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|. Executive Summary

The Woonsocket Main Street Livability Plan (WMSLP) has been undertaken to help revitalize the Main
Street area through coordinated streetscape and transportation improvements, changes to land use
regulations, and enhanced bicycle and pedestrian amenities. It builds off of previous and ongoing
planning efforts and examines the existing conditions in the Main Street area. Ultimately, this plan
provides strategies to help strengthen the Main Street area as an arts and entertainment district that is
inviting, safe, attractive and convenient for people to live, work and visit.

Key Recommendations

The following are key recommendations from this WMSLP Chapter 4 provides further details.
Land Use and Zoning

The consultant team, Steering Committee and community has determined that the Main Street area
should build off of its existing strengths and enhance the area as an arts and entertainment district.

* Create a zoning overlay district along Main Street: Establishing an overlay district along Main
Street would allow the City of Woonsocket to permit additional uses in the Main Street area that
promote arts and entertainment. The proposed Main Street Overlay District should allow, for
example, live/work units and outdoor cafe seating. By creating an overlay district, any changes
made within that district would not affect zoning outside of the Main Street area.

*  Adopt design guidelines: The City should adopt design guidelines to help preserve and en-
hance the unique, historic character of the downtown, while encouraging a walkable, vibrant
environment. Design guidelines can be an effective tool to help guide growth and ensure that
changes and improvements in downtown Woonsocket are appropriate and context sensitive.

*  Allow interim uses on vacant or underutilized property: Woonsocket should allow interim or tempo-
rary uses on vacant or underutilized property within the proposed overlay district. Temporary uses
could include food trucks, pop-up retail, art and cultural installations, and farmers’ markets. Such
temporary uses would add vitality and activity to the Main Street area.

* Establish a demolition delay regulation: Historic preservation should be as part of an overall
strategy to promote the Main Street area’s cultural and historic heritage. One way to preserve
historic buildings is to establish a demolition delay ordinance. Such an ordiance would provide
time for a historic building to be protected instead of demolished.

*  Connect to and create additional open space near the river: The City should work to improve
access to and create additional open space near the Blackstone River. This should include es-
tablishing additional usable open space on City-owned property. The planned Blackstone River
Bikeway project should particularly be leveraged to maximize access to the river and provide
recreational opportunities nearby.

Woonsocket Main Street Livability Plan //



Traffic and Circulation

Downtown Woonsocket's narrow streets, complex intersections and demand for on-street parking pose

constraints on the use of Woonsocket's roadways. In balancing these demands, the City has utilized a

one-way traffic circulation system in much of the downtown. Traffic movement is, however, just one of many
factors that must be taken into consideration when planning for and managing a street. Downtown streets are
more than conduits for vehicles; they provide access to businesses, residential areas and local attractions.

Convert several streets from one-way to two-way: To improve access to and within the downtown,
several streets are proposed for conversion to two-way traffic. These include Main, Clinton, Social,
High, Armold and Federal streets. The conversion is expected to improve connectivity within the
downtown and improve access to businesses. It would require other major changes, including the
reconstruction of intersections, traffic signal changes and modifications to Monument Square.

Convert Truman Drive into a two-lane street: Truman Drive is an underutilized asset that occupies
valuable riverfront space. It should be converted from a four-lane divided highway to a traditional
two-lane street by converting the east (northbound) side of the roadway to a linear park that
would be traversed by the Blackstone River Trail. The west (southbound) side of the roadway
would be converted to two-way traffic, accommodating existing and future traffic demands.

Develop a wayfinding and signage system: While there is adequate parking in the downtown, it
is poorly signed, and there is no wayfinding to assist in locating parking lots. A comprehensive
wayfinding and signage system should be developed as a means of quickly and efficiently as-
sisting drivers in locating and securing a parking spot. This system should build upon the 2010
plan, Connecting our Heritage: A Wayfinding Master Plan for Downtown Woonsocket.

Bicycle and Pedestrian Improvements

Of primary importance in the Main Street Livability Plan are roadway-related improvements that enhance
safety and accessibility for pedestrians and bicyclists. A more pedestrian and bike-friendly downtown will
also improve the aesthetic quality of downtown and encourage economic development.

Improve pedestrian environment along Main Street: Enhanced crosswalks, curb ramps and
bump outs will improve accessibility and safety for pedestrians. Additionally, wider sidewalks in
strategic locations will provide space for cafe tables, landscaping, bike racks and benches.

Reconfigure Monument Square: Currently crossing Main, Social or Blackstone Street near
Monument Square on foot is difficult due to the intersection geometry and traffic flow. Enlarging
the island that the monument sits on - along with bump outs and new high-visibility crosswalks
- will improve pedestrian safety and accessibility at this busy intersection.

Provide additional pedestrian, bicycle and ADA connections to the river: In the long-term, a
switchback ramp can connect the proposed bikeway to the Court Street Bridge and provide a
fully-accessible connection to the Blackstone River, downriver from the Bernon Street Bridge.

Improve bicycle connections into downtown: Bike lanes along the Bernon Street Bridge and
shared lane markings on the South Main Street Bridge will promote access from the adjacent
neighborhoods to the Blackstone River Bikeway and to downtown in general.

uo13INPOL3Y| |
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lI. Introduction

Study Overview

This planning study, the Woonsocket Main Street Livability Plan (WMSLP), has been undertaken to help
revitalize the Main Street area through coordinated streetscape and transportation improvements, changes
to land use regulations, and enhanced bicycle and pedestrian amenities. The Main Street area, the city’s
traditional downtown, was developed as the commercial, cultural and institutional center of Woonsocket
and was once thriving with commercial and industrial establishments. Over time, however, the closure

of local industries, construction of Truman Drive that bypasses Main Street, development of Diamond

Hill Road and flight of families to the suburbs have contributed to the area’s decline. Despite notable
renovation projects and improvements since the 1990s, many vacant and underutilized properties remain.

This plan seeks to reinvigorate and reposition the historic Main Street area as a more livable, vibrant and
pedestrian-friendly district. It examines the existing conditions of the area, including land use, zoning,
parking, circulation, and bicycle and pedestrian facilities. This plan then presents three alternative
scenarios for the future of the Main Street area and provides detailed strategies to advance the alternative
preferred by the community. That preferred alternative, and the accompanying strategies, aim to
strengthen the Main Street area as an arts and entertainment district that is inviting, safe, attractive and
convenient for people to live, work and visit. Included within this plan are recommendations to improve the
existing streetscape, traffic circulation, parking, bicycle and pedestrian facilities, and land use.

The WMSLP builds off of previous and ongoing planning efforts in the Main Street area. These have
included the 2010 Wayfinding Master Plan that redesigns Truman Drive, a retail market study by Local
Initiative Support Corporation, and Woonsocket Walks, a pedestrian plan for the City. This plan supports
these efforts and provides a clear direction for revitalizing the Main Street area.

Woonsocket’s Planning and Development Department managed this study, and a Steering Committee
provided advice and guidance throughout the planning process. Funding for this plan came from a grant
from the Federal Highway Administration Metropolitan Planning Organization allocated by Statewide
Planning Program.

Study Area

The study area, shown in Figure 1, encompasses the city’s traditional downtown that stretches along Main
Street from Market Square to Monument Square. The study area is bounded by the Blackstone River on
the east and south, and the northern portion extends to roughly the intersection of Social and Earle streets.
Arnold Street is the western boundary of the study area.
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Figure 1 Study Area
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Roughly 82 acres in size, the study area consists of 212 properties. These include a broad range of
uses, including commercial, residential, civic and institutional uses. City Hall, for example, is on Main
Street near the center of the study area, and the Senior Services Inc. is on Social Street near the northern
edge of the area. Many social service agencies are also located in the study area as are former mill
buildings along the Blackstone River that have been redeveloped into housing.

Main Street, shown in Figure 2, and the bypass road Truman Drive are two-way streets that nearly stretch
the entire north-south length of the study area. (Main Street becomes one way at the intersection with
Clinton Street.) There are also several one-way streets such as High, Arnold and Clinton streets, which

contribute to a somewhat restrictive circulation pattern.

Scattered throughout the study area is a significant amount of parking, both on and off-street spaces,
and sidewalks line Main Street, aiding the pedestrian environment. The area’s hilly topography, however,
creates challenges to the pedestrian experience. Truman Drive also tends to separate the land nearest
the Blackstone River from the central Main Street corridor.

The overall landscape of the Main Street area, including its density and relationship to the Blackstone
River, reflect the city’s economic and cultural heritage. By targeting this area for revitalization, this study
seeks to reposition the downtown into a more livable, vibrant center of activity.

Figure 2 Main Street

NEW YORK
HOT WIENERS _
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Process

A consultant team led by The Cecil Group conducted a comprehensive planning process as part of this
WMSLP This included regular meetings of a 13-member Steering Committee. The Steering Committee
provided input, advice and guidance throughout the planning process.

The consultant team reviewed previous and ongoing initiatives in the study area and analyzed existing
conditions, including the land uses, vacancies, bicycle and pedestrian accommodations, circulation
patterns and traffic volumes. Interviews with City officials and other stakeholders were conducted,

and three public workshops were held to solicit broader input from the community. The presentation
and results of the first public workshop, held in September 2012, are attached as Appendix A. The
presentation from the second public workshop, held in December 2012, is also attached in Appendix A.

Based on input from the public and Steering Committee as well as the existing conditions analysis, the
consultant team created three alternative scenarios for the future of the Main Street area. These included
Alternative 1, which encourages the development of creative businesses; Alternative 2, which seeks to
strengthen and grow art and entertainment uses; and Alternative 3, which focuses on creating a strong
residential district. (These alternatives are described in greater detail in Appendix B.) The team also
developed baseline recommendations to improve the general livability of the Main Street area and set
the stage for revitalization and economic development.

Working with the Steering Committee, the consultant team selected a preferred alternative, Alternative

2, and presented it to the public for further feedback. The team refined this preferred alternative and
developed detailed strategies to achieve this vision. All of the key information, findings, observations and
recommendations made throughout the planning process have been incorporated into this plan.

This WMSLP - and its many recommendations - closely align with many of the goals and policies in
the Woonsocket Comprehensive Plan (2011 Update).! Some of those goals and policies that this plan
specifically supports and advances include the following:

* Goal H-1, Policy H-1.3 - Support the development of live/work dwelling units in structures suit-
able to such living arrangements as a means of attracting micro-business enterprises and artists
to Woonsocket

*  Goal ED-5 - Support Woonsocket’s Main Street as an econoimc heart of the City

* Goal OSR-3 - Increase visitation and the appropriate use of the city’s parks, conservation areas,
and open space lands

e Goal NCR-1, Policy NCR-1.3 - Value and prioritize Woonsocket’s historic Main Street and Black-
stone Riverfront as the central focus for historic preservation and revitalization

* Goal C-1, Policy C-1.2 - Provide adequate routing and signage within and through the City for
resdients, visitors, and trucks

1 Woonsocket Comprehensive Plan (2011 Update)

uo13INPOL3Y| |
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Goal C-1, Poilcy C-1.4 - Improve pedestrian safety and accommodation on city sidewalks and
Streets

uotdnpour |

Goal C-1, Policy C-1.6 - Ensure adequate opportunities for alternative modes of transportation

Goal C-1, Policy C-1.7 - Ensure that the circulation network supports economic development
efforts

Goals LU-1 - To allow for flexible development by increasing options available to property owners

Goal LU-2, Policy LU-2.1 - Developing specific guidelines for Design Review to assist property
owners in appropriate design

Goal LU-6, Police LU-6.1 - Developing a revised Zoning Ordinance, consistent with the Goals of
the Comprehensive Plan
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[ll. Existing Conditions

Early in the planning process, the consultant team examined the existing conditions of the Main Street
area to better understand the study area. This included an analysis of the area’s land use, zoning, traffic
circulation, pedestrian and bicycle access and facilities, and parking supply and demand. This research
was aided by site visits, GIS mapping and inventories conducted Woonsocket Pedestrian Advisory
Committee and students of RiverzEdge Art Project, a youth development program in Woonsocket.

Land Use and Activity Nodes

The study area centers around Main Street, which is oriented on a northeast-southwest axis, and it
includes a diverse mix of uses as shown in Figure 3. The area is home to a residential neighborhood,
a mixed-use Main Street corridor, redeveloped mill buildings, civic uses and the historic Woonsocket
Depot, which was originally designed for the Providence and Worcester Railroad.

Housing makes up nearly a quarter of the 212 properties in the study area. As shown in Figure 3, a
residential neighborhood with single-family to four-family dwellings is located around High and Arnold
streets. This neighborhood includes many homes that are in need of repair. Crime and other undesirable
activities have also been problems in the area as well as in other parts of the downtown, contributing to
negative perceptions of the Main Street area.

Other types of housing - particularly multifamily dwellings, rooming houses, condominium complexes and
mixed-use buildings - are situated near or along Main Street and the Blackstone River, which borders the
study area on the east. For example, former mills along the Blackstone River and Truman Drive have been
converted into loft-style condominium residences known as the Lofts at Allen Street. The redevelopment
project includes studios, one-bedroom and two-bedroom units.?

In addition to housing, there are more than 30 commercial properties in the study area. Totaling roughly
14 acres, they include retail, offices and restaurants such as Vintage Restaurant in Market Square and
Chan’s Fine Oriental Dining - and Jazz and Blues Club - on Main Street north of the railroad. These
restaurants help anchor the two activity nodes in the study area. Generally, these activity nodes center
around Market Square at the southern end of the study area and Monument Square at the northern end
(stretching toward Depot Square). Both squares include businesses that attract people beyond the work
day, providing places to visit and eat in the evenings and on weekends.

2 The Lofts at Allen Street, http://allenstreetlofts.com/index.html
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Figure 3 Land Use Map
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Monument Square, for example, is home to the historic Stadium Theatre, a performing arts organization that
hosts a wide variety of events such as live plays, musicals, concerts, movies and educational programs.?
Theatre groups from Rhode Island and beyond often perform at the Stadium Theatre, which is shown in
Figure 4. The theatre has been renovated and expanded in the last 15 years, and today, it draws people of
all ages from throughout southern New England. Monument Square also includes Ciro’s Tavern, Greater
Woonsocket YMCA, Chan’s Fine Oriental Dining and other destinations. Beacon Charter High School for
the Arts on Main Street in Monument Square offers students the opportunity to study culinary, visual and

suorjipuo) buisix3 i

theatre arts in addition to taking other courses.

Monument Square itself includes a triangular-shaped island that features a tall monument, plantings and a
flagpole with the American flag. The monument, constructed of granite, honors Woonsocket residents who
died in the Civil War, and atop the monument is a figure of a Civil War soldier.

At the other end of Main Street is Market Square, which is supported by a large municipal parking lot. This
square was redeveloped in the 1990s and now features the Market Square Pavillion, a brick tower that
provides information about Woonsocket’s industrial past. The square serves as the southern gateway into
the downtown and includes restaurants, businesses and organizations such as RiverzEdge Arts Project.
Also located at the center of Market Square is the Museum of Work and Culture, which “tells the story of
French Canadian immigrants who left Quebec to come to work in the mills and factories of Woonsocket.”
It opened to the public in 1997.

Figure 4 Stadium Theatre

3 http://www.stadiumtheatre.com/
4 http://www.woonsocket.org/workandculture.htm
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There are many other civic, religious and nonprofit uses in the study area, including the U.S. Post Office,
First United Methodist Church, Theater Works Inc., The Family Resources Community Action, YMCA,
Woonsocket Masonic Temple and Senior Services, Inc. Many of these are clustered in the northern area
around Federal and Clinton streets. City Hall is located on Main Street just south of High and Court streets.

suorjipuo) buisix3 i

Directly to the north of City Hall is a small park called Main Street Mini Park. This municipal park next

to the Court Street bridge provides access to Truman Drive via stairs. Another park, River Island Park,
stretches along - and provides access to - the Blackstone River near Market Square. Shown in Figure 5,
the park was constructed in 1993 and is nearly 3 acres in size. It represents the major recreational use in
the study area. It boasts a gazebo, ice skating rink and canoe or kayak launch, though views of the river
are somewhat limited from large swaths of the park.

Vacancies

While there are active uses throughout the study area, there are also numerous vacant properties and
parking lots, many of which are owned by the City of Woonsocket. Specifically, there are nearly 100
properties that are either vacant lots or parking lots. These properties total roughly 35 acres, which is
more than 40 percent of the study area properties’ total acreage. Many of the vacant properties - some
of which are being used for parking - are located near Market Square on Bernon Street and Island Place.
Others are sprinkled throughout the residential neighborhood around High and Fountain streets as well
as in the northern portion of the study area around Federal and Clinton streets.

Figure 5 River Island Park

T
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These vacant properties detract from the vitality of the Main Street area, and their average values per
square foot are among the lowest of all land use types in the study area. (Chart 1 shows average
assessed value per square foot by land use. Mixed-use properties have the highest average assessed
value per square foot of any use.)

suorjipuo) buisix3 i

Along with vacant properties are vacant, partially vacant and underutilized buildings, which includes
buildings that do not capture their full potential value. As shown in Figure 6, many of the commercial
and mixed-use properties in the study area are fully or largely vacant, according to data provided by
the City of Woonsocket. These buildings are largely located on Main Street between Market Square
and Monument Square, further diminishing the attractiveness and vibrancy of the entire study area.
Combined with the vacant and underutilized properties, these buildings create discontiniuties in the
downtown. Vacancies were also cited throughout this planning process as one of the reasons people
tend not to walk along Main Street and frequent businesses, preferring instead to only visit Market
Square or Monument Square.

Chart 1 Assessed Value by Land Use

Land Use Total Assessed Value Average Assessed Value per
Square Foot
Residential $11.69 million $26.97
Commercial $13.15 million $42.87
Mixed Use $5.95 million $67.84
Civic $4.35 million $42.62
Religious/Nonprofit $6.62 million $64.67
Industrial $1.39 million $23.56
Park $115,300 $3.47
Parking $863,600 $3.75
Railroad $40,000 $1.89
Vacant $2.2 million $4.13
Other NA NA
Total $46.37 million

Source: GIS parcel data from the City of Woonsocket (tax data within the GIS data is from the City’s Assessor)
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Figure 6 Vacant Buildings
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Zoning

The study area consists of five zoning districts as shown in Figure 7. The districts include R-4 High
Density Single- and Multifamily Residential District in the neighborhood around High and Fountain
streets, C-1 Urban Commercial District along the Main Street corridor, MU-1 Mixed Use Commercial/
Residential District on the western edge of the study area, MU-2 Mixed Use Industrial/Commercial
District along the Blackstone River where there are former mill buildings, and PR-1 Active Public

suorjipuo) buisix3 i

Recreation District along the Blackstone River.

Descriptions of the zoning districts from the City’s Zoning Ordinance are provided below.’

*  “R-4. High Density Single- and Multifamily Residential District, but including customary incidental
home occupations, public, semi-public and transient residential uses.

e C-1. Urban Commercial District, primarily for the conduct of retail trade, administrative and
professional services, and service to the general public. Also permits upper story residential use.

*  MU-I. Mixed Use Commercial/Residential District, primarily for the purpose of providing day-to-
day convenient shopping needs, administrative and professional services, with an emphasis on
daily necessities for the immediate residential area, provided that the gross floor area of each
establishment shall not exceed three thousand (3,000) square feet, and the lot coverage shall
not exceed thirty (30) percent.

*  MU-2. Mixed Use Industrial/Commercial District, primarily for the conduct of manufacturing and
other industrial uses which do not involve excessive smoke, odor, or noise; and/or the conduct of
retail trade, administrative and professional services and service to the general public. Also permits
accessory residential uses limited to persons conducting primary industrial or commercial uses.

* PR-1. Active Public Recreation District, for the preservation and enhancement of those areas
within the city which are best suited for structured, active recreational activities, with or without
accessory facilities.”

As shown in Chart 2, the majority of the properties - 115 of 212 - are in the C-1 zoning district. They
make up nearly 60 percent of the study area properties’ total acreage. Another 46 properties are in one
of the two mixed-use zoning districts.

The Zoning Ordinance incentivizes nonresidential development along Main Street. Specifically, off-
street parking is not required for nonresidential establishments in both the C-1 and MU-2 districts in

the Main Street area from Market Square to Monument Square. The ordinance also says “any number
or combination of permitted uses may be located on a lot” in Woonsocket as long as the uses comply
with the Zoning Ordinance.® This allows for mixed-use buildings in the city, including the Main Street
area where mixed-use development can encourage pedestrian activity, reduce automobile dependency,
promote efficient use of land, encourage economic investment and promote high quality design.

The shape of development in the study area is largely influenced by the dimensional requirements in
the Zoning Ordinance; many of these requirements are included in Chart 3. The requirements in the C-1

5 Woonsocket Zoning Ordinance, http://clerkshq.com/default.
6 Woonsocket Zoning Ordinance, http://clerkshg.com/default.
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Figure 7 Zoning Map
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Chart 2 Zoning Districts in the Study Area

Zoning District Number of Parcels Total Acres Percentage of Total Area %
of Parcels 2
C-1 115 474 58% 2
MU-1 20 6.3 8% g
MU-2 26 11.3 14%
PR-1 9 4.6 6%
R-4 42 11.8 14%
Source: GIS parcel data from the City of Woonsocket
Chart 3 Dimensional Requirements
Minimum Maximum
Zoning Lot Area Street Floor Front Side Rear Height (feet) Lot
District  (square Frontage Area Setback Sethack  Sethack Coverage
feet) (feet) Ratio (feet) (feet) (feet) (percent)
C-1 6,000 2.0 0 0 25 60 or 5 stories
(25 if abut (additional height
residential use if side setbacks
or zone) increased)
MU-1 6,000 60 20 10 30 35
(4,000 for each (10 for each (conform to or (up to 50 if side
additional unit) additional unit) exceed setback setbacks increased)
of adjoining lots)
MU-2 6,000 2.0 20 10 25 60 or 5 stories
(additional height
allowed if side
setbacks increased)
R-4 6,000 60 20 10 25 30 35
(4,000 for each (10 for each (conform to or (up to 50 if side
additional unit) additional exceed sethack setbacks increased)
awelling unit) of adjoining lots)

Source: City of Woonsocket Zoning Ordinance

district, which covers the core Main Street area, align with that of a traditional New England downtown core,
largely providing for the form of development sought in the area. For example, the minimum floor area ratio
(FAR), the minimum side yard setback, the maximum height and the absence of a maximum lot coverage
(see Chart 3 above) allow for relatively dense development, which contributes to a vibrant, walkable
downtown. In fact, the maximum allowable height and number of stories allow for more development than
currently exists in the Main Street District. Many existing buildings in the area are less than 5 stories as
shown in Figure 8 on the following page. The restriction of residential units to upper stories also leaves the
ground floor of buildings available for more active uses such as retail stores and restaurants.

The minimum front yard setback in the C-1 district is zero, which allows buildings on Main Street to be
built up to the sidewalk. This helps create a pedestrian-friendly environment where on-street activity is
encouraged. There is no maximum front yard setback in the C-1 district - or any district - however, which
means buildings can be set far back from the front property line. This can detract from the pedestrian
experience and can disrupt otherwise continuous building facades or a “street wall.” (This issue will be
addressed in the recommendations for the Main Street area.)
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The dimensional requirements for the MU-2 district, though very similar to the C-1 district, are less
appropriate for the kind of pedestrian-friendly, vibrant downtown sought in Woonsocket. Mainly, the
minimum front and side yard setbacks - 25 and 10 respectively - do not support an environment that
is highly walkable and inviting and therefore should be changed. The dimensional requirements for
the R-4 district align with the existing high-density residential neighborhood around High and Fountain
streets. (The community has not expressed a strong desire to change the form of development in this
neighborhood, though improvements related to building conditions and crime have been raised.)

suorjipuo) buisix3 i

Overlay Districts

There are two overlay districts in the study area, the River Corridor Overlay District and Design Review
Overlay District. The River Corridor Overlay District, shown earlier in Figure 7, regulates properties along
and near the Blackstone River. The Planning Board acts as the River Corridor Review Commission and
evaluates the impact of development proposals on the river environment. Among the considerations are
environmental impacts, traffic impacts and circulation, and availability of public access to the river.

The Design Review Overlay District regulates the design of commercial or mixed-use buildings -

and substantial improvements - in the C-1, C-2, MU-1 and MU-2 zoning districts. Under the district,
the Planning Board acts as the Design Review Commission and evaluates proposals with regard

to architectural design, landscape design, traffic impacts, vusial quality, site design and other
considerations. All developments in the overlay district are required to include 50 square feet of green
space for every parking space required, and landscaped buffer areas are required along the perimeter
of sites. The City Planner is working to create design guidelines for the overlay district.

Figure 8 Main Street Buildings
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Transportation Network

Street Geometry and Operation

Downtown Woonsocket contains a mixture of roadway types reflecting the City’s long history with origins
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in the industrial revolution. Main Street, typically the most physically prominent street in a downtown, is
relatively narrow when compared to Truman Drive, a modern bypass of Main Street.

Street widths in the downtown (measured from curb to curb) vary from 16 feet wide at Sayles Street to
52 feet wide at Bernon Street, with most streets being 32 feet wide or less. Street width is the primary
constraint on the use of a roadway; restricting the volume of traffic, truck traffic, the direction of traffic
flow, and on-street parking. As a result of the narrow streets in Woonsocket’s downtown, more than

half of the streets within the study area are one-way in their operation. A one-way street network, while
providing additional roadway space for on-street parking, results in a circulation pattern that is confusing
to drivers and obstructs access to local businesses.

The critical threshold width for a two-way street with on-street parking is 30 feet. This cross-section
allows two 11-feet wide travel lanes and one 8-feet wide parking lane. Several streets within the
downtown currently designated for one-way operation meet this minimum criteria; this includes upper
Main Street, Clinton Street, Social Street and High Street.

Chart 4 and Figure 9 on the following pages summarize various attributes of the streets downtown.
Functional Classification

A majority of the streets in Woonsocket's downtown are designated as collector or arterial roadways
within the Functional Classification System. Functional classification is used in the planning and design
of roadways and for the allocation of federal roadway improvement funds. Functional classification
defines the role that any road or street should play in serving the flow of trips through a highway network.

Within Woonsocket's downtown, Social Street, upper Main Street, Clinton Street and Court Street are
designated as principal arterials and are thus the primary routes for carrying traffic through the area.
Several other streets are listed as minor arterials including lower Main Street, Truman Drive and Bernon
Street. High Street, Railroad Street, and the upper segment of River Street are listed as collector roadways.

Traffic Control

Woonsocket’s 2012 Comprehensive Plan notes that traffic signals within the City, including the
downtown, are in urgent need of upgrading with many signals being 20 years old or older. These older
devices typically limit the ability to adjust signal phasing and are not actuated by traffic. The City has
recently submitted a federal funding request for the upgrading of all existing traffic signals within the City
which are currently inadequate or substandard.
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Chart 4 Downtown Woonsocket Streets and their Attributes

Street Typical Width One-Way Functional Class On-Street Parking

Allen Street 24 Local

Arnold Street 26’ X Minor Arterial X

Ascension Street 16° X Local

Bernon Street 26’ Minor Arterial

Blackstone Street 28’ Minor Arterial X

Cato Street 18’ Local

Cherry Street 18’ X Local

Church Street 16° Local

Clark Court 24’ Local X

Clinton Street 30 X Principal Arterial limited

Corey Street 26’ X Local X

Court Street 35’ Principal Arterial

Federal Street 25’ X Local X

Fountain Street 18’ X Local X

High Street 30 X Collector X

Island Street 30 Local X

Main Street 32’ X Principal/Minor X
Arterial

Market Square 26'+26’ Minor Arterial

North Main Street 32’ Minor Arterial

Railroad Street 24’ Collector

River Street 30 Minor Arterial X

Sayles Street 16’ Minor Arterial

Social Street 30 X Principal Arterial X

Truman Drive 24’ +26° Minor Arterial

Worral Street 25 +25’ Minor Arterial

Woonsocket Main Street Livability Plan / 20
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Figure 9 Transportation Attributes of Woonsocket’s Downtown
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There are six signalized intersections in the study area located at the intersections of the following streets:
*  Market Square/South Main Street/River Street
* Market Square/ Main Street/Bernon Street

e Truman Drive/Bernon Street
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¢ Truman Drive/Worral Street/ Clinton Street

e Worral Street/Social Street

e Main Street/Court Street/High Street
Traffic Volume and Type

Traffic volume data is not available from the City or State for streets within the downtown area. Field
observations have noted that traffic is light to moderate, even at peak periods. Traffic queues at traffic
signals are not excessively long and the roadways have sufficient gaps in traffic to allow for adequate
function of the roadway network.

Woonsocket City ordinance limits through freight traffic to numbered routes, thereby limiting the volume
of through freight traffic in the downtown to Routes 104, 122 and 126 which are carried on upper Main,
Social, High and Clinton Streets. Freight traffic is further constrained within the downtown by low and
narrow railway trestles over both Main and Clinton Streets.

Traffic Counts

Traffic Counts were conducted on Main Street and Truman Drive from November 12 to November 26
2012 (see Appendix C). Automated count recorders were placed at Main Street south of Ascension
Street and on both sides Truman Drive north of Bernon Street.

The average daily traffic (ADT) volume of Main Street was measured to be 7,681 vehicles per day. Peak
traffic periods for Main Street were found to be between 9 a.m. and 5 p.m. Within that peak period, the
time period between 11 a.m. and 1 p.m. was consistently the busiest time of day with greater than 500
vehicles per hour within that time frame. Weekend counts were found to be only marginally lower than
weekday counts with Sunday (less than 6,200 ADT) the least travelled day of the week.

The average daily traffic volume of Truman Drive was measured to be 6,565 vehicles per day,
approximately 1,000 less than Main Street. Peak traffic periods for Truman Drive were found to be
between 7 a.m. and 5 p.m. Peak hourly traffic volumes vary within the peak period and does not

exhibit the mid-day lunch hour rush exhibited by Main Street. Northbound traffic on Truman Drive is
approximately twice that of southbound traffic, averaging 4,400 vehicles per day compared to an
average of 2,200 vehicles per day for southbound traffic. This distinction is most notable during morning
hours when southbound traffic is often less than 25 percent that of northbound traffic. As with Main
Street, weekend counts were found to be only marginally lower than weekday counts with Sunday (less
than 4,400 ADT) the least travelled day of the week.

Woonsocket Main Street Livability Plan / 22



Crash Analysis

Crash data was provided by the Woonsocket Police Department for a three year period from 2010-2012.
Streets and intersections within the study area exceeding three crashes per year are included in this
comparative analysis. Crash data for the three year period was averaged to provide an average annual
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crash volume.

The intersections exhibiting the highest crash incidents are Worrall Street at Clinton Street (8.7 crashes
per year) and Main Street at Railroad Street (8.3 crashes per year). The Worrall and Clinton intersection
is also shared by the terminus of Truman Drive. The elevated crash rate at this location is likely attributed
to the size, complexity, and traffic volume through the intersection. The intersection of Main Street

and Railroad Street, by comparison, is less complex, smaller and has less turning vehicles. Sight-line
restrictions are likely a contributor to crashes at this location given the intersection’s proximity to the

railroad trestle and bus stop.

While outside the study area, the intersection of Clinton Street and Cumberland Street has an average of
24 crashes per year. The crash rate is nearly triple the highest crash rate observed within the study area

and deserves the City’s attention.

Chart 5 Average Crashes per Year (2010-2012)

Intersection Average Crashes per Year
Arnold Street @ High Street 43
Main Street @ Arnold Street 3.7
Main Street @ High Street 7
Main Street @ Railroad Street 8.3
River Street @ Sayles Street 3.7
River Street @ South Main Street 5
Truman Drive @ Bernon Street 6
Truman Drive @ Clinton Street 4.3
Worrall Street @ Clinton Street 8.7
Worrall Street @ Social Street 6

Source: City of Woonsocket Police Department

Streets within the study area exhibiting the highest crash rates are summarized below. Streets with
greater than 3 crashes per year have been included in this comparative analysis. It is important to
note that both Social Street and Clinton Street have been included in this analysis although significant
portions of these corridors extend beyond the study area. Of the streets summarized below, Clinton
Street has the highest number of crashes per year (48). Second to Clinton Street is Main Street which

has 28.7 crashes per year.

When corrected for the length of these roadways, Clinton Street has the highest crash rates (64 annual
crashes per mile) with Main Street just below at 57.4 annual crashes per mile. An analysis of crash type
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over the three year period revealed one fatality within the study area (pedestrian on Main Street). Injury
crashes for the highest crash rate corridors (see table below) varied from 9% to 50% of all crashes.
Truman Drive had the highest rate of injury crashes with half of all crashes resulting in an injury. This is
likely attributed to the high traffic speeds on Truman Drive. When corrected for the length of the corridor,
Main Street exhibits the highest annual injuries per mile (14.6) with Clinton Street comparable at 13.7
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annual injury crashes per mile.

Notable in this analysis are the relatively low number of crashes on Social Street given the length of the
corridor and the traffic volume that it carries. Annual crashes per mile (8.2) were the lowest of any street
in the study area with greater than three crashes per year. Additionally, injury crashes per mile were very
low (2.6); only High Street had a lower rate (1.0).

Chart 6 Crash Analysis

Street Length Average Annual Injury Annual Injury Injury Crashes

(miles) Crashes Crashes per Crashes Crashes per per Total
per Year Mile per Year Mile Crashes
(2010-2012) (2010-2012)

Clinton Street 0.75 48 64 10.3 13.7 21%

High Street 0.3 3.3 11 0.3 1.0 9%

Main Street 0.5 28.7 57.4 7.3 14.6 25%

Social Street 0.65 5.3 8.2 1.7 2.6 32%

Truman Drive 0.45 8 17.8 4 8.9 50%

Worrall Street 0.1 3.7 37 1 10.0 27%

Planned and Programmed Roadway Improvements

Recently completed roadway improvements in the downtown include improvements to the Main Street
area from Market Square to Monument Square. Improvements include the redesign of the traffic rotary
at Monument Square and improvements to traffic flow along Main Street from Depot Square to Market
Square. Main Street between Market Square and Depot Square was changed from one-way to two-way
traffic as a way of improving circulation through the downtown area. This conversion has been largely
supported by the community and is perceived as safe and effective.

Truman Drive has also been the subject of recent planning efforts, with the 2010 plan Connecting our
Heritage: A Wayfinding Master Plan for Downtown Woonsocket proposing to reduce the number of traffic
lanes on Truman Drive and replacing that space with a multi-use path and linear park system.

There are no planned or on-going Rhode Island Department of Transportation road projects in the study area.
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Transit

There are two Rhode Island Public Transit Authority (RIPTA) bus routes that travel through Woonsocket'’s
downtown as shown in Figure 10. Route 54 provides regional service to and from Providence with 38
departures to and 36 arrivals from Providence on weekdays between 5 a.m. and midnight. Weekend
service is provided hourly from 6 a.m. to midnight on Saturday and 7 a.m. to midnight on Sundays and
Holidays. Outbound buses to Woonsocket terminate on Clinton Street north of the rail line and inbound
buses to Providence depart from Woonsocket Depot at the intersection of Main Street and High Street.
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Route 87 provides intracity service within Woonsocket between neighborhoods such as Fairmount
and Constitution Hill and to destinations such as downtown Woonsocket, Diamond Hill Road, the
vocational and high school (when school is in session), Park Square, and Lincoln Mall. The eastbound
service has 29 trips through the downtown on a weekday basis with the westbound service making 28
trips, travelling through the upper Main Street area of downtown. The Route 87 service runs between
approximately 5:30 a.m. and 8 p.m. on weekdays, with a more limited schedule on weekends.

RIPTA also offers Route 281 Woonsocket Flex Service on weekdays, which provides to connections to
RIPTA fixed route service. Passengers may also travel anywhere within the flex zone, which includes the
entire City of Woonsocket and an extension to Walmart located off 146A in Dowling Village. Passengers
must make reservations at least 48 hours in advance.

While Woonsocket has two separate rail lines traversing the downtown, there is no active passenger
service available to Woonsocket. The 2009 Rhode Island Intrastate Commuter Rail Feasibility Study
proposes a new intrastate service from Woonsocket to Providence and continuing to Warwick.
Connections to MBTA service to Boston would be available in Pawtucket and Amtrak connections could

be made in Providence (see Figure 11).

The proposed rail station in downtown Woonsocket would be at Woonsocket Depot, the site of the
former rail station. The location of a station downtown would provide opportunities for transit-oriented
development.
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Figure 10 RIPTA’'s Woonsocket Bus Routes

Route 87 Westbound » @
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Figure 11 Proposed Intrastate Rail Service
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Parking

The supply of parking in Downtown Woonsocket is abundant given the current level of usage. An
assessment of peak weekday parking lot use indicated that of the approximately 1,700 parking spaces
available in private and public lots (including dormant or unutilized lots), only 25% were utilized (see
Figure 12). Weekend evening parking lot usage exhibited pronounced differences, with many municipal
an private lots vacant or near vacant while lots near popular destinations such as The Stadium and at
Market Square being near capacity (see Figure 13). This pattern suggests that destinations at Market
Square and Monument Square, while being popular, do not exhaust the available supply of parking
downtown. Additionally, of the approximately 300 on-street spaces, only 40% of spaces were utilized
during the weekday, with less than 30% of spaces occupied during the weekend evening (see Figure
14). Parking availability within the downtown area, in terms of the number of spaces, is considered
sufficient to meet existing and future needs.

Concerns regarding the availability of weekend evening parking are likely attributable to the desire for
parking on premises or within a one- or two-minute walk of the destination. The perception of safety and
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the quality of the pedestrian environment are likely factors in the willingness of patrons to park more than
a couple of minutes’ walk from their destination.

Field inspection of downtown’s parking facilities revealed that both public and private lots are in need
of improvement. Pavement condition, landscaping, lighting, and signage are lacking at many municipal
and private lots. The City has recognized these deficiencies as evidenced by the following Downtown
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parking needs identified in the Comprehensive Plan:
* A program for the management of public parking facilities
e Upgrading surface conditions, lighting and security in existing municipal lots
* Improved signing of lots
* Increased enforcement of parking regulations

* Designation of long-term and short-term parking facilities
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Figure 12 Public and Private Parking Lots and Weekday Usage
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Figure 13 Public and Private Parking Lots and Weekend Evening Usage
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Figure 14 On-Street Parking Locations and Usage
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Bicycle and Pedestrian Access and Facilities

The consultant team analyzed and mapped the bicycle and pedestrian infrastructure, network and travel
patterns in the study area to better understand the existing conditions for people who travel by bike or by
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foot. The following are the team’s findings
Inventory

The Inventory Map, shown in Figure 15, catalogs the locations and conditions of pedestrian and bicycle
infrastructure within the study area, including sidewalks, crosswalks, and shared-use paths. In addition,
the map shows the locations of bike racks and benches and the proposed Blackstone River Bikeway
route. The curb-to-curb dimensions are called out on key streets, such as Truman Drive, Main Street,
High Street, and the bridges entering the Main Street area.

While the majority of roadways within the study area have sidewalks, a few stretches of roadway

have inadequate pedestrian facilities. In particular, along the north side of High Street sidewalks

are deteriorating and are overgrown with vegetation and along Truman Drive, the sidewalks are

narrow and there are no marked crossings for a half mile. A public stair connects the Truman Drive
sidewalk up to Main Street Park. An additional set of stairs connects two parking lots on the north side of
Main Street across from Main Street Park.

Currently, there are no designated on-street bike facilities through downtown Woonsocket. On-street
bike facilities include either bike lanes or shared lane markings and signage. There is a path that is wide
enough for pedestrian and cyclist travel (approximately 12-foot wide) connecting the lower end of Main
Street to the intersection of Truman Drive and Bernon Street. The Blackstone River Bikeway, a regional
trail that will eventually connect Providence and Worcester, is proposed to pass through the study area
along the River. Bike racks are found in only a couple of locations within the study area — Market Square
and the Main Street Park adjacent to the Woonsocket City Hall. In addition, benches are found in only a
few locations — Riverside Island Park, across the street from Main Street Park, and at the bus stop on the
east side of Main Street at Depot Square.

Gap Analysis

The Gap Analysis Map, shown in Figure 16, depicts gaps in the current bicycle and pedestrian network.
These are categorized as spot gaps, connection gaps, and corridor gaps. The spot gaps consists of
intersections in need of improvements. The connection gaps include missing sidewalks and the lack of
connections between Main Street and Truman Drive. A corridor gap is created by the Truman Drive, which is
considered a significant barrier due to the width of the street, the speed of traffic and the lack of crosswalks.

Multiple intersections within the study area are in need of modifications to improve conditions for pedestrians.
Typically, improvements would include high-visibility crosswalks, modified geometry and shorter shortened
pedestrian crossing distances. Also, at cross streets along Main Street, minor improvements such as high-
visibility crosswalks would improve pedestrian safety. A couple intersections along Main Street are currently

lacking crosswalks across Main Street.
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Figure 15 Inventory Map
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Figure 16 Gap Analysis Map
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Topography and building footprints along the south side of Main Street are significant barriers between
Main Street and Truman Drive/Blackstone River. A continuous stretch of buildings from Hanora Lippitt
Manor north to Main Street Park make this block impenetrable. While the stairs on the south side of
Main Street Park provide a route between Main Street and Truman Drive, they are not accompanied by
an accessible path of travel (i.e. there is no accompanying ramp). In addition, Truman Drive is a four-
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lane road with no crossings for a half mile, creating a barrier to the river. Currently, there is a marginally
accessible pedestrian route along Truman Drive, which has very narrow sidewalks.

Travel-Pattern Analysis

The Travel-Pattern Analysis Map, shown in Figure 17, examines destinations and the key routes that
currently generate walking and biking activity. The level of existing and expected future activity therefore
leads to a demand for walking and bicycling facilities and helps to guide planners where considering
improvements. In addition to points of interest, the map shows schools, parks, ground floor commercial
space (occupied or empty), parking areas and bus routes. Some of the key locations include:

*  Woonsocket YMCA

*  Woonsocket City Hall

»  Sodexo, which employs 70 people, 59 of whom live in Woonsocket °
* Hanora Lippitt Manor, a large housing complex on Main Street
* Chan's, a jazz and blues club and restaurant

e Stadium Theatre Performing Arts Centre

* Interpretive site and view point to the Woonsocket Falls Dam

e Beacon Charter High School for the Arts

e Museum of Work and Culture

* Le Moulin — Center for Arts and Wellness

e Theatre Works

*  Depot

*  Woonsocket Market

*  Rob Roy Academy: School of Cosmetology

e Variety of restaurants and nightclubs

Ground floor commercial space occupies a significant stretch of buildings along the south side of Main
Street between Market Square and the Woonsocket City Hall. In addition, clusters of commercial space
are found in Market Square and in Monument Square.

6 Sodexo Rhode Island, http://www.sodexori.com/woonsocket/index.html

Woonsocket Main Street Livability Plan / 35



suonyIpuo) buiysIx i

Study Area

Patks and Open Spaces

Municipal Parking Lots

Schools

Interpretive Site and
wiew aof Darm

Points of Intere st

Ground Floor Cormmercial
Space

Bus routes

Proposed Blackstone River
Bikeway

L e e

Woonsocket Main Street Livability Plan / 36



V. Recommendations

Based on input from the Steering Committee and public, the consultant team recommends that the City
work to strengthen the Main Street area as a vibrant, pedestrian-friendly arts and entertainment district,
which was Alternative Scenario 2 of the three different scenarios studied. The team has recommended
specific strategies - described below - that Woonsocket should undertake to move the Main Street

area in this direction. As mentioned earlier, the baseline recommendations have been refined, and
detailed graphics have been provided to highlight proposed improvements in key locations. Draft zoning
language, included as Appendix D, has been developed as part of the overall zoning strategy.

Identity

It is important to clearly define and understand the identity of the Main Street area as the community
works to reposition it moving forward. This includes naming the study area - the Main Street District - so
the City, community members and others can identify it in a consistent and meaningful manner.

As recommended in this plan, the Main Street District will be a vibrant area where art and entertainment
uses draw visitors and commerce, foster local talent, and support the success of area businesses.

It will be a distinctive area that reenforces and build off of existing attractions such as the thriving
entertainment venues, restaurants and other destinations. People will be able to live and work in the
district, and new enterprises will be able to fill vacant buildings, take root and grow.

As the historic commercial and cultural center of Woonsocket, the Main Street District will preserve and
promote its historic buildings and cultural assets, while ensuring that future changes enhance the area’s
asthetic appeal. Vacant and underutilized properties will be occupied - both in the short and long term -
by desirable uses that contribute to the overall streetscape and liveliness.

The Main Street District will be a welcoming area with a pedestrian network that provides safe and
convenient access to the river, civic and institutional resources, and local shops and services. This network
will be complimented by attractive streetscapes and helpful wayfinding and signage that direct people to
parking as well as destinations. People will be encouraged to park once and walk to different shops and
attractions. These improvements will support and encourage the revitalization of the Main Street District.
The following sections provide specific strategies to help Woonsocket achieve this identity.

Land Use and Zoning

There are a few ways in which the City of Woonsocket should revise its zoning to help achieve its vision
for the Main Street District.

Woonsocket Main Street Livability Plan // 37



Proposed Overlay District

A zoning overlay district should be established in the Main Street District along Main Street. As shown in
Figure 18, the overlay district should encompass the existing C-1 and MU-2 districts as well as a small
portion of the R-4 district near Social Street. As opposed to the creation of a new zoning district, an
overlay allows the City to change the uses that are permitted in an area without affecting the underlying
zoning. Properties in the overlay district would be subject to the existing underlying zoning regulations as
well as the proposed zoning overlay regulations. In addition, the overlay district would not affect zoning
outside of the study area, so provisions can be tailored specifically to the Main Street District.

The zoning overlay district, as proposed in Appendix D, should be established to allow additional
permitted uses that encourage further growth and concentration of art, cultural and entertainment
attractions. Specifically, live/work units, artist studios and galleries, and outdoor cafe seating should

be allowed in the proposed Main Street Overlay District. The first two uses would compliment the arts
district that already encompasses the Main Street District and provides tax incentives for artists to live
and work in the district.” The City is working to better publicize this arts district, create an inventory of
available properties and develop a website. By allowing live/work units in the Main Street District, artists
could both live and work in the same unit. Small fabricators or craftsmen could do the same.

To encourage art and entertainment-related uses - such as restaurants, retail stores and art galleries -
the City should create an incentive in the overlay district. One way to do this would be to allow properties
that include these desirable uses on the ground floor - at least 50 percent of the ground floor - to exceed
the maximum floor area ratio (FAR), which is proposed to be 2.0 in the overlay. The properties would
gain additional entitlements but should not be allowed to exceed an FAR of 3.0. As an example, this
would allow a building in the overlay district that covered 75 percent of its property to build up to four
stories as opposed to only roughly 2.5 stories.

Outdoor Seating

Outdoor cafe seating should be allowed in the proposed Main Street Overlay District (see draft zoning
language in Appendix D). Such seating would assist and enhance existing restaurants in the Main Street
District, boosting their presence and potentially drawing more interest from pedestrians and motorists
passing by. It would also add to the overall level of activity on the streets in the Main Street District,
helping create a more vibrant area. Restaurants currently anchor Monument and Market Squares, and
allowing outdoor seating could encourage smaller cafes to locate on Main Street between the two squares.

Outdoor cafe seating could be located on a restaurant’s property or on adjacent sidewalks or so-called
bump-outs, which are essentially areas where the sidewalk has been widened. (Bump-outs will be
discussed later in this chapter.) If outdoor seating is allowed as recommended on sidewalks or bump-outs,
the City should coordinate and streamline the application process as it relates to other existing licenses
and permits that are required such as licenses to serve alcohol. A one-year permit to occupy the public
right-of-way could be established and issued by the Public Works Department similar to the permits for
A-Frame signs on sidewalks.® The permit could be renewable, and a fee could be established.

7 http://www.arts.ri.gov/projects/districts.php, and City Planner Jennifer Siciliano
8 Woonsocket City Code, Chapter 13 - Licenses and Permits, http://clerkshg.com/default.ashx?clientsite=woonsocket-ri
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Figure 18 Proposed Zoning Qverlay
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Interim Uses

Another concern raised by many community members throughout this planning process centered on the
many vacant and underutilized properties in the Main Street District. The overlay district, as proposed
in Appendix D, should allow on these properties temporary or interim uses such as food trucks, pop-
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up retail, art and cultural installations, and farmers’ markets (see Figure 19 and 20). These uses could
temporarly occupy vacant land and makeshift parking lots and therefore contribute to the liveliness of
the Main Street District and fill gaps - so-called “missing teeth” - in the otherwise continuous building
street frontages or street wall. (If interim uses are allowed, any inconsistencies between the proposed
overlay and existing City regulations and licensing requirements must be reconciled.)

The City of Providence revised its zoning in the summer of 2012 to allow interim uses on underutilized

or vacant property in the downtown area, including land vacated as part of the Interstate 195 relocation
project.? There, vacant or underutilized properties can have interim uses such as pop-up retail for up to five
years, with an extension possible by the Downcity Design Review Committee, which reviews development in
the zoning district D-1 Downtown - Central Business District.™® In Woonsocket, it is recommended that there
be a time limit - such as one year - on each interim use (as opposed to each property), with an extension
requiring a special use permit. This reinforces the temporary nature of interim uses and encourages property
owners to seek permanent uses. It also acknowledges that uses that exist for greater lengths of time begin
moving toward a more permanent status, which the City may want to regulate differently.

Pop-up retail is an interim use that has grown in popularity across the country. Not only do they fill
vacancies with retail uses but they promote entrepreneurship and can benefit both downtowns and
businesses. In Maine, for example, three pop-up stores have started up in downtown Biddeford, and
one such store was run by a college intern.! That businesses’ sales and customer base significantly
increased in the single month during which the pop-up store was open. In Providence, pop-up stores
were included as a permitted interim use in part because there was interest in allowing modular
temporary retails spaces along the edge of a parking lot in the downtown area.

In Woonsocket, officials and Main Street stakeholders should work with property owners, real estate
professionals, business owners and others to find interim uses for vacant or underutilized properties. For
example, officials should actively reach out to retailers in other areas and ask them to try out a space in the
Main Street District. Pop-up stores require less investment and thus less risk than setting up a permanent
store, and if a pop-up store is successful, the retailer could decide to permanently locate in the district.

Interim uses could also be transitioned into permanent permitted uses in other zoning districts if the
community so desired in the future. In addition, interim uses such as pop-up retail and art and cultural
installation could fill vacant buildings and storefronts. (Uses allowed by zoning can already fill vacant
stores and buildings on a temporary or permanent basis, so explicitly allowing them in the proposed
overlay district is not necessary.) Area organizations such as RiverzEdge and some property owners
have begun working together to fill vacant storefronts with art installations, and this work should continue
as a means to avoid unsightly windows. Filling vacant windows would not only showcase local art but

would also draw attention to buildings that are for sale or rent.

8 Interviews with Providence Planner Choyon Manjrekar and Principal Planner Chris Ise, November 8 and December 5, 2012
9  http://www.providenceri.com/efile/3059
10 ttp://bangordailynews.com/2012/11/15/business/pop-up-stores-in-maines-downtowns-not-just-for-the-giant-retailers/
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Source: New Urban News, http://www.mayorsinnovation.org/pdf/23TacticalUrbanismFULL_Part2.pdf

Figure 20 Farmers’ Market in Pawtucket

E
Source: http://www.panoramio.com/photo/11265633
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Dimensional Requirements

The City should establish dimensional requirements in the overlay district that contribute to a pedestrian-
friendly, vibrant environment. It is recommended that these dimensional requirements largely mirror that
of the existing C-1 district (see Chapter 3) with one major exception: a maximum front yard setback of 10
feet should be established in the Main Street Overlay District. This would encourage buildings to be built
close to - if not up to - the front property line. In turn, this would help establish a continuous built edge or
“street wall,” which would help create a more walkable, pedestrian-friendly downtown.

Currently, there are no maximum front yard setbacks in the C-1 or MU-2 districts, and the minimum
front yard setback is 20 feet in the MU-2 district and 0 feet in the C-1 district. Buildings can therefore be
set far back from the front property line. When a building is set too far back from the front property line
within an area where buildings are otherwise built up to the street, the “street wall” is disrupted, which
negatively affects the pedestrian experience.

As mentioned earlier, a maximum FAR of 2.0 is recommended for the proposed Main Street Overlay
District. However, properties should be able to exceed this FAR - up to an FAR of 3.0 - if it includes art
and entertainment-related uses and has an active ground floor building facade that contributes to the
pedestrian environment. This includes a minimum amount of building facade transparency - windows -
and a main entrance. (See draft zoning language in Appendix D.)

Design Guidelines

The City should adopt design guidelines to help preserve and enhance the unique, historic character

of the downtown, while promoting a vital, pedestrian-friendly environment. Design guidelines can be

an effective tool that City officials, property owners and developers can use to help guide growth and
ensure that changes and improvements in downtown Woonsocket are appropriate and context sensitive.
The draft design guidelines provided in Appendix E specifically provide design guidance for sites and
blocks, building facades and parking to encourage and support a walkable, vibrant downtown. They are
intended to provide a framework for discussions and decisions about design characteristics.

The draft design guidelines in Appendix E could be adopted as part of the proposed Main Street
Overlay District or as part of the existing Design Review Overlay District. As mentioned earlier, the City
of Woonsocket is in the process of developing design guidelines for the Design Review Overlay District,
which regulates the design of commercial and mixed-use buildings in the C-1, C-2, MU-1 and MU-2
zoning districts. It includes the area that has been proposed for the Main Street Overlay District.

According to Woonsocket’'s Zoning Ordinance, an applicant for a development proposal in the Design
Review Overlay District must submit for evaluation a site plan, architectural submittals and landscaping
plans. The proposals are evaluated with respect to architectural design, landscape design, impacts on
utilities, off-site traffic impacts, on-site traffic circulation, overall visual quality, relationship to surrounding
buildings and sites, site design and placement, and site layout. If the draft design guidelines in Appendix
E are adopted as part of the existing Design Review Overlay District, the City may choose to augment
them with additional guidelines for architecture and other site or building elements. Appendix F provides
a list of resources related to design guidelines as well as examples of a wide range of design guidelines.

SUOI)EPUBLIWOIBY “Al

Woonsocket Main Street Livability Plan / 42



Historic Preservation

The City of Woonsocket should work to preserve to the extent possible its historic and architecturally-
significant buildings such as Depot Station, shown in Figure 21. Historic preservation should be as part
of an overall strategy to promote the area’s cultural and historic heritage. Currently, there are national
historic districts and several sites on the National Register of Historic Places in the Main Street area, but
there are no local historic districts or specific regulations to protect historic properties. The Department
of Planning and Development and the Planning Board are looking into historic districts in Woonsocket.

Another way to preserve historic buildings is to establish a demolition delay ordinance. The City of
Woonsocket should investigate, draft and adopt such an ordinance, which should mandate that there be
a waiting period before a historic building is torn down. This period - often 60 days long - provides the
opportunity for someone else to purchase or move the structure.

Demolition delay ordinances are fairly rare in Rhode Island, but they are common in Massachusetts and
Connecticut. Where demolition delay exists, they are included within zoning ordinances in the state.

On Block Island in Rhode Island, a demolition delay or review period has been established as part of
New Shoreham’s Zoning Ordinance. It applies to all buildings in New Shoreham and requires a 60-day
waiting period during which a notice is placed in the local newspaper, inviting letters of interest in the
building.” The building can be demolished if an agreement is not reached within 60 days between the
building owner and a party that wants to purchase it to restore or relocate it.

Figure 21 Depot Station

12 http://www.new-shoreham.com/docs/Zoning%200rdinance%20as%200f%202011-08-17x.pdf
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Providence also includes in its zoning ordinance a provision that seeks to preserve the urban fabric in
the downtown D-1 Zone. It specifically prohibits the demolition of any building in the D-1 Zone until the
Downcity Design Review Committee has granted a waiver to do so and has also approved plans for new
construction. The committee holds a public hearing on the waiver application, and in its deliberations,
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the committee considers the “historic value and architectural quality of the existing building,” the “design
of new structures for the site,” and how the design relates to adjacent structures.™

In addition to demolition delay, Woonsocket could promote historic preservation by actively promoting
the City’'s Commercial Facade Restoration Grant Program for Main Street. The grant program provides
grants of up to $40,000 per building, and the buildings are required to front on Main Street. This program
could be used by owners of historic properties to help preserve and enhance their buildings.

Open Space and River Access

The Main Street area, as mentioned earlier, is bordered on the east by the Blackstone River, which is an
important asset valued by the community. This river provides the area with recreational opportunities,
particularly as River Island Park stretches along it. The park, located at the southern end of the study
area, takes advantage of the river; it includes a canoe or kayak launch, for example. However, additional
open space along the river are scarce, especially along the eastern edge of the study area.

It is recommended that the City work to create more open space near the river that can be used for
passive recreation. This could be done by establishing additional usable open space on City-owned
property (see Figure 22). For example, as part of the planned Blackstone River Bikeway, the City could
create an overlook park north of Court Street as suggested by the 2010 Wayfinding Master Plan for
Downtown Woonsocket.

The City should also continue working to improve access to the Blackstone River. Woonsocket’s Zoning
Ordinance includes a River Corridor Overlay that regulates development and land use near the Blackstone
River. Among the criteria used to evaluate proposals in the overlay is availability of public access to the
river. Complimentary initiatives could include establishing new or improved crosswalks across Bernon
Street and Truman Drive.

In addition, the City of Woonsocket should create additional paths from Main Street to the river as
suggested in the 2010 plan, Connecting our Heritage: A Wayfinding Master Plan for Downtown
Woonsocket. That plan, prepared by VHB, considered several options for connecting Main Street to the
Truman Bypass and riverfront. It concluded that the most feasible option in the short term was to create
a link to the river through the City-owned land north of the P&W railroad trestle or through a private parcel
south of the trestle. Such a link would connect to the planned Blackstone River Bikeway.

In addition to improved linkages, better signage directing people to River Island Park could help increase
usage and visibility of the park, and better lighting could help ensure that it is safe, attractive destination for
residents and visitors alike. To increase visibility of the river itself, the City could clear low-level vegetation
along the slopes and edge of the river. Currently, heavy vegetation along the river, as well as the steep

grade that separates the park from the river, impede riverviews from within the park.
13 http://www.providenceri.com/efile/3059
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Figure 22 Property Ownership Map
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Other Improvements

There are several areas in the study area that have been described by community members as unsafe
and plagued by crime and loiterers. These conditions must be addressed if the downtown core is to
become a safe, vibrant, attractive place. The City should focus its community policing efforts in the Main
Street area if resources allow. The Woonsocket Police Department, which has training in community
policing, has established partnerships with organizations in the city, and these partnerships should
continue to be reenforced and strengthened. Working with organizations familiar with specific problems
in the Main Street area could be particularly beneficial.

One area that specifically requires attention is the residential neighborhood on the western edge of

the study area. This area includes many buildings that are in need of repair, and it has been described
in public meetings as being unattractive and unsafe. The City should use Community Development
Block Grant (CDBG) and other resources to help make improvements to this neighborhood. This could
include enhancing the streetscape or rehabilitating key properties. The City could also increase code
enforcement to address dilapidated buildings, yard debris and other code-related issues.

More broadly, the Police Department could help residents and visitors to the area feel safer by having
a presence on Main Street when large events occur. The Stadium Theatre, as mentioned earlier, draws
crowds from throughout New England, and many of the visitors may not be familiar with downtown
Woonsocket. By having police officers in the area before and after larger shows and events, visitors
may be more willing to explore other areas of Main Street. Efforts are currently underway to develop
temporary and long-term solutions to safety issues in the area, and these efforts should continue.

Traffic, Circulation and Parking
One-way to Two-way Street Conversions

Woonsocket’s system of one-way streets originate in the philosophy that the expeditious movement of traffic

is the highest and best use of a downtown’s streets. In Woonsocket, the downtown’s narrow streets, complex
intersections and demand for on-street parking have made the apparent simplicity of a one-way system the
most obvious solution for balancing these demands. Traffic movement is, however, just one of many factors that
must be taken into consideration when planning for and managing a street. Downtown streets are more than
conduits for vehicles; they provide access to businesses, residential areas, and local attractions.

As transportation planning philosophies evolve and technology improves, many communities throughout

the country are converting one-way streets to two-way operation. Notable cities that have undertaken such
conversions include: Albugquerque, Austin, Berkeley, Birmingham, Cambridge, Chattanooga, Cincinnati, Denver,
Des Moines, El Paso, Lansing, Louisville, New Haven, Palo Alto, Portland, Oakland, Sacramento, San Jose,
Seattle, St. Petersburg, Tampa and Toledo.

There are many benefits to two-way streets. Two-way streets tend to have slower travel speeds than one-way
streets; they reduce confusion for motorists unfamiliar with the area; and they provide better access to both
businesses and residential areas. Two-way streets may also have disadvantages including the potential loss of

SUOI)EPUBLIWOIBY “Al

Woonsocket Main Street Livability Plan // 46



on-street parking, reduced vehicular capacity, intersection delay and more complex pedestrian crossings. Many
of these disadvantages can be mitigated against and are often offset by the advantages of a two-way system.

The cost versus benefit of a conversion to two-way traffic should be considered as a factor in the
feasibility of such a conversion. The potential disadvantages of reduced parking and intersection delay
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should be considered relative to the benefits of enhanced circulation and mobility within the downtown.
The two-way conversion has been presented herein as a feasible concept when measured against
roadway geometry and traffic volumes. Further study is necessary to determine the engineering and
operational feasibility of these concepts.

The suitability of one or two-way traffic for a particular roadway will often differ depending on the perspective
from which it is considered. Those perspectives often include: the traffic engineer, the roadway user, and the
local community.

The Traffic Engineer’s Perspective

Traffic engineers are tasked with moving as much vehicular traffic as possible, as quickly as possible.

This approach often comes at the expense of other roadway users and adjacent land uses. From a traffic
engineering perspective, one-way streets help facilitate good signal progression through a downtown network.
One-way streets also have fewer conflicting turning movements at their intersections, reducing the chance for

a through vehicle to encounter a turning vehicle. Finally, curbside activity such as service vehicle loading and
unloading is less disruptive to the traffic flow on a one-way street, where only one travel lane may be blocked by
this activity.

As the profession and practice of transportation engineering evolves with new technologies, tools and methods,
the operational disadvantages associated with one-way streets are becoming increasingly recognized by
transportation engineers. The one-way system often forces drivers to follow out-of-direction routes to their
destinations, causing an increase in both the number of turning movements required and vehicle miles of travel.
A study of a two-way conversion in El Paso, Texas found that two-way configurations lead to approximately 2-16
percent lower total vehicle miles travelled.™ The same study found that the two-way configuration generally
results in a speed reduction of 17 percent.

The Roadway User’s Perspective

Drivers use the street network as a means of navigating to or through a downtown to get to their destination.
While one-way streets do not pose a major inconvenience to commuters and regular visitors to a downtown
(these motorists have learned the downtown network and know the “best route” to their destination), they do
confuse and disorient visitors encountering a one-way street network. These occasional users are potentially
customers that downtowns are trying to attract. If circulation in the downtown can be made easier by converting
one-way streets, downtown visitors may be more impressed with their overall downtown experience and
become more regular downtown patrons.

For those travelling to the downtown, their destination is a parking spot whereupon they become a pedestrian.
One-way streets can present challenges to pedestrians due to the speed of traffic and additional turning

14 Chiu, Zhou, and Hernandez, Journal of Urban Planning and Development, December 2007
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movements within the network due to the extra vehicle miles and turns necessary for a driver to reach their
destination. Additionally, any turning movement, regardless of street configuration as one- or two-way, creates
exactly the same potential for vehicle/pedestrian conflict, namely, one legally tumning vehicle crossing the path of
one legally crossing pedestrian.

Downtown Community Perspective

One-way to two-way street conversions are part of a much bigger effort to make downtowns more livable and
economically successful. Retailers often prefer the exposure and accessibility offered by a location on a two-
way street. This fact is supported by examples such as a downtown street in Cincinnati where 40 percent of
businesses in an economically-depressed downtown district closed after a street was converted from two-way
to one-way traffic.'s

One-way streets also have a negative impact on storefront exposure for those businesses highly dependent on
pass-by traffic. As a vehicle stops at or enters an intersection, the driver has excellent visibility of the storefronts
on the far side of the intersection. In one-way street networks, storefront exposure is lost when one direction of
travel is removed, causing one side of every cross street to be partially “eclipsed” from view. “Eclipsing” occurs
on storefronts along the nearside of the intersection relative to the direction of travel. Where downtown street
networks contain many one-ways, the accumulated negative impacts of this are significant.

As retail and entertainment activities increase in a downtown, so do visitors and potential new residents. For
these people, livability is of paramount importance. Large gains in overall livability can often be accomplished
through street conversions while exacting only a marginal increase in vehicular delay. From a safety perspective,
research published in the Canadian Journal of Public Health documented an injury rate that was 2.5 times to

3 times higher on one-way streets than on two-way streets.'® This difference is most likely attributable to higher
traffic speeds on one-way streets.

By requiring less out-of-direction travel and fewer turning movements, a two-way street network is better for
short trips to local establishments than a one-way street network. Livable streets benefit all users of a downtown
whether they are using transit, an automobile or walking.

Converting a street network from one-way to two-way will not by itself guarantee an immediate resurgence of
growth and activity downtown. Most communities have come to this recommmendation as a part of a greater
vision or urban design plan for their downtown. The conversion of one-way streets is most often accompanied
by other initiatives designed to attract additional downtown development or redevelopment and make
downtown a more livable community.

Proposed One-Way to Two-Way Traffic Conversions

Several streets within downtown Woonsocket are proposed for conversion to two-way traffic, as shown
in Figure 23.These include: Main Street, Clinton Street, Social Street, High Street Arnold Street and
Federal Street. The conversion from one-way to two-way traffic is expected to improve connectivity
within the downtown and improve access to businesses. The conversion to two-way traffic would require

15 Walker, et al, TRB Circular E-C019: Urban Street Symposium
16 Wazana, et al, Canadian Journal of Public Health, May-June 2000
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Figure 23 Proposed Conversions to Two-Way Street
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reconstruction of several intersections, restriping of the roadways, installation of new traffic signage,
traffic signal modifications and upgrades, and modifications to Monument Square.

Main Street
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Main Street north of Depot Square is currently one-way southbound from North Main Street to Depot
Square. Conversion to two-way traffic operation is feasible while still accommodating on-street parking
on the east side of the roadway. Parking on the west side would need to be removed, resulting in the loss
of two loading zones and five on-street spaces. The loading zone south of Beacon Charter School can
be recessed into the adjacent parking lot which is used by the school so as to preserve this asset. This
parking demand can easily be absorbed by the municipal parking lot on the west side of Main Street at
Monument Square (which is 10 percent utilized) and by private parking lots on Main Street.

The conversion to two-way traffic will require the modification of both the Depot Square and Monument
Square intersections (see Figures 24 and 25). These modifications would include new traffic signalization
and provide an opportunity to improve pedestrian crossing safety by reducing crossing distances
through curb modifications and bump-outs. The most significant improvement for pedestrians would

be at Monument Square where pedestrians would cross with the assistance of pedestrian-actuated
crossing signals and would also gain access to an expanded monument island.

The proposed signalized intersection at Monument square will require additional traffic counts and
modeling to test the performance and feasibility of such an arrangement. As an alternative to this
concept, a roundabout could be considered at this location (Figure 26). The roundabout would have
the advantage of reducing traffic queues, slowing vehicle speeds, providing more connectivity between
intersecting streets, and allowing for U-turns on Main Street by circling the intersection and returning
to Main Street in the opposite direction. This concept would, however, require moving the monument
several feet to place it at the center of the roundabout. Additionally, there would be a greater impact to
on-street parking with the loss of
Figure 24 Modification of Depot Square more spaces on Social Street.

The bus stop on Main Street north
of Depot Square would need

to be relocated as a result of a
conversion to two-way traffic. The
current location, under the railroad
trestle, is a difficult and congested
location that would benefit from
relocation. A potential relocation
site would be adjacent to the
municipal parking lot on Main
Street south of Ascension Street.
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Figure 25 Modification of Monument Square
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Clinton Street

Clinton Street has one-way northbound traffic flow throughout the study area. Conversion to two-

way traffic operations is recommended for this roadway between Main Street and Worrall Street. This
conversion would provide direct access, in the southbound direction, to Clinton Street from both Worrall
Street and Truman Drive. The impact to on-street parking would be minimal with three spaces lost from
the east side of the roadway near the Depot Square intersection.

The additional traffic lane required by the two-way conversion would require the existing bus stop north
of the rail trestle to be set back from the roadway by the construction a bus pull-out. The bus pull-out
would allow queuing buses to pull out of the traffic lane so as not to obstruct traffic flow while unloading,
loading or waiting.

Social Street

Social Street is one-way southbound as it merges with Main Street. The street is recommended for
conversion to two-way traffic flow between Monument Square and Worrall Street. This conversion would
provide a northbound connection from Main Street to Worrall Street without the loss of any on-street
parking spaces. Traffic signal modifications and pavement marking upgrades would be necessary at the
intersection of Social Street and Worrall Street in order to accommodate two-way traffic.

Social and Clinton Streets Outside of the Study Area

The conversion of Social Street and Clinton Street from one-way to two-way traffic operations is
recommended for the entire length of each corridor, extending eastward outside of the study area. A
cursory review of these corridors suggests that the roadways are capable of carrying two-way traffic.
The primary constraint along these corridors are the multiple intersections. A total of 7 intersections
would require traffic signal modification, with one of those intersections (Social Street at Clinton Street)
potentially requiring reconfiguration. Further study is needed to determine the feasibility of a conversion.
Additional study required would include the collection of traffic volume counts, turning movement
counts, and the development of a traffic model for the network.

High Street

High Street is one-way between Arnold Street and Main Street with traffic flowing in the westbound direction.
It is recommended that this corridor be converted to two-way traffic flow. Two-way traffic would allow a
direct eastbound connection from River Street to Depot Square and to the Court Street Bridge. Roadway
modifications would be minimal and would involve pavement striping and signage upgrades, although
intersection improvements would be necessary at Depot Square. The impact to on-street parking would be
minimal, with only three spaces lost on the south side of the road at the Depot Square intersection.
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Figure 27 Arnold Street Conversion Arnold Street

Arnold Street is currently one-way in the southbound
direction from High Street to Main Street. Conversion
of the roadway between Fountain Street and Main
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Street would provide direct vehicular access, from
Main Street, to businesses and storefronts on this
segment of Amold Street (See Figure 27). The
conversion of this segment of Arnold Street to two-way
traffic would require the direction of traffic on Fountain
Street to be reversed to one-way northbound (uphill) to
accommodate northbound Arnold Street traffic.

This two-way conversion would displace eight on-street
parking spaces. The loss of these spaces could easily
be absorbed by on-street parking capacity on Arnold
Street or via a large and underutilized private parking lot
at the corner of Arnold Street and Sayles Street.

Federal Street

Two-way traffic is proposed for Federal Street from

Worrall Street to the parking area at the back of the
Stadium Theater. This will result in the loss of eight
on-street parking spaces, which would be regained by the provision of eight new on-street spaces on
Worrall Street. This conversion will provide direct access to parking areas from Worrall Street, thereby
reducing bus and truck traffic on Main Street in route to the Stadium Theater.

Traffic direction at the southern segment of Federal Street, near the YMCA, would remain one-way but
be reversed. Keeping this segment one-way will allow on-street parking to be retained and will avoid
potential conflicts due to limited sight-lines at the road’s bend. Thru-truck and bus traffic would be
prohibited from this segment of the road so as to avoid low vertical clearance at the YMCA's pedestrian
overpass and a limited turning radius onto Main Street. The directional change of traffic at the southern
end of Federal Street is critical to providing a right turn loop around the Stadium Theater, thereby
improving access to the theater.
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Intersection Improvements

To accommodate two-way traffic flow in downtown Woonsocket, several intersections will need to
be modified. The level of modification will vary from pavement marking and traffic sign upgrades, to
the modification of curb lines, new traffic signals, new crosswalks and the relocation of bus stops. A
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summary of the intersection modifications is provided in Chart 7.

Next Steps
* |dentify potential funding sources for further planning and design

*  Conduct traffic study including the collection of turning movement counts at all impacted inter-
sections. Develop traffic model to test the feasibility of the recommended two-way network and
recommend modifications to the concept as required

* Schematic design and engineering feasibility with cost estimates
e |dentify funding sources for construction

e Final design and construction
Chart 7 Intersection Modifications

Intersection Modification
Arnold Street at Main Street Stop sign and pavement markings
Arnold Street at Fountain Street  Pavement marking upgrades, traffic signage

Main Street at High Street Traffic signal modifications, pavement marking upgrades, traffic signage, curb
bumpout at northeast corner
Main Street at Clinton Street Curb bumpout, pavement marking upgrades, traffic signage

Main Street at Monument New traffic signal, expand monument island, curb extension at northwest and
Square northeast corners of North Main Street and Blackstone Street, curb extensions
on east side of Social Street, pavement marking upgrades, traffic signage

Alternate: Roundabout at Monument Square
Social Street at Worrall Street  Traffic signal upgrades, new pavement markings, traffic signage upgrades
Clinton Street at Truman Drive  Traffic signal upgrades, new pavement markings, traffic signage upgrades.

Traffic Signal Technology

As streets within Woonsocket's downtown are converted to two-way traffic, the signalized intersections
on those streets will need to be reconfigured to accommodate two-way traffic. This traffic will also place
additional demand on those intersections and could potentially degrade their performance. New traffic
signal technologies can be used to mitigate against these additional traffic demands.

A relatively new but well-established technology is the Video Detection System. Video detection has
become a popular replacement for traditional loop detectors at signalized intersections. A steady decline
in the cost of these systems and a steady increase in accuracy and reliability have contributed to video
detection becoming the preferred method of vehicle detection for new traffic signal installations. Video
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detection can easily be adjusted when lane closures are in effect or when lanes are restriped. Detection
zones can also be easily added or removed. Video detection can also easily detect bicycles without
adding bicycle specific inductive loops.

Next Steps
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* Integrate video detection technology into signal modification plans of reconfigured intersections

Bus Accommodation

The conversion of both Main and Clinton Streets to two-way traffic flow will impact the existing bus stops
at Clinton Street near the rail trestle and at Depot Square. The accommodation of two-way traffic flow
will require additional roadway space, space that is currently used for bus queuing at both locations.

A bus pull-out is recommended at both locations - as shown in Figures 28 and 29 - as a means of
accommodating buses.The pull-out is a shoulder space that allows buses to move out of the traffic

lane while waiting, loading or unloading passengers. Bus shelters, benches and trash cans are typically
located at bus pull-outs.

The proposed location on Main Street is located at the site of an existing bus shelter. The inclusion

of a pull-out would impact the municipal parking lot on the north side of Main Street, causing a loss

of 8 spaces. This impact is not expected to be disruptive as the lot is only 35 percent utilized during
weekdays. The proposed location at Clinton Street would have a minimal impact to the adjacent
municipal parking lot resulting in a loss of only two spaces. Pedestrian circulation would not be
negatively impacted at either location although a crosswalk would need to be relocated at Clinton Street.

The Rhode Island Public Transit Authority (RIPTA) provides funding for the installation of new shelters
through the “TransART” program. The goal of the TransART program is to enhance the experience
of those using RIPTA service by providing seating and shelter from the weather while introducing
interesting and unique bus shelters to the streetscape environment.

The TransART program is made available through federal transit funds. For all TransART projects, RIPTA
will provide 80 percent of the project cost, and the remaining 20 percent is provided by the partnering
agency/community. The partnering agency/community is also responsible for maintaining the shelter.

RIPTA prioritizes projects based on several contributing factors, including: 1) the volume of passengers
who board at the stop, 2) the number of bus routes utilizing the stop, and 3) the population density of
the area.

Next Steps

*  Design and construct bus pull-outs as Main and Clinton Streets are converted to two-way operation.

e Apply to the RIPTA TransART program as a means of funding new shelters and soliciting en-
gaging shelter designs.
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Figure 28 Proposed Bus Pull-Out on Main Street
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Truman Drive Road Diet

Truman Drive currently carries an average of 6,600 vehicles per day. This volume is considerably less
than the capacity of comparable four-lane divided highways. For instance, Louisquisset Pike (Route 146)
in Providence carries approximately 10 times the traffic (64,600 vehicles per day). See Chart 8 for traffic
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volume on comparable roadways.

Reducing Truman Drive to a two-lane roadway would free valuable riverfront space that could be used
to accommodate the planned Blackstone River Bikeway and a linear park as visioned in the 2010 plan,
Connecting our Heritage: A Wayfinding Master Plan for Downtown Woonsocket. Reducing travel lanes in
response to the traffic volume on a roadway is an increasingly common practice referred to as a “road
diet.” Numerous communities throughout the country have undertaken roadway diets within the past
decade including a recent project in North Kingstown, Rl where Quaker Lane, a main thoroughfare, was
reduced from four travel lanes to two travel lanes with a center left turn lane.

Reducing Truman Drive from a four-lane divided highway to a two-lane roadway would have the added
benefit of reducing the footprint of both the Bernon and Clinton Street intersections. By reducing the
size of these intersections, pedestrian crossing distances can be significantly shortened and pedestrian
safety improved. A conventional two-lane roadway would also allow mid-block pedestrian crossings

across Truman Drive, thereby allowing additional connections between Main Street and the riverfront.

Next Steps

*  Work with state to identify potential sources of funding

*  Solicit funding for schematic design, engineering feasibility

Chart 8 Traffic Volumes

Roadway ADT Volume Description
Truman Drive, Woonsocket 6,600 4 lane divided highway
Huntington Expressway (Route 10), Providence 53,100-97,300 4 lane divided highway
Louisquisset Pike (Route 146), Providence 64,600 4 lane divided highway
Storrow Drive, Boston 72,700 4 lane divided highway
Mendon Road (Route 122), Woonsocket 29,600 4 lane two-way roadway
Cumberland Street, Woonsocket 19,700 4 lane two-way roadway
Diamond Hill (Route 114), Woonsocket 8,200-14,600 2 lane two-way roadway
Main Street, Milford, MA 11,500 2 lane two-way roadway
Cambridge Street, Cambridge, MA 16,600 2 lane two-way roadway
Main Street, Woonsocket 7,700 @ 2 lane two-way segment
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Parking
Wayfinding

Parking wayfinding provides information on the location and type of parking in an area. Parking
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wayfinding is typically combined with other wayfinding signage in an area in a standardized format.
Parking wayfinding signage should clearly communicate the location of parking, the name and type of
the facility, and whether it is public or private. Wayfinding should be located on key ingress routes in

an area (see Figure 30). Typically, the level of information provided increases as proximity to a parking
facility increases. For example, in the outskirts of an area, wayfinding may only provide directional
guidance to public parking, whereas in the immediate vicinity of a facility, the name (ex. Main Street
Parking Lot), and use (Public) may also be provided. Parking wayfinding is typically used in conjunction
with parking facility branding and can be combined with elements of a parking guidance system.

Parking Facility Branding

Parking facility branding is used to standardize the way in which a facility’s use and availability is
communicated to the public. In most parking systems, the nearly universally recognized “P” is used

to communicate a facility’s status as entirely or partially publicly accessible. Parking branding is often
used in conjunction with parking wayfinding and guidance systems; however, parking branding can be
successful without the presence of a comprehensive wayfinding system.

Facility Signage

Parking facilities should have signage that clearly indicates use, hours of operation, and whether parking
is free or there is a fee. Ideally, signage for facilities of similar use (i.e. Public or Private) should be
similar. Parking facility signage is an essential element of parking wayfinding systems and is a key part of
parking facility branding.

Enforcement

Parking enforcement is critical for the effective function of any parking system. The two-hour parking
limits on Main Street are an effective means of reserving valuable on-street space for short-term visits
to shops and restaurants. Consistent enforcement of these parking regulations is the only means by
which these on-street spaces can be used as intended. It is recommended that the City of Woonsocket
continue to strictly enforce the two-hour limit on a consistent basis.
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Figure 30 Parking Wayfinding and Signage
% E TR -. ;

=
o
@
)
o
3
3
@
=
=%
o)
.
o
>
a

Woonsocket Main Street Livability Plan / 59




Bicycle and Pedestrian Facilities

To enhance safety and accessibility for pedestrians and bicyclists, roadway-related improvements are
needed. Specific recommendations are shown in Figure 31 and described in the following pages.

Figure 31 Recommended Bicycle and Pedestrian Improvements

Sidewalk improvements on
north side of High Street

Signage/pavement markings
directing northbound cyclists
and pedestrians to the path

With the long-term redevelop-
ment of property, easement
along River Street frontage
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Blackstone River Bikeway

Shoulder bikeway along short
short stretch of River Street to
connect path; pedestrian
path-users to use sidewalk

Proposed path alignment
through parking lot

Potential for Blackstone River
Bikeway trail rest area
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Reconfiguration of Monument
Square to improve pedestrian
crossings

On-street bike route to be a
potential Blackstone River
Bikeway spur to Social Street

Potential for greenway treatment
and tree plantings along
Blackstone River Bikeway

Tighten tuming radii at the
intersection of Main Street and
Court Street and strip high-
visibility crosswalks

Potential location for switch-
back ramp creating an ADA/
pedestrian/bicyclist link from
the Court Street Bridge to the
Blackstone River Bikeway

COURT 5

New crosswalk at the bottom

of the Main Street Park stairs

Option 1: eliminate easternmost
travel lane and widen sidewalk
to 10" with 5’ buffer to
accommodate path

Option 2: eliminate travel lanes
on northbound side; convert
remaining lanes to two-way travel
Maintain existing sidewalk and
construct 10° shared use path

On-street bike route to potentially
include bike lanes on Bernon
Street Bridge

Improve access to River Island
Park; create enhaned pathways
through the park to the river
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if necessary, to min. 10°)
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Shared Lane Markings

Shared lane markings (SLM), also known as sharrows, are used to help position bicyclists within the
travel lane. These markings are often used on streets where dedicated bike lanes are desirable but are
not possible due to physical or other constraints. Shared lane markings are placed strategically in the
travel lane to alert motorists of bicycle traffic, while also encouraging cyclists to ride at an appropriate
distance from the “door zone” of adjacent parked cars. Shared lane markings also encourage cyclists
to ride in a straight line so their movements are predictable to motorists. In addition, they provide
wayfinding cues along a designated bike route.

In order to to facilitate bicycle transportation through downtown Woonsocket - in addition to the
development of the Blackstone River Bikeway - it is recommended that shared lane markings and/or
signage should be applied to Main Street, Court Street, Clinton Street and a stretch of Social Street.
Because lane widths are less than 13 feet wide, it is recommended that the shared lane markings

be placed in the center of the lanes. The shared lane markings should be accompanied by signage
indicating that cyclists may use full lane (see MUTCD sign R4-11). (Currently, there is an approved
route for shared lane markings or sharrows on River Street, Main Street, Bernon Street, Front Street and
Hamlet Avenue as part of the planned Blackstone River Bikeway. See the map on page 66.)
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| Sidewalk | Parking | SETravel | Parking | Sidewalk 1 1 Sidewalk | S8Trawel | WBTravel | FParking | Sidewalk |
Lane Lang Lane

F————432' CURB TO CURB ——— F—————+32' CURB TO CURB ————

Existing conditions on Main Street between Monument Proposed conversion of Main Street to two-way travel with

Square and Depot Square future shared lane markings in each direction
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Shared Lane Markings Design Guidance

Design Summary:

e Shared lane markings should not be used on roadways where speeds posted or 85th percentil

exceed 35 mph

e Place in alinear pattern along a corridor (typically every 50-250 feet, depending on traffic volumes)

*  Where SLMs are being used in both directions of travel, they may be staggered for maximum visibility

e Recommended placement depends on curb-side lane width and speeds of travel; see matrix below*

* Placement in the middle of the lane avoids vehicle tire tracks and will increase the life of the marking

Guidance:

*  Federal 2009 MUTCD

*  AASHTO Guide for the Development of Bicycle Facilities

*  NACTO Urban Bikeway Design Guide, Second Edition

Shared Lane Marking Placement Matrix

Posted or 85™ percentile roadway
speed (whichever is lower)

Shared lane marking placement

Curb-side travel lane <13’

curb-side travel lane = 13"

= 25 mph without parking

center of travel lane

4'-0" from curb

= 25 mph with parking

center of travel lane

11°-0" from curb

26 - 35 mph without parking

40" fram curk

4'0" from curb

26— 35 mph with parking

110" from curb

11°-07 from curb

= 35 mph with or without parking

SLM not recommendead

S5LM not recommended

* Guidelines including the American Association of State Highway and Transportation Officials (AASHTO) and the
Federal Manual on Uniform Traffic Control Devices (MUTCD) include recommendations for shared lane marking
placement but do not take into consideration traffic speeds
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MUTCD recommended dimensions  Positioning the SLM 11 feet from the
for shared lane markings curb encourages cyclists to stay clear

of the door zone

MUTCDW11-1 and W16-1
signs with SLM positioned
in the outside of the lane

Shared-lane markings to be spaced

spacing is 50 - 100" apart

3 &

Along Main Street and elsewhere,
preferred placement is in the center
of the lane for minimal wear, where

(see matrix)

o))

MAY USE
FULL LANE

MUTCS R4-11 sign to
be used when SLM is
positioned in the

middle of the lane

o)

MAY USE
FULL LANE

may be placed 11'from curb where

with no parking

& N

Placement of shared lane markings within the travel lane
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200" apart; on busier streets or along
complicated routes the recommended

lane width and speeds are appropriate

On streets with lane widths >13, SLM

parking is present, or 4’ from the curb
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River Street will potentially be utilized as an on-street connection for a short stretch of the Blackstone
River Bikeway between Thunder Mist Falls and just north of Sayles Street. It is recommended to stripe
the existing 30-foot roadway with 11-foot travel lanes, creating a 4-foot shoulder along the curb.
Although bicyclists have the legal right to ride in the travel lane, some will feel more comfortable in the
shoulder. Bike route and Blackstone River Bikeway signage should be concentrated along this stretch.
With potential long-term redevelopment, considerations may be made for constructing a path along
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River Street frontage.
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Plan view of a 4-foot shoulder adjacent to an 11-foot lane
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Bike Lanes

Designated exclusively for bicycle travel, bike lanes are designated with striping, pavement stencils and
signage. Bike lanes are most appropriate on arterial and collector streets where higher traffic volumes
and speeds warrant a separated space for cyclists. Bike lanes are striped adjacent to the edge of
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pavement, a curb or parked cars. A buffer may be added to offer greater separation from vehicular traffic
or from the door zone of parked vehicles adjacent to the bike lane. Buffers 3-feet wide or greater should
be hatched, either with diagonal lines or chevrons.

In Woonsocket with the future construction of the Blackstone River Bikway, the Bernon Street Bridge
will become an important link to access the Bikeway as well as downtown Woonsocket. On the Bernon
Street Bridge, travel lanes can be reduced to 10.5 feet in order to install five-foot bike lanes. If more
detailed traffic studies indicate the viability of a three-lane cross section on the bridge, a buffered bike
lane would be ideal to create separation from vehicular traffic (see next page). If, ultimately, a traffic
roundabout is approved and implemented at the Truman Dr/Bernon St intersection, an appropriate
transition for the bike lanes to and from the roundabout will be necessary.

LB l Y 13 13 13 L = |
i | EeBTravel 1  EBTravel WBTravel | WB Travel : I
Sidewalk Lane Lane Lane Lane l-ld ewalk =

Bernon Street Bridge existing conditions
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| Bikel EBTravel 1 EBTravel | WBTravel | WE Travel | Bik
Sidewalk |- e i i ravel oiel ]

Lane Lane Lane Lane Lane Lane

Bernon Street Bridge bike lanes - narrowing travel lanes to create space for
standard bike lanes
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Bernon Street Bridge preferable option - removing one travel lane to create
space for buffered bike lanes in both directions (further study needed)

Potential intersection of Bernon Street and Truman Drive if reduction of Bernon Street Bridge to three lanes is shown to
be viable
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Bike Lanes Design Guidance

Recommended widths:

e 5 feet minimum
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e Buffer zone minimum s 1.5’; 3’ is preferred

Guidance:
e Federal 2009 MUTCD

*  AASHTO Guide for the Development of Bicycle Facilities

e NACTO Urban Bikeway Design Guide, Second Edition

- Mermal white line

+— Normal
white line

Legend
& Optional

A bike lane on a bridge in Portland, Oregon

A - Bike Symbol B - Helmeted Bicyclist Symbol C-Word Legends

MUTCD recommended dimensions for bike lane pavement markings

Plan view of standard bike lanes

Woonsocket Main Street Livability Plan / 67



Multi-use Path - Blackstone River Bikeway

The Blackstone River Bikeway currently consists of a segment of path near Worcester, Massachusetts
and a segment between Woonsocket and Providence, Rhode Island. The goal is to develop a 48-mile
path connecting Worcester and Providence. In Woonsocket, there is an opportunity to route the bikeway
within the Truman Drive right-of-way. By removing a travel lane, space is created to convert the sidewalk
into a 10-foot path with a 5-foot buffer against the nearest travel lane (option 1). It is recommended that
this buffer include a physical barrier. (Currently, there is an approved route for shared lane markings

or sharrows on River Street, Main Street, Bernon Street, Front Street and Hamlet Avenue as part of the
planned Blackstone River Bikeway. See the map below, which was provided by the City of Woonsocket.)

Because of the low traffic volumes on Truman Drive, consideration should be made for eliminating two

travel lanes and constructing a 12-foot path in addition to the existing sidewalk (option 2). This would better
accommodate a variety of path-users and would create an opportunity for a greenway corridor with ample
space on either side of the path for tree plantings, lighting and benches. The following page shows the
existing conditions of Truman Drive as well as the two options for improving the roadway as described above.

One of the key design elements with the Blackstone River Bikeway is its continuation to Main