Centers of Opportunity
Pilot Projects

A Report for Sustain Southern Maine
Greater Portland Council of Governments

December 2013
1

Sustain Southern Maine
Centers of Opportunity Pilot Projects
Acknowledgements
The work that provided the basis for this publication was supported by funding under an award
with the US Department of Housing and Urban Development, grant number MERIP0020-10,
awarded to the Greater Portland Council of Governments. The substance and findings of the
work are dedicated to the public. The author and publisher are solely responsible for the
accuracy of the statements and interpretations contained in this publication. Such
interpretations do not necessarily reflect the views of the Government.

Prepared by:
Evan Richert, Richert Planning

Carol Morris, Morris Communications

Kat Beaudoin, IPS Consulting

Scott Hastings, Morris Communications

Special Thanks to:
Rebeccah Schaffner, GPCOG
Caroline Paras, GPCOG

Paul Godfrey, HNTB
Beth
GrayME
ME
DougHumphrey,
Webster, Gray

Rick Harbison, GPCOG
Stephanie Carver, GPCOG
sd
Tom Reinauer, SMPDC
Chris MacClinchy, SMPDC

Deborah Cabana, Gray ME
Molly Just, Westbrook ME
Gordon Billington, Standish ME
Bud Benson, Standish ME

Todd Richardson, Richardson and Associates
Terry DeWan, TJD&A
Tom Farmer, TJD&A

Bill Needelman, Portland ME
Alex Jaegerman, Portland ME
Jeff Levine, Portland ME

Mitch Rasor, Mitchell and Associates
Bob Metcalf, Mitchell and Associates

Tex Haeuser, South Portland ME
Stephen Puleo, South Portland ME

Paul Stevens, SMRT Inc.
Mark Johnson, SMRT Inc.
Betsy Poulin, Lucky Rock Design

Dan Bacon, Scarborough ME
Jay Chace, Scarborough ME
Judy Bernstein, Kennebunk ME

John Charette, Charette Design
Elliot Chamberlain, Chamberlain Homes

Jonathan Carter, Wells ME
Mike Livingston, Wells ME

Kevin Bunker, Developers Collaborative
Richard Berman, Developers Collaborative

Gerry Mylroie, Kittery ME
Chris DiMatteo, Kittery ME

Peter Bass, Developers Collaborative
Josh Benthien, Northland Enterprises
2

PROJECT SUMMARY: CENTERS OF OPPORTUNITY PILOT PROJECTS
INTRODUCTION
The goal of the Sustain Southern Maine Centers of Opportunity pilot projects was to examine
the feasibility of implementing a center-based regional development plan in the southern
Maine region. The project worked with nine volunteer communities to examine local interest
and support for our goal of growing sustainable, compact centers around existing nodes of
activity.
The communities chosen represented the full spectrum of rural to urban centers. In each pilot
center, Sustain Southern Maine looked to identify the barriers, physical, financial and political,
that could potentially restrict compact, sustainable growth.
THE APPROACH
Sustain Southern Maine aimed to strengthen the economy, environment and sense of
community across a large region of southern Maine. It is a multi-pronged effort with several
outcomes in its sights, including:







Increasing housing and transportation choices while reducing the combined cost of
housing and commuting;
Increasing job opportunities within easy commutes of where people live;
Increasing affordable housing close to services, employment centers and amenities such
as parks and schools;
Slowing the loss of agricultural lands to development;
Reducing the cost of energy per household; and
Revitalizing neighborhoods with minimum displacement of disadvantaged populations.

From a land use point of view, a lot is known about the patterns of development that are most
likely to contribute to these outcomes. The approach with the best payoff – across many
measures – is a region that is anchored by multiple, compact centers.
These compact centers range from neighborhood centers serving rural communities to
community centers serving suburbs and urban downtown centers serving cities. They form a
kind of hierarchy, serving different needs for the people who live and work in and around them,
with trade areas that range from local to regional, and with green space and working
landscapes in between the centers. The centers are dispersed across the region, but the
pattern is the opposite of “sprawl.” The populations and jobs are in close reach of the centers
on which they depend, somewhat like the pattern in which Maine developed before
automobiles and cheap gasoline made it possible to travel long distances easily.
Sustain Southern Maine, therefore, did not set out to discover a new pattern of development
that can achieve its desired outcomes – we already know that a multi-centered pattern would
3

do so. Looking across southern Maine as from an airplane, it is possible to see this pattern
ready to take shape: the raw ingredients are in the form of historic centers with significant
growth opportunities, more recent highway strips waiting to be transformed into centers, and
emerging centers that can be molded for high efficiency and function from their early stages.
Rather, Sustain Southern Maine asked:


What is needed to implement this pattern? What obstacles confront developers and
neighborhoods as they consider development and redevelopment of centers? What are
the best ways to take advantage of existing infrastructure? What mixes of uses and
design principles will simultaneously meet the requirements of developers, landowners,
financiers and the best practices of center-oriented development?



And if the pattern can be implemented, how much growth – residential and commercial
– can be accommodated within these compact centers? Is it significant enough both to
support high functioning centers and to relieve rural lands of the development
pressures that have been building over the last half-century?

To answer these questions, Sustain Southern Maine undertook a proof of concept by examining
nine “centers of opportunity” in nine different towns and cities. Centers of opportunity are the
basic element around which the desired regional pattern is formed. The centers of opportunity
examined ranged from rural to urban, and from well established to still evolving.

MORE DETAIL: WHAT IS A “CENTER OF OPPORTUNITY”
Centers of opportunity are places that are – or can be -- highly competitive for the next
generation of jobs and housing in Southern Maine. They are well positioned to tap into the
market’s desires for safe, livable, and walkable neighborhoods, with choices of housing and
transportation. They will be the targets of focused investments in infrastructure to meet the
needs of 21st century businesses and their workers. Not all growth in the region will be suitable
for centers of opportunity – for example, certain manufacturing industries, warehousing, and
distribution activities need their own locations. But if the centers can position themselves to
absorb significant shares of most kinds of growth over the next 25 years, they will help spur
economic growth and stability in the region while protecting the surrounding rural landscape.
Centers of opportunity exist in most communities, small and large. They range in scale from
Neighborhood Centers to Community Centers, Downtowns and larger Regional and
Employment Centers. But across these ranges there are some common characteristics:
 Mixed use, with residential, commercial, and often civic or open space components – in
different ratios based on the type of center;
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 Generally no more than a half-mile in diameter, or with the periphery of residences no
more than a quarter-mile from the commercial spine or center;


Utilities, telecommunications, and transportation infrastructure to support residential
development, the demands of 21st century businesses, and easy movement by car,
walking, bicycle, and in some instances transit within the center; and



Connections between the centers by different modes of transportation. Travel from
center to center is common, since, except for the most urban centers, most will not be
self-contained or able to meet all the needs of those who live and work in them.
Rather, the centers work in combination to meet a range of employment, shopping,
service, and recreational needs.

As noted above, the Sustain Southern Maine team identified and mapped more than 160
different potential centers of opportunity in 40 towns and cities in Southern Maine, including:


An estimated 112 that appear to function as Neighborhood Centers, ranging from very
small centers that offer the most basic convenience goods and services to larger ones
that are anchored by grocery, drug, hardware and similar stores with sizeable residential
neighborhoods either integrated into or surrounding them. These also include some
smaller centers with town halls or other government functions;



15 Downtowns that have a combination of retail, service, governmental, entertainment,
cultural, and residential uses – these have a village or urban form;



An estimated 15 larger Community and Regional Centers, which include both stores and
services that people need routinely and general merchandise and department stores,
specialty goods stores and office complexes. These centers draw from large areas but
were designed almost exclusively to draw auto traffic to them and were zoned to be
physically separated from residential neighborhoods;



Plus a number of generally single-purpose employment centers (such as industrial parks
and medical centers) and highway-oriented districts serving seasonal travelers.

The nine pilot centers of opportunity were in the first three categories – Convenience Centers,
Neighborhood Centers and Downtowns. These are both the most numerous and have the best
opportunities to be “whole” places with a strong mix of uses.
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CHOOSING CENTERS
To choose pilot center locations out of the 160 plus potential centers identified as part of this
study, Sustain Southern Maine met with municipal representatives throughout the study area in
regional subgroups, explaining the goals and the process, and asking if any were interested in
“loaning” the team their community for a learning exercise. Of the 30+ who attended, all said
they were interested in the process and 15 volunteered to be a pilot community. Within each
community, the proposed center location was chosen by the municipality with the cooperation
of local landowners, businesses, developers, and neighborhood organizations.
The 15 was winnowed down to ten by the Executive Committee, using the below criteria:







Perceived existing support by community
Area is already a growth zone with appropriate zoning
Land is available for development or redevelopment
Public water and/sewer or appropriate soil for community septic is available
Some level of public services, businesses and jobs are already available
Access to other amenities

Essentially, the team focused on identifying locations that were ripe for growth in order to
better understand what the barriers and opportunities might be.
The ten centers chosen to be pilots, from rural to urban, were:











New Gloucester Upper Village*
Steep Falls in Standish
West Kennebunk Village in Kennebunk
Gray Village
Wells Center
Pride’s Corner in Westbrook
Dunstan Corner in Scarborough
Kittery Foreside/Kittery Crossing
Mill Creek in South Portland
India Street Neighborhood in Portland

* New Gloucester dropped out during the process because a pre-existing municipal initiative to
build a public water facility was opposed by town vote, and they felt their energies needed to be
focused on addressing the situation.
PUBLIC OUTREACH
The public outreach around the pilot center work was focused on the neighborhoods
themselves. An initial meeting by personal invitation targeted key landowners, business owners
and neighborhood associations to explain the process and the goals, with the caveat that the
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team wanted to “borrow” the neighborhood to find out how a vibrant center could be
developed. The team made it clear that the community could act on the findings, or simply walk
away.
The second meeting was a workshop, in which the same individuals, along with residents,
joined the Sustain Southern Maine planners, architects, land use architects, and developers for
a hands-on session to draw a series of rough maps visualizing how growth could occur and
exactly where it could go.
Finally, with the mapping and visualizations completed and polished, a public meeting was held
in each center to show off the vision and ideas for the center. The public made comments right
on the maps and these comments were captured and incorporated into a final set of drawings.

THE MAJOR FINDINGS


Centers of opportunity have room for growth: All nine pilots, including older centers
that appear to be “built out” or heavily constrained by their surroundings, found ample
room for growth, both residential and commercial.



The potential for growth significant enough to produce high functioning centers and to
relieve pressures from outlying areas: After accounting for the natural (wetlands, soils,
flood plains, etc.), built (roads, structures, utilities) and legal (parcelization, easements,
lease restrictions, etc.) characteristics of the centers, the pilot centers were found to be
able to absorb a significant percentage of projected growth in each community. The
types of residential growth proposed ranged from single-family detached homes to
multi-family. The types of commercial growth proposed included retail in small and
large formats, offices, a wide range of services, and some production businesses, such as
trades shops, light manufacturing and farm- and energy-related businesses in
appropriate locations. If the pilot centers are representative of the many other
potential centers of opportunity inventoried in southern Maine, most of the residential
and much of the job growth projected for the region over the next 25 – 35 or more
years could be accommodated within such centers.
Summary of Growth Potential in Nine Pilot Centers of Opportunity
Pilot Center

Dunstan Corner
Gray Village*
India Street N’hood
Kittery Foreside/
Kittery Crossing

Area of
Pilot
(Acres)
112
436
57
275

New Housing
Units

Net New Commercial
(Square Feet)

Est. Job
Growth

500

150,000 sf

300

550
180-210

180,000
87,500 – 100,000 sf

350
175-200
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Mill Creek
Pride’s Corner
Steep Falls
West Kennebunk**

38
115
303
278

120-240
90-180
65-135
120-125

Wells Center

1145

560-1,160

85,000 – 150,000 sf
165,000 – 175,000 sf
16,500 – 17,500 sf
farm/energy/outdoor
recreation & educ.
300,000 – 450,000 sf

165-330
330-350
30-35
20-50
600-900

* The Gray Pilot did not set numbers of residential units or commercial sq.ft. as some major parcels of
land were already subject to other planning and development projects.
**Focused on a cluster of seven parcels within the larger West Kennebunk Village to illustrate growth
potential and rural uses at the village-rural edge



The obstacles to growth in the centers: The constraints to growth in centers of
opportunity can be considerable. They include past decisions that limit new
development and redevelopment, the lack of planned circulation of street systems and
utilities, natural resource limits on undeveloped land, the challenges of assembling land
into developable parcels, incompatible zoning, upfront investments in infrastructure
that make returns on investment hard to achieve, and worries by existing residents
about the impacts of growth on their quality of life. These can lead to a misperception
that the centers have already reached their limits, or that limited incremental growth is
all that is possible, or that overcoming the constraints may not be worth the effort.
Many of the obstacles have technical or engineering answers, but the pilots found that
the larger constraint is uncertainty – about returns on investment, the costs of
extending or redeveloping infrastructure, and public worry over traffic, loss of open
space, and similar concerns.



Transparency and predictability are the key ingredients to overcome obstacles to
growth in the centers. An open process – starting with early discussions with property
owners, involvement of neighborhood and village associations, a good understanding of
the natural resources within the center, and working toward a shared vision of what a
more complete center can be promotes problem-solving in all quarters. Each of the
nine pilots increased the intensity of land uses within fairly compact areas, each
identified pragmatic strategies for doing so, and each was found to hold promise by
property owners, residents, businesses, developers and municipal officials alike.
The pilots underscore the importance of having a conceptual plan that represents a
common sense of direction and predictability. They also showed that imagining
centers as complete places, following best design practices, can demonstrate their
advantages at a pragmatic, everyday level – how they can better meet desires for
services, community and open space than what now exists or what may evolve in the
absence of the plan.



It is possible to build in density of housing and commerce while designing for privacy,
open space, ease of moving about, and other things frequently associated with lowdensity places. Density of activity produces both things that people want – such as a
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variety of goods and services nearby, support for local businesses, affordable utilities,
choices in housing, choices in transportation, including walking and buses, and
amenities such as the arts, local coffee shops and restaurants. But it also produces
worry about loss of privacy, loss of open space, traffic congestion and noise. The pilots
found it possible to design for density – at a level compatible with the urban, suburban,
or rural setting in which the pilot was located – that produces the benefits while
minimizing the side effects. It is not necessary to transform rural or suburban into
urban to achieve this balance – rather, it is possible to use the appropriate compact
form (e.g., neighborhood center, community center, downtown, or downtown adjacent
neighborhood) to fit comfortably into the vision property owners and residents have for
themselves.


A critical mass of activity in a center creates transportation efficiencies and choices. It
does so in two ways: First, it enables more needs to be met in proximity to where
people live and/or work, reducing travel and energy costs. Second, critical masses of
activity in multiple centers in a region give people choices in how to move from one
center to another – auto, shared rides, bus, bicycle. In the absence of centers with
critical mass, choices in transportation are both impractical (too far to walk or bike) and
financially not feasible (the market will not support buses, for example).



Centers of opportunity are natural housing hubs. Center households supply
businesses, especially in Neighborhood and Village/Downtown centers but also in larger
ones, with essential market support, and in turn the households benefit from their
proximity to goods and services. The pilots proposed housing of different types and
price ranges to ensure access by a range of demographic needs.

COMMON THEMES AMONG THE CENTERS OF OPPORTUNITY
Each pilot center had unique features, different levels of opportunity, and were subject to the
vision of the community of which it is a part. The pilots provided customized design concepts
tailored to each community’s circumstances and guidance. However, several common themes
emerged.


In most centers of opportunity, growth in the residential base leads the way. Partly
due to market trends (e.g., the rise of Generation Y and the aging of the Baby Boomers)
and partly because residential growth is particularly important to the support of
commerce in Neighborhood and Village/Downtown Centers, the pilots concluded that
planning should encourage residential growth in the early stages of the center’s
development and redevelopment.



Infrastructure is the backbone of centers of opportunity, the key enabler of growth. A
good street system and sewer, water, telecommunication, and energy utilities create
the capacity for growth within relatively compact areas. The system needs to be open
access and designed to meet the needs of all property owners in the center – which
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means public planning of the system, a requirement in subdivision and site plan review
ordinances for the reservation of property-to-property connections, and likely shared
public-private financing of the systems.
o In suburban and rural centers, public sewers are an advantage if available, but
engineered community subsurface wastewater disposal systems, if owned and
managed by a responsible public entity such as a sewer district, can be an
effective alternative.


The approach to center design is similar in all settings. Start with an understanding
(and good maps) of the natural resource base (soils, wetlands, floodplains, steep slopes,
etc.), key open spaces, and other constraints that help dictate the location of
development, but quickly move to circulation – how people will get around. Envision
how interconnecting the street and pedestrian systems will:
o Open access to back lands and create frontage for new development;
o Create locations in each center that help define the image of the center and are
focal points for key businesses, civic institutions and gathering spaces;
o Enable easy circulation for residents, customers and visitors to and through the
center without relying exclusively on over-busy arterial roads;
o Allow for this easy, interconnected circulation while discouraging through-traffic
from using local neighborhood streets as short cuts;
o Provide for multiple means of transportation; and
o Provide transportation links to important adjacent areas – whether a school
campus, a seasonal community, a downtown, a government or medical center or
a larger trail/open space network, for example – so that users of those facilities
can access and support the center and residents of the center can access and
conveniently enjoy what those places have to offer.



Accommodate the automobile without giving it exclusive ownership of the streets.
The need to accommodate auto travel and parking is a reality in small town/small city
centers. Even in larger urban centers, this is a limiting factor in determining the amount
of development that can be accommodated in a center of opportunity. The key is to
provide for it in a balanced way, with a hierarchy of streets for different levels of travel,
design that explicitly provide for pedestrians and bicycles as well as cars, design of local
streets as pleasant public spaces as well as travel corridors, and parking in locations that
reduce impacts on the streetscape – or, as in the case of on-street parking, may add to it
-- and in amounts that reflect average rather than peak period use.



Integrate meaningful open space. In all of the pilots, open and green space was central
to the designs and a very important aesthetic to residents. It serves multiple purposes:
resource protection, recreation, aesthetic relief, storm water management, and
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establishing edges, entries into the center, and, like the traditional New England green,
the image of the center. In settings at the village – rural edge, open space also
preserves agricultural use.


Plan for the most synergistic set of uses appropriate to the type of center. Broadly, all
of the pilot centers have and/or are designed for an enhanced mix of residential, civic,
commercial, and open space uses. In each case, two general rules proved useful in
thinking about the details of the commercial offerings of the center:
o Match the mix of commercial uses to the type of center (small neighborhood,
large neighborhood, downtown, etc.), its trade area and drawing power.
Understanding where the pilot center stands in the hierarchy of centers provides
essential clues as to the types and scale of uses that can succeed there. In some
cases, it may be possible and desirable to grow into a different level in the
hierarchy (as from a small neighborhood center anchored by a convenience store
and personal services to a large neighborhood center with a full line grocery
store and other neighborhood retail). What may be possible depends not only
on the residential base living in the center but also on connections to adjacent
areas (such as a seasonal community) and on through-traffic that might be
intercepted along the way for commercial benefit. For more information on the
hierarchy of centers and what mix of uses is generally appropriate at each level
refer to Sustain Southern Maine’s Which Type of Center is Right for Your
Community report.
o Certain uses are especially supportive of each other in a center: for example,
senior housing and medical services; offices and hotels; residential and retail/
entertainment; cultural and retail/entertainment; etc. It is useful to think of
pairings such as these in projecting capacity for growth and jobs. Some of the
pilot centers have particular opportunities for these kinds of synergies, such as a
nearby seasonal community, an adjacent downtown, or an adjacent
transportation node that generates demand for uses that might not otherwise
be expected in a center of similar type and scale.
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ACTION STEPS TOWARD IMPLEMENTATION OF CENTERS OF OPPORTUNITY
Create a Range of Housing Choices
1. Find funding to create new or additional public or community water/sewer capacity
o Action Steps:
 Identify funding opportunities for municipalities
 Familiarize communities with community sanitary districts and how they
can be used to create community subsurface wastewater disposal
systems in growth areas
2. Create a template or series of case studies for building affordable, energy-efficient
market-rate and workforce housing in a Maine community
o Action Steps:
 Develop and circulate case studies of communities in Maine and the US
that have been successful in creating such housing (Nathan Szanton’s
Portland properties, CHOM, and Avesta)
 Promote the use of Affordable Housing Tax Increment Financing Districts
to support development of affordable energy-efficient housing
 Work with the Maine Affordable Housing Coalition and MEREDA to
identify and advocate for changes at the state and local levels that would
support development of affordable, energy efficient housing
3. Promote the construction of transportation-related infrastructure needed for infill
development, such as parking structures and new frontage roads
o Action Steps:
 Identify funding opportunities, including tax increment finding districts,
and post on Sustain Southern Maine and other websites with appropriate
communications explaining where and how each can be most effective
 In consultation with public and private experts, identify other needed
actions or changes (e.g. laws, ordinances, cost-sharing programs, etc.)
that would ease the creation of this infrastructure
 Determine next steps with support of above experts
4. Identify incentives to encourage redevelopment of suburban and strip shopping centers
for mixed use development that include housing
o Action Steps:
 Promote use of existing incentives in Maine, and research use of
potential new incentives being used in other states
 Research federal funding and grant opportunities that encourage this
type of growth
12



Identify appropriate parties and municipalities based on research and
make targeted recommendations

5. Provide advocacy and technical assistance tools to help commercial shopping center
owners understand the pathways and benefits to develop housing in and around their
commercial developments
o Action Steps
 Research the economic benefits to adding residential units in and around
a commercial center in terms of increased business and in more complete
use of land (additional rents)
 Create a template for streamlining local regulations to enable this
diversification including examinations of zoning, parking, buffer standards
and other restrictions
 Reach out to commercial center property owners to engage them in
discussions on the benefits of, and how to create, energy-efficient market
rate and workforce housing
 Find residential developers that would be interested in advising or
partnering with commercial center property owners to build housing
6. Increase municipal expertise and leadership ability in encouraging and attracting welldesigned residential development
o Action Steps:
 Create a developer/housing expert seminar for municipal staff to
examine and explain the design process of projects to identify and
highlight areas where friction arises between developers and
municipalities.
 Publish seminar handouts and illustrations on a website to reach a
broader audience
7. Increase municipalities’ knowledge of the impacts and potential benefits of balancing
commercial and residential growth when creating Centers of Opportunity
o Action Steps
 Write case studies of success stories that highlight specific
recommendations for communities looking to encourage the creation of
mixed-use communities.
 Continue to document, and emphasize in written materials and
presentations, the changing demographic, social, and preference changes
that are resulting in a growing population looking to live in mixed-use
communities
8. Create centralized tools to help communities understand what different levels and kinds
of density look like, and what the potential benefits of developing at each level can be
o Action Steps:
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Build on Maine’s Great American Neighborhood to create an online,
accessible and attractive explanation (including both narratives and
visuals) of various levels of density and construction methods (including
manufactured homes)
Include section on design considerations to help ensure that new
development is done following good design standards reflecting
appearance, energy efficiency, and density. Tie into the work done as
part of the residential design action steps.

9. Promote access to green space, even in denser developments; address residents natural
reluctance to develop undeveloped land, even in identified and designated growth
areas.
o Action Steps
 Publish and circulate examples and models showing the costeffectiveness of infill and how emphasizing infill can contribute to
preserving open space elsewhere
 Publish and circulate examples and models of development that takes
open space into account by incorporating green space, recreation areas,
green view-sheds and agricultural links with farms, CSAs, and community
gardens. Make this a major part of the Sustain Southern Maine brand
moving forward.
10. Address negative perceptions regarding subsidized and/or workforce level housing
o Action Steps
 Work with MaineHousing and Maine Affordable Housing Coalition in antiNIMBY campaign
11. Build on the Sustain Southern Maine Regional Housing Council (or identify existing other
group) to create a diverse team of private market, municipal planners, open space
advocates, transportation planners, public institution and nonprofit partners to work
and advocate for the changes and approaches identified in the housing action steps
Create Jobs and Build our Economy
(to be implemented in partnership with Mobilize Maine)
1. Help municipalities define, identify and attract feasible commercial development and
develop appropriate marketing strategies that recruit businesses appropriate to the
center’s role in the hierarchy of centers and promote regional thinking
o Action Steps:
 Publish and circulate best practice approaches
 Build upon and expand identified successes
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Create an economic development seminar for municipal planners and
economic development personnel to educate them regarding what is
feasible, how the new small business attraction model works, and how
working regionally can be more effective for everyone
Identify and advocate for changes needed to make working regionally
easier and demonstrably beneficial to individual municipalities

2. Research and formulate an approach to working with the legal obligations to existing
anchor tenants that restrict commercial centers’ flexibility to redevelop key areas of
existing shopping centers
o Action Steps
 Research examples both locally and nationally of commercial properties
that have made mixed use and/or walkability redevelopment changes
that benefited major tenants
 Publish and circulate case studies of anchor tenants willing to adapt
existing requirements to increase economic viability and document the
short and long term results

3. Research current off-street commercial parking requirements versus actual supply and
demand to determine if they are in sync and their effectiveness in supporting business,
livability and potential for change
o Action Steps
 Research local and national experiences with parking requirements with a
focus on rural/suburban parking efficiencies
 Publish and circulate research results to communities to review and
evaluate the parking requirements in developing centers
Creating Transportation Choice, including Walkability
1. Identify and promote financially feasible public transit options prior to centers
developing increased population and commerce.
2. Work with MaineDOT to improve their policies regarding traffic flow (including trucks)
to address the public perception that this is a major barrier to improvement in local
centers
o Action Steps
 Create an action team with key partners to work with MaineDOT to make
changes to their policies and practices that support cooperation with
municipalities to create more sustainable traffic patterns within and
between centers. Publish and circulate case studies of communities that
have successfully balanced automobile traffic with alternative
transportation in their centers
15



Support MaineDOT in communicating their policy broadly to
municipalities and the public so as to reduce miscommunications and
misperceptions

3. Develop and promote tools that illustrate the positive effects of adding road
interconnections and/or new roads to ease traffic flow and encourage walkable
communities to offset public reluctance to add housing and/or commercial activity to
already busy centers.
o Action Steps:
 Adapt for Maine and circulate to municipal officials and the general
public models that illustrate these positive effects in other communities
(such as have been developed by HNTB, Dubois & King, Project for Public
Spaces, NJ and Penn DOTs, and more)
 Determine the best approach to using this material to change public
perceptions
Public Process/Communications
(in coordination with the above recommendations)









Test and implement the best ways to get the results of all the above research and
examples of local and regional success out to broader audiences. Depending on the
topic, engage different populations, including the general public, developers, business
owners, property owners, elected officials, and state and municipal staff.
Advocate for and seek funding for communities to help them access design expertise on
a regular basis to help their residents and business owners visualize what “could be” and
to build enthusiasm and support for proposed changes
Create guidelines for a local public involvement process that would encourage the
public to coalesce around ideas proposed by the municipality. This process would
include the development of local champions and strategies for involvement of people
under 50 years of age
Identify funding sources for the implementation of plans, including bonus point benefits
available to partners of Sustain Southern Maine
Create a series of case studies on how to create financial incentives for developers to
focus growth in identified centers and develop properties in a way consistent with the
community’s vision.
Promote success stories from communities that have used public-private partnerships
to spur economic growth highlighting the ways in which all parties were able to see
direct benefits from these partnerships

Action Steps for the Above


Create a short-term regional task force with developers, municipal officials, non-profit
funders, for-profit funders, and businesses to develop funding and action plans for the
16




implementation of Sustain Southern Maine’s pilot centers’ plans. This would also serve
as a guide for other municipalities looking to follow a similar process to develop their
own centers of opportunity.
Test and refine this guide via focus group input with the intent of making the guide as
informative as possible while still being accessible and applicable to a wide range of
communities
Create a robust public outreach and communications plan to make this guide available
to both municipalities and the general public
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Appendices:
Individual Pilot Center Data and Lessons Learned

Appendix A: Gray

FACT SHEET
GRAY VILLAGE, GRAY – SUSTAIN SOUTHERN MAINE
Location

Gray Village
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Existing Type of A classic New England town center, Gray Village is a mixed-use commercial
Center
downtown located at the confluence of six major roadways, including
Routes 26, 100, 115, 202, 4, and the Maine Turnpike.
Acreage
436.7 acres (.68 sq. mi.)
Demographics
2010 Census
Gray Village is classified as a Census Designated Place (CDP), which is larger
Geography
than the pilot area (2.9 sq. mi. to .68 sq. mi. respectively). The town is also
part of the Portland—South Portland—Biddeford Metropolitan Statistical
Area.
Selected CDP statistics from the 2010 Census:
Population: 884
Percent White: 97.9%
Median age: 44.5
Households: 407
Percent of households with children under 18: 23.6%
Percent of households with seniors 65 & over: 29%
Housing Units: 431
Percent seasonal: 1.2%
Owner-occupied: 56.8%

Selected CDP statistics from the 2011 American Community Survey:
Percent with Bachelor’s degree or higher: 3.6%
One year in-migration from outside the county: 0%
Median Household Income: $50,875
Labor Force: 71.7%
Unemployment rate: N/A
Commute to work by car alone: 86.4%
Poverty rate: 1.7%
Percent of homes built after 2000: 8%
Percent of homes dependent on fuel oil: 52%
Median Home Value: $188,700
Median Rent: $805

Probable
Primary Trade
Area
Properties
Profile
Zoning

Gray is part of the Sebago Lake Economic Summary Area, a trade area
encompassing towns on both sides of Sebago Lake. Given this large
geography, the probable trade area includes the surrounding Towns of
Windham, Raymond, New Gloucester, Pownal, and Cumberland.

Most land in the study area falls within the “Village Center (VC)” or “Village
Center Proper (VCP)” Districts – the VCP district is contained within the VC
district and is its most densely developed portion. The purpose of these
districts is to “provide services and shopping opportunities to the residents
of the community, and to visitors, in a pleasant, village type, shopping
environment.”
A number of parcels in the northwest corner of the study area are zoned as
“Wellhead Protection 2 (WH-2).” The intent of WH-2 is to “protect the
ground water resources of the Gray Water District from harmful
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contaminates that can reasonably be expected to accompany certain uses
of land.” WH-2 is the larger and the less restrictive of the two Wellhead
Protection districts.
An expansive 102 acre parcel in the northeast corner of the study area falls
within the “Rural Residential and Agriculture (RRA)” district. The intent of
this district is to protect the rural/open space character of these areas, and
to promote “agritourism” where possible.
Lot Dimension and Density Standards
Min. Lot
Area

District

Min. St.
Frontage

Min. Area per
DU (w/water)

Min. Area per
DU (w/well)

VCP

20,000 sq. ft.

40 ft.

10,000 sq. ft.

10,000 sq. ft.

75%

VC

20,000 sq. ft.

40 ft.

10,000 sq. ft.

10,000 sq. ft.

75%

4 acres

200 ft.

4 acres

4 acres

10 (30*)%

RRA
80,000 sq. ft.
200 ft.
40,000 sq. ft.
40,000 sq. ft.
*Impervious surface can be increased to 30% with Planning Board approval

N/A

WH-2

Building Construction Spatial Standards
Min. Lot
Distric Max. Lot
Setback
t
Coverage
(Front)
VCP
75%
0 ft.

Min. Lot
Setback
(Side)
0 ft.

Min. Lot
Setback
(Rear)
0 ft.

VC

75%
10 ft.
0 ft.
10 ft.
10
WH-2
50 ft.
25 (15**) ft.
50 ft.
(30*)%
RRA
10%
50 ft.
25 (15**) ft.
50 ft.
*Impervious surface can be increased to 30% with Planning Board approval
** Side setback for non-conforming lots of record is 15 ft.

No. Parcels
 In
Residential
Use
 In
Nonresiden
tial or
Mixed Use
 Vacant/Ope
n Space
Total Land Area
in Parcels
 In
Residential
Parcels
 In

Max.
Impervious

Max.
Building
Height
35 ft.
35 ft.
35 ft.
35 ft.

217
140

66

11
411.1 acres (subtracting road and right-of-way parcels)
150.7 acres

125.8 acres
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Nonresiden
tial Parcels
 In Vacant
Parcels
Land Use Mix
Residential

Commercial

Other

Focal
Properties
Stimson Hall

Pennell
Institute
Monument
Square
Gray Plaza

Clark Block

Hancock Block

135.2 acres

The village contains a mix of housing units, including single family homes,
apartments, mobile homes, and a nursing home. Most homes front the
major roadways, with a small subdivision off Gray Park, the former
fairgrounds. Several homes have been converted to commercial use.
The village functions as a convenience retail center that meets residents’
daily needs for groceries, sundries, banking, discount goods, insurance, real
estate, hardware, and medical care, but captures less than half the sales
that would be expected for a town of its size. There is a predominance of
auto-oriented uses, including gas stations, repair shops, and drive-thrus.
There are several eating establishments, including pizza, Thai, sandwiches,
and fast food. There is also some specialty retail, including antiques and
farm products.
The village is home a variety of public, civic, recreational, and nonprofit
uses, including the Russell Elementary School and Fiddlehead Arts Center.
Recreation includes facilities for baseball, volleyball, basketball, and golf.

This imposing structure, completed in the Colonial Revival style, is listed on
the National Register of Historic Places. Designed for public assembly,
municipal meetings have since moved to the Pennell campus. Located on
Shaker Road. (Rt. 26).
This campus, completed in the Italianate style, is listed on the National
Register of Historic Places. Formerly the town’s high school, it is the new
home of the Gray town office. Located on Lewiston Road (Rt. 100).
This block, distinguished by the town’s Civil War monument, includes
Stimson Hall, the former town office, and the former post office. Located
on Shaker Road (Rt. 26).
The plaza, which anchors the town’s role as a convenience retail center,
includes a supermarket, bank, hair salon, dance studio, creamery,
laundromat, eatery, and hardware store. Built to take advantage of the
Maine Turnpike, the plaza has a parking lot that can accommodate ~325
vehicles and is a hodgepodge of dated and modern architecture. Located
on Portland Road (Rt. 100/26).
Gray’s oldest block, spared by the Great Fire, was rehabilitated with a
series of CDBG grants. This block, located on Main Street, includes the old
fire station (now the Gray Historical Society), Goody’s Pizzeria, and other
small businesses.
Also known as “The Triangle,” this block is bounded by Yarmouth Road (Rt.
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115) and Brown Street. It includes One Gray Center, arguably the town’s
finest commercial building.
Transportation
Streets

Street
Interconnectio
n

Portland Rd. (Rt. 100/26)
Federal Functional Classification (FFC) = Minor Arterial
Annual Average Daily Traffic (AADT) = ~6,000-9,000
Center Rd.
FFC = Local
AADT = ~1,200
West Gray Rd. (Rt. 4/115/202)
FFC = Minor Arterial (Other Principal Arterial from int. of Rt. 26A to I-95
ramp)
AADT = ~12,000
Yarmouth Rd. (Rt. 115)
FFC = Major/Urban Collector
AADT = ~6,000
Main St. (Rt. 4/100/202)
FFC = Minor Arterial
AADT = ~10,000-12,000
Shaker Rd. (Rt. 26)
FFC = Minor Arterial (Other Principal Arterial north of Rt. 26A int.)
AADT = ~6,000-7,000
Brown St.
FFC = Local
AADT = ~3,000
Hancock St.
FFC = Local
AADT = ~200
Colley Hill Rd.
FFC = Local
AADT = ~300
Gray Park Rd.
FFC = Local
AADT = ~200-500
Several major roads pass through Gray Village; these roads are part of a
larger, regional transportation network. Of the local roads that exist in the
study area:




Gray Park Rd. is an ~5 mi. horseshoe-shaped road with two entrances
on the north side of Shaker Rd. Aside from the elementary school and a
few businesses fronting Shaker Rd., Gray Park Rd. is residential in
nature and fully developed with single family homes; opportunities for
further interconnection appear limited.
Hancock St. is an ~.2 mi. road in the village center. The street is
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High Crash
Locations
Transit

BicyclePedestrian

perpendicular to, and south of Yarmouth Rd. It serves mainly single
family homes as well as the Gray Library and an AVESTA housing project
at its end. The street splits into two dead-end branches and appears to
have interconnection opportunities with Beehive Dr. to the east, and/or
with Portland Rd. south of the Gray Plaza.
 Beehive Dr. is an ~300 ft. unimproved private drive which serves single
and multi-family residences; opportunities for extension and
interconnection with Hancock St. to the west appear possible.
 Sunset St. is an ~.1 mi. “L” shaped dead-end road with an entrance on
the south side of Shaker Rd. The street serves a handful of single family
homes; opportunities for extension or interconnection may be possible.
There are no DOT designated High Crash Locations in the study area
There is no fixed route bus service in Gray Village. However, the town does
fall within the Regional Transportation Program’s (RTP) service area. RTP is
a demand-response service that provides low-cost transportation to the
elderly, social service agency clients, the economically disadvantaged, and
persons with disabilities throughout Cumberland County.
The Gray Community Endowment (GCE), whose mission is “to help make
Gray a healthy, vibrant, and sustainable community,” formed the Gray
Bike-Pedestrian Planning Committee in April 2012. The group has held
monthly meetings, completed walking tours of the village, assessed
roadway and sidewalk conditions, and conducted a resident survey to
gauge interest in expanding access for walking and biking in Gray. With
help from GPCOG, the group is currently drafting the Gray BicyclePedestrian Plan, which assesses existing conditions and makes
recommendations for improvements to the bicycle, pedestrian, and trail
networks in Gray.
Sidewalks currently exist in much of the village area, but the overall
condition of these sidewalks is inconsistent and there are missing sidewalk
segments and crosswalks in several key places.

Parking

There is no integrated bikeway network in Gray and paved shoulders vary
greatly in width and condition depending on location. High traffic volumes
and several large, multi-lane intersections in the village center likely deter
many would-be bikers.
On-street parallel parking is offered along a short section of Main St. in
front of Clark Block (6 spots). Aside from these spaces, property owners
provide their own off-street parking. While some businesses offer parking
to the side or rear of the building, many feature parking lots in front of the
building that cater to the automobile. Lack of space to accommodate
parking has been identified as a constraint in the Monument Square
Master Plan, and is most likely a concern in other areas of the village as
well.
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Sewer and
Water
Public Sewer
Public Water
Stormwater
System
Natural
Resource
Constraints
Wetlands

Slopes

Stormwater

Historical
Context

None
Yes
The area is served by a stormwater system. The condition of the system is
not known.

Wetlands are mainly absent from the study area. A portion of a larger
wetland exists to the east of Gray Plaza, and a few smaller wetlands are
present at the periphery of the study area; the village center itself is free of
wetlands.
Steep slopes are not present in or around the village center and most lands
in the study area have slopes of less than 10%. A narrow ridgeline does run
north/south through the study area to the east of the village; slopes in this
area vary between 15-25%.
The town has numerous stormwater management standards in its zoning
ordinance with stricter standards for the Wellhead Protection districts. It
should be assumed that management will require a combination of
vegetated surfaces for bio-retention, treatment chambers under parking
lots, and similar measures.
The following is excerpted from the Gray Village Master Plan:

“Since the early 1800’s, Gray Corner has served as an important crossroads
for commerce and civic life. Two hundred years ago, weary travelers might
find food and lodging on Main Street, while farmers could buy grain and
feed. On December 20, 1921, a fire gutted the fine homes and businesses
lining Main Street. Over time, the Village has yielded to a variety of
convenience retail stores and services that cater to the auto-oriented
consumer.”
2003 Gray
The Gray Comprehensive Plan was originally adopted in 1991. It was
Comprehensive updated and adopted by the Gray Town Council in August of 2003, but not
Plan
approved by the State Planning Office.
2006 Gray
In 2005, Gray was awarded a $10,000 Community Development Block
Village Master Grant (CDBG) to develop a downtown plan. In 2006, the town contracted
Plan
with GPCOG to develop the Gray Village Master Plan, and appointed a
Village Master Plan Advisory Committee. After nearly a year of gathering
and reviewing data, studying the area, and engaging residents in public
workshops and forums, the resulting plan identifies a detailed set of short,
medium, and long term strategies under the topic areas of Organization,
Promotion, Design, and Economic Restructuring. The following goals reflect
the guiding vision for the area:
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2011
Monument
Square Master
Plan

2012 Hancock
Triangle Block

Organization: Sustain leadership and momentum focused on public and
private investment.
 Promotion: Position Gray Village as an essential gateway to Western
Maine and the Sebago Lakes Region.
 Design: Reclaim the village as a lively hub for residents, visitors,
workers, and shoppers who can safely get around by foot, bicycle, and
vehicle.
 Economic: Re-establish Gray Village as the marketplace in the region
for commerce and creativity.
The focus of this study was to determine potential build out options for the
former post office and town hall parcels, and the disposition of Stimson
Hall, all owned by the town. The analysis concluded that lack of parking
was a major obstacle to the redevelopment of the properties. To improve
marketability of both the town-owned and adjacent privately owned
properties, the report recommended that the old post office and town hall
be demolished, and shared parking and septic systems be explored with
abutters.
The Hancock Block, also known as “The Triangle,” contains several parcels
just off the intersection of four state routes. It includes several wellmaintained homes, as well as a few properties in disrepair. The town
received a CDBG grant in 2012 to create a redevelopment plan for this
block.

GRAY DESIGN CHARGE
Gray Village
March 26, 2013
Objectives:
Explore opportunities for how the town may grow its village area in the next 25-35 years so that
the community may pursue an appropriate update to its comprehensive plan. Integrating the
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master plan work underway for Monument Square and the Hancock Triangle, consider how
where the town’s village area may be grow, taking advantage of:




The existence of public water service
Good Soils conducive to the creation of community septic systems
Desire for walking and biking opportunities especially around Hannaford/Route 26

And considering:




Lack of Public Sewer service
Inadequate parking
The need to divert truck traffic

In addition to these objectives, SSM wishes to get insights on the following:
 the potential for job and residential growth in this pilot center – can it be designed to
accept mixed growth?
 the kinds of activities, goods and services that residents and workers within this center
could access without having to leave the center or needing to travel in private vehicles
on major roads.
 the relationship of this center to other centers in the region and the choices of
transportation people would have to get from this center to other centers.
 whether this center can accommodate housing for residents of different incomes.

Design Challenges:
Intensity/Density/Mix of Development: Substantial underutilized land area exists in this area.


Growth Targets1: Based on projections done in the late 2000’s and adjusted after 2010
census results were made available, the town may to host 875 additional housing units
in the next 25-35 years along with nearly 257 jobs. If 50% of those units and 75% of
those jobs were captured within this village area, that would mean 438 housing units
and 193 jobs could be realized (an average of 15 units and 6 jobs per year over 30
years). Whether Gray is prepared to support a growth management program that
would capture at least 50% of the projected residential growth and 75% of the projected
job growth within this study area is one of the areas this workshop will explore; in the
end, it is Gray’s decision whether to establish any targets for this growth area.
 If 50% of projected units (438) were built on 68 (50%) of the available 135 acres, that
would yield a density of 6.4 units per acre assuming that community sewer could
serve these 68 acres.

11

Housing and Job growth projection estimates are based on analyses conducted for Gorham East-West Study,
which did not incorporate 2010 Census. Updated projections by Charles Colgan are expected soon.
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If 75% of projected (or 193) jobs were created in this area, as much as 96,500 s.f. of
new commercial could be realized at 500 s.f. per employee2. (By way of comparison,
if the 3 buildings currently being conceptualized for the Hancock Block were built,
they would generate nearly 13,000 s.f. of commercial space, which could generate in
the range of 26 jobs.)

Land use mix: Strive for a mix that can share traffic, customers, and parking; and that will allow
customers and residents to meet a reasonable number of needs within walking distance of
homes and job locations. The mix can build on the substantial array of convenience goods and
services (food, hardware, drug stores, banking and other personal services, etc.) already in the
Gray shopping areas. In Table 1, note the synergies between activities as rated by Urban Land
Institute:

Circulation/Safety/Parking:
Improve vehicular, including parking, and pedestrian connections within the pilot area.
Consider whether and how at least one additional east-west and/or one additional north-south
connection can be made through the pilot area. For example, is there a way to extend a)
Pennell Lane to Yarmouth Road or b) Hancock Street to Portland Road or c) Leavitt Road to
Lewiston Road at/near Presidential Drive?
Consider alternatives, such as but not limited to the addition of transit service, bicycling and
walking, which may make it easier for current and future residents and workers obtain goods
and services.
When evaluating mix and intensity of possible future uses, assure for adequate parking.
Aesthetic:
2

500 s.f. per employee is adapted from information provided at this site:
http://www.eia.gov/emeu/consumptionbriefs/cbecs/pbawebsite/retailserv/retserv_howmanyempl.htm
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Building design/height, parking lot layout and landscaping as well as street-scaping and
pedestrian amenities are important to the success of this important area of Gray.
Parks, Trails, Recreation and Open Space:
Look for opportunities to interconnect existing and potential spaces with one another and with
residential and commercial activity centers in the Village area.

GRAY VILLAGE PILOT CENTER

LESSONS LEARNED
Realities and Assets in a Village Downtown Environment:
1. An established village downtown under pressure of rising through-traffic and adjacent strip
development faces development challenges:
28

 Constraints of existing development: Much of the parcels in downtowns have already
been developed, particularly those with frontage on the primary roads through town.
This limits access to interior parcels and creates a barrier to unifying the visual identity
of the downtown.
 Lack of interconnections: The lack of a street grid in traditional downtowns restricts
traffic to major intersections, makes it hard to get from one part of the downtown to
another, and limits the available frontage for new development.
 Lack of infrastructure to support additional development: Many village downtowns are
already built up to the extent their services can support. In order to add new
development the limitations of existing streets, parking facilities, and waste
management must be addressed.
 Through-traffic and truck traffic makes the downtown noisy and unsafe for pedestrians
and bicyclists.
 Downtown businesses are at risk of relocating to the more visible strip development
outside the downtown.
2. But established village downtowns also have assets that present opportunities for
profitable development and redevelopment:


Historic concentration of services: Village downtowns are the historic focus of a town
and as such they contain a number of civic and commercial services that already draw
in a strong customer base to support existing and potential future businesses.



Walkable scale: While the infrastructure may be limited or not exist for a pedestrian
friendly environment, village downtowns are laid out compactly and can easily be
turned into walkable places.



Potential for infill: Many parcels in a village downtown are not developed to their full
potential and parcels with insufficient street frontage are vacant. This provides
opportunities for new development within the core of the downtown area.



The existing brand identity and strong architectural features typically found in a
village downtown give it a strong base on which to build and attract newcomers, both
commercial and residential.

Place in Hierarchy of Centers: Growth Potential
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3. Thinking about the growth potential of an existing district requires understanding its place
in the hierarchy of centers: does it have the draw (from largest market area to smallest) of
a regional, community, neighborhood, or convenience center? Gray Village is a downtown
center. It already provides a number of day-to-day goods and services and draws on both
residents from the immediate areas as well as those that live in the surrounding areas. A
successful supermarket located only a mile or so away up Rte. 26 means that the downtown
is unlikely to grow into a neighborhood center, but expanding the residential base and
adding commercial uses that focus not just on goods and services but activities and
entertainment can make the village a destination.

Capacity for Growth
4. Gray Village is representative of a village downtown. This type of location has significant
ability to absorb growth. A review of development potential suggests that Gray Village has
the capacity to absorb 50-70% of Standish’s projected residential housing growth over the
next 25-35 years or some 1164 – 1629 units. In addition it is projected that the area could
absorb 75-95% of job growth projections for Gray or between 900-1135 jobs. Depending on
the mix of retail, food service, and office space, this could translate to between 450,000 s.f.
and 567,500 s.f. of commercial space.
5. Growing the residential base, preferably within a 0.25- to 0.5-mile band of the business
district, is essential to growth as a more successful village downtown. A built-in residential
population – especially where competing centers are located within 3-to-5 miles – is the
surest path toward success as a center with a more complete array of neighborhoodoriented goods, services and activities.
6. The capacity for growth of a location such as Gray Village depends partly on the amount of
buildable, vacant and underutilized land in the area. Village downtowns commonly have
many undeveloped and underdeveloped parcels. The Gray Village pilot suggests:
a) Redeveloping underutilized parcels in the heart of downtown can accommodate large
amounts of commercial development; provided that the parking and pedestrian
infrastructure is created to support it.
b) As one moves out from the downtown larger and larger undeveloped and
underutilized parcels become available that can support a continuum of residential
growth. Moderate sized parcels close to the downtown can be developed with
smaller, closer together units for downsizing seniors or young people without children.
Larger parcels farther from the center can be developed with less dense, larger units
that would better accommodate families. Linking these to the downtown with bike
and pedestrian connections will increase the success of commercial development.

Uses
30

8. A village downtown such as Gray Village that wants to increase its commercial presence can
take stock of its existing goods and services and target the gaps. Since the development on
adjacent Rte. 26 is not likely to be curtailed based on public sentiment and current zoning, the
downtown should carve out a separate and unique identity. A partial list of opportunities
includes:
 Smaller specialty food stores
 Coffee shops and a greater variety of eating places
 Banking services
 Senior housing, ranging from independent living to assisted living
 Housing as part of mixed-use design within the commercial district
 Entertainment uses, especially family-oriented uses
 Sporting uses, especially family-oriented
 Specialty retail appropriate for a location that is also at a visitors’ crossroad
 Additional medical, health-related, and other personal services
 Additions to the local professional office market
It is useful also to consider amenity gaps that need to be filled to meet the expectations of a
downtown village center, such as a park and/or other dedicated public green space, located
and designed to help build the neighborhood’s brand.

Where to Start
7. Improve the pedestrian experience and village feel
a) One of the first things a town can do to improve its village downtown is to add and
improve pedestrian infrastructure. Making the downtown a pleasant place to be will
help to attract both residents and businesses. Building sidewalks throughout the
downtown and creating safe crosswalks will encourage people to park once for
multiple destination trips. This can help to lower congestion in the downtown, provide
opportunities for businesses to add to their customer base and create a more social
experience for those using the downtown.
b) Improving the visual feel can make the downtown a destination location.
Encouraging good site and architectural design will allow the town to make its
downtown as vibrant and attractive as possible. This can be done through creating a
form based code or through a design review committee; either can address the
following points:
1.
2.

Buildings sited close to the road help create the feel of a built-up downtown
Buildings that are complementary to the existing architectural styles in the
downtown create a strong and positive brand identity
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3.

Reduced parking requirements can lower the amount of unattractive surface
lots and allow for increased commercial densities

8. Connectivity, Access Management, and Traffic Calming
a) Creating new road connections can help to alleviate traffic in village downtowns by
providing a variety of options for those trying to get to different parts of the
downtown. It can also help to relieve overburdened intersections. In the case of Gray,
a connection could be made between Center Road and Portland Road, removing
Center Road from a complicated and overburdened intersection in downtown.
b) Road improvements should carefully consider the population that they are being
designed to serve. While increasing the ease of access to a downtown is desirable it is
often less desirable to also make it easier for traffic to pass through town. Making
sure that traffic flow improvements make it easier to get around town rather than
through town is an important part of calming traffic and improving the village feel of
the area. This is particularly true in towns like Gray that may have trouble with toll
diversion traffic from I-95.
c) Filling in a street grid is a long term project. In order to smooth its progression, a town
can put together a plan for future connectivity that identifies key parcels that are
necessary for completing the street grid. This will all allow the town to create a plan
to acquire them when they become available through the market.
9. Providing aid for developers
a) Village downtowns are ripe for large-scale development projects that consolidate
properties and make the best use of internal areas currently not well served by the
road network, as well as projects that create intensive infill development on smaller
parcels. In order to attract developers to these projects, the town must take an active
role by providing or assisting in the construction of certain assets. In Gray, two
primary assets were identified
1.

2.

Parking: In order to achieve the density and the village feel that is desired in
downtowns, parking lots must be removed from in front of the buildings and
people must be encouraged to park once for all their downtown trips. One
way to do this is to construct a shared parking facility. Having this already in
place or planned for certain location pending future development would
remove one issue that developers might face in the development process and
thus remove one of the barriers to development in a town.
Sewage Disposal: Many Maine village downtowns do not have public sewer
and creating such an amenity is very expensive and often politically
challenging. However in order to create an economically successful mixed-use
downtown, it is a necessity. One way to solve this issue is shared or community
septic systems. If the town can commit to assisting developers in creating such
an amenity with public funds or by providing suitable land, it can reduce a
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significant barrier to development and make it clear that the town is actively
supporting growth and economic development. Creating such a public system
can be particularly useful in attracting smaller infill projects that could never
afford to create such infrastructure on their own.
10. Provide a variety of housing types
 There must be residential development in and around a downtown in order to
support a vibrant and robust commercial base. This residential population translates
to a reliable customer base for local shops and restaurants.


Many towns also have unmet demand for smaller housing units close to the
downtown. In order for a town to attract and retain those portions of the population
that are not families, it must provide smaller housing for seniors who wish to downsize
or for young people who do not yet have families. Seniors often wish to stay in the
town where they have spent their lives and providing smaller housing, near to the
downtown will allow them to “age in place.”

Graphics
Due to their size the graphics produced from this effort are not included in this report. Gray’s
final graphics can be found on the Sustain Southern Maine website at:
http://sustainsouthernmaine.org/pilot-communities/gray-gray-village/

Appendix B: Kennebunk

FACT SHEET
WEST KENNBUNK VILLAGE PILOT – SUSTAIN SOUTHERN MAINE
Location

Parcels that are the focus of this pilot are within the West Kennebunk
Village Residential zoning district along Thompson Road north of the
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Existing Type of
Center

Acreage
Demographics
Population &
Households
Kennebunk (Town)

West Kennebunk
(CT 280.01)
Land Use
West Kennebunk


Residential



Commercial



Institutional



Agricultural

 Conservation
Focal Properties
 Howard Parcels



Mullen Parcel

Middle School; and extending into the Rural Conservation zoning
district back to the CMP power line ROW.
West Kennebunk is a growing residential area with a small commercial
core along the Alfred Road, a small market at the intersection of Alfred
Rd and Alewive Rd, and an industrial park off Alewive Rd at the
Turnpike interchange.
Focus Parcels within WKVR District - 149.3 ac
Focus Parcel in RC District – 152.33 ac

Year-Round Population – 10,798
Year-Round Households – 4,449
Dwellings
-- 5,906
Year-Round Population – 3,386
Year-Round Households – 1,212
Dwellings
-- 1,284
BRIEF DESCRIPTION OF LAND USE MIX IN WEST KENNEBUNK VILLAGE
AND SURROUNDING RC DISTRICT
Most of the houses in the Village area are on small lots, under 1 acre in
size. As you move away from the village, houses are on larger lots.
There are limited commercial uses in the village area. A small Post
Office, new restaurant, Coffee shop, lunch truck and some light
industrial uses.
Kennebunk Elementary School, the Middle School of the Kennebunks,
the West Kennebunk Fire Station, the Dorothy Stevens Community
Center are all within walking distance of the focus area and have all
been built within the last 10-15 years.
Some small family farms operate in the area. No farm stands are
present, though some folks sell eggs at the end of their driveways. Most
sell to local restaurants and farmer’s markets. No large-scale
commercial operations are present.

Lot 024-001: 152 acres, Rural Conservation (RC) Zoning District. Current
use is agriculture, No road frontage. Access is only by tractor path over
Lot 029-001. Has a right of way over Truman’s Field Rd but is releasing
that right.
Lot 029-001: 40 acres, WKVR Zoning District, Current use is agriculture
(though contains an abandoned residential unit), 965’ of frontage on
Thompson Rd.
Lot 024-002: 50 acres, WKVR Zoning District, Current use is Agriculture
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Other Parcels
(owned by
Howard
Relatives)

and animal husbandry; 50’ of frontage on Thompson Rd.
Lot 021-011-02: this is a 40 acre section of a larger lot (it has not
formally been divided). WKVR Zoning District; Current use is a hay field
with no structures on it. 1,040’ of frontage on Thompson road.
Lot 029-021: 4.5 acres. WKVR Zoning District; Current use is a
residential lot, serving 1 home. 225’ of frontage on Thompson Rd.
Lot 029-002: 4 acres. WKVR Zoning District; Current use is a residential
lot serving 1 home. 251’ of frontage on Thompson Rd.

Transportation
Streets

Traffic volumes
(AADT)

Transit
Bike/Ped

Alfred Road and Alewive Road (Rt. 35) are the principal roads; they are
connected by Thompson Rd and Warrens Way. Mill Street connects
Alfred Rd to Cat Mousam Rd on the opposite side of the Mousam River.
Otherwise the street system is poorly connected. Most residential
streets are dead end and/or private ways. The only interconnected
neighborhood residential streets are Patterson Drive and Channel Cove
Dr, near the intersection of Alfred/Mill/Thompson.
The results of a traffic study conducted In 2011 on the intersection on
Alfred/Mill/Thompson show that during the AM peak hour, the overall
intersection currently operates at capacity, Level of Service “E”, with
the eastbound Alfred Rd approach failing . The intersection operates
just over capacity, at an overall Level of Service “F”, during the PM peak
hour, with the opposite Westbound Alfred Rd approach failing.
Alfred Road – NW/O Mill St = 4910 AADT (2010)
Thompson Road – UNAVAILABLE
Alewive Road - SW/O Downing Rd = 3810 AADT (2010)
Alewive Road - N/O Warrens WY = 3180 AADT (2010)
NONE
There are pedestrian sidewalks on: Alfred Rd from the intersection of
Alewive Rd to Mill St/Thompson Rd; the entire length of Thompson Rd
(south side); and on Alewive Rd from Thompson Rd to the Kennebunk
Elementary School.
Biking facilities: there is a painted bike lane through West Kennebunk
Village on Alfred Rd from Alewive Rd to Thompson Rd. The Eastern
Trail, a multi-use (walking/biking) recreation trail which is part of the
EAST COAST GREENWAY, runs through this area of town mostly along
the old railway line. This trail currently has both on road and off road
segments and runs from South Berwick to Portland. The newest offroad section of this trail runs from the Kennebunk Elementary School
over the Maine Turnpike on through Arundel and ending in Biddeford at
the Southern Maine Medical Center. Future improvements to the trail
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will link this section through the West Kennebunk Village, south to
Wells and beyond.
Utilities
Public Sewer

Public Water
Electricity

Natural Resource
Constraints
Streams

Wetlands, slopes,
etc.

Other
Zoning
Comprehensive
Plan’s treatment of
W. Kennebunk

Zoning:
RC
WKVR

Extends only for service to the two schools and fire station from the
Industrial District. Sewer District charter would need to be amended to
extend service elsewhere in West Kennebunk, which would require
legislative and town approval. Sewer service expansion was strongly
opposed by folks in West Kennebunk when the schools were being built
10-15 years ago. Residents of the area seem to be more receptive to
the need for expansion of service, at least as far as the West Kennebunk
Business District. Of greatest concern however, is the lack of capacity
for the Sewer District to remain within their discharge permits.
There is ample water service for this area.
The Kennebunk Light & Power District is a community owned utility that
serves the entire study area. Rates are lower than CMP and by every
measure, service and reliability are superior to CMP.

Many small, intermittent and perennial streams are located on the
study area. These streams generally flow northeasterly to feed Ward
Brook, a tributary to the Kennebunk River.
Wetlands are the largest physical restraint from developing this area.
The NWI wetlands map considerably underestimates the amount of
wetlands in the area. There is a significant complex of wetlands on the
Howard Parcel (024-01) located in the RC zoning district.

The designated growth area in West Kennebunk was recently expanded
(2012). A portion of the study area was included in the expansion.
Kennebunk’s Comprehensive Plan states the following goals under Land
Use Patterns:
 To encourage a pattern of land use that reflects the character of
Kennebunk’s villages and it’s rural areas
 To promote a pattern of land use that can be served efficiently and
that does not impose an undue burden on the Town’s financial
resources
 To encourage a land use pattern which strikes an appropriate
balance between the need to accommodate residential and
commercial growth and the need to protect natural resources and
open spaces
Space and Bulk Standards
Zoning District

RC

WKVR
Sewer

No Sewer
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Minimum net lot area
3 acres
Residential
Non-Residential
Minimum net lot area per 3 acres
dwelling unit
Single Family Dwelling
Two-Family Dwelling
Multi-family Dwelling
Multi-family Lots
Elderly Congregate
Housing
Minimum lot width
200 feet
Residential

10,000 Sq Ft
10,000 Sq Ft

20,000 Sq ft
20,000 Sq ft

10,000 Sq Ft
10,000 Sq Ft
10,000 Sq Ft
10,000 Sq Ft
2,000 Sq Ft

20,000 Sq ft
15,000 Sq Ft
Not Permitted
Not Permitted
Not Permitted

50 ft; provided
avg 75'-90' for
all lots in subdiv.

75 ft; provided
avg 100'-125'
for all lots in
subdiv.
75
100
75
100

Other Lots
Non Residential
Minimum setbacks
Front yard 35 feet
Side yards 20 feet

Rear yard 50 feet
Shoreland area
Maximum height
Maximum lot coverage

Open Space
Subdivision
Standards

20

20

10 feet,
10 feet,
provided the
provided the
sum of both side sum of both side
yards is at least
yards is at least
30 feet
30 feet
15
15
Per Article 8, Section 16

35 feet
35 feet
15%

35 feet
25%

25%

1) At least 25% of the gross land area shall be permanently
dedicated as open space
2) Net residential density shall not exceed the density that would
be permitted if the development conformed to the conventional
zoning district requirements.
3) Lot size maybe reduced by up to 60%; lots not on sewer shall
contain at least 20,000 ft2.
4) Each lot shall have frontage at least 25% of underlying standard.
5) Setbacks may be reduced by 50%
6) Perimeter buffer strip of 50’ side & rear and 75’ front buffer
7) Shoreland Area frontage or setbacks from waterbodies cannot
37

be reduced
Density Bonus Provisions (not to exceed 60% total bonus):
10% bonus for 500’ visual corridor preservation of Town Character
Priority Areas per Town Open Space Plan
15% bonus for implementing recommendations in Environmental
and/or Recreation Priority Areas of the Open Space Plan
25% bonus for projects in designated Growth Areas
20% bonus if all housing units are affordable or 10% bonus if at least
10% of units are affordable
20% bonus for Energy Efficient Design
10% bonus for interconnectivity of streets both within site and abutting
streets

DESIGN CHARGE
WEST KENNEBUNK PILOT WORKSHOP
JUNE 17, 2013
Objectives
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Create a template for residential development that will contribute to the village character of West
Kennebunk, with or without public sewerage.
Provide ideas for how the village and adjacent agricultural lands can not only co-exist, but add value to
each other.
Design Challenges and Opportunities
Development Supported Agriculture: Development supported agriculture is an interesting sector of the
real estate market that taps into a segment of home buyers who want to be connected to farming,
either themselves or through the community. It combines limited or clustered residential development
with continued use of a portion of the lands for farming – whether by the residents themselves on their
own lots or on common lands, or by a lease or another arrangement with a farmer, or by a combination
of the two. (An example is a development called Harvest in Chatham County, NC, a limited residential
subdivision on 213 acres with both common and private farming areas protected by easements.) Is
Development Supported Agriculture an approach that might be suitable for this section of West
Kennebunk? What design approach would enable it?
Public sewer vs. community subsurface wastewater disposal: It is unclear whether, and on what
schedule, public sewer lines may be extended to
West Kennebunk beyond the schools in the village.
Public sewers provide greater flexibility for villagefriendly design than lots using individual septic
systems. A key charge to the workshop is to create
a template that assumes the extension of public
sewer lines in the reasonably near future.
Alternatively, community subsurface wastewater
disposal systems that are engineered to serve
multiple lots can enable flexible, compact
subdivision design. These systems work best if
professionally managed – for example, under
contract with the local sewer district or through a
community sanitary district established for this
purpose (as allowed by state law – see Title 38, Ch.
11-A, Community Sanitary Districts). Part of the
charge to the workshop is to consider a design using community subsurface wastewater disposal in case
public sewer lines do not become available.



Under this alternative, individual lots may be less than 20,000 sq. ft., but overall density cannot
exceed one dwelling unit per 20,000 sq. ft. of land area
Assuming that the soils in this area may require medium-large leach field to protect
groundwater, it should be assumed that 9,000 sq. ft. of disposal fields will be needed for every
10 dwelling units (based on 3-bedroom homes), plus a reserve area of equal size.
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Circulation: Road frontage, especially related to the large agricultural parcel in the adjacent
Rural Conservation district, is limited. Therefore, connections between parcels with common
points of access to Thompson Road are a crucial element of the design.


Develop ideas for shared access between residential uses on parcels that are in the
West Kennebunk Village Residential District and agricultural or other resourceproduction uses in the adjacent Rural Conservation District.



Avoid dead end residential streets to the extent possible. Provide connections for both
vehicles and pedestrians throughout the pilot area.



Consider future connections to other parcels in the general area as well.

Village design: Village residential design includes elements not often incorporated into typical
residential subdivisions. These elements should be considered for this pilot design, including:







Identification of open space to be preserved, whether for farming, amenities, or
because of environmental limitations
Identification of pocket open spaces or greens that can serve as focal points for the
residences
Placing homes so that they have visual or physical connection to the focal point
Streets and pedestrian ways that connect homes to each other and to focal open spaces
or greens, with the ability to walk from one section of the development to another
without needed to go out onto the main road (e.g., Thompson Rd.)
o This kind of interconnection suggests blocks that are not too long
o A street design that creates an “outdoor room” with opportunities for casual
interactions among neighbors
Access to surrounding, larger open spaces

Mix of uses: It is assumed that there will be a mix of residential and rural (farming or other
resource-production) uses, but not commercial uses in this location. It’s intended that the type
of growth in this pilot area will support commercial growth in the nearby West Kennebunk
Village district, with both easy auto and pedestrian access to the commercial area. However,
the mix of uses within the pilot area might also include home occupations, activity related to
agriculture, a community center, nature education opportunities, and residential options such
as accessory apartments.

WEST KENNEBUNK – SUSTAIN SOUTHERN MAINE

LESSONS LEARNED
Realities and Assets in a Suburbanizing Hamlet or Village
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1. A hamlet3 that has evolved (and is still evolving) into a larger community faces constraints to
development:


The overarching constraint is that, without an overall street and utilities plan, the
incremental conversion of farms and other open lands to residential subdivisions will
cut off opportunities for efficient village design. This means the likelihood of a hamlet
evolving into a spread-out, suburban bedroom neighborhood rather than a traditional
village is high.
o Private, dead-end subdivision roads block street connections and connected,
walkable development
o Infrastructure, such as sewer or water lines, is introduced after-the-fact, once
low-density conversion of open lands has already occurred, rather than beforethe-fact, when it could have been installed more economically and helped shape
village design.



Lot-by-lot development and dead-end subdivision development along or just off major
public roads tend to landlock – or greatly limit access to – back lands that continue to
have potential for farming, woodlots, energy production, and other productive rural
uses. Because these uses may produce noise, odors, and visual impacts, and/or because
related truck traffic must share residential roads, it may be difficult to establish or
expand these rural uses if back lands are effectively locked up.



The mix of goods and services that might be at the heart of a village is more difficult to
achieve when the street system connecting residents to the core area is limited and
when low-density development reduces the concentrated local spending power needed
to support a basic array of village-type businesses (food store, hardware, banking,
personal services, etc.).

2. But a hamlet that is evolving into a larger community has assets that present opportunities
for village-type growth:


An identity of its own, which is a marketing advantage for attracting households in
search of a village lifestyle.

3

A“hamlet” is a rural or semi-rural settlement that is smaller than a village but has many of the same elements as
a village at a smaller scale: a commercial core with basic goods and services, surrounded by homes typically within
walking distance of the core, and, farther from the core, farms and other rural uses that are also served by the
core. A village is larger, has a greater mix of commercial, residential and civic uses, has a more complete system of
interconnected streets than a hamlet, and often still has surrounding rural uses. Both hamlets and villages have
“edges” that separate them from other settlements and give them their own identities.
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Services and amenities that appeal to a residential market. In the case of West
Kennebunk, these include schools, fire station, community building, sidewalks,
recreational paths, proximity to the transportation system, an adjacent business park
with job opportunities, and a few core businesses and institutions.



Institutions, such as a post office, school, café, grange, church or community hall, that
serve as gathering places and informal centers where neighbors catch up with each
other while going about their business. West Kennebunk has several of these kinds of
places.



A surrounding rural landscape for farming, recreation, and other rural uses that may
not yet have been unduly compromised by the spread of large-lot residential
development. In the case of West Kennebunk, longstanding rural conservation zoning,
protected wetlands and rural land acquisitions have helped to keep the surrounding
rural landscape intact.



Land still available for development and integration into a village setting.

Place in the Hierarchy of Centers
3. A hamlet or small village typically has a resident population that can support a
convenience center: a district with a small food or convenience store and a few other stores
and personal services that residents need on a routine basis and want nearby. A mature village
with a somewhat larger population in its tributary area may evolve into a full-fledged
neighborhood center, with a larger food store, drug store, hardware store, branch bank and
other personal services.
Understanding both the potential and the local desire for growth helps the community and
businesses plan for the village’s place in the hierarchy of centers. In the case of West
Kennebunk, its size (about 1,200 households and 3,000 people) and mix of goods and services
make it a convenience center, but there appears to be a desire for an enhanced mix of local
businesses. This will require residential growth within and tributary to the village.

Capacity for Growth
4. A village’s capacity for growth – both how much and in what pattern – depends heavily on
available utilities.


In West Kennebunk public water supply is available but public sewerage is limited to the
business park and schools. Extending public sewer lines throughout the areas would
increase the options for village design and for increasing the number of homes within
walking distance of schools and the village commercial district.
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In the absence of public sewer lines that connect to Kennebunk’s wastewater treatment
facility, a good option in a hamlet or village environment is community subsurface
wastewater disposal systems. Rather than routing wastewater to the town’s treatment
plant, it would be routed to engineered subsurface systems. State statute explicitly
allows such systems to be built and managed either by a community sanitary district
serving growth areas like West Kennebunk or by contract with the existing sanitary
district.



With either public sewer lines or community subsurface systems, the needed amount
of land per home decreases significantly, allowing for flexible and efficient village
design.

5. Equally important to a village’s capacity for growth is the layout of its local street system.
West Kennebunk’s local street system is so far minimally interconnected – limited to
intersections of main roads and a couple of subdivisions with internally connected, public
streets. But there are still a number of sizeable parcels in the village area with frontage on
public roads that – as demonstrated in this pilot – can move toward improved connections if
and when they are planned for development.


In fact, a lesson learned in this pilot is the importance of envisioning a fairly complete
local street system in advance of development.4 Even a moderately interconnected
system of streets has several advantages: it frees up developable land within a growth
area, facilitates the looping of water lines for fire protection, improves circulation for
emergency vehicles and public works crews, and keeps open the possibility of new rural
uses of adjacent backlands that need options for the traffic they might generate.

6. Under-designed, privately owned, dead-end subdivision streets create both barriers to
logical village growth and tensions among property owners as to travel rights, maintenance
responsibilities and costs. In the West Kennebunk pilot, private ways are limiting factors to
development of adjacent parcels. See Figure 1.


There may be benefits to the Town, lot owners along private ways, and adjacent
property owners to discuss how, and on what terms, private ways might someday be
converted into improved public ways that can be connected.

Fig. 1. Compare the connected local public streets
in Kennebunk Village (right) to the lack of connections
in West Kennebunk (below). The study area is flanked
by private ways.
4

A common tool for envisioning a local street system in advance of development is a so-called “official plan,”
which can be part of a town’s Comprehensive Plan. It suggests locations of future streets and other public
services, such as routes of utility lines or public parks. The plan does not require a property owner to set aside
land for Private
these purposes,
ways but if the land is put up for development, the plan provides guidance to the developer and
Planning Board as to the location of the street(s) and how they can interconnect with adjacent properties.

Pilot Area
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Marrying Residential and Rural Uses
7. A village surrounded by rural lands creates a unique opportunity to integrate rural uses
within or adjacent to residential development – for amenities, for self-sufficiency, and for local
economy. Possibilities include agriculture (e.g. community-supported or developmentsupported models, family farms with niche markets, commercial agriculture), outdoor
recreation, or businesses built around eco-services.


The West Kennebunk pilot area is at the interface between an area zoned for
residential village uses and an area zoned for rural uses. The focus area consisted of
several parcels with about 300
Fig. 2. Zoning in West Kennebunk
acres – among them one that is
still a family farm with a small
dairy herd and another that is a
former family farm now for sale.
These provided us with the
opportunity to explore an
integrated approach to housing
and rural uses.

8. A prerequisite to being able to marry
residential and rural uses is a zoning
strategy that allows relatively compact,
village-scale development surrounded

Pilot Parcels
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by rural zoning that favors rural land uses. West Kennebunk has a zoning strategy such as this
in place, with a fairly compact village zoning district (WKVR on the adjacent excerpt of the
Town’s zoning map) bounded by a rural conservation zoning district (RC) that limits residential
use. Ideally, the rural lands “contain” the village development, with tax policies that help rural
land uses remain viable and discourage conversion to residential use.
9. A few basic approaches to residential subdivision design that can integrate incomeproducing rural – and in particular farming – uses are:


The clustering of residential lots on a minority part of the area, with easements on the
larger portion so that it can be leased for agriculture (or woodlots, commercial
recreation, etc). House lot owners can buy into shares (as in community-supported
agriculture) or the lot owners’ association can simply receive lease income from the land
as well as have it available as an amenity.



The creation of house lots large enough (e.g., 10 acres) to support homestead farming,
orchards, greenhouses or similar activities by the owners, with easements on the larger
portions of each lot to assure long-term availability. This may appeal to a market niche.
The open lands on the lots are designed to be contiguous so that they can also be jointly
leased to a commercial farmer. (This “development-supported agriculture” model is
used by a planned community in North Carolina called Harvest; see
http://wieler.com/communities/harvest/dsa/



A combination of these approaches.

In the West Kennebunk template, the design provides for integration of different scales of rural
uses within and adjacent to future residential development.
10. While certain rural and residential uses are entirely compatible, some may not be. In that
case, provision must be made to separate traffic and equipment serving the rural use on
adjacent or back parcels from residential streets. As mentioned, this is facilitated where there
is at least a moderately connected local street system, so that back lands have multiple options
for access to major public roads.

Village Residential Design
11. In designing for village residential development (or integrated residential development and
rural uses), it is useful to start by considering three scales to see how the development at hand
fits into the whole:


Look at the larger area beyond the village in which the parcels are located to understand
large-scale elements, such as location of major transportation routes, major surrounding
land uses, watersheds, and so forth.
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Look at the village area for finer context, including the locations of local businesses,
public buildings such as schools and fire houses, the local transportation network
including streets and sidewalks, utility routes, and amenities that may be available to
the development.
Finally, look at the immediate neighborhood – an area within several hundred feet of
the parcel(s) to be designed – to understand how the parcels should relate to their
surroundings (for street connections, open spaces, drainage, recreational paths, etc.)

12. “Village” implies connections. With an understanding of the context of the parcels, the
template produced in this pilot started not with the layout of house lots but rather with:


The types of open spaces desired – whether large spaces for rural use or smaller
internal open spaces for amenities, wetland avoidance, or recreational paths – and how
they should be located and connected to create an open space system;

 We then looked at the general locations of house lots with respect to those open
spaces and areas suitable for the style, lots sizes, and markets being targeted;
o This is the critical point for integrating future residential development with rural
uses within and adjacent to the development
o The general locations and layouts depend on whether public sewer lines are
available, or the development will use community subsurface wastewater
systems, or, if necessary (but only selectively), individual septic systems;
 Then we looked at a street layout to serve the house lots and to connect them
internally to the main public road(s) and to other secondary street(s);
o As noted earlier, if a large rural parcel – which, in the West Kennebunk pilot is in
the adjacent Rural Conservation District – is to be considered for commercialscale rural use, the street system should try to separate its traffic from
residential if possible.
 And finally, we moved to a more detailed layout of the lots themselves.
13. By considering the larger village and neighborhood scales, the developer and Town may
conclude that the development and community would benefit by creating a “gateway” effect
that announces entry into the neighborhood and/or development.


In the West Kennebunk pilot, such a gateway effect (from the north along Thompson
Road) was thought to enhance both the village and the model development. It is
achieved with a simple landscaped median near the north end of Thompson Road –
which also serves to “calm” traffic as it approached the middle school on Thompson
Road.
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Speaking to the Needs of Existing Residents
17. Existing residents of a growing hamlet or village are likely to be leery of additional growth
and density. They may interpret proposals for denser development served by public sewers or
community systems as inevitably leading to more traffic and loss of open space and privacy. In
West Kennebunk’s case, the extensive comprehensive planning and zoning processes laid the
foundation for considering how to move from the conventional, large-lot cul de sac subdivision
to a different, village-compatible model of residential development.
18. The workshop’s participants thought that if the model of development, located at the
interface between village and rural, could demonstrate how rural and open space uses can be
integrated – and how localized density can help achieve this goal – some of the worries might
be allayed.
19. At the same time, the benefits of village-scale growth need to be part of a continuous
conversation. Village-scale growth can foster neighborhood business, enable economical
extension of utilities, create opportunities for housing affordable to the local workforce, and act
as a mechanism to direct growth where services are available, i.e.,within walking distance of
schools, while simultaneously preserving adjacent rural districts. Implementing a model of how
this can work, such as in the area examined in this pilot, can be tangible evidence of these
benefits.
Graphics
Due to their size the graphics produced from this effort are not included in this report.
Kennebunk’s final graphics can be found on the Sustain Southern Maine website at:
http://sustainsouthernmaine.org/pilot-communities/kennebunk-west-kennebunk/

Appendix C: Kittery

FACT SHEET
KITTERY - SUSTAIN SOUTHERN MAINE
Location

Existing Type of

The HUD pilot project includes the areas of Kittery known as
Gourmet Alley, the Foreside area, and Badgers Island. The area is
roughly bordered by the Route 1 Bypass to the West, Badgers Island
to the South, Wentworth Street to the East, and Village Green Drive
along Route 1 to the North.
Urban Downtown
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Center
Acreage
Demographics
Demographics - all
data
from 2010 Census and
ESRI Community
Analyst

275 acres
Population of HUD area = 1,176
Median age = 41.3
Ave Household Size = 1.86 Owner Occupied = 53.4% Renter
Occupied = 46.6%
Median Household Income = $54,100
Median Home Value = $242,149
Business Profile:
Total Businesses = 121
Total Employees = 1,103
Employee/Population Ratio = 0.96
Major sectors:
Retail Trade 20.1%
Accommodation & Food Services 17.0%

Probable Primary
Trade Area
Properties Profile
No. Parcels
 In Residential Use
 Number of
residential units
 Residential unit
capacity
 In non resid or
mixed use, incl
parking lots
 Vacant/open
space
Total Land Area in
Parcels
 In Residential
Parcels
 In nonresid
parcels,
incl parking lots

Other Services 16.6%
Portsmouth/Newington, NH

527
421
352
1,038
106

10 vacant / 3 conservation
275 acres
129.7 acres
101.7 acres
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 In Vacant Parcels
Total Floor Area
MU-KF zones
BL zones
Land Use Mix
Residential
Commercial

Other
Zoning

12.94 acres
.35 (all land uses)
.13 (all land uses)
There exist many residential uses in the study area.
Array of commercial uses typical of a Neighborhood Commercial
Center: supermarket, hardware, drug stores, banks, auto supply
stores, personal services, restaurants (primarily fast food). Also
includes some specialty retail, such as a book/music store; medical
and other offices.
Schools, public institutions
The Kittery Center of Opportunity lies in parts of four different land
use zoning districts: Business Local One, Mixed Use/Kittery Foreside,
Mixed
Use/Badgers Island, Residential – Urban

Focal Properties
Kittery Water District

Transportation
Streets

The Kittery Water District owns a 7.34 acre parcel on the corner of
Route 1 and Walker Street, where there are currently offices and an
area where materials are stored.
U.S. Route 1 south of Government Street 4,260 AADT
Route 1 North of Walker St 9,500
Route 1 South of Walker St 7,660
Walker St east of Route 1 8,690
Walker St west of Route 1 5,610
Walker St west of Wentworth (103) 8,270
Wentworth St (103) southwest of Whipple Rd 5,110
Government St southeast of Hunter Ave 2,860
U.S. Route 1 south of Government Street 4,260 AADT
Route 1 North of Walker St 9,500

High Crash Locations
Public Transportation

There are no DOT designated High Crash Locations in the study area
York County Community Action Corporation (YCCAC) provides
demand-response transportation service to Kittery Monday through
Friday. More information can be found here:
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http://www.yccac.org/buses-and-vans/186.html
The Cooperative Alliance for Seacoast Transportation (COAST) has
two commuter routes that service the Naval Shipyard. The “Clipper
Connection” has three separate routes:
 Route 100 serves Somersworth, Berwick, South Berwick, Eliot
and then to the Shipyard in Kittery and Market Square in
Portsmouth
 Route 101 serves Dover and travels direct to the Shipyard.
 Route 103 serves Rochester and travels direct to the Pease
Tradeport and the Shipyard.
More detailed info is available here:
http://www.coastbus.org/clipper_connection.html


Rail

Bicycle-Pedestrian

Parking

Sewer and Water
Public Sewer
Public Water
Stormwater System
Natural Resource
Constraints
Wetlands
Slopes
Stormwater

Service to the Shipyard has also recently (12/12) been added
on the COAST Lafayette Trolley Route (Route 41), which also
serves Market Square, the Pease Tradeport, the Fox Run Mall
and several other locations in Portsmouth
There is a rail line which travels through the HUD project Area. PanAm railways owns the line, which is used sporadically to ship
materials to/from the Naval shipyard. The rail line connects to the
rest of the Pan Am system in Portsmouth at the Market Street
Marine Terminal. There have been discussions in the past about
utilizing the line for passenger service. However, the anticipated
replacement of the Sarah Mildred Long bridge and lack of available
funding for passenger service have been deterrents.
Sidewalks on the major streets. The new Memorial Bridge will have
better accommodations for bicyclists and pedestrians when the
project is completed in July of 2013. The Sarah Mildred Long Bridge
is scheduled for replacement also, and the new structure is expected
to accommodate bicyclists. East Coast Greenway/Eastern Trail
travels through project area.
There are no public parking lots in the project area, and no fees
associated with parking. Most businesses provide their own parking.
There is on-street parking along some roads in the area.
Yes
Yes
A combination of closed, separated systems and open drainage
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Other Background
Historical Context
Memorial Bridge

Sarah Mildred Long
Bridge
Naval Shipyard
Previous Water
District
Parcel Charette
Recent
Transportation
Projects

The bridge provides a vital link between the communities of Kittery
and Portsmouth, NH. It is currently being replaced, with a project
completion date of July 2013
Bridge is due to be replaced in 2018, on a new alignment just north
of its present location. Project will also include new traffic patterns
on the northern end of the bridge within the project area.
The Shipyard employs approximately 5,200 and is located near the
eastern border of the project area.
The Town organized a design Charette which focused on the current
Water District property near the corner of Route 1 and Walker
Street. See Power Point drawings
2012 – Safety improvements and new traffic signals at the
intersection of Route 1 and Walker Street
2008 – Route 1 full reconstruction, including the addition of a
sidewalk, from Love Lane to the Memorial Circle

DESIGN CHARGE
KITTERY FORESIDE / KITTERY CROSSING
February 11, 2013
Objectives:
Conduct peer review and develop related illustrations for re-envisioned use of 8 acre parcel at
the corner of State Road and Government/Walker Streets and 3-5 other vacant parcels in this
“center of opportunity”. Develop Street/sidewalk-scape concepts and explore feasible
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connections to better integrate State Road and these parcels with Foreside. Identify additional
infill possibilities in the Center outlined on the attached map.
In addition to these objectives, we wish to get insights on the following:





the potential for job and residential growth in this pilot center – can it be designed to
accept growth?
the kinds of activities, goods and services that people living and working within this
center could access without having to leave the center and without need to travel in
private vehicles on major roads.
the relationship of this center to other centers in the region and the choices of
transportation people would have to get from this center to other centers.
whether this center can accommodate housing for residents of different incomes.

Planning Challenges:
Intensity/Density/Mix of Development:
Develop concepts for creating/enhancing a “Neighborhood Center” in this Kittery Crossing area
within Kittery Foreside. The concept as currently outlined for the Water District parcel would
provide for 2 floors of non-residential activity, underground parking and 30-36 residential units.
Is this intensity, density, height and mix of uses sufficient to create a positive bottom line for a
developer? Would alternatives improve that bottom line? A proforma is now needed for the
water district lot; information gleaned from this workshop may provide some basis for the
proforma. This location could be expected to draw both from State Road traffic and the
adjacent neighborhoods including Kittery Foreside (historic downtown. Concepts should
explore whether redevelopment intensity could raise sufficient revenue to allow the Water
District to relocate without incurring cost (+/- $1.25M). If this is not possible, then what
mechanisms might be used by the Town/District to create enough incentive for redevelopment
to be viable? Could there be sufficient vitality in a new facility to incentivize some existing
tenants along State Road to relocate and if so, what kind of new opportunity for mixed use do
the resulting vacated buildings present?
For other vacant parcels, develop concepts for appropriate mixed use activity considering their
location, access, adjacent activities, physical/natural constraints etc.
Growth Targets5: As part of this exercise, determine whether it would be feasible to
accommodate, within the Center as a whole, at least 15% of Kittery’s projected residential
5

Housing and Job growth projection estimates are based on analyses conducted for Central York County Study
which incorporated 2010 Census. Updated projections by Charles Colgan are expected soon and are anticipated to
be fewer. Original housing projection reviewed and determined to be incorrect; new projection is for 200-210 units
town wide in next 25-35 years)
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growth over the next 25-35 years, or a total of 30-42 dwelling units. The housing should
accommodate a mix of incomes.
Determine whether it would be feasible to accommodate, within the pilot area as a whole, at
least 15% of Kittery’s projected job growth over the next 25-35 years, or a total of 175 – 200
jobs. Depending on the mix of retail, food service and office space, this may translate to
between 87,500 s.f. and 100,000 s.f. of commercial space.
Advise the team as to the levels of residential and job density that would be needed to
accommodate this growth. As noted in the Fact Sheet, the Center contains 275 acres, of which
some 13 acres are vacant (including 3 acres in Conservation) or possibly underutilized in
addition to the 8 acres in current use by the Water District.
Residential densities need not be artificially limited. The number and design of units should be
guided by companion elements of the plan, including the target of 30-42 households, parking
needs, and the provision of green space to manage storm water and provide an amenity for
residents. (For reference only, if 30-42 households occupied, say, 5 of the 18 available acres
(includes Water District lot) in the pilot area, the residential density would be roughly 6-8 units
per acre.)
Land use mix: Strive for a mix that can share traffic, customers, and parking; and that will allow
customers and residents to meet a reasonable number of needs within walking distance of
homes and job locations. The mix can build on the substantial array of convenience goods and
services (food, hardware, drug stores, banking and other personal services, etc.) already in the
Kittery Foreside and Kittery Crossing (gourmet food) shopping areas. In Table 1, note the
synergies between activities as rated by Urban Land Institute:

Circulation/Safety: To introduce concepts for good, safe vehicular (if appropriate/fasible)
pedestrian connections (along and across State Road, Walker Street and other local streets in
the Foreside /Foreside Crossing Planning area see maps).
Aesthetic: Building design/height, parking lot layout and landscaping as well as street- scaping
and pedestrian amenities are important to the success of this important piece of Kittery
downtown. The Water District site acts as the anchor to both historic Kittery Foreside’s
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Wallingford Square (old downtown) and Kittery Foreside’s Kittery Crossing (new
downtown/State Road). The Kittery Foreside area has retained a substantial amount of its
historic charm; any new aesthetic considerations should be consistent with and complementary
to that character.
Background: The Water District parcel has been the subject of some limited planning in recent
months. Some mixed use concepts have been developed involving some town officials, the
Water District and some members of Planning Committees appointed by the town. None of the
concepts have been fully vetted by the larger community.

KITTERY FORESIDE/KITTERY CROSSING – SUSTAIN SOUTHERN MAINE

LESSONS LEARNED
Realities and Assets in a Small Town Environment:
1. Low-density, emerging commercial strips along arterials that connect to nearby, historic
downtowns, face redevelopment challenges:
 Thriving businesses in fragmented and low-overhead buildings - The arterial is
developed in a traditional strip format with auto-oriented businesses operating from
separated properties. The older buildings in which these businesses are located were
originally chosen or constructed for their low overhead and may not be suitable for cost
effective upgrades. While a market focus has developed here (in this case, a variety of
food vendors), the buildings and layout do not lend themselves to redevelopment into a
compact nucleus. Sidewalks are narrow, aging and inconsistent. However, the
businesses are thriving in this auto-oriented setting and it will be necessary to find the
right balance between continuing support for local businesses while creating
opportunities for redevelopment.
54





A disconnection from the historic downtown - The arterial is not directly connected to
a downtown, which has amenities such as restaurants and shops that would with strong
bike and pedestrian connections, create more reasons for residents and visitors to
spend time in this neighborhood.
Bike/Ped Disconnections - The arterial road is a barrier to neighborhoods whose
residents might otherwise want to reach these businesses on foot or bicycle. The
arterial may also typically lack sidewalks and have few crossing points or connections,
making travel in these modes unattractive. For example, in Kittery Crossing, Route 1
divides the growing business center, with a sidewalk on one side but few
accommodations to cross the road.

2. But a district that includes both an historic town core and an adjacent arterial environment
has assets that present opportunities for profitable redevelopment:
 Existing businesses with loyal customer bases that actively draw people to the area.
 An adjacent arterial road that is less densely developed than the downtown with
current uses that underutilize the space they occupy. This provides opportunity for infill
development and for creating a new neighborhood center. In the case of Kittery this
includes a large parcel with high visibility at the “knuckle” between the strip and the
downtown neighborhood.
 Historic properties that are ripe for reuse; keeping the look and feel of the area while
providing new activity.
 A historic downtown and surrounding residential neighborhoods that are fairly dense,
have good street connections, are attractive where maintained, and in Kittery’s case
includes some park land. With advance planning of the adjacent area, it may be possible
to extend at least some of this pattern to the adjacent area.
 A large adjacent lot currently being used for a single purpose business (the Water
District Office and outdoor storage), which does not create synergies with existing
businesses or the community, provides an opportunity for redevelopment.
 The arterial road provides easy access to the area for consumers and employees coming
from farther afield.

Place in the Hierarchy of Centers
3. Thinking about the growth potential of an existing district requires understanding its place
in the hierarchy of centers: does it have the draw (from largest market area to smallest) of
a regional, community, neighborhood, or convenience center? The Kittery Crossing area
with its cluster of quality and specialty food establishments operates as a specialty
neighborhood center, as it is also a regional destination. The banks and new medical offices
in the area support this neighborhood center status. Kittery Foreside operates more as the
downtown that it is, with smaller businesses, attractive shops, and a number of restaurants.
While both areas draw their primary business from the surrounding suburban residential
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neighborhoods, they also draw business from those that live and work across the river in
Portsmouth and in surrounding Maine towns.
4. Once its place in the natural hierarchy of centers is identified, it is possible to look at the
ways in which a downtown and an adjacent arterial district can build off each other to fulfill
each’s potential. The historic downtown environment of Kittery Foreside has distinct
advantages in its appearance and scale; both of which are human oriented and widely
appreciated. Kittery Crossing’s close proximity to the downtown makes it ripe for mixed use
development, expanding on the neighborhood uses of the downtown, while using the
arterial flows to maintain a robust customer base and support more regional commercial
activity.

Capacity for Growth:
5. Kittery Crossing is representative of “downtown-adjacent” arterials, and these types of
locations have substantial capacity for growth. A review of development potential suggests
that Kittery Crossing has the capacity to absorb 15% of Kittery’s projected residential
housing growth over the next 25-35 years or some 180 – 210 units in a variety of forms. In
addition, 15% of job growth projections for Kittery could generate 175 – 200 jobs in this
area. Depending on the mix of retail, food service and office space, this could translate to
between 87,500 s.f. and 100,000 s.f. of commercial space.

6. The capacity for growth of a location such as Kittery Crossing depends partly on the amount
of buildable, vacant land in the area. Low-density, downtown-adjacent arterials often have
both vacant and underused land. In the case of Kittery Crossing, this capacity for growth is
available in the form of at least 20 acres of vacant or underutilized properties in the
immediate area. This is consistent with strip development where large parcels are left
undeveloped behind smaller ones that front on the primary road. The Kittery pilot suggests
that:




Vacant and underutilized parcels fronting on the primary road can be developed as
mixed use sites absorbing the projected office and retail space. These properties
may also be able to absorb some of the projected growth in residential units as
smaller apartments and condos.
Vacant properties near the arterial but off the primary road can be used for
residential development, absorbing a large portion of the projected units as single
family or duplex type houses. Higher densities could be pursued if the market and
politics allow.

Where to Start
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7. Seize opportunities for Mixed Use Development
 Mixed use development can open new opportunities for both property owner and
the community, enhancing existing mixed-use environments such as the downtown
and introducing it into areas that are natural extensions of the downtown. The
opportunity for profitable mixed-use development will be increased if ordinances:
1. Reevaluate parking requirements in the downtown portion of the center, if
public parking is otherwise available, and avoid allowing “dead” parking
areas in the adjacent arterial portion of the district that can be otherwise put
into productive use
2. Increase height restrictions to allow 3-4 stories in downtowns and adjacent
arterials. This height level should be sufficient to provide developers with
enough density to make development financially marketable.
3. Allow 8 -10 units per acre and a floor area ratio of .6 where utilities exist. This
density should be sufficient for developers make a project financially
marketable.
4. Maintain aesthetics valued by residents and enhance market values by
adopting development design standards that reflect the historic charm of the
downtown.
5. Make it possible for developers to create the kind of attractive mixed-use
areas that will attract buyers by allowing a mix of uses in one or more
buildings on a single site.
6. Encourage workers, families and retirees to live locally in an attractive
environment, encouraging the development of housing that meets the needs
of a variety of ages and incomes.
8. Capitalize on existing assets
 Historic downtowns such as Kittery’s have much to offer. Re-use of historic
buildings will retain the look and feel that has made these towns so identifiable and
generated such strong community interest in the neighborhood.
 Many towns have existing parks and community green spaces that are not being
used to their full potential, such as John Paul Jones Park in Kittery. These parks are
perceived to be of great value by residents. Parks that are well maintained and easy
to access can serve as focal points for new and revitalized centers, which will be
enhanced if towns encourage properties facing on the park to redevelop as mixed
use.
 Environmentally sensitive lands can be an asset as well as a constraint. In Kittery,
wetlands running parallel to State Road were identified by residents as both a buffer
area and a potential recreation area, and a possible site for a multi-use path moving
pedestrians off the busy arterial road. Using environmentally sensitive land in this
way is a challenge but if done carefully can be a major asset for a community.
 Access to any kind of water is a major asset in a community, creating a place to
gather, walk, or simply sit and look. Kittery’s access to the river is not easily viewed
or accessed, and residents were united in their desire for the town to acquire better
access, signpost it, creating another amenity for the study area.
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9. Create and improve interconnections
 Improved road connectivity among neighborhoods can enhance the sense of
belonging to a larger community, reduce congestion on busy arterials and create
new bike and pedestrian connections. In Kittery, connecting Lyndon Way to State
Road would provide another means of accessing the neighborhood and downtown.
 These interconnections are particularly important for bikes and pedestrians who are
looking for shorter distances to travel between destinations. In Kittery, a road
connection to the abutting neighborhood on the west side of the Water District
property may be possible if care is taken to avoid the wetland to the north. A multiuse path connection to the adjacent neighborhood would encourage biking and
walking, keeping more cars off the road and creating a healthy and enjoyable
environment.
 In addition to road connections, creating multi-use paths between neighborhoods
can provide a safe alternative to biking or walking on or near arterial roads.
10. Strengthen place identity
 Identifying primary travel corridors allows a community to prioritize first steps in
creating a unique town identity. In the case of Kittery, Walker and Government
Streets are the major routes for entry to the downtown district. Lighting,
landscaping and improved sidewalks will create a more pedestrian friendly
environment and also create a stronger and more consistent identity for the area.
 It is not always necessary for a town to do all the work in creating a sense of place.
Private property owners are often interested in getting involved to strengthen
property values and create a more enjoyable environment for their home or
business. Property owners along key corridors can be encouraged and if possible
assisted in improving the aesthetics of their properties. Design guidelines or
standards can also be considered if the community wants infill development or
façade improvement to complement the feel of the area.
11. Pursue Transit Opportunities
 Transit is widely considered desirable by Mainers, even while our primarily rural
environment does not readily support it. To make sure that opportunities are not
ruled out, a community may want to keep the door open for future transit. In
Kittery’s case, residents wanted to reserve a location for a small rail transit stop on
the Water District property in case the rail line, now solely serving the Portsmouth
Naval Shipyard, can be expanded to provide an opportunity for passenger rail.
 Likewise, if the rail use of this corridor is discontinued, the rail right of way offers a
great opportunity to provide an attractive, multi-use connection to the abutting
neighborhoods.
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Graphics
Due to their size the graphics produced from this effort are not included in this report. Kittery’s
final graphics can be found on the Sustain Southern Maine website at:
http://sustainsouthernmaine.org/pilot-communities/kittery-gourmet-alleyforeside/

Appendix D: Portland

FACT SHEET
INDIA STREET NEIGHBORHOOD PILOT – SUSTAIN SOUTHERN MAINE
Location

Existing Type of Center
Acreage
Demographics
Census geography

The India Street Neighborhood is bound by Franklin St., the north
side of Congress St., Mountfort/Hancock St., and
Commercial/Thames St. India Street itself runs through the center
of the neighborhood.
Neighborhood mixed use
57 acres
Part of CT 5, Part of Block Group 1, in 2010 had:
 Population – 418 (750 incl blocks bounded by Congress &
Cumberland, Franklin to Washington)
 Dwellings – 257 (367 incl blocks bounded by Congress &
Cumberland, Franklin to Washington)

Properties Profile
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No. parcels
 In residential use
 In non-res, mixed use
 Surface parking lots
 Vacant/open space
Total land area
Total land area in parcels
 In residential parcels
 In non-res parcels
 Surface Parking Lots
 In vacant parcels
India Street F.A.R.
Congress to Federal
Federal to Newbury
Newbury to Middle
Middle to Fore
Fore to Commercial
Land Use Mix
Commercial/ Nonresidential

Residential

Parking Lot

Other

209
82
77
28
Open Space = 1 Vacant = 21
2,485,706 sf (57.1 ac)
1,660,924 sf (38.1 ac)
523,339 sf (12.0 ac)
814,830 sf (18.7 ac)
205,790 sf (4.7 ac)
116,965 sf (2.7 ac)
MEAN = 1.15
MEDIAN = 1.08
MEAN = 0.92
MEDIAN = 0.90
MEAN = 0.80
MEDIAN = 0.94
MEAN = 0.34
MEDIAN = 0.00
MEAN = 0.87
MEDIAN = 0.00
(% of land in developed parcels)
49%
Retail and restaurant commercial uses are focused along Congress
and Middle Streets. Industrial uses such as Shipyard Brewery can
be directly adjacent residential use. The neighborhood is also home
to many religious buildings throughout. Two large hotels
31.5%
Primarily multi-family housing with strong concentration within
certain blocks. The new Bay House project will increase the
residential density of the neighborhood. Residential use not found
below Middle Street.
12%
There are many vacant lots adjacent to businesses that have been
turned into surface parking lots. In some cases, it is a necessary use
for a neighboring business and in other cases, it is accidental and
occasional use.
7.5%
The Eastern Cemetery comprises a large proportion of the land area
in the neighborhood and is the only true open space. There are a
number of small, vacant parcels mostly toward the waterfront.
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Focal Properties
Spine of India Street

Turner Barker Vacant
Lot, India and Fore
Hampton Inn Parking
Lot, India St. between
Middle and Fore.

Congress Street Plaza
(Rite-Aid)
Vacant/parking
Transportation
Streets

Street Interconnection

High Crash Locations
Transit

Bike/Ped

The 4 blocks of India St from Congress to Commercial are a defining
feature of the neighborhood. It was the subject of a height
evaluation study in 2012.
The River Walk development approved for this site but then
canceled was to include 125 luxury condominium units and 61,000
sq. ft. of retail and office space.
This portion of the former Jordan Meats facility was to be Phase II
of the development that built Hampton Inn in Phase I. Phase II was
to include 18 residential units, 9 retail units with 22,077 sq. ft., and
office space totaling 63,856 sq. ft. The property has been sold to
others and Planning Board approvals remain valid, but it is not
known whether the project will go forward.
Strip center with low FAR, expansive parking lot
Several lots that are vacant or used for parking deserve attention.
One set of lots is located at Hancock and Newbury.
India Street – Local
Fore Street – Local, AADT = 5,800 (2010)
Congress Street – Minor/Arterial
Commercial Street – Minor/Arterial, AADT = 10,000 (2011)
Middle Street – Local
Mountfort Street – Local, AADT = 1,400 (2007)
Franklin Street – Major/Collector, AADT = 5,200 (2011)
Link-to-node ratio = 1.48 (40 links, 27 nodes); fairly high
intersection density (25 in this 57-ac area). Both correlate with
walkability. Blocks are irregular in size but generally small with lowtraffic, local streets. The Eastern Cemetery block creates a visual
barrier from Federal Street and below due to the slope of the
terrain and size of the block. Limited connectivity with Franklin
Street and resulting limited connectivity with downtown.
None
METRO Bus Service
 Route 8 – Peninsula Loop coverage along India, Middle,
Commercial, and Congress Streets
 On Congress Street – Routes 1 Congress St, 6 Washington Ave, 7
Falmouth, and 8 Peninsula Loop
Revival of intercity passenger rail is a topic of discussion.
The neighborhood is “downtown adjacent.” Sidewalks on all
streets, however, often in poor condition – many brick sidewalks
are in need of repair and have been poorly patched. The pedestrian
experience especially on Franklin and Commercial is hostile with
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Parking



Ocean Gateway
Parking Garage



Hampton Inn Parking

Sewer and Water
Public Sewer

Public Water
Storm Water System
Natural Resource
Constraints
Wetlands, slopes, etc.
Storm water

Impervious Surfaces
Impervious Surfaces in
Parcels only
Sea Level

Other Background
Historical Context

Historic Landmarks

large intersections and car-oriented design. A high number of
surface parking lots creates an undesirable walking environment.
The streets are too narrow to allow for dedicated bike lanes.
There is an abundance of surface parking in this neighborhood
associated with local businesses. In some cases, vacant lots have
been turned into make-shift parking lots. The high amount of
surface parking is contributing to the high percentage of impervious
surfaces and the overall underdeveloped feel of the neighborhood.
Some uses, such as the religious buildings have high demand for
parking at occasional times such as events and services.
7-story parking garage with 719 parking spaces at the corner of
Middle and Hancock Streets. This parking garage was built to
service mixed –use Eastern Waterfront development, which was
approved but not constructed
Surface parking lot for the Hampton Inn and restaurant with public
parking. This site is slated to be developed in the future.
All sewers are combined system except for Hampshire Street
between Congress and Middle Streets. Combined sewer system is
quite old, dating back to the early 1900s.
Served by city water system. No known wells in use.
Storm water is currently part of the combined sewer system (except
for Hampshire Street).

No wetlands within the neighborhood. Topography slopes down to
waterfront.
A high percentage of the neighborhood is covered by impervious
surfaces. Subsurface infrastructure includes both combined sanitary
and separated stormwater sewers.
1,872,033 sf = 75.3% of total land area in the neighborhood
762,346 sf = 82.2% of total land area within parcels
The neighborhood borders Portland Harbor, and land use decisions
at the lower part of the neighborhood needs to consider the
potential for sea level rise and storm surge effects.
The India Street neighborhood is the first residential neighborhood
in Portland with India Street itself being the first street in the city. 9
parcels fall within the Historical District and there are 5 historic
landmarks within the neighborhood.
Abyssinian Meetinghouse, Cathedral of the Immaculate Conception,
Eastern Cemetery, North School, St. Paul’s Church and Rectory.
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Zoning

Height Evaluation Study

Franklin Street

Neighborhood is being inventoried for historic resources. The
upper part of India Street includes a cluster of historic structures.
The neighborhood includes multiple zoning districts that reflect
multiple eras of planning in Portland. Most of the neighborhood is
in a mixed-use business district of some kind with building height
limitations that range from 45 feet in the upper half of the
neighborhood to 65 ft – 74 ft. in the lower half. The blocks
between Middle and Commercial Street west of India Street are in
the downtown zoning district (B3). A small section of India Street is
zoned R-6. Allowable residential densities range from
approximately 36 units/ac in R-6 zone to approximately 100
units/ac in B2 zone.
In June 2012, at the request of the India Street Neighborhood
Association and city officials, the Planning Board undertook a height
evaluation of the India Street corridor. The ISNA expressed concern
about the potential for buildings with potential heights along India
Street that might be out of scale with a walkable neighborhood. It
sought a 45-foot limit at least until a comprehensive neighborhood
plan could be prepared. The results of the height evaluation were
reported in a memo to the Planning Board dated June 22, 2012.
Franklin Street is entering Phase II of a feasibility study to redesign
the arterial and to re-establish one or more connections between
the India Street neighborhood and Downtown.
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DESIGN CHARGE
INDIA STREET NEIGHBORHOOD PILOT WORKSHOP
SUSTAIN SOUTHERN MAINE
APRIL 30, 2013
Objectives
Help the neighborhood and City express a vision for the India Street Neighborhood as the basis
for a future neighborhood land use plan.
Explore ways to enhance the India Street Neighborhood as a complete, downtown-adjacent
neighborhood.
Help assure that as the neighborhood grows it remains one of the most walkable in Portland.
In addition to these objectives, get insights on the following:




the potential for job and residential growth in this pilot center
the kinds of activities, goods and services that people living and working within this pilot
center could access without having to leave the center
how this center can accommodate housing for residents at different life stages and of
different incomes.
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Themes to Address








Significantly increasing the residential base
Supporting neighborhood commercial growth
Transportation – including the street grid, connectivity, transit, walking/biking
Building height and scale
Public spaces
Integrity of existing historic resources
Variety of opportunities for growth:
o Small, incremental additions & restorations on existing lots
o Mid-size projects that may require some consolidation of lots
o Larger scale projects on existing large lots or involving additional land assembly

Growth Targets
Housing: +500-625 units over 25 yrs (in addition to the 94 units in the Bay House development
under construction), for a mix of incomes.
Jobs/Non-residential space: +50,000–75,000 sq. ft. of neighborhood-scale retail and service
business space, and +75,000–100,000 sq. ft. of floor area for office, restaurant, cultural, and
other non-residential space. This square footage may translate into 250 to 350 jobs, depending
on the mix of uses.
Discussion:
Housing: A vibrant, downtown-adjacent neighborhood typically has a strong residential base.
At present the residential base of the India Street Neighborhood is meager with fewer than 260
dwelling units as of 20106 though it is poised for some growth as the result of the Bay House
development that is under construction 7. The increase of 500 to 625 units would represent
10% - 13% of Portland’s projected housing unit growth over the next 25 years. (With Bay House,
the share is 12% - 15%.) The housing should be designed for a mix of incomes. Most
households in the eastern end of Portland’s Peninsula are one- and two-person households,
and the size and design of units can reflect this composition. This number of units may
represent 650,000 to 800,000 sq. ft. of total floor area.

6

357 total dwelling units if the blocks between Cumberland Ave. and Congress Street, from Franklin to
Washington, also are included.
7

Other projects that were approved and contained residential units have been canceled or are on hold. These
include Opechee Phase II on the former Jordan Meats site (included 18 dwelling units); River Walk adjacent to
Turner Barker building (125 dwelling units); and Newbury Lofts between New Hampshire St. and Franklin Arterial
(24 units).
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Jobs: The India Street Neighborhood is a job center as well as a residential neighborhood. It
provides services to consumers both within and beyond the neighborhood and jobs in the
Shipyard Brewery, hotels and offices with external markets. As of 2008 there were nearly
1,750 jobs in the defined neighborhood. This represented 2.6 % of all jobs in Portland.
A focus of this workshop is growth in neighborhood-based jobs. The objective of an enhanced,
downtown-adjacent neighborhood includes developing a more complete array of goods and
services needed day-to-day by the neighborhood. To achieve this objective, the India Street
Neighborhood’s commercial district does not depend solely on the population in the
neighborhood itself for its support. The primary trade area for retailers and service businesses
in the neighborhood extends beyond the neighborhood’s boundaries to include at least Munjoy
Hill and a portion of East Bayside, with a total population of more than 7,100 living in nearly
3,300 households. And, as indicated by its restaurant cluster, the neighborhood serves a
population of workers and visitors that is larger than its own population of residents and drawn
from a much wider area. Thus, the target of 500 – 625 new households within the immediate
neighborhood would represent only part of the growth in potential demand for a broader set of
neighborhood goods and services.
The types of businesses that may fit a neighborhood-scale market include:






Additional specialty food stores and potential reintroduction of a general food store on
a smaller, urban template than a supermarket
Additional convenience goods stores such as hardwares and take-out foods such as
sandwich shops
Personal services (banking, beauty salons, affiliated health services, fitness, etc.)
Entertainment (theaters, performing arts)
Additional local professional offices

Job growth also might be in nonprofit, educational, or cultural enterprises with regional draws
that want to locate or expand in the neighborhood; office uses that want to be close to but not
in Downtown; and in home-based businesses and cottage industries. For the purpose of this
workshop, the growth might include neighborhood-scale lodgings, such as bed-and-breakfasts
or inns, but not franchise hotels with large templates. Finally, it is not the intent to exclude or
discourage expansion of existing industries such as Shipyard Brewing, but this is likely to have
specifications peculiar to the industry and is not the focus of the workshop. The Eastern
Waterfront and Marine Use areas are adjacent to, but not part of, the India Street pilot area,
and their job growth also is not a focus of this workshop.8
March 16 Public Open House

8

As of 2008, the Eastern Waterfront area, east of Hancock Street, and the Marine Use area, including Ocean
Gateway, Maine State Pier and other piers, hosted more than 1,300 jobs.
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The design charge is guided in part by the results of the Open House that asked for preferences
of those who live in, work in, and visit the neighborhood. See the attached summaries.
Design Considerations
It is assumed that central to the neighborhood’s vision are (1) to grow as a safe, energetic,
downtown- adjacent neighborhood, and (2) to continue to be one of the strongest pedestrianoriented sections of Portland. A central purpose of the workshop is to illustrate growth in a
format consistent with this vision. It should explore several elements that seem to matter most
to pedestrian-oriented design9,10:
Intensity/Density of development: An urban intensity of development, including a FAR of at
least 1.50-1.75 on their lots.11 The workshop should explore how to achieve this FAR while
accommodating a reasonable level of parking, off-street and on-street. Residential densities
should accommodate 500–625 new dwelling units intermixed with and within a short distance
of the commercial services.
Building height and scale: An urban FAR with a predominance (though not a hard limit) of
three-to-five-story buildings (35 to 55 feet). Horizontally along the street frontage, buildings
should tend to be no wider than they are tall or, if they have greater widths, be articulated and
have multiple points of building entry to serve different uses or to at least simulate narrower
buildings. Height can be scaled to street width, so that height along Franklin Street would be
expected to be greater than along India Street. For taller buildings, consider step-backs above
four stories along the street wall.
Street-oriented buildings: High percentages of street frontage occupied by buildings so that
there is a fairly continuous street wall to create a room-like quality along the street. Off-street
parking in front of buildings should be limited or precluded. If limited parking is between the
building and street, building height should be higher to maintain a good ratio of building wallto-street width.
Fine-grained mix of land uses: Enhancement of the mixed-use character of the neighborhood,
adding housing, filling gaps in uses typical of a neighborhood commercial center, looking for
uses that have synergies with the recently introduced hotels but that also could appeal to

9

Ewing, Reid and Bartholomew, Keith. Pedestrian and Transit-Oriented Design, Urban Land Institute and American
Planning Association, 2013.
10

Portland’s Design Manual uses a number of pedestrian-oriented principles that apply to most of the zoning
districts in the India Street neighborhood.
11

For comparison, Downtown’s FAR overall averages about 2.5; India St.’s 4 blocks presently have FARs that range
from 0.34 (Middle to Fore) to 1.15 (Congress to Federal); the 71-foot tall Bay House has 215,000 sq. ft. on a 1.15-ac
parcel, for a FAR of 4.2.
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residents (such as recreation, entertainment, and cultural uses), and creating civic space that
currently is lacking, in particular parks, parklets, space for public art, and plazas.12
Short blocks: Blocks that are a maximum of 400 feet long with block perimeters no more than
1,600 feet without mid-block pedestrian access. Most blocks in the India Street neighborhood
are within these limits, though some may benefit from mid-block pedestrian access points. The
workshop should explore meeting growth targets without consolidating existing blocks into
superblocks.
Continuous sidewalks appropriately scaled: Sidewalks on both sides of all streets, sized
according to intensity of activity (individuals passing each other need 5 feet; two couples
passing each other comfortably need 12 feet).
Nearby parks and other public spaces: Public spaces (plazas, gardens, squares, playgrounds)
located no more than 1/8-mile apart, as extensions of streets and sidewalks rather than
isolated from them; and convenient both to homes, shops, and offices.

12

The land in a downtown-adjacent neighborhood might be distributed approximately as follows:

Land Use
Percent of Mix
Housing (of different types)
40 – 50%
Commercial incl parking
10 – 30%
Civic, rec and open space*
10 – 15%
Rights-of-way
20 – 25%
* In the case of India St. neighborhood, not including cemetery
At present in the India Street neighborhood housing is under-represented, commercial incl parking is overrepresented, and, except for religious buildings, civic/recreation/open space is under-represented.
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INDIA STREET NEIGHBORHOOD – SUSTAIN SOUTHERN MAINE
LESSONS LEARNED
Realities and Assets in a Downtown-Adjacent Neighborhood
1. An older, downtown-adjacent neighborhood faces constraints to redevelopment:


The constraints of past land uses – Industrial uses, many now defunct, were common in
such neighborhoods, and they have brownfield and clean-up costs associated with
them; and older properties that stood in the shadows of the industrial uses may have
experienced deterioration or obsolescence.



A lack of clear identity – Downtown-adjacent neighborhoods such as the India Street
neighborhood may be seen as neither a strong residential nor a strong commercial
neighborhood, or as a strong mix of the two, in part because it is still evolving into a
third or fourth generation role that has not been clearly defined, or at least not clearly
understood by the market place.



Recent redevelopment that may not comport with the desires of neighborhood
residents and businesses – The vacuum created by economic loss of previous industry
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and uncertainty about the next evolution of land use leaves open the possibility of new
uses flowing in without context or an understanding of the uses, layouts and designs
that would serve as building blocks for a revitalized neighborhood. The uses and designs
may be initially welcome signs of positive change but ultimately may not be seen as
advancing a neighborhood’s vision of itself. In the case of the India Street
neighborhood, large, block-size franchise hotels have been important economic
investments and votes of confidence in the neighborhood, and contribute important
new mixed uses that add vitality to the neighborhood. However, certain design
characteristics of these most recent developments do not necessarily advance an
unfolding vision as a fine-grained, residential/mixed-use, downtown-adjacent
neighborhood, with a highly permeable block structure.


Neighborhood edges that have been seriously altered and sealed off – The edges of a
downtown-adjacent neighborhood without a strong identity or economic position may,
in the relatively recent past, have been sealed off for projects undertaken in what was
thought to be in the public interest but without consideration of the consequences for
the neighborhood. In the case of the India Street neighborhood, Franklin Street to the
southwest and the Munjoy South multifamily development to the northeast were
designed without consideration for vital connections to downtown or to the rest of the
Munjoy Hill neighborhood. This loss of permeability need not be a permanent
condition, as plans are underway to reconfigure Franklin Street, and as further
redevelopment might occur in the future around Munjoy South.

2. But an older, downtown adjacent neighborhood such as India Street has assets that
significantly outweigh the constraints:









An historic architectural fabric that is valued in today’s market place;
An historic street grid that is very walkable and contributes both to quality of life and to
market value for the land uses that are served by it;
A relatively complete infrastructure that is ripe to support revitalization;
A core mix of residential and commercial uses, including long-standing uses that are well
recognized and loved, that serve as springboards to additional development;
Proximity to downtown that, if new connections can be forged, is a magnet to a range of
residential and commercial uses;
Multi-modal transportation services, existing and potential, that create choices for those
who want to live or work in or visit the neighborhood;
Significant parcels, including those formerly in industrial use, that are vacant or
underused and inviting to redevelopment;
Political support for redevelopment of an older urban neighborhood.

3. If a downtown-adjacent neighborhood has developed a voice of its own, the chances of
setting the course for redevelopment in a way that meets multiple needs are improved. In the
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case of the India Street neighborhood, this voice comes through the India Street Neighborhood
Association.
Place in the Hierarchy of Centers
4. Thinking about the growth potential of an existing district requires understanding its place
in the hierarchy of centers: does it have the draw (from largest market area to smallest) of a
regional, community, neighborhood, or convenience center? The place of a downtownadjacent neighborhood is not fixed: it may be an extension of Downtown itself and part of its
regional role; or it may have the identity and land uses of a principally residential district
supported by a strong neighborhood commercial mix; or, if there is a strong tourist amenity –
such as Portland Harbor – involved, it may also serve a seasonal commercial role. The India
Street neighborhood is something of a hybrid but appears primarily suited to fit into the
hierarchy of centers as a neighborhood district that is distinct from Downtown, but with a
complement of uses that also serve larger primary and seasonal markets.
Capacity for Growth
5. At the April 30, 2013 workshop, the India Street neighborhood was charged with
accommodating a reasonable share of the City’s projected growth over the next 25 years, based
on its size, proximity to downtown, and the critical mass needed to support the shopping,
employment, and leisure needs of an urban neighborhood. The workshop identified a potential
capacity for on the order of:


550 new housing units – in part driven by a strong desire on the part of the
neighborhood to evolve into a distinct mixed-use neighborhood with a strong
residential identity typical of many downtown adjacent neighborhoods elsewhere in
the U.S.



180,000 square feet of additional commercial space, which may translate into about
350 jobs and likely will be a combination of additional retail and service businesses
drawn to a growing residential district (with a trade area that extends to much of the
rest of the East End), and of cultural, professional office, restaurant and
entertainment, and visitor enterprises that draw from different market areas.

These targets appear achievable under one or more design formats.
6. This capacity for growth must take into account – and likely will be limited by – two
overarching design considerations:


Building form and height. If the vision for a downtown adjacent neighborhood is as
a residential/mixed-use district of human scale, building height likely will fall within
the range of 2-6+ stories, varying by location within the district. In the case of the
India Street neighborhood, there is strong consensus to maintain a 2- to 4-story
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height along most of the India Street spine, which is in context with the
concentration of older, small scale buildings that remain there. But there are
divergent opinions of the appropriate height allowances for the larger parcels closer
to the harbor and adjacent to Franklin Street. The lower reaches of India Street, and
possibly along Middle Street, are somewhat sensitive to future building heights
along the street face. Form codes can address such concerns with stepbacks and
massing limitations at particular mapped locations as appropriate It is very likely
that high lot coverage, building close to the street and extensively utilizing each lot
will be common practice to achieve necessary floor area ratios and growth
objectives….


….Which demands resolution of the second design consideration, parking. The
walkability of the neighborhood, proximity to jobs on the Portland peninsula, and
the availability of bus service reduce auto dependency somewhat, but the auto will
remain a significant presence. On-street parking, reduced off-street parking
requirements, modest off-street lots, structured parking, and car-sharing services
such as U-Car Share and Zipcar all will be needed to satisfy demand. In the case of
the India Street neighborhood, the recently constructed structured parking with
excess space (as of 2013) was created with the intent to relieve some of the
constraint that might otherwise exist in order to facilitate development of
surrounding parcels.

7. The growth likely will occur at three scales: a small, incremental scale on existing lots,
including additions, rehabs, and re-uses of existing buildings; a medium scale that involves the
assembly of a few properties for the purpose of redevelopment; and large scale that involves
planned development on large parcels that may have been cleared of a former large-scale use,
was ancillary to a former large-scale use, or have been assembled for redevelopment.
8. Small- to medium-scale residential or residential/mixed-use growth likely will take the
lead. This will be especially the case in downtown-adjacent neighborhoods, such as India
Street, where the vision is for a strong residential neighborhood supported by a lively
neighborhood commercial district; where location and pedestrian-friendliness likely appeal to
two growing residential markets (the young, so-called Generation Y now in its household
formation years and the retiring Baby Boom Generation, a percentage of which seeks out
downtown adjacent neighborhoods for their rich amenities); and where residential growth is
prerequisite to neighborhood commercial growth. A variety of housing types to also
accommodate family households should be maintained and encouraged to create a full
spectrum of lifecycle housing choices.
Location of Growth
9. Because of its mixed-use character, a downtown-adjacent neighborhood needs a “main
street” of its own, much like a village needs a main street. In the India Street neighborhood,
India Street itself has historically served this role and will logically continue to do so. Much of
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the commercial growth will be along this spine. Somewhere along the main street likely will be
a “100%” location – a crossroads through which much of the traffic (pedestrian as well as auto)
is funneled, with high visibility. The uses on the corners of this intersection need high
“imageability,” as they will contribute strongly to what is remembered about the
neighborhood. In the case of India Street, the intersection of India and Middle Street may
naturally be the 100% location.
10. Where the edges of a downtown-adjacent neighborhood were previously compromised,
it may be possible to reconstitute them as prime redevelopment opportunities. In the case of
the India Street neighborhood, the conversion of Franklin Street from a highway arterial that
seals the neighborhood off from Downtown to an urban avenue that is permeable enough to
reconnect the neighborhood to Downtown is such an opportunity. As an urban avenue, the
street has valuable frontage, along which new development will redefine the neighborhood’s
edge and contribute to its identity as a desirable residential/mixed-use district.
Housing Choice
11. Housing choice likely will be a significant challenge for many downtown adjacent
neighborhoods. Some, as in mill towns, may have structures that lend themselves to
redevelopment that can take advantage of various tax credits in order to provide for a mix of
affordable as well as higher end units. But those that rely on removal of existing buildings and
new construction may trend strongly toward upper end units. The India Street neighborhood
falls largely into this category. In these instances, public policy that includes, for example, use
of Affordable Housing Tax Increment Finance Districts, may be necessary to assure a variety of
housing choices.
12. In addition, affordability may be achieved through development of small, compact units
targeting one- and two-person households who expect and are willing to use the amenities of
the neighborhood as an extension of their dwelling units and require fewer than typical number
of parking spaces.
The Importance of Form
13. A downtown adjacent neighborhood’s identity is dictated in large part by its scale and
pedestrian-friendly design. The critical elements include13:


Relatively high residential density within a relatively small district, putting many
people within walking distance of many activities and, for trips outside of the
district, bus stops;

13

These are drawn from the India Street Neighborhood workshop discussion, the City’s design manual, and
reference materials such as Ewing and Bartholomew, Pedestrian- and Transit-Oriented Design (2013).
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A fine-grained mix of uses – both horizontal and vertical – that invite a flow of
people at different times of the day, seven days a week;
A street pattern with blocks that typically are not more than 400 feet long and 1,600
feet around the perimeter of a block. Longer blocks and larger buildings should be
interrupted and made permeable by mid-block pedestrian ways or alleys or streets;
Continuous sidewalks with widths scaled to the pedestrian activity of the street –
probably a minimum of 8 feet; 12 feet to allow two couples walking in opposite
directions to comfortably pass each other;
Street-oriented buildings, with commercial and mixed use buildings placed close to
the front property line (may leave space for outdoor seating or sign board); and with
“permeable” facades – front entrances and fenestration that relate to the street;
Human-scale buildings – neither so tall as to block a pedestrian’s cone of vision (at
four stories, “the intersection of building and sky still registers in the pedestrian’s
peripheral vision” [Ewing, p. 77]); nor so horizontally large or dominated by a single
use that the casual interaction between pedestrians and a mix of uses along the
street is discouraged.
Access to public spaces, such as plazas, small parks, and greens – typically as
extensions of sidewalks, which are equally part of the public realm.

12. In a downtown adjacent neighborhood, where market demands may justify large buildings,
building height likely will be a point of contention as different interests try to balance the
space economy of height and the draw of height to high value amenity locations (such as
overlooking a harbor) vs. considerations of human scale. Where buildings taller than four
stories are envisioned, careful consideration of formal elements such as stepbacks and massing
envelopes are critical to retaining a human scale sidewalk experience.
Connection and Mobility
13. As self-sufficient as a fully functioning downtown-adjacent neighborhood might be,
connections to the downtown to which it is adjacent are fundamentally necessary for services
and opportunities – from jobs to entertainment to governmental services– that can be
provided only from a downtown with a regional scale. A downtown-adjacent neighborhood
that is isolated from its downtown is an oxymoron. In the case of the India Street
neighborhood, the redesign of Franklin Street is driven in large part by the desire to re-connect
the neighborhood and Downtown.
14. Other than an urban downtown, a downtown-adjacent neighborhood has perhaps the
best potential to be able to support a range of transportation choices. Important and
interesting destinations, from places that supply necessities to places that supply
entertainment, are within walking and bicycling distances. Density can support public
transportation with short time intervals. They may have infrastructure from earlier periods for
intercity travel – as the India Street neighborhood has the infrastructure for rail and ferry
services.
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Where to Start
15. The framework for the further development or redevelopment of a downtown adjacent
district can usefully begin with:





Vision – a neighborhood-driven expression of what the neighborhood aspires to be
Connection – establishing, re-establishing or improving connections to the adjacent
downtown and surrounding neighborhoods
Standards – adopting form-based standards to guide the next generation of
development
Streamlined permitting – a system of streamlined permitting for development that
meets measurable form-based standards, perhaps including permit-by-rule for smallscale development.

In the case of the India Street neighborhood, the Sustain Southern Maine workshop was
intended to help articulate a vision that will be basis for a neighborhood plan.
Graphics
Due to their size the graphics produced from this effort are not included in this report.
Portland’s final graphics can be found on the Sustain Southern Maine website at:
http://sustainsouthernmaine.org/pilot-communities/portlandindiast/
Appendix E: Scarborough

FACT SHEET
DUNSTAN CORNER, SCARBOROUGH – SUSTAIN SOUTHERN MAINE
Location

Existing Type of Center
Acreage
Demographics
Population &
Households

Core area is Rt. 1 corridor in vicinity of new Payne Rd intersection
and Broadturn Road; small “southern node” at Rt. 1 entrance to
Dunstan Crossing. The two areas are about ½-mi. apart but
connected by Rt. 1 and Town and Village Center zoning.
Neighborhood Center with some uses serving visitor traffic en route
to Pine Point and traveling Route 1
Core area – approx. 100 ac
Southern node – approx. 12 ac
Immediate tributary area encompasses Census Tract 173.01, Block
Group 1 (Holmes Road-Haigis Hway area west of Route 1); and
Census Tract 173.04, Block Group 2 (Route 1 east to Pine Point and
north to Scarborough Marsh).
 Year-Round Population – 4,508
 Year-Round Households – 1,797
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Probable primary trade
area

 Dwellings
-- 1,151 (incl 179 seasonal)
West Scarborough including Dunstan Corner neighborhood, Old
Blue Point Rd neighborhood, and Pine Point Rd area; west out
Broadturn Rd; large volumes of commuter and visitor traffic pass
through Dunstan on Rt. 1. (See traffic volumes below.)

Properties Profile
No. parcels
Core Area
Southern Node
15
0
 Residential
12
3
 Nonresidential/mixed
9
3
 Vacant/open space
Total land area in parcels
24 ac
1.5 ac
 Residential parcels
39.9 ac
2.5 ac
 Nonresidential
 Vacant
Approx 57 ac
7.45 ac
o Total
Approx 18 ac
--o On partially built
commercial lots
Total floor area
117,500
2,322
 Nonresidential
.124
-- Nonres. F.A.R.
Land Use Mix
Commercial
Route 1 is developed as a highway-oriented commercial area with a
Rite-Aid Pharmacy, a hardware store (outside of the immediate
pilot area), a few restaurants, personal and health services, gas
station/convenience store, some specialty retail (e.g., Bosal Foam,
antiques store), and small offices. It does not have a full line food
store but functions as a large convenience or small neighborhood
commercial center. Two small specialty markets are located on Rt
1.
Residential
Within the pilot area are a number of single family homes along
Payne Rd, Broadturn Rd, and Pine Point Rd; immediately
surrounding it are many homes, ranging from older to new
subdivisions plus some small multi-family development. On the
south side of Rt 1 along Old Blue Point Rd are several large lot
subdivisions; on the north side is an older residential area and also
the still developing Dunstan Crossing traditional neighborhood,
which will have 240 units at build-out plus a commercial core.
Other
Several large parcels are entirely or mostly vacant. Some of the
vacant land is constrained by slopes & wetlands associated with
Phillips Stream.
Civic elements include a church, fire station, monument at corner of
Rt 1 and Broadturn Rd. No public parks or greens are within or
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adjacent to the pilot area.
Focal Properties
Properties near the new
Payne Rd/Rt 1
intersection (part of the
core area of Dunstan
Corner)
Parcels at entry to
Dunstan Crossing (part
of the “southern node”
of Dunstan Corner)
Transportation
Payne Road realignment

Traffic volumes (AADT)

Street Interconnection

Transit
Bike/Ped

Sewer and Water
Public Sewer
Public Water
Natural Resource
Constraints
Impaired Stream

Wetlands, slopes, etc.

8 parcels that contain about 32 acres. These properties are
adjacent to or opposite the re-aligned Payne Road and the Payne
Rd/Rt 1 intersection. Most have some development on them, but
floor area ratio (FAR) is very low and large portions of some
properties are vacant.
2 vacant parcels at the Rt. 1 entry to Dunstan Crossing
neighborhood development are intended for commercial/mixed
use.

The intersection of Payne Road and Route 1 is being shifted a few
hundred feet north, away from Broadturn Road. This will open up
several potential development and redevelopment opportunities.
The existing Payne Road will stub out short of Route 1; ownership
of the land beyond the stub in the former r.o.w. is by the Town.
Rt 1 NE of Payne Rd – 22,310
Rt 1 SW of Payne Rd – 30,780
Rt 1 NE of Pine Pt Rd – 29,810
Rt 1 SW of Pine Pt Rd – 21,120
Street interconnections are limited. Dunstan Crossing development
has access from both Broadturn Rd and Route 1. Topography has
limited some interconnections.
Tri-City Bus from OOB/Saco/Biddeford stops at Dunstan Corner en
route to Portland, with 2-3 hour intervals between 7 am and 9 pm.
Sidewalks along Route 1; difficult to cross Route 1 in core area,
where there are 4 lanes of traffic plus turning lanes, No bicycle
facilities along this stretch of Route 1. East Coast Greenway
parallels Route 1 about 0.75-mile east, with access from Old Blue
Point Road.
Fully served by public sewer
Fully served by public water

Phillips Brook, which runs parallel to Rt 1 to the west; it flows to
Scarborough Marsh and is an urban impaired stream. It lies about
500 – 600 feet back from Rt 1 and crosses under Broadturn Rd.
Development draining to the stream is subject to storm water
treatment measures.
Narrow wetlands border Phillips Stream. Steep slopes border the
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Other
Other Background
Comprehensive Plan and
Zoning

stream and are a limiting factor along several stretches of it.
Scarborough Marsh is just north of the Dunstan area.
Recognizes Dunstan Corner as a mixed-use, village area of
Scarborough. Town and Village Center zoning in the Rt. 1 corridor
calls for “village style development…with a mix of uses…in an
environment conducive to both pedestrians and motorists.”
The TVC zoning supports commercial, mixed-use and multifamily
development. One of the key mechanisms of the TVC district is the
“planned development,” which is required of development on lots
of 5+ acres. Planned development standards call for “compact,
human scale development” with flexible dimensional standards
permitted in order to achieve village-style streetscapes.






Buildings are to be 20’ to 45’ (2 to 3 stories) in height
Residential density is in the range of 5 to 8 units per acre of net
lot area (with the higher densities in the range allowed if
affordable housing is included or density is transferred from
rural parts of town)
Buildings must have a strong orientation to the street with
limited parking in front yard areas
Gathering places – greens, courtyards, etc. – must be part of the
design

R3 and R4 zones flank the TVC districts.
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DESIGN CHARGE
DUNSTAN CORNER PILOT WORKSHOP – SUSTAIN SOUTHERN MAINE
APRIL 9, 2013
Objectives
A design that enables Dunstan Corner to be revitalized as a complete neighborhood center with
a strong surrounding residential base.
A design that promotes Dunstan Corner’s identity as a neighborhood destination.
Primary Focus


The area immediately surrounding the re-located Payne Road – Route 1 intersection



The southern approach into Dunstan, at the proposed Route 1 entrance to the Dunstan
Crossing neighborhood development

Growth
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Jobs and Commerce: Design to accommodate 200 – 275 new jobs, which represent about
7% - 10% of Scarborough’s projected job growth (2010-35). Depending on the mix of retail,
food service, and office space, this may translate to 125,000 – 150,000 sq. ft. of commercial
space.



Housing: Based on developments already approved and the amount of vacant land zoned
for residential use, assume gradual growth of around 400 new dwellings in and around the
pilot area, or around 10% of the housing growth projected for Scarborough over a 25-year
period; and that the growth will include a mix of types of housing with prices accessible to a
range of households.

Design Challenges and Opportunities


Zoning: Be aware of and adhere to the village-oriented standards of the Town and Village
Center Zoning District. See the Fact Sheet: Comprehensive Planning and Zoning. Note
especially that buildings must have a strong orientation to the street; buildings are to be 2
or 3 stories in height; parking is to be primarily to the side and rear of buildings and, where
there are local streets, on-street; and design must include greens, courtyards, or similar
small gathering places.
o Consistent with village-style standards, strive for a floor area ratio (FAR) of 0.4 for
commercial properties
o For residential uses, strive for 5 units/ac plus bonus of 1 unit/ac for affordable
housing
o Concentrate a significant share of growth in the primary focus areas (see above) so
that these areas will achieve critical mass of activity



Identity: Establish a strong identity for Dunstan Corner around the new Payne Road –
Route 1 intersection, both as a place in its own right and as the southern gateway to
Scarborough.



Mix of uses: Design for a mix of uses typical of strong neighborhood centers, taking into
account what already is present and what is not. Elements of a neighborhood center
already present include, among other things:
o
o
o
o
o
o
o
o

Drug store
Convenience store
Hardware store (on Rt. 1 between the two focus areas)
Some personal and health care services
A few eating places
Some civic presence – fire station, church, historic society
One specialty food store (seafood – on Rt. 1 between the two focus area)
Limited housing within the focus areas, including some multi-family; large singlefamily housing base around them
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Missing are (these are intended to be suggestive, not a complete list):
o
o
o
o
o
o
o
o
o
o

Full service food store
Additional specialty food stores
Coffee shops, variety of eating places
Banking services
Senior housing
Housing as part of mixed-use design
Park/dedicated green space
Entertainment uses
Specialty retail appropriate for a location that is also a seasonal visitors’ crossroad
Strong local office presence



Street connections: Consider ways to connect streets to enhance the off-Rt 1 local street
system. Incorporate on-street parking on these streets.



Crossing Route 1: Suggest strategies to enable safe pedestrian crossing of Route 1.



Phillips Book: Be aware of Phillips Brook’s status as an urban impaired stream, and of the
related buffers/treatment requirements to protect the stream.



Phasing: Identify elements that can be implemented early without significant land
assembly or addition of infrastructure, building momentum and revenues to implement
later phases.

81

DUNSTAN CORNER, SCARBOROUGH – SUSTAIN SOUTHERN MAINE

LESSONS LEARNED
Realities and Assets in a Highway-Oriented Neighborhood Center
1. An original village settlement that has evolved along an arterial such as Route 1 into a
highway-oriented commercial strip faces constraints to redevelopment:


The form of much of the development is set -- with buildings that at one time fronted
on a narrower Route 1 replaced by single-story structures set back from a widened
highway with long frontages and separated from sidewalks by parking lots.
o The lack of internal street connections reinforces this established pattern and
limits frontage available for new development.
o The existing form represents a significant barrier to “re-branding” the area as a
destination neighborhood center, differentiating it from other similar strips.



The multi-lane highway required to accommodate high traffic flows cuts the
surrounding neighborhood in half, with minimal pedestrian connection between the
two sides and limited prospects to bridge this division.
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Other commercial districts within 3 to 5 miles, if more fully developed with
neighborhood commercial uses such as food stores, will limit the potential to attract
the missing pieces that would enable the area to serve a more comprehensive
neighborhood commercial role.

2. But a commercial strip with a village heritage also has assets that present opportunities for
profitable development and redevelopment:


Large areas of vacant land to the rear of the strip present a good opportunity to add a
new tier of commercial, mixed-use, and residential development if new points of access
can be found. In the case of Dunstan Corner, this new access comes (1) in the form of
the relocation of an existing road (Payne Road) en route to a new intersection with
Route 1 near the northern end of the neighborhood and (2) as the result of a planned
development known as Dunstan Crossing, now under construction, on a large parcel at
the southern edge of the area.



The residential base that was always part of the village and continued to grow even as
the primary road – in Dunstan’s case, Route 1 – evolved into an auto-dominated
commercial strip often is substantial and provides a strong customer base for existing
and potential future businesses.



The combination of through-traffic on the highway and the surrounding “home town”
residential base can sustain a larger variety of types of business than either could
support on its own.

3. If the vestiges of a village remain – as it does at Dunstan Corner – there may be the
opportunity to grow again in a village format, and doing so will differentiate it from other
Route 1 commercial areas as an identifiable place.

Place in the Hierarchy of Centers
4. Thinking about the growth potential of an existing district requires understanding its place
in the hierarchy of commercial centers: does it have the draw (from largest market area to
smallest) of a regional, community, neighborhood, or convenience center? Dunstan Corner
once played a more complete role as a small neighborhood retail center. It no longer has a
full-line grocery store but retains vestiges of a neighborhood center, including drug store,
hardware store, a few restaurants, medical and personal services, and civic uses such as a
church and a fire station. It is reasonable to expect that Dunstan can become a stronger
neighborhood center with a variety of uses that appeal to key market segments, including the
so-called Generation Y (now entering its household formation years) and the Baby Boom
generation as it enters into its retirement years.
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5. Small former village centers situated along highways often are en route to other destinations
that draw travelers through them, which in turn are fuel for growth. In the case of Dunstan
Corner, the destinations are job centers to the north and the seasonal settlement at Pine Point
to the east. The seasonal traffic especially enables the center to stretch beyond its normal
place in the retail hierarchy into specialty stores and services that could not otherwise be
supported.

Capacity for Growth
6. Growing the residential base, preferably within a 0.25- to 0.5-mile band of the business
district, is essential to growth as a more complete neighborhood center. A built-in residential
population – especially where competing centers are located within 3-to-5 miles – is the surest
path toward success as a center with a more complete array of neighborhood-oriented goods
and services.


Dunstan Corner’s built-in residential base – including those living in the neighborhood
proper and those who must commute through the district to reach their nearby homes
– is more than 4,500 people living in about 1,800 households. This is at the low end of
what is needed to support a neighborhood center, even with supplemental passthrough and seasonal traffic.



Dunstan Corner has an adjacent land base that is vacant, buildable, and zoned for
sufficient residential growth, with standards that encourage a traditional neighborhood
form, to eventually support a more complete set of neighborhood goods and services.



Including approved development at Dunstan Crossing and areas suitable for future
development, Dunstan Corner has the capacity for at least 400-500 new dwellings over
the next 25 years, or at least 10% or more of the total projected for Scarborough.



If Dunstan Corner can re-establish an identity as a place with village services and
amenities that appeal to the growing segments of southern Maine’s population –
especially Generation Y and Baby Boomers – businesses catering to them will follow.

7. The physical capacity for commercial growth is plentiful. Given gaps in the existing
commercial base at Dunstan Corner, a scenario of around 500 new dwellings, and continued
seasonal population flows through the neighborhood, planning might reasonably anticipate
demand for a net gain of commercial space in the range of 150,000 sq. ft. The supply of land to
accommodate this growth exceeds the demand. The challenge, therefore, will be to resist
spreading out to consume the available acreage, and instead grow compactly enough to
create critical mass and the image of an identifiable place – one that announces itself as a
destination.

Uses
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8. A suburban village such as Dunstan Corner that aspires to be a more complete neighborhood
center can take stock of its existing goods and services and target the gaps.14 When it also
serves roles such as a supply center for a downstream seasonal community, there are
additional opportunities to target. In the case of Dunstan Corner, a partial list of opportunities
includes:
 Full service food store – but likely using a small grocery store template scaled to the size
of the local market and that differentiates it from the supermarkets elsewhere along
Route 1
 Additional specialty food stores
 Coffee shops and a greater variety of eating places
 Banking services
 Senior housing, ranging from independent living to assisted living
 Housing as part of mixed-use design within the commercial district
 Entertainment uses
 Specialty retail appropriate for a location that is also at a seasonal visitors’ crossroad
 Additional medical, health-related, and other personal services
 Additions to the local professional office market
It is useful also to consider amenity gaps that need to be filled to meet the expectations of a
neighborhood center, such as a park and/or other dedicated public green space, located and
designed to help build the neighborhood’s brand.
9. If there is a sufficient depth of land with development or redevelopment opportunities
reaching back 1,500 or more feet from the arterial, it is useful to consider a gradation of land
uses, from intensive commercial near the arterial, to mixed use and multifamily along the
new main street, to single-family at the edges. The circulation system needs to be designed to
connect the components to the main street.

“Imageability”
10. Re-establishing a commercial strip as the heart of a village-style neighborhood center
requires improving its “imageability.” “Imageability” is “the quality of a place that makes it
distinct, recognizable, and memorable.”15 A place with high “imageability” usually also is one
14

The profile of businesses typical of neighborhood commercial centers is well known, and lists are available in
publications such as the Urban Land Institute’s Dollars and Cents of Shopping Centers. ULI’s publication focuses on
shopping center properties, but the mix of businesses typical of a given type of district holds whether the location
is urban or suburban and whether the center is in single-ownership on one large parcel or in multiple ownership on
multiple parcels, as in the case of Dunstan Corner.
15

Ewing, Reid, and Bartholomew, Keith, Pedestrian and Transit-Oriented Design, Urban Land Institute and
American Planning Association, 2013.
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that is valued by residents, neighborhood-scale businesses, and the real estate market. The
factors that create “imageability” are well established.16 Among them are:





Edges – the perceived boundaries of a place, which among other things lets the visitor know
when he or she has arrived; and, once arrived, through the location of buildings along the
street, creates the sense of inviting, outdoor rooms.
Paths – the streets, sidewalks, and ways that people travel
Nodes – the focal points of the place. These include intersections, squares, and –
prominent in the New England village – greens located at the junctions of streets or paths.
Landmarks – readily identifiable objects (such as an important building, an element of a
building such as a steeple, a prominent statue, memorial or other art) that serve as external
reference points.

It is possible for a single property owner, trying to distinguish his or her business, to create
“imageability” on a single site, but it usually depends on the layout and elements of the district
as a whole, even if the pieces will be implemented incrementally.
Dunstan Corner is fortunate to have the opportunity to dramatically improve its “imageability”
at both its northern and southern entries. Development at the new Payne Road – Route 1
intersection at the northern end and at Dunstan Crossing’s planned commercial node at the
southern end – if carried out in a way intended to improve Dunstan Corner’s “imageability” -can help define the neighborhood as a memorable place for decades to come.

Incorporating Limiting Factors into the Design
11. It is common for an arterial and its associated development to have been originally located
to avoid difficult terrain, wetlands, or other limiting feature of the landscape. New
development that extends beyond the “strip” will need to design around the limitation and, if
possible, incorporate it as an element of the design.
In the case of Dunstan Corner, the limitation is a stream and nearby slopes that in places are
steep. The stream already is classified as having impaired water quality.
 Development draining to the stream will need to incorporate buffers and vegetative
treatment systems, which can double as visual amenities and potentially as a
recreational amenity if trails can be incorporated.
 Farther from the stream’s embankments, but where slope still is a factor, buildings can
be designed as split level, presenting a two- or three-story face along one side of the
new main street, where a strong building edge is needed to define the streetscape; and
a second at-grade point of entry on the opposite side of the building, next to parking.
16

The classic study was Kevin Lynch’s Image of the City, published in 1960.
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Where to Start: the Framework
12. If village-friendly zoning is not in place, it is a necessary first step to both encourage and
guide the growth of the center. In the case of Dunstan Corner, such zoning is in place, in the
form of Town and Village Center zoning districts. These districts are friendly to mixed-use with
flexibility for planned development that meets certain village-oriented design standards.
13. It is likely that a suburban village that has been bisected by a heavily traveled, multi-lane
arterial will need a new “main street.” The new street will open up frontage and create the
relatively fresh start that is not available if the arterial’s frontage already is developed. At
Dunstan Corner, the potential for a new “main street” is being partly realized through the
relocation of a principal road (Payne Road) to create a safer, new intersection with Route 1.
The relocated road can serve as the beginning point of a new “main street” that runs behind
Route 1. Elsewhere, the new “main street” may be initiated as part of privately planned
development or as a public-private partnership.
An effective new “main street” needs to:


have length to represent a typical “block” (300 -500 feet) and preferably two or three
such “blocks” for critical mass and to have enough activity along it to serve as a new
attractor; in the case of Dunstan Corner, the realigned Payne Road will need to be
extended to open up key vacant land and create this length;



be divided into easily walkable blocks, whether through placement of short cross streets
or use of parking access points, so that it reads as a main street;



have line of sight from the arterial at least at its intersection with the arterial and good
directional signage along the arterial.

14. While the arterial’s frontage may already be developed, opportunities to redevelop in a
different design format likely will come about wherever the new “main street” intersects
with the arterial and gives the surrounding parcels new market status.


This will be especially true if there is a traffic signal at the new intersection, as in the
case of Dunstan Corner. A traffic signal on a busy road confers advantage on the
adjacent parcels by (a) providing guaranteed turns into and out of the parcels and (b)
providing the opportunity for stopped traffic to observe the adjacent businesses and
their offerings.

15. A heavily travelled arterial such as Route 1 makes turning onto it – and crossing it – tricky.
The need to turn onto it or cross it can be reduced if each side of the arterial has a local,
interconnected street system, by which residents and customers can reach several different
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businesses or other destinations without having to venture onto the arterial. There are some
opportunities to create such a system at Dunstan Corner. But the design of the system has to
avoid turning existing residential streets into shortcuts for commercial traffic – and this likely
will limit the amount of interconnection that otherwise would be possible.

Where to Start: Phasing of Development
16. A long-time commercial area such as Dunstan Corner has significant infrastructure, and it
may be possible to employ it for the initial phase of village-style development without great
upfront capital cost. For example, it may be possible to locate the first round of new
development along the prospective new main street using existing points of access from the
arterial. This development, in turn, can generate revenues to help finance the extension of the
new street and enable the subsequent phase of development along the main street.

Speaking to the Needs of Existing Residents and Future Businesses
17. Any community with older, existing single-family neighborhoods is likely to be leery of
additional growth and density, both residential and commercial. Residents are likely to look
upon change as a threat, as they see their neighborhood as a peaceful place apart that needs to
be protected against encroachment. In Dunstan’s case, finding out what small commercial
services might be supported/needed by people in these neighborhoods and emphasizing that
the neighborhood’s character is protected by current zoning may help to produce a useful
dialogue. The benefits to existing residents of a more complete neighborhood center need to
be explored and not assumed.
18. If there is a strong public interest in fostering village-style economic growth in a location
such as Dunstan Corner, and if the location does not have strong natural advantages versus
competing locations, the town may need to consider incentives that would create advantage.
This might be in the form of tax increment financing to assist with infrastructure or
amortization of developer debt; or carrying out some pre-permitting steps (especially with state
and federal agencies, if their reviews will be required) that will streamline the regulatory
process for future development.

Graphics
Due to their size the graphics produced from this effort are not included in this report.
Scarborough’s final graphics can be found on the Sustain Southern Maine website at:
http://sustainsouthernmaine.org/pilot-communities/scarborough-rte-1-by-dunstan-crossing/
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Appendix F: South Portland

FACT SHEET
MILL CREEK, SOUTH PORTLAND CENTER OF OPPORTUNITY
SUSTAIN SOUTHERN MAINE
Location

Existing Type of Center
Acreage
Demographics
Census Geography

The portion of the Mill Creek area bounded by the Casco Bay
Bridge on the west, Ocean Street on the east, E Street on the
north, and the Greenbelt path parallel to Broadway on the south.
Neighborhood commercial
38 acres
Part of CT 32, Block Group 3, which in 2010 had:
• Pop. – 917
• Households – 607

Probable Primary Trade
Area
Properties Profile
No. Parcels
 Residential
 Nonresidential/mixed
 Vacant/open space
Total Land Area in
Parcels

• Dwellings – 667
South Portland east of Main St; Cape Elizabeth; western half of
Portland Peninsula; Pleasant Hill area of Scarborough
33
3
29
3
31.58 acres
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In Residential Parcels
Nonresidential

Total Floor Area
 Nonresidential
 Nonres. FAR
Land Use Mix
Residential

Commercial

Other

Focal Properties
Shaw’s Shopping Center

Mill Creek Shopping
Center

Waterman Dr

Other

.79 acres
29.87 acres
363,164 SF
348,614 SF
.26
Virtually no residential uses within pilot area. Significant
residential uses in adjacent Knightville neighborhood and at
Broadway senior citizen housing.
Commercial uses typical of a Neighborhood Commercial Center:
supermarket (Shaw’s), hardware, drug stores, banks, auto supply
stores, personal services, restaurants (primarily fast food). Also
some specialty retail, such as a book/music stores; car
dealership. Small medical and other offices.
CMP power line right-of-way crosses pilot area along Waterman
Dr., blocking use of immediate frontage. Few other uses within
pilot area. Recreational/pedestrian path borders on the south,
Mill Creek Park and Middle School are close by, Legere Park
playground adjacent to the north, larger office bldg and waste
water pollution control facility along Waterman Dr to the north.
7.91-ac strip center fronting on Waterman Dr. with 91,912 SF,
anchored by Shaw’s Supermarket; outparcels occupied by
MacDonald’s and bank. Two vacant spaces with 11,967 SF.
Property owner is Finard Properties of Burlington, MA.
FAR = 0.27
7.15 ac center fronting on Market St. with 83,266SF, including
Bank of America, Shoppers Hardware, Pet Life, Laundromat, Mr
Bagel, other services, and, on an outparcel, Tim Horton’s; CVS
recently relocated across Market St. leaving 10,000 SF vacant.
Owner is Commercial Properties of Portland.
FAR = 0.27
In addition to Shaw’s Plaza, three sizeable properties front on
Waterman Dr in the pilot area: Yankee Ford, VIP Auto, and Bull
Moose (music, movies)
Ocean Ave. and Market St. are active retail/service streets, incl
small businesses, banks, and chain stores. A few small offices and
a restaurant are on Q St., but most frontage serves as access to
rear parking and freight deliveries. E St. is a mixed use street with
a few residences, small offices, and a communications building.
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Transportation
Streets

Waterman Dr. – Major/Urban Collector, AADT = 4281 - 6640
Ocean St. – Major/Urban Collector, AADT = 2022 - 5470
E St. – Local, AADT = 3369 - 3617
Q St. – Local, AADT = 684
Market St. – Major/Urban Collector, AADT = 5787 - 6303
Broadway – Minor Arterial, AADT = 14,815 - 29958
Casco Bay Bridge – Other Principal Arterial, AADT = 12,893 14290
Erskine Drive – Local, AADT = 8324

Street Interconnection

Suburban shopping center format dictates long blocks, limited
interconnections. Market and Q Streets create some ability to
move east-west and north-south through the interior of the
study area.

High Crash Locations
Public Transportation

None
South Portland Bus Service
• All 3 SPBS routes converge at the Mill Creek Transit Hub
• All 3 routes connect through the Mill Creek hub to Portland
• One route connects Mill Creek Transit Hub to the Ferry Village
and Meetinghouse Hill neighborhoods, including SMCC
• The two other routes connect Mill Creek Transit Hub to Maine
Mall area
Greenbelt pathway borders pilot area, connecting to residential
areas east (Ferry Village neighborhood) and west (Pleasantdale
neighborhood). Sidewalks on the major streets.
Major private parking areas at the two shopping centers; most
individual businesses have off-street parking; on-street parking
on Ocean St., Q St., and E St. Total of 1,271 off-street parking
spaces in the pilot project area, or an average of 4.4 spaces/1000
SF of nonresidential floor area.
435 parking spaces, or 4.7 spaces/1000 SF
339 parking spaces, or 4.1 spaces/1000 SF

Bicycle-Pedestrian

Parking

 Shaw’s SC
 Mill Creel SC
Sewer and Water
Public Sewer
Public Water
Stormwater System

Yes
Yes
Closed, separated system; project area is virtually all covered by
parking, roads, roofs
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Natural Resource
Constraints
Wetlands, Slopes, etc.
Stormwater

Pilot area fully developed with impervious area; flat topo; may be
shallow to groundwater
Storm water runoff to Fore River is Potentially a constraint, but
area is nearly 100% impervious already. City enforces a post
construction storm water management ordinance as part of its
general permit from Maine DEP.

Other Background
Historical Context

Casco Bay Bridge

Fore River

2005 Charrette

Comprehensive Plan

Shopping centers, developed in 1950s-70s, were early suburban
centers in Greater Portland. They replaced an “official” gridded
street system typical of adjacent Knightville.
Relocation of former Million Dollar Bridge to current alignment
removed through traffic from Knightville, where zoning has been
re-written to allow enhancement of a village form; relocation
provided direct entry from bridge to shopping centers via new
Erskine Drive. Casco Bay Bridge – Waterman Dr – Broadway is a
key intersection entering and exiting the pilot area.
Pilot area is adjacent to Fore River, a potential visual amenity for
taller buildings. Wastewater treatment facility is just north along
Waterman Drive.
2005 community charrette brainstormed a future design of Mill
Creek area that included:
• Landscaping
• Re-introduction of interconnected streets)
• Redevelopment of street edges of parking lots; relocation of
some parking behind buildings
• General integration of Mill Creek into the Knightville pattern
See May 25, 2005, report
Updated Comprehensive Plan adopted in 2012 calls for
supporting “the highest and best use of the Mill Creek area” and
for “enhancing Mill Creek as a vibrant, mixed-use commercial
center.”
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DESIGN CHARGE
MILL CREEK PILOT WORKSHOP
SUSTAIN SOUTHERN MAINE
JANUARY 16, 2013
Objectives
Enhance Mill Creek as a vibrant, mixed-use commercial center, as called for by South Portland’s
updated Comprehensive Plan.
Understand the design requirements of property owners, tenants, and investors and how
growth of the Mill Creek district can fit those requirements.
In addition to these objectives, we wish to get insights on the following:





the potential for job and residential growth in this pilot center – can it be designed to
accept significant growth?
the kinds of activities, goods and services that people living and working within this pilot
center could access without having to leave the center
the relationship of this pilot center to other centers in the region and the choices of
transportation people would have to get from this center to others
whether this center can accommodate housing for residents of different incomes

Growth Targets
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Jobs: Consider feasibility of accommodating about 10% of South Portland’s projected job
growth over the next 25 – 35 years, or between 300 and 350 jobs. Depending on the mix of
retail, food service, and office space, this may translate to 150,000 to 175,000 square feet of
commercial space.
Housing: Consider feasibility of accommodating 5% -10% of South Portland’s projected
household growth over the next 25-35 years, or between 120 and 240 households. The housing
should accommodate a mix of incomes. The pilot area may be well positioned to serve young
and senior markets with modestly sized units.
Design Challenges
Intensity/Density of development: Strive to increase the non-residential floor area ratio in the
pilot area from the current 0.27 to at least 0.4. Consider how much off-street parking will be
required for the existing plus new development and how it can be accommodated with a FAR of
at least 0.4.
Residential densities need not be artificially limited. The number and design of units should be
guided by companion elements of the plan, including the target of 120 to 240 households,
parking needs, and the provision of green space to manage storm water and provide an
amenity for residents. (For reference only, if housing for 120 to 240 households occupied, say, 5
acres in the pilot area, the residential density would be between 24 and 48 units per acre.
Under South Portland’s zoning ordinance, the Knightville Design District allows 24 units per net
acre. On Portland’s peninsula, maximum residential density standards range from 36 to 100
units per acre.)
Land use mix: Strive for a mix that can share traffic, customers, and parking; and that will allow
customers and residents to meet a reasonable number of needs within walking distance of
homes and job locations. The mix can build on the substantial array of convenience goods and
services (food, hardware, drug stores, banking and other personal services, etc.) already in the
Mill Creek shopping area and the uses along Waterman Drive and in the adjacent Knightville. In
Table 1, note the synergies between activities as rated by Urban Land Institute:
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Urban design: Set a course toward urban edges and streetscapes, with the placement of
buildings along frontages – or, given the limitations of the CMP transmission line, as close as is
safe and practical – while preserving view corridors to anchor tenants in the existing centers.
Consider appropriate landscaping as a way to enhance the image and brand of the area, both
within public rights-of-way and within the development parcels.
Circulation: Improve vehicular and pedestrian connections within the pilot area, to Knightville,
and to the pedestrian path behind Mill Creek Shopping Center. Consider whether and how at
least one additional east-west and/or one additional north-south connection can be made
through the pilot area. For example, is there a way to extend Erskine Drive to Ocean Street (as
was suggested in the 2005 charrette)?
Stormwater management: The engineering of stormwater management is beyond the scope of
the pilot workshop, but participants should be aware that South Portland is subject to
stormwater management standards for the treatment of runoff from developed sites. It should
be assured that management will require a combination of vegetated surfaces for bioretention, treatment chambers under parking lots, and similar measures. (Note: it may be
worthwhile considering whether the area in the CMP power line right-of-way provides an
opportunity for bio-retention.)
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MILL CREEK PILOT – SUSTAIN SOUTHERN MAINE
LESSONS LEARNED
April 15, 2013

Realities and Assets in an In-Town Shopping Center
1. An older shopping district that was laid out in a low-density, strip center format within an
otherwise urban or village environment faces constraints to redevelopment:


The constraints of past decisions – For example, long-term arrangements with an
anchor tenant (dedication of large parking fields, requirements to maintain visibility
from main roads, long-term leases, etc.) or past sales of outparcels limit flexibility and
the prospects for short-term change.



The constraints of the site – The suburban model of development placed the buildings
at the rear of their parcels with large parking areas in front, truncating the local street
system and removing street frontages that might otherwise be available for incremental
redevelopment.



Disconnections from the surrounding area – Design of the district – considered
contemporary at the time – created superblocks without concern for connections to the
surrounding neighborhood. It could not anticipate the nearby development from which
it is now disconnected. In Mill Creek these include waterfront and community parks and,
from a pedestrian point of view, the adjacent residential neighborhoods. It is further
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constrained by a major power line right-of-way that seals off key street frontage
oriented to the Fore River.
2. But an older, in-town shopping center also has assets that present opportunities for
profitable redevelopment:









proximity to a built-in population and flows of people – including a surrounding, often
densely settled neighborhood and commuter traffic;
proximity to synergistic uses and activities with which to forge connections;
in some cases, adjacency to properties that have become obsolete or are underused in
their locations and are ripe for combining with the center;
an existing street system that can be redesigned and reconnected to create
opportunities for new development;
an established public transportation system
the relative ease of re-branding a district in a highly visible location;
fewer natural resource constraints to face in the permitting process;
political and community support attached to non-controversial redevelopment of an
older urban site.

Place in the Hierarchy of Centers
3. Thinking about the growth potential of an existing district requires understanding its place
in the hierarchy of centers: does it have the draw (from largest market area to smallest) of a
regional, community, neighborhood, or convenience center? The Mill Creek district, which is
anchored by a supermarket and key retailers such as a drug store, hardware store, and
Laundromat, as well as banks, food service, and automobile sales and services, operates as a
large neighborhood retail center. Its primary market area appears to have a 2 – 3 mile radius,
encompassing some of the most populated sections of the region, with strong demographics.
4. The urban environment in which a district like Mill Creek is embedded is richer and more
varied than the suburban. It offers an expanded set of opportunities for (a) spillover of new
uses from the urban surroundings (residential, hospitality, and cultural, for example), (b) new
physical and marketing connections to the surrounding urban market, and (c) incremental
urbanization of the district itself, expanding the choices of commercial tenants that are drawn
to urban districts.

Capacity for Growth
5. The Mill Creek district has the capacity to absorb 5% - 10% of South Portland’s projected
job and housing growth over the next 25 – 35 years. These translate to:
 165 to 330 jobs, or 85,000 to 150,000 square feet of additional commercial space
 120 to 240 new housing units
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6. Some of the capacity for growth is available because – not uncommonly, and as is the case
in the Mill Creek district – portions of the district’s parking fields are relatively unused. It is
reasonable to seek a higher and better use of this acreage. The Mill Creek pilot suggests that:


A reasonable parking ratio is 2.5 to 3.0 spaces per 1,000 square feet of leasable
commercial building area rather than the 4.0 to 5.0 spaces per 1,000 square feet
typically required in local ordinances and sought in shopping center developments;
[NEED TO VERIFY AS PART OF SYNTHESIS] and



It is possible to increase the floor area ratio (the ratio of total floor area to total land
area in parcels of land) from a typical ratio of around 0.2 found in most districts
composed of strip commercial centers to a ratio of 0.4 to 0.5, roughly doubling the
revenue-producing floor area in the district. [NEED TO VERIFY AS PART OF
SYNTHESIS]

7. The growth likely will be gradual and probably will come in sectors other than retail, at
least in the first instance. In an in-town setting adjacent to urban neighborhoods and
proximate to a large job center like the Portland peninsula, the leading opportunities may be
housing, business services, food service, small professional offices, arts, some independent
specialty retail, and – at such time as the supply in regional districts (downtown Portland,
Maine Mall area) is absorbed – potentially hospitality.


Because of evolving demographics, particularly the entry of “Generation Y” into its
household formation years and the aging of the Baby Boom generation into its
retirement years, housing aimed at different segments and income levels appears
to be the strongest first opportunity to add to the district. The advantages of the
district –proximity to established day-to-day retailers, good community amenities,
public services, and public transportation connecting to nearby regional centers –
makes the area especially attractive for workforce housing and senior housing.

Where to Start
6. Start by imagining a street
grid superimposed on the
district, with the streets spaced
300 feet to 500 feet apart.
Preserve any existing cross
streets (such as, in the Mill
Creek district, Market St., E St.,
Q St., Erskine Drive and Ocean
St.).

Figure 1. Imagining a street grid in the district
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Do this not with the expectation of establishing a street grid that will replace the superblock
shopping center environment. Where a district’s retail core is healthy and profitable,
property owners, investors and tenants have no reason to overhaul what exists.
But this exercise begins to show where there may be logical opportunities to penetrate the
district or to forge connections at the boundaries of the district. See Figure 1. Much of the
grid will not survive in the plan, but it serves as a template to see where intersections and
extensions make sense from the points of view of both commerce and community.
See Figure 2 as an example of how a modified grid can serve to signal the potentially best
places to forge connections to the surrounding area, create new frontage opportunities
within the district, and improve pedestrian access through the district – while not infringing
on established leases for
Figure 2. A modified grid as a template
anchor tenants.

to guide new development
7. Strengthen identity and
brand by upgrading the
Connect to Ocean St
redevelopment
pedestrian environment. This
New frontage
can be done early, without
significant disruption of existing
businesses or layout of the
district. It focuses on two or
three key, existing corridors:
interior streets, such as Market
St. and Waterman Dr.; and
extensions beyond the
immediate district to connect it
Pedestrian
to amenities, such as waterfront
connection
and parks. Both Market St. and
Waterman Dr. were designed to
handle higher volumes of traffic
prior to the relocation of the
Casco Bay Bridge. There may now be room for upgrades that include wider sidewalks,
landscaped esplanades, and on-street parking.
8. Strengthen identity and brand by upgrading facades. Some older portions of a district or
center may be better removed and replaced with more productive, contemporary space. But if
this redevelopment is some time in the future, new facades – especially in combination with an
upgraded pedestrian environment – can promote the district’s identity without large
investments in redevelopment. In the Mill Creek district, Shaw’s Plaza is showing its age. The
Mill Creek Shopping Center’s façade was upgraded a number of years ago but the back of the
center, where freight deliveries are made, now also fronts on the Greenbelt Walkway and, with
upgrades, could also announce itself to the heavily traveled Broadway.
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Work from the Edges In
9. If a district such as Mill Creek has a strong retail core, it may be neither practical nor
profitable to pursue wholesale redevelopment (as may be the best option in the case of a
failing center). It may be better to focus first on the edges of the district, especially if there
are untapped amenities at the edges. This is the case with Mill Creek, with parks on three
sides (Mill Creek Park, Legere Park, and the Greenbelt Walkway) and the Fore River on the
fourth. These amenities did not exist – or were not valued – at the time the Mill Creek area was
first developed; the buildings and businesses are oriented away from them.
The introduction of high
density housing in an urban
format that takes advantage
of these amenities can
redefine the edges of the
district, provide for stronger
visual entries into the district,
and boost retail support for
the district. The housing may
include first floor retail and/or
undercover parking. See
Figure 3.

Figure 3. Examples of possible housing locations near
amenities and services, at the edges of the district.

Phase the
Redevelopment to
Accommodate Growth
10. Let the earlier stage
investments in pedestrian
upgrades, façade
improvements, the introduction of housing, and the assurance of appropriate street and
pedestrian extensions in agreed upon locations work to stimulate the market. At that point,
give the market time to respond and to determine the pace and scale of growth in the district,
and the final mix of uses.


But monitor the progress and make sure that a streamlined framework is in place to
support redevelopment to proceed over time. This includes zoning, tax increment
finance district funding (including an affordable housing TIF), an “official map” of
potential street extensions incorporated into a comprehensive plan, appropriate design
guidelines, and outreach to parties of interest to build awareness of the long-term goals.

Positioned for Transportation Efficiencies
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11. A neighborhood center like Mill Creek is well positioned to meet a variety of needs of
residents in the immediate area and of customers coming to the center.


With an improved pedestrian environment, the potential for “capturing trips” – i.e.,
allowing people to satisfy several needs on the same trip (food, shopping, coffee, other
services) without needing to drive back onto the road system – is high.



And when residents in the immediate area have needs that cannot be met in the
district, there are choices for travel to other centers (auto, bus, bicycle, walking).
12. The ability to capture trips and improve choices for travel to other centers will increase
as housing and an enhanced mix of uses are introduced into the district. A district like Mill
Creek would benefit from faster turnaround times (i.e., shorter headways) for buses to
the closest job centers – the Portland Peninsula and the east end of South Portland
(Southern Maine Community College and others). Each is within 1.5 miles of Mill Creek.
The objective should be for shuttle-type operations on no more than a 30-minute cycle at
least during key times of the day. This requires a level of residential density and demand
that may be feasible as Mill Creek’s housing and commercial base grows. (Note that a ferry
shuttle between Knightville/Mill Creek and the Portland Peninsula would not be out of the
question.)

Graphics
Due to their size the graphics produced from this effort are not included in this report. South
Portland’s final graphics can be found on the Sustain Southern Maine website at:
http://sustainsouthernmaine.org/pilot-communities/south-portland-mill-creek/
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Appendix G: Standish

FACT SHEET
STEEP FALLS, STANDISH – SUSTAIN SOUTHERN MAINE
Location

Steep Falls is located in the western corner of Standish along the
banks of the Saco River at the crossroads of Routes 11 and 113.
Crossing the Saco River, Main Street (Route 11) travels southwest
toward Limington and north toward Naples. The Pequawket Trail
(Route 113) overlaps Route 11 at the center of the village, then
travels southeast toward Route 25, and northwest toward Baldwin.
Route 113 from Standish to Gilead has been designated by the
Maine Department of Transportation as the Pequawket Trail Scenic
Byway.
The village is located on Mile 24.6 of the Mountain Division rail
line, which runs 50-miles from the Port of Portland to the state line
in Fryeburg.

Existing Type of
Center

Acreage
Demographics
2010 Census
Geography

A Class A River that supports drinking, swimming, fishing and
canoeing, the Saco River runs 136 miles from its headwaters at
Saco Lake in the White Mountains to the Atlantic Ocean at Saco
Bay. The stretch of river through Steep Falls is well-known by
kayakers for its whitewater rapids.
A mixed use village, Steep Falls is one of the town’s four
Designated Growth Areas, which have enough undeveloped land
to accommodate 100% of Standish’s projected growth. Although
Steep Falls appears largely residential in character, the village
contains several large Brownfields sites that once hosted plants
manufacturing wood and food products. The once bustling village
still boasts its own zip code and post office.
302.9 acres (4.7 sq. mi.)
Steep Falls is classified as a Census Designated Place (CDP). While
the CDP boundary is larger than the pilot area (10.2 sq. mi.
compared to 4.7 sq. mi.), it represents the most accurate
102

demographic information available for Steep Falls.
Selected CDP statistics from the 2010 Census:
Population: 1,139
Percent White: 97.5%
Median Age: 34.5
Households: 388
Percent of households with children under 18: 44.3%
Percent of households with seniors 65 & over: 16%
Housing Units: 402
Percent Seasonal: Less than 1%
Owner-Occupied: 88.9%

Selected CDP statistics from the 2011 American Community
Survey:
Percent with Bachelor’s degree or higher: 23.5%
One year in-migration from outside the county: 3.1%
Median Household Income: $47,969
Labor Force: 77.2%
Unemployment Rate: 10%
Commute to work by car alone: 95.4%
Poverty Rate: 1.7%
Percent of homes built after 2000: 31.4%
Percent of homes dependent on fuel oil: 64%
Median Home Value: $186,500

Probable Primary
Trade Area

Steep Falls is part of the Sebago Lake Economic Summary Area, a
trade area encompassing towns on both sides of Sebago Lake.
Given this large geography, the probable trade area includes the
surrounding towns of Windham, Gorham, Cornish, Buxton,
Limington, and Baldwin.
Route 113 originates at Route 25 to the south, providing access to
Greater Portland. The Mountain Division rail line provides access
east to the port at Merrill’s Marine Terminal on Portland’s western
waterfront and west to North Conway, New Hampshire. Although
not currently in operation, the Maine Department of
Transportation owns the corridor and has plans in place to restart
service when funding becomes available.

Properties Profile
Zoning

No. Parcels
 In Residential Use

The majority of parcels fronting Main Street and Pequawket Trail
are zoned as “Village Center” or “Residential”; a cluster of parcels
around Mill Street are zoned as “Business and Commercial” and
“Industrial”; and the remaining parcels in the study area (mostly
one lot back from the road or north of Tucker Brook) are zoned as
“Residential.”
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In Nonresidential
or Mixed Use
 Vacant/Open
Space
Total Land Area in
Parcels
 In Residential
Parcels
 In Nonresidential
Parcels
 In Vacant Parcels
 With Dev.
Potential
Land Use Mix
Residential

Commercial

Other

Focal Properties
Baptist Church
Steep Falls Park

Mill Street Park

Steep Falls Library

21
11
283 acres (subtracting roads and Mountain Division parcels)
174 acres
55 acres
54 acres
~110 acres (vacant parcels + areas without significant natural
constraints)
The study area is predominantly residential in nature. Most homes
are single family residential, with some multi-family homes mixed
in. Residential lots fronting Main St. and Pequawket Trail are
typically less than 2 acres in size; however, a few select parcels are
much larger (4-40 acres) and occupy mostly undeveloped outlying
areas surrounding the village center.
Of the businesses that are present in the area, the most focal retail
business is the Steep Falls Market in the center of the village; a
sprinkling of residential lots also double as businesses (a culinary
school, a gift/antiques shop, and a home remodeler); additionally,
two large-scale commercial warehouses are located adjacent to
the Mountain Division line (one is used for storage, the other is
vacant).
Steep Falls boasts two public parks in close proximity to each other
in the center of the village. Several larger lots are also owned by
utilities: Central Maine Power owns two significant lots fronting
Saco River, and the Portland Water District owns a larger lot
surrounding Tucker Brook.
The church is located on a 1.84-acre lot on the west side of Main
St.
Maintained by the Steep Falls Village Improvement Society, the
park sits on a triangular .76 acre lot just south of the intersection
of Main St. and Pequawket Trail. The park contains a mostly open,
grassy area with a handful of trees and a gazebo.
Once home to the village schoolhouse, this 2-acre town-owned
property on Mill Street contains a playground, skating rink, and
skateboard park.
Built in 1917 in the Colonial Revival style, this historic building was
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Steep Falls Wildlife
Management Area

Central Maine Power

Sanborn Mill site
Agway Building

Transportation
Commute Times

added to the National Register of Historic Places in 2004. A $1
million capital campaign is underway to construct an addition that
would house the Steep Falls Historical Society. In season, the
library parking lot hosts a weekly Saturday farmers’ market.
Managed by the Maine Department of Inland Fisheries and
Wildlife, this 4,910-acre site includes upland forests and wetlands.
Permitted activities include boating, fishing, hunting and wildlife
watching. A portion of the site is designated as the Standish
Sanctuary, where hunting and trapping are prohibited.
The Androscoggin Pulp and Paper Mill burned down in 1936,
leaving only foundation remnants on this scenic site along the Saco
River. Not signed for public access, this 20.9-acre parcel is used
informally by walkers and kayakers. On the other side of Main St.,
CMP owns an additional 2.7-acre lot, which also fronts the Saco
River.
This vacant 1.6-acre parcel at the end of Mill Street has been
discussed as a potential site for a passenger rail station.
This hulking structure next to the Steep Falls Park is the most
dominant building in the village. It is currently used by Davis &
Hanscom, a local contractor, for storage.
A significant factor for the working population of Steep Falls is
travel time to work. Since Steep Falls is located in the western
corner of Standish, it is typically further away from most jobs in the
Greater Portland labor market. This is reflected in “Travel Time to
Work” Census data, which is drawn from the population of people
who are 16 years and over and do not work from home. As seen in
the table on the next page, compared to the Town of Standish, the
working population of Steep Falls faces notably longer commute
times, especially in the 30-34 min. and 35-39 min. ranges.
Steep Falls
Standish
Percent Count Percent Count
< 5 min.

0%

0

2%

95

5-9 min.

4%

17

7%

333

10-14 min.

3%

13

9%

442

15-19 min.

7%

32

8%

399

20-24 min.

8%

35

11%

532

25-29 min.

4%

17

5%

234

30-34 min.

39%

168

21%

1,040

35-39 min.

11%

49

7%

368

40-44 min.

6%

25

9%

464
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45-59 min.

18%

76

16%

802

60-89 min.

0%

0

6%

294

> 90 min.

0%

0

1%

38

Total:
100%
432
100%
5,041
*Source: B08303 “Travel Time to Work,” American Community Survey 20072011

Streets

Street
Interconnection

High Crash Locations
Transit

Bike/Ped

Pequawket Trail (Route 113)
Federal Functional Classification (FCC) = Major/Urban Collector
Annual Average Daily Traffic (AADT) = ~4,000-5,000
Main Street (Route 11)
FFC = Major/Urban Collector
AADT = ~2000
Mill Street
FFC = Local
AADT = ~50
Smith Avenue
FFC = Local
AADT = ~70
Heath Lane
FFC = Local
AADT = ~25
Steep Falls Village occupies the area around the intersection of
Main Street and Pequawket Trail. While there are other roads in
the area (Mill Street and Smith Avenue) they are dead end roads
separated from each other by the railroad right-of-way.
There are no DOT designated High Crash Locations in the pilot area
There is no fixed route bus service in Steep Falls. However, the
town falls within the Regional Transportation Program’s (RTP)
service area. RTP is a demand-response service that provides lowcost transportation to the elderly, social service agency clients, the
economically disadvantaged, and persons with disabilities
throughout Cumberland County.
Although the area has been without passenger train service since
1959, Steep Falls is one of three villages (South Windham,
Fryeburg) in active consideration for a future passenger station
should service reactivate.
Unlike Main Street, the Pequawket Trail offers shoulders of
adequate width for bicycling. Neither street contains sidewalks or
crosswalks
There is a vision to extend the Mountain Division rail with trail
through Steep Falls, but final design/engineering has not been
106

Parking

initiated.
On and off-street parking in the village is limited. The library and
post office both maintain off-street parking areas. Parking at the
Steep Falls Market requires users to back out onto Main and Mill
Streets.
There is no public boat launch in the village to access the Saco
River.

Sewer and Water
Public Sewer
Public Water
Storm Water System
Natural Resource
Constraints
Wetlands, Slopes, Etc.

Not available
Yes
No storm water infrastructure present

Wetlands exist for much of the area south of Main Street and west
of Pequawket Trail.
Parcels fronting the Saco River are subject to “Resource Protection
District” and “Shoreland Development District” standards. Tucker
Brook also runs southwest/northeast through the northern portion
of the pilot area; a narrow band surrounding the brook is zoned as
“Stream Protection District.”
Slopes of 15-30% run south of Main Street and west of Pequawket
Trail.

Storm Water
Other Background
Historical Context

The areas east of Pequawket Trail and northwest of Main Street
appear to have the least environmental constraints (few wetlands,
and slopes of 0-8%).
Storm water runoff does not appear to be a constraint.
The following historical description of Steep Falls was found on
www.steepfalls.com:
“As part of the town of Standish in Southern Maine, the village of
Steep Falls has a history that relies heavily on the Saco River and its
mills. While Standish was incorporated in 1785, Steep Falls village
settlement did not occur until the 1820s, with the construction of
the first sawmill in 1826. For the next hundred years, the economic
development of the village was determined early on by its various
types of sawmills, gristmills and finally by its pulp mill. While the
Saco is the boundary between the towns, the mills and settlement
across the river in Limington were considered part of Steep Falls.
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Comprehensive Plan

The construction of a railroad station in 1870 created faster growth
in Steep Falls by making passenger and freight transportation
much more convenient. Economic growth slowed in the 1920s, but
until then the village was a destination point; home of many types
of businesses including blacksmiths, cooper shops, hotels, livery
stables, tailors, and general stores.”
The 2006 Standish Comprehensive Plan Update clearly articulates
the Town’s vision for Steep Falls to accommodate future growth.
“The village of Steep Falls will remain largely residential in
character. However, limited commercial development will still be
allowed, primarily on a scale to serve the needs of the village itself
and surrounding neighborhoods.
Incentives will be used to encourage higher density residential
development, especially when it connects to public water, but also
when it protects open space or creates affordable housing.
Accessory rental apartments will be allowed and existing family
apartments will also be usable for this new purpose.
Density of new development will also be subject to moderation if
necessary due to soil limitations or protection of the PWD wellhead
and recharge area.
Elderly housing will be permitted pursuant to a new set of elderly
housing standards to be adopted so as to facilitate the
development of a full range of elderly housing alternatives.
A stronger emphasis will be placed on making the new
development and the village pedestrian friendly.
Commuter rail service has been restored through Steep Falls and
Sebago Lake Villages, facilitating the development of our fourseason tourist industry.”

Route 113 Economic
Strategy

Standish is one of five communities participating in the
implementation of regional plans developed by the Route 113
Corridor Committee, including Economic Opportunities along the
Pequawket Trail (2008) and Corridor Management Plan for the
Pequawket Trail Scenic Byway (2013):.
Champion the restoration of rail service on the Mountain Division:
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Communicate the benefits of rail service to policymakers, residents and
businesses along the corridor.
Provide guidance to State efforts to determine the feasibility of passenger
and freight service.
Identify intermodal connections from the Port of Portland to Conway, New
Hampshire.

Develop infrastructure for sustainable four-season activities:





Apply for Transportation Enhancement funding to construct the Mountain
Division Trail in a manner compatible with freight and regularly scheduled
passenger rail service.
Ensure the development of trailheads with adequate facilities and
consistent wayfinding.
Support the development of small and home-based businesses in village
centers.

Specific recommendations for the Scenic Byway are still in draft
form.
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DESIGN CHARGE
STEEP FALLS STANDISH WORKSHOP
SUSTAIN SOUTHERN MAINE
MARCH 13, 2013
Objectives
Enhance Steep Falls Village as a vibrant, mixed-use center. Understand the design requirements
of property owners, tenants, and investors and how growth of the Steep Falls area can fit those
requirements. Explore the opportunity for Steep Falls to accommodate transit-oriented
development related to the Mountain Division as a passenger station for excursion/commuter
rail and as a trailhead for bicycling, walking, snowmobiling and skiing activities associated with
the trail.
In addition to these objectives, we wish to get insights on the following:






the potential for job and residential growth in this pilot center – can it be designed to
accept growth?
the kinds of activities, goods and services that people living and working within this
center could access without having to leave the center and without need to travel in
private vehicles on major roads.
the relationship of this center to other centers in the region and the choices of
transportation people would have to get from this center to other centers.
whether this center can accommodate housing for residents of different incomes.

Growth Targets17
Jobs: Accommodate about 10% of Standish’s projected job growth (2010-35), or between 33
and 35 jobs. Depending on the mix of retail, food service, and office space, this may translate to
16,500 and 17,500 square feet of commercial space (@500 s.f. per job).
Housing: Accommodate 5% -10 % of Standish’s projected household growth (2010-35), or
between 68 and 135 households. The housing should accommodate a mix of incomes.
17

According to growth projections done by USM Professor and former State Economist, Dr. Charles Colgan,
Standish is projected to grow by 1350 housing units and by 350 jobs in the next 25 – 35 years. If these projections
are realized, it is probable that as many as 945 units and 333 jobs could be captured within all of Standish’s village
/ growth areas combined.
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Design Challenges
Intensity/Density of development: While Public Water does exist, this area is not served by
sanitary sewer; the only way to achieve greater than 2 units per acre is by providing a
community septic system. Assuming there are soils capable of handling a system of this sort,
what uses and density might be achieved? See Wastewater Disposal and Water Supply.
The number and design of units should be guided by companion elements of the plan, including
the target of 45-60 households, parking needs, and the provision of green space to manage
storm water and provide an amenity for residents. (For reference only, if housing for 68-135
households occupied, say, 20 acres in the pilot area, the residential density would be between 3
and 7 units per acre. Under Standish’s ordinance for this area, a range of .75 to 4 units per net
acre are permitted.)
Land use mix: Strive for a mix that can share traffic, customers, and parking; and that will allow
customers and residents to meet a reasonable number of needs within walking distance of
homes and job locations. The mix can build on the existing array of convenience goods and
services already in the Steep Falls area. In Table 1, note the synergies between activities as
rated by Urban Land Institute:

Circulation: Improve vehicular and pedestrian connections within the pilot area. Consider
whether and how at least one additional east-west and/or one additional north-south
connection can be made through the pilot area. For example, is there a way to connect Mill
Street to Smith Avenue (despite a need to cross the rail) or Heath Lane with Smith Avenue.
Consider how the Mountain Division Rail Line may be utilized to carry commuters and visitors.
Village design: Set a course toward village edges and streetscapes, with the placement of
buildings along frontages while preserving view corridors. Consider appropriate landscaping as
a way to enhance the image and brand of the area, both within public rights-of-way and within
the development parcels.
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Wastewater disposal and water supply: To design the hamlet with subsurface wastewater
disposal and on-site wells. Where subsurface wastewater disposal is used, state law limits
residential density to two dwelling units per acre (gross). Consider the option of engineered,
community subsurface wastewater disposal for some or all of the development, with
contracted administration by the Topsham Sewer District or use of a community sanitary
district, as enabled by state law to facilitate compact growth patterns in areas without public
sewers. (Title 38, Chapter 11-A) This allows smaller lots that are connected to the community
system, as long as overall density is not greater than 2 units per acre. See the illustration.
The chart (Community Septic System) shows
a hypothetical set of land uses to illustrate
the acreage of disposal fields that would be
required if all were connected to a
community system. This can be used as a
reference. For example, every 10 dwelling
units will need about 9,000 SF of disposal
field area.
Additional Notes on a Community Septic
System provided by a licensed soil
evaluator:
A subsurface wastewater disposal (SSWD)
field is rated as being able to receive a given
volume (gallons per day or gpd) in a 24-hour
period. Although may people talk about "I
have a 1,000 gallon septic system"; the truth
is really how many gpd your system is rated
for. A typical 3-bedrrom house is rated at 270 gpd (90 gpd per bedroom). Commercial systems
can get large and complex quickly mostly depending upon the volume and strength of the
wastewater. Restaurants and laundromats are notorious for being hard on disposal fields. I've
attached the table in the present plumbing code that details many gpd flows.
The size of the necessary system is determined by totaling all of the anticipated design flows.
Once you hit 2,000 gpd, a system is called an "engineered system". The way many use the
system is to break up the flows such that there are two or more disposal fields; each of which
has a design flow of less than 2,000 gpd to avoid the complications associated with engineered
systems. One further complicating element of restaurants is that not only is there typically a lot
of wastewater volume but the strength of the wastewater causes a necessary multiplier to
further increase the necessary size of the disposal field.
With an existing use, water meter readings can sometimes be used to document the actual
usage rather than using the (typically higher as a default) gpd numbers in the plumbing code.
The soil type together with the gpd flow determines the necessary size of and disposal field.
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In terms of a small community’s needs, the more you can define the parameters of the use(s),
the more you can refine the necessary gpd flow, which determines the tank/ disposal field size
(total design flow), which determines the cost to install.
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STANDISH STEEP FALLS PILOT CENTER
LESSONS LEARNED
April 15, 2013
Realities and Assets in a Rural Village Environment:
1. Declining rural villages face development challenges:


Lack of goods and services: Rural areas have few goods or services available on site.
This requires residents to travel long distances for even day to day needs. These trips
are costly for residents in terms of both dollars and time spent.
 Distance from jobs: Rural villages commonly lack employment centers in the modern
age. This again causes residents to travel long distances every day, incurring high
transportation costs and loss of time.
 Lack of pedestrian amenities: While rural villages are built at a small scale, road design
over the past decades was focused primarily on auto travel, making it often very hard to
walk from one part of the village to another due to the lack of sidewalks or even
shoulders.
a) Changing nature of passing traffic: Many rural villages experience mixed traffic: local
traffic plus travelers using the main road as the shortest route to their destination, with
speeding a common byproduct. This creates a conflict between pass-through traffic and
the needs of residents to enjoy a safe and neighborhood-oriented environment.
2. But rural villages do have assets that present opportunities for future development:






Traditional center based layout: Most rural villages are the product of a rich history.
They are built around civic focal points and historical job centers. Amenites are close
together. While most of the rural employment centers have faded in recent years, in
Steep Falls, many of the village center amenities, such as libraries, schools and post
offices, still exist.
Developable land: Rural centers by their very nature have abundant undeveloped and
underutilized land. While some of this land may be environmentally constrained or
protected, there is still opportunity to bring back employment and business to the area
while carefully expanding residential uses to support it.
Natural resources/rural character: The abundance of undeveloped land and farmland in
and around a rural village is a primary contributor to the look and feel of the area. It
provides visual and recreational amenities, fosters residents’ connection to the land
and is a major attraction for people looking to adopt a rural/outdoor-oriented lifestyle.

Place in Hierarchy of Centers
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3. Thinking about the growth potential of an existing district requires understanding its place
in the hierarchy of centers: does it have the draw (from largest market area to smallest) of a
regional, community, neighborhood, or convenience center? Steep Falls is currently a
convenience center with its one commercial store drawing mostly on the immediate
population and capturing some level of pass-through traffic.
4. Once its place in the natural hierarchy of centers is identified, it is possible to look at ways
that the center can fulfill its potential. Steep Falls has great potential to become a small
neighborhood/village center, particularly with the traditional village center services of the
post office and library that already exist. By developing additional residences in the
immediate area, encouraging small business commercial growth at the village crossroads,
and ensuring safe pedestrian access between the two, a traditional small village center
could develop and thrive here. The potential of a Mountain Division line stop in the future
would enhance this potential.

Capacity for Growth: Potential Growth
5. Steep Falls is representative of a rural village center. This type of location has capability to
absorb growth. A review of development potential suggests that Steep Falls has the
capacity to absorb 5-10% of Standish’s projected residential housing growth over the next
25-35 years or some 68 – 135 units. In addition, 10% of job growth projections for Standish
could generate 33-35 jobs in this area. Depending on the mix of retail, food service and
office space, this could translate to between 16,500 s.f. and 17,500 s.f. of commercial space.
6. The capacity for growth of a location such as Steep Falls depends partly on the amount of
buildable, vacant land in the area. Rural villages commonly have large amounts of
undeveloped land just off the primary roads as well as former commercial or manufacturing
land that is now vacant or underutilized. The Steep Falls pilot suggests:
 Formerly developed commercial or manufacturing land is a good place to consider
siting similar projects. In Steep Falls, the former train station property at the
crossroads could be used for small retail development, while the former Sanborn Mill
property just off the main road is suitable and large enough for light industrial,
commercial, mixed use development or some combination of these.
 Large vacant parcels off the main roads can provide good locations for residential
development. Given the area’s rural setting, single family homes are likely the best
use here but the land will support a variety of housing types depending on what the
market and local community is willing to accept. The relatively low land costs could
also make this area suitable to fill the need for affordable housing; younger people
starting out and older people downsizing who prefer a rural environment and a
walkable neighborhood would find this an attractive location.
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Where to Start
7. Improve the pedestrian experience
 Most rural villages do not currently have sidewalks and an immediate action to improve
quality of life for residents is to create sidewalks on the major roads through the
center. This will connect residents to each other and to stores and amenities in the
village. In Steep Falls, recreational walking is common, both on roadways and over an
extensive trail system. Adding sidewalks and strategically sited crosswalks at civic uses
will increase the safe recreational use of the area.
 Speeding traffic is typically a problem on rural roads passing though village locations.
Narrowing the roadway through such techniques as roadway striping, landscaping,
fencing and signage along, along with adding sidewalks, will create a visual reminder to
passers through that they are entering a village; a more pedestrian-oriented place. In
Steep Falls, speed tables may also be an appropriate solution, though they sometimes
create more noise. Slower traffic reduces traffic noise as well as making the road safer
for pedestrians.
 If through-truck traffic is an issue, communicating with the owners of those enterprises
about what a town is trying to achieve in such a village area can sometimes be helpful in
terms of slowing truck speed.
8. Address the need for community septic systems
 Rural areas are not generally served by public sewer. This means that engineered septic
systems will be a large part of any potential development. State law requires that in
areas not served by sewer or community septic, residential densities must be no more
than two housing units per acre, so if a rural village is interested in even moderate
densities it must address this issue. There are a number of things a village can do to
prepare for septic based developments:
i. Make sure soils in the area are sufficient for septic before attempting to
encourage development there. In Steep Falls, the soils are generally sandy.
ii. Town ordinances can be made to expressly allow shared septic systems.
iii. Public funds, including TIF revenues, can be used to help fund the construction of
such systems. These public-private partnerships can help lower the barrier to
village-type development that the lack of a public sewer may present.
iv. As septic systems are largely underground, public lands such as parks and ball
fields can be used as locations for shared septic systems while still being used
as public space. In Steep Falls, a septic system that would serve the former train
station property could be located under the town green.
9. Protect the visual identity of the village
 An older village typically has a significant number of buildings with strong architectural
elements. Design standards can be considered by the community to maintain the
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current visual feel of a traditional rural village if residents want to make sure that new
development honors this style.
i. Architectural styling: Architectural standards can be enacted that require new
construction or significant reconstruction to be done in the traditional style
evident elsewhere in the village.
ii. Location of parking: Parking lots can be required to be behind buildings rather
than in front so as to more closely resemble the existing driveways for residential
units.
iii. Massing and site location: New buildings or significant renovations can be
required to resemble the existing housing stock in terms of height and size. They
can also be required to be located along the road and landscaped consistent
with the traditional houses in the area.
Many traditional rural villages have central parks or commons. These can be built up
and maintained by the town or by interested groups of residents. These become a
major amenity for the community, a central location where residents can interact
socially and events can be held. In Steep Falls, an active and effective Neighborhood
Association already exists, a huge asset to rebuilding this village area.
If Town-owned properties are well maintained and landscaped, this can set the tone for
the rest of the Village to keep the area attractive. Property owners along key corridors
can be encouraged and if possible assisted in improving the aesthetics of their
properties. This will help maintain the identity of the village, increase resident’s sense
of pride and ownership, and contribute to development potential.

10. Preserve environmental assets
 One of the most prominent assets and attractions of rural Maine communities is
access to natural environments. A town can work with local residents and with land
trusts to preserve portions of undeveloped land so that they can continue to be
enjoyed by residents. Steep Falls has many miles of trails though wooded portions of
the area, most on private land. Making sure these trails remain open to residents and
taking extra effort to preserve the areas through which they pass is a good strategy to
promote residential development.
 Rural communities that are built on or near rivers and streams are typically used by
residents for boating, swimming, and/or fishing. The Saco River is a major asset for
Steep Falls. Creating publicly controlled access points will help reduce property
owner conflicts and allow for maintenance of these areas, which can be overseen by
citizens groups in cooperation with the municipality.
11. Keep in mind the potential for rail service
 Historically, rural villages were often the site of a train station. While only a few rail
lines are active today, the railroad rights of way are often still in existence and owned
by rail companies or the state. Local and national opinions are turning back to favor
trains again. While the potential for restoring train lines may be some ways off, the
opportunities for communities along these lines cannot be underestimated. Any plans
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for a village located on a historical rail right of way should keep the potential revival
of that line in mind and provide support whenever possible. If the historic rail station
no longer exists, towns should consider preserving options for the best location to reconstruct ticket platforms, windows and related amenities while considering that
facility’s interface with other transportation modes

Graphics
Due to their size the graphics produced from this effort are not included in this report.
Standish’s final graphics can be found on the Sustain Southern Maine website at:
http://sustainsouthernmaine.org/pilot-communities/standish-steep-falls/
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Appendix H: Wells

FACT SHEET
WELLS CENTER OF OPPORTUNITY – SUSTAIN SOUTHERN MAINE
Location

Existing Type of Center
Acreage
Demographics
Demographics – all data
from 2010 Census and
ESRI Community Analyst

Probable primary trade
area
Properties Profile
No. parcels
 In residential use
 Number of residential
units
 Residential Unit
Capacity
 In nonresid or mixed
use, incl parking lots
 Vacant/open space

The HUD pilot project includes the area of Wells that stretches
along Route 109 from the Maine Turnpike interchange (exit 19) East
to Route 1, then South along westerly side of Route 1 to Mile Rd ,
and then to the northwest along Chapel Rd back to Route 109. This
area includes York County Community College, Wells
Transportation Center, Wells Town Hall and the Wells Elementary,
Jr High and High Schools.
Neighborhood Center / Village
1,145 acres (1.79 mi2)
Population of HUD area = 646
Median age = 51.9
Ave Household Size = 2.45
Owner Occupied = 52.1%
Renter Occupied = 47.9%
Median Household Income = $50,932
Median Home Value = $257,803
Business Profile:
Total Businesses = 79
Total Employees = 840
Employee/Population Ratio = 1.30
Major sectors:
Retail Trade 20.5%
Accommodation & Food Services 18.7%
Health Care & Social Assistance 9.2%

290
186
436
3,194 @ 1 unit per 20,000 SF with acreage of 1466.71
54
53
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Total land area in parcels
 In residential parcels
 In nonresid parcels,
incl parking lots
 In vacant parcels
Land Use Mix
Commercial

Residential
Other –

1466.71 Acres
348.48 acres
423.65 acres
694.58 acres
There are a variety of commercial uses along Rt 109; a large printing
company, a distribution center for Shaw’s Supermarkets,
automotive supply and repair shops, gift shops, etc. Route 1 is the
main commercial center of town with everything from lodging and
dining facilities, to fuel stations, gift shops, antique stores,
convenience stores, hardware stores, etc.
There is a variety of single and multi family housing units along Rt
109 and Chapel Rd.
There is an Urgent Care medical facility on Rt 109, as well as a
variety of municipal buildings (Town Hall, Elementary School and
High School). York County Community College is located off of
Chapel Rd.

Zoning
The study area contains portions of the following zoning districts:
- Light Industrial District and Transportation Center Zone
around the Maine Turnpike interchange
- Residential Commercial District along Rt 109
- General Business district along Route 1,
- Residential A District and Rural District on either side of
Chapel Rd.
Focal Properties
Others?
Transportation
Streets

High Crash Locations

US Route 1 North of Mile Rd 20,120 AADT
US Route 1 North of HANNAFORD Entrance 17,970
Route 9/109 West of Maine Turnpike Entrance 16,360
Route 9/109 East of Maine Turnpike Entrance 15,130
US Route 1 North of Harbor Rd 12,460
Chapel Rd West of Route 1 6,620 (cir 2005)
Chapel Rd South of Route 109 6,430 (cir 2005)
Chapel Rd & Route 1 (Crashes = 36, Rank = County #2, State #14)
Chapel Rd & Route 109 (15, #18, #89)
Route 109, Maine Turnpike ENT, Wells Trans Center (19, #50, #218)
Route 1, Mile Rd, Rite Aid Z Rd (18, #23, #110)
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Public Transportation

York County Community Action Corporation (YCCAC) provides yearround daily bus service between Sanford and Wells that runs
approximately every 2 hours. Makes stops at the Wells
Transportation Center and Hannaford Plaza.
There is also seasonal trolley service that serves the Study Area
making hourly trips from Ogunquit to the Wells Transportation
Center to Kennebunk and Kennebunkport.
YCCAC also provides demand-response transportation service in
Wells on Wednesdays. More information can be found here:
http://www.yccac.org/buses-and-vans/186.html

Rail

There is a rail line which travels through the HUD Project Area.
Pan-Am Railway owns the line, which is used daily for both freight
and passenger rail service. The rail line is a major connector
between Portland, Maine (and points north) and Dover, NH (and
points south). Amtrak runs passenger service between Boston, MA
and Brunswick, Maine, with a passenger terminal in Wells, ME. This
terminal is in the HUD Project Area.

Bike/Ped

Pedestrian:
There are sidewalks along Rt 109 east of the Elementary School to
Rt 1 and along Rt 1. There are no sidewalks on Chapel Rd.

Parking

Sewer and Water
Public Sewer

Public Water
Storm Water System
Natural Resource
Constraints
Wetlands, slopes, etc.
Storm water

Bike facilities:
The only painted bike lane is along the north-bound side of Rt 109
at the intersection with Maine Turnpike. Otherwise bikes use paved
shoulders along Rt 109 and Chapel Rd.
There is a Park-n-Ride lot at the Transportation Center; otherwise
there are no other designated public parking lots. There are large
parking lots associated with public uses at Town Hall and the High
School and the Jr High.
Public Sewer runs along Route 1 and west along Rt 109 to the
Transportation Center. The Industrial Park is also served. Many of
the large seasonal developments are also served by Sewer
(including the large development just south of Chapel Rd.
Public water is generally available in the Study Area.

Depot Brook
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Other Background
Historical Context

Previous Studies

Recent Transportation
Projects

Early maps and information indicate a business and municipal
center of Town in the vicinity of the Route 1 and Route 109
intersection from Stephen Eaton Road southerly along Route 1 past
the schools and the library. A train station along Depot Road,
located off of Route 109, along with stores along Route 1 were
areas of commerce.
Depot Brook ICF Study focused on Wells Corner, the area of town
around the Rt 109 / Route 1 intersection. It looked at ways to
create pedestrian friendly village center while implementing storm
water standards in order to protect Depot Brook.
2009:
Route 109 from Interstate 95 to Route 1 which
included wider shoulders for bike use, new paver
sidewalks, new intersection layout and lights at
Route 1/109 intersection. The Town has also
invested in extensive landscaping at the intersection
of Route 1 and 109 and installed a new Town Clock in
front of the Fire Station.
2010 – 2011: Route 109 – Phase I from Interstate 95 half way to
the town line of Sanford. Wider lanes and shoulders.
2011 – 2012: Route 109 – Phase II completion of improvements to
the town line of Sanford.
2012 – 2013: Route 1 North Project reconstruction and repavement of Route 1 to eliminate segmented
concrete base. Project will also include sidewalk
improvements with the participation of the Town.
Proposed Transportation Projects

Comprehensive Plan

2014 (?)

Traffic light and intersection reconstruction at the
intersection of Route 109 and Chapel Road.

2014 (?)

Intersection realignment and improvements at Route
1 and Mile Road

201(?)

Intersection improvements and possible traffic light
installation at Route 1 and Chapel Road intersection

201(?)

Connector road from College Drive around York
County Community College to the Route 1/Mile Road
intersection

The Town of Wells Comprehensive Plan is due to be updated in 3
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years. The existing Comprehensive Plan has the area designated as:
G1-- Developed Areas and previously designated growth areas
T2 – Community College
R1 – Rural Area previously designated
R2 – Chapel Road Rural extension
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DESIGN CHARGE
Wells Center of Opportunity
March 6, 2013
Objectives:
Create a conceptual master plan for Wells Village as a baseline for how the community’s
comprehensive plan may be updated. The Village is considered the triangular area bounded by
Route 109, Route 1, and Chapel Road; it extends to the Transportation Center.
Within this area, the objectives are to brainstorm






how the interchange area might develop,
what intensity and mix of use certain large parcels of undeveloped land in this area
might attract,
what additional street connections would benefit the village,
re-envisioned street cross sections to slow traffic and make bicycling and walking more
attractive.
concepts for new development that depict the use of design standards the town may
explore adopting.

In addition to these objectives, SSM wishes to get insights on the following:





the potential for job and residential growth in this pilot center – can it be designed to
accept mixed growth?
the kinds of activities, goods and services that residents and workers within this center
could access without having to leave the center or needing to travel in private vehicles
on major roads.
the relationship of this center to other centers in the region and the choices of
transportation people would have to get from this center to other centers.
whether this center can accommodate housing for residents of different incomes.

Design Challenges:
Intensity/Density/Mix of Development: Substantial underutilized land area exists in this
triangle. The community’s comprehensive plan has recently undergone some level of challenge.
This effort should consider those re-zoning requests. One large parcel near the intersection of
Chapel Road and route 109 has approved plans for mixed use development. Approval came just
as the market crashed in 2009.


Growth Targets: Based on projections done in the late 2000’s and adjusted after 2010
census results were made available, the town may to host 2328 additional housing units
in the next 25-35 years along with nearly 1200 jobs. If 50% of those units and 75% of
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those jobs were captured within this village area, that would mean 1164 housing units
and 900 could be realized (an average of 54 units and 38 jobs per year over 30 years). If
however, only 25% of the units and 50% of the projected jobs were captured within this
area, some 560 units and 600 jobs (on average 19 units and 20 jobs annually over a 30
year horizon) would result. Whether Wells is prepared to support a growth
management program that would capture at least 25% of the projected residential
growth and 50% of the projected job growth within this study area is one of the areas
this workshop will explore; in the end, it is Well’s decision whether to have any
targets for this growth area.




If 25% of projected units (560) were built on 100 of the available 695 acres, which
would yield a density of 5.6 units per acre assuming that public or community sewer
serves these 100 acres.
If 50% of projected (or 600) jobs were created in this area, as much as 300,000 s.f. of
new commercial could be realized at 500 s.f. per employee.

Land use mix: Strive for a mix that can share traffic, customers, and parking; and that will allow
customers and residents to meet a reasonable number of needs within walking distance of
homes and job locations. The mix can build on the substantial array of convenience goods and
services (food, hardware, drug stores, banking and other personal services, etc.) already in the
Wells shopping areas. In Table 1, note the synergies between activities as rated by Urban Land
Institute:

Circulation/Safety:
Improve vehicular and pedestrian connections within the pilot area. Consider whether and
how at least one additional east-west and/or one additional north-south connection can be
made through the pilot area. For example, is there a way to extend College Drive to Route 1 at
Mile Road or to connect Flintock Village with Chapel Road or Route 109?
Consider alternatives, such as but not limited to addition of transit service, which may make it
easier for current and future residents and workers to utilize the train service.
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Aesthetic: Building design/height, parking lot layout and landscaping as well as street- scaping
and pedestrian amenities are important to the success of this important area of Wells.
Parks, Trails, Recreation and Open Space:
Look for opportunities to interconnect existing and potential spaces with one another and with
residential and commercial activity centers in the Village area.
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WELLS CENTER – SUSTAIN SOUTHERN MAINE

LESSONS LEARNED
April 15, 2013

Realities and Assets in a Decentralized Town Center Environment:
1. Moderate to low density areas with multiple disconnected town centers face
developmental challenges:






Lack of a center focal point: While some of the amenities of a town center may be in
place, the separation of centers contributes to a lack of town identity. There are few
places for by-chance social interaction among residents, and day-to-day goods and
services are either unavailable or scattered far apart from each other. Most businesses,
spread out on major roadways, appear to be aimed at pass-through traffic rather than
local residents.
Poor interconnections for all modes: Limited connections between different parts of
town make it hard for residents to get to the various amenities that are available to
them. Because there are only a few roads, traffic is consolidated, which leads to
congestion. Because these are typically older, narrow roads that were designed
primarily for vehicles delivering goods, and later used for touring, conditions are not
pedestrian or bike friendly. The separation of amenities results in long travel times for
nearly any trip. Poor pedestrian connections force people to use their car between
every stop they make, even in those few instances where amenities are fairly close.
Too many choices: A large area with dispersed amenities does not present a clear
choice in terms of where to focus growth. This means that there are many possible
solutions, making it more challenging for a community to coalesce around a single plan.

2. But these kind of communities have assets that present opportunities for future
development:




A variety of civic amenities: A community without a town center does have amenities
to build on, including schools, municipal offices, and businesses. These consistently
draw people to these areas from surrounding towns and neighborhoods, as well as
those that live near the center.
Developable land: Such a community has a lot of open land available for infill
development. This land also provides a great opportunity for creating pathways or
roads to connect amenities and adding residential development in a manner that can
support the growth of adjacent small business. Additional land is often available around
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the periphery of the area, suitable for less dense residential development that would
still be close to and support the core amenities.

Place in Hierarchy of Centers
3. Thinking about the growth potential of an existing district requires understanding its place
in the hierarchy of centers: does it have the draw (from largest market area to smallest) of
a regional, community, neighborhood, or convenience center? The Wells pilot area is very
large and contains within it multiple convenience centers along Route 1. It is also
immediately adjacent to employment centers, such as the industrial park off Route 9.
4. Once its place in the natural hierarchy of centers is identified, it is possible to look at ways
that the center can fulfill its potential. The current lack of one multi-use center at the core
of Wells, combined with the recent growth of the town provides a powerful opportunity
to create a successful center over the next decades. Strategically placing infill residential
development and small businesses, and creating better connections throughout the area
will lead to the development over time of a town center, supported by market incentives,
town planning and community support.

Capacity for Growth
5. A review of development potential suggests that the Wells study area has the capacity to
absorb 25-50% of Well’s total projected residential housing growth over the next 25-35
years or some 560-1164 units. In addition, 50-75% of job growth projections for all of Wells
could generate 600-900 jobs in this area. Depending on the mix of retail, food service and
office space, this could translate to between 300,000 s.f. and 450,000 s.f. of commercial
space.
6. The capacity for growth of a location such as the Wells study area depends partly on the
amount of buildable, vacant and underdeveloped land in the area. A decentralized town
center has a lot of undeveloped land, both interspersed between existing developed parcels
and on the periphery.
 Interior parcels or parcels with frontage on low traffic roads can be developed as
residential with some land left as green space. These parcels can easily accept the
projected growth.
 The transportation center area can support a combination of small business and
potential smaller scale rental housing for those who commute to locations along the
Downeaster line.
 Parcels with road frontage that have good visibility and are near residential uses can be
developed as retail or mixed use with office or residential space. These can be
encouraged to develop in a concentrated area so as to attract the maximum number
of customers needing multiple services.
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The remaining job growth can be absorbed in larger office or light industrial
developments on peripheral parcels with good road and/or rail access. Keeping these
jobs accessible to a growing town center will support the growth of the center and the
attractiveness of these job sites to new employers.

Where to Start
7. Create and improve interconnections
 Improved road connectivity can reduce congestion on busy arterials and create new
mixed use development opportunities as well as bike and pedestrian connections. In
Wells, continuing College Drive through to the intersection of Mile Road and Route 1
would open up new land for development and also reduce traffic in a currently
dangerous intersection.
 Off road bike and pedestrian connections are equally important. They can be used to
provide safe and direct routes connecting schools and other civic properties to
residential neighborhoods and retail services. In Wells opportunity exists for a multiuse
path connecting York County Community College to the civic core as well as for
formalizing a path from Route 1 through the series of municipally owned parcels that
make up the civic core.
 Add bike and pedestrian amenities to existing roads. Making sure that roads have safe
sidewalks and crosswalks can also help enhance the sense of community in a
neighborhood by encouraging walking and biking, which in turn leads to opportunities
to socialize.
8. Create or support the growth of a village center
 Creating a village center can give a place a sense of identity and build community
among residents. There are two major types of centers that are traditional for New
England towns. They are not mutually exclusive and a combination of both can be very
useful.
1. Commercial/mixed use center: Such a center is typified by a dense, walkable but
road-oriented downtown. New buildings would be set close to the road but
allow for wide sidewalks and include parking away from the road. This will slow
traffic and create a safer, less auto-oriented environment. At the same time, it
will make the village center visually distinct from adjacent areas of the road.
This type of center, while serving nearby residents and workers, would also
draw in passersby and people from farther flung neighborhoods and
communities to shop and use services because of the broad variety of services
and goods available. It also sets the stage to host a gathering place, whether
municipally sponsored or a business venture. Such a center can include
residential housing, perhaps on the second floor or behind storefronts. In Wells,
the corner of Rte. 109 and Rte. 1 could be a good location for this type of center,
especially if the space vacated by the Fire Station opens up municipally owned
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space where the town could specify appropriate use and form for private
investment by a developer.
2. Open space/community center: This center builds on the traditional town green
concept by providing landscaped parkland or recreation area at the heart of a
more densely populated center of town. It provides a space for local residents to
enjoy the outdoors and interact with each other as well as being a venue for
town events. This type of center can be located off major roads as long as it is
in walking distance of as many residents as possible. Wells’ existing civic core
on Rte. 109 provides a great opportunity to support something of this nature
over time, linking the civic core and future residential development along Chapel
Road and a new community center via multi-use paths and strategically located
local streets.
9. Identify what types of development are desirable in what parts of town and zone
accordingly
 Decentralized town centers cover large areas. This provides opportunities for
development in many places and in order to make sure that portions of the town are
not working at cross purposes; plans should be outlined ahead of time so residents and
developers can see the big picture.
 It is unlikely that a town center, even one spread out over a large area, can support
multiple village centers and commercial/mixed use areas. Determining the best location
for these, both in the public eye and in terms of economic viability, and then zoning and
providing incentives appropriately is an important step in seeing it occur. An approach
that focuses and prioritizes growth areas is most fiscally sustainable and likely to
support the goals of building identity, community support and economic vitality.
 Similarly, identifying areas that the town does not feel are suitable for intensive
development and working with property owners to conserve this land is important for
keeping the rural character of a small town.
10. Use transit to connect areas that are farther apart
 Public transit is a valuable tool for connecting areas of a town that are too far away to
walk. In the example of Wells, the beach and the train station are both far away from
the town center and even farther from each other. Transit can help people get between
these areas, particularly visitors and those who may not be able to drive. In the town of
Wells, an existing seasonal transit service provides a model to build from in order to
create a more robust, year round service.
Graphics
Due to their size the graphics produced from this effort are not included in this report. Well’s
final graphics can be found on the Sustain Southern Maine website at:
http://sustainsouthernmaine.org/pilot-communities/wells-transportationmunicipal-center/
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Appendix G: Westbrook

FACT SHEET
PRIDES CORNER WESTBROOK – SUSTAIN SOUTHERN MAINE
Location
Existing Type of
Center
Acreage
Demographics
All Data from 2010
Census and ESRI
Community
Analyst

Prides Corner, Westbrook
An emerging, mixed-use commercial center that also serves as a
throughway between Portland and the Lakes Region
115 acres
Population and Housing:
Population of HUD area = 255
Median Age = 43.6
Avg. Household Size = 2.20
Owner Occupied = 79.7%
Renter Occupied = 14.6%
Median Household Income = $58,525
Median Home Value = $201,378
Business Profile:
Total Businesses = 21
Total Employees = 114
Employee/Population Ratio = 0.43

Probable Primary
Trade Area
Properties Profile
No. Parcels
 In Residential
Use
 In NonResidential or
Mixed Use
Parcels
 Vacant/Open
Space
Total Land Area in
Parcels
 In Residential

Major Sectors:
Retail Trade: 24.4%
Services: 38%
Finance, Insurance, Real Estate: 9.8%
Westbrook/Greater Portland

74
54
11

9
106 acres (subtracting road parcels)
52 acres
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Parcels
 In NonResidential or
Mixed Use
Parcels
 In Vacant
Parcels
Land Use Mix
Commercial

Residential

Other

25 acres

29 acres

An array of commercial uses: dentist/doctor’s offices, real estate services,
salon, tattoo parlor, gas station, Subway, insurance services, tax
accounting. Most businesses in the area front on Bridgton Rd., with the
exception of the Flea Market, which is adjacent to Elmwood Ave.
Most homes in the area are single family residential, with some multifamily homes mixed in. Residential lots are typically 1 to 2 acres in size.
The study area also features two relatively large townhouse-style
condominium developments.
The Prides Corner Elementary School (now vacant), and the First
Evangelical Free Church both occupy large lots in the study area.

Zoning
Current Zoning:
The majority of parcels along the western side of Bridgton Rd. (and a few
along the eastern side north of the main intersection) fall within the
Highway Services zone, which calls for minimum lot size of 15,000 sq. ft., a
max height of 40’ or 3 stories, and 30’ setbacks all around.
Most parcels along the eastern side of Bridgton Rd. south of the
intersection are in the Residential Growth Area 2 zone, which calls for
minimum lot sizes of 10,000 sq. ft. with sewer/20,000 sq. ft. without
sewer, a max height of 35’ or 2.5 stories, and setbacks of 10’ existing/15’
new.
The Prides Corner Smart Growth Area is located to the north of the study
area on the western side of Bridgton Rd. The vision for this area is “to
establish a growth pattern that is anti-sprawl in nature. The standards for
this zone will be flexible, encouraging a mixture of residential uses, as well
as limited commercial and industrial activity.” This zone currently has
minimum lot sizes of 5,000 sq. ft. with sewer/20,000 sq. ft. without sewer,
a max height of 50’, and setbacks of 10’ for front and back, and 8’ for side.
Future Zoning:
The 2012 Comprehensive Plan recommends the Prides Corner area be redesignated as a Corridor Mixed Use District (to replace the Highway
Services zoning districts and Prides Corner Smart Growth Area). The vision
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for this new zone is still consistent with the 2000 Comprehensive Plan,
and is as follows:
“To promote high-quality cohesive commercial and mixed-use
development on consolidated lots while reducing traffic congestion. The
scale and intensity of development should respect the surrounding
residential neighborhoods while being substantial enough to establish an
identifiable and attractive neighborhood mixed‐use commercial corridor.
This concept has been promoted through recent lot consolidation and a
higher level of building design and architectural detail.”
The Corridor Mixed Use District would establish space and bulk provisions,
would include less frequent curb cuts, and would establish a uniform
building line. The district would also allow for multi-family housing to
encourage a mix of uses. Increased density may be appropriate, but
building height would not exceed 4 stories.
Focal Properties
Prides Corner
School
(Vacant)

The Real Estate
Center

First Evangelical
Free Church

Prides Corner Flea
Market

LaBella Villa

The Prides Corner School was closed at the end of the 2012 school year as
the Westbrook schools were reorganized (the three remaining elementary
schools now accommodate grades K‐4). The building, now vacant, is 60+
years old and needs millions of dollars in repairs, including a new boiler
and heating system, a new driveway with an updated drainage system,
and new doors and windows. The property has a parking lot with a
capacity of ~40 spaces, a playground, a baseball diamond, and two tennis
courts that are in poor condition.
This building occupies a corner lot (west of Bridgton Rd. and south of
Pride St.) at the main intersection. A variety of businesses are located in
the building with a focus on real estate services. Businesses include:
Prudential Northeast Properties, APR Associates (property management),
J. Gaudet Associates (human resources management), Kempton Real
Estate Appraiser, Manufacturers Association of Maine, and Ecological
Home LLC.
The church is located on the eastern side of Bridgton Rd., before the
intersection with Pride St. and Brook St. The church sits on an ~11 acre lot
and is set back from the road by several hundred feet. It has a large
parking lot with a capacity for ~100 spaces.
The Prides Corner Flea Market is an indoor flea market open on Saturdays
and Sundays year round. It occupies an ~6 acre lot on the eastern side of
Elmwood Ave. just north of the main intersection. Other businesses
located in the building are 302 Discount (smoke shop), and Fine and Funky
Furnishings. The property has a large parking lot with a capacity for
roughly ~200 spaces (25 are set aside for a Park and Ride lot).
A townhouse style condominium development on the eastern side of
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Condominiums

Dr. John Svorak Jr.
New REMAX
Property
Wormell Farm

Transportation
Streets

Street
Interconnection

High Crash
Locations

Bridgton Rd. The development consists of six large, rectangular buildings
approved by the FHA in 1988. The condos offer compact living, with a
parking lot that accommodates ~100 vehicles.
A relatively new medical office on the western side of Bridgton Rd. before
the main intersection.
New development still under construction on the western side of Bridgton
Rd. before Dr. John Svorak office. The two-story building is set relatively
close to Bridgton Rd. with a parking lot behind the building.
Although the bulk of this 111 acre property lies outside of the study area
to the east, the parcel does have frontage on both Bridgton Rd. and Brook
St. The property is not in productive use as a farm, and is currently being
marketed for development. While the property is developable, it does
have some natural constraints (Minnow Brook, wetland area, steeper
slopes in places).
Bridgton Rd. (Rt. 302)
Federal Functional Classification (FCC) = Other Principal Arterial
Annual Average Daily Traffic (AADT) = 15,000-17,000
Brook St.
FFC = Major/Urban Collector
AADT = 3696
Pride St.
FFC = Local
AADT = 2507
Elmwood Ave.
FFC = Local
AADT = 842
Villa Rd.
FFC = Local
AADT = 416
Grandview Dr.
FFC = Local
AADT = 297
Prides Corner occupies the area surrounding the 4-way intersection of
Bridgton Rd. and Pride St./Brook St. Aside from these more major roads,
Grandview Dr. is the only street in the study area that interconnects (Pride
St. to Bridgton Rd.). It may be possible to connect Grandview Dr. to the
school property, although the school is now vacant. Villa Rd. serves a
housing complex and dead ends; this road could potentially be connected
to the unused dirt driveway to the north, or possibly be extended to a 4way intersection with Grandview Dr.
There are no high crash locations in the study area
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Transit

Prides Corner is served by the METRO Route 2 bus line. The route travels
north/south Bridgton Rd. and connects Prides Corner to downtown
Portland. The bus reverses direction at the Park and Ride lot, and several
stops fall within the study area. The route also offers limited service along
Pride St. and East Bridge St.
Prides Corner also falls within the RTP service area. RTP is a demandresponse service that provides low-cost transportation to the elderly,
social service agency clients, the economically disadvantaged, and persons
with disabilities throughout Cumberland County.

Bike/Ped

Parking

Sewer and Water
Public Sewer

A Park and Ride lot is located in the northern portion of the study area at
the Flea Market parking lot. According to Explore Maine, it is privately
owned with a capacity for 25 vehicles (no handicap spots). The lot is
served by METRO Route 2; it does not have bike racks, but it does offer
lighting, phone, and shelter/benches.
For bicycling, wide shoulders in good condition are present on Bridgton
Rd. leading up to the intersection with Pride St. and Brook St. from the
south. However, higher volumes of traffic may deter people from biking
on the road. Additionally, the shoulders all but disappear during the
approach to the intersection as the road transitions from two to four
travel lanes; this condition persists for the portion of Bridgton Rd. north of
the intersection as well. Brook St. has essentially no road shoulders for
biking, while Pride St. has small 1-2 ft. shoulders that are in variable
condition.
For pedestrian use, a sidewalk exists along the western side of Bridgton
Rd. throughout the study area, but not the eastern side. A short section of
sidewalk connects the Prides Corner School (now vacant) to the sidewalk
on Bridgton Rd. Sidewalks are also present on both sides of Villa Rd. A
signalized crosswalk is available on the western leg of the intersection of
Bridgton Rd. and Pride St./Brook St., and another crosswalk allows
residents of La Bella Villa condominiums to cross Bridgton Rd. more safely.
Prides Corner does not offer on-street parking. Businesses and
condominium developments provide their own off-street parking. The
Flea Market has an expansive parking lot (~200 spaces), of which 25
spaces are set aside for a Park and Ride lot.
Most properties adjacent to Bridgton Rd. before the intersection with
Pride St./Brook St. are served by public sewer. The properties along Pride
St. and Brook St. are not on public sewer; the properties along Bridgton
Rd. to the north of the intersection are also not on public sewer (with the
exception of one property).
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Public Water
Storm Water
System
Natural Resource
Constraints
Wetlands

Slopes

Storm Water

Other Background
Historical Context

Fully served by the Portland Water District
The area is served by a storm water system that consists of catchbasins
and gravity fed drainage pipes. The condition of the system is not known.

The area is mainly free of wetlands. Minnow Brook flows in a north/south
direction and parallels the study area to the east. A long, narrow
“emergent wetland” (National Wetlands Inventory definition) does exist
on the undeveloped Wormell Farm parcel, mostly to the east of the study
area (this wetland falls within a resource protection shoreland zoning
overlay). A smaller “forested and shrub wetland” (NWI) is present at the
northeast corner of the study area and covers a portion of an
undeveloped parcel.
Slopes vary throughout, but the study area is predominantly flat. The
steepest, and most variable slopes are found in the area east of Bridgton
Rd. and south of Brook St.
Westbrook is subject to storm water management standards for the
treatment of runoff from developed sites. It should be assumed that
management will require a combination of vegetated surfaces for bioretention, treatment chambers under parking lots, and similar measures.
From Westbrook’s Comprehensive Plan (2000):
“The area grew as a support community for those traveling between
Portland and Bridgton. Business varied and included restaurants, quarries,
the original Post Office, and Bayley’s Blacksmith Shop. Throughout this
historic area are found homes and farms dating back to the late 1700s and
early 1800s.”

Comprehensive
Plan

“Community spirit has always been a key component of the Pride’s Corner
area. The “neighbors” often known for supporting one another in their
individual and community projects. Long known for being independent
and providing services to much of the region, the community now faces
the pressures of urbanization, as development moves further up Bridgton
Road. Development in the region should be carefully monitored and
controlled. View sheds should be maintained, important buildings
incorporated into the landscape, architectural styles blended
appropriately, and curb cuts limited. Aesthetic design should work to
maintain community character.”
Westbrook is currently updating its Comprehensive Plan. A 7/30/2012
draft is publicly available at the following link:
http://www.westbrookmaine.com/vertical/sites/%7BF1389B70-C0B0139

4C93-B5868D1A7C04281B%7D/uploads/2012_Westbrook_Comprehensive_Plan.pdf
The draft will go to the City Council for public hearing and adoption on
2/4/2013. In the Plan, zoning changes to Prides Corner are recommended
(see zoning section above).
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DESIGN CHARGE
PRIDE’S CORNER WESTBROOK
SUSTAIN SOUTHERN MAINE
FEBRUARY 26, 2013
Objectives
Change the look and feel of an emerging commercial corridor that also serves as a throughway
between Portland and the Lakes Region while not negatively impacting traffic flow. Explore
how mixed use village style development could create a commercial center for the
neighborhood and improve both the appearance of the area and existing traffic flow. The
“Corridor Mixed Use District” as identified in the newly adopted Comprehensive Plan envisions
a mix of uses and establishing a consistent building line with a maximum of 4 stories.
Understand the design requirements of property owners, tenants, and investors and how
growth of the Pride’s Corner area can fit those requirements.
In addition to these objectives, we wish to get insights on the following:





the potential for job and residential growth in this pilot center – can it be designed to
accept growth?
the kinds of activities, goods and services that people living and working within this
center could access without having to leave the center and without need to travel in
private vehicles on major roads.
the relationship of this center to other centers in the region and the choices of
transportation people would have to get from this center to other centers.
whether this center can accommodate housing for residents of different incomes.

Growth Targets
Jobs: Accommodate about 10% of Westbrook’s projected job growth (2010-35), or between
330 and 350 jobs. Depending on the mix of retail, food service, and office space, this may
translate to 165000 and 175000 square feet of commercial space (@ 500 s.f. per job).
Housing: Accommodate 5-10% of Westbrook’s projected household growth (2010-35), or
between 90 and 180 households. The housing should accommodate a mix of incomes. The
pilot area may be well positioned to serve young and senior markets with modestly sized units.
Design Challenges
Intensity/Density of development:
The vision for this area is to promote high quality cohesive commercial and mixed use
development on consolidated lots while addressing traffic flow in this area. The scale and
intensity of development should respect the surrounding residential neighborhoods while being
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substantial enough to establish an identifiable and attractive neighborhood mixed use
commercial corridor. The “Corridor Mixed Use District” envisions establishing a consistent
building line with a maximum of 4 stories. This workshop will explore a variety of space and
bulk scenarios for use by the City Planning staff as it implements this new vision.
Residential densities need not be artificially limited. The number and design of units should be
guided by companion elements of the plan, including the target of 90 to 180 households,
parking needs, and the provision of green space to manage storm water and provide an
amenity for residents. (For reference only, if housing for 90 to 180 households occupied, say, 5
acres in the pilot area, the residential density would be between 18 and 36 units per acre.
Under Westbrook’s zoning ordinance, the Pride’s Corner area allows 4 units per net acre
(10,000 s.f. and 15,000 s.f. per lot and per unit in sewered areas). The current RGA-II and City
Center Districts permit up to 5.8 and 17 units per acre respectively.
Within and immediately adjacent to this pilot area are the 100+ acre Wormell property, the
former Pride’s Corner School property (12 acres) and the Flea Market property (6.4 acres).
Land use mix: Strive for a mix that can share traffic, customers, and parking; and that will allow
customers and residents to meet a reasonable number of needs within walking distance of
homes and job locations. The mix can build on the existing array of convenience goods and
services already in the Pride’s Corner area. In Table 1, note the synergies between activities as
rated by Urban Land Institute:

Urban design: Set a course toward urban edges and streetscapes, with the placement of
buildings along frontages. Consider appropriate landscaping as a way to enhance the image
and brand of the area, both within public rights-of-way and within the development parcels.
Sidewalks should be on both sides of Bridgton Road in the planning area or at least its center.
Circulation: Improve vehicular and pedestrian connections within the pilot area. Consider
whether and how at least one additional east-west and/or one additional north-south
connection can be made through the pilot area. For example, is there a way to extend Villa
Road (or the long driveway north of it) so that it can become a 4-way intersection at Grandview
Drive – or to connect the Pride’s Corner School property with Grandview Drive?
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Realities and Assets in a Suburban Arterial Environment:
1. Low density arterials with encroaching strip developments in suburban settings face
development challenges:






Residential development is isolated: Suburban developments are often disconnected
from each other and restricted to one major access point. Even where developments
are better connected, the high volume, high-speed roads they are connected to
generally are not pedestrian or bicycle friendly. This makes it very hard for residents to
travel to other parts of their community.
Encroaching strip development: Arterial roads, where left to their own devices, tend to
develop in an automobile-centric pattern. Businesses locate far from the road with
parking in front and tend to be focused on serving pass-through users rather than
nearby residents. This type of development is usually visually unattractive, an inefficient
use of space, and unfriendly to bikes, pedestrians, and even local automobile traffic. It
does not tend to create a sense of community or unique identity or brand.
The lack of a center: Largely due to the first two points, there is no centralized focus in
a typical suburban arterial community. Goods and services are scattered and designed
for passers-by, without provision of day-to-day goods or services for nearby residents or
potential residents.

2. But a suburban neighborhood served by an arterial road does have assets that present
opportunities for future development:






Developable land: A suburban arterial community typically still has a lot of open land
and underutilized land within it. There is a lot of opportunity for commercial infill
development along the arterial road as well as new, interconnected residential
development off the arterial road.
Green space/rural character: While the community lacks a defined center, its identity is
strongly linked to its visual rural character. In addition to developable land, suburban
communities such as Pride’s Corner have undeveloped land that can remain that way to
keep the distinction between the urban area and the outer suburbs clear. This can
provide a distinct sense of place unique to this kind of center.
Classic layout: The layout of many suburban arterial communities harkens back to
classic New England town origins, with residential neighborhoods surrounding a primary
intersection. This layout provides a natural focal point at the intersection, which has
strong potential to become a center for the area.
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Opportunity for transit: The collection of residential development focused on a central
area and the easy access provided by the arterial creates a great opportunity for transit.
Pride’s corner exemplifies this by already being a part of the Greater Portland Metro bus
service.

Place in Hierarchy of Centers: Growth Potential
3. Thinking about the growth potential of an existing district requires understanding its place
in the hierarchy of centers: does it have the draw (from largest market area to smallest) of
a regional, community, neighborhood, or convenience center? Pride’s Corner is currently
operating as a convenience center, with a primary focus on pass-through traffic on the
arterial. There is a desire to see this area serve more of the local residents’ needs and move
towards becoming a village center.
4. The traditional layout of the Pride’s Corner area, with residential development surrounding
a major intersection, has much potential to create and support a village center as is desired.
There are already a good number of residential units within walking distance of this center
along with plenty pf developable land for more. Combine this population with the passthrough traffic on the arterial and there is a significant customer base to support small to
moderate sized businesses around the central intersection.

Capacity for Growth
5. Growing the residential base, preferably within a 0.25- to 0.5-mile band of the business
district, is essential to growth as a more complete neighborhood center. A built-in
residential population – especially where competing centers are located within 3-to-5 miles
– is the surest path toward success as a center, providing the base to support a more
complete array of neighborhood-oriented goods and services.
6. Pride’s Corner is representative of suburban arterial development. This type of location has
significant capability to absorb growth. A review of development potential suggests that
Pride’s Corner has the capacity to absorb 5-10% of Westbrook’s projected residential
housing growth over the next 25-35 years or some 90 – 180 units. In addition, 10% of job
growth projections for Westbrook could generate 330 – 350 jobs in this area. Depending on
the mix of retail, food service and office space, this could translate to between 165,000 s.f.
and 175,000 s.f. of commercial space.
7. The capacity for growth of a location such as Pride’s Corner depends partly on the amount
of buildable, vacant and underdeveloped land in the area. Low-density development along
suburban arterials commonly have both vacant and underused land. This is true in the case
of Pride’s Corner, which has significant amounts of land both fronting on the arterial road
and off the major roads. The Pride’s Corner pilot suggests:
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Parcels with frontage on the arterial road that are either vacant or underused can be
proactively developed with mixed retail and office space. This would easily accept the
projected growth in these uses.
Vacant land off of the primary roads can be used for residential development of a
variety of types depending on what the market and local community is willing to accept.
Environmental constraints may also restrict where and what type of housing can be
constructed. In Pride’s Corner, it would be possible to create duplex or multifamily
housing on the east side of Route 302 (Bridgton Road) behind new retail and office
space built close to the road right of way. A new low volume street off Rte. 302 and
connecting to Brook Street? would separate the residential and commercial uses and
provide access to parking for both.

Where to Start
8. Respect the arterial nature of the main road
 Arterial roads passing through suburban areas carry a large amount of traffic, little of
which is from the immediate area. There is little a suburban municipality can do to
reduce overall traffic load. However there are strategies for making such a road as safe
and people-friendly as possible without significantly restricting traffic flow.
1. Reduce curb cuts by combining the access points for multiple
properties/businesses into one shared access point.
2. Create a parallel local road to serve new development on parcels not fronting
on the arterial. This will consolidate the traffic from these interior parcels to one
or two significant intersections with the arterial rather than many individual
access points.
3. Reconfigure or close where possible old road intersections that are dangerous
and/or unnecessary. For example in Pride’s Corner the southern termination of
Elmwood Road at Route 302 could be removed and the road could instead
connect to Brook St. farther away from the Route 302 intersection. This would
remove a confusing and dangerous traffic pattern from Route 302.
9. Create a village center and an unique place identity
 Suburban environments are often lacking in commercial centers, which causes
residents to travel moderate to long distances for every need. By creating a commercial
village center, travel patterns become more efficient and amenities are more
convenient to residents, attracting growth. To encourage the formation of a village
center, ordinances and design standards can be crafted to achieve certain goals:
1. Combine retail and office space. This allows the area to be developed to its full
potential, with retail and services available for local residents as well as the
workers in the office space.
2.
Create a less auto-oriented environment and make the village center
visually distinct from adjacent areas. Do this by locating new buildings close to
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the road, leaving room for sidewalks and providing parking in back. Locate
entrances and exits onto the arterial with adequate separation based on a
preferred posted speed. Consider reducing or eliminating side setback
requirements to provide a downtown feel, creating interconnected rear parking
lots that share access and egress points. This combination will help to slow traffic
traveling through and support the reduction of curb cuts as mentioned earlier.
3. Create a consistent aesthetic theme. Making sure the architectural design and
scale of new buildings in the area is compatible with older buildings and each
other creates a sense of visual identity. This helps to foster a sense of community
among business owners and residents and also enhances the marketability of
the center by enticing passers-by to stop and residents to visit often.
10. Improve walkability and bikability
 Creating connections between different areas to reduce the time required to get from
one part of a community to another is a key component of improving the bicycle and
pedestrian friendliness of an area. In an arterial setting, these connections create a
safe and attractive alternative to traveling on the high-speed arterial road. Where
road connections are impossible or undesirable, multi-use paths between different
neighborhoods can reduce the isolation that is often a part of living in neighborhoods
with only one access point.
 Constructing sidewalks and safe crosswalks on major roads is a necessity when creating
a village center on an arterial. These increase the safety and attractiveness of the
center, drawing in more users. Further, by connecting the various businesses they help
to reduce curb cuts and traffic by allowing customers to park once and visit multiple
establishments. This in turn attracts more customers as people consider it a major
convenience to be able to complete multiple errands in a single location.
11. Provide transit opportunities
 Suburban communities located on or near arterial roads have great potential for transit
routes to connect them to city and employment centers. Pride’s Corner, for example, is
already served by the Greater Portland Metro Bus system. Keeping residential
development focused around a central point increases the effectiveness of the transit
stop, over time creating opportunities for more frequent service. Providing safe and
reliable transit can increase the attractiveness of a suburban village center by helping
residents lower their travel expenses.
12. Protect environmental assets and the rural character
 As noted earlier, suburban communities often have large areas of undeveloped land
available, providing rural character. Not all land needs to be open for development;
many people will choose to live in the area for its rural character and access to
recreational opportunities.
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Environmentally sensitive and recreational land can be identified and protected by
environmental law, zoning or even town purchase, preserving a suburban center’s
unique identity and attractiveness. Such land can also be developed as a distinct
amenity through the addition of walking trails, which are often supported and
maintained by a local community organization.
To additionally preserve rural character, major view sheds can be identified and
protected. In Pride’s Corner, a large area of hilly former farmland was identified as a
serious contributor to the feel of the area. The municipality could decide to preserve it
in some manner, such as reserving through conservation easement the most
environmentally sensitive portions (steep slopes and gullies) and creating open space
walking and biking trails that provide recreational opportunity for nearby residents.

Graphics
Due to their size the graphics produced from this effort are not included in this report.
Westbrook’s final graphics can be found on the Sustain Southern Maine website at:
http://sustainsouthernmaine.org/pilot-communities/westbrook-prides-corner/
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