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I.

Executive Summary

The Sustain Southern Maine Initiative
In 2010, the Greater Portland Council of Governments
(GPCOG) was awarded a $1.6 million Sustainable
Communities Regional Planning Grant from the U.S.
Departments of Housing and Urban Development,
Transportation, and Environmental Protection Agency.
This grant has provided funding for the initial Sustain
Southern Maine (SSM) initiative.
Sustain Southern Maine is a regional partnership of over
40 organizations, communities, and businesses working
together to strengthen the region’s economy,
environment, and sense of community.
Over the last several years, the SSM initiative has
engaged the region in an unprecedented planning
effort to develop a suite of regionally applicable
strategies and recommendations related to
transportation, housing, economic development,
infrastructure, natural resources, and social equity.

public transportation organizations, and are also
required to develop a Long Range Transportation
document that addresses current and anticipated
problems for all forms of travel in the region.

SSM Multimodal Transportation Plan
The intent of the SSM Multimodal Transportation Plan is
to provide a common vision for the larger Southern
Maine region. To do this, the plan integrates key
elements of the PACTS and KACTS Long Range
Transportation Plans, as well as MaineDOT’s Long Range
Plan “Connecting Maine”, SSM’s standalone
transportation reports, and numerous other sources.
Using these guiding documents, the Plan identifies
present conditions and trends taking place within the
Figure 1: The Sustain Southern Maine Region

The transportation component of the SSM initiative
consists of a collection of reports, each providing
focused assessments of a particular aspect of the
transportation system, including bicycle and
pedestrian conditions, road and bridge infrastructure,
the public transportation system, and the freight
network. Much of the content in this plan has been
derived from the findings of these standalone reports.

Metropolitan Planning Organizations –
PACTS and KACTS
The geography of the SSM region, shown in Figure 1,
spans much of Southern Maine from Brunswick at the
northern tip down the coast to Kittery and as far west
as Sanford, Acton, Standish, and Raymond. This
region was organized around the planning areas of
the two Metropolitan Planning Organizations (MPOs)
in Southern Maine – the Portland Area
Comprehensive Transportation System (PACTS), and
the Kittery Area Comprehensive Transportation
System (KACTS). Both organizations are responsible
for coordinating transportation planning and
investment decisions among state, municipal, and
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needs, as well as promote the efficient movement
of goods by maximizing existing freight corridors
and expanding access to new markets.


Policy 3: Maintain and Transform the
Transportation System
Maintain the mobility, safety, and accessibility of
existing infrastructure while improving and
modernizing infrastructure to accommodate more
transportation choices.



Recent upgrades at the Portland International Marine Terminal in
Portland will help sustain recently rebooted container shipping at the
site. Photo courtesy of the Bangor Daily News.

region, and provides a set of policies, strategies, and
recommendations to address the region’s changing
needs and conditions.
While the Multimodal Transportation Plan includes
updated information, it is not intended to replace the
more formal requirements of the PACTS, KACTS, and
MaineDOT Long Range Transportation Plans. Rather,
the intent of this plan is to communicate a uniform
vision to ensure local planning partners and elected
officials are working towards similar goals throughout
the Southern Maine region.

Policies, Strategies, and Recommendations
Central to this effort are six policies, 17 strategies, and
51 recommendations developed during the planning
process. The six core policies identify broad regional
priorities and goals that serve to guide the region
towards a more sustainable and desired future. The six
major policies are:


Policy 1: Improve Public Health and Safety
Increase the safety of the transportation system for
all modes of travel and encourage active
transportation choices, such as biking or walking.



Policy 2: Enhance Economic Competitiveness
Improve economic competitiveness through reliable
and timely access to employment centers,
educational opportunities, services, and other basic

Policy 4: Strengthen the Land Use –
Transportation Connection
Strengthen the connection between land use,
transportation and community livability in the
planning process.



Policy 5: Protect the Environment
Reduce the negative impacts the transportation
system has on the natural environment and human
health.



Policy 6: Maintain a Regional Focus
Prioritize a regional approach to transportation and
land use planning founded on effective
communication and the management of regional
resources.

From these core policies, the strategies and
recommendations serve to narrow the focus by
identifying specific, actionable steps that can be taken
by various entities – local governments, transportation
agencies, non-profits, etc. – throughout the region.
Performance measures can then be used to benchmark
progress towards these recommendations.

High Priority Recommendations
From the list of 50+ transportation recommendations,
22 recommendations were identified that are felt to
have the most transformative impact on the region’s
transportation
system.
These
“High
Priority
Recommendations” are described in detail in the
following pages, as well as in the Policies, Strategies,
and Recommendations section (marked by an asterisk).
For organizational purposes, the recommendations
have been grouped into four categories: Capital
Improvements,
Community
Advocacy/Education,
Improve Processes, and Research.

Sustain Southern Maine: Multimodal Transportation Plan
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*A full list of Policies, Strategies, and Recommendations developed for this plan is provided in Section II.

Capital Improvements
1. Design roads and intersections to be safer
Improve the physical layout of roads and
intersections for all modes by taking such measures
as
improving
sight
distances,
realigning
intersections, installing sidewalks, crosswalks, and
raised medians or refuge areas, and widening or
improving road shoulders. Since “lane departure” is
the number one factor contributing to fatal
accidents, install center lane and shoulder rumble
strips whenever it is appropriate to do so while
considering the needs of cyclists.

2. Actively work to minimize the transportation
system’s impact on local ecosystems
Use natural landscape features and low impact
development (LID) techniques to provide
stormwater management, flood mitigation, and
habitat preservation and restoration. Provide
incentives for municipalities to implement
demonstration
projects
using
innovative
techniques.

3. Promote consistency in bicycle and pedestrian
infrastructure design
Newly constructed or reconstructed bicycle and
pedestrian facilities should be built to meet or
exceed the requirements of the Americans with
Disabilities Act (ADA), and be consistent with the
PACTS Update to Regional Bicycle and Pedestrian
Facility Design Guidelines.

4. Improve bicycle and pedestrian connections to
transit
Transit stops and stations throughout the region
should be evaluated to determine how well they
meet cyclist and pedestrian needs. Improvements
such as pedestrian refuge islands, enhanced
crosswalk markings, pedestrian signals and signage,
and bike parking should be considered, especially
for transit stations that see high volumes of use.
Bicycle roll on/roll off issues at certain Downeaster
stops should continue to be looked into.

5. Increase the availability and accessibility of
transit
Emphasis should be placed on increasing the
frequency and reliability of existing transit services
before creating new areas of service (unless
expansion connects two or more existing systems).

6. Improve transit system connectivity
Continue to coordinate transit service, fares, and
operations in the region. Plan for inter-modal hubs
that provide convenient transfers in high use
locations, and create new transit hubs or mini-hubs
where appropriate.

7. Expand transit service to appropriate new
locations
Where appropriate, extend transit service to new
locations. Promote transit corridor development
across municipal boundaries through regional
transit planning, the use of transit TIFs, or other
strategies.

8. Expand intermodal freight facilities
Improve and expand intermodal freight facilities
that can handle containerized cargo among trucks,
trains, and ships to increase the efficient movement
of goods. Create new market opportunities and
reduce heavy truck traffic by providing freight rail
access to the International Marine Terminal in
Portland.

9. Establish a Network of Electric Vehicle
Charging Stations
Help businesses and communities locate a network
of Level II Electric Vehicle Service Equipment (EVSE)
augmented with a small number of strategically
located DC Fast Chargers that will allow people to
travel within and through the region with electric
vehicles. Explore funding options, such as an
electricity surcharge tax, to help pay for them.

10. Convert waste hauler fleets to compressed
natural gas and/or blended biodiesel
Work with regional waste haulers to establish
demand for CNG and blended biodiesel fueling
infrastructure that is open to the public by
specifying the use of alternative fuels when
municipalities renew contracts for waste pick-up.

11. Convert public and private fleets to propane
Autogas
Work with public and private fleets to establish
demand for propane Autogas infrastructure in areas
where natural gas is not available and/or where
fleets need the flexibility of traveling extensively
outside those areas. Propane marketers should be
partners in this effort and should be expected to
respond to demand by providing a coordinated
network of public fueling stations. Additionally,
explore funding options, such as a propane
surcharge tax, to help pay for fueling infrastructure.

Sustain Southern Maine: Multimodal Transportation Plan
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Community Advocacy/Education
12. Promote environmentally-friendly commuting
options
Provide outreach to the public on environmentallyfriendly commuting options, such as ridesharing,
the use of transit, and biking or walking to work;
collaborate with large employers/organizations to
develop travel demand management (TDM)
strategies to provide incentives for their employees
to use these options.

13. Provide educational outreach on the benefits
of street connectivity
Work with municipal officials and the public to
promote the long-term benefits and cost savings of
a more connected network of streets, particularly in
areas of concentrated residences, businesses, and
stores. Share “lessons learned” on this subject from
the pilot centers of opportunity project with
municipalities throughout the region.

14. Support bicycle and pedestrian planning
efforts at the community level
Help local residents plan and advocate for bicycle
and pedestrian improvements in their community
by providing support and technical assistance to
existing committees (or related groups) and help to
convene new ones.

Improve Processes
15. Adopt Complete Streets policies
Help municipalities adopt Complete Streets policies,
with the long-term goal of establishing a statewide
Complete Streets policy. The language, ideas, and
lessons learned from the City of Portland’s
Complete Streets initiative should serve as a model
for other efforts. Additionally, municipalities should
understand that once improvements are made
there is an expectation they are maintained as such.

16. Provide incentives for bicycle and pedestrian
improvements that create regional
connections or are located in existing or
emerging mixed use centers
Organizations that fund capital improvements (i.e.,
MaineDOT, MPOs) should focus resources on
projects that span multiple communities, address
gaps to connect existing or proposed routes, or are
in locations that experience high bicycle and
pedestrian use, such as downtowns and schools.

17. Strengthen access management measures
Continue to work with municipalities to ensure that
access management measures are being applied.

18. Help municipalities identify and create new
road connections
Work to preserve municipal rights to paper streets
and range-ways, promote policies and ordinances
that require new development to provide road
connections and associated public easements, and
help municipalities develop plans for future
connectivity that identify key parcels necessary for
creating a more interconnected street network.

Research
19. Plan for a changing climate
Work with the Maine Geological Survey and other
relevant organizations to identify transportation
assets throughout the region that are vulnerable to
sea level rise, increased storm intensity/frequency,
and flooding; incorporate this information into
hazard mitigation plans and develop strategies to
mitigate risk in these areas, such as elevating roads,
bridges and rail lines, and widening culverts and
other drainage infrastructure.

20. Seek consistency in bicycle and pedestrian
mapping
The mapping efforts from the PACTS Bicycle and
Pedestrian Plan and the SSM Bicycle and Pedestrian
Report should be expanded to include accurate,
“ground-truthed” information for as many
communities in the region as possible.

21. Improve bicycle and pedestrian data collection
and distribution
The PACTS bicycle and pedestrian count program
should continue as scheduled in order to monitor
changes over time; the methodology and lessons
learned from this program should be shared freely
among transportation planners, municipal staff, and
the general public; and bicycle and pedestrian crash
and injury data should be incorporated into this
data.

22. Identify existing and emerging mixed use
centers
Assist municipalities in identifying appropriate
locations for development – including infill
development – at densities and in patterns that
support public transit, and work with municipalities
to help enact appropriate land use policies that will
attract this type of development.

Sustain Southern Maine: Multimodal Transportation Plan
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Sidewalks and bike lanes are helping urban and downtown neighborhoods become more desirable places to live and work. This picture shows
a new sidewalk and bike lane on Auburn St. in Portland.

Key Findings
The SSM Multimodal Transportation Plan recommends
a balanced transportation strategy with a strong
emphasis on supporting higher density mixed use
development, improving the frequency and reach of the
public transportation system, meeting the needs of
bicyclists and pedestrians, and stimulating economic
development through targeted investments in the
freight network.
The policies, strategies, and recommendations
contained in this plan are well founded, and are
supported by the findings of the Sustain Southern
Maine transportation reports, previous long range
planning efforts conducted by PACTS, KACTS, and
MaineDOT, and a stakeholder engagement process.
In brief, the Southern Maine region is spreading out.
Over the past several decades, the fastest growth in the
region has occurred in suburban and rural communities
approximately 10-25 miles distant from metropolitan
areas.
This decentralization has resulted in increased road
traffic, longer and more expensive commutes, increased
air and water pollution, a greater dependence on fossil
fuels, the degradation of rural landscapes, higher taxes
(to pay for infrastructure), and the weakening of town
and city centers. There are also social costs to consider,
such as the disruption of farming and forestry activities,
and mobility concerns for the poor and elderly who may

rely on a public transportation system that does not
adequately serve the suburban and rural areas.1
To minimize the impacts of this outward expansion,
communities must work to revitalize existing centers
and neighborhoods, and help these areas become more
desirable places to live and work. It is far less expensive
to maintain and rehabilitate existing roads, schools, and
utilities in urban areas than it is to build new facilities in
rural ones.
Many communities throughout the region recognize
this, and are beginning the hard work to reform their
land use codes and redesign their underutilized town
centers and downtown neighborhoods. Key to these
efforts are creating places that are attractive, have a
range of housing choices, are safe for walking and
biking, and compact enough to support public
transportation.
Transportation investments and decisions that support
these general principles will help communities – and the
region – become more prosperous, allow people to live
closer to jobs, save households time and money, and
reduce pollution. This will help the region move beyond
the status quo to create a safe, efficient and sustainable
transportation system that enhances the quality of life
for all.

1

“The Costs of Sprawl.” Maine State Planning Office. 1997
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II.

Policies, Strategies, and Recommendations

The six policies, 17 strategies, and 51
recommendations developed for this Plan were
derived largely from the PACTS Destination
Tomorrow Plan and the KACTS Long Range
Transportation Plan. Each organization’s policies
and strategies were analyzed and key similarities
identified. In many instances, even if the language
was slightly different, both plans referenced similar
goals and objectives.
The policies, strategies, and recommendations in
this Plan were also informed by the SSM
transportation reports, MaineDOT’s Long Range
Transportation Plan “Connecting Maine”, and
feedback from participating stakeholders.

Background

Policy 1: Improve Public Health and Safety
Increase the safety of the transportation system for all
modes of travel and encourage active transportation
choices, such as biking or walking.

Policy 2: Enhance Economic Competitiveness
Improve economic competitiveness through reliable and
timely access to employment centers, educational
opportunities, services, and other basic needs, as well as
promote the efficient movement of goods by maximizing
existing freight corridors and expanding access to new
markets.

Policy 3: Maintain and Transform the Transportation
System

Key considerations for determining policies,
strategies, and recommendations were: the
influential role transportation plays in land use and
economic decisions, the increasingly regional
nature of travel, the decentralization of the region’s
economy and population, and the negative longterm impacts of a transportation system that caters
to cars not people and goods.

Maintain the mobility, safety, and accessibility of existing
infrastructure
while
improving
and
modernizing
infrastructure to accommodate more transportation choices.

The six core policies, shown in the textbox to the
right, identify broad regional priorities and goals
that serve to guide the region towards a more
sustainable and desired future.

Policy 5: Protect the Environment

From these core policies, the strategies and
recommendations serve to narrow the focus by
identifying specific, actionable steps that can be
taken by various entities – local governments,
transportation agencies, non-profits, etc. –
throughout the region.

Prioritize a regional approach to transportation and land use
planning founded on effective communication and the
management of regional resources.

From the list of 50+ recommendations, 22
recommendations were identified that are felt to have
the most transformative impact on the region’s
transportation
system.
These
“High
Priority
Recommendations” are marked by an asterisk in the
following pages.

Policy 4: Strengthen the Land Use – Transportation
Connection
Strengthen the connection between land use, transportation
and community livability in the planning process.
Reduce the negative impacts the transportation system has
on the natural environment and human health.

Policy 6: Maintain a Regional Focus

It is hoped this section can provide a framework for
how the region can move beyond the status quo to
create a safe, efficient, and sustainable transportation
system. The performance measures contained in the
following pages should also be incorporated – to the
extent possible – in order to provide a benchmark for
monitoring and evaluating progress towards achieving
these goals.

Sustain Southern Maine: Multimodal Transportation Plan
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Recommendations with asterisks (*) are identified as High Priority Recommendations for the region

Background

Policy 1: Improve Public Health and Safety
Increase the safety of the transportation system for all modes of travel and encourage active transportation
choices, such as biking and walking.
Strategy 1: Reduce the Frequency and Severity of Collisions for
Motorized and Non-Motorized Users
Recommendations
1. Identify high crash locations: Identify high crash intersections and road
segments throughout the region; work with MaineDOT to develop a
strategy to improve their safety for all users.
2. Improve crash data reporting: Work with MaineDOT to improve the
accuracy, detail, and accessibility of crash data for all modes
3. *Design roads and intersections to be safer: Improve the physical layout
of roads and intersections for all modes by taking such measures as
improving sight distance, realigning intersections, installing sidewalks,
crosswalks, raised medians or refuge areas, and widening or improving
road shoulders. Since “lane departure” is the number one factor
contributing to fatal accidents, install center lane and shoulder rumble
strips whenever it is appropriate to do so while considering the needs of
cyclists.

Strategy 2: Improve Bicycle and Pedestrian Infrastructure and Safety
Recommendations
4. *Support bicycle and pedestrian planning efforts at the community level:

Performance Measures
 Crash data
 Customer Service Levels
 Miles of road with paved
shoulders
 Miles of road with rumble
strips
 Miles of dedicated bike lanes,
shared use lane markings,
bike routes, multi-use paths,
sidewalks, and trails
 Number of ADA compliant
ramps and crosswalks
 Bicycle Level of Service data
 Bike-ped counts

 Bike-ped crash data
 Number of communities with
bike-ped committees, plans,
and/or Complete Streets
policies

Help local residents plan and advocate for bike-ped improvements in their
community by providing support and technical assistance to existing
 Number of bike-ped
committees (or related groups) and help to convene new ones.
accessible bus routes and
5. *Adopt Complete Streets policies: Help municipalities adopt Complete
transit stops
Streets policies, with the long-term goal of establishing a statewide
Complete Streets policy. The language, ideas, and lessons learned from the
City of Portland’s Complete Streets initiative should serve as a model for other efforts. Additionally, municipalities
should understand once improvements are made there is an expectation they are maintained to the same standard.
6. *Improve bicycle and pedestrian connections to transit: Transit stops and stations throughout the region should be
evaluated to determine how well they meet cyclist and pedestrian needs. Improvements such as pedestrian refuge
islands, sidewalks, enhanced crosswalk markings, pedestrian signals and signage, and bike parking should be
considered, especially for transit stations and that see high volumes of use. Bicycle roll on/roll off issues at certain
Downeaster stops should continue to be looked into.
7. *Promote consistency in bicycle and pedestrian infrastructure design: Newly constructed or reconstructed bicycle
and pedestrian facilities should be built to meet or exceed the requirements of the Americans with Disabilities Act
(ADA), and be consistent with the PACTS Update to Regional Bicycle and Pedestrian Facility Design Guidelines.

Sustain Southern Maine: Multimodal Transportation Plan
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8. *Provide incentives for bicycle and pedestrian improvements that create regional connections or are located in
Background

existing or emerging mixed use centers: Organizations that fund capital improvements (i.e., MaineDOT, MPOs)
should focus resources on projects that span multiple communities, address gaps to connect existing or proposed
routes, or are in locations that experience high bicycle and pedestrian use, such as downtowns and schools.
9. *Seek consistency in bicycle and pedestrian mapping: The mapping efforts from the PACTS Bicycle and Pedestrian
Plan and the SSM Bicycle and Pedestrian Report should be expanded to include accurate, “ground-truthed”
information for as many communities in the region as possible.
10. *Improve bicycle and pedestrian data collection and distribution: The PACTS bicycle and pedestrian count program
should continue as scheduled in order to monitor changes over time; the methodology and lessons learned from this
program should be shared freely among transportation planners, municipal staff, and the general public. Bicycle and
pedestrian crash and injury data should also be improved and evaluated with the count data to provide a more
complete perspective on where to prioritize improvements.
11. Coordinate bike-share programs: Efforts to develop bike-share programs should be planned to be compatible with
one another. Such coordination would extend the network, create a consistent user experience, and bring about
efficiencies in operations and maintenance. A coordinated bike-share program could potentially serve the Cities of
Portland, South Portland, and Westbrook, and possibly connect to Boston’s network (Hubway) as a longer term goal.
12. Continue and expand regional “wayfinding” efforts: A key element to regional connectivity is knowledge among the
public that a bicycle and pedestrian network exists, and a perception that it is easy and safe to navigate;
“wayfinding” is an effective, low cost way to link key destinations within the region through the use of consistent
signage (see the SSM Bicycle and Pedestrian Report for more information on recent efforts).
13. Continue and expand bicycle and pedestrian education and outreach efforts: Promote and encourage biking and
walking through targeted education and encouragement programs that focus on safety, health benefits, and the
intent of new bicycle and pedestrian facilities (such as shared use lane markings). In addition to the general public,
outreach efforts should be directed towards municipal staff (such as public works, fire, and police departments) and
elected officials who have an impact on bicycle and pedestrian issues.
14. Explore the feasibility of a regional bike-rack program: A regional bike rack program could be run through the
MPOs or RPOs, and would offer communities reimbursement for the purchase of bike racks on a first come first
served basis.

Bike “sharrows” shown in this picture on Veranda St. in Portland, are becoming
more and more common in the urban areas of the region.
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Policy 2: Enhance Economic Competitiveness

Background
Improve economic competitiveness through reliable and timely access to employment centers, educational
opportunities, services, and other basic needs, as well as promote the efficient movement of goods by
maximizing existing freight corridors and expanding access to new markets.
Strategy 3: Preserve Mobility on Economically Significant Roadways
Recommendations
15. *Strengthen access management measures: Continue to work with
municipalities to ensure that access management measures are being applied.
16. Improve the safety and efficiency of intersections, signals, and signage:
Identify intersections with poor levels of service for all modes and develop
plans and strategies to improve their design; continue to expand the network
of coordinated traffic signals throughout the region.
17. Focus on low cost congestion management measures: Due to funding
constraints, resources should be directed towards low-cost strategies, such as
modal-shifting (bike-ped, ride-share, transit, etc.) and signal coordination.

Strategy 4: Maximize Existing Freight Corridors and Expand Access to New
Markets
Recommendations
18. Promote the use of freight rail by maximizing the capacity of existing

Performance Measures
 Annual Average Daily
Traffic
 Vehicle Miles of Travel
 Level of Service

 Customer Service Levels
 Miles of road that comply
with access management
standards
 Miles of active rail line
 Miles of rail line with
speed, weight, or height
restrictions
 Percent of goods shipped
by rail/truck

corridors: Preserve and improve existing rail lines that have suffered from
 Weight of goods shipped
cycles of deferred maintenance; where appropriate, address weight, height,
by rail/truck
and/or speed restrictions, and invest in capital improvements, such as
 Number of intermodal
improved signals and passing track, to reduce delays.
freight facilities
19. Expand the freight rail network: Where appropriate construct new track to
 Number of intermodal
improve freight connections and extend the network (i.e., the 1,500 ft.
freight facilities with
extension to the International Marine Terminal in Portland).
freight rail access
20. Minimize the impact of heavy truck traffic: Provide incentives for heavy truck
traffic to use established mobility corridors (i.e., the interstate system,
arterials) to minimize the impact of heavy truck traffic on residential and downtown areas. Encourage semi-truck use
of the new Portland to Nova Scotia ferry service.

Strategy 5: Strengthen Rail, Port, and Highway Connections
Recommendations
21. *Expand intermodal freight facilities: Improve/expand intermodal freight facilities that can handle containerized
cargo among trucks, trains, and ships to increase the efficient movement of goods. Create new market opportunities
and reduce heavy truck traffic by providing freight rail access to the International Marine Terminal in Portland.
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Policy 3: Maintain and Transform the Transportation System Background
Maintain the mobility, safety, and accessibility of existing infrastructure while improving and modernizing
infrastructure to accommodate more transportation choices.
Strategy 6: Preserve and Improve the Transportation System through
Sound Maintenance Practices
Recommendations
22. Maintain and transform the existing road and bridge network: Continue to
make maintenance and preservation improvements to existing roads and
bridges a higher priority than new roadway capacity improvements. Use
preservation and rehabilitation efforts as opportunities to transform
roadways to better accommodate all users (i.e., Complete Streets, ADA
standards, PACTS design guidelines).
23. Prioritize major rehabilitation projects: Continue to prioritize limited
funding to high priority roads and bridges, in particular those that provide a
transit or bicycle and pedestrian function.
24. Reduce miles of roads with no shoulders: Identify remaining “unbuilt” roads
that are a high priority for the region; work with MaineDOT to understand
what entity or entities are responsible for capital improvements and develop
a strategy to address them.
25. Reduce the number of “poor” condition bridges: Continue to actively
monitor the safety and condition of bridges in the region, especially those in
“poor” condition; work with MaineDOT to develop a funding strategy/plan
to repair, replace, or remove them.
26. *Plan for a changing climate: work with the Maine Geological Survey and
relevant organizations, such as the Sea Level Adaptation Working Group
(SLAWG), to identify transportation assets throughout the region vulnerable
to sea level rise, increased storm intensity/frequency, and flooding;
incorporate this information into hazard mitigation plans and develop
strategies to mitigate risk in these areas, such as elevating roads, rail lines
and bridges, and widening culverts and other drainage infrastructure.

Performance Measures
 Customer Service Levels
 Miles of road with paved
shoulders
 Number of bridges in “poor”
condition

 Miles of bike lane, bike
routes, sidewalks, etc.
 Sea level rise vulnerability
analysis
 Transit fleet statistics
 Transit ridership statistics
 Means of travel to work data
 Number of entities with
operational TDM strategies
 Number of transit stops that
are ADA accessible
 Number of transit stops with
bike racks/covered bike
facilities
 Number of bus shelters
 Number of Downeaster
stops with bicycle access

Strategy 7: Provide More Transportation Choices
Recommendations
27. *Increase the availability and accessibility of transit: Emphasis should be placed on increasing the frequency and
reliability of existing transit services before creating new areas of service (unless expansion connects two or more
existing systems).
28. *Expand transit service to appropriate new locations: Where appropriate, extend transit service to new locations
Promote transit corridor development across municipal boundaries through regional transit planning, the use of
transit TIFs, or other strategies.
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29. *Promote environmentally-friendly commuting options: Provide outreach to the public on environmentally-friendly
Background

commuting options, such as ridesharing, the use of transit, and biking or walking to work; collaborate with large
employers/organizations to develop travel demand management (TDM) strategies to provide incentives for their
employees to use these options. These strategies are also supported fully by the recent PACTS Congestion
Management Process (CMP) plan.

Strategy 8: Improve Connections between Transportation Choices
Recommendations
30. Improve access and safety of transit stops: Transit stops and stations should be evaluated to determine how well
they cater to bicyclists, pedestrians, and the disabled, and whether or not they are ADA compliant. Where
appropriate, features such as refuge islands, enhanced crosswalk markings, pedestrian signals/signage, and bicycle
parking should be considered, especially for transit stops or stations that see high volumes of use; collaborate with
AMTRAK Downeaster to address the lack of bicycle “roll on/roll off” issues at many of its stations.
31. *Improve transit system connectivity: Continue to coordinate transit service, fares, and operations in the region;
plan for inter-modal hubs that provide convenient transfers in high use locations; create new transit hubs or minihubs where appropriate.

Temporary bus shelters in South Portland at the site where the Mill Creek Transit Hub is currently under construction; transit
stops and stations throughout the region should be evaluated to determine how well they cater to bicyclists, pedestrians, and
the disabled, and whether or not they meet ADA standards.
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Policy 4: Strengthen the Land Use – Transportation ConnectionBackground
Promote consistency between transportation improvements and state and local planned growth and
economic development patterns.
Strategy 9: Invest in Existing and Emerging Mixed Use Centers that
Support Public Transit
Recommendations
32. *Identify existing and emerging mixed use centers: Assist municipalities in
identifying appropriate locations for development – including infill
development – at densities and in patterns that support public transit, and
work with municipalities to help enact appropriate land use policies that will
attract this type of development.
33. Provide incentives for development in existing and emerging mixed use
centers: Target capital improvement funds towards areas that support
compact development and a mixture of commercial and residential uses;
these areas increase community livability and allow for a wider range of
transportation options.
34. Promote best practices: Share “lessons learned” from the pilot centers of
opportunity project with municipalities throughout the region.

Strategy 10: Improve Street Connectivity
Recommendations
35. *Provide educational outreach on the benefits of street connectivity: Work

Performance Measures
 Zoning ordinances that
promote density in areas
with multimodal
connectivity
 Population densities in
identified census blocks
 Number of designated TOD
projects
 Building permits and
location of new
development/redevelopme
nt of existing structures and
their proximity to growth
centers
 Neighborhood or
downtown plans that
identify future street
connections

with municipal officials and the public to promote the long-term benefits and
 Connectivity indexes (GIS)
cost savings of a more connected network of streets, particularly in areas of
concentrated residences, businesses, and stores; share “lessons learned” on
this subject from the pilot centers of opportunity project with municipalities throughout the region.
36. *Help municipalities identify and create new road connections: Work to preserve municipal rights to paper streets
and range-ways, promote policies and ordinances that require new development to provide road connections and
associated public easements, and help municipalities develop plans for future connectivity that identify key parcels
necessary for creating a more interconnected street network.

Many urban neighborhoods in the region have high street connectivity, while dead-end roads and cul-de-sacs are more prevalent
in suburban and rural communities. This image shows a well-connected street network in Portland. Image courtesy of Google.
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Policy 5: Protect the Environment

Background

Reduce the negative impacts the transportation system has on the environment
Strategy 11: Reduce Greenhouse Gas Emissions and Air Pollution
Recommendations
37. Support the efforts of existing organizations: Continue to support the work

Performance Measures
 Emissions inventories
 Sales figures for hybrid or
electric vehicles
 Means of travel to work
(U.S. Census)
 Number of fueling stations
for each alternative fuel
identified
 Usage figures for
established fueling stations

of the Maine Clean Communities Program to help develop alternative fuel
infrastructure and promote the use of alternative fuel vehicles
38. *Convert waste hauler fleets to compressed natural gas and/or blended
biodiesel: Work with regional waste haulers to establish demand for CNG
and blended biodiesel fueling infrastructure that is open to the public by
specifying the use of alternative fuels when municipalities renew contracts
for waste pick-up.
39. *Convert public and private fleets to propane Autogas: Work with public
and private fleets to establish demand for propane Autogas infrastructure in
 Walking audits of major
areas where natural gas is not available and/or where fleets need the
recreation areas and parks
flexibility of traveling extensively outside those areas. Propane marketers
 Community surveys and
should be partners in this effort and should be expected to respond to
feedback
demand by providing a coordinated network of public fueling stations.
 Stormwater measurements
Additionally, explore funding options, such as a propane surcharge tax, to
 Water quality samples
help pay fueling infrastructure.
40. *Establish a Network of Electric Vehicle Charging Stations: Help businesses
and communities locate a network of Level II Electric Vehicle Service Equipment (EVSE) augmented with a small
number of strategically located DC Fast Chargers that will allow people to travel within and through the region with
electric vehicles. Explore funding options, such as an electricity surcharge tax, to help pay for them.
41. Reduce Unnecessary Fuel Consumption: Reduce the amount of unnecessary vehicle fuel use in public and private
fleets as well as personal vehicles through extensive education and possibly competition using vehicle efficiency
practices such as idle reduction, trip chaining, and eco-driving techniques.
42. Expand the reach of regional greenhouse gas policies: Implement cap-and-trade, or another type of system to tax
greenhouse gas emissions that applies to the transportation sector (i.e., an expansion of RGGI, carbon credits, etc.).
Continue to support state and national legislation to increase fuel efficiency for all vehicles.
GPCOG/Maine Clean Communities
recently acquired an all-electric Nissan
Leaf. The vehicle is funded through a
grant awarded by Central Maine Power.
The grant also funded the installation of
two Level II charging stations at
GPCOG’s office in Portland.
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Strategy 12: Create More Linkages to Recreational Areas and Parks

Background

Recommendations
43. Provide better access to public recreation areas and parks: Ensure there is adequate, ADA compliant access to
recreational areas, parks, and open spaces for bicyclists, pedestrians, and the disabled; these facilities increase
mobility, promote healthy activities, reduce reliance on vehicles, and lessen parking requirements in these areas.

Strategy 13: Support Ecosystem Integrity
Recommendations
44. *Actively work to minimize the transportation system’s impact on local ecosystems: Use natural landscape
features and low impact development (LID) techniques to provide stormwater management, flood mitigation, and
habitat preservation and restoration. Provide incentives for municipalities to implement demonstration projects
using innovative techniques.
45. Preserve existing natural areas: To the greatest extent possible protect existing natural areas, including forested
areas, parks, and prime agricultural land, from transportation development. Utilize compact transportation and land
use patterns to reduce habitat fragmentation, and avoid new highway corridor construction through wilderness
areas.

An interactive map of Electric Vehicle Charging Station Locations can be found here on the U.S.
Department of Energy’s website. It should be noted, this map shows most – but not all – charging
stations in Maine.
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Policy 6: Maintain a Regional Focus

Background
Prioritize a regional approach to transportation and land use planning founded on effective communication
and the management of regional resources.
Strategy 14: Maximize Funding Opportunities
Recommendation
46. Use existing funding more efficiently: Use funding resources more efficiently

Performance Measures
 Funding gap

 Number of projects with a
by identifying opportunities to coordinate funding across jurisdictions
regional focus
(federal, state and local) as well as across sectors (transportation, land use,
 Amount of public
housing, economic development, etc.). Consider using impact fees, publicparticipation
private partnerships, Tax Incentive Financing (TIFs), tolling, the Municipal
 Regional products
Partnership Initiative (MPI) program, Community Development Block Grant
(CDBG) funds, Economic Development Administration (EDA) funds, the
 Meeting attendance
Transportation Community and System Preservation (TCSP) grant, and other
funding opportunities to pay for needed transportation improvements.
47. Increase fuel tax revenues or identify alternative options: Increase funding for transportation projects by raising
the fuel tax, or consider other innovative options such as switching to a vehicle miles traveled tax.

Strategy 15: Prioritize Projects with Multiple Stakeholder Buy-In
Recommendations
48. Provide incentives for collaboration among municipalities: Prioritize projects that coordinate planning across
jurisdictions and demonstrate commitment and buy-in from multiple stakeholders.
49. Seek input from underserved populations: Consider issues of social justice in all transportation planning and service
provisions.

Strategy 16: Create Regional Maps, Images, and Planning Tools
Recommendations
50. Develop and distribute regional planning tools: Create regional maps, images, and planning tools to inspire
municipalities and other stakeholders to keep regional considerations in mind when crafting local plans; examples
include a regional map of existing zoning, existing land use, as well as aerial photography and other forms of regional
data analysis.

Strategy 17: Maintain a Continuous Dialogue Among Communities in the Region that Addresses
Transportation Issues and Concerns
Recommendations
51. Convene a transportation working group: Continue to convene, and help facilitate, working groups and forums
among communities and stakeholders in the region that provide an opportunity for collaboration on transportation
related decisions. Consider convening a rural advisory group.
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III.

The Transportation Planning Process in Maine

Transportation investment decisions are carried
out at several different levels of government. In
Maine, the State’s Department of Transportation,
Metropolitan Planning Organizations, Regional
Planning Commissions, local municipalities, and
transit operators are largely responsible for
making transportation investment decisions.

Maine Department of Transportation
(MaineDOT)
MaineDOT is responsible for setting the
transportation goals for the State. To do so, they
work with all of the State’s transportation
organizations and local governments as well as
other interested parties.
An act of the Legislature created the MaineDOT in
1972. Today, MaineDOT has responsibility across
all modes of transportation including State
highways and bridges, airports and aeronautics,
ports and marine activity (including the State
Ferry Service), railroads, public transportation,
and bicycle and pedestrian facilities. MaineDOT is
charged with the overall responsibility for
execution of the State‘s transportation policy and
performs a wide range of multi-modal
transportation planning.

Background

MaineDOT Transportation Planning Reports
Long-Range Transportation Plan
The long-range plan sets goals and objectives for Maine’s
transportation system over a 20-year period. It is updated
every five years and prepared in cooperation with a variety of
agencies, including Maine’s four MPOs.
Work Plan
MaineDOT’s Work Plan provides projections of transportation
resources and outlines MaineDOT’s strategy to apply them to
the planning, engineering, construction, operation and
maintenance of all modes of Maine’s transportation
infrastructure. The new 2013-2014-2015 Work Plan has been
amended to include all MaineDOT activities and investments
(not just the capital program); additionally, the time period
covered has increased from two to three years, and the
calendar has shifted from a state fiscal year to a calendar year
cycle.
Statewide Transportation Improvement Program (STIP)
The STIP is a budgetary and scheduling document prepared for
federal transportation agencies. It lists the transportation
improvements scheduled to be done in Maine with available
federal funding over four years, including those in MPO areas.
The document focuses specifically on the years in which
MaineDOT expects to draw down, or “obligate,” its federal
funding. MaineDOT submits its STIP to federal agencies for
approval every two years, during odd-numbered calendar
years.

MaineDOT’s planning process (described in
greater detail to the right) includes a Long-Range
Multimodal Transportation Plan, an annual Work Plan
which covers a three-year period and includes all
activities, and a Statewide Transportation Improvement
Program (STIP). Consultation associated with each of
these
efforts
provide
non-metropolitan
and
metropolitan officials opportunities for input ranging
from MaineDOT’s long-range goals to requesting
specific regional and local transportation improvement
projects.

Metropolitan Planning Organizations (MPOs)
MPOs are federally designated planning organizations
responsible for coordinating transportation planning
and investment decisions among state, municipal, and
public transportation organizations. MPOs are federally
mandated in urbanized areas with populations of
50,000 or more. MPOs are comprised of Policy and
Technical Committees, whose members typically
include elected and appointed officials from the
municipalities within the metropolitan area, the local
planning commission or council of governments,
chambers
of
commerce
and/or
business
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representatives, local public transit providers, the
Maine Turnpike Authority (if applicable), the MaineDOT,
and the federal funding agencies of the U.S. DOT.
MPO's are responsible for developing a 20 Year
Multimodal Transportation Plan for the metropolitan
area that addresses current and anticipated future
problems for all forms of travel in the region, and a
Transportation Improvement Program (TIP), which

prioritizes transportation projects to be carried out
during the specified four year time frame.
The two MPOs that serve Southern Maine are: the
Portland Area Comprehensive Transportation System
(PACTS), and the Kittery Area Comprehensive
Transportation System (KACTS). Their respective service
areas are shown in Figure 2 on the next page.

Kittery Area Comprehensive Transportation System (KACTS)
Organizational Overview
The Kittery Area Comprehensive Transportation System (KACTS) has served as the MPO for the Maine
portion of the Dover-Rochester-Portsmouth, New Hampshire Urbanized Area since 1982. Staff support for
KACTS is provided by the Southern Maine Planning and Development Commission (SMPDC).

The KACTS Region
In 2000, the U.S. Census Bureau divided the Dover-Rochester-Portsmouth Urbanized Area into two
individual Urbanized Areas: the Dover-Rochester NH-ME Urbanized Area, and the Portsmouth NH-ME
Urbanized Area. KACTS continues to plan for areas within both the Dover-Rochester and Portsmouth
Urbanized Areas. However, the KACTS area consists of only the Maine portion of the two urbanized areas.

The KACTS Planning Area includes the Towns of Kittery, York, Eliot, South Berwick, Berwick, and Lebanon,
while the KACTS Capital Improvement Area consists of the Census Federal Urbanized Area boundaries
within each of those municipalities.
On the New Hampshire side, Strafford MPO and Rockingham MPO (formally the Seacoast MPO) are
responsible for administering transportation planning activities. To the north, the KACTS planning area
meets the PACTS planning area at the Sanford/ Lyman town border.

Membership
The KACTS MPO is administered by a Committee composed of local officials representing the
municipalities of Kittery, Eliot, South Berwick, Berwick, Lebanon, and York, as well as local transit providers
serving the KACTS area, the Maine Turnpike Authority (MTA), the Maine Department of Transportation
(MaineDOT), the Federal Highway Administration (FHWA), and the Southern Maine Planning and
Development Commission (SMPDC). The public transit agency currently represented on the Committee is
the York County Community Action Corporation.
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Figure 2: Map of PACTS/KACTS Areas
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Portland Area Comprehensive Transportation System (PACTS)
Organizational Overview
The Portland Area Comprehensive Transportation System (PACTS) has served as the MPO for the Portland
Urbanized Area since 1975. PACTS is housed at the Greater Portland Council of Governments (GPCOG), and staff
support is provided by GPCOG as well as SMPDC.
In March, 2012, the U.S. Census Bureau notified PACTS that the population of the Portland Urbanized Area had
exceeded 200,000 people as of the 2010 Census. This makes PACTS a “Transportation Management Area,” or TMA.
An area designated as a TMA incurs a number of additional requirements beyond those of smaller metropolitan
planning areas. PACTS is currently learning about these requirements from its federal partners and other
metropolitan planning areas with a TMA designation from around the country. Among other changes, the number
of member municipalities will expand from 15 to 18 (to include Raymond, Standish, and Arundel), and elected
officials (or delegates of elected officials) are required in accordance with federal regulations to serve on the
PACTS policy committee.

The PACTS Region
The PACTS region, often referred to as Greater Portland, is the largest and most densely populated metropolitan
area in Maine. For organizational purposes, the PACTS region is broken down into three distinct areas: the
Funding, Study, and Model Areas:
The Funding Area – accounting for the recent TMA changes mentioned above – consists of the Urbanized Areas
within the following 18 member communities: Arundel, Biddeford, Cape Elizabeth, Cumberland, Falmouth,
Freeport, Gorham, North Yarmouth, Old Orchard Beach, Portland, Raymond, Saco, Scarborough, South Portland,
Standish, Westbrook, Windham, and Yarmouth. The Study Area consists of all areas – urbanized and nonurbanized –within these 18 communities. And the Model Area expands to include the additional Towns of
Kennebunkport, Lyman, Dayton, Hollis, Buxton, Gray, New Gloucester, Pownal, Durham, and Brunswick.

Membership
PACTS members include the 18 communities mentioned above, seven public transportation providers, the Maine
Department of Transportation (MaineDOT), the Federal Highway Administration (FHWA), the Federal Transit
Administration (FTA), the Maine Turnpike Authority, GPCOG, SMPDC, as well as other public and private
organizations and interested citizens.

Regional Planning Commissions (RPCs)
RPCs are organizations which exist to help communities
within their jurisdictions plan and implement short- and
long-range improvements for transportation, economic
development, environmental, land use, and community
development needs. MaineDOT financially supports and
partners with Maine’s Regional Planning Commissions
to coordinate and provide outreach to local
governments, and to work directly with communities
and local officials on transportation planning activities.

The two regional planning commissions in Southern
Maine are: the Greater Portland Council of
Governments (GPCOG), and the Southern Maine
Planning and Development Commission (SMPDC).

Local Governments
Local municipalities carry out many transportationplanning functions, such as scheduling improvements
and maintenance for local streets and roads.
Additionally, MaineDOT works with the Regional
Planning Commissions to distribute a package
requesting project candidates for the upcoming Work
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Plan, and to gather information on a municipality’s
interest in the Competitive Transportation Programs.
Each municipality works with the applicable RPC to
submit projects to MaineDOT for consideration for
funding in the upcoming Work Plan.
Due to a backlog of requests and limited funding, the
municipal solicitation process is currently on hold until
current projects are completed and additional funding is
identified. However, a recent program called the
Municipal Partnership Initiative (MPI), introduced in
2011, is designed to focus on municipal projects, reduce
red tape, and empower local governments by
expediting construction projects with a combination of
state and municipal money. Under the program, a
municipality can essentially “fast-track” a project by
agreeing to fund a portion of its costs.

mentioned entities. The U.S. DOT supplies critical
funding needed for transportation planning and
projects. At least every four years, the U.S. DOT
approves a program of projects submitted by the State
DOTs; the program includes all projects proposed for
Federal funds, along with any other regionally
significant projects involving the Federal Highway
Administration or the Federal Transit Administration,
regardless of how they are funded.

Federal Highway Administration (FHWA)
The FHWA provides stewardship over the construction,
maintenance, and preservation of the Nation’s
highways, bridges, and tunnels. FHWA also conducts
research and provides technical assistance to state and
local agencies in an effort to improve safety, mobility,
and livability, and to encourage innovation.

Transit Agencies

Federal Transit Administration (FTA)

Transit agencies are organizations that provide
transportation for the public. Public transportation in
Southern Maine includes fixed-route bus service,
shared-ride service, passenger ferry, and commuter rail.
Southern Maine has the most robust network of fixedroute transit service in the State. The Amtrak
Downeaster passenger rail runs along the eastern
portion of the region from the New Hampshire border
to Brunswick; the Casco Bay Lines (CBL) provides yearround ferry service to islands in Casco Bay; and the
region includes four separate bus providers – the
Greater Portland METRO, the South Portland Bus
Service (SPBS), ShuttleBus ZOOM, and the Cooperative
Alliance for Seacoast Transportation (COAST). In
addition to these fixed route operations, the Regional
Transportation Program (RTP) provides door-to-door
service for those who are eligible in Cumberland
County, and the York County Community Action
Corporation (YCCAC) provides door-to-door service for
those who are eligible in York County.

The FTA is an agency within the U.S. DOT that provides
financial and technical assistance to local public transit
systems. Public transportation includes buses, subways,
light rail, commuter rail, monorail, passenger ferry
boats, trolleys, inclined railways, and people movers.
The FTA provides financial assistance to develop new
transit systems and improve, maintain, and operate
existing systems.

U.S. Department of Transportation (U.S. DOT)
Lastly, the U.S. DOT oversees the transportation
planning and project activities for all of the above

Federal Aviation Administration (FAA)
The FAA is the national aviation authority and an agency
within the U.S. DOT. It has authority to regulate and
oversee all aspects of American civil aviation.

Federal Railroad Administration (FRA)
The FRA is an agency within the U.S. DOT responsible to
enforce rail safety regulations, administer rail assistance
programs, conduct research and development in
support of improved railroad safety and national rail
transportation policy, provide for the rehabilitation of
the Northeast Corridor rail passenger service, and
consolidate government support of rail transportation
activities.
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IV.

The Federal and State Regulatory Context

Federal Regulatory Context
Since the passage of the Federal Intermodal Surface
Transportation Efficiency Act (ISTEA) in 1991, there has
been an increased effort to strengthen the overall
transportation planning process through Metropolitan
Planning Organizations. The Safe, Accountable, Efficient,
Transportation Equity Act: A Legacy for Users (SAFETYLU), enacted in 2005 requires that eight planning factors
be incorporated into the development and updating of
regional transportation plans. These factors – reflected
in both PACTS and KACTS respective long-range plans –
are outlined as follows:
1. Support the economic vitality of the metropolitan
area, especially by enabling global competitiveness,
productivity, and efficiency;
2. Increase the safety of the transportation system for
motorized and non-motorized users;
3. Increase the security of the transportation system
for motorized and non-motorized users;
4. Increase the accessibility and mobility of people and
for freight;
5. Protect and enhance the environment, promote
energy conservation, improve the quality of life, and
promote consistency between transportation
improvements and State and local planned growth
and economic development patterns;
6. Enhance the integration and connectivity of the
transportation system, across and between modes,
for people and freight;
7. Promote efficient system management and
operation, and;
8. Emphasize the preservation of the existing
transportation system.
The National Environmental Policy Act (1969) is the
basic national charter for the protection of the
environment. The Act establishes policy, sets goals and
provides a process for carrying out its requirements. For
the Sustain Southern Maine region, NEPA requires that
all major projects that use federal funds:

1. Assess the project’s environmental impacts
2. Consider the project’s environmental impacts in the
decision-making process; and
3. Disclose the environmental impacts to the public
Additionally, there are three types of assessments
required under the Act, these are:
1. Environmental Impact Statements (EIS) for projects
with significant impacts.
2. Environmental Assessments (EA) for projects with
no significant impacts.
3. Categorical Exclusions (CE) for “small” routine
projects with insignificant environmental impacts.
The MaineDOT works closely with PACTS and KACTS on
all major projects to ensure they adhere to NEPA
requirements.
In 1990, Congress passed additional amendments to the
Clean Air Act (CAA). The amendments set new target
dates for attainment of air quality standards and
required state and local governments, metropolitan
planning agencies, and businesses to develop an
implementation plan to reduce the levels of emissions.
The CAA requires that all long-range transportation
plans, and transportation improvement programs (TIPs),
help the region move toward reducing the production
of mobile source ozone precursors.
On July 20, 2012 the entire State of Maine was
designated as in attainment for the 2008 8-hour ozone
standard thereby eliminating the requirement for
MaineDOT to demonstrate conformity under the Clean
Air Act. Under the previous (1997) ozone standard,
Maine had two regions (Portland and Midcoast)
designated as maintenance areas and subject to
transportation conformity requirements.
The 1990 Americans with Disabilities Act (ADA) set new
accessibility standards for persons with disabilities.
ADA’s impacts on transportation have been significant,
most notably the accessibility requirements for transit
services, streets, and sidewalks. When alterations are
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done on the transportation system where pedestrian
facilities are present, they must be done in compliance
with ADA standards to the maximum extent feasible.
Any entity that receives federal money is also required
to follow regulations of Title VI of the Civil Rights Act of
1964. The act provides that no person in the United
States shall, on the grounds of race, color, national
origin, or sex, be excluded from participation in, be
denied the benefits of, or be subjected to discrimination
under any program receiving federal financial
assistance. Other civil rights documents that pertain to
Title VI and NEPA are Executive Order 12898, which
requires that environmental justice be ensured by
identifying
and
addressing,
as
appropriate,
disproportionately high and adverse human health or
environmental effects of its programs, policies, and
activities on minority populations and low-income
populations; and Executive Order 13166, which requires
agencies to examine the services they provide, identify
any need for services to those with limited English
proficiency (LEP), and develop and implement a system
to provide those services so LEP persons can have
meaningful access to them.
In June 2012, Congress passed the “Moving Ahead for
Progress in the 21st Century Act”, known as MAP-21.
The Act was signed into law shortly thereafter by
President Obama. The Law was a compromise,
displeasing fiscal conservatives as well as
environmentalists and bicycle/pedestrian advocates.
The $105 Billion two-year authorization contained some
reforms, but was in most respects a continuation of the
status quo established by the 2005 “Safe, Accountable
Flexible, Efficient Transportation Equity Act: A Legacy
for Users” (SAFETEA-LU). Ultimately, MAP-21’s reforms
in funding allocation merely froze funding shares for
each state at 2009 levels – levels arrived at through the
imperfect processes used under SAFETEA-LU. Given that
MAP-21 will expire in mid-2014, it may be useful to
those interested in long term sustainable transportation
planning in the Southern Maine region to focus not only
on the changes that MAP-21 made, but also on what

might be included
authorization law.

in

the

next

transportation

While MAP-21 kept funding levels constant for most
programs, it changed some important allocation
processes. For example, it eliminated explicit earmarks
and simplified some funding formulas. States now have
more discretion over how funds are spent by shifting
funds from one program to another. Up to 50% of funds
from one of the five main programs may now be used
for other purposes. For example, bicycle and pedestrian
improvement projects must now compete for funding
along with other transportation projects, and are now
administered to a greater extent by Metropolitan
Planning Organizations. Another example is the bridge
repair program, which is no longer guaranteed funding
– although individual states may authorize federal
allocations toward bridge repair.
Perhaps the most significant controversial funding
allocation mechanisms MAP-21 maintained was the socalled equity bonus program. This mechanism was
designed to ensure the just redistribution of additional
funds to states if federal spending was less than 92% of
that state’s gas tax contribution, or if population was
under one million, among other criteria. The criteria
were so expansive that every state except Maine and
Rhode Island received a bonus. Thanks to this
mechanism, over one quarter of federal transportation
funds are allocated by using methods not based on
actual transportation system needs. According to an
estimate from the Center for American Progress, Maine
received about $56 Million less in funding in 2010 with
equity bonus rules in effect than it would have under a
pure transportation needs based mechanism. Feedback
from transportation planners – and other interested
parties – can help to ensure that future funding for
transportation projects in the Southern Maine region is
sustainable and equitable as the federal government
moves toward enacting its next transportation law.

State Regulatory Context
Passed in 1991 and updated several times in the
intervening years, the Maine Sensible Transportation
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Policy Act (23 MRSA §73 and 73-A) has become even
more meaningful for transportation and land use
planning. The act requires coordinated land use and
transportation planning in order to protect highway
safety, mobility, and to enhance economic opportunity,
community livability, and environmental quality. The
law directs MaineDOT to develop incentives for
communities that adopt and implement plans that
reduce reliance on the state highway system. Before
undertaking such projects, MPOs may consider or
recommend land use strategies that preserve corridor
capacity, manage corridor mobility, protect public
investments in Maine’s transportation system, and
reduce the costs of sprawl by promoting transportationefficient land uses along transportation corridors. The
Maine Sensible Transportation Policy Act requires a
process for transportation planning, capital investment
and project decisions that will:
1. Minimize harmful environmental impacts of
transportation. Evaluate the full range of
reasonable transportation alternatives for all
significant highway construction or reconstruction
projects.
2. Give preference to transportation system
management, transportation demand management,
and improvements to the existing system and other
modes before increasing highway capacity through
road building activities.
3. Repair and improve roads and bridges to provide a
safe, efficient, and adequate transportation
network.
4. Reduce reliance on foreign oil.
5. Increase reliance on energy-efficient forms of
transportation.
6. Meet the mobility needs of rural and urban
residents and the unique needs of the elderly and
disabled.
7. Be consistent with the purposes, goals, and policies
of the Comprehensive Planning and Land Use
Regulation Act.

8. Incorporate a participation process for local
government and the public.
The Act has also been amended to include performance
goals stipulating that MaineDOT include the following
performance measures as part of its capital
improvement plans and program delivery:
A. By 2022, improve all Priority 1 and Priority 2
corridors so that their safety, condition, and
serviceability Customer Service Level (CSL) equals
‘fair’ or better;
B. By 2027, improve all Priority 3 corridors so that
their safety, condition and serviceability CSL equals
‘fair’ or better;
C. By 2017, implement a pavement program for all
Priority 4 corridors that maintains their ride quality
CSL at ‘fair’ or better
D. Continue the light capital paving program on a 7year cycle for Priority 5 corridors outside compact
areas as defined in section 754; and
E. By 2015, develop and implement a similar asset
priority and CSL system of measurement for all
major freight and passenger transportation assets
owned or supported by the department, including
capital goals.
The Maine Transit Tax Increment Financing (TIF) Law,
passed in 2009, added new language to the State’s TIF
law that enables municipalities to designate Transit TIF
districts and corridors in which a portion of new
development values may be used for transit capital and
operating expenses. The corridors are limited to onequarter mile from a transit hub or 500 feet on either
side of a transit corridor, either existing or planned. The
municipality captures a portion of the new value
created by the economic development adjacent to
transit, or within planned hubs, and uses a portion of
the funds to augment that service for further economic
development and/or to use Transit TIF funds as an
incentive for private development that is oriented to
and supports transit.
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V.

Settlement Patterns and Demographic Trends in Southern Maine

Centralization / Decentralization Trends
For the last century, the overall settlement pattern in
Within these metropolitan areas, there has then been a
the U.S., including Maine, has been described as a twomigration outward from the urban areas to the suburbs
2
part “centralization-decentralization.” First, there has
and exurbs, typically within 30-45 minutes of major job
been a continuous migration of population into larger
centers
(decentralization).
While
centralization
metropolitan areas (centralization) as people have left
continues to drive economic prosperity and population
job depleted rural regions. In Maine, this has meant a
growth to the larger Southern Maine region, the
general decline in population in the northern rim
amount of ongoing decentralization is largely
counties, and a consistent increase in population in the
responsible for shaping local transportation patterns
southern counties where there are more metropolitan
and demand.
areas – especially York and Cumberland counties (Figure
3).3
Figure 3: Geography of Population Change in Maine

2

Gorham East-West Corridor Feasibility Study.
MaineDOT.
3
Changing Maine: Maine’s Changing Population and
Housing 1990-2010. Muskie School of Public Service,
University of Southern Maine. 2012.
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An example of sprawling development patterns in Scarborough. Notice the prevalence of cul-de-sacs,
poor street connectivity, and low density residential development. Image courtesy of Google Earth.

Over the past several decades, the Southern Maine
region has become increasingly decentralized. The rapid
expansion of the City of Portland’s metropolitan area is
a prime example of this phenomenon. In 1970,
Portland’s metropolitan area consisted of 9
communities (Portland, South Portland, Westbrook,
Falmouth, Cape Elizabeth, Cumberland, Yarmouth,
Gorham, and Scarborough); by 1990, the boundaries
encompassed 18 communities in Cumberland and 4 in
York County; by 2000, Census figures showed
Cumberland County and northern York County to be
economically fused, with the metropolitan area
expanded to 41 communities, including 23 in
Cumberland County, 16 in York County, and 2 in Oxford
County.4

Sprawl, Strip Development, and Poor Street
Connectivity
This vast expansion of metropolitan boundaries is often
referred to as “sprawl,” – low density, automobiledependent development beyond the edge of service
and employment areas. As development has sprawled
throughout former farm and forest lands, people in the
region have become increasingly reliant on cars to get
from where they live to where they work, shop,
recreate, or go to school. This has resulted in increased
road traffic, longer and more expensive commutes,
increased air and water pollution, a greater dependence
on fossil fuels, the degradation of rural landscapes,
higher taxes (to pay for infrastructure), and the
weakening of town and city centers. There are also
social costs to consider, such as the disruption of
4

Gorham East-West Corridor Feasibility Study. MaineDOT.

farming
and
forestry
activities,
and
mobility
concerns for the poor and
elderly who may rely on a
public transportation system
that does not adequately
serve the suburban and rural
areas.

Further exacerbating these
issues is the fact that most development in the region
caters almost exclusively to vehicular travel. The region
is rife with “strip” development in suburban and rural
areas, and neighborhoods with low levels of street
connectivity. “Strip” development is characterized by
single use, single-story development set far back from
the road, with parking in front, and with little or no
accommodations for pedestrian or transit access. While
some municipalities in the region have attempted to
address auto-oriented strip development in their
zoning, decades of this style of development have
certainly left their mark.
The “connectivity” of the region’s street network has
also come under scrutiny due to increased traffic on
many of its major roads. Ideally, local streets form a
well-connected, efficient network that provides safe,
direct, and convenient access by a variety of means
(walking, biking, driving, etc.) to various destinations. A
poorly-connected street network, such as one that
consists mainly of dead-end roads and cul-de-sacs,
encourages the use of the automobile over other travel
modes. This pattern creates longer trips, divides
neighborhoods, limits alternative routes, and
concentrates traffic on a select number of streets
instead of spreading it out across the entire street
network.
The cumulative effect of sprawling development
patterns and the longstanding focus on planning for the
automobile is that in many areas it is often perceived –
or truly safer – to drive rather than walk or bike due to
poorly designed infrastructure and a general lack of
neighborhood connectivity.
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Figure 4: Population by Town (2010)
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Table 1: Population by Municipality in the SSM Region

Community
Acton
Arundel
Berwick
Biddeford
Brunswick
Buxton
Cape Elizabeth
Chebeague Island
Cumberland
Dayton
Durham
Eliot
Falmouth
Freeport
Gorham
Gray
Hollis
Kennebunk
Kennebunkport
Kittery
Lebanon
Long Island
Lyman
New Gloucester
North Berwick
North Yarmouth
Ogunquit
Old Orchard Beach
Portland
Pownal
Raymond
Saco
Sanford
Scarborough
South Berwick
South Portland
Standish
Wells
Westbrook
Windham
Yarmouth
York
Total

1980
1,228
2,150
4,149
19,638
17,366
5,775
7,838
NA
5,284
882
2,074
4,948
6,853
5,863
10,101
4,344
2,892
6,621
2,592
9,314
3,234
NA
2,509
3,180
2,878
1,919
2,492
6,291
61,572
1,189
2,251
12,921
18,020
11,347
4,046
22,712
5,946
8,211
14,976
11,282
6,585
8,465
314,708

1990

2000

2010

1,727
2,669
5,995
20,710
20,906
6,494
8,854
NA
5,836
1,197
2,842
5,329
7,610
6,905
11,856
5,904
3,573
8,004
3,356
9,372
4,263
NA
3,390
3,916
3,793
2,429
974
7,789
64,358
1,262
3,311
15,181
20,463
12,518
5,877
23,163
7,678
7,778
16,121
13,020
7,862
9,818
352,706

2,145
3,571
6,353
20,942
21,172
7,452
9,016
NA
7,159
1,805
3,381
5,954
10,310
7,800
14,141
6,820
4,114
10,476
3,720
9,543
5,083
202
3,795
4,803
4,293
3,210
1,226
8,856
64,249
1,491
4,299
16,822
20,806
16,970
6,671
23,376
9,285
9,400
16,142
14,904
8,360
12,854
394,199

2,447
4,022
7,246
21,277
20,278
8,034
9,015
341
7,211
1,965
3,848
6,204
11,185
7,879
16,381
7,761
4,281
10,798
3,474
9,490
6,031
230
4,344
5,542
4,576
3,565
892
8,624
66,194
1,474
4,436
18,482
20,798
18,919
7,220
25,002
9,874
9,589
17,494
17,001
8,349
12,529
433,731
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% 1990-2010
42%
51%
21%
3%
-3%
24%
2%
NA
24%
64%
35%
16%
47%
14%
38%
31%
20%
35%
4%
1%
41%
NA
28%
42%
21%
47%
-8%
11%
3%
17%
34%
22%
2%
51%
23%
8%
29%
23%
9%
31%
6%
28%
21%
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Figure 5: Population Density in the SSM Region (2000, 2010)

Population Density
The population density maps (Figure 5, Figure 6, next
page) suggest suburban sprawl is continuing further
outside of Portland’s urban core. The largest percent
increases in population density over the past decade
were seen in rural towns along major arterials outside
of the metropolitan core. Although most urban centers
saw population density grow at slower rates than the
surrounding suburban, rural, and exurban towns, the
urban centers also started with much higher population
densities. Population density grew at higher rates in
Saco, Westbrook, and South Portland than many
outlying suburbs, while Portland and Biddeford had
relatively lower population density growth rates.
Sanford, Old Orchard Beach, and Brunswick saw no
change or a decline in population density.

density growth rates between 14 – 15%, compared to
an increase of 8% for Westbrook, 7% for South
Portland, and 3% for Portland. While the suburban and
rural towns did grow at higher than average rates, their
average population density remains relatively low
compared to the average urban densities of between
1.5 – 3 people per acre. Gorham and Windham have a
population density of about 1 person per 2 acres,
compared to 1 person per 4 acres in Gray, and less than
1 person per 5 acres in New Gloucester and Durham.
Although population density in Westbrook and South
Portland grew at similar rates, South Portland’s
population density is 50% greater than Westbrook’s and
is the highest of any municipality in Southern Maine.

In the Portland metro region Gorham, Windham, Gray,
New Gloucester, and Durham have all seen population
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Figure 6: Percent Change in Population Density in the SSM Region (2000-2010)
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New Hampshire, including Lebanon, Berwick,
and Acton. Despite the above average
increases in population density, Acton and
Lebanon still remain among the least dense
towns in Southern Maine.

Renewed Interest in Urban Areas
While decentralization continues to occur in
Southern Maine, the most recent 2010
Census data does show the emergence of a
budding new trend: a renewed interest in
urban areas. Many of the urban areas in the
region have stopped losing population and
are now beginning to grow again. This new
trend, which marks a reversal of the postWorld War II urban flight to the suburbs, has
been observed throughout the country.
The repatriation of urban areas is widely
attributed to the convergence of two distinct
generations: the millennials and the baby
boomers. It is thought that millennials are
flocking to cities for job opportunities, increased social
interaction, and the convenience of not having to own
an automobile, while baby boomers are gravitating
towards cities for many of the same reasons, as well as
the desire to downsize housing or retire in a more
walkable neighborhood closer to amenities.

The Portland Peninsula is a popular location for people looking to live in a walkable,
bikeable urban environment close to jobs, attractions, and conveniences.

In the Biddeford-Saco metro region population density
has grown at rates of 14 – 16% in Lyman and Arundel,
compared to an increase of 10% in Saco, 1% in
Biddeford, and -3% in Old Orchard Beach. Despite the
higher than average growth, Lyman and Arundel still
have population densities of less than 1 person for
every 5 acres. Biddeford’s population density still
remains just under 1 person per acre while Saco’s
population density has increased from 1 person per 1.5
acres to about 1 person per 1.4 acres. Despite the
decrease in population in Old Orchard Beach,
population density remains close to 2 people per acre.
This is more similar to population densities in Portland’s
urban core than in Biddeford-Saco’s urban core.
Some of the largest percent increases in population
density were seen in towns along Maine’s border with

In Southern Maine, this phenomenon is most
pronounced in Greater Portland, one of the few areas in
the state where it is feasible to live without an
automobile. As seen in Figure 4 and Table 1 earlier in
this plan, the Cities of Portland, Westbrook, South
Portland, Biddeford, and Saco all benefited from
renewed growth during the 2000’s, despite tepid
growth during the 1990’s.
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While some areas in Southern Maine may be
experiencing the early stages of a ‘Return to the
City’ trend, by and large, the region’s outlying
suburbs and rural areas still continue to grow at
a faster rate than the urban centers. For
transportation planning, this means traffic
management will continue to be an issue as
more people commute from these outlying areas
to major job centers in the developed urban
areas.

Southern Maine’s Aging Population
While population growth and settlement
patterns play an influential role in how the
transportation system functions, it is also
important to understand how Southern Maine’s
existing population is changing and evolving over
time, and the impact these trends will have on
the transportation system.

Figure 7: Median Age 1990-2010
2010
United States

2000
1990
42.7

Maine

38.6
33.9
43.0
43.4

York County
33.7

41.0
37.6
33.7

Cumberland
County

Maine has the distinction of being “the oldest
state in the country.” While the median age in the U.S.
in 2010 was 37.2 years, in Maine it was 42.7 years – the
highest in the nation. While being “old” is characteristic
of all northern New England states, Maine routinely
tops the list and current trends indicate the state’s
population is growing ever older.
Maine’s high median age is explained by the fact that it
has a large amount of “baby boomers,” or people over
65 (16% in Maine vs. 14% in the U.S. in 2010), and a
much smaller younger population (under 34 is 43% of
Maine vs. 47% of the U.S. in 2010). As explained by
Charles Colgan, Professor of Public Policy and
Management at USM’s Muskie School of Public Service,
“it’s not that we [Maine] are disproportionately old, it’s
that we are disproportionately not young.”5
The ramifications of aging in Maine are expected to
intensify as the proportions of adults and elderly are
projected to increase, while the proportions of younger
persons continue to decline. As discussed in a recent
5

37.2
35.3
32.9

“The Demographics of Maine.” Portland Press Herald.
Tom Bell.
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report6 on Maine’s changing demographics prepared by
the Muskie School of Public Service, a quarter of
Maine’s population was under 18 in 1990; in 2010 just
over a fifth of the population was under 18. Similarly,
more than a quarter of the population in 1990 was 1834, and by 2010 this had dropped to under 20%. On the
other end of the spectrum, the drop in these younger
age groups was accompanied by a 9% increase in those
35-64.
While Southern Maine has a somewhat larger
proportion of young adults than other, more rural areas
of the state – due in large part to the popularity of its
metropolitan areas – the region is still comparatively
“old.” As Figure 7 shows, the median age for both
Cumberland and York counties closely resembles that of
the state.

6

“Changing Maine: Maine’s Changing Population and
Housing 1990-2010.” Sustainable Urban Regions
Project/Maine Sustainability Solutions Initiative/Sustain
Southern Maine/GPCOG/USM’s Muskie School of Public
Service.
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The impact Maine’s aging population will have on the
transportation system in the next 10-20 years is
potentially profound. As the population of senior
citizens increases, so too will the proportion of people
with health impairments and disabilities that may
preclude them from operating a motor vehicle.
Moreover, experience has shown that only a small
percentage of Americans move after they reach
retirement age.7 The overwhelming majority of seniors
wish to remain in their homes for as long as possible
and “age in place.” Unfortunately, many in the baby
boom generation live in the suburbs, exurbs, or rural
areas with poor access to public transportation and
limited mobility options.
Without affordable alternatives to driving – like public
transit service and/or streets that are safe for biking
and walking – it is quite possible that many of these
seniors will be more or less confined to their homes,
and reliant on friends or family members with a vehicle
to get around. Or, they will be forced to move or seek
other living arrangements (like nursing homes), sooner
than they had anticipated or desired.
A 2004 study by the Surface Transportation Policy
Project8 found that seniors age 65 and older who no
longer drive make 15% fewer trips to the doctor, 59%
fewer trips to shop or eat out, and 65% fewer trips to
visit friends and family, than drivers of the same age.
Another study in the American Journal of Public Health
found that men in their early 70’s who stop driving will
need access to transportation for an average of six
years, while women in the same age group will need
transportation for an average of ten years.9 For these
7

“Aging in Place, Stuck without Options: Fixing the
Mobility Crisis Threatening the Baby Boom Generation.”
Transportation for America.
8
Bailey, Linda. “Aging Americans: Stranded without
Options.” Surface Transportation Policy Project,
Washington, D.C.
9
Foley, Daniel. “Driving Life Expectancy of Persons Aged
70 Years and Older in the United States.” American
Journal of Public Health, August 2002, Vol 92, No. 8.

reasons, in the coming decades policy makers and
planners will need to focus on developing new and
innovative approaches to meet the changing
transportation needs of an aging population.

Immigration in Southern Maine
While Maine routinely carries the distinction of being
the “whitest” state in the nation, in the past decade it
has experienced a sharp rise in the immigrant
population, especially in the metropolitan areas of
Southern Maine. According to the Migration Policy
Institute,10 between 2000 and 2011 the immigrant
population in Maine grew from 36,691 to 42,747,
representing a change of 16.5%. In comparison, the
immigrant population changed from 36,296 to 36,691
between 1990 and 2000, a difference of just 1.1%.
In 2011, the immigrant population represented 3.2% of
Maine’s total population. Of these immigrants, 11.5%
were from Africa, 26.1% from Asia, 24.0% from Europe,
9.3% from Latin America (South America, Central
America, Mexico, and the Caribbean), 28.7% from North
America (Canada, Bermuda, Greenland, and St. Pierre
and Miquelon), and 0.5% were from Oceania.
As mentioned previously, many areas in Southern
Maine, in particular the metropolitan areas around
Portland, have experienced a spike in immigrant
populations. While these changes are beneficial to the
region – new immigrants contribute to the economy,
cultural diversity, and decreasing workforce age – this
influx does pose certain challenges for our
transportation system.
Immigrants often arrive in Maine with many skills but
few resources. According to the Migration Policy
Institute, between 2000 and 2011 the immigrant
population living below the federal poverty threshold
increased from 5,087 to 9,034, representing a change of
77.6%. By comparison, the immigrant population living

10

Maine Fact Sheets. Migration Policy Institute
http://www.migrationpolicy.org/
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in poverty increased from 3,703 to 5,087 between 1990
and 2000, a difference of 37.4%.
Immigrants who are living in poverty - who do not have
the additional resources required to own a vehicle or
acquire a license - are in a similar position as the elderly
population. They are heavily reliant on public
transportation and biking and walking to get around.
As the current cohort of new immigrants to Maine
climbs out of poverty, it is expected they will be joined
by new immigrant groups – and non-immigrants –
struggling for economic success. This is yet another
justification for why the region’s policymakers need to
continue to focus their efforts to improve and expand
the public transportation system as well as the safety
and compatibility of streets for walking and biking.

Future Scenarios
While it is impossible to predict the future, it is
reasonably certain that over the next several decades
the SSM region will continue to grow at a faster rate
than the State of Maine. Where this growth occurs
within the region will have a large impact on the
transportation system. Even though urban areas are
showing signs of resurgence, the outlying suburbs and
rural areas continue to be popular places for residential
and business development, and are currently where a
large portion of the population resides. A continuation
of the decentralization trend mentioned earlier will not
only result in a loss of open space (including
agricultural, rural, and unfragmented wildlife habitat), it

will put further strain on the road network. This
increase in congestion will threaten neighborhoods and
quality of life for all, and is not the description of a
desired future.
An alternative to this outcome would be a shift in
development trends back to the core urban
communities of the region. This scenario would put less
strain on the road network, support the expansion of
public transit, and take some of the housing and
development pressure off the faster-growing suburbs
and rural communities. Although suburban and rural
towns would experience less growth, they would likely
retain a significant share of jobs, population, and
housing in the more desirable areas of their community
– these would likely be downtown or village centers,
and neighborhoods that are walkable and in close
proximity to schools and amenities.
To move towards the latter outcome, the communities
within PACTS and KACTS will need to support policies,
strategies, plans, and ultimately projects that help spur
the revitalization of urban areas, downtowns, village
centers, and mixed-use neighborhoods. These places
are walkable, bikeable, and have the population base to
support public transportation – a critical need for the
region’s growing elderly population, the disabled, and
those living in poverty. Promoting growth in these areas
is the basis for many of the policies, strategies, and
actions outlined in this Plan, as well as Sustain Southern
Maine’s Centers of Opportunity pilot projects, described
in greater detail later in this plan.
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VI.

Transportation and Commuting Trends in Southern Maine

Transition to a Service-Based Economy
Over the last 50 years, the Southern Maine economy
has gradually shifted from fishing, manufacturing, and
agriculture to a more service-based economy. As in any
region with more work related to office hours than the
traditional multi-shift schedule of the manufacturing
sector, most congestion occurs during the morning
commutes to work, and the return trips home in the
early evening. Weekend travel volumes are spread
more evenly throughout the day, with heavy volumes
often occurring on Friday nights and Sunday afternoons.
Additionally, certain communities – especially along the
coast – experience heavy seasonal congestion in the
summer months when tourism is at its peak.
The most influential factor in determining
transportation and commuting trends, however, is
where people live. As mentioned previously, the bulk of
the region’s population resides in outlying suburbs and
rural areas. As more people commute long distances
from less densely developed areas to job centers, the

roads will become increasingly congested. This
congestion, in turn, will result in longer commutes and
more frequent delays. With limited funding for
additional roadway capacity, and without expanded
transit service or improvements to the bicycle and
pedestrian infrastructure, traditional areas of
congestion will likely get worse while others become
more apparent.

Commute Times
Recent data from the American Community Survey
2006-2010 suggests that, on average, those who live in
suburban and rural areas face longer commute times to
work. As Figure 8 illustrates, the mean travel time to
work is highest in these areas, and lowest in the urban
areas of the region. While this trend is not surprising in
and of itself, when the data is broken down into
categories and assessed over a ten year period (Figure
9, Table 2), it shows average commute times are indeed
getting longer.

Improvements to public transit and bicycle and pedestrian facilities can help reduce congestion on the roadways.
This picture shows the new Downeaster station in Freeport; the service now extends to Brunswick.
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Figure 8: Mean Travel Time to Work
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As Figure 9 and Table 2 illustrate, over the past ten years the percentage of workers in the Sustain Southern Maine
region who travel 20 minutes or less to work has decreased, while the percentage of workers who travel 20 minutes or
more to work has increased slightly. This is most likely due to a rise in congestion on the roadways caused by population
growth, a desire by many to live in suburban and rural areas, and a continuing reliance on vehicular travel.
Figure 9: Travel Time to Work in Sustain Southern Maine
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Source: American Community Survey 2006-2010/Census 2000

Table 2: Travel Time to Work in Sustain Southern Maine

2000
Less than 10 min.
10 to 19 min
20 to 29 min.
30 to 44 min.
45 to 59 min.
60 to 89 min.
90+ min.
Total

2010

Count
33,331

Percent
16.4%

Count
34,329

Percent
16.0%

70,359
42,744
36,460

34.6%
21.0%
17.9%

69,180
47,384
40,222

32.3%
22.1%
18.8%

9,994
6,100

4.9%
3.0%

12,483
6,555

5.8%
3.1%

4,432
203,420

2.2%
100%

3,992
214,145

1.9%
100%

Source: American Community Survey 2006-2010/Census 2000
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Traffic Volumes
As most people are aware, some roads experience more
congestion than others. While roads that carry large
amounts of traffic are built to higher standards, they
also need to be maintained more frequently to provide
an acceptable level of service. Figure 10, on the next
page, shows traffic volumes in average vehicles per day
(AADT11). As can be seen, traffic volumes are highest in
the following places: I-95/I-295, greater Portland, the
Biddeford-Saco area, the Sanford area, and Route 236

and Route 1 in the southern portion of the region.
In these locations, traffic volumes often exceed 20,000
vehicles per day, and some roads, mainly the
interstates, experience upwards of 40,000 vehicles per
day.12 The amount of traffic a road experiences is one of
several criteria used by transportation planners and
engineers to determine how that particular road should
be planned for, designed, and maintained.

Morning commuter traffic on Brighton Ave. in Portland (Route 25)
11

Annual Average Daily Traffic (AADT) is the total volume of
vehicle traffic of a highway or road for a year divided by 365
days. AADT is a useful and simple measurement for
estimating how busy a road is.

12

Traffic counts represent the annual average. Volumes often
increase dramatically for most communities in the summer
and decline in the off-season. Traffic volume also changes
throughout the day and week.
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Figure 10: Factored Annual Average Daily Traffic (AADT)
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“Other” Transportation Modes
One way to reduce congestion on the region’s roadways is to provide other opportunities for people to travel in lieu of
driving alone. Historically, incorporating “alternative” modes has not been a priority for transportation planning.
However, there is growing momentum in Southern Maine, from planners and citizens alike, to better accommodate
more cost effective and environmentally-friendly transportation modes such as walking, biking, carpooling/vanpooling,
bus, rail and ferry transit.
Despite these efforts, as Figure 11 and Table 3 show, the vast majority of commuters in Southern Maine drive alone
(78%), while a much smaller proportion either carpool (9%), walk (4%), use public transportation (1%), bicycle (1%), or
commute by taxi, motorcycle, or other means (1%). The breakdown is more or less the same for both state and national
averages, with the exception that the percentage of workers who use public transportation is much higher nationally
(5%).
Figure 11: Means of Transportation to Work (16 Years and Over)
90%

Percent of Workforce 16 Years and Over

80%

78% 79%
76%

Sustain Southern Maine (Total = 225,864)
Maine (Total = 641,796)

70%

United States (Total = 139,255,035)

60%
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40%
30%
20%
9% 10% 10%
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4% 4% 3%

1% 1% 1%

5% 5% 4%

0%
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Source: American Community Survey 2006-2010
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Rt. 88 north of Portland is one of the more popular roads in the region for walking and biking due to its smooth pavement, wide shoulders,
relatively low traffic volume, and scenic vistas.

In the SSM region, walking, biking, and public transit are underutilized yet essential forms of transportation. This is
evidenced by the fact that, as seen in Table 3, approximately 4% of people in the region walk to work, 1% of people bike
to work, and 1% of people commute to work via public transit. Encouraging more people to walk, bike, or take public
transit will help reduce congestion and emissions, improve public health, and create more vibrant and lively
communities.
Table 3: Means of Transportation to Work (16 Years and Over)

Sustain Southern Maine
Drove Alone
Carpooled
Public
Transportation
Bicycle
Walked
Taxicab, Motorcycle,
or Other Means
Worked at Home
Total

Maine

United States

Count
177,057
21,175
2,400

Percent
78.4%
9.4%
1.1%

Count
504,614
64,708
4,107

Percent
78.6%
10.1%
0.6%

Count
105,840,717
14,418,306
6,872,730

Percent
76.0%
10.4%
4.9%

1,925
9,632
1,956

0.9%
4.3%
0.9%

3,048
26,002
6,780

0.5%
4.1%
1.1%

716,535
3,962,070
1,684,953

0.5%
2.8%
1.2%

11,719
225,864

5.2%
100%

32,537
641,796

5.1%
100%

5,759,724
139,255,035

4.1%
100%

Source: American Community Survey 2006-2010
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VII. Road Network
There are roughly 4,053 “center-lane” miles of public road in the
SSM region. As seen in Figure 12, this represents approximately
17% of the 24,000+ center-lane miles of public road in the state.
However, because Southern Maine is generally more developed,
and boasts more metropolitan areas than the rest of the state, the
region’s roads experience more wear-and-tear from vehicle traffic.
This is seen in Figure 13, which shows the region’s road network
experiences roughly 34% of all Vehicle Miles of Travel (VMT)13 in
the state – or twice the share of the region’s road miles.

Figure 12: SSM Road Miles as a Proportion of
State Total

SSM
Region,
17%

Rest of
State,
83%

Road Classification
Road classification is the process by which public roads and
highways are grouped into classes according to the character of
service they are intended to provide. Key to this process is the
recognition that individual roads and streets are not independent
from one another, but are part of a larger network of roads through
which traffic flows. Road classification systems define the role any
particular road or street should play in serving the flow of trips
through the larger network, as well as the type of access it should
provide to adjacent properties.

Figure 13: SSM VMT as a Proportion of State
Total

Maine is one of several states in the country to use two distinct
road classification systems – a federal system and a state system.
The difference between them lies mainly in how they are used. By
and large, the federal system is used to determine how a road
should be planned for and designed, while the state system is used
to determine which entity (state or local) is responsible for
maintenance. The two systems are described in the following
pages.

SSM
Region,
34%

Rest of
State,
66%

13

Annual Vehicle Miles of Travel (VMT) is a calculated value based on roadway length times the Factored Annual Average Daily
Traffic (AADT) expressed as an annual value by multiplying by 365. This data shows the exposure of any roadway to vehicle traffic.
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Federal Functional Classification (FFC) System
The FFC is the overarching classification system that
every state in the country is required to use. It uses
established guidelines to determine how a particular
road should be planned for and engineered. A
roadway’s federal classification helps determine what
the speed limit should be, how wide the travel lane and
shoulder should be, and what type of access should be
provided, along with a number of other considerations.
Additionally, federal classification identifies which roads
are eligible to apply for federal money.
Periodically, MaineDOT reviews the classification of
roads throughout the state by using a federal criteria
that places emphasis on the following factors.










Relative Annual Average Daily Traffic (AADT):
On an average day, how many, what type, and for
what purposes are vehicles using the road.
Land Use: How is the land presently being used? Is
it being used for business purposes that generate
more traffic, or agricultural or residential purposes?
Trip Length: Are a majority of travelers using this
road for short trips originating or terminating at
locations in the local area, or as a road to pass
through the region.
Network Configuration and Continuity: How
does the particular road fit within the present road
network?
Route Spacing: Is this particular road spaced
correctly within the geographical area to provide
good opportunities for travelers to reach specific
locations on well-maintained and safe roadways.

Using the federal guidelines, every road in the network
falls into one of the following three broad categories
described in the textbox to the right: arterials,
collectors, and local roads.
The importance of the federal classification system lies
in the fact that decisions about a specific roadway are
made well in advance of any construction. Moreover,
such decisions are made on a region-and system-wide
basis.

Arterials
These roads serve countywide, statewide or interstate
travel, linking cities and large towns to an integrated
highway network. As a rule of thumb, they have limited
accessibility from neighboring roads and provide the fastest
method of travel - although speeds may be lower through
urban areas. Volumes of traffic typically range from
thousands to tens of thousands of vehicles per day. Arterials
are further divided between principal and minor arterial
roads. In the SSM region there are 649 miles of arterial
roads, or 16% of total road miles.

Collectors
These roads link smaller towns, villages, neighborhoods, and
major facilities to the arterial network. Traffic is collected
from local residential roads and delivered to the nearest
arterial. Daily traffic volumes generally range in the
thousands. Collectors are divided between major/urban
collector roads, and minor collector roads. In the SSM
region, there are 686 miles of collector roads, or 17% of
total road miles.

Local
These roads are the most common roads by far, but they are
also the slowest for travel. They are designed specifically to
have high accessibility and to connect to collector and
arterial roads, and are typically not used for through traffic.
Volumes typically range from less than 100 to possibly
thousands of vehicles per day. In the SSM region, there are
2,718 miles of local roads, or 67% of total road miles.

The SSM region’s approximately 4,053 miles of public
road are broken down by their federal classification in
Figure 14 (next page). As can be seen, local roads
account for the majority of the region's road miles,
while major/urban collectors are the second most
common type of road. A map displaying the region's
functional classification is shown in Figure 15 (following
page).
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Figure 14: Federal Functional Classification by Mile in the SSM Region
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MaineDOT’s Map Viewer is an
easy-to-use interactive map
that displays an assortment of
useful information, including
federal
function,
highway
corridor priorities, customer
service levels, and MaineDOT
work plan projects. It can be
accessed at the following link:
http://www.maine.gov/mdot/
mapviewer
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Figure 15: Federal Functional Classification in the SSM Region
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State Highway Classification System
In contrast to the federal system, the state classification
system is mainly used to determine what level of
government is responsible for winter maintenance and
summer maintenance. This system groups roads into
the following three main categories, which allocate
maintenance responsibilities as follows.

State Highways
State Highways form a system of connected routes
throughout the state that primarily serve intra- and
interstate traffic. With the exception of urban
compact areas, MaineDOT has responsibility for the
year-round maintenance of state highways. The state
highway category generally corresponds with the
federal ‘arterial’ classification.

State Aid Highways
State Aid Highways connect local roads to the State
Highway System and generally serve intracounty
rather than intrastate traffic movement. With the
exception of urban compact areas, state aid roads are
usually maintained by MaineDOT in the summer and
by the municipalities in the winter. The State Aid
Highway classifications generally correspond to the
federal ‘collector’ classification.

Townways
Townways are all other highways not included in the
State Highway or State Aid Highway classifications
that are maintained by municipalities or counties.
These roads are classified as federal ‘local’ roads.
There are also multiple definitions for what are referred
to loosely as “Urban Areas.” An Urban Area may be a
state urban compact, a state winter compact, a federal
urbanized area, or a federal Metropolitan Planning
Organization area. As such, a given municipality may
have two or more different urban boundaries, or may
qualify as “urban” under one set of criteria but not the
other. Consequently, responsibilities for highway capital

A sign signifying a D.O.T. urban compact line on Winn Road in
Falmouth

and maintenance are frequently overlapping or
inconsistent – this is described in greater detail in
Section VII, which discusses funding constraints and
roles and responsibilities.
While the federal and state classification systems help
policy makers and transportation planners determine
how to design and plan for roads throughout the state –
and what entity is responsible for maintaining and
improving them – MaineDOT has developed its own
methodology for determining how to best use limited
transportation funding. The methodologies MaineDOT
employs to prioritize project selection are described
briefly in the following pages.
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Corridors of Regional Economic Significance to Transportation
During the development of Connecting Maine,14 the State’s long-range transportation plan, Maine’s Regional Councils
identified – through a public process – 38 Corridors of Regional Economic Significance to Transportation (CRESTs). The
CREST system allows MaineDOT to focus its planning efforts and limited financial resources on statewide multi-modal
transportation corridors that have the strongest and broadest economic significance for each region of the state.
The corridor management plan for each CREST, developed and supported by regional stakeholders, provides an advisory
roadmap for MaineDOT decision-makers as they plan and budget for maintenance and improvement of the corridors
over future biennial funding cycles.
In Southern Maine, six CRESTs were identified and prioritized, shown in Figure 16. These corridors are:

Southern Coastal
The corridor following the coast (I-95 and Route 1) from the Maine-New Hampshire border to Portland.

Coastal PACTS
The corridor continuing up the coast (I-295, Route 1) from Portland to Brunswick/Topsham area.

Cumberland County Central
The central corridor from Portland to Lewiston/Auburn area (I-95, Route 26/100).

Southern Maine Central
Northern York County to Southern Pacts area (Routes 22, 202/4, 4A, 5, 117, 112); New Hampshire to I-95
and coastal towns via Sanford (U.S. 202, Routes 99, 109, 111); Somersworth, New Hampshire/Berwick to
Wells (Routes 9, Guilford Rail Line/Amtrak).

Lakes Region
The corridor connecting Portland to Fryeburg passing through the Lakes Region (Route 302, Routes 113,
and 114, Route 25)

York County East-West
The corridor originating in Lebanon at the Maine/New Hampshire border (Lebanon) travelling through
Sanford and culminating in Saco/Biddeford (Routes 5, 202, 4, 11, 11A).

14

“Connecting Maine: Maine’s Long Range Transportation Plan.” MaineDOT. July 2010.
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Figure 16: Southern Maine CRESTs
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Over the past several years, MaineDOT has transitioned to a new framework for assessing and prioritizing the state’s
network of roads. The new system builds on previous work (i.e., the CREST process), and relies on two new metrics:
Highway Corridor Priorities (HCPs) and Customer Service Levels (CSLs). When these metrics are combined, the structure
allows MaineDOT to quickly grasp the current state of the system, to equitably compare similar roads across the state,
and to focus resources on projects that have the most value to the economy and to most travelers.

Highway Corridor Priorities
To determine Highway Corridor Priorities, MaineDOT gathered and analyzed factors such as the economic importance of
the road (determined by input from regional Economic Development Districts and the CREST process), the road’s
functional classification, the amount of heavy haul trucking use, and the amount of relative traffic on the road by region.
With this and other data, MaineDOT classified all 23,400 miles of Maine public highways into the six priority levels listed
below: A map of MaineDOT’s Highway Corridor Priority system for the SSM region is shown in Figure 17 on the next
page.

Priority 1 roads
These roads include the Maine Turnpike, I-295, Route 1, Route 302, and Route 202, among others. In the SSM
region, the 478 miles of Priority 1 roads represent only 12% of the miles, but carry fully 54% of all vehicle miles
traveled.

Priority 2 roads
Priority 2 roads total about 109 miles in the SSM region. They are non-interstate, high value arterials that
represent about 3% of the total miles of road, but carry 6% of overall traffic. Priority 2 roads in Southern Maine
include Route 26/100 in Portland, and Route 9 in Berwick, among others.

Priority 3 roads
These are the remaining arterials and most significant major collector highways. These 258 miles represent only
6% of miles in the SSM region, but carry 14% percent of the traffic. Priority 3 roads in Southern Maine include
Brighton Avenue in Portland, Broadway Avenue in South Portland, and Route 91 in South Berwick.

Priority 4 roads
Priority 4 roads are the remainder of the major collector highways and are often part of Maine’s unique “state
aid” system, in which road responsibilities are shared between the state and municipalities. These 222 miles
represent about 5% of total miles in the SSM region, and carry 7% of the traffic. Priority 4 roads in Southern
Maine include Route 101 in South Berwick and York, Route 208 in Biddeford, and Route 77 in Cape Elizabeth,
among others. As a subtotal, Priority 1-Priority 4 roads represent only 26% of public road miles, but carry fully
82% of all the vehicle miles traveled in the SSM region.

Priority 5 roads
These are the 268 miles of minor collector highways, almost all on the “state aid” system. They represent 7% of
the miles, and carry 7% of the traffic in the SSM region.

Priority 6 roads
These are the local roads and streets that are the year-round responsibility of individual municipalities. Though
they carry just 12% of the statewide traffic, these 2,718 miles make up 67% of the total road miles in the SSM
region.
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Figure 17: Highway Corridor Priorities in the SSM Region
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Figure 18: Percent Road Miles Compared to Percent VMT by Highway Corridor Priority
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Table 4: Percent Road Miles Compared to Percent VMT by Highway

Priority

Miles

Total
Percent
478
11.8%
1
109
2.7%
2
258
6.4%
3
222
5.5%
4
268
6.6%
5
2718
67.1%
6
4053
100.0%
Total
*Data provided by Maine Office of GIS

VMT
Total
2,648,771,633
318,117,689
695,974,480
333,953,163
341,692,556
564,759,836
4,903,269,357

Percent
54.0%
6.5%
14.2%
6.8%
7.0%
11.5%
100.0%

Figure 18 and Table 4 above, show percent of road miles compared to percent Vehicle Miles Travelled (VMT) by Priority
level for all public roads in the SSM Region. The data demonstrates that while Priority 1 roads account for just 12% of
road miles in the region, these roads experience 54% of all VMT. On the other hand, Priority 6 roads account for 67% of
the region’s road miles, but experience just 12% of all VMT.
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Customer Service Levels (CSLs)
Customer Service Levels (CSLs) are the new metric used by MaineDOT to assess the existing condition of the state’s
“highway assets” (Priority 1-5 roads).15 CSLs translate existing technical performance data regarding the Safety,
Condition, and Service of a road into an A-F scale, where A is “excellent,” B is “good,” C is “fair,” D is “poor,” and F is
“unacceptable.” Individual measures that make up each category are structured as follows:
Table 5: Customer Service Level (CSL) Safety

CSL Safety
Crash History

This measure includes the two types of motor vehicle crashes most likely related
to the highway- head-on and run-off-road crashes. The A-F scale compares these
crash rates with the statewide average.

Paved Roadway Width

This measure compares total paved width (lane plus shoulder) with minimum
acceptable widths by Highway Corridor Priority (not new design standards). If a
highway segment fails this minimum, the Safety Customer Service Levels for that
segment is decreased one letter grade.

Pavement Rutting

This measure looks at wheel path rutting, since excessive rutting holds water and
contributes to hydroplaning and icing in winter. The A-F scale set points vary by
Highway Corridor Priority, and are based on hydroplane tests

Bridge Reliability

This measure is pass/fail. If a highway segment contains a bridge with a Condition
Rating of 3 or less (excluding non-overpass decks), the Safety Customer Service
Level is decreased one letter grade. These bridges are safe, but may require
increased inspection or remedial work that could affect traffic flow.
Table 6: Customer Service Level (CSL) Condition

CSL Condition
Pavement Condition

This measure uses the Pavement Condition Rating (PCR), a 0-5 scale that is
composed of International Roughness Index, rutting, and two basic types of
cracking. The A-F scale varies by Highway Corridor Priority.

Roadway Strength

This measure uses the results of the falling weight deflectometer, a device that
estimates roadway strength. The A-F scale is uniform across Highway Corridor
Priority, since even low-priority roads must support heavy loads in Maine's
natural resource-based economy.

Bridge Condition

This measure converts the 0-9 national bridge inventory (NBI) condition ratings to
pass or fail; it is uniform across Highway Corridor Priority.

Ride Quality

This measure uses the International Roughness Index (IRI), which is expressed in
inches per mile of deviation. IRI is the nationally accepted standard for passenger
comfort, and the A-F scale varies by Highway Corridor Priority.

15

Currently, the Department is utilizing CSLs for road and bridge projects only, but is developing a similar methodology
for other transportation modes within the state.
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Table 7: Customer Service Level (CSL) Service

CSL Service
Each year, MaineDOT posts more than 2,000 miles of road during spring thaw to
protect their longevity, but some posted roads directly affect Maine's economy.
Road segments that are permanently posted get a D, those with seasonal postings
get a C.
This measure uses load weight restrictions to arrive at an A-F score that varies by
Highway Corridor Priority.

Posted Road

Posted Bridge

This measure uses the ratio of peak traffic flows to highway capacity to arrive at
an A-F score for travel delay. Peak summer months are specifically considered to
capture impacts to Maine's tourism industry. This scale is uniform across Highway
Corridor Priority, since tourist travel is system-wide and sitting in traffic affects
customer service similarly on all roads.

Congestion

The key to MaineDOT’s new system for prioritizing projects is when the two metrics (Highway Corridor Priorities and
Customer Service Levels) are combined. When this is done, it is possible to get a big picture perspective of the overall
condition of the highway network for a town, region, or the entire state. Below is a snapshot of Customer Service Levels
for Priority 1-5 roads in the SSM region.
Figure 19: CSL Safety by Highway Corridor Priority

Highway Corridor Priority

Safety
1
2
3
4
5
0%

10%

20%

Percent of Road Miles

30%

40%

50%

60%

70%

80%

A

B

C

90%
D

100%
F

Figure 19, above, shows the CSLs for Safety for Priority 1-5 roads throughout the SSM region. As can be seen, safety on
the region’s roadways is similar across the board for most road priorities, with the exception that Priority 1 roads
(mainly interstates) appear slightly safer on average.
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Figure 20: CSL Condition by Highway Corridor Priority
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Figure 20, above, shows the CSLs for Condition for Priority 1-5 roads throughout the SSM region. As might be expected,
Priority 1 and 2 roads are currently in better condition than Priority 3-5 roads.
Figure 21: CSL Service by Highway Corridor Priority
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Figure 21, above, shows the CSLs for Service for Priority 1-5 roads throughout the SSM region. Since most bridges on
Priority 1 and 2 roads do not have weight restrictions, the major factor influencing Service scores for these roads is
“congestion.” The major factor influencing Priority 3-5 roads is either “congestion” or “road posting.”
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The intersection of Route 302 and Route 35/115 in Windham has been identified by MaineDOT as a High Crash Location. In the three year
period between 2009-2011 it experienced ~39 crashes, and had a CRF of 1.15 (Image courtesy of Google Earth)

High Crash Locations
One of the main safety considerations for roadways
throughout the Sustain Southern Maine region are
areas designated as High Crash Locations (HCLs) by the
MaineDOT. As their name implies, these locations see
the largest share of traffic-related accidents in the
State. While High Crash Locations are factored into
MaineDOT’s CSL “Safety” metric, the dataset is useful
by itself for highlighting which road segments and
intersections in a town or region are most in need of
safety improvements.
A High Crash Location is an intersection or road
segment that has had 8 or more traffic crashes and a
Critical Rate Factor (CRF) of 1.00 or higher over a 3-year
period. The Critical Rate Factor is a statistical measure
used to determine the “expected crash rate” as
compared to similar intersections in the State. An
intersection with a CRF of 1.00 or higher therefore has a
frequency of crashes that is higher than the statewide
average for intersections with similar characteristics,
such as traffic volume and functional class.
While CRF is a useful metric for screening projects, it
should not be used as the sole indicator, as it does not

indicate severity of crashes and may lead to projects
that do little for improving safety.
Figure 22, on the next page, shows High Crash Locations
for the Sustain Southern Maine region based on 20092011 MaineDOT data. While this map is useful to obtain
a general sense of where the hot spots are (i.e., Greater
Portland, Biddeford-Saco), it does not include every
place where there are opportunities for safety
improvements – that is to say, if an intersection or road
segment is not considered a high crash location, that
does not indicate safety improvements are not
appropriate or warranted in that location.
Although High Crash Locations refer to specific
intersections or road segments in each community,
examining these locations on a larger geographic scale
is critical due to the increasingly regional manner in
which we travel. As such, the analysis of High Crash
Locations can be particularly useful to help prioritize
capital improvement projects throughout the region.
Both KACTS and PACTS should continue to monitor and
evaluate these locations on an annual basis, and efforts
should be made to identify causal factors and develop
responsive strategies to mitigate them.
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Figure 22: High Crash Locations in Sustain Southern Maine
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MaineDOT’s Current/Planned Projects and Unmet Needs
MaineDOT used Highway Corridor Priorities (HCPs) and
Customer Service Levels (CSLs) on a trial basis to
develop the FY 2012/2013 Work Plan, and incorporated
them more fully into the FY 2014/2015 biennium.
Although MaineDOT’s current projects are too
numerous to list, Figure 23 (next page) shows where
they are occurring throughout the region. Due to
funding constraints, most of MaineDOT’s current and
future projects focus on Priority 1-3 highways that are
of regional and/or statewide significance.

multiple categories (Safety, Service, or Condition), but
are not included in MaineDOT’s Work Plan. A full list of
these poorly performing roads and the major factor(s)
determining their score is provided in the SSM’s Road
and Bridge Infrastructure Report. It is important to
note, road segments that received a CSL score of “F”
represent the worst of the worst. Many roads that
received “Cs” and “Ds” are also poorly performing, and
probably in need of some type of maintenance or
capital improvement as well.

Figure 23 also shows roughly 83 miles of road segments
in the region that received a CSL score of “F” for one or

Many collector roads in the region are showing significant signs of wear. This picture shows a particularly rough section along
Elmwood Rd., a major/urban collector in Pownal.
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Figure 23: MaineDOT Current/Planned Projects and Unmet Needs
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Examples of Regionally Significant Roadway Projects
Table 8, below, provides examples of ongoing and planned projects that, when complete, will have a significant regional
impact on the transportation system.
Table 8: Examples of Regionally Significant Roadway Projects

Project Location
Maine Turnpike Corridor

Maine Turnpike High
Speed Tolling
I-295

Portland Forest Avenue
Corridor

Portland Franklin Street
Corridor

North Windham

Reconstruction of River
Road in Westbrook and
Windham
Westbrook Downtown

Description
Highlights for the next 10 years of the Turnpike Authority’s 30-Year Capital Project Plan
in Greater Portland include pavement rehabilitation, bridge projects (rehabilitation,
painting and replacements), and modernizing/widening the highway between Exits 46
and 48. All projects are paid for with toll revenues.
The major goals of this project are to improve convenience, cut operating costs and
reduce vehicle emissions.
With many of the 2006 I-295 Corridor Study’s recommendations complete, remaining
highway improvements include: southbound ramp changes and a northbound ramp at
Exit 15 (Yarmouth); off-ramp improvements at Exit 6 (Portland); and acceleration/deceleration ramp work (Falmouth to Freeport). The 2011 Portland North Study also
recommends a Brunswick-Portland bus service to reduce traffic delays.
In 2011, the City of Portland adopted a plan for the Woodfords Corner to downtown
portion of this major regional arterial. Similar to the “Complete Streets” plan for
Franklin Street (No. 11, below), the Forest Avenue Corridor plan calls for
improvements to more efficiently balance traffic, walking, bicycling, commerce,
residential neighborhoods and transit, including the new Downeaster service to
Brunswick.
The City of Portland has a vision to transform this major arterial and its surrounding
neighborhoods into a place that works well for all users, including pedestrians and
bicyclists. Portland and MaineDOT are currently turning that vision into a design that
balances the city’s place making goals with the street’s traffic and commerce purposes.
The Town of Windham is working on a plan to apply the “Complete Streets”
philosophy to the future growth of its regional commercial center in North Windham.
The “21st Century Downtown Plan” is a vision for creating a “sense of place” in today’s
suburban commercial center. The plan sets forth significant changes to the street
network and development of pedestrian and bicycle infrastructure.
River Road in Windham and Westbrook is an important commuter road, and holds
significant regional importance as a bypass alternative to congestion on Route 302
between Portland and Windham. It is an important route for goods and services that
support regional business.
The heart of Westbrook is its historic downtown Main Street that includes a thriving
mix of uses. Main Street is also Route 25 which serves as a major east-west commuter
corridor to neighboring Portland. The Downtown Streetscape Plan recommends
context sensitive solutions to enhance the pedestrian experience while facilitating
east-west traffic. The plan includes improvements in the roadway, sidewalks and other
public spaces.
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Yarmouth Route 1 Corridor

The Town of Yarmouth has developed a Route One improvement plan to improve
traffic access and safety for most of its length through town. The recommendations
are: to reconfigure the four-lane sections of Route 1 to two and three lanes; to expand
bicycle and pedestrian connections; and to build roundabouts at Route 1 intersections
with Portland Street, Forest Falls Drive, Hannaford Drive, East Main Street and Route
88.
Portland Thompson’s Point In June 2012 the Portland City Council approved a major regional $100 million plus
mixed use project for Thompson’s Point. In order to serve this major development
safely and conveniently there are many road, parking, transit, sidewalk and signage
improvements needed in the next two to ten years. This project, the largest in Maine
in recent memory, is of truly statewide significance.

The new highway-speed toll lane in New Gloucester, shown near the end of the construction phase before signs were put up.
Open-road tolling, which allows drivers to pay tolls at highway speeds, improves convenience, cuts operating costs, and reduces
vehicle emissions. Photo Courtesy of the Portland Press Herald.
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VIII. Bridges
There are roughly 641 bridges in the SSM region. These bridges account for 17% of Maine’s total of 3,865 known bridges
(defined as longer than 20 feet) and minor spans (10-20 feet). In this report, “bridges” generally refers to both
categories. Figure 24, below, depicts bridge ownership for the 641 bridges in the SSM region.
Figure 24: Bridge Ownership in the SSM Region

Railroad, 32, 5%

Other, 4, 1%

Municipalities, 112,
17%

Turnpike, 124, 19%
MaineDOT, 369, 58%

For bridges that fall under the jurisdiction of a municipality, MaineDOT’s responsibilities are governed by MRSA Title 23,
§563:
“…The department shall advise the municipality of its inspection findings, noted deficiencies and
recommendations regarding posting or closure. The municipality has sole responsibility and authority to
determine whether a structure must be posted or closed, except that the department may close the
structure in case of emergency or when the department reasonably determines closure is necessary to
protect the traveling public from imminent hazard. If the department becomes aware of deficiencies in a
structure that could impact posting or closure decisions, the department shall promptly notify the
municipality. The municipality is responsible for all costs and expenses related to the posting and
closure, including any needed notifications, signage, and barricades.”
Currently, MaineDOT inspects all bridges on a two-year cycle. If a bridge is in a condition that in MaineDOT’s
professional judgment is not adequate to carry its posted load, MaineDOT sends the municipality a letter detailing its
concerns and recommendations.
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Bridge Age
Maine’s bridges are aging and Southern Maine is no exception. As seen in Figure 25 below, many bridges in the region
were constructed in the first half of the last century and are reaching the end of their useful lives. According to
MaineDOT’s 2007 report “Keeping Our Bridges Safe,”16 the Department’s strategic objective is to achieve an average
replacement age of 80 years for each bridge. However, based on current funding and rate of replacement, bridges will
need to last an average of 180 years. In the SSM region, there are currently 70 bridges (11% of the region’s total) that
are 80 years or older and on the verge of replacement.
Though age is not the only predictor of whether a bridge needs to be replaced, Maine’s aging bridges pose a major
challenge. If not addressed over the next several decades, future generations will be forced to fund a large number of
bridge replacements at once, or be faced with numerous postings and long detour routes.
Figure 25: Bridge Age in the SSM Region
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“Keeping Our Bridges Safe: A Report on Maine’s Bridge Inspection and Improvement Programs.” November 26, 2007.
MaineDOT
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Bridge Condition
While age distribution is a good general indicator of the lifespan
of a bridge, a more technical analysis is needed to truly assess
the condition of each individual bridge. In the 2007 Bridge
Report referenced earlier, MaineDOT used a “Good, Fair, Poor”
approach for assessing the state’s bridges. This approach used
the criteria in the textbox to the right to rate the condition of
every bridge in Maine.
Using this rating scheme, MaineDOT grouped the state’s bridges
into the three categories of “Good, Fair, and Poor,” using the
following definitions:






Good: All deck, superstructure, substructure, culvert, and
structural evaluation ratings greater than or equal to 7.
Fair: At least one deck, superstructure, substructure,
culvert, or structural evaluation rating of 5 or 6, all ratings
except for deck rating must be greater than 4.
Poor: At least one superstructure, substructure, or culvert
rating less than or equal to 4.

For this report, the same methodology was used to rate the
condition of bridges in the SSM region. The results of this
analysis are shown in Figure 26 below.
Figure 26: Bridge Condition in the SSM Region

Poor, 61,
10%

0 = Failed Condition – out of service – beyond
corrective action
1 = “Imminent” Failure Condition – major
deterioration or section loss present in critical
structural components or obvious vertical or
horizontal movement affecting structure
stability. Bridge is closed to traffic but corrective
action may put back in light service
2 = Critical Condition – advanced deterioration
of primary structural elements. Fatigue cracks in
steel or shear cracks in concrete may be present
or scour may have removed substructure
support. Unless closely monitored it may be
necessary to close the bridge until corrective
action is taken.
3 = Serious Condition – loss of section,
deterioration, spalling or scour have seriously
affected primary structural components. Local
failures are possible. Fatigue cracks in steel or
shear cracks in concrete may be present.
4 = Poor Condition – advanced section loss,
deterioration, spalling or scour.
5 = Fair Condition – all primary structural
elements are sound but may have minor section
loss, cracking, spalling, or scour.
6 = Satisfactory Condition – structural elements
show some minor deterioration.
7 = Good Condition – some minor problems.

Fair, 176,
28%
Good, 394,
62%

8 = Very Good Condition – no problems noted.
9 = Excellent Condition
N = Not Applicable
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The 73-year old Sarah Mildred Long Bridge carries the Route 1 bypass and a rail line critical to the Portsmouth Naval Shipyard. The bridge,
which facilitates tourism, interstate commerce, and the shipbuilding industry, is nearing the end of its service life and must be replaced
within the next five years.

In the 2007 Bridge Report, MaineDOT assumes that
preventative maintenance can keep good bridges in the
good category over the next 10 years, and capital
preservation and rehabilitation projects will be
undertaken for most fair bridges over the next 30 years.
However, many fair bridges are just one point away
from the poor category, and most bridges in the poor
category are currently in need of major reconstruction
or replacement.
Thus, the 2007 Bridge Report concludes, “there are only
two ways to protect public safety over the long term:
repair or replace poor bridges and preserve fair bridges
before they become poor, OR continue to close bridges
when their condition warrants… Maine’s economy
cannot afford to have the highway network become
unconnected, nor can we allow unsafe bridges to stay
open. Without a balanced, sustainable Work Plan, load
postings and closures will be the only ‘safety net’ left.”

MaineDOT’s Current/Planned Bridge Projects
and Unmet Needs
Of the 641 bridges in the SSM region, 42 are included in
MaineDOT’s Work Plan. For these bridges, projects
range from bridge painting and preventative
maintenance, to preliminary engineering, to complete
replacement. The location of these projects is provided
in Figure 27 on the next page.
Presently, there are 61 bridges in poor condition in the
region. Of these, approximately 19 are included in
MaineDOT’s Work Plan. If these projects are completed
as planned, this leaves roughly 42 bridges throughout
the region that will remain in poor condition for the
foreseeable future. The location of these bridges is also
shown in Figure 27, and a detailed list that also includes
the Priority level of the roadway which the bridge
carries is provided in SSM’s Road and Bridge
Infrastructure Report.
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Figure 27: MaineDOT Current/Planned Bridge Projects and Unmet Needs

Sustain Southern Maine: Multimodal Transportation Plan

Page 68

Characteristics of the Existing Transportation Network

Examples of Regionally Significant Bridge Projects
Table 9, below, provides examples of bridge projects that, when complete, will have a significant regional impact on the
transportation system. Some of the projects listed below are ongoing, while others are in MaineDOT’s Work Plan for the
coming years; still others are less formal, long-term visions of what could be.
Table 9: Examples of Regionally Significant Bridge Projects

Bridge Name

Description

Piscataqua River Bridge

Also known as the “high level” bridge, this bridge was constructed in 1971 and carries
interstate traffic from New Hampshire to Maine. The I-95 bridge is a six lane high level
fixed span, which means it does not have to open or close to allow large vessels to pass
underneath it. The bridge carries approximately 45,000 vehicles per day, and is often
the source of traffic and congestion, as drivers naturally slow down as their vehicles
climb the high arch over the river. The Piscataqua River Bridge is currently in need of a
deck replacement.
The 73 year old Sarah Mildred Long Bridge is a lift bridge that carries the Route 1 bypass
and a rail line critical to Portsmouth Naval Shipyard. Maine and New Hampshire have
agreed to replace the bridge instead of implementing a rehabilitation project. The
DOT’s will share the costs of replacement equally, which is estimated to be $170
million. The design process is currently underway, and it is anticipated that construction
will begin in the fall of 2014. The bridge is currently weight restricted at 10 tons.
Replacement of this deteriorating bridge over Saco River will improve safety and access
and provide a more direct connection from Buxton to Hollis.
This bridge over the Presumpscot River connects two major sections of the Town of
Westbrook and serves as a major regional commuter route. The bridge needs to be
replaced, and there are no alternative routes without adding substantial time and costs.
This bridge, located on Pine Point Road (Route 9), provides primary access to the
coastal beaches surrounding the Cumberland-York County boundary. The bridge carries
an important highway supporting tourism economy. The bridge currently needs to be
replaced. Loss of the bridge would have negative economic impacts especially to
business along this section of Route 9.
The Grand Trunk Railroad Bridge, often referred to as the Trestle Bridge, is a swing-style
bridge that crosses the mouth of the Back Cove connecting the Portland Peninsula to
the shore on the northern side. Traditionally a rail bridge, it has been stuck in the open
position ever since a fire damaged it in 1984. Bicycle and pedestrian advocates want to
retrofit the bridge with a shared-use path to provide more convenient northerly access
from the peninsula for walking and biking, while proponents of rail would like to see the
bridge used for future commuter rail purposes.
The Casco Bay Bridge, which connects Portland to South Portland and carries Route 77,
is challenging for bicyclists to navigate and a major impediment for bicycle connectivity
in the region. While bike lanes do exist, they are directly adjacent to the travel lane,
which carries large volumes of traffic at what are often freeway speeds. A shared use
path does exist on the east side of the bridge, and bicyclists are allowed to use it, but it

Sarah Mildred Long
Bridge

Bar Mills Bridge
Bridge Street Bridge

Pine Point Crossing
Bridge

Grand Trunk Railroad
Bridge

Casco Bay Bridge
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Nonesuch River Bridge
(Eastern Trail)

Long Creek-Veterans
Bridge-West
Commercial St.
Connection

is narrow and often busy with pedestrians. While major reconstruction is probably not
realistic, minor improvements, such as replacing the freeway-style signage with
something smaller, reducing the width of the travel lanes, providing a buffer between
the bike lane and the travel lane, and improving the transition from the bike lane at
either end of the bridge to where it merges with the travel lane, are recommended.
Construction of this pedestrian bridge across the Nonesuch River is a critical component
in connecting two proposed trail segments that would fill a critical gap in the Eastern
Trail. When complete, the bridge and accompanying trail segments will provide a direct
pedestrian connection from Scarborough to South Portland. The former bridge consists
of two existing granite abutments, surrounded by wetlands and floodplains, with the
bridge structure removed.
This project is intended to link the Portland peninsula to the Maine Mall area with an
off-road pathway system for cyclists and pedestrians. The project includes a bridge over
Long Creek, and a bridge over the I-295 ramp to provide a trail along Washington
Avenue and the West Commercial Street trail.

The Grand Trunk Railroad Bridge in Portland has long been envisioned for commuter rail
and/or bicycle/pedestrian use.
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IX.

Bicycle and Pedestrian Network

Bicycle and Pedestrian Conditions
Presently, Southern Maine contains many elements of a
truly walkable and bikeable region. Due to growing
demand, bicycle and pedestrian facilities have
proliferated in recent years. This includes sidewalks and
crosswalks, bike lanes, shared use lanes, roads with
paved shoulders, multi-use pathways, trails, and other
amenities. Despite this renewed emphasis on
accommodating “active transportation” modes, bicycle
and pedestrian facilities are still sorely lacking
throughout much of the region – especially in the rural
and suburban communities. Moreover, funding for
bicycle and pedestrian specific projects remains limited
at best.
Figure 28 and Table 10 show the extent of the existing
bicycle and pedestrian network in the region. The map
and table were produced for the SSM Bicycle and
Pedestrian Network Report, and more detailed maps
and information can be found there. It is important to
note, the figures in Table 10 are approximations only
based on GIS data acquired for the bicycle and
pedestrian network maps.
In order to expand access throughout the region, it is
crucial to identify and prioritize where improvements
should be made. As a general rule, pedestrian facilities
are more viable in central locations where people are
most likely to congregate. In most communities, these
places are often market centers, large employment

centers, downtown or village centers, and schools.
Many of these areas have already been identified and
mapped as part of SSM’s Pilot Centers of Opportunity
project (shown in Figure 33 in this report and described
in greater detail in the SSM Bicycle and Pedestrian
Network Report).
For biking, a major area for improvement is the
presence of on-road bicycle facilities such as bike lanes,
shared use lanes, and road shoulders. These facilities
provide distinct levels of accommodation and perceived
safety for cyclists. Their application is dependent upon a
roadway’s characteristics and its context. In general,
most bike lanes and shared use lanes have been
implemented in urban or downtown areas on roads that
experience higher traffic volumes and connect to
multiple destinations.
For suburban and rural roads, paved shoulders are
often more appropriate. While paved shoulders are not
specifically designed for bicyclists, they provide room
for separation from vehicle traffic and help to eliminate
passing conflicts between motorists and bicyclists.
Paved shoulders also confer a number of other benefits,
such as providing space for drivers to pull over or make
evasive maneuvers. Additionally, from an engineering
perspective, roads with paved shoulders have more
structural integrity, last longer, and are easier to
maintain.
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Figure 28: Existing Bicycle and Pedestrian Network
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Municipality
Acton
Arundel
Berwick
Biddeford
Brunswick
Buxton
Cape Elizabeth
Chebeague Island
Cumberland
Dayton
Durham
Eliot
Falmouth
Freeport
Gorham
Gray
Hollis
Kennebunk
Kennebunkport
Kittery
Lebanon
Long Island
Lyman
New Gloucester
North Berwick
North Yarmouth
Ogunquit
Old Orchard Beach
Portland
Pownal
Raymond
Saco
Sanford
Scarborough
South Berwick
South Portland
Standish
Wells
Westbrook
Windham
Yarmouth
York
Region Total

Table 10: On-Road Bicycle Network
Bicycle Lane
Paved Shoulder
Existing
NA
NA
NA
0
NA
NA
6.3
NA
0
NA
NA
NA
4
0
0
NA
NA
NA
NA
NA
NA
NA
NA
NA
NA
0
NA
1.3
12.5
NA
NA
0.25
NA
0
NA
4
NA
NA
0.03
0
0
NA
28.38

Future
NA
NA
NA
0
NA
NA
0
NA
0
NA
NA
NA
0
0
0
NA
NA
NA
NA
NA
NA
NA
NA
NA
NA
0
NA
0
11.6
NA
NA
0
NA
0.75
NA
12.7
NA
NA
2.4
0
4.4
NA
31.85

Existing
3.7
7.7
10
18.7
27.2
11.8
2.4
NA
15.8
10.5
12.8
5.3
28.1
16.6
32.8
19.1
16.9
17.9
4.4
20.5
8.4
NA
10.1
11.1
9.6
2
3.3
4.9
3.3
0
3.8
20.4
29.8
13.4
7.7
3.4
25.8
22.7
11.1
25.2
5.2
21.2
524.6

Future
11.7
3.6
7.1
9
15.3
21.3
3.8
NA
18.6
1
8.9
15.2
18.7
9.4
20.7
6
13.1
16.5
3.7
6.7
5.8
NA
9.7
8.2
1.9
22.5
0.4
4.8
7.6
12.8
13.5
29.3
15.1
55.2
1.2
4.7
12.1
7.4
16.2
21.3
7.1
15.5
482.6
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Shared Lane
Existing
NA
NA
NA
5.9
NA
NA
3.7
NA
0
NA
NA
NA
0
14.8
0
NA
NA
NA
NA
NA
NA
NA
NA
NA
NA
0
NA
2.3
4.4
NA
NA
1.4
NA
1
NA
2.4
NA
NA
2.2
0
7.3
NA
45.4

Future
NA
NA
NA
4
NA
NA
0
NA
1.6
NA
NA
NA
0
6.4
0
NA
NA
NA
NA
NA
NA
NA
NA
NA
NA
0
NA
0
20.1
NA
NA
0
NA
0
NA
1.3
NA
NA
0.2
0
3.9
NA
37.5

Total Miles
15.4
11.3
17.1
37.6
42.5
33.1
16.2
0
36
11.5
21.7
20.5
50.8
47.2
53.5
25.1
30
34.4
8.1
27.2
14.2
0
19.8
19.3
11.5
24.5
3.7
13.3
59.5
12.8
17.3
51.4
44.9
70.4
8.9
28.5
37.9
30.1
32.1
46.5
27.9
36.7
1,150.3
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Regional Bike Routes and Trails
A number of regionally significant bike routes and trails
are also underway in the SSM region. These initiatives,
shown in Figure 29 on the next page, are beneficial for a
myriad of reasons. In addition to providing more
opportunities for recreation and healthy activities for
residents and tourists, regional bike routes and trails
often function as viable transportation corridors. People
can use the bike routes and trails to safely commute to
work or school, go to the beach, or cross town to run
errands. These regional initiatives, which are all in
progress, are described briefly below. A more detailed
description of each initiative can be found in the SSM
Bicycle and Pedestrian Network Report.






Eastern Trail (ET)
The ET is a 30% complete vision of a 65-mile
recreation and transportation greenway connecting
South Portland, Maine to Portsmouth, New
Hampshire. The Eastern Trail is finished between
Kennebunk and South Portland, except for two
small sections between Biddeford and Saco, and
Scarborough and South Portland. It has been
extremely popular with residents and tourists alike
and is also part of the East Coast Greenway route.

Sebago to the Sea Trail
The Sebago to the Sea Trail is a contiguous, multiuse trail from Sebago Lake to Casco Bay connecting
Standish, Windham, Gorham, Westbrook, Portland
and Falmouth. The trail is essentially complete, with
the exception of a 4.8-mile section between South
Windham and Westbrook – this section is currently
a paddling route only along the Presumpscot River
to bypass construction on the Mountain Division rail
line.

East Coast Greenway (ECG)
The ECG is a developing trail project that spans from
Calais, Maine to Key West, Florida, linking all major
cities of the eastern seaboard in between. The
intent of the project is to create a traffic-free,
3,000-mile urban trail corridor. The ECG route in
Maine is 381 miles long and 34% off-road. It is
characterized by major trail projects on the
northern and southern ends of the route, with
several gap areas in between.

Mountain Division Rail with Trail
The Mountain Division project is an ongoing effort
to develop a 52-mile multi-use trail from Portland to
Fryeburg
along
the
Mountain
Division
transportation corridor. At the time of this writing,
a six-mile section of paved trail has been completed
from Little Falls Village in Gorham to Otter Ponds in
Standish, with a one-mile gravel trail section
connecting to Johnson Field on Route 35 in Sebago
Lake Village, Standish. Another 4 miles of trail has
been constructed in Fryeburg at the Visitor’s Center
along Rt. 302 near the New Hampshire border and
ending at Route 113 near the Eastern Slopes
Regional Airport.

U.S. Bicycle Route 1 (USBR 1)
USBR 1 is a cross-country bicycle route that will run
the length of the United States’ eastern seaboard
from Florida to Maine. The Maine portion of USBR 1
has been officially designated and mapped, and is
now in need of signage and roadway
improvements.







Other Trail and Corridor Initiatives
The Capital to the Coast (C2C) trail is a proposed
shared-use trail that would create a 43-mile
corridor from Augusta to Bath, linking 10
communities along the way. The Merrymeeting Trail
is the longest proposed segment of the C2C trail
and would use an existing rail corridor owned by
MaineDOT as an alternative transportation route
connecting Brunswick and Augusta.
A pathway/trail with rail corridor is suggested for
future evaluation linking Portland, from the Eastern
Promenade Trail, to Freeport Village Center.
The proposed Nonesuch River Trail is a planned trail
and greenway corridor connecting northern and
western Scarborough with northwestern Saco and
the Saco Heath Preserve.
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Figure 29: Regional Bike Routes and Trails
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Bicycle and Pedestrian Recommendations
Table 11, below, provides recommendations for priorities and initiatives – many currently underway or in development
– that have the potential to significantly impact and improve conditions for walking and biking throughout the region.
Table 11: Bicycle and Pedestrian Recommendations

Recommendation
Support bicycle and
pedestrian planning
efforts at the
community level:

Provide incentives for
bicycle and pedestrian
improvements that
create regional
connections or are
located in existing or
emerging mixed use
centers:

Background
Establishing a group or committee to advocate for bicycle and pedestrian improvements
is one of the most effective steps a community can take to ensure bicycle and pedestrian
concerns are not forgotten about in the planning process. In order to be included in the
municipality’s decision-making process, the group should be recognized by the
municipality, or have some link to town or city officials. Also, the convening of regionwide bicycle-pedestrian working groups should be encouraged as an effective way to
share information and address bicycle and pedestrian issues on a regional scale.
Local plans and policies help to formalize a community’s intent to improve the bicycle
and pedestrian environment, and to ensure that even if elected officials and decisionmakers change, the community’s commitments do not. Additionally, when specific
projects are recognized in a plan that is formally adopted by the municipality, these
projects have a better likelihood of getting implemented when funding becomes
available – they are also more likely to receive funding from outside sources. Bicycle and
pedestrian planning can also be accomplished on a regional scale. In the Greater Portland
region, the2009 PACTS Regional Bicycle and Pedestrian Plan Update is particularly useful
because it provides detailed inventories and maps of bicycle and pedestrian facilities that
service the region, and highlights specific projects and opportunities to enhance the
regional network.
Providing a continuous regional network of safe and convenient pathways and bikeways
is essential for providing opportunities for people to walk- or bike-commute to work or
other destinations both near and far, and for expanding the amount of recreational
opportunities that exist in the region. For these reasons, organizations that fund capital
improvements (i.e., MaineDOT, MPOs) should focus resources on projects that span
multiple communities, or fix gaps in existing or proposed trails or bike routes.
Additionally, bicycle and pedestrian improvements should be prioritized to areas where
people congregate. In terms of commerce, these are typically village centers,
downtowns, employment centers, neighborhood and convenience shopping centers, and
in some cases major shopping centers, such as the Maine Mall in South Portland. Many
of these “market centers” have already been identified and mapped by the SSM team
and are available as part of the SSM Bicycle and Pedestrian Report. For each community
in the SSM region, market centers should be considered priority locations for bicycle and
pedestrian improvements. Efforts should be made to document existing conditions,
identify gaps or deficiencies in the network, and develop strategies to fix them.
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Continue and expand
regional “wayfinding:”

Seek consistency in
bicycle and pedestrian
mapping:

Promote consistency in
bicycle and pedestrian
Infrastructure and
design:

Improve bicycle and
pedestrian connections
to transit

Improve bicycle and
pedestrian data
collection and
distribution:

A key element to regional connectivity is knowledge among the public that a bicycle and
pedestrian network exists, and a perception that it is easy and safe to navigate. In this
regard, “wayfinding” is an effective, low cost way to link key destinations within the
region through the use of consistent signage. A regional wayfinding effort helps
infrequent walkers and bikers overcome apprehension about a route; it provides a more
realistic sense of the time it takes to arrive at destinations; it makes people more aware
of the bicycle and pedestrian network; and it improves drivers’ awareness of bicyclists
and pedestrians. In the SSM region, several regional wayfinding efforts are currently
underway, including U.S. Bicycle Route 1 and the Eastern Trail. Although there are many
improvements to be made to the regional bicycle and pedestrian network, wayfinding is
particularly cost effective way to advertise and promote what already exists.
A detailed, regional map of bicycle and pedestrian facilities is crucial for assessing existing
conditions and planning for future improvements. To create a more comprehensive and
up-to-date regional map, the methodology used in the 2009 PACTS maps, and the maps
for the SSM Bicycle and Pedestrian Network report, should be expanded to include
accurate “ground-truthed” information for as many towns and cities in the region as
possible.
PACTS recently commissioned ALTA Planning to draft the Bicycle and Pedestrian Facilities
Design Guidelines. This technical handbook is intended to assist the cities and towns of
the PACTS region in the selection and design of bicycle and pedestrian facilities. The
handbook pulls together best practices by facility type from public agencies and
municipalities nationwide. To ensure the bicycle and pedestrian environment is safe,
convenient, accessible for all users, and consistent with requirements, all newly
constructed or reconstructed bicycle and pedestrian facilities should be built to meet or
exceed the requirements of the PACTS design guidelines, as well as to be in compliance
with the Americans with Disabilities Act (ADA) standards.
Transit stops and stations throughout the region should be evaluated to determine how
well they cater to bicycle and pedestrian needs. When appropriate, improvement
strategies such as pedestrian refuge islands, sidewalks, enhanced crosswalk markings,
pedestrian signals and signage, and covered bicycle parking should be considered,
especially for transit stations and transfer facilities that see high volumes of use.
Recently, PACTS implemented a bicycle and pedestrian count program. Counts are being
conducted in the winter, spring, and fall at predetermined locations throughout the
region. Since this count program is in the initial stages of development, efforts should be
made to ensure it continues as scheduled in order to monitor changes over time. The
methodology and lessons learned from the count program should be shared with those
involved in state, regional, and local transportation planning.
Bicycle and pedestrian crash data is tracked by MaineDOT, but it is not freely available, is
difficult to interpret, and does not always have the detail necessary to understand what
the major safety issues are. Coordination with the MaineDOT Safety Office to improve
the dataset to be more practical and user-friendly has already been initiated. This
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coordination should continue until the dataset has been modified to acceptable levels.
Adopt “Complete
Streets” policies:

Continue and expand
bicycle and pedestrian
education and outreach
efforts:

Coordinate bike-share
programs:

Explore the feasibility
of a regional bike rack
program:

While many communities in the SSM region are beginning to recognize the importance of
bicycling and walking to the sustainability of the transportation system, at this point the
City of Portland is the only municipality in the region that has adopted a Complete
Streets policy. Although Portland is the largest city in the region, and faces more complex
transportation challenges than other municipalities, the language and ideas contained in
its Complete Streets policy can serve as a model for other planners and policymakers in
the region.
A greater awareness among the public of bicycle and pedestrian needs and issues is
perhaps the single most influential factor for transforming our transportation system to
be more accommodating to active transportation modes. Many organizations are
currently involved in this type of advocacy, including the Bicycle Coalition of Maine,
Healthy Maine Partnerships, the Public Health in Transportation Coalition, and Safe
Routes to School.
These, and other organizations, should continue to promote biking and walking through
targeted education and encouragement programs that focus on safety, health benefits,
and the intent of new bicycle and pedestrian facilities (such as shared use lane markings).
In addition to the general public, outreach efforts should be directed towards municipal
staff (such as public works, fire, and police departments) and elected officials who have
an impact on bicycle and pedestrian issues and infrastructure projects.
Since bike-share programs are only viable in areas with higher concentrations of
residential and business development, such a program would not be practical for most
rural and suburban SSM communities. In February of 2013, Portland was one of five
communities in the country selected by the U.S. Environmental Protection Agency to
receive federal assistance to study the feasibility of implementing such a program.
Recently, the City of South Portland has also expressed interest in establishing one. These
individual efforts should be planned in coordination with each other in order to establish
a larger, regional network. A regionally compatible bike-share program would extend the
network, create a consistent user experience, and bring about efficiencies in operations
and maintenance. Such a program could potentially serve the Cities of Portland, South
Portland, and Westbrook.
This program idea is still in the preliminary stages. The concept would be to create a
program through the regional MPOs or RPC’s that offers cities and towns reimbursement
for the purchase of bike racks on a first come first serve basis.
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X.

Public Transportation

The Existing Transit Network
Another underutilized form of transportation in the SSM region is public transit – evidenced by the fact that only 1% of
people in the region commute to work via public transit. In the SSM region, walking, biking, and public transportation
are underutilized yet essential forms of transportation. This is evidenced by the fact that, as seen in Table 3,
approximately 4% of people in the region walk to work, 1% of people bike to work, and 1% of people commute to work
via public transportation. Encouraging more people to walk, bike, or take public transit will help reduce congestion and
emissions, improve public health, and create more vibrant and lively communities. Currently, several transit providers
serve various portions of the SSM region. These providers and their service areas are shown in Table 12 below, and a
map of the SSM transit network is provided in Figure 30 on the next page.
Table 12: Existing Transit Providers

Transit Provider

Description
Ferry Systems

Casco Bay Lines (CBL)

Chebeague Island Ferry

Provides ferry service between Portland’s Old Port and Casco Bay Islands, including Peaks
Island, Little Diamond Island, Great Diamond Island, Diamond Cove, Long Island, Chebeague
Island, Cliff Island, and Bailey Island.
Fare discounts are available for commuters or other frequent travelers. Casco Bay Lines sells
5 ticket “commuter books” as well as unlimited ride monthly or annual passes.
This system provides a bus and ferry service linking a park-and-ride in Cumberland with
Chebeague Island via a ferry from Cousins Island. This service runs more frequently than the
Casco Bay Lines ferry service to Chebeague Island, providing several daily round trips. An
adult round trip ticket costs $15, and commuter (7 day expiration) 10-ride books are $28.50.

Bus Systems
Greater Portland (METRO)
Transit District

METRO is the largest provider of bus transit in Maine in terms of ridership and route miles
served. It provides service between Portland and Westbrook, Falmouth, and the Maine Mall
area of South Portland through eight year-round routes, and one seasonal route. Service
headways are limited during evenings and weekends, particularly on Sundays.
Fares are $1.50 for a one-way trip, $13.50 for a 10-ride card, and $45 for a monthly pass (also
good for South Portland’s Bus service). Discounts are available for students, seniors, and
disabled individuals. Transfers are available for free to the South Portland Bus Service.
Transfers from METRO reduce Shuttlebus / Zoom fares by $1.50.
METRO has also been innovative in the use of alternative fuels; its fleet now includes 13
Compressed Natural Gas (CNG) buses with 5 more on the way.

South Portland Bus Service
(SPBS)

Provides frequent service between South Portland and Portland through three year-round
routes. Service is limited during evenings and weekends.
Fares are $1.50 for one-way trips. Ten ride cards are $13.50. The regional monthly pass (also
good on METRO) costs $45. Transfers are available to and from the ShuttleBus / Zoom
service and METRO.
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Biddeford-Saco-Old
Orchard Beach (BSOOB)

The ShuttleBus provides three year-round services and one seasonal service:
Tri City/Local service: Provides local bus service between Biddeford / Saco / and Old Orchard
Beach.
“Nor’Easter”: Provides bus service during the academic year connecting the University of
New England campus in Biddeford with downtown Biddeford and the Saco Amtrak station.
Zoom: The Zoom is an express bus operated on Interstate 95 between the Biddeford Exit 32
Park-and-Ride, the Exit 36 Park-and-Ride and downtown Portland. It was formed in 1998
through a partnership between ShuttleBus, Maine DOT, and the Maine Turnpike Authority.
One way fares on ZOOM cost $5, 10-ride passes cost $39, and monthly commuter passes are
$100. Rider can transfer free to connecting ShuttleBus, METRO, and South Portland Bus
services.
Portland/Intercity: The intercity route provides service between Old Orchard Beach,
Scarborough, South Portland and Portland seven days a week.
ShuttleBus also operates a seasonal trolley bus in Old Orchard Beach, Saco and the Pine Point
area of Scarborough. Prices range from $1-$2.

Brunswick Explorer

USM Portland – Gorham
Shuttle Bus

Cooperative Alliance for
Seacoast Transportation
(COAST)

Fares depend on transit line and distance. The tri-city service within Biddeford / Saco / Old
Orchard Beach or the UNE “Nor’Easter” for the general public costs $1.25 for a one-way trip,
and $25 for a monthly pass. The “Nor’Easter” is free with a UNE ID. Intercity transit service is
split into three zones, costing $1.50 for one zone, $3 for two, and $5 for the three zone trip
from Portland / South Portland to Biddeford / Saco / Old Orchard Beach. A 10 ride three-zone
pass costs $39. A monthly “Zoom-Pass” costs $100, quarterly passes cost $260. Discounts for
all fares are available for students, seniors, and the disabled. For an additional $5 fee,
ShuttleBus local routes will deviate up to ¼ mi. from fixed routes (requires 24 hour notice).
This provides service connecting downtown Brunswick (including Bowdoin College and the
new Amtrak Station) with other locations in the town, including shopping and employment.
Service is provided hourly M-F from 7a-7p. One-way fares are $1, day passes are $2. Buses
are diesel-electric hybrids. Buses will deviate up to ¾ mi. from fixed routes upon request,
according to the provider website.
This service is provided between the USM campuses in Portland and Gorham. It generally
provides express service, although some buses stop at the Maine Mall. Service is limited on
weekends and during the summer. No fare is collected on the service, since it is paid for by
USM student fees. Note – This is not a public service: It is only available to USM students,
faculty, and staff.
The COAST Bus operates in the Seacoast, New Hampshire area. While most routes are in New
Hampshire, some extend into the SSM Region. COAST Route 1 provides regular service
between Berwick, Somersworth and Dover. The Clipper route primarily serves commuters to
the Naval Shipyard in Kittery, with one route traveling through Berwick, South Berwick and
Eliot. Fares vary depending on length of trip and route from 50¢ to $5. Various passes and
multi-ride discounts are available.
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Sanford Transit

Shoreline Explorer

WAVE (Wheels to Access
Vocation and Education)

YCCAC provides a fixed-link service known as “Sanford Transit” or “My Bus” M-F 8a-3p
hourly. The route operates on a weekday schedule between Sanford and Springvale. Limited
connections to the Shore Line Explorer system are currently possible via the Marden’s Plaza
stops. Fares are $1 for adults, 50¢ for all others. The system deviates from the fixed route
upon request.
This is a system of 7 routes, four of which are operated by York County Community Action.
The other three routes are operated by the York Trolley Company, Ogunquit Trolley, and the
In-Town Trolley in Kennebunk. The service area includes Kennebunkport, Kennebunk,
Sanford, Wells, Ogunquit, and York. Each of the 7 lines has its own schedule and fee
structure. Some lines are private while others are provided by York County Community
Action. All but one of the routes (Route 5, from Sanford to the Wells Amtrak Station) is
seasonal. Rates for the services generally vary between $1 and $3. The In-Town Trolley
operates a sightseeing tour, which is $16.
Routes on the Shoreline Explorer are not totally fixed – deviations can be made by request.
According to the program website transfers are not allowed, but a system-wide pass is in
development.
The WAVE consists of two routes: one between Sanford and Wells, and the other between
Sanford and Biddeford. The primary focus of the service is to provide trips to jobs, education
and job training. The service runs seven days a week, and trips must be scheduled in
advance. Fares vary based on the distance traveled. Multi-ride and monthly passes are also
available. WAVE is a JARC17 funded service connecting workers to jobs in the service area,
and is operated by the York County Community Action Corporation (YCCAC).

Demand Based Systems
Regional Transportation
Program (RTP)

York County Community
Action Corporation (YCCAC)

According to the program website, RTP “Provides low-cost transportation to the elderly,
social service agency clients, the economically disadvantaged and persons with disabilities
throughout Cumberland County.” Also, it “Serves over 5,200 people countywide each year,
providing more than 1,500 rides a day to people who need to get to medical appointments,
grocery shopping, work and other important places.” Fares are $2.50 for regular one-way
trips, but may be reduced or free for some types of medical appointments. RTP uses a
combination of paid and volunteer drivers. RTP’s service area is Cumberland County.
YCCAC provides door-to-door service for those who are eligible in York County.

Intercity Bus Service
Concord Coach

Concord Coach provides frequent intercity bus service between Portland Transportation
Center and points north and south, including Bangor and Boston / Logan Airport. It also
provides occasional service to mid-coast Maine with a stop in Brunswick. Rates vary.

17

The Job Access Reverse Commute (JARC) program was established to address the unique transportation challenges
faced by welfare recipients and low-income persons seeking to obtain and maintain employment. Many new entry-level
jobs are located in suburban areas, and low-income individuals have difficulty accessing these jobs from their inner city,
urban, or rural neighborhoods. More information on the program can be found here.
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Greyhound (Vermont Transit) provides intercity bus service from Portland and Brunswick to
many locations throughout North America.

Greyhound

Rail Systems
AMTRAK Downeaster

The Downeaster provides passenger rail service between Brunswick and Boston, with stops
in the Maine communities of Brunswick, Freeport, Portland, Old Orchard Beach (seasonally),
Saco, and Wells. Many, though not all, stations have connections to other transit systems.
Most of the stations include some kind of park-and-ride facility. In some cases stations are
located in downtowns, some in undeveloped areas. For some stations plans to increase
nearby development have been initiated.
Discounted fares for commuters are available on the Downeaster, in the form of monthly and
10 ride passes. Discounts are also available for college students. A transferable corporate
share pass is also available. This pass allows companies to purchase passes not locked to any
individual employee.
The Downeaster is operated by the Northern New England Passenger Transportation
Authority (NNEPRA)

Planned Systems
This is a new service that is now operating along the U.S. Route 302 Corridor between
Portland and Naples. The bus serves the Towns of Portland, Westbrook, Windham, Raymond,
Casco, and Naples. Presently, it provides Monday-Friday service; the fare is $3 for a one-way
ticket, with free transfers to METRO and South Portland Bus Service.
Portland Maine – Yarmouth Ferry passenger service from Portland to Yarmouth, Nova Scotia will resume on May 1, 2014.
The service will run once per day, overnight from Portland.
Nova Scotia Ferry

RTP Lakes Region Bus

Boston – Montreal Rail via
Maine
Portland Transportation
Hub Link

According to recent newspaper reports, a private company may restore passenger service
between Montreal and Boston via Southern and Western Maine. Possible destinations in the
region mentioned include Portland, Old Orchard Beach, Lewiston / Auburn, and Bethel.
This is a potential new transit connection between the proposed development at
Thompson’s Point and adjacent Portland Transportation Center with other key transit hubs
or destinations in the City. GPCOG, PACTS, the City of Portland, and the developers are
working to determine how and where a new route should be implemented. It is likely that
the system would use shuttle buses with frequent service between Portland’s Eastern
Waterfront (connections to Casco Bay Lines and International ferry terminals), METRO Pulse,
PTC, and the Portland Jetport.

As seen in Figure 30, Greater Portland has the most robust network of transit providers in the region. Although these
services handle a substantial amount of riders on a regular basis, the total number is small relative to those who travel
via private vehicle. The dominance of the automobile is due to the personal freedom and convenience it provides and, in
part, to deficiencies in the transit service. For the majority of residents in the region, the use of transit for daily activities
is unavailable, inconvenient, or inefficient in terms of the amount of time needed to reach their destinations. Despite
efforts to better coordinate services in the Greater Portland region, the system remains overly complicated and
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Figure 30: Transit Providers
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inconvenient for many riders – especially those in outlying areas that must make several transfers to reach their final
destination.
Recently, GPCOG has undertaken a phased feasibility and implementation plan to first consolidate the three fixed route
bus providers, then bring in the two demand response providers, and finally incorporate the ferry and train services. In
theory, a single transit provider serving the entire region should increase efficiency and improve service for all.

Path to Regional Transit Improvements
Table 13 provides a summary of proposed improvements to transit in the SSM region. A more detailed discussion of
improvements, and how they interrelate, is included in the SSM Transit Report. Many transit improvements depend on a
sequence of other policy, infrastructure, or land use changes. This list is generally ordered according to this sequence.
However, many of the goals should also be worked toward concurrently.
Table 13: Path to Regional Transit Improvements

Improvements
Bus Transit
(increases in
frequency on
existing routes)
Improving /
Maintaining Transit
Stops on Existing
Routes

Ensuring Existing /
Future Transit Stops
are Accessible to All
Users

Description
Studies of bus transit in Southern Maine suggest the first step toward improved service should
be increasing frequency on existing routes. Within each system, these decisions about which
specific routes should see increases in service frequency will be based on factors such as
existing ridership, projected future ridership, land use (especially density), coordination with
other transit providers, and a myriad of other factors.
A common issue pedestrians using transit service face in Southern Maine is poor snow
removal at transit stops. The Regional Routes Study recommends an “Adopt-a-Stop” program
to address this issue. The City of Portland’s bicycle and Pedestrian Advisory Committee has
advocated municipal snow removal at transit stops but has not been successful due to
Portland’s current Public Works staffing and budget shortfalls. The volunteer-based “Adopt-aStop” program has been officially recognized by the South Portland Bus Service. The program
has been organized in the METRO service area, and official recognition is being considered by
METRO at this time.
Improving interchange of transit with other transportation modes is another key
improvement. Pedestrian access can be improved through “Complete Streets” policies, which
at a minimum would require sidewalk connections from transit centers, mini-hubs, and stops
to nearby destinations. Other pedestrian amenities would include safer street crossings,
street furniture such as covered seating, trees, and other traffic calming measures.
Cycling is an increasingly important transportation mode in the Sustain Southern Maine area.
Some bicycle commuters use transit as a fallback, such as when weather conditions are poor,
or if they have a breakdown. Many bus transit vehicles accommodate up to 2 bicycles, with
some carrying 3 or 4. Some transit riders use cycling for the final leg of their journey, from
transit stop or to home. The Amtrak Downeaster is a major weak point in transit
accommodation of cyclists in the region, however. The only stations where cycle
loading/unloading is allowed are Brunswick, Portland, and Boston North Station. This
discourages cycle commuting and especially bicycle tourism. The Bicycle Coalition of Maine is
currently working with the Northern New England Passenger Rail Authority to rectify this
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issue.

Improving Transit
System Connectivity
and Infrastructure
for Existing Routes

Improving Transit
Hubs

Encourage
Development at
Densities that
Support Public
Transit Near Transit
Hubs
Ensuring Adequate
Parking for Vehicles

Bus Transit
(expansion to new

At transit hubs, access for bicyclists can be improved by adding or improving bicycle storage,
this includes adding racks (covered racks in some cases), and increasing security around
bicycle parking locations through lighting and security cameras. In some cases, it might be
appropriate to add dedicated locked bicycle parking rooms paid for by user fees (most likely at
major transit centers such as the one in Portland). The planned redesign of the Casco Bay Lines
terminal is likely to include improved bicycle parking, the City of Portland Bicycle Pedestrian
Advisory Committee is actively working with the City to ensure this will be the case.
A primary method for improving transit system interconnectivity is to physically extend transit
lines or networks so that they intersect one another. However, reports on transit
improvements for the SSM area frequently cite transfer points themselves as an area for
improvement. Small scale improvements would include clearly signing stops where transit
systems or lines intersect and adding improved waiting areas with covered seating. This
would only require a minimum of coordination between providers.
Transit provider coordination can be further improved by building or designating transit
centers (or hubs) at major transfer areas. At minor transfer areas (such as outlying park and
rides between two transit service areas) “mini-hubs” could be built or designated. In many
cases, these mini-hubs would involve a minimum of infrastructure construction since they
would be built in existing park-and-ride lots. They may include upgraded seating and services
such as restrooms which are not normally found at transit stops. An opportunity for publicprivate partnerships to defray operating expenses at mini hubs includes licensing space for
small scale retail, such as cafes and newsstands. An example of a location for establishment of
a new transit center (plus park-and-ride lot) would be in downtown Sanford. Biddeford’s exit
32 park-and ride would be a logical location for a mini-hub, given that it could be an
intersection point of more than 3 transit lines.
Encouraging transit oriented development around transit nodes is critical to their success and
to the long-term viability of transit systems. Initially, it is likely that new mini-hubs will need to
prioritize ease of parking and automobile access. However, they can still provide adequate
(and expandable) bicycle and pedestrian facilities in preparation for future density increases in
nearby areas. Increasing density around transit hubs will require significant coordination
between communities, transit providers, and many other stakeholders. The Sustain Southern
Maine Centers of Opportunity Pilot projects describe how this can work in Southern Maine in
greater detail.
Better accommodation of automobiles is crucial to forming fully equitable arguments for
increasing transit in the Sustain Southern Maine Region. New Transit Oriented Developments
cannot afford to ignore good planning for motor vehicles. At transit centers, this includes
ensuring there is adequate, appropriately priced parking around transit centers, as well as
good motor vehicle signage (part of branding/marketing). Providing short-term parking and
easily accessed drop off points (so-called “kiss-and-ride” facilities) is also important for
accommodating motor vehicles at transit stations.
Bus transit service area expansion is widely regarded as a “next” step following (in some cases
closely following or even concurrent with) frequency increases. Recent studies of transit
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systems in Southern Maine have shown that one particular weak point was a lack of
coordination between bus providers. Initiatives were undertaken to help address these issues,
and are discussed in greater detail in the SSM Transit Report. However, expansion of service
areas is a key step in improving system interconnectivity. Many of Southern Maine’s transit
systems are isolated from one another, and in some cases even short extensions can easily
provide interconnectivity. For instance, adding “ring routes” that link the current hub and
spoke system together is one way to expand the network and reduce travel times.
While the Northern New England Passenger Rail Authority (NNEPRA) does not currently have
specific plans for extending its Downeaster service beyond Brunswick, it does plan to improve
service on the existing line. Improvements to the Downeaster will help it to become more
competitive with private vehicles and bus lines. In a 2013 Tiger Grant application, NNEPRA
proposes three short-term improvements. The first TIGER Grant improvement is for a layover
facility in Brunswick. This facility would have several benefits, reducing train idling and
unnecessary “dead-head” train movements between Portland and Brunswick. The second is
for an approximately 4 mile siding in Yarmouth which will facilitate train passing operations.
The third proposed improvement is for an additional “Wye” connection in Portland that will
eliminate the need for backups from the Portland Transportation Center for continuing
northbound travel to Brunswick. This will improve safety and reduce the Portland-Brunswick
travel time by 10 minutes or 20%.
Other longer-term Amtrak improvements are possible. Passenger rail service could be
extended along the Downeaster line or through branches to Lewiston / Auburn or Augusta.
This is discussed in the 2011 Portland North Alternative Modes Report. The study concluded
that the economics of passenger rail to Lewiston / Auburn made it unfeasible, although it is
certainly possible that changes in energy prices or other factors would alter the analysis. The
study found that expanded regional bus transit along the corridors studied was a preferred
option.

service areas)

Passenger Rail
Improvements
(Downeaster)

Passenger Rail
Extension
(Downeaster)

Passenger Rail
Extension
(Mountain Division)

Amtrak rail passenger service could even extend as far as Montreal or Bangor. Extending and
increasing frequency on the Downeaster is consistent with the 2010 draft of the Maine State
Rail Plan. In a recent press release, two private companies have announced proposals for
restoring Boston to Montreal passenger service via southern Maine, with possible stops in Old
Orchard Beach, Portland, Auburn, and Bethel. These proposals are pending negotiation with
the rail right of way holders and Quebec government.
Another option for expanded passenger rail service is the Mountain Division Rail line. This
service has been studied by GPCOG, PACTS, and MDOT, which determined that the population
densities are currently insufficient. However, a strategy using buses plus TOD on bus lines
aligned with this corridor would greatly increase the chances that the rail line could be used
for passenger service. The Steep Falls area, a Sustain Southern Maine Center of Opportunity, is
located on this line. The Gorham East-West Study discusses using this rail line for transit as
well.
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XI.

Freight

The Existing Freight Network
Freight traffic in Maine is dominated by truck service. In 2007 (the most recent publicly available data) the federal
Bureau of Transportation Statistics reported that 90.8% of freight shipments originating in Maine traveled entirely by
truck. 5.4% traveled solely by train and 2.6% traveled on multiple modes. The remaining 1.2% was split between air,
water, pipeline, and unknown modes. When looked at by value, these numbers change slightly with only 80.9% traveling
by truck and 3.8% traveling by rail while freight traveling by multiple modes jumps to 12.9% and freight traveling by air
goes up to 1.1% (Table 14).
Table 14: Modes of Transportation for Shipments Originating in Maine

Mode of Transportation

Percent
of value

Mode of Transportation

Percent of weight

Truck

80.9

Truck

90.8

Air (includes truck and air)

1.1

Air (including truck and air)

<.1

Rail

3.8

Rail

5.4

Water

S

Water

S

Pipeline

S

Pipeline

S

Multiple modes

12.9

Multiple modes

Other and unknown modes

1.2

Other and unknown modes

Total

100.0

Total

2.6
S
100.0

Data from the 2007 Commodity Flow Survey, Bureau of Transportation Statistics
S = Estimate does not meet publication standards because of high sampling variability or poor response quality.

The largest component of Maine’s freight infrastructure is its public road system due to the fact that the vast majority of
freight in Maine travels by truck. The state is also served by a series of rail lines with freight service. In addition to this
infrastructure there are three ocean ports, four airports that have dedicated freight service, and one intermodal truck to
rail facility (Figure 31). The Sustain Southern Maine region is served by one ocean port (The Portland International
Marine Terminal) and one airport (The Portland International Jetport). Maine’s one truck to rail intermodal facility is
located north-east of the study area in Auburn, Maine.
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Figure 31: Maine's Freight System (2013)

*Map courtesy of MaineDOT
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No one commodity dominates the freight originating in Maine. Looking at the 2007 Commodity Flow Survey from the
Bureau of Transportation Statistics, pulp and paper products made up the greatest proportion of shipments by value
with 10.6% of all shipments, followed by machinery with 8.4% (Table 15). When examined by weight, this changes and
prepared foodstuffs and wood products tie for the greatest proportion of the shipments with 11.3% apiece, and pulp
and paper products falls to 9% of the total (Table 16).
Table 15: Commodity Shipments Originating in Maine by Value

Commodity Description

Percent of value

Pulp, newsprint, paper, and
paperboard
Machinery

10.6

Fuel oils

8.3

Mixed freight

8.1

Other prepared foodstuffs and fats
and oils
Other commodities

6.8
57.8

Total

100.0

8.4

Table 16: Commodity Shipments Originating in Maine by Weight

Commodity Description

Percent of
Weight

Other prepared foodstuffs and fats
and oils
Wood products

11.3

Fuel oils

9.4

Pulp, newsprint, paper, and
paperboard
Nonmetallic mineral products

11.3

9.0
7.5

Other commodities

51.5

Total

100.0

*Data for Table 15 and Table 16 taken from the 2007 Commodity
Flow Survey, Bureau of Transportation Statistics
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Trucking: Challenges and Opportunities
As mentioned previously, trucks carry the vast majority
of freight in the State of Maine. There is little literature
specifically on truck freight, but accommodating trucks
is a central part of MaineDOT’s road management plans
and as such it is well accounted for. MaineDOT, GPCOG,
and SMPDC have placed value on reducing the amount
of truck freight on Maine’s roads. To this end they have
all committed to improving other modes of freight
transportation with the express goal of moving freight
from trucks to other modes where feasible.
Maintaining and improving Maine’s highway system as
well as the series of roads that make up the state’s
Heavy Haul Truck Network is a priority for MaineDOT
and essential for trucks seeking to reach large portions
of the state. Much of the Heavy Haul Truck Network is
made up of local arterial roads. The state is
recommended to continue its outreach efforts to help
towns understand and deal with truck traffic that is
routed through their communities. It is also
recommended to consider the needs of freight traffic
when identifying and prioritizing infrastructure projects
and then to include the needs of truck traffic in the
design phase of those projects.

Freight Rail: Challenges and Opportunities
Freight rail has become a priority for the State of Maine.
Most of the state is served in some capacity by freight
rail. Three rail operators provide service to southern
Maine: Pam Am Railways, St. Laurence & Atlantic
Railroad Co, and Turners Island LLC. A fourth, New
Hampshire North Coast, operates a small amount of
track on the boarder of Maine and NH, but does not
stop in the State of Maine.
Pam Am is the largest of these operators running a line
from South Berwick through Maine to Mattawamkeag.
Pam Am carries the most traffic and is the primary rail
connection to the rest of the USA. The St. Laurence &
Atlantic Railroad runs a line from Portland north to
Montreal. It operates the truck to rail intermodal facility

in Auburn, ME. Turners Island is a terminal operator
that connects Pam Am to the shipping facility in South
Portland, and also operates a large storage area in
Scarborough.
While the current freight rail system has been deemed
sufficient for current needs, it needs improvements to
attract and handle new business. In addition,
MaineDOT’s Long Range Transportation Plan calls for
the state to move more of its freight by rail. The Maine
State Rail Plan covers the states’ view for freight rail in
detail. A number of lines, almost all of which are to the
north and west of the SSM study area, have been
identified as at risk of abandonment and the plan
recommends the state acquire ownership of these lines
so as to keep their operation a possibility.
One of the major impediments to using rail to ship
freight is its perception as slow and unreliable. In order
to combat this, Maine should work with other New
England states and rail operators to ensure quick and
efficient transport of Maine freight to the rest of the
country. As freight and passenger service expands, train
traffic will have to be carefully managed to ensure both
services can coexist on the same tracks efficiently. One
way to accomplish this is for the state to take a more
active role in overseeing rail service, both freight and
passenger, by creating a State Rail Transportation
Authority.
Much of Maine’s rail infrastructure is outdated and
aging, while freight rail service has moved towards
heavier and taller rail cars. The current standard of
263,000 lbs. is quickly being replaced by the heavier
286,000 lbs. cars. These rail cars offer more cost
effective transport of heavy products, benefiting
shippers, receivers, and ultimately consumers of
products made with the shipped materials. Maine
businesses that cannot send or receive these heavier
cars may face increasing delays in transit and extra costs
for trans-loading, which may in turn result in such
business diverting to trucking in place of rail.
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Continue to develop public private
partnerships to bring critical rail corridors back
to a state of good repair in order to improve
reliability and speed of rail service.
 Explore the potential for “freight villages”
that encourage freight friendly development in
areas close to freight amenities.
 Establish capacity with MaineDOT to
conduct environmental impact analysis of
proposed freight projects
 Educate
economic
development
professionals about Maine’s rail resources.


Lastly, a potential expansion of Maine’s freight
rail system has been identified in the
restoration of the Mountain Division Line. This
The Mountain Division freight rail when it was operational (Steep Falls, Standish)
line would run from Portland through
It has also become common for freight rail to use
Fryeburg, potentially through NH to Canada, and would
“double stack” cars where two shipping containers are
run on an existing right of way, much of which is
placed on top of one another. All but two of Maine’s
currently owned by the state of Maine.
Rail lines have insufficient clearance to handle “double
stack” rail cars. Further both lines capable of handling
A 2007 report evaluated the viability of reopening the
double stack cars connect to Canada leaving no ability
line, including the identification of businesses that could
to ship such cars to the continental US.
use the freight line. The report found that aggregate
The Maine State Rail plan recommends the following for
improving Maine’s freight rail service:










Focus investments on higher traffic density rail
lines.
MaineDOT should lead a coordinated effort with
the freight rail operators to create an
implementation plan for upgrading their lines to
accommodate heavier rail cars and double stack
clearances.
Direct state investment in multi-carrier projects to
enhance inter-carrier moves.
Direct investment in inter-modal facilities including:
the rail-to-truck facility in Auburn and working with
the Maine Port Authority to improve ship to rail
opportunities.
Continue efforts to improve or eliminate at grade
crossings.

and crushed stone industries along the corridor could
likely support an initially seasonal freight operation. The
operation could then be expanded if and when new
shippers became interested in the line.
The line roughly parallels a high traffic road corridor and
is seen to have great potential in absorbing truck traffic.
Estimates suggest the aggregate business alone could
initially ship 3,000 rail car loads a year that would
otherwise travel by truck. Given this, the report
recommends the region not undertake any actions that
would preclude this line from returning to active use.

Marine Freight: Challenges and Opportunities
Marine freight in Maine is concentrated through three
ports, of which only the Portland International Marine
Terminal is in the SSM study area. Focus on the Portland
port in the past has primarily been on making sure it
remains operational and that it is dredged to
appropriate depths. Recently, the state played an
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important role in the creation of a regular container
service to the port operated by Eimskip, an Icelandic
shipping company. The terminal is currently limited to
transferring marine freight to and from trucks.
Directly connecting the terminal with the freight rail
network has been identified by PACTS and MaineDOT as
a high priority project with large benefits. This can be
done through a short extension of an existing railroad
spur.
It may be warranted to look into whether there is a
more proactive role for state or local governments to
play in encouraging the use of this port. Identifying
businesses that could make good use of marine shipping
and doing initial outreach, such as has been done
around the potential Mountain Division Rail Line, would
help bring attention to the opportunities that exist and
possibly support expansion of service through the
terminal.
While not within the SSM study area, or even the State
of Maine, the port of Portsmouth, NH is immediately
adjacent to the southern part of the study area, and is
closer to a large portion of the SSM communities than
the port of Portland. Maine has no direct control over
this port, but it is essential to ensure that Maine
companies have easy access to it, and that Maine
maintains close coordination with it.

Air Freight: Challenges and Opportunities
While air freight is a very small fraction of the freight
traffic in Maine, it is still an important element in the
freight system. Due to its high cost compared to other
modes the tiny fraction of freight that travels by air
tends to be the most valuable. Air freight has not been

the subject of much study by state or local governments
in Maine at this time. This is mostly due to the fact that
it does make up such a small amount of the overall
freight in the state. This is unlikely to change, but it
would be prudent to evaluate the major freight airports
(Portland and Bangor) to ensure freight services are
operating efficiently and to identify opportunities for
growth.

Road to Rail Intermodal Facilities: Challenges
and Opportunities
Intermodal facilities are important nodes in the freight
system, and the state has recognized that intermodal
facilities are vital to increasing the use of rail. Further,
they are given a high priority for investment because of
their potential to act as bottlenecks if they are not
operating at capacity. However, there has been little
examination of what can be done to improve and/or
expand the facilities that exist, particularly for road-torail facilities.
Currently, there are no freight road-to-rail facilities in
the SSM region. The closest such facility is operated by
the St. Lawrence and Atlantic Railroad Company and is
located in Auburn. For cargo heading south the closest
facilities are in Massachusetts. Intermodal freight is
most cost effective on long trips so this arrangement
currently works, but it may be warranted to examine
the possibility to create such a facility in southern
Maine, more directly serving the southerly Pam Am
freight rail service. This is a potentially important part of
meeting the stated goal of reducing truck traffic on
southern Maine roads, as the corridor south to
Massachusetts is the most heavily traveled in the state.
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XII. Funding Constraints
Maine is currently in the midst of a major transportation funding crisis. According to MaineDOT’s 25-year Long Range
Transportation Plan “Connecting Maine”, the shortage of funds for roads and bridges is creating problems throughout
the state. Maine relies heavily on two sources of revenue for both investments and maintenance of transportation
infrastructure: the State Highway Fund, and federal funding programs.

State Highway Fund
The State Highway Fund is derived from fuel taxes, excise taxes, and fees relating to licensing, registering, and
operating motor vehicles – the fuel tax itself represents roughly two-thirds of all Highway Fund revenues. In fiscal year
2012-’13, the Highway Fund accounted for 48% of MaineDOT’s total budget.

Federal Funding Programs
Federal funding is the other main source of MaineDOT’s budget. Every year Congress appropriates capital
improvement money that federal transportation agencies provide to the states by formula for a variety of programs.
In fiscal year 2012-’13, federal funds accounted for 38% of MaineDOT’s budget.

Reasons for Funding Shortfall

by reducing greenhouse gas emissions, they also
reduce tax revenues since owners purchase less gas.
Additionally, as of 2011 the fuel tax is no longer
adjusted for inflation. According to the Maine
Better Transportation Association, in inflation
equalized dollars the current gas tax generates
roughly half the revenue it did 20 years ago.

Some of the major reasons for the current
transportation funding crisis are outlined in Connecting
Maine and summarized below:


Increased Demand, Reduced Spending
In the last decade, vehicle-miles of travel in Maine
has increased by 20% as a result of a number of
factors, including increases in the numbers of
registered motor vehicles, licensed drivers, and
sprawling land development patterns. Yet, highway
transportation spending as a share of all state
spending has declined dramatically. Infrastructure,
like housing, requires more money for maintenance
as it ages, but Maine is spending less on its aging
transportation infrastructure every year. Connecting
Maine detailed a financial gap of $2.6 to $3.8 billion
that will need to be found if Maine is to fulfill its
investment needs over the next 20 years.



Dwindling Fuel Tax Revenues
Maine’s motor-fuels tax is no longer adequate to
meet current and future transportation needs. The
popularity of increasingly fuel efficient vehicles is
emerging as one of the main reasons for this
shortcoming. While fuel efficient vehicles create
savings for motorists and benefit the environment



More Roads Per Capita
Maine’s highway network is bigger than any other
state in New England, and the funding we have to
maintain it is limited. As a result, Maine has to do
more with less. State funding per foot of road
($2.72, excluding tolls) is the lowest in the region.



Aging Infrastructure
Much of the state’s transportation system is on the
edge of outright failure. To date, hundreds of miles
of rural highways are not built to modern standards,
and hundreds of bridges are well past their
anticipated lifespan – not to mention the condition
of ports, rail, transit, and aviation infrastructure.
Deferred maintenance of roads and bridges causes
an increase in the rate of deterioration over time,
and failure to fund even basic maintenance, such as
the painting of bridges, lessens the life span of
these investments.
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Inflation of Construction Costs
Construction-cost inflation and increases in energy
costs have reduced the purchasing power of the
motor-fuels tax. The cost of construction materials
has significantly outpaced the rate of consumer
inflation, due to increased asphalt and fuel costs
plus worldwide demand for construction materials.



Lack of Flexibility in Spending
The State Highway Fund is truly a “highway fund,”
and cannot be used for construction,
reconstruction, maintenance, and repair of nonhighway-and-bridge projects. This includes transit,
passenger rail, trails, port, and air infrastructure.
This means that capital, operating, and
maintenance costs for non-highway-and-bridge
modes must be paid for by other sources.
Additionally, flexible federal fund expenditures –
those funds not earmarked by Congress for specific
projects – have declined in the last several years
and are trending downward

MaineDOT’s Resource Allocation Policy
Due to the above-mentioned funding constraints, every
year MaineDOT is forced to “stretch dollars” and “do
more with less.” Traditionally, MaineDOT has utilized a
resource allocation policy that focuses on the following
four guiding principles:
1. Meet system preservation needs
2. Invest in needs for all modes
3. Invest in transportation system management
and travel demand management alternatives
4. Target limited resources for any new highway
and non-highway capacity to the highest
priorities

be limited primarily to the funding of preservation
activities.
MaineDOT’s main focus is to improve higher priority
roadways while maintaining serviceability on other
roadways. For instance, MaineDOT will likely make
significant improvements to roadways that are of high
importance to the region or state, but will generally
consider less costly treatments, such as light capital
paving, for roads that are of lesser importance.
Exceptions to this approach could be for significant
safety issues, economic considerations, or publicprivate partnerships. Without additional sources of
funding, this policy is not likely to change significantly.
A 2012 article in “Maine Trails” discusses MaineDOT’s
prioritization strategy, which takes into account current
funding constraints. The article notes the revamped
goals of the Department are organized around Highway
Corridor Priorities and Customer Service Levels (these
metrics are discussed in more detail in Section VIII
which assesses the road network), and are summarized
as follows:








Priority 1 and 2 Highways: Eliminate all CSL “D”s
and “F”s in 10 years (Safety, Condition, and Service).
All roads Fair or better.
Priority 3 Highways: Eliminate all CSL “D”s and
“F”s in 15 years (Safety, Condition, and Service). All
roads Fair or better.
Priority 4 Highways: Implement a program that
will maintain Ride Quality at “C” (Fair) or better
within five years.
Priority 5 Highways: Continue the seven-year
cycle for light capital paving.

In light of rising costs, increasing demands, and
declining revenues, the use of this policy continues to
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Roles and Responsibilities
On top of the funding challenges, Maine has a
complicated system for determining responsibility for
maintenance and capital improvements of its roads and
bridges. While most states use the federal highway
classification system, Maine uses a separate “State
Highway System." This system has its roots reaching
back nearly 100 years, when the Maine Highway
Commission (forerunner of the MaineDOT) tried to help
municipalities modernize local roads made impassable
by mud tracks from the growing popularity of
automobiles.
The State Highway System classifies roads as "toll
highways, state highways, state-aid highways, and
townways” (a small portion of roads are also classified
as reservations roads and seasonal parkways). When
the State Highway System is superimposed on the
Federal Classification system, townways are typically
local roads under the federal classification system,
state-aid highways are typically collectors, and state
highways are typically arterials.
A 2011 report by MaineDOT, called the "Highway
Simplification Study," concluded that having two
highway classification systems "causes confusion and
poor customer service." Under the current State
Highway System, the state and municipalities share
road responsibilities for state-aid roads (typically
collectors), depending upon the season and the type of
work. Generally speaking, municipalities provide winter
maintenance and the state provides summer
maintenance. Subject to funding, municipalities and the
state share capital responsibility. For capital
improvements to state aid roads, generally, the state is
responsible. However, the Municipal Partnership
Initiative (MPI) program has created state/local
partnerships to facilitate improvements to lower
priority state aid highways.
Given that funding is constrained, "improvement" of
state-aid roads is often limited to the state performing a
thin paving overlay now known as "light capital paving."
As the study notes, when problems arise on these

roads, "the line between maintenance and capital work
can be a hot topic of discussion between the
municipality and the state." The study found that split
responsibilities on these roads has led to unclear roles,
finger pointing, and operational inefficiency, which has
ultimately resulted in "orphaned roads" and inadequate
customer service.
Among other recommendations, the 2011 study
suggested the state migrate to the federal functional
classification system as its sole classification system.
This system is straightforward, intuitive, and required
throughout the country so is not going away any time
soon.
To do so, the study's working group outlined a "fix,
swap, and help" strategy. The strategy proposed that
over an estimated 12 year period, the state would be
100% responsible to improve roughly 4,954 lane miles
of minor collector roads – some of Maine's worst roads
located in every corner of the state – to an agreed upon
standard.
Once the roads were fixed, responsibility for minor
collectors would then be passed on – or swapped – to
the municipality. This idea, to have roads that are of low
state priority be a municipal responsibility because they
are more important to local citizens, is a model that is
used by almost every other state in the country.
To assist municipalities with funding responsibilities, the
study recommended that MaineDOT relieve many
towns and cities of plowing duties for thousands of lane
miles of state aid/major collector highways. This would
have been a huge relief to municipalities, but a
significant burden to MaineDOT. An ongoing funding
program was also proposed aimed at equally sharing
the cost of light capital paving.
While ultimately the study did not bring about a
massive overhaul of transportation policies, it did
highlight the structural deficiencies that exist in the
current system and spur some positive changes.
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MaineDOT recently launched a program that addresses
some of the needs outlined in the Highway
Simplification Study. The Municipal Partnership
Initiative (MPI), created in 2011, is a “creative method
to develop, fund, and build projects of municipal
interest on state infrastructure with MaineDOT as a
partner.” The program helps address a perennial
concern MaineDOT faces when putting together its
Work Plan; that is, what to do with poor condition roads
that are of low priority for MaineDOT, but of high
significance to local communities and their residents?
The MPI program is designed to focus on
municipal/state partnership, reduce red tape, and
empower local governments by expediting construction
with a combination of state and local money.

Under the program, municipalities can essentially “fasttrack” a project by agreeing to fund a portion of its
costs. Matching funds are negotiated on a case by case
basis, depending on the extent of the regional or
statewide benefits of the project, but the program is
structured to allow MaineDOT to contribute up to 50%
of the costs of a project (with the contribution for any
specific project capped at $500,000).
In the past several years, many municipalities
throughout the state have taken advantage of the MPI
program to fix long neglected transportation projects in
their community. Typically, these projects are on major,
or minor collectors, and the municipality’s share
averages 50% of total project costs.
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XIII. Pilot Centers of Opportunity
To examine the opportunities and challenges local
communities face in dealing with population growth
and demographic changes over the next several
decades, the Sustain Southern Maine team has been
working with nine communities throughout the region
who have volunteered specific portions of their town or
city to serve as “Pilot Centers of Opportunity.” Shown in
Figure 32 below, these pilot centers are existing
neighborhoods and market centers that the SSM team
has identified as having the potential to be highly
competitive for the next generation of job and housing
growth in Southern Maine. While these communities
are working with the SSM team in good faith, they are
under no obligation to adopt any recommendations
that come from the project. This has allowed the SSM

team, and each community, to explore a full range of
ideas without pre-supposing what might be acceptable.
Through a series of public workshops and forums, the
SSM team collaborated with these nine communities to
better understand how they can position themselves to
absorb more growth and economic development over
the next 25 years. It is hoped the right mix of housing
and development will help revitalize these pre-existing
centers, spur economic growth and stability in the
region, and protect the surrounding rural landscape and
character from over-development. The Pilot Centers of
Opportunity are:




Figure 32: Pilot Centers of Opportunity








Gray: Gray Village
Westbrook: Prides Corner
Standish: Steep Falls Village
Kittery: Kittery Foreside
Kennebunk: West Kennebunk
Wells: Wells Transportation/Municipal Center
Portland: India Street neighborhood
Scarborough: Dunstan Crossing
South Portland: Mill Creek

Although the SSM team is working in these nine
locations, Centers of Opportunity exist in every
community. They range in scale from small convenience
or neighborhood centers, to larger downtowns and
regional centers. The ultimate goal of the Centers of
Opportunity project is to develop a suite of
observations and recommendations that other
communities throughout the region can draw upon to
revitalize their own centers in a manner in which they
deem appropriate.
In determining where to focus the pilot project efforts,
the SSM team identified over 150 potential Centers of
Opportunity throughout the region (these are shown in
Figure 33 below). The methodology used for
determining these centers is well documented on
Sustain Southern Maine’s website.
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Figure 33: Potential Pilot Centers of Opportunity
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The policies, strategies, and recommendations
developed for this plan fully support the notion of
concentrating growth in these centers. If acted upon,
they could help resolve many of the transportation
issues that often impact the livability and desirability of
these areas.
For instance, Policy 4, “Strengthen the Land Use –
Transportation Connection,” is most applicable to the
Centers of Opportunity effort. It states, “Promote
consistency between transportation improvements and
state and local planned growth and economic
development patterns.” Specific strategies to achieve
this outcome focus on encouraging development at
densities and in patterns that support public transit,
investing in existing and emerging mixed use centers to
increase community livability, and allowing for a wider
range of transportation options (Strategy 9).
As the Centers of Opportunity project has evolved, it is
also clear many of the policies, strategies, and
recommendations in this plan reflect the priorities of
residents. For example, plans and designs that called for
improving bicycle and pedestrian infrastructure
(Strategy 2), and providing more transportation choices
(Strategy 7) received almost unanimous support in all
workshops and public forums. Since most Centers of
Opportunity are auto-oriented and located on
economically significant roadways, dealing with traffic
and congestion is often the most pressing concern for
local residents. As such, a major planning challenge is
figuring out how to help these areas grow and become
more bicycle and pedestrian friendly, while preserving
the mobility of the roadways that pass through them.
The following are key lessons learned from the centers
of opportunity project as they relate to transportation
planning.

Improve the Bicycle and Pedestrian
Experience
One of the first things a town can do to improve its
centers is to add and improve bicycle and pedestrian

infrastructure. Making these areas pleasant places to be
will help attract both residents and businesses.
Building sidewalks and safe crossings throughout a
downtown or village center and creating safe crossings
will encourage people to park once for multiple
destination trips. This in turn attracts more customers
as people consider it a major convenience to be able to
complete multiple errands in a single location. It also
improves the feel and appearance of the area.
Most rural villages do not currently have sidewalks.
New sidewalks in these locations have the potential to
vastly improve quality of life for local residents.
Sidewalks will connect residents to each other and to
stores and amenities in the village. In Steep Falls,
Standish, 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.
Creating connections between different areas to reduce
the time required to get from one part of a community
to another is also 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. In Kittery, a road connection to the
abutting neighborhood on the west side of the Water
District property may be possible, which would
dramatically reduce travel times for bicyclists and
pedestrians.
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. Off road
connections 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 multi-use path connecting York
County Community College to the civic core as well as
for formalizing a path from Route 1 through a series of
municipally-owned parcels that make up the civic core.
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Road Connectivity, Traffic, and Access
Management
Creating new road connections can help to alleviate
traffic by providing a variety of options for those trying
to travel through the area or get to different places
within it. It can also help relieve overburdened
intersections. In the Town of Gray, a connection could
be made between Center Road and Portland Road
removing Center Road from a complicated and
overburdened intersection in downtown.
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.
Filling in a street network 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
necessary for completing the street network. This will
allow the town to keep an eye on these parcels, and
acquire them when they become available through
natural turnover. This plan can also identify areas where
new frontage can be created and where new
connections into districts can be made. New road
connections should not be limited to private ways, but
should also focus on providing significant cross
connections between adjacent developments and
popular trip generators within a community.
Road improvements should also carefully consider the
population they are intended to serve. While increasing
the ease of access to a downtown is desirable, it is often
advisable to make it harder for traffic to pass through

the downtown. This is particularly true in towns like
Gray that may have trouble with toll diversion traffic
from I-95.
If thru-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.
Speeding traffic is typically a problem on rural roads
passing though village locations. Targeted enforcement
can often help in these situations, as well as design
improvements. For instance, narrowing the roadway
through such techniques as roadway striping,
landscaping, fencing, and signage, along with adding
sidewalks, will create a visual reminder to passersthrough they are entering a village – a more pedestrianoriented place. Slower traffic reduces traffic noise and
makes the area safer for bicyclists and pedestrians.
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 businesses or other destinations without
having to venture onto the arterial. The design of the
system has to avoid turning existing residential streets
into shortcuts for commercial traffic. Dunstan Corner in
Scarborough is a good example of an area that could
benefit from such a system.
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.
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