transit, which in turn can justify better 
levels of transit service.  As the cost of land has 
increased in the area, higher density commercial and 
residential development has already been proposed in 
the area.   

3.  Expand the Street Network 

Expansion of the street network to provide multiple 
route choices for cars, bikes, pedestrians and transit, 
and an alternative to Susie Wilson Road, is critical to 
accommodate additional development in the area.    
The creation of large, “super block” developments 
that provide limited access and connection to existing 
streets should be avoided.  

4.  Promote the Transit Stop as the Focal Point of the 
District

The transit stop should be designed to be a strong 
activity center for the TOD district.  The transit station 
should be complemented with retail and food-related 
uses that give it a level of activity during day and 
night hours.  Design of the transit stop area should 
incorporate elements that give it a handsome, public-
oriented appearance, such as appropriate architectural 
expression, an intimate public plaza, clock tower, 
distinctive signage, etc.  In the vein of “all roads lead 
to Rome” the center should be well served by the street 
network, bicycle and pedestrian routes.

The Illustrative Master Plan

The master plan envisions that the TOD area will 
remain predominantly a commercial center, with 
complementary higher-density residential development, 
natural open space and park areas.  Within the TOD 
area, land uses that have a synergistic relationship 
and are not exclusively oriented to the automobile 
are promoted.  Land uses are encouraged to be mixed 
vertically, that is, housing or offi ces above ground fl oor 
retail shops, but horizontal mixing of land uses within 
a close walking radius also achieves objectives for a 
mixed-use environment.

The plan proposes to accommodate a broader mix of 
uses within the area, and essential design guidelines 
and development standards which create a more 
pedestrian, transit, and bicycle friendly environment 
are defi ned.  

The Illustrative Plan shows one way the area  may 
build out over time if developed in a more transit and 
pedestrian-friendly confi guration consistent with the 
recommended development standards and design 
guidelines included in this plan.  It is important to 
understand that the Illustrative Plan indicated is 
one of many potential confi gurations of mixed-use 
development in this area.  

Development consistent with this Master Plan could 
result in up to 415,000 square feet of new commercial  
development (retail and employment) and 336 dwelling 
units.  There are also approximately 23 acres of open 
space and stormwater wetlands associated with the 
new development and 2 acres of parkland.  Most of 
this development is situated within an easy 10-minute 
walk (e.g., one-quarter mile) of the bus stop.  More 
specifi cally, it is estimated that approximately 600 
residents and up to 900 employees would be within 
a 10-minute walk of the transit stop.13  It should be 
noted that these estimates  of development are used 
for assessments of utility and service needs and traffi c 
generation. They represent an estimate of the upper end 
of development; actual development will likely vary 
from these estimates.
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The illustrative master plan varies signifi cantly from 
the  development pattern established in the area.  It is 
based on a pattern that is comprised of two and three 
story buildings with a combination of structured and 
surface parking lots.14  Parking structures are already 
being developed for commercial uses in the area.  
More parking in structures is necessary to create higher-
intensity development that can be economically served 
by transit.  

Assuming redevelopment of the same land under more 
conventional development patterns and consistent 
with existing zoning, this same area would yield an 
estimated 200,000 square feet of retail commercial 
(B-1) uses and 25,000 square feet of (I-1) industrial 
development.  It is assumed that  the same amount 
of open space and stormwater wetland area would 
be necessary to mitigate stormwater fl ows from new 
development.  

Table 1:
Illustrative Development Build Out
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Commercial Retail and Employment

New commercial and employment development in the 
area is expected to make up the majority of the district, 
in particular, properties with frontage along Susie 
Wilson Road and Route 15 are expected to continue as 
commercial uses.

Development standards and design guidelines included 
in this plan provide for new commercial development 

Bird’s Eye view of new housing organized around a green.
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to be oriented to the street, to provide an attractive 
streetscape for pedestrians, while accommodating 
parking behind buildings and internally within blocks.  
Rather than large setback requirements that spread out 
development, reduced setbacks and ‘build-to’ lines are 
required to create the desired streetscape environment.  

The Towne (Ames) Plaza shopping center is a critical 
piece of the new development that will serve as the 
‘heart’ of the revitalized transit district, and larger Essex 
West and fort Ethan Allen area.  Retail uses, particularly 
a grocery store, restaurants, and complementary 
retail shops and services will add considerably to the 
attractiveness of the area as a higher-density residential 
location, transit center and employment destination.  
The site is large enough to confi gure new development 
into a pedestrian friendly manner that allows attractive 
walking connections to adjoining residential, 
employment, open space and transit centers.  

Residential

Residential development in the area will add to 
the overall vitality of the area, providing a close-in 
customer base for commercial uses and a resident 
population within steps of the transit station.  This 
plan supports the development of residential areas on 
vacant parcels behind the core commercial uses along 
Susie Wilson Road.  These sites are large enough to 
accommodate new developments that include a range 
of housing, attractive streets and open spaces that 
contribute to the feeling of a cohesive neighborhood.  
The historic brick buildings at the Fort adjacent to Gero 
Brothers Moving Co. may be excellent candidates for  
adaptive reuse and careful infi ll with  housing or other 
uses.  These are currently used by UVM for support 
functions.

As with commercial development, the plan contains 
development standards and design guidelines that 
provide for residential development to be oriented 
to streets and sidewalks with parking in structures or 
behind buildings.

Transit

A CCTA bus transit stop is anticipated to remain near its 
present location with primary access to Route 15.  The 
important design considerations in this area include 
complementary uses and activities, easy connections 
to small shops, places where patrons can seek shelter 
from the elements, pick up transit information, coffee, 
newspapers and magazines, drop-off dry cleaning, 
videos, etc.  The transit stop itself should include a 
pair of shelters that are ideally heated (either within a 
building or as a stand-alone shelter) that are in view 
(opposite) of each other near Route 15. A small amount 
of public space associated with the transit station, such 
as a small plaza or wider sidewalk, which creates an 
attractive place for waiting, is also important.

A complement of parking for transit patrons may be 
accommodated within parking for nearby development, 
rather than developed as a stand-alone parking 
structure dedicated exclusively to transit parking.  This 
transit station is conceived as primarily serving the 
TOD area, rather than serving as a destination for 
commuters.  Parking lots/structures dedicated to ‘park 
and ride’ transit use must be carefully considered with 
respect to the following issues:

Development Pattern.  In general, large parking areas 
are contrary to many of the objectives of transit-
oriented development—they are ‘dead’ spaces that 
do not augment the uses, activities, and densities of 
a mixed-use, transit and pedestrian-oriented district.  
Accommodation for park and ride patrons must be 
carefully considered, in light of the development 
objectives for the area.  

Traffi c Congestion.  Given the congestion of Susie 
Wilson Road and Route 15, a better strategy would 
be to intercept commuters further up the line, at the 
terminal station or further up Susie Wilson Road, and 
keep them out of local traffi c congestion to the extent 
possible. 

Mode Shift.  The assumption that drivers would shift 
modes (from automobile to transit) at this location 
should be explored before undertaking the expense of 
acquiring land and constructing parking around this 
stop.
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Bird’s eye view of the TOD transit stop environment.
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Susie Wilson Road is seen as taking on a role as a as a 
more pedestrian-friendly and ‘transit-ready’ boulevard 
should local and/or feeder bus service  be established 
along this corridor in the future.  Features of the 
streetscape include accommodation for future bus 
shelters and broader sidewalks for walking, street trees, 
lighting and buildings opening onto the sidewalk.

Greenways and Open Space

Sunderland Brook Greenway.  The TOD area is 
traversed by natural open space that can provide a 
sense of nature and greenway bicycle and pedestrian 
connections through this area.  The Sunderland Brook 
corridor has been identifi ed as a bicycle and pedestrian 
route connecting Essex Junction to St. Michaels 
College as part of the Route 15 corridor study.  New 
development adjacent to the greenway can strengthen 
this concept, providing additional users at its front door.  
With housing, shops, jobs and transit close by, the 
Sunderland Brook Greenway can be both a recreational 
amenity that can accommodate bicyclists, runners, 
walkers and even skiers, as well as a transportation 
corridor that provides an attractive opportunity for a 
lifestyle that is less reliant on automobiles for travel. 

A chief concern for the Sunderland Brook corridor, 
as well as the parks in the area, is to ensure that new 
development faces onto the greenway rather than 
backing up to it.  Buildings and streets opening onto the 

greenway will make it a more lively public space that 
is also safer and more accessible due to visibility from 
adjoining shops and homes.  

Parks, Greens and Plazas.  With higher-density and 
mixed-use development, small open spaces serve 
an important role as places for public gathering, 
community interaction, passive recreation and access 
to nature.  Places to eat lunch outside, gather with 
neighbors, wait for the bus, enjoy a breath of fresh air, 
and watch passersby, add value and richness to the 
experience of the place.  Within the plan, a small plaza 
is located near the bus station, and small parks/greens 
are located within new commercial and residential 
development.  As described above, these open spaces 
should be focal points of the new development and 
reinforced by building entries and associated activity.  

Stormwater Wetlands.  A chain of stormwater ‘wetland’ 
bio-retention areas ring new development to control 
the quality and quantity of stormwater runoff prior 
to being discharged into adjacent waterways.  These 
constructed wetlands remove stormwater pollutants 
by using plants, microbes, a particular soil medium, 
fi lters and drains to retain and treat stormwater through 
settling, fi ltration, absorption, decomposition and other 
natural processes.  These areas would be an attractive 
landscape feature of new development, as well as 
working stormwater treatment areas.  

Stormwater wetlands adjacent to new development detain runoff and allow pollutants to settle out before being discharged 
into waterways.



18

 T O D  M A S T E R  P L A N
The Circulation Plan

The circulation plan for the TOD promotes a multi-
modal approach in the area, improving the viability 
of bicycle, pedestrian and transit modes while also 
improving the automobile circulation system.  

The Street Network

The cornerstone of the plan includes the expansion of 
the street network, to better distribute traffi c through 
the area and provide enhanced route choices for cars, 
pedestrians, bikes and transit.  The creation of a better 
connected street network will help to reduce traffi c 
congestion and confl ict points along Susie Wilson 
Road.  The expanded street network includes both 
new streets over vacant and undeveloped parcels and 
building on existing easements that the Town has in 
place.  By building a network of interconnected streets, 
new development can contribute to improving the 
circulation in the area, rather than just adding more 
demand to an already overtaxed system.

The fi ner-grained pattern of streets is also critical to 
creating a more pedestrian-friendly district where 
multiple-route choices provide the shortest paths for 
those on foot.  Local connecting streets should be 
designed to accommodate pedestrians as well as cars, 
with sidewalks, tree planting, street lighting, on-street 
parking and bike lanes, as appropriate.

Bicycle and Pedestrian Network

Strengthening the pedestrian and bicycle network 
is a key objective in this area.  Extension of the 
street network through the area will greatly enhance 
pedestrian mobility through the area.  The Sunderland 
Brook greenway will provide an attractive separated 
bicycle and pedestrian path.  As an alternative to 
bicycle travel on Susie Wilson Road, bicycles would be 
accommodated along parallel routes and through the 
expanded street network.  Direct connections to the 
transit station, as well as accommodation for bicycle 
parking would be incorporated into the design of these 
areas.

Traffi c Analysis

A traffi c analysis for the TOD Master Plan concept was  
prepared by Resource Systems Group, Inc. in order to 
understand how traffi c fl ows would be affected by he 
proposed plan.  

The amount of traffi c that could be generated by the 
TOD concept plan is estimated and compared to 
traffi c that would be generated by the same amount 
of development if constructed in a conventional, 
automobile-oriented way.  The affect of traffi c generated 
by the TOD concept plan on the gateway intersections 
of Susie Wilson Road with VT 15, Pinecrest Drive 
and Kellogg Road is assessed for the planning year of 
2025 with and without construction of the completed 
Circumferential Highway.  The analysis also accounts 
for the effect of a network of local streets that would 
support the TOD plan.  Modifi cation to the three Susie 
Wilson Road study intersections are recommended 
to accommodate traffi c created by background 
growth and the TOD concept plan.  The results and 
key recommendations of the traffi c analysis are 
incorporated into this plan; the complete traffi c analysis 
is included in the report as an appendix.

Analysis Conclusions.  The TOD master plan combines 
multiple land uses, new local streets, and a transit-
friendly design to reduce the overall vehicle trip 
generation when compared to a conventional auto-
oriented development of the same size.  The TOD 
master plan reduces that amount of traffi c added to 
the adjacent street network by as much as 40%.  This 
reduction is accomplished through increased internal 
trip making by mixing land uses in close proximity and 
providing a well connected local street system around 
Susie Wilson Road.  The supporting local street network 
would also provide an alternative route for some of the 
trips currently passing through the Susie Wilson Road 
corridor, reducing traffi c even further through the three 
gateway study intersections.  Many of the internal trips 
will shift from auto to walking and biking.

The traffi c generated by the TOD master plan can be 
accommodated by reasonable modifi cations to the 
study intersections.  Additional lanes are recommended 
by reasonable modifi cations to the study intersections. 
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These are as follows:

VT 15/Susie Wilson Road Intersection.  The following 
modifi cations would be required to accommodate 
background growth plus traffi c from the TOD concept 
plan with or without the complete Circumferential 
Highway:  (1):  the addition of a left-turn lane to the 
Susie  Wilson Road southbound approach; and (2) the 
addition of a through lane on the VT 15 eastbound 
approach.  This intersection was also evaluated with a 
two-lane roundabout and was found not to be a viable 
long-term alternative for the VT-15 Susie Wilson Road 
intersection because it would not provide an adequate 
level of service.

Susie Wilson Road/Kellogg Road.  If the Circumferential 
Highway is complete, no additional modifi cations 
are necessary at the Susie Wilson Road-Kellogg Road 
intersection to accommodate background growth plus 
traffi c from the TOD master plan.  If the Circumferential 
Highway is not complete, the addition of a right-turn 
lane to the southbound Susie Wilson Road approach or 
a two-lane roundabout would provide adequate levels 
of service at this intersection.

The Transit Network

The approach in this plan is to orient to the existing 
bus system that currently runs along Route 15; should 
rail be constructed in the future, connections across 
Route 15 to the rail corridor from this station area 
should be constructed.  The primary bus transit stop 
is assumed to remain in the vicinity of Route 15 and 
Susie Wilson Road.  In the future, local and or feeder 
bus service may be extended along Susie Wilson Road 
and into nearby neighborhoods.  A conceptual transit 
plan is shown in Figure 2 to provide a sense of how 
bus routing might work in the future, although there 
are many options and considerations for both future 
stops and route alignments.  The effi cient routing of 
the Essex Junction to Burlington bus route with little 
deviation from Route 15 is of primary concern to 
maintain short travel times.  The eastbound direction 
is the most diffi cult to accommodate because all of 
the development is on the opposite side of Route 15.  
Currently the bus does not stop here in the eastbound 
direction.  With the improved street network providing 
access and connection to both sides of Sunderland 
Brook, busses could serve the area in the eastbound 
direction.  

At the Route 15 transit stop, patron comfort should 
take a priority in streetscape and building design.  
Amenities that protect transit patrons from wind, 
snow, rain and heat will add greatly to the experience 
of waiting.  A wider sidewalk or small plaza with 
benches, an attractive shelter, trees and pedestrian 
scale lighting should be provided at a minimum.   A 
heated waiting area, ideally incorporated as part of 
a building, or as enclosed shelters along the street, 

Lane confi guration of Susie Wilson Road/Route 15 intersec-
tion.

Mitigated lane confi guration  for Susie Wilson Road/Kellogg 
intersection.
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should be incorporated into new development in this 
area.  Street trees should be planted in tree wells to 
improve pedestrian accessibility.  To the extent feasible, 
small scale retail shops should be encouraged at the 
ground level adjacent to the stop to animate the street 
environment and provide services for transit users, such 
as  coffee, newspapers and route information.  Adjacent 
buildings should incorporate canopies or arcades for 
additional protection from the elements.  Secure and 
sheltered parking for bicycles should also be provided 
at this transit stop.

Should rail transit be extended along the Winooski 
Branch Line in the future, access to the transit station 
(currently planned at Woodside Drive) from this TOD 
should include the following:

• A grade separated pedestrian crossing of Route 
15 to the rail station.  This could take the form 
of either an overcrossing or tunnel—both 
approaches have advantages and disadvantages.  
In either case, pedestrian access should be well-
lighted and ADA accessible. 

• Feeder bus service to the rail station from 
the TOD as well as outlying areas should be 
provided.

1/4 Mile Radius
1/2 Mile Radius

Woodside Drive Rail
Station -1/4 mile

Conceptual Transit Plan
      Westbound Bus Route Essex Junction to Burlington

      Eastbound Bus Route  Burlington to Essex Junction

      Local/Feeder Bus
    Future Rail Transit
    Primary Transit Stop
    Secondary Transit StopFigure 2
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Streetscape Recommendations

Susie Wilson Road Streetscape.  One of the key 
challenges in enhancing the pedestrian network will be 
transforming the character of Susie Wilson Road from 
an arterial to a landscaped boulevard.  The roadway 
should be reconfi gured to include a central median 
landscaped with trees that provides left turn pockets 
at designated intersections.  Lane widths should be 
decreased to 11 feet.  A continuous landscaped tree 
lawn and sidewalk should be incorporated along both 
sides of the street.  Sidewalks and street tree planting 
should be incorporated as a part of new commercial 
development on Susie Wilson Road, with a minimum 
8 foot tree lawn and a 12 foot sidewalk, for a total 
walkway section of 20 feet from the edge of curb to the 
building face.

Street trees should be planted to create a continuous 
canopy, typically 20 to 30 feet on center, depending on 
the species. Decorative lighting should be installed in 
place of, or as a supplement to, standard highway style 
cobra head fi xtures.  A typical section through Susie 
Wilson Road illustrating recommended streetscape 
improvements is shown in Figure 3.  

A list of recommended street trees for the area is 
shown in Table 2.  These trees were selected for design 
considerations, i.e., size and shape, as well as cold-
hardiness and salt tolerance.  Larger trees with classic 
vase or spreading shapes are recommended for Susie 
Wilson Road.  Trees with open habit or special interest 
are recommended for commercial and residential 
streets.  Finally, accent trees which include seasonal 
color or a distinctive shape are recommended for 
special areas, such as gateways, the transit plaza, or 
parks.

Pedestrian Crossing Treatment.  To increase visibility 
and awareness of pedestrian crossings, textured, 
colored paving is recommended.  There are a variety 
of  materials, including asphalt and concrete, that are 
available.

Route 15.  Despite it’s role as a state highway with high 
volumes of through traffi c, Route 15 is an important 
transit street and pedestrian connection between Susie 
Wilson Road and Fort Ethan Allen.  The streetscape 
along the north side of Route 15, in particular, should 

Figure  3:  Illustrative Street Sections
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Figure  3:  Illustrative Street Sections
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be improved, to include street tree planting and broad 
sidewalks comfortable for walking and waiting for 
transit.  New buildings should be built to provide a 
feeling of enclosure along the sidewalk, and include 
special landscaping, entry plazas, special features 
that open onto the sidewalk.  A pedestrian colonnade 
created by a double row of trees that extends the 
feeling of green space from the Fort Ethan Allen Park is 
the streetscape design concept for this area. 

Commercial and Retail Streets.  Commercial and retail 
streets in the vicinity of the transit station should be 
developed with wider sidewalks and street trees.  In 

retail areas, sidewalks should be a minimum of 15 feet 
in width, with trees placed in wells, to allow ample 
room for pedestrians and activities at building entries.  
A typical retail street section is shown in Figure 3.

Residential Streets.  Residential streets would have 
a more intimate character, while still allowing for 
comfortable pedestrian movement in the higher-density 
environments proposed in the plan.  Sidewalks should 
be a minimum of 10 feet, including a 5-foot tree lawn 
and a 5-foot paved sidewalk.  A typical residential street 
section is shown in Figure 3.

Table 2:  Street Tree Recommendations

Street Tree Typical Spacing 
(feet)(feet)

Susie Wilson Road American Elm, Ulmus Americana, ‘Princeton’ 35 to 40 o.c.

Japanese Zelkova, Zelkova serrata, ‘Village 
Green’

30 o.c.

Kentucky Coffeetree, Gymnocladus diocus 30 to 35 o.c.

Ginkgo, Ginkgo biloba, ‘Autumn Gold’ (males 
only)

20 o.c.

Northern Red Oak, Quercus rubra 35 to 40 o.c.

Commercial and Residential 
StreetsStreets

Honeylocust, Gleditsia triacanthos 20 o.c.

Yellowwood, Cladrastis kentuckea (lutea) 30 o.c.
Purpleblow Maple, Acer truncatum 20 o.c.

Littleleaf Linden, Tilia chordata ‘Glenleven’ or 
‘Greenspire’

25 o.c.

Accent Trees Color:  Crabapple, Malus spp., ‘Adams’ 15 to 20 o.c.

Color:  Japanese Tree Lilac, Syringa reticulata
‘Ivory Silk’ or ‘Summer Snow’

10 to 15 o.c.

Columnar ShapeColumnar Shape:  Freeman Maple, Acer x 
freemanii, ‘Autumn Blaze’

15 o.c.

Parking Lots Honeylocust, Gleditsia triacanthos 20 o.c.

Common Hackberry, Celtis occidentalis 25 o.c.

Source:  Recommended Trees for Vermont Communities 2001 and ORW
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Implementing Steps

This Master Plan presents a long-term vision for the 
transformation of the Susie Wilson Road corridor 
from a low-density, automobile-oriented development 
pattern to a more pedestrian and transit-friendly area.  
Implementation of the master plan will be joint effort of 
the Town and private property owners and developers 
in the area. There are several implementing steps 
should be undertaken:

Sewer Capacity.  The current sewer capacity 
allocation for this area is inadequate to serve the 
level of development envisioned in this Master Plan.  
Additional capacity would be required.

Changes to Town Zoning.  Some changes to the town 
zoning would be required to change development 
patterns in the area.  Development standards and 
design guidelines that promote pedestrian and transit 
friendly development include mixing of uses, higher 
densities and site planning standards that promote 
attractive, walkable streetscapes.  These standards 
are set forth in some detail in Section 4 of this plan. 
Development standards included in this section can 
be incorporated into Essex’s zoning regulations in a 
number of ways:  

• Expansion of the MXD and/or B-1 Districts 
with the addition of a TOD Overlay Zone.  The 
Town’s existing MXD and B-1 districts allow 
a mixture of land uses that might form the 
basis of a TOD zone.  The I-1 district between 
Sunderland Brook and Route 15 is incompatible 
with TOD objectives for the area,  and could be 
rezoned either MXD or B-1.  

• TOD Overlay Zone.  The TOD Overlay zone 
would work in combination with the underlying 
zone to allow greater density, height, mixture of 
uses, reduced parking requirements and other 
site planning and design requirements. 

• New MXD TOD zone.  Another approach 
would be to defi ne a new zoning district , using 
the standards included in Section 4 applicable 

to all or a portion of the Susie Wilson Road 
corridor.  

• Design Review.  In every case, it is 
recommended that design review be applied 
to this area, due to the higher density of 
development and the greater need to ensure 
that new development achieves the objectives 
of transit oriented design.

Pursue funding from public and private sources for 
transportation improvements.  The expanded street 
network, pedestrian,  bicycle and transit improvements 
proposed in the plan will be a combination of public 
and private investment.  There are a number of potential 
funding sources that can be pursued for public funds.  
Federal funds may be made available for the TOD street 
network if some or all of the network is part of the 
federal aid highway system. There are two examples in 
Chittenden County where federal funds are being used 
to build street networks.  Specifi cally Market Street in 
South Burlington, which extends between Dorset Street 
and Hinesburg Road (VT 116) was added to the federal 
aid system several years ago. A federal earmark was 
secured through SAFETEA-LU , and the City is now 
moving forward with an Environmental Assessment. The 
federal funds will be used for upgrades to Market Street 
and several new connecting local streets. The second 
example is the Downtown Winooski Project. One of it 
major new streets connecting Main Street (US 2/7) to 
East Allen Street (VT 15) was added to the federal aid 
system. This designation allowed the City to pursue and 
eventually secure an earmark, also in SAFETEA-LU, to 
support design and construction of the street network 
for the new downtown.  

Any project using federal transportation funds 
in Chittenden County must be identifi ed on 
the Chittenden County Metropolitan Planning 
Organization’s Transportation Improvement Program 
(TIP). The TIP is a prioritized, fi scally-constrained, 
and multi-year list of federally-funded, multi-modal 
transportation projects and operations in the CCMPO’s 
region - Chittenden County.  Under federal law, the TIP 
must cover at least a 3-year program of projects and be 
updated no less frequently than every 2 years.
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Other potential sources include:

 (BIKE/PED) VTrans Bicycle and Pedestrian Program
Project Construction funding is intended to assist in 
the development of bicycle and pedestrian facilities. 
This includes activities that enhance the transportation 
system through the building and improvement of 
existing facilities to make them more usable and 
friendly for pedestrians and bicyclists.

(TE) Transportation Enhancements Program:
Federal reimbursement grants for projects that 
enhance multi-modal transportation goals in the areas 
of historic preservation, bike and pedestrian paths, 
scenic protection, archeological planning, mitigation 
of highway water runoff, tourist and welcome centers, 
and transportation museums. Preservation projects must 
have a direct, evident and strong relationship to the 
surface transportation system.  

(STP) Surface Transportation Program/VTrans Capital 
Program:
Projects approved on the CCMPO TIP are also funded 
through these two mechanisms. STP funds have the 
most fl exible uses of any federal transportation funds. 
STP funds may be used for highway, transit, and non-
motorized facility construction and improvements. 
Facilities must be classifi ed by the State as eligible for 
federal-aid, although sidewalk projects on local roads 
that are not on the federal-aid system may also be 
eligible for STP funding. The non-federal match is 20 
percent.

Local governments have several options available 
to raise revenue for paying back a bond. The most 
common options are briefl y described below. Careful 
review of the advantages of each method, including 
reliable estimates on how these options affect local 
tax rates, is necessary before selecting an appropriate 
funding mechanism. 

Special Assessment Tax District: A special assessment 
district can be created where property owners, 
which presumably benefi t from the investment, pay 
a special tax to cover the cost of bond payments. 

Special assessment districts could be established for a 
designated area of the town or can be designated town-
wide.

Tax Increment Financing District: A tax increment 
fi nancing district (TIF) can be established that dedicates 
the non-school taxes generated by increased property 
value to paying off the bond. A TIF is most appropriate 
where property values are expected to increase 
signifi cantly. 

Transportation Impact Fees.  Through impact fees, new 
developments pay a ‘fair-share’ of the costs related to 
updating and improving infrastructure based on the 
amount of ‘impact’ the development would have on 
that infrastructure. 

Local Option Sales Taxes: The State of Vermont allows 
the following taxes to be collected as part of the 
Local Option Sales Tax: A one percent sales tax; a 
one percent meals and alcoholic beverages tax; and 
a one percent rooms tax. LOST is permitted for VT 
municipalities that were affected a certain way by Act 
60 and Act 68. The legislature is considering a bill that 
will make LOST available to all VT municipalities.
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Introduction

The following section is intended to guide future 
development in the TOD area to create a pattern of 
development that is pedestrian, bicycle and transit 
supportive, while also accommodating vehicular 
demand.  This section contains both mandatory 
development regulations that are typical in zoning 
regulations, as well as design guidelines that allow 
some level of discretion.  Design guidelines are not 
mandatory because site conditions vary throughout the 
planning area, but the objective behind the guideline 
should be addressed in the design of new development.  

Development Standards

1.0  Permitted Uses

Note:  The following permitted uses are adapted 
from the Essex Mixed Use Development Commercial 
District.

Retail Stores and Personal Services Establishments not 
exceeding 10,000 square feet gross fl oor area shall be 
considered permitted uses.  Retail stores exceeding 
10,000 shall be treated as conditional uses.  

Business, Financial and Professional Offi ces not 
exceeding 10,000 square feet gross fl oor area shall be 
considered as permitted uses. Such uses exceeding 
10,000 square feet in area shall be treated as 
conditional uses.

Banks without drive-through windows not exceeding 
10,000 square feet gross fl oor area shall be considered 
as permitted uses.  Banks with drive-through windows 
and banks exceeding 10,000 square feet in area shall 
be treated as conditional uses.

Restaurants not exceeding 5,000 square feet gross fl oor 
area shall be considered as permitted uses.  Restaurants 
exceeding 5,000 square feet in area shall be treated as 
conditional uses.  “Fast food’ dining establishments and 
dining with drive-through facilities are prohibited.

Development Standards and Design Guidelines Development Standards and Design Guidelines  T O D  M A S T E R  P L A NDevelopment Standards and Design Guidelines  T O D  M A S T E R  P L A N4. 4.  T O D  M A S T E R  P L A N4.  T O D  M A S T E R  P L A N
Small Production and Sales Establishments such as 
woodworking and craft shops, print shops, etc. not 
exceeding 1,000 square feet in a structure shall be 
considered as permitted uses.  

Multi-family housing, including congregate care 
housing.

Table 2:  Permitted and Conditional Uses

Land Use Permitted Conditional

Banks, without drive 
through facilities

X

Grocery Stores X
Hotels and Inns X
Business, Financial and 
Professional Offi ces

X

Day Care Facilities X
Personal Services 
Establishments

X

Residences, Multiple 
Family and Congregate 
Care

X

Restaurants, Cafes, and 
Delis

X

Retail Shops X
Transit Centers and Shelters X

Cultural Facilities X
Medical Clinic  X
Indoor Recreation  X
Small Production and Sales  X

2.0  Density

Development density for commercial and mixed-use 
(commercial and residential) development shall be 
governed by building height and parking requirements.  
Residential development shall have a maximum density 
of 25 dwelling units per acre.
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3.0  Parking

Parking policy is one of the keys to a successful transit-
oriented district.  The location and confi guration of 
parking (discussed below) as well as parking generation 
requirements require special consideration in a TOD 
zone.  Parking requirements should be reduced to 
refl ect greater transit and walking trips in the TOD area, 
as the potential for sharing parking between uses. 

• Parking requirements contained within Section 
25.5.2 of the Town of Essex Zoning bylaws 
should be used as a base parking ratio and 
reduced to refl ect shared parking between 
mixed uses and transit usage.  

• In mixed-use developments, reductions 
for shared parking consistent with the ULI 
publication Shared Parking, as described in 
Section 25.5.1 (C ) and of the Town of Essex 
Zoning Regulations are required.

• On-street parking is allowed to be credited 
toward parking requirements for retail and 
commercial development along its frontage.

4.0  Building Setbacks and Build-to Lines

One of the common elements running through the 
planning to date for this area includes the establishment 
of buildings built to the back of a sidewalk, creating a 
continuous ‘streetwall’ that is attractive for pedestrians, 
rather than the more auto-oriented pattern of buildings 
set back from the street and surrounded by parking 
areas.  

For buildings along Susie Wilson Road:  All 
buildings shall be built to a ‘build-to line’ 
established no less than 20 and no more than 
25 feet from the edge of the curb.  The area 
between the building and the curb shall be a 
sidewalk with street trees planted within a tree 
lawn a minimum of 8 feet in width.  

For buildings along Route 15:  All buildings 
shall be built to a ‘build-to line’ established 
no less than 40 and no more than 50 feet from 

the edge of the curb.  The area between the 
building and the curb shall include a tree lawn 
a minimum of 10 feet in width, a sidewalk 
a minimum of 12 feet and width, and entry 
plazas, special landscaped areas associated 
with the adjoining building.

For commercial and mixed use buildings along 
predominantly retail and commercial streets:  
All buildings shall be built to a ‘build-to line’ 
established no less than 15 and no more than 
20 feet from the edge of the curb.  The area 
between the building and the curb shall be a 
sidewalk with street trees planted within tree 
wells.  

For buildings along predominantly residential 
streets:  the following applies to predominantly 
residential streets:

• All buildings shall be set back 15 
feet from the back of the sidewalk.  
Residential streets shall include a 
minimum 5-foot sidewalk planted 
with street trees within a tree lawn a 
minimum of 5 feet in width.

• Porches, stoops and stairs may project 8 
feet into the front setback.  

• Parking is prohibited in the front 
setback.

• Front setbacks shall be attractively 
landscaped.

Side and Rear Yard Setbacks:

• Ten feet from side and rear yard property lines.  
The Planning Commission may authorize zero 
side and/or rear yard setback requirements 
if it would contribute to the overall design 
objectives of the area and adequate emergency 
access is provided. 
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5.0  Building Height

Buildings should not exceed 45 feet above average 
ground level.  The Planning Commission may authorize 
a waiver of height restrictions for special architectural 
elements, such as corner elements, towers or spires, 
or other features as described in Section 23.7.2 of the 
Town of Essex Zoning Bylaws. 

6.0  Building Dimensions

All new buildings must be at least two full stories 
in height.  The second story must contain at least 
50% of the fl oor area of the fi rst story.  The Planning 
Commission may authorize a waiver allowing a 
single story building if the building design conveys 
a multi-story character, through building height and 
fenestration patterns.

Design Guidelines

These Design Guidelines include both general 
guidance and specifi c standards to guide development 
in the Transit Oriented Development Zone.  The 
guidelines include both mandatory standards and 
interpretative design guidelines.  The word ‘should’ 
means that an action is required unless a determination 
is made that the intent of the guideline is satisfi ed 
by other means.  Please note that these guidelines 
area minimum requirements, and developers may be 
required to provide additional amenities to meet the 
goals of the Specifi c Plan.  

1.0  Site Plan Design

Street Pattern and Block Size

One of the primary objectives for this area is to provide 
pedestrian scaled development patterns that allow 
multiple route choices for pedestrians, bicyclists, buses 
and cars, and to provide alternate routes to disperse 
traffi c, particularly local traffi c.  While recognizing that 
there are existing built conditions in the planning area, 
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Sidewalk    Arcade
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BUILD-TO LINE
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Susie Wilson Road: Build-to Line

new development shall incorporate an interconnected 
pattern of streets that connects into the existing street 
network to the maximum extent practicable.  New 
development shall be organized within a street and 
block pattern, rather than a pattern of buildings set 
within parking areas with discrete parking lots.  
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Block Size

• As a guideline, development block lengths 
should range between 300 and 500 lineal feet.  
Again, it is recognized that there is existing 
development in the area so this remains a 
design goal.  The Town has several easements 
for circulation parallel to Susie Wilson Road, 
and new development or redevelopment of 
parcels must strive to connect into existing 
streets and contribute to an interconnected 
street pattern.

• If it is unavoidable due to site conditions 
such as natural resource constraints, existing 
development constraints, historic or cultural 
features, longer block lengths are permitted.  
Blocks longer than 500 feet must include mid-
block pedestrian connections.

Interconnection of Streets

• Dead end streets (e.g. cul de sacs) are allowed 
only if no practicable alternative is available.

• Street stubs are required at dead end streets 
to allow for future street connections and/or 
bicycle and pedestrian connections to open 
space and future development on adjoining 
parcels.

Street Connection to Adjoining Parcels

• Street stubs are required to allow connection 
to adjacent parcels.  Posting signs with a notice 
of intent to construct future streets is strongly 
encouraged.
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2.0  Site Confi guration and Design

The confi guration and design of new development 
in this area represents a major change from existing 
patterns.  The guidelines are intended to create 
development patterns that are more pedestrian friendly.

•    All new development shall be oriented to the 
street with primary building entrances opening 
onto the street.  Parking shall be directed away 
from the street, and located behind buildings.

•    The primary building mass should be parallel to 
the street.

•    In commercial areas, some street facing parking 
lots/structures may be unavoidable.  Parking 
lots/structures should be directed away from: 
Susie Wilson Road; primary pedestrian streets/
routes leading to the transit station; parks, 
plazas and open space areas, bicycle and 
pedestrian paths.  

3.0  Confi guration and Treatment of Parking Areas

Parking areas should be convenient yet not detract from 
the pedestrian nature of the area.

•    Surface parking areas should be placed 
internally within blocks, behind street-facing 
buildings to the extent possible.  Surface 
parking areas should incorporate attractive 
lighting and landscaping, including stormwater 
bioremediation areas.

•    Parking structures for residential buildings 
should be placed one-half story below grade 
to minimize the appearance on the street.  The 
sidewalk edge of below grade parking should 
be screened with landscaping to reduce visual 
impact.

•    Stand alone parking structures should 
incorporate active, ground level uses along 
the sidewalk, to the extent feasible.  Ground 
level commercial uses, i.e., shops, offi ces, are 
encouraged adjacent to the sidewalk at the 
ground level of parking structures.  Parking 
structure façades should be designed as 
compatible visual extensions of other multi-
story buildings.  Opening should be designed 
as well proportioned windows rather than 
continuous open strips.  Stair towers should 
be located near the sidewalk and designed 
with special architectural emphasis.  Attractive, 
pedestrian scale lighting should be used.

•    Where it is not possible to incorporate ground 
level retail, parking structures should be set 
back 10 feet from the sidewalk, and landscaped 
with trees, benches and attractive lighting along 
the frontage.  

Pedestrian
Connection

500ʼ

30
0ʼ

Street Pattern and Block Scale
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4.0  Building Design

Commercial and Mixed Use Buildings

•   Buildings should be varied and well articulated 
to provide visual interest.

•   Street level windows and building entries are 
required.  

•   Changes in roof heights and vertical planes are 
required to reduce the appearance of bulk and 
create interesting building massing.  

•    Arcades, awnings, special entry treatment and 
materials (such as stone, tile, masonry) are 
encouraged for ground level retail storefronts.  

•   Ground level uses in all commercial buildings 
should achieve maximum transparency 
and avoid use of blank walls on prominent 
pedestrian streets.  As a guideline, no less than 

50% of the ground level frontage should be 
glazing.  Windows should be designed to refl ect 
the activities within.  Clear, untinted glass or 
‘Low E’ should be used, particularly at ground 
level to allow maximum visual interaction 
between the sidewalk and the activities within 
the building.  

•    All buildings should have a well-defi ned base 
created by fenestration patterns, awnings, 
textured materials, color; and a recognizable 
‘top’ created by cornice treatments; roof 
overhangs with brackets, stepped parapets, 
dormers, etc.  

•    Stand alone commercial structures, (i.e., 
offi ces, hotels, business and personal services) 
should incorporate vertical changes in plane to 
break up what may be an otherwise horizontal 
building mass.  Elements at the ground level, 
such as building materials, fenestration pattern 
and size, awnings and arcades are required 
to reinforce pedestrian interest along street 
facades.

•    Mixed use buildings should visually express 
the vertical change of use through architectural 
elements, such as changes in fenestration 
patterns, expression of the building’s base, 
building articulation through bay windows, 
balconies, colors and/or materials.

Mixed use building with street level retail expressed at the 
buiding base through fenestration patterns, awnings and a 
beltcourse between the ground level and upper level uses.
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Residential Buildings

•    The primary ground fl oor entries to multi-
family buildings must orient to the street, not to 
interior blocks or parking lots.  

•    Residential buildings should be well articulated 
to break up building mass.  Variations in vertical 
planes, building colors, the use of sloping roofs, 
dormers, gables, balconies, bay windows and 
chimneys are encouraged to achieve building 
articulation.

•    Parking should be placed behind buildings in 
parking courts, ‘tuck-under’ garages, garages 
recessed behind the front of the building, or 
parking structures.  In no case should blank 
walls or a series of unbroken garages face the 
street.

•    The ground level of residential buildings should 
be no more than fi ve feet above the grade of the 
sidewalk.

Residential development 
with primary building 
entries opening onto the 
street, parking tucked 
behind.  Development fac-
ing onto the park makes it 
a lively, safe and sociable 
public place.
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Transit Stop Design Guidelines

•    Transit stops should be developed as 
focal points within the larger streetscape 
environment.  Sidewalk areas should be a 
minimum of 15 feet in width with street trees 
planted in tree-wells for pedestrian accessibility.  
Special accent trees, shelters, and pedestrian 
scale light fi xtures (12 to 16 feet in height), 
pedestrian roadway crossings should be 
incorporated into the transit stop design.  Transit 
shelters should be  clear and open in feeling,  
well-lit, or even heated (particularly along high-
ridership routes).

•    Where feasible, the transit stop should be 
bounded by mixed use buildings offering goods 
and services to commuters and residents to 
give the area vitality and allow for linked trips 
by foot.  Parking should be directed away from 
transit stops.

Park and Open Space Design Guidelines

•    New development should have a positive 
relationship with parks and open space, 
including the Sunderland Brook bicycle and 
pedestrian path.  New development should 
front onto public parks and open spaces to 
make these areas more lively and defensible 
by many ‘eyes’ facing onto the park.  This often 
means that parks are bounded by single-loaded 
roads that provide a clear demarcation between 
the public and private realm and allow open 
accessibility to public space.  

Porches and stoops opening onto the sidewalk create an at-
tractive and welcoming pedestrian environment.

Commerical uses facing onto a small green adds vitality and 
interest to the commerical district.
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1.0 INTRODUCTION

This memorandum presents a traffic analysis for a Transit Oriented Design (TOD) master plan
being developed by ORW Landscape Architects & Planners for the Town of Essex, VT. The
TOD master plan is focused on the area surrounding Susie Wilson Road, a town highway that
provides access to a significant amount of adjacent land uses while also accommodating regional
through traffic.

The amount of traffic that could be generated by the TOD concept plan is estimated and
compared to traffic that would be generated by the same amount of development if constructed in
a conventional, automobile oriented way. The affect of traffic generated by the TOD concept plan
on the gateway intersections of Susie Wilson Road with VT 15, Pinecrest Drive, and Kellogg
Road is assessed for the planning year of 2025 with and without construction of the completed
Circumferential Highway. The analysis also accounts for the effect of a network of local streets
that would support the TOD plan. Modifications to the three Susie Wilson Road study
intersections are recommended to accommodate traffic created by background growth and the
TOD concept plan.

1.1 TOD CONCEPT PLAN

The TOD concept plan consists of 416,000 square feet of retail and commercial uses and 336
housing units located in the three areas east and west of Susie Wilson Road as indicated in Figure
1. The concept plan includes creation of a new network of local streets that will provide local
circulation needs. This proposed street network includes connections to Susie Wilson Road and to
VT 15. As a result, the network may also provide an alternate route for some traffic that travels
along Susie Wilson Road between VT 15 and VT 2A, the Circumferential Highway, and Kellogg
Road.

1.2 STUDY AREA

Susie Wilson Road is a town owned highway in Essex Town that provides an important regional
connection between VT 15, and VT 2A and the Circumferential Highway. The road has a north-
south alignment and consists of two travel lanes in each direction, often augmented with turn
lanes at the major intersections.

According to data collected by the CCMPO and VTrans, approximately 20,000 vehicles per day
travel along Susie Wilson Road. Congestion is a concern, particularly at the VT 15-Susie Wilson
Road intersection. The Town has identified some modifications to address existing congestion but
is concerned about the long-term effects of development along Susie Wilson Road.

The study area considers the total traffic flows along Susie Wilson Road but focuses the
congestion analysis on the three major gateways at the following three signalized intersections:

1. Susie Wilson Road -VT 15;
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2. Susie Wilson Road-Pinecrest Drive; and

3. Susie Wilson Road-Kellogg Road.

Figure 1: Susie Wilson Road TOD Concept Plan1

                                                       
1 ORW conceptual layout design

Susie Wilson Rd-VT 15

Susie Wilson Rd-Pinecrest

Susie Wilson Rd-Kellogg Rd
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2.0 TRIP GENERATION

This section estimates and compares the amount of traffic generated by a conventional auto,
oriented development to the traffic generated by the TOD master plan.

2.1 TRIP GENERATION – CONVENTIONAL DEVELOPMENT

Table 1 shows the trip generation for the total development assuming the land uses are
constructed on separate parcels with individual driveways that connect to the adjacent street
network. For the purpose of this analysis, the land uses were divided in three Transportation
Analysis Zones (TAZ) corresponding to the areas identified as A, B, and C in Figure 1. Table 1
shows the total vehicle trip generation for each land use within each TAZ.

Table 1: Total Project Site Vehicle Trip Generation

Residential Office Retail Type: Res-In Res-Out Office-In Office-Out Retail-In Retail-Out

Dwlg Units Square Ft Square Ft Rate: 0.35 0.17 0.25 1.24 1.19 1.52 Veh/Hour Veh/Hour

A 84 97,500         52,500          29 14 25 121 63 80 117 215

B 208 130,000       70,000          72 36 33 161 83 106 189 303

C 44 42,900         23,100          15 8 11 53 28 35 54 96

Totals 336 270,400       145,600        117 58 68 334 174 221 359 613

Total 972

 V
eh

ic
le

s 
pe

r 
H

ou
r 

SWR 
TAZ

Total-In Total-Out

Net New Land Use Entering and Exiting Trip Generation Rate by Land Use and Veh/Hour

The vehicle trip generation has been estimated using rates published by the Institute of
Transportation Engineers (ITE) in Trip Generation 7th Edition. The three land uses of
Condo/Townhouse (ITE Land Use Code: 230), Specialty Retail (ITE Land Use Code: 814), and
General Office (ITE Land Use Code: 710) were used to estimate the vehicle trip generation for
the proposed development.

For the purpose of this analysis, it was assumed that 65% of the total commercial space is General
Office (ITE Land Use Code: 710) and 35% is Specialty Retail (ITE Land Use Code: 814).

2.2 TRIP GENERATION – TOD DEVELOPMENT

The traffic generated by a TOD development is significantly different than that of a conventional
non-mixed use development, where each land use is developed independently of each other. A
TOD development captures the trips made between land uses on the parcel and adjacent parcels,
effectively reducing the number of external trips added to the adjacent highway network. The
Essex TOD master plan is characterized by a connected network of internal roadways, close
proximity to other land uses, and the presence of a transit option; all of which can reduce the
number of external vehicle trips onto the adjacent highway network.

The trips generated by the TOD master plan include the following origin-destination pairs:
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 Internal TAZ Trips: these trips occur between the land uses within a TAZ and are
therefore not added to the adjacent street network. Many of these trips will occur on foot
or bicycle;

 TAZ-TAZ Trips: these trips occur between TAZs along Susie Wilson Road, are added to
the adjacent street network, and are assumed to follow the shortest path between any two
TAZs. A portion of these trips utilize proposed roads connecting the TAZs. These trips
do not leave the study area through the VT 15-Susie Wilson Road, VT 15-Kellogg Road,
or the Susie Wilson Road-Pinecrest Drive intersections. Some of these vehicle trips may
shift to walking or biking. However, this analysis assumes that all of these trips occur in
vehicles; and

 External Trips: these trips are between TAZs and points beyond the study area via VT 15
to the west and east, Susie Wilson Road to the north, Kellogg Road to the west, and
Pinecrest Drive to the east. External trips are equal to total vehicle trip generation less
Internal-TAZ and TAZ-TAZ trips.

To quantify the amount of Internal-TAZ and TAZ-TAZ trips, the methodology used to estimate
the internal capture rate of multi-use developments, described in ITE’s Trip Generation
Handbook, was utilized. The concepts were applied by assuming that one TAZ is a large multi-
use development. The ITE’s methodology was then used to estimate how many trips would occur
between the residential, office, and retail uses in a TAZ. The Internal-TAZ trips were then
subtracted from the total vehicle trip generation of each TAZ.

It is logical to assume that some of the trips entering and exiting a TAZ would be made between
the other TAZs in the study area. To estimate the TAZ-TAZ trips, it was assumed that the entire
Susie Wilson Road study area was one large multi-use development. ITE’s multi-use
development methodology was then used to estimate how many of the trips entering and exiting a
TAZ would be made between the residential, office, and retail uses contained in the other TAZs.

The methodology applies the internal capture rates shown in Table 2 to the entering and exiting
traffic volumes between the three land uses. As indicated in the table, the percent reductions vary
based on land use type and whether or not the trip is entering or exiting. A balancing rule is used
to ensure the reduction does not exceed the amount of traffic entering or exiting between two land
uses.

Table 2: ITE Multi-Use Internal Capture Rates

From Retail Exit from Retail to Retail 20% Exit From Retail to Office 3% Exit from Ret to Res 12%
Enter to Ret from Ret 20% Enter to Office from Retail 31% Enter to Res from 31%

From Office Exit from Office to Ret 23% Exit From Office to Office 1% Exit from Office to Res 2%
Enter to Ret from Office 2% Enter to Office from Office 6% Enter to Res from Office 2%

Exit from Res to Ret 53% Exit From Res to Office 0% Exit from Res to Res 0%
Enter to Ret from Res 9% Enter to Office from Res 0% Enter to Res from Res 0%

From 
Residential

To Retail To Office To Residential
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Table 3 summarizes the three trip types for the entire study area. During the PM peak hour, the
effect of internal trip making reduces the amount of traffic added to the adjacent street network by
fourteen percent. Another eighteen percent of generated trips will be made between the three
TAZs. Some of the TAZ-TAZ trips will continue to use Susie Wilson Road. However, a
significant portion of these would also travel the proposed street network that connects the TAZs,
and some trips may shift to walking or biking.

Table 3: Summary of Mixed Use Trip Reduction

Veh-Trips % of Total
Internal TAZ 146 15%
TAZ-TAZ 176 18%
External 651 67%

Total 972 100%

The TOD master plan further decreases the number of estimated vehicle trips onto the highway
network by creating a land use design that encourages transit usage. Transit ridership estimates
were prepared for the Burlington-Essex commuter rail study1. That 1.22% of the trips generated
by the proposed development will use a transit option, most logically an express bus route,
thereby reducing the overall net vehicle trip generation on the adjacent highway network.

The ridership projections for the Essex-Burlington rail study are prepared using the CCMPO’s
regional transportation model. Like most transportation models in the country, it does not capture
the urban design benefits TOD development (well connected streets, pedestrian friendly design,
easy access to transit stations, etc).  Therefore, the 1.2% mode share should be considered a
minimum only. It is reasonable to expect transit ridership will increase to and from the Susie
Wilson Road as a result of the TOD design.

Table 4 shows the total reduction in vehicle trips between Susie Wilson Road and areas beyond
the study area due to the trip reduction benefits of the TOD concept plan.

Table 4: Total Vehicle Trip Reductions for TOD Mixed Use

Vehicle Trips

Total Vheicle Trip Generation - Conventional Development 972

TOD Trip Reductions: Internal and TAZ-TAZ Trips -321

Estimated Transit Trips -8

Vehicle Trips To/From Destinations Outside Study Area 643

Percent Change Relative to Conventional Development -34%

                                                       
1 Burlington-Essex Corridor Alternatives Analysis: Phase 1A Report. August 2001
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3.0 TRAFFIC ASSIGNMENT

This section shows how the traffic generated by the conventional and TOD developments are
assigned through the study intersections. The amount of through traffic diverted to the TOD street
network is estimated. The amount of traffic added to the study intersections is compared for the
conventional and TOD land use plans.

Figure 2 shows the traffic volumes that would pass through the study intersections due to the
traffic generated by the conventional development presented in Table 1. The traffic volumes have
been assigned through the study intersections based on existing traffic patterns.

Figure 2: Conventional Development Traffic Assignment
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Figure 3 shows the traffic volumes generated by the TOD master plan that would pass through the
study intersections. The assignment accounts for the new local roadway system.

Figure 3: TOD Concept Plan Traffic Assignment
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The TOD master plan includes the construction of new local streets that increase the number of
options drivers have when choosing their route. Figure 4 shows how the proposed local roadway
system may affect existing traffic patterns. The two most significant movements affected by the
new local streets are: (1) the southbound right turn from Susie Wilson Road to VT 15, and (2) and
the westbound right turn from VT 15 to Susie Wilson Road.

For the southbound right turn from Susie Wilson Road to VT 15, the assignment assumes that
10% of the traffic would be diverted to the local street network to the west of Susie Wilson Road.
This diverted traffic would access VT 15 using the new exit just west of the VT 15-Susie Wilson
Road intersection.

For the westbound right turn from VT 15 to Susie Wilson Road, it was assumed that 20% of the
vehicles currently making a right onto Pinecrest Drive would use the new local streets to the east
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of Susie Wilson Road. These vehicles are assumed to use the new entrance on VT 15 just east of
the VT 15-Susie Wilson Road intersection.

Figure 4: Assumed Diversion of Through Traffic to TOD Street Network
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3.1 NEW TRAFFIC ADDED TO INTERSECTIONS: TOD VERSUS CONVENTIONAL DEVELOPMENT

The TOD master plan significantly reduces the amount of traffic added to the study intersections
for the given amount of development. Table 5 shows the differences in the amount of traffic
added to each study intersections with and without a TOD development. On average the TOD
concept plan reduces traffic added to the study intersections by 40%.
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Table 5: Traffic Added to Study Intersections: TOD versus Conventional Development

Absolute 
Difference 
(vehicles)

% Difference

VT 15 - Susie Wilson Road
Overall -189 -39%

EB, VT-15 -68 -46%
WB, VT-15 -39 -45%

SB, Susie Wilson Road -82 -33%
Susie Wilson Road - Rite Aid

Overall -270 -39%
EB, Rite Aid Road -28 -11%

WB, Site Drive 0 -
NB, Susie Wilson Road -117 -50%
SB, Susie Wilson Road -125 -58%

Susie Wilson Road - Pinecrest Drive
Overall -246 -41%

EB, Pinecrest Drive -102 -47%
WB, Site Drive -6 -40%

NB, Susie Wilson Road -96 -42%
SB, Susie Wilson Road -42 -30%

Susie Wilson Road - Kellogg Road
Overall -129 -34%

EB, Kellogg Road -30 -52%
WB, Blair Road 4 -

NB, Susie Wilson Road -80 -30%
SB, Susie Wilson Road -23 -43%

(vehicles) (vehicles)

Build: Conventional 
No TOD Mixed Use

2025

Build: TOD Mixed Use 
& New Local Streets

2025

Trip Reduction of TOD Mixed 
Use Development

2025

296
80
47
169

424
218
0

117
89

360
117
9

134
100

249
28
4

187
30

485
148
86
251

694
246
0

234
214

606
219
15
230
142

267
53

378
58
0

4.0 2025 TRAFFIC VOLUME SCENARIOS

Congestion at the three study intersections is evaluated for the two following two scenarios
during the PM peak hour:

1. 2025 with no additional Circumferential Highway sections built; and

2. 2025 assuming the Circumferential Highway is completed from I-89 in Williston to
VT 127 in Colchester (Sections A-J).

The 2025 base volumes presented in Figure 5 and Figure 6 were obtained from the Traffic Report
contained in Appendix D of the August 9, 2002 Circumferential Highway Reevaluation.

The traffic generated by the TOD master plan from Figure 3, and the diversion of through trips to
the TOD street network shown in Figure 4, were added to the base volumes to produce the final
TOD-Build scenarios presented in Figure 7 (No New Sections of the Circumferential Highway)
and Figure 8 (Complete Circumferential Highway)



18 January 2006 Essex TOD Master Plan Traffic Analysis

Page 10

 

Figure 5: 2025 PM Traffic Volumes - No Circ Highway No TOD Master Plan
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Figure 6: 2025 PM Traffic Volumes - Complete Circ Highway No TOD Master Plan
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Figure 7: 2025 PM Traffic Volumes – No Circ Highway with TOD Master Plan
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Figure 8: 2025 PM Traffic Volumes – With Complete Circ Highway with TOD Master Plan
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5.0  CONGESTION ANALYSIS

5.1 LEVEL OF SERVICE DEFINITION

Level-of-service (LOS) is a qualitative measure describing the operating conditions as perceived
by motorists driving in a traffic stream. The 2000 Highway Capacity Manual defines six
qualitative grades to describe the level of service at an intersection. Level-of-Service is based on
the average control delay per vehicle. Table 6 shows the various LOS grades and descriptions for
signalized and intersections.
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Table 6: Level-of-Service Criteria for Signalized Intersections

LOS Characteristics Signalized Delay (sec)

A Little or No Delay <10.00
B Short Delays 10.1-20.0
C Average Delays 20.1-35.0
D Long Delays 35.1-55.0
E Very Long Delays 55.1-80.0
F Extreme Delays 80.0<

The VTrans policy on LOS states that:

“Collectors in urban or village areas will generally be designed for a level of service D or better. However,
in heavily developed village or urban areas, level of service E may be appropriate as judged on a case-by-
case basis. Minor Arterials in urban or village areas will generally be designed for a level of service C or
better. However, in heavily developed urban areas, reduced level of service criteria such as D or E may be
appropriate as judged on a case by case basis.”

The Vermont Agency of Transportation classifies Susie Wilson Road as an Urban Collector.
The conditions along Susie Wilson Road suggest that LOS of D is an acceptable
performance target.

Synchro (v6), a traffic analysis software package from Trafficware, was used to conduct a
congestion analysis of the signalized study intersections. Synchro uses the 2000 Highway
Capacity Manual methodology for analyzing signalized intersections. The traffic analysis
software package aaSidra 2.0 from aaTraffic was used to asses the capacity of the roundabout
alternatives.

Congestion analyses are presented in Table 7 for the following four alternatives:

 Alternative 1: No additional Circumferential Highway sections built and existing traffic
signal control;

 Alternative 2: No additional Circumferential Highway sections built and two-lane
roundabouts at the VT 15-Susie Wilson Road and Susie Wilson Road-Kellogg Road
intersections;

 Alternative 3: Complete Circumferential Highway built and existing traffic signal
control;  and

 Alternative 4: Complete Circumferential Highway  built and two-lane roundabouts at the
VT 15-Susie Wilson Road and Susie Wilson Road-Kellogg Road intersections.

The analysis predicts poor levels of service at the VT 15-Susie Wilson Road the and Kellogg
Road-Susie Wilson Road intersections if no physical changes are made. Therefore, additional
mitigation alternatives are analyzed that assume the following modifications: (which are
consistent with recommendations made in the Lamoureux and Dickinson study):
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o VT 15-Susie Wilson Road: (1) The addition of a left-turn lane to the Susie Wilson
Road southbound approach, and (2) the addition of a through lane on the VT 15
eastbound approach; and

o Susie Wilson Road-Kellogg Road: (1) The addition of an exclusive right-turn lane
to the southbound Susie Wilson Road approach, and (2) the addition of a jug-
handle turn around.

Each mitigation alternative is evaluated assuming (1) no new sections of the
Circumferential Highway are constructed and (2) the Circumferential Highway is
completed from I-89 in Williston to VT 127 in Colchester.

Figure 9: Mitigation Alternative Lane Geometry
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Table 7: 2025 Estimated LOS and Delay

Signalized Intersections LOS
Delay 

(sec/veh) LOS
Delay 

(sec/veh) LOS
Delay 

(sec/veh) LOS
Delay 

(sec/veh) LOS
Delay 

(sec/veh) LOS
Delay 

(sec/veh)
VT 15 - Susie Wilson Road*

Overall E 74.8 F 214.4 F 84.1 F 153.3 D 39.6 C 32.1
EB, VT-15 F 93 F 327 F 94 F 244 C 31.2 C 27.5

WB, VT-15 E 69.8 F 262.6 F 95.3 F 175.3 E 67.5 D 45.3
SB, Susie Wilson Road D 53.7 B 18.3 E 62.3 B 14.9 C 27.6 C 27.9

Susie Wilson Road - Pinecrest Drive
Overall B 16.8 B 16.9 B 16.0 B 14.4 B 14.5 B 13.9

EB, Pinecrest Drive C 20.4 C 20.4 C 20.0 B 19.3 C 20.3 C 20.3
WB, Shopping Center D 35.1 D 35.1 C 33.2 C 34.9 C 30.5 C 30.9

NB, Susie Wilson Road B 12.7 B 12.9 B 11.9 A 6.7 B 11.9 B 10.6
SB, Susie Wilson Road B 14.9 B 14.9 B 14.1 B 13.4 B 12.1 B 11.4

Susie Wilson Road - Kellogg Road
Overall F 90.4 B 10.6 C 31.2 A 7.7 D 50.3 B 19.8

EB, Kellogg Road F 83.6 B 10.1 C 34.4 A 7.9 D 49.6 C 26.7
WB, Blair Road E 69.6 C 27.6 C 20.0 B 15.3 D 37.4 C 25.9

NB, Susie Wilson Road F 84.8 A 8.7 C 24.0 A 6.4 D 52.9 B 15.2
SB, Susie Wilson Road F 121.6 A 7.8 D 54.3 A 7.1 D 51.9 C 20.6
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The following observations can be made regarding the results presented in Table 7:

• VT Route 15-Susie Wilson Road

 Alternatives 1 and 3: Poor level of service is projected for the overall
intersection. These alternatives assume a traffic signal and the short-term
modifications recommended in the Lamoureux and Dickinson (L&D) Study are
implemented1. This result suggests that the modifications proposed in the L&D
study are not viable in the long-term.

 Alternatives 2 and 4: Poor level of service is projected for a two lane roundabout
with and without the Circumferential Highway. This result suggests that a
roundabout is not a viable long-term solution at this location.

 Mitigation Alternative without the Circumferential Highway: Projected LOS is
acceptable for the overall intersection, but the VT 15 westbound approach
operates under poor level of service.

 Mitigation Alternative with the he Circumferential Highway: The overall
intersection and all approaches operate under acceptable level of service.

• Susie Wilson Road-Pinecrest Drive

 The overall intersection and all approaches operate under acceptable levels of
service for all 2025 alternatives.

• Susie Wilson Road-Kellogg Road

 Alternative 1: The overall intersection and all approaches operate under poor
level of service, with the existing lanes and traffic signal. This result suggests
that additional modifications are necessary at this intersection if the
Circumferential Highway is not completed.

 Alternative 3: The overall intersection and each approach operate at acceptable
levels of service if the Circumferential Highway is completed.

 Alternatives 2 and 4: The two-lane roundabout provides acceptable levels of
service with and without the Circumferential Highway. This result suggests that a
roundabout is a viable alternative at this location.

 Mitigation Alternative without the Circumferential Highway: The overall
intersection and all approaches operate under acceptable level of service.

                                                       
1 The recommendations include changing southbound Susie Wilson Road from 1 right lane and 2 left lanes to 2 right lanes
and 1 left lane.
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 Mitigation Alternative with the Circumferential Highway: The overall intersection
and all approaches operate under acceptable level of service.

6.0 CONCLUSIONS

The TOD master plan combines multiple land uses, new local streets, and a transit friendly design
to reduce the overall vehicle trip generation when compared to a conventional auto oriented
development of the same size. The TOD master plan reduces the amount of traffic added to the
adjacent street network by as much as 40%. This reduction is accomplished through increased
internal trip making by mixing land uses in close proximity and providing a well connected local
street system around Susie Wilson Road. The supporting local street network would also provide
an alternate route for some of the trips currently passing through the Susie Wilson Road corridor,
reducing traffic even further through the three gateway study intersections. Many of the internal
trips will shift from auto to walking and biking.

Based on mode share projections completed for the Essex-Burlington commuter rail study, a
transit share of 1.2% was assumed in this study. This assumption is consistent with other mode
shares in Chittenden County where higher levels of transit service are provided. The ridership
projections for the Essex-Burlington rail study were prepared using the CCMPO’s regional
transportation model. Like most transportation models in the country, it does not capture the
urban design benefits of TOD development (well connected streets, pedestrian friendly design,
easy access to transit stations, etc).  Therefore, the 1.2% mode share should be considered a
minimum only. It is reasonable to expect transit ridership will increase to and from Susie Wilson
Road as a result of the TOD design.

The traffic generated by the TOD master plan can be accommodated by reasonable modifications
to the study intersections. Additional lanes are recommended at the VT 15-Susie Wilson Road
intersection to accommodate background growth plus traffic from the TOD concept plan with or
without the complete Circumferential Highway. A two-lane roundabout is not a viable long-term
alternative for the VT 15-Susie Wilson Road intersection because it would not provide adequate
level of service.

If the Circumferential Highway is complete, no additional modifications are necessary at the
Susie Wilson Road-Kellogg Road intersection to accommodate background growth plus traffic
from the TOD master plan. If the Circumferential Highway is not complete, additional turn lanes
or a two-lane roundabout would provide adequate levels of service at this location.




