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Notice 

The follow “Creating Healthy Places to Live, Work and Play” report was funded by a 
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Nutrition (Eat Well Play Hard Program).  

 

Contents 
Intro/Purpose..................................................................................................................... 3 

What is a healthy community? ........................................................................................ 3 

Key Factors ........................................................................................................................ 4 

Housing Unit Density ........................................................................................................ 7 

Development Pressures ..................................................................................................... 9 

Existing Development Patterns ...................................................................................... 14 

Land Use Laws and Plans .............................................................................................. 23 

East Greenbush Subdivision Regulations ................................................................. 23 

East Greenbush Zoning Law ..................................................................................... 24 

Modern Zoning and Planning ........................................................................................ 36 

Creating Land Use Patterns Conducive to Walking ................................................... 40 

Safe Routes to Schools .................................................................................................... 42 

Existing and Future Plans .............................................................................................. 52 

Endnotes........................................................................................................................... 56 

 

 

 

 

 



 3 

Intro/Purpose 

What are the physical attributes of a healthy community? How is it shaped? What are its 

components? How does it look and feel and how is it traversed? This report will offer 

answers to these questions and will offer guidance on how communities can address these 

factors so that the collective built environment is shaped in a fashion that promotes public 

health. To do so, this report will analyze the built environment in Rensselaer County with 

a focus on key sub-areas of the county that are under high development pressure, and 

therefore both symptomatic of the dominant patterns and conditions present in many 

growing communities, and also opportune areas to intervene to shape the built 

environment in ways that promote physical activity. The analysis will focus on broader 

community-level factors, such as land use and transportation patterns, and how they 

affect the form and use of the built environment. The intent is to identify the root causes 

of the shortcomings of the built environment in relation to its conduciveness to walking 

and biking. Reforming land use is a long-term endeavor, which includes recognizing the 

problems with the status quo (the goal of this study), overcoming the social and political 

obstacles to change, and ultimately updating the unsustainable but largely unrecognized 

flaws in way suburban planning and development has been carried for the past half 

century. The key objective is to better integrate land use and transportation to support 

non-motorized mobility. This report will also include a focus on two schools and their 

adjacent residential neighborhoods, with the goal of identifying short-term and more 

easily implemented improvements to the existing pedestrian environment.  

 

What is a healthy community?  
At its most basic, a healthy community is a community that has characteristics favorable 

to the physical and mental health of its inhabitants. The attributes of a healthy community 

would include fresh air and water, and access to healthy foods; it would be safe and 

reasonably stress free, its daytime noises balanced with periods of tranquility. It would 

include integrated uses connected by corridors and spaces for physical activity such as 

sidewalk networks, bike and hike paths, and access to parks, playgrounds and natural 

areas. And it would be conducive to an active civic and social life, which in the physical 

sense would mean an integrated and accessible public realm. Although physical and 
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mental health are determined by many factors beyond the immediate physical 

environment in which a person interacts, this study will focus solely on the built 

environment.  

 

Key Factors 

The key factors that influence non-motorized physical activity within a community are 

the arrangement of land uses and the characteristics of the transportation network linking 

them. There is a growing recognition of the correlation between the form of the built 

environment and obesity. A variety of studies have shown that the built environment 

affects the mobility choices of both adults and children, and that neighborhoods 

characterized by low density, poorly connected street networks, and the lack of accessible 

shops, services, parks and recreational facilities, are associated with low levels of 

walking, which itself is associated with obesity. i For example, an article entitled 

“Obesity Relationships with Community Design, Physical Activity, and Time Spent in 

Cars” included in the American Journal of Preventative Medicine concluded that land use 

has a strong association with obesity, with a greater land-use mix resulting in more 

walking, less time in the car, therefore, less obesity. People living in highly walkable 

neighborhoods were found to spend nearly twice as much time weekly walking for local 

errands compared with people living in auto-oriented locations, and were half as likely to 

be overweight. Another article included in the Journal of the American Planning 

Association, which entailed a meta-analysis of studies that analyzed how land use and 

urban design can help in reducing automobile use and related environmental and social 

costs, found that vehicle miles traveled (VMT) is most strongly related with measures of 

accessibility to destinations and secondarily to street network design variables. The study 

concluded that walking is most strongly related to land use diversity, intersection density, 

and the number of destinations within walking distance. ii 

 

The author Jane Jacobs, in her classic book, The Death and Life of Great American 

Cities, offered a scathing critique of modern urban planning by observing the ways in 

which cities actually functioned, and the ways in which modern planning and zoning 

undermined these functions. She observed the way people use sidewalks and parks, and 
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analyzed the arrangement of roads, blocks, and land uses, and though details of her many 

conclusions are beyond the scope of this report, her interest in walking was an important 

part of her investigation, which in part concluded that, “the more intensely various and 

close-grained the diversity in an area, the more walking”iii  

  

These conclusions raise important considerations for public policies related to the 

promotion of physical activity through the design of the built environment. First, a 

sidewalk as a means to connect buildings and activities is only has usefulness in the 

proper context. In other words, the arrangement of land uses and street patterns are as 

crucial as the inclusion of sidewalks if we expect people to use them. A sidewalk to 

nowhere probably shouldn’t be there, unless there are future plans to fill in the gaps. But 

this also suggests that subdivisions in the middle of nowhere shouldn’t be there unless 

there are future plans to fill in the gaps. Residential subdivisions situated only among 

other residential subdivisions and lacking commercial and social uses within walking 

distance (usually defined as within a quarter- to half-mile) are generally not conducive to 

walking, with or without sidewalks, particularly not in the context of ordinary living and 

working, so it should be understood that these development are unwalkable by design, 

and simply adding sidewalks will not change this inherit liability. However, what this 

report will soon demonstrate is that the majority of developments being built in 

Rensselaer County (and throughout the region) exhibit these very shortcomings.  

 

Sidewalks are also spaces of informal contact and socialization. And if they are well used 

and closely integrated with adjacent buildings, sidewalks also function as spaces of 

informal security because there are people present to keep an eye on problems and 

intervene if necessaryiv. In this context, sidewalks that connect disparate activities also 

serve to foster physical wellbeing as well as enhance social wellbeing by inspiring 

random contact and informal dialogue, which are the building blocks of civic life. 

Though however well a sidewalk may function to foster neighborhood contact, the leisure 

and social land uses – what Ray Oldenburg called “third places” – serve this function 

even better.v Third places are the public and commercial uses outside of home and work, 

such as clubs, restaurants, bars, stores, and cafes, where, in addition to their primary 
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function, they also cultivate social interaction, communal bonds, and a more engaged 

civic life. These activity generators help bring diversity, stimulus, and a sense of place to 

neighborhoods, and in a basic sense, if they are located nearby, they provide a destination 

to walk to. If people are generally willing walk no more than a quarter- to half-mile to 

destinations, then it’s important that residential neighborhoods have (or allow) “third 

places” within this distance if physical activity is to be integrated into regular daytime 

routines rather than as a discreet activity for exercise alone. This is not to say that 

programmed exercise is not desirable, but that physical activity can and should become 

integrated into the normal routine of daily life.  

 

Access to parks and natural areas should also be available within walking distance to 

every neighborhood. The size and function of these parks will vary, and not every 

neighborhood is a viable location for fully programmed recreational facilities, but a small 

“pocket park” can serve as a destination point for an evening walk or a place for children 

to play. And while the benefits of access to, and use of, ball fields, playgrounds, and 

other formal facilities for physical activity has been long recognized, there is a growing 

recognition popularized by author Richard Louv’s national bestseller, “Last Child in the 

Woods,” that direct exposure to nature is equally important for the proper physical and 

mental development of human beings.vi  

 

A related and important aspect of accessible parks and playgrounds is the location and 

integration of neighborhoods with neighborhood schools. School grounds usually include 

playgrounds and other recreational spaces, and as public facilities, they are accessible to 

the public at large. Schools, therefore, can also serve as a means of supplying not only 

educational functions to the community but recreational functions as well. However, this 

raises an important issue that will be addressed in a subsequent section of this study, and 

that is the crucial consideration of the location and design of schools and their 

recreational components in relation to the neighborhoods in which they serve. Schools 

should be seamlessly integrated into neighborhoods through a network of streets, 

sidewalks, and paths, well-marked with crosswalks and signage, which allow children, 

teachers, and other staff the opportunity to safely walk or bike to school if they so choose. 
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Better yet, schools should promote walking and biking to school over driving and 

bussing. It’s not only better for health but also better for the environment and for the 

school transportation budget. And what better way to promote lifelong physical activity 

than to instill the habit of walking and biking when one is young.  

 

Housing Unit Density  

If the arrangement of the build environment is crucial to promoting physical activity as 

part of our regular daily routing, then it’s important to understand the broad patterns of 

development present in Rensselaer County. We begin by looking at housing density, 

since the proximity of places to walk is a key consideration. Rensselaer County is made 

up of two cities (Troy and Rensselaer), fourteen towns, and six villages. Figure 1 shows 

the housing density in each minor civil division within Rensselaer County. There is a 

marked distinction between the housing density and development patterns of the cities 

and villages as compared to the towns. Troy is the largest municipality in the county by 

population, with 50,129 residents as of the 2010 census. Troy’s overall density is 3.3 

housing units per acre. Note that this number represents a community-wide density with 

some parts of the city significantly higher and other areas that fall below this rate. The 

city of Rensselaer’s density is 2.2 housing units per acre. These two cities have the 

highest housing unit density in the county. The next highest areas of housing density 

include all the county’s villages, which, in rank order are: Hoosick Falls (2.2), Nassau 

(1.2), Castleton-on-Hudson (1), Valley Falls (.7), and East Nassau (.5). The towns with 

the highest housing unit density are East Greenbush (.45) and North Greenbush (.42). The 

village of Schaghticoke, (.43) falls below these two towns in housing unit density. The 

remainder of the towns, which are mostly rural in character, range in housing unit density 

from .19 to .03 units per acre. It should also be noted that several of the towns – East 

Greenbush, North Greenbush, and Sand Lake – include older hamlet areas (Wynantskill, 

Defreestville, East Greenbush, Hampton Manor, Averill Park, and Sand Lake) that 

exhibit village-scale housing density. These areas developed adjacent to the cities of Troy 

and Rensselaer and/or along former electric trolley lines. Housing unit density is one of 

several key indicators of walkability and therefore should be considered when growing 
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communities plan and regulate development, with the goal of establishing minimum 

housing densities of three units per acre for major subdivisions.  
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Development Pressures 

The next step in this analysis is to determine which areas within Rensselaer County had 

the most growth pressure. We do so by looking at the growth in population and in 

residential subdivisions.     
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Figure 2 shows the loss or gain in population for Rensselaer County’s minor civil 

divisions. As of 2010, Rensselaer County had a population of 159,429 persons, which is 
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an increase of 6,891 persons over the 2000 population of 152,538 and an increase of 

5,000 persons over the 1990 when the population was 154,429 persons. During the 

twenty-year period from 1990 to 2010 the town of East Greenbush had the highest 

increase in population of any of the county’s municipalities, gaining 2,397 persons. The 

second greatest population increase went to North Greenbush, which added 1,184 

persons. During this period the city of Troy’s population decreased by 4,140 persons.  

 

Figure 3 shows the number of residential building permits by unit issued by each of the 

county’s municipalities. From 1990 to 2010 the towns of East and North Greenbush also 

led the county in residential building permits, with East Greenbush issuing permits for 

1,705 residential units, and North Greenbush issuing permits for 1,299 residential units.  

The city of Troy was third in residential building activity, with 1,131 permits issues.  

 

The towns of East and North Greenbush have had the most population growth and 

development activity in Rensselaer County over the past twenty years, therefore we will 

look at their development patterns in more detail so we can better understand the current 

shortcomings and present opportunities for these towns to develop in a manner that is 

conducive to non-motorized mobility.   

 

A more specific method of documenting development activity is to analyze tax parcel 

data by extracting residential parcels based on the year that they were built. This method 

has the added advantage of showing the actual location of the development activity. 

Figure 4 below shows the location of single-family developments built from 1991 to 

2011 for Rensselaer County. Figures 5 and 6 below show a more close up view of this 

same data for the towns of East and North Greenbush. What is apparent from these maps 

is that there has been a significant amount of scattered, disconnected development in the 

county and particularly in the towns of East and North Greenbush. We will now look in 

more detail at the form of these developments.  
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Figure 4 
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Figures 5 and 6 
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Existing Development Patterns 

Within Rensselaer County, the older, higher density cities and villages (and hamlet areas) 

exhibit transportation and land use patterns that are compact and connected, which makes 

them generally conducive to walking and biking. For example, Figures 7 and 8 below 

show the land development and street patterns of the city of Troy.  

 

Figure 7 
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Figure 8 

             

 
 

 

The streets of Troy, which were primarily established prior to widespread automobile 

use, form a close-grained, interconnected grid, particularly along the low-lying flatlands 

that stretch along the western edge of the city. The streets in Troy (and other similar 

urban areas) usually include sidewalks, since they were designed to accommodate 

pedestrians. The city’s grid pattern was also conditioned by topographic and hydrological 

constraints and therefore tailored to fit the local environmental circumstances; it should 

be considered a “modified grid” that exhibits a utilitarian pattern rather than a 

preconceived geometric design (such as the pattern of radials axis super-imposed on the 

grid of Washington D.C.). The pre-auto pattern of Troy is characteristic of the age of 

industrial urbanization in which these areas developed.  
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Figure 9 

 
 

Figure 10 
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To further illustrate these patterns, Figure 9 shows an air photo of the core of the city of 

Troy and Figure 10 is a close up of a few of the city’s blocks. In addition to the 

interconnected grid pattern, the short-block pattern predominates. In the downtown area, 

where a variety of uses are in close proximity, the block sizes are 309 by 470 feet, which 

offer multiple alternative cross streets for traversing the city.  

 

Figure 11 

 
 

In contradistinction to the older urban areas within the county, the patterns of new 

development exhibit a generally different configuration. Figure 11 shows the street 

patterns of the town of East Greenbush, which includes both an older, relatively compact 

grid form in the hamlets of East Greenbush and Hampton Manor, and new developments 

that are primarily isolated subdivisions connected to an existing collector road through 

simple loops or more often, dead end cul-de-sacs. This contrast is shown more clearly in 
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Figure 12, which compares older roads in gray with roads built over the past twenty years 

(in red).  

 

Figure 12 

 
 

In place of a finer-grained mix of land uses in close proximity and a connected grid 

pattern of walkable streets, the new developments are more segregated by use with 

residential substantially separated from commercial and office/industry (the specific land 

use patterns will be discussed in a subsequent section). Unlike the older developments in 

the cities, villages, and hamlets, these new streets are often disconnected from adjacent 

developments, and they usually lack sidewalks (although the older hamlets often lack 

sidewalks as well). As we will also see in the next section, this pattern is not random; it is 

in strict adherence to the way in which the town is zoned and regulated. This fragmented 

pattern is not nearly as conducive to walking and biking as the more compact grid 
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patterns seen in the older developed areas. And it is this constraint, even more so than the 

lack of sidewalks, then inhibits residents from walking as matter of course in their daily 

routines. Figure 13 shows this same fragmented pattern of new roads in the town of North 

Greenbush.  

 

Figure 13 

 
 

 

The following six photographs show selected subdivisions in the towns of East and North 

Greenbush, which illustrate the predominantly disconnected, auto-oriented pattern of 

these towns’ new residential developments.  
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Land Use Laws and Plans 

This section of the report will evaluate the subdivision regulation and zoning law for the 

town of East Greenbush, with a specific focus on the elements of these codes that pertain 

to walkable land use patterns. In theory, these laws are designed to implement the town’s 

comprehensive plan, therefore we will focus on the actual outcomes as they manifest 

themselves in the landscape, rather than to review the general goals and objectives found 

in the plan. Since the town of East Greenbush has had the most development activity in 

Rensselaer County over the last twenty years, we will use it as a case study to understand 

how development patterns and, specifically for this section, the land use regulations that 

shape these patterns, either inspire or thwart community form conducive to physical 

activity.   

 

 East Greenbush Subdivision Regulations 

The town of East Greenbush adopted subdivision regulations in 1986, which have been 

amended in 1987 and most recently in 1999. Included in the regulations are requirements 

for major subdivisions, which are developments of five or more lots, or any size 

subdivision requiring a new street. One of the improvements required of any major 

subdivision, unless waived by the planning board in writing, are pedestrian ways. This 

requirement, at first glance, suggests the town’s subdivision law is designed to 

accommodate pedestrians. However, when we examine the general requirements and 

standards for all subdivisions, the following excerpt from the design standards for street 

arrangement suggests otherwise: 

 

“The subdivision street traffic network shall provide an orderly local access 

progression from marginal streets to collector streets to main highway and shall 

include a continuous network of public pedestrian walks, either independent or 

incorporated within vehicular rights-of-way, to connect all properties and public 

areas.”    

 

According to this wording, it appears that the Planning Board may require sidewalks, but 

if they don’t, the roadway itself will serve as the pedestrian way, which means 



 24 

pedestrians must walk in traffic on the shoulder of the road. However, the regulation’s 

design standards for “Pedestrian Ways,” states: “Adequate provision shall be made for 

the convenient and safe movement of pedestrians and bicyclists in any subdivision of 

land for residential purposes.” Also included in the “Pedestrian Ways” section is the 

requirement that “all streets designated as local streets shall have an improved pedestrian 

path, sidewalk, or bikeway provided on at least one (1) side of the street.” And, “all 

streets designated as collector roads shall have an improved pedestrian path, sidewalk or 

bikeway provided on both sides of the streets.”  

 

The examination of the major new subdivisions in the town over the last twenty years 

shown previously suggests that sidewalk provisions are usually waived by the Planning 

Board and that walking on the shoulder of the road is deemed safe and acceptable.  

 

Another issue in the subdivision regulation regarding walkability is found in the 

regulation’s standards for “Local Streets,” which states: “Local streets shall be laid out in 

a manner to discourage their use by through traffic.” This street layout is usually 

represented by the dead-end cul-de-sac, which is prevalent in most of the town’s major 

new subdivisions. Dead ends and disconnections are at odds one of the central tenants of 

walkability, which is connectivity. This issue could be partially ameliorated by requiring 

pedestrian paths that connect cul-de-sacs when there are other developments nearby. A 

more complete solution would be to require interconnected streets and sidewalks between 

adjacent developments and to prohibit cul-de-sacs.  

 

East Greenbush Zoning Law 

The town of East Greenbush’s Comprehensive Zoning Law divides the town into zoning 

districts. Each district allows for certain discreet uses. The “Purpose” section of the code 

includes several (indirect) references to elements related to community form and/or 

walkability, which include:    

1. To reduce the relative percentage of land devoted to streets, parking and other 

impervious surfaces. 
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2. To realize a development plan properly designed to conserve the use of land 

and the cost of municipal services. 

3. To protect the areas of the town which may be identified as important natural 

open space from future development.  

4. To promote efficient development clusters that can preserve adjacent natural 

areas.  

5. To prevent excessively dense or inefficiently spaced development which uses 

up available open lands. 

6. To create a suitable system of parks and recreation areas, available to all 

residents, as an integral part of the overall land use pattern 

7. To improve transportation facilities and traffic circulation, and to provide 

adequate off-street parking and loading facilities.   

 

Since we have already seen the patterns of new development in the town, it appears as if 

some of these goals are not being met. For example, numbers 1 through 5 can all be 

achieved through connected, compact development, which uses less land (less impact on 

opens space and natural resources), has less impervious surfaces (per capita), is less 

costly to service with infrastructure, and provides for better circulation and better 

walkability than fragmented sprawl. However, if you look at the red roads shown on 

Figure 6, the new single-family parcels shown on Figure 12, and the air photos shown 

previously, these developments appear more like inefficiently spaced sprawl than 

compact growth. The best means of achieving the town’s zoning objectives would be to 

concentrate a variety of uses and developments together into an integrated town center, 

rather than by clustering separate subdivisions, isolated from other clusters. If preventing 

inefficiently spaced development and using less impervious surface are two of the town’s 

goals (number 1 & 5), the fragmented pattern shown in these maps and images clearly 

show these goals are not being achieved. Let us look more closely at the regulatory 

details of the zoning law to see if there are provisions for more compact, mix-use 

development conducive to walking.  
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Figure 14 

 
 

As noted, the approach that the town uses to regulate development is to partition the 

community into broad zones that allow and restrict certain uses. These zones are 

indicated in the zoning map shown in Figure 14 above. The general pattern of the zoning 

map is a series of medium to higher density housing districts (R-1A and R-2 and R-3) 

shown in brown and maroon. These zones primarily cover the areas of the older hamlets 

of Hampton Manor and East Greenbush along Routes 9 and 20, as well as areas along 

Route 4 and Third Avenue Extension. The main intent of these zones is to allow areas for 

higher density housing. The R-2 zone (in dark brown), which includes the majority of 

land in these districts, allows for up to 6 dwelling units per acre. As noted earlier, these 

older hamlet areas, although largely lacking sidewalks, have an interconnected pattern of 

streets, and a moderate housing density that is generally conducive to walking and biking.  
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The zoning map also includes several small mixed-use business zones (B-1) shown in 

magenta along Routes 9/20 and 4. The intent of the B-1 zones are to promote 

redevelopment with high-density, mixed-use structures, which help define a coherent 

village atmosphere, providing local goods and services and linking nearby residential 

neighborhoods with a pedestrian-friendly environment. However, when we examine the 

development that has actually occurred in these zones, it appears that the intent of the 

zones is not being realized. For example, the largest B-1 zone is located at the southern 

terminus of Route 4 at Route 9/20. Within this zone very little housing can be found. 

What we find instead are auto-oriented commercial uses, such as chain retail, fast food, 

auto-body shops, gas stations, drive-through banks and auto dealerships. Route 9/20 

(Columbia Turnpike) in this area is a five-lane arterial, and while there is a sidewalk on 

one side of this road, they are lacking in the core portion where Routes 9/20 and 4 meet, 

and this zone is not linked in any safe or connected pedestrian fashion to the adjacent 

residential neighborhoods, which themselves are more than a quarter mile walk from the 

core of this “mixed-use” zone. The majority of the developed land in this zone is used for 

parking. There is also an elementary school next to this zone, which is completely 

isolated from the nearby residential neighborhood, so that children cannot safely or 

realistically walk to school (this is a subject that will be pursued in a subsequent section 

of this report). Figure 15 below shows the development pattern of this zone. The yellow 

circle indicates a quarter-mile radius, which is considered an approximately five to eight 

minute walk, and has become a standard reference for the distance an average person is 

willing to walk instead of taking their car, provided a safe and means of doing so is 

available. Figure 16 shows a closer look at the core of the zone.  

 



 28 

Figure 15
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Figure 16 

 
 

The portion of the Columbia Turnpike just northwest of the B-1 zone shown in Figure 16 

above is a B-2 General Business district zone (purple on the zoning map), which is 

followed by another B-1 zone, and then another B-2 zone, all of which follow along the 

properties fronting the Columbia Turnpike. The intent of the B-2 zones, as stated in the 

town’s zoning law, is to provide contained areas for low to medium density commercial 

highway development along the travel corridors which permits uses which would 

otherwise not be appropriate for the more pedestrian oriented B-1 and residential 

districts. Figure 17 below shows the development pattern that currently exists in this 

zone. This area does not appear fundamentally different in character from the adjacent B-

1 zone. It’s characterized by auto-oriented highway strip development and nearby 

housing pods poorly integrated (in a pedestrian sense) with the nearby commercial 

development.  
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Figure 17 

 
 

Figure 18 below shows the development pattern of the B-1 mixed use zone on Route 4 

and Route 151 (Red Mill Rd.). This B-1 zone is a little more mixed use than the previous 

B-1. Included are a handful of office buildings and convenient stores. Adjacent and in 

reasonable proximity to this B-1 zone are several different residential zones and planned 

development districts (PDDs) that include a variety housing types as well as a YMCA, 

the town library and a high school (east of I-90). So while internally this B-1 zone 

doesn’t have the right mix of uses to be considered “village-like” the wider area does. 

However the disjointed street pattern, lack of sidewalks, and self-contained pod-like 

pattern of the adjacent uses does not resemble the interconnected and walkable grid 

pattern usually found in villages. A new roundabout has recently been constructed at this 

intersection (4 and 151). Roundabouts have become a popular way to keep traffic 

moving. Whether they are pedestrian-friendly is in dispute. The town does have a plan 
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that calls for sidewalks on Rt. 151, which is also a state bike route. As of now, none exist. 

However, even with sidewalks, the fragmented pattern of this area will continue to 

undermine its pedestrian utilization.  

 

Figure 18 
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Figure 19  

 
Figure 19 above shows the B-1 zone and surrounding residential zones in the Hampton 

Manor hamlet. As noted previously, this area’s residential neighborhoods have a more 

compact, connected pattern, which is generally conductive to walking. However, 

sidewalks are generally lacking and the core “Main Street” area along the Columbia 

Turnpike is not well integrated with pedestrian amenities to the nearby residential areas. 

Moreover, the majority of developed land in this B-1 zone is again given over to parking, 

primarily for the K-Mart shopping center. A closer view of this zone is shown in Figure 

20 below. The picture of the K-Mart entrance (Figure 21 below) shows the partial nature 

of pedestrian amenities present: a crosswalk that leads to grass or oncoming traffic 

exiting the parking lot. If properly designed, with mixed commercial and residential uses 

at a “Main Street” scale and design, with fully integrated streets connecting adjacent 

neighborhoods, the redevelopment of this site holds great promise as a location where the 

town can achieve the village-like intent of its B-1 zone.  
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Figures 20 and 21 
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While we have examined the town’s higher density housing, mixed use, and general 

business zones, the majority of the town’s land actually falls within the R-B Residential 

Buffer (shown in yellow) and the R-OS Residential Open Space (shown in light green). 

But more importantly, as seen in Figures 6 and 12 previously (repeated below), the 

majority of the town’s new residential development has taken place in these zones, not 

the town’s higher density mixed-use zones. One of the primary intents of both the R-B 

zone and the R-OS zones, as stated in the town zoning law, is to support low density 

housing. The R-B allows one residential unit per one and half acres (half acre with sewer 

and water), and the R-OS allows one residential unit per two acres. Commercial uses are 

prohibited in both zones. And this low density objective, unlike the intensions of the 

mixed use zones, has been met. The pattern of the new housing developments in these 

zones are highly fragmented, pod-oriented, single uses (housing), and therefore almost 

completely auto-centric. The housing developments are too spread out for efficient 

walking, and more importantly, there is nothing to walk to. Such patterns are anathema to 

walkability, and their inherent physical liabilities will not be solved by simply adding 

sidewalks and crosswalks (even if the town could afford to and was inclined to do so). 

Here in lies the central issue and central challenge to creating healthy communities: the 

majority of the growth taking place in the growing communities of Rensselaer County 

(and the Capital District) is auto-oriented and not conducive to non-motorized 

mobility...by design!  
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Figures 6 

     

 
Figure 12 (above) – New East Greenbush Roads 1991 to 2011 
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Modern Zoning and Planning 

The town of East Greenbush’s zoning law includes several other zoning districts, 

including Corporate Office Only, Professional Office, Light Industrial, Agriculture, 

which are all primarily single-use zones as their names imply. The town also has Planned 

Development Districts, which allows for more flexible discretion in site use and 

configuration. In general the town’s zoning law categorizes uses into either residential or 

commercial zones. And while the town does provide for the possibility of mixed-use, 

compact development in some areas, the overall single-use pod-like character of the 

zoning law isolates work from shopping from living by design, which does not lead a 

community form that’s conducive to either good urbanism or walkability. The town’s 

zoning code does include a section on “Recommended Design Practices,” which includes 

the goal of “Denser, More Compact Development.” However this practice, as used by the 

town, has only applied to residential developments and has led to the isolated, pod-like 

development patterns seen in Figures 6 and 12.  

 

A good urban environment is mixed and connected, and therefore vibrant and walkable. 

A sub-urban environment is less than urban. It is de-urbanized, which means it is not 

mixed, vibrant or walkable.  If it were, it would not be sub-urban, it would be urban. And 

here we confront the real challenge to making communities compact, connected, diverse, 

and therefore walkable (urban), and that is: urbanism is considered a bad word. It’s a 

term that conjured images of ghettos, the underclass, crime and bad schools. It’s a term 

that encapsulates and justifies in the minds of many just what they fled from and why 

they choose to live in suburbia. Reforming sub-urban land use is therefore a social and 

political issue, not simply a technical issue that can be solved with a few simple tweaks 

of the zoning code. It will require a long-term cultural and political shift to embrace 

urbanism as a necessary and desirable living arrangement.  

 

Modern zoning – the fragmenting of community – arose in reaction to the industrial city. 

By design, and through the regulatory process, the formerly integrated community 

became a patchwork of separate components (zones) serving as appendages to the 

highway. And while industrial cities were traditionally scorned for their association with 
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poor health, ironically we now find their close-grained compact walkable form to be a 

model for healthy communities. However, in reaction to the threats the industrial city 

represented (whether real or perceived), many people moved to the outskirts to avoid 

them. Zoning became (and continues to be) the primary regulatory tool for protection 

from threats, particularly in relation to property values, by legalizing a rigid separation of 

uses. Moreover, the dead-end cul-de-sac has become the primary residential road pattern, 

which is also a tool that is perceived to protect residential properties from the threat of 

traffic. However, the more communities fragment their road patterns through the use of 

dead ends, the more they cause and experience traffic conflicts and congestion as soon as 

the dead-ends filter onto collectors and arterials with few alternative routes. Whereas the 

grid dissipates traffic, dendritic patterns create choke points. Whereas cities integrate 

people and activities, modern zoning segregates them, spreads them out, and insures that 

a car is a necessity for nearly every activity.    

 

Attempts to reform the segregated, auto-oriented dictates of modern zoning have met 

with repeated resistance, often using the preservation of property values and an 

unquestioned believe in property markets (demand for isolated residential enclaves 

justifies supplying it) as excuses for maintaining the status quo. Underlying the whole 

process, of course, is the fact that community development is in reality a series of real 

estate deals where profit is being made building and selling products of the built 

environment. And the money being make (or potentially being made) tends to influence 

the local political process. Smart growth takes more time and thought than conventional 

sprawl, yet from a developer’s point of view, time is money, so quick approvals are 

desired, and more complicated, time-intensive approvals are viewed as undo regulatory 

burdens. Moreover, the perceived benefits of new development tend to inspire approval 

of whatever product the market puts forth (as long as it’s not too close to someone’s 

backyard) because it is seen as adding to the local tax base. However, the long-term 

cumulative “service-inducing” effects of growth that eventually lead to tax increases are 

rarely considered.   
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Zoning itself was ruled constitutional in part on the basis of a community’s right to 

protect its health and general welfare. So it stands to reason that the poor physical and 

social health, which results from the fragmented development patterns imposed through 

modern zoning techniques, deserve serious reconsideration. It’s in each growing 

community’s best interest to reform their land use plans and codes so as to promote and 

produce a compact, connected, diversity of uses, which will better foster the community’s 

physical and social health. And though beyond the scope of the study, it’s worth noting 

that compact, fine-grained urbanism has additional benefits beyond being more 

conducive to physical activity and social interaction. Traditional urban form is also less 

costly per capital to service with public infrastructure; produces less impervious surface 

and therefore less stormwater runoff per capita; and is less energy intensive per capita 

(and therefore emits less carbon dioxide) because of the higher proportion multi-unit 

housing with shared walls and floors (which shares heat), and fewer miles traveled by 

car.  

 

The fact that development in a capitalist society means selling real-estate for profit does 

not mean that auto-oriented developments are the only products in demand or the only 

products that can make a profit. A recent study by the Brookings Institute, which 

measured the value of commercial and residential real estate in the Washington, D.C., 

metropolitan area, showed that real estate values increase as neighborhoods became more 

walkable, where every day needs, including working, can be met by walking, transit or 

biking. According to the study there is a five-step “ladder” of walkability, from least to 

most walkable. On average, each step up the walkability ladder adds $9 per square foot to 

annual office rents, $7 per square foot to retail rents, more than $300 per month to 

apartment rents and nearly $82 per square foot to home values. As a neighborhood moves 

up each step of the five-step walkability ladder, the average household income of those 

who live there increases some $10,000. The authors also note that though they haven’t 

studied all urban areas to the same degree, these findings appear to apply to much of the 

rest of the country.vii      
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And based on recent census data, consumer demand is starting to reflect recognition of 

the virtues of tradition urban areas. As noted in an article in USA Today, population 

growth in fringe counties nearly stopped in the 12 months that ended July 1, 2011, and 

urban counties at the center of metro areas grew faster than the nation as a whole.viii 

Central metro counties accounted for 94% of U.S. population growth as compared with 

85% just before the recession and housing bust.  According to Marie York, president of a 

Florida-base real estate consulting firm and board member of the American Planning 

Association, who was quoted in the article, “There has been a huge shift, particularly in 

the last ten years. There’s an emphasis on walkability, an emphasis on health, an 

emphasis on commuting by bicycle.” Moreover, the aging of the baby boom generation is 

producing a large elderly demographic who will have difficulty maintaining large 

suburban houses (and lots) as well as difficulty with mobility in auto-oriented settings, 

which should increase the demand for more compact, walkable living arrangements.  

 

It should also be emphasized that the isolated, dendritic pattern of subdivision activity 

prevalent in Rensselaer County and highlighted in this study are not just a consequence of 

modern zoning. Not providing bike and pedestrian infrastructure is often a conscious 

strategy. If developers were required to include accommodation for all types of mobility 

(complete streets), as they should be, it would affect the financial aspects of their 

projects, since including sidewalks increases project costs. And if communities were 

required to provide these accommodations on publicly owned roads, they might have to 

raise taxes on local residents to pay for construction and maintenance. Therefore, the 

common practice in many growing suburban towns has been to not require these 

accommodations as a condition of subdivision or site plan approval, and for 

municipalities to avoid providing them directly through local tax expenditures. If they are 

considered, it is only when state and federal grants are available to pay the costs. 

However, in the current age of fiscal austerity, in which these grants may become scarce, 

communities can address the long-term benefits of walkability by requiring that 

developers provide sidewalks for all major subdivisions and commercial developments. 

Public money could then be targeted to connecting the gaps between developments. And 

if major residential developments are deemed too isolated to need sidewalks because 
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there’s nothing to connect to or walk to, this suggests the development itself is in the 

wrong location.  

 

Creating Land Use Patterns Conducive to Walking 
As noted previously, the older urban areas in Rensselaer County, particularly the cities, 

villages, and hamlets, generally have a density, land-use mix, and connected (grid) street 

pattern that makes them conducive to walking. Therefore, as a general county policy to 

promote walking, these areas should be targeted for reinvestment before new “green 

field” areas are developed. It is easier and more cost effective to reinforce and improve 

existing walkable areas than to create new ones from scratch. These areas contain 

numerous opportunities for in-fill and redevelopment, particularly given the half-century 

population declines discussed previously. And although these areas exhibit a form more 

conducive to walking compared to the newer developed suburban towns, there are still 

many parts of these older urban areas that are in need of sidewalks, marked crosswalks, 

pedestrian signals and/or sidewalk upgrades. They also are in need of commercial/retail 

investment, which provides destinations to walk to.  

 

However, since the majority of new Rensselaer County growth over the last half century 

has been located on suburban green fields, it’s safe to assume that green field 

development will continue. The challenge, therefore, is for growing communities to 

shape the built environment into patterns that are not auto-oriented, which by and large 

has not been the case up till now. This would entail a new kind of planning that targets 

new growth in compact areas, at higher densities, with a greater mix of uses in close 

proximity, connected by a grid of streets that all have sidewalks. It could be thought of as 

“growing a village,” or “creating a town center.” This would also entail restricting growth 

in areas outside these planned centers. As noted above, this is a much different approach 

than the spread out, single-use pattern of new development seen in towns such as East 

Greenbush and North Greenbush, in which auto-centric commercial highway strips and 

self-contained housing developments on disconnected cul-de-sacs without sidewalks 

predominate, and where most of the land within these towns is open to major residential 

subdivisions. This report will not attempt to prescribe exactly where these centers should 
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be nor their specific form. Municipal planning is a process that requires community 

engagement, buy-in, and participation. In addition, targeted, higher density growth also 

requires investment in the infrastructure that supports such investment, including public 

sewer and water (Studies have shown that it’s less expensive per capita to service 

targeted areas at higher densities than to service low density development spread across 

wide areas.ix). Addressing the vested rights under existing land use laws will also need to 

be considered through the use of approaches such as transfer of development rights 

and/or publicly targeted incentives and investments.  

 

Once a community plan has been developed and adopted that targets growth in compact, 

connected, mixed-use areas, the community must update its zoning law to properly 

regulate development in this fashion. As noted above, the single-use “Euclidean” zoning 

utilized by all the suburban and rural towns in Rensselaer County prohibits true mixed-

use centers. And even when “mixed-use” is part of the zoning in name, such as the 

mixed-use zones in East Greenbush, they rarely result in true mixed-use patterns, since 

theses zone seldom include housing and are rarely integrated with nearby neighborhoods.  

 

One of the emerging land use tools being used to regulate growth into more walkable 

(and sustainable) forms is “form-based” zoning codes, which prescribe the physical form 

of buildings and other elements and address the relationship between building facades 

and the public realm, the form and mass of buildings in relation to each other, and the 

scale and types of streets and blocks. Form-based codes use three-dimensional graphic 

depictions of building types, scales, and forms to illustrate desired outcomes, as opposed 

to standard “Euclidean” zoning, which relies primarily on legal terminology and two-

dimensional generalized zoning maps.  

 

Another regulatory tool that can be utilized to improve community form is the “official 

map,” which would show the location of current and future roads, parks, and public 

buildings, and, if adopted, would require developers to conform their projects to the 

integrated grid-pattern street layouts depicted on the map.  
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Complete streets laws are also a means of helping create walkable, bikeable communities. 

Complete streets laws typically require the consideration or accommodation of 

convenient access and mobility on the road network by all user of all ages, including 

motorists, pedestrians, bicyclists, and public transportation users. New York State now 

requires the consideration of complete street design for all state, county and local 

transportation projects that are undertaken by NYS DOT or receive both federal and state 

funding. Local communities can also adopt complete street laws for locally funded 

projects. However, complete street laws do not typically address land use patterns 

described in this report, which are also crucial to walkability.  

 

Since compact, connected, targeted growth is not currently practiced or embraced, the 

transition to this pattern of growth will necessarily involve a process of education and 

negotiation that cannot be accomplished through a report such as this alone. However 

understanding the issues and challenges is a necessary starting point for addressing them, 

and this report is an attempt to accomplish that. And in this regard, one of the most 

important assertions of this study is that land use patterns, street patterns, and 

pedestrian/cyclist amenities all have integral roles to play in creating walkable, healthy 

communities. Though it may help, a spread out, disconnected community will not 

become walkable by simply adding sidewalks or adopting a complete streets law. A 

dangerous road with narrow shoulders will not become bikeable by simply adding a sign 

designating it a bike route. We need a mix of uses, in close proximity, connected by an 

integrated street pattern that includes sidewalks in order to achieve a truly walkable, 

bikeable, healthy community. And as noted above, this pattern is largely absent in most 

suburbanizing towns; it is absent as a goal of most comprehensive plans; and it has been 

made illegal by most zoning codes. And until this changes, auto-oriented patterns will 

continue to predominate, and public health will continue to decline.  

 

 

Safe Routes to Schools 
While the focus of this study so far has been on the general character of the built 

environment in Rensselaer County and how this character either inspires or inhibits 
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walkability, this report will also evaluate the area around two schools in East Greenbush 

– the Goff Middle School and the Red Mill Elementary School – with the intent of 

identifying short term pedestrian improvements that would make these areas safer and 

more conducive to walking.  

 

The Red Mill Elementary School is located within the Hampton Manor Hamlet. As can 

be seen from Figure 22 below, the school is well integrated with the surrounding 

residential areas. The narrow streets of this older hamlet form an integrated grid pattern 

that makes these neighborhoods reasonably walkable, even though sidewalks are lacking 

in most areas. Conversations with neighbors indicate that most elementary age children 

from these surrounding neighborhoods walk to the school. A closer examination of the 

streets surrounding the school property reveals several potential low-cost opportunities 

for pedestrian improvement.  

 

Figure 22 
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Figure 23 

      
 

 

The first opportunity is at the intersection of Mill and Rhode Island Streets at the 

northwest corner of the school property and shown by the letter “A.” A photo of this 

location (Figure 23 above) shows that an informal path has been worn through this small 

patch of trees, which leads to the lawn of the school property. A similar informal path can 

be seen at location “B” (Figure 24 below).   
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Figure 24

 
 

Both Location A and B could be improved by clearing the brush around these paths and 

either paving small extensions from the Mill Road to the grass field, or laying crushed 

stone.  

 

Location “C” on the Figure 22 school map and shown below in Figure 25 shows a side 

entryway with access inhibited by a locked gate. Another informal pedestrian path has 

been worn next to the gate, which could also be formalized and improved by pavement or 

crushed stone. The adjacent tree may need to be removed to allow for an adequately sized 

path.  
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Figure 25 

 
Location “D” on the school map shows the intersection of McCullough Street and 

Pinehurst/Hampton, the key intersection and conflict point between auto, bus, and 

pedestrians leading to the school. A photo of McCullough Street is shown in Figure 26. 

 

Figure 26 
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This intersection could be improved by adding marked pedestrian crosswalks on all four 

corners. A more costly improvement would add a sidewalk on the left side of 

McCullough from Pinehurst to the school property. Location “E” on the school map, 

shown in Figure 27 below, shows the entrance to the school. A pedestrian path could 

continue from McCullough to the front sidewalk in front of the school. This path should 

be located on the edge of the school parking lot behind where cars currently park.  

 

Figure 27 

 
 

 

The Goff Middle School is located in the hamlet of East Greenbush along Gilligan and 

Hays Roads. Both roads connect to the Columbia Turnpike. The map shown in Figure 28 

below shows the school property and the surrounding neighborhoods. Adjacent to the 

school property are recreational ball fields, a church, and the town highway garage. The 

school is also surrounded by residential developments. The residential parcels developed 

between 1995 and 2010 are shown in orange on the map.  
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Figure 28 

 
 

Hays Road lacks sidewalks, as do the residential developments that connect to it. Gilligan 

Road also lacks sidewalks except for a short portion near Columbia Turnpike and in front 

of a senior housing complex a short distance from the Columbia Turnpike (just outside 

northern edge of the map above). Since many people bike and walk in this area – to 

school, to the recreational fields, and to the commercial establishments on Columbia 

Turnpike – sidewalks should be installed from the intersection of Hays and Gilligan to 

the Columbia Turnpike along one side of each road.  Figure 29 below shows Hays Road 

in front of the school property (numbers on map correspond to figures). Figure 30 shows 

Hays Road before the intersection of Brookview road, which also lacks sidewalks and is 

fronted by large residential developments. Figure 31 shows Hays Road just past the 

Columbia Turnpike. Figure 32 shows Gilligan Road just past the school in front of the 

ball fields.  
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Figures 29 and 30 
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Figures 31 and 32 
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The New York State Department of Transportation has periodically offered funding for 

sidewalks as part of the federal Safe Routes to School program. This program could be 

used to fund the school improvements recommended here. The intent of Safe Routes to 

School program is to enable and encourage children to walk or bicycle to school; help 

children adopt a more healthy and active lifestyle by making bicycling and walking a 

safer and more appealing transportation alternative; and facilitate the planning, 

development and implementation of transportation projects that will improve safety while 

reducing traffic, fuel consumption and air pollution in the vicinity of schools. Eligible 

projects must be located within two miles of a primary or middle school, be located on 

municipal right-of-way, benefit the public interest and address at least one of the five 

SRTS categories. Categories include engineering (infrastructure) efforts, as well as 

education, enforcement, encouragement and evaluation of program impact (non-

infrastructure) efforts. 

 

Poster-size maps, including the photos and recommendation described above, were 

prepared and presented to the town of East Greenbush planning personnel and the town’s 

engineering firm, Chazen Engineering, on July 26, 2012 in anticipation of the October 

deadline for the next round of Safe Routes to School Funding. At that time the town 

indicated it would be using these materials to support their application, which would be 

used to implement the recommendations.  

 

Although sidewalks, as noted above, are currently lacking in the area around the Goff 

Middle School, the Town of East Greenbush’s recently completed “Community 

Amenities Enhancement Strategy” includes a recommendation for a sidewalk extending 

from the Columbia Turnpike down Gilligan Road to the school. The Amenities Strategy 

is one of several plans that the town has completed in recent years in an attempt to 

address issues and current shortcomings associated with transportation, land use, 

recreational facilities/parks, trails, and sidewalks. These plans are summarized below.  
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Existing and Future Plans 
The town of East Greenbush has completed a number of plans that seek to address land 
use, transportation, and recreation, and, if implemented, could help make the community 
more conducive to physical activity. The town’s current comprehensive plan was adopted 
in 2006. The plan sets the policy framework for overall town-wide development and 
serves as the legal foundation for the town’s land use laws, which are designed to 
implement the comprehensive plan. The issues and shortcomings of the development 
patterns resulting from these documents have been previously discussed. The purpose of 
summarizing the following plans is to illustrate the effort the town has so far put toward 
attempting to address (in part) walkability, and also to keep these projects on the radar 
screen, since many of the recommendations included in the reports have yet to be 
implemented.  

 

Western East Greenbush Final Generic Environmental Impact Statement 

In July 2009, the town adopted a Generic Environmental Impact Statement (GEIS) that 
applied to the western portion of the town, which is under the most development 
pressure. The purpose of the GEIS is to evaluate the cumulative impacts of potential 
future development in the town in order to plan for and mitigate impacts due to growth. 
The GEIS evaluates the cumulative impacts of continued population growth in 
accordance with the town’s recently amended zoning and land use regulations. In order to 
better understand and quantify the impacts of future development (over the next twenty 
years) an evaluation was made of the cumulative impacts associated with continued 
growth on the town’s transportation network, water and sewer infrastructure, stormwater 
management program, and recreational resource inventory. The GIES establishes suitable 
mitigation measures, including developer fees, to minimize the effects of development. 
Once established, the mitigation process provides guidance to the town during the project 
review process and clearly defines responsibility for developers. The resulting mitigation 
fees help to provide an equitable means of distributing the cost of the improvements 
identified in the GEIS. Developers are able to contribute to their fair share of the 
development impact, without carrying an unnecessary burden often associated with 
capital improvement costs. 

 

Community Amenities Enhancement Strategy 

The town completed a Community Amenities Enhancement Strategy in 2012. The 
purpose of the strategy is to document ways to enhance the community with upgraded 
and additional local recreational amenities for residents, including upgrades to existing 
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parks, new local connections with sidewalks, paths and trails, and new outdoor recreation 
venues and activities. The strategy identifies which community improvements are desired 
by local residents and prioritizes projects that could be implemented through town capital 
improvements and/or through GIES public amenities contributions and/or mitigation fees. 

 

CDTC’s Community and Transportation Linkage Planning Program  

The Linkage Program is an integrated land use and transportation planning program 
created to implement the regional transportation plan New Visions 2035. The program 
has been recognized as a national best practice in livability planning and is the 
cornerstone of CDTC’s public outreach efforts. The program provides consultant or 
CDTC staff technical assistance for joint regional-local planning initiatives that link 
transportation and land use. To date there have been ten linkage studies completed in 
Rensselaer County. Three of these have been located in the town of East Greenbush. 
These include: East Greenbush Route 4 Corridor Study, East Greenbush Routes 9 & 20 
Design Enhancements, and East Greenbush Route 151 Corridor Study, which are 
summarized below.  

East Greenbush Route 4 Corridor Study 

Description: CDTC, with additional assistance from the consultant team, examined the 
Route 4 Corridor within East Greenbush in relation to the current transportation system, 
existing adjacent land use and likely future conditions in order to:  

� Create a unified vision of what the Route 4 Corridor should look like in the years to 
come based on existing conditions and looking ahead into the future (as identified in the 
Town’s Land Use & Zoning Study);  

� Produce a plan with short term and longer term recommendations designed to achieve 
that vision to enhance the transportation system and existing and future land uses planned 
for the corridor;  

� Position the Town and NYSDOT to take advantage of any opportunities related to 
development’s mitigation of traffic impacts and funding in a comprehensive fashion.  

The primary goal of this study was to develop multi-modal transportation improvement 
concepts to support and achieve the Town’s land use vision for the Route 4 corridor. 
Improvements suggested are intended to improve Route 4 over time to ensure it provides 
safe and efficient access for pedestrians, bicyclists and motor vehicles. A key feature of 
this goal is to create a walkable corridor along Route 4 in an effort to develop a strong 
network of walkable corridors connecting surrounding neighborhoods to major 
destinations.  

http://www.cdtcmpo.org/rtp2035/2035.htm
http://www.cdtcmpo.org/linkage/studies/142003307.pdf
http://www.cdtcmpo.org/linkage/studies/142002303.pdf
http://www.cdtcmpo.org/linkage/studies/142002303.pdf
http://www.cdtcmpo.org/linkage/studies/142002304.pdf
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This study was completed in December 2006. 

To view the final report, visit http://www.cdtcmpo.org/linkage/ny4cor.pdf .  

Sponsors: CDTC and Town of East Greenbush  

Consultant Team: Erdman Anthony in association with Behan Planning Associates, LLC 

Total Study Cost: $75,000 ($50,000 CDTC staff activity plus $25,000 consultant effort) 

 

East Greenbush Routes 9 & 20 Design Enhancements 

Description: Debate over the appearance and function of the Route 9 & 20 corridor in the 
town of East Greenbush highlighted the need for an overall vision for the future of the 
corridor. This vision was to evolve from public input throughout the study period at 
extensive public workshops and a design charette. The eleven plan goals that arose from 
the public visioning sessions can be summarized as 1) improving the aesthetics of the 
corridor; 2) improving bicycle and pedestrian safety and enhancing the pedestrian realm; 
3) incorporating traffic calming features; 4) reducing local traffic through the use of 
parallel streets; and 5) allowing mixed uses and limiting the scale of new commercial 
uses between existing activity centers. A number of short and long range actions were 
also recommended in the plan for the town, NYSDOT, CDTC and other stakeholders to 
consider when moving forward on projects in the Route 9 and 20 corridor area. As 
opportunities arise, it is hoped that the corridor will transform from the sterile auto-
oriented environment of today to a walkable, attractive environment that creates a sense 
of place for residents in the future.  

This study was completed in July 2003.  

To view the final report, visit http://www.cdtcmpo.org/linkage/route9&20.pdf   

Sponsors: CDTC and Town of East Greenbush  

Consultant Team: J. Kenneth Fraser and Associates in association with Glatting Jackson 
Kercher Anglin Lopez Rinehart, Inc. 

Total Study Cost: $30,000 consultant effort 

 

East Greenbush Route 151 Corridor Study 

Description: The Town of East Greenbush has experienced significant residential and 
commercial growth over the last 20-years. This has created a burden on the transportation 

http://www.cdtcmpo.org/linkage/ny4cor.pdf
http://www.cdtcmpo.org/linkage/route9&20.pdf
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system in some areas of the Town. One problem area is New York State Route 151 from 
U.S. Route 4 to Columbia High School. The purpose of this corridor study is to identify 
short and long-term recommendations that would improve pedestrian, bicycle and 
vehicular safety and mobility. Particular emphasis is placed on pedestrian safety between 
the High School, Public Library and YMCA facilities and reducing vehicular congestion 
on Route 151 during peak hour periods.  

A few of the many short and long-term recommendations include:  

• The Town should adopt residential and commercial driveway design standards.  

• Secondary access roads to the High School, Public Library and YMCA should be 
provided.  

• A traffic signal at the Route 151/Michael Road intersection should be installed.  

• Sidewalks should be provided on Route 151, High School access road, Michael Road 
and Community Way with high visibility crosswalks at all intersections, and pedestrian 
countdown signals at signalized intersections.  

• Provide bicycle lanes along Route 151.  

This study was completed in June 2004.  

To view the final report, visit http://www.cdtcmpo.org/linkage/ny151.pdf .  

Sponsors: CDTC and Town of East Greenbush  

Consultant: Laberge Group 

Total Study Cost: $25,000 consultant effort 

 

Complete Streets Design Guidelines 

The town of East Greenbush has also applied for, and been approved to receive, funding 
for an additional linkage study to be undertaken in 2013. This study appears to be a 
perfect follow up to this Creating Healthy Places report. The primary intent of the 
upcoming linkage study is to create a complete streets design guidelines report. The study 
will develop site design standards for commercial and residential properties along the US 
Routes 9 & 20 and US Route 4 corridors. The standards will consider opportunities for 
new development and redevelopment and are intended to manage the town’s long term 
sustainability, improve walkability, support the establishment of more meaningful transit 
options and encourage more concentrated, mixed use development. 

http://www.cdtcmpo.org/linkage/ny151.pdf
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vii Walk this Way: The Economic Promise of Walkable Places in Metropolitan Washington, D.C., by 
Christopher B. Leinberger and Mariela Alfonzo, Brookings Institute Metropolitan Policy Program, May 
2012.  
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