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The topography within the study area has a sig-
nificant effect on Elizabethton’s mobility. Through
history, grades have dictated where the few ma-
jor through routes would be constructed, and
little opportunity for alternate route construction
exists without substantial environmental im-
pacts. The result is one major east-west route
(SR 67/91, US 321) and one major north-south
route (US 19E) to carry the traffic demands of
the region.

The consequences of limited mobility options
are particularly evident on SR 67/91 through
Elizabethton. Broad Street and EIk Avenue
carry nearly 30,000 vehicles per day at some
locations, and peak travel period congestion is
significant.

Analysis of SR 67/91 traffic, however, finds that
the volumes, both mainline and turning, while
high, are within the theoretical capacities of the
existing roadway. Level of Service analyses
indicate that most locations are well within ac-
ceptable operational thresholds. These analy-
ses, however, are theoretical and may not ac-
count for some of the actual conditions found in
the study area. For instance, the lack of signal
coordination and the presence of a significant
number of driveways contribute to traffic con-
gestion that is generally worse than these traffic
analyses depict.

Carter County
El aiET

3.2.3 Projected Traffic

Traffic volumes will continue to grow within
the study area deriving from two sources,
(1) demographic and economic growth from
land outside of the study area, and (2) growth
projected to occur within Elizabethton and
its designated growth area. External traffic is
more difficult to predict and is often projected
based on historical growth trends. Internal traffic
growth can be better predicted by understanding
Elizabethton’s growth policies and market
forecasts.

Figure 9 shows the seven growth areas defined
through local input that will contribute to future
traffic growth within the study area. The peak
hour trips generated by each area are included
in the table and the cumulative new daily traffic
volumes from all growth areas are shown in red
on Figure 9.

As shown in Figure 10, the traffic impact of likely
local development alone over the next 25 years
will result in volumes that cannot be effectively
accommodated by the east-west mobility
options currently in place. Add to this the volume
increases generated by lands outside of the
study area, but traveling through Elizabethton,
and it is apparent that additional capacity for the
east-west traffic pattern will be needed.

In addition to the SR 67/91 corridor, US 19E
north of Broad Street will also face increased
congestion and may require operational and/or
capacity improvements over the next 25 years.

Other roads will also experience significantly
increased traffic, particularly in the
southwestern and northeastern portions of
the study area. Here, relatively major growth
Is anticipated, bringing new traffic demands.
However, primary routes serving these
growth areas (Milligan Highway, Powder
Springs Road, Gap Creek Road, and SR 91
East) all currently have sufficient capacity
to accommodate the increasing traffic
demands. Nonetheless, new traffic may bring
an increased need for safety improvements,
and improvements like standard lane widths,
serviceable shoulders, and turn lanes should

TDOT long-range projections for the US 321 corridor range from 34,100 o he considered.
almost 44,000 vebicles per day (vpd). A five-lane roadway reaches capacity

at approximately 37,500 vpd. Planning should continue toward adding

capacity to the US 321 corridor, or finding an effective alternative. Source:

TDOT
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3.2.4 Future Projects

Transportation planning within the study area
has been most comprehensively accomplished
through the JCMTPO'’s Long-Range
Transportation Plan (LRTP). Projects in the
LRTP move forward through the implementation
process based on a number of factors. Some of
the planned projects in the latest (2005) LRTP
have been completed, others may remain years
from construction. Planned projects in the region
vary widely with regard to implementation status.
These projects will have a positive impact on
mobility. However, analysis shows that other
improvements should be considered over the
next 25 years as well.

3.2.5 Access

Access managementis the intentional regulation
of all access to a public roadway. The principles
of access management can be applied at a scale
ranging from consideration of a single driveway
placement to a comprehensive system-wide
access management program. The Access
Management Manual states that “an effective

access management program can reduce
crashes as much as 50%, increase roadway
capacity by 23% to 45%, and reduce travel time
and delay as much as 40% to 60%.™

In Elizabethton, as in most cities, certain
standards exist which prohibit the construction

of very closely spaced access points.

Status Road Project

Special attention has also been given to

Lynn Avenue

Substantially on new bridge

Widen to 5-lanes from Elk
Ave to cross Watauga River

the access needs along US 321. Also,
TDOT has designated and designed certain
highways (US 321 west and US 19E north of

Elizabethton) as controlled access to prohibit

Elizabethton
Connector (SR
91 extension)

Complete — -
Traffic signal interconnect
SR 91 T
and optimization
Gap Creek Road Reconstruction and widening
between US 321 and
(SR 362)
“Committed” Hampton Gap Creek Rd
in LRTP

Widening or construction
of new east-west route as
alternate to US 321

“Proposed” in
LRTP

SR 91 at Ben
Allen Road

Signalize intersection (2015)

West G Street

Widen to 3 lanes from
Hudson St to SR 362 (2030)

new at-grade intersections.

Generally, few other roadways outside of
those mentioned have certain needs for
access management. However, as growth
occurs, more demand for access will be
placed on roads that may be desirable to
remain mobility-oriented. For this reason,
some level of access management should
be considered on roads like US 19E south,
SR 91 east of Elizabethton, and also on the
south side of Elk Avenue.

1

Access Management Manual. Transportation
Research Board.2003.
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Summary of Current Access Management Needs

Corridor Segment

Recommended Access Strategy

Consideration

SR 91, east of US 19E

US 19E, south of Broad St

Allow new public street access in coordination with TDOT access spacing requirements (minimum
1,320 ft spacing recommended). Minimize new driveway allowances through the use of shared
driveways and cross-access requirements. New development should obtain access through an
intersecting side street wherever possible.

US 321 (SR 67/91), west of
SR 359

Maintain full access control. New access should only be allowed by means of grade-separated
interchange.

US 321 (SR 67/91), Mill St to
Williams Ave

Aggressive reduction of private driveways through implementation of full frontage road system on
north side of US 321.

Develop specific plan to regulate number and configuration of
driveways to implement as parcel redevelopments occur.

US 321 (SR 67/91), Elk Ave
to Mill St

Facilitate efficient access through construction of two-way left turn lane.

Exiting 80' ROW should be confirmed with survey.

Broad St, US 19E to Elk Ave

Expand use of rear access to commercial properties having frontage on Broad St. (develop alleyway
in between Broad and Cottage or look for rear access from Cottage). Minimize new driveway
allowances (and reduce number of existing driveways) through the use of shared driveways and
cross-access requirements.

Develop specific plan to regulate number and configuration of
driveways to implement as parcel redevelopments occur.

ILLUSTRATION 3

WEST ELK AVENUE
MARGINAL ACCESS PLAN

EXISTING OR PROPOSED STREETS
DN . - FUTURE STREET PATTERNS

O RED LIGHTS

NORTH SCALE 1 INCH = BOD FEET

- - -
INDUS TRIAL

and a plan created in the 1987 Major
Thoroughfare Plan. West of Hudson Drive,
adherence to the plan has resulted in the
construction of Over Mountain Drive and
the desirable access configuration that exists
today.

Average access spacing =
(on north side of US 321)

Reductions in the number of access points east of Hudson Drive is
desirable in order to lengthen the average spacing here. An adopted,
specific plan will be needed to capitalize on redevelopment occurrences

by which access changes can'Veamggortation Conditions and Outlook

1



3.2.6 Safety

The crash experience along the US 321 (SR
67/91) corridor is significant, but this highway
carries a high volume of traffic daily. As would
be expected, clusters of crashes exist at
intersections. Of note is the lower crash density
west of Williams Avenue, where fewer access
points exist, compared to the eastern (more
developed) portions of the corridor. The high
number of crashes just west of Hudson Drive
indicates that there may be a need for advance
intersection warning signage. Eastbound
motorists at this location have driven a long
distance at relatively high speed, and may not
be expecting the congestion that occurs at the
Hudson Drive intersection.

Warning signage already on US 321 helps drivers to be aware of
changing road conditions. Under SAFETEA-LU legislation,
Sfunding for safety has become more readily available for high-crash

locations.

Safety of G Street

Of interest locally is the crash experience of West
G Street. Over the course of three years, from SR
362 to East E Street, G Street has had 80 crashes.
Eight of these crashes resulted in severe injuries
(none were fatal). The number of crashes, while
high, when considered along with the amount
of traffic on G Street, gives a crash rate of 2.02
crashes per million vehicle miles. In comparison,
the statewide average for an urban three lane road
is 2.63 crashes per million vehicle miles. Therefore,
as a whole, the crash experience of G Street is less
severe than similar roads across the state.

Total

Location on G Street
Crashes

260 feet northeast of US 362
Horizontal Curve NE of US 362
Intersection of City St.
Intersection of Jena Beth Dr.
Intersection of Legacy Dr.
Intersection of Bonnie Kate Blvd.
Intersection of Ward St.
Intersection of Rosedale Dr.
210 feet north of Rosedale Dr.
210 feet east of Sylvan Hill Rd.
Intersection of Division St.
Intersection of Williams Ave.
Intersection of Carter Blvd.
Intersection of Bemberg Rd.
Intersection of Ferguson Ave.
Intersection of Roan St.
Intersection of Watauga Ave.
Intersection of Lynn St.
Intersection of Holston Ave.
Intersection of Doe St.
Intersection of Sycamore St./Elk Ave.
Intersection of E. E St.

Entire segment (3.4 miles)

U] Wl | W[ | W | | = ] W & W W[
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3.3 SPECIAL LOCATIONS

Although limited in scale, traffic operations at
specific locations can play a major part in the
overall quality of mobility for system users.
Several specific locations have been included
for study due to acute traffic needs.

3.3.1 Westside Elementary

Located on Burgie Street west of downtown,
Westside Elementary is a traditional
neighborhood school on four acres and
surrounded on all sides by residential land uses.
Atraffic plan exists for Westside Elementary that
basically provides a structured use of the two
main entrances/exits of the school. However,
due to a lack of driveways and parking areas on
school property, the perimeter streets around
the school are used for drop-off, pick-up, and
gueuing and the large number of private vehicles
transporting children creates congestion on
these local streets. To facilitate arrival and
dismissal traffic, the following recommendations
are made:

» Partner with neighbors. One block
away is a parking lot for West Side
Christian Church, which is unused during
typical school hours. Despite the school’s
advisement not to park at the church and
walk, off-site parking and walking with
children has many benefits. A school
partnership with the church for parking
in exchange for improved pedestrian
facilities, use of school facilities, etc,
is a classic example of shared parking
strategies used in many cities.

Open earlier. Much of the observed
morning queue was parents in their cars
with students, waiting for school to open.
Opening at 7:15 instead of 7:30 might
decrease dwell time for traffic.

Encourage alternative modes.
Educating parents on available
transportation options like busing and
walking can decrease use of private
vehicles.

Constructadditional parking.Additional
parking could be provided along the
eastern end of the school property
(approximately 30 spaces) for short-term
arrival and dismissal use. However, this
construction would have the most impact
on the already limited school site.

QOunenes at Westside Elementary school are
relatively brief. Morning congestion occurs due
1o driving parents waiting with children for the
school to open. Limited-hours traffic control and
designated arrival/ dismissal locations have been
used to manage high numbers of private vehicles
in a traditional neighborhood school setting.
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3.3.2 Harold McCormick Elementary

Harold McCormick is on Cedar Avenue just
south of downtown and has more opportunity for
off-street arrival and dismissal operation due to
larger parking areas and driveways. Drop-off and
pick-up takes place on a combination parking
lot/driveway located just east of and parallel to
Cedar Avenue. However, the configuration of
this lot results in drop-off and pick-up occurring
along a short segment of sidewalk directly in
front of the school door, resulting in queues that
extend off of school property and onto Cedar
Avenue. A re-configuration of Cedar Avenue
and the school lot would facilitate better traffic
operation while maintaining needed parking.

Additional parking as shown could be constructed on the east

end of Westside Elementary. However, this wonld only result

in approximately 30 spaces which would only be used during the
short arrival and dismissal periods. A preferable alternative is a
shared parking agreement with the church located one block south.
Federal ‘Safe Routes to School” funding conld be songht for sidewalk
enhancements and programs that might be needed to facilitate the
children’s walk to school from the existing parking lot.

Modified nse of the excisting driveway/ parking lot could manage
arrival and dismissal guenes at McCormick Elementary. Pull-
through parking on the east side of the driveway would spread loading
out along the length of the driveway.
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3.3.3 Hudson Drive and Over Mountain
Drive

This intersection is the main entrance for
Wal-Mart and several restaurant properties
fronting EIk Avenue. Proper operation allows
northbound traffic (coming from Elk Avenue)
to proceed without stopping through the
intersection. The other three intersection
approacheshaveastopcondition. Uncertainty
by drivers as to the correct traffic priority leads
to inefficiency and unnecessary delay at this
intersection. Several improvement options
exist, ranging from signing and marking
changes to complete reconstruction.

Reconstruction as a roundabont removes movement priority
confusion by making all legs yield-controlled.

Restriping and signing to clarify movement priorities is

the simplest solution.
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3.4 NON-MOTORIZED TRAVEL

Communities across the state of Tennessee and
across the nation are planning and implementing
more facilities for non-motorized users than
ever before. Both on- and off-street, bicycle and
pedestrian accommodations are becoming more
common, and in many cases are requirements
of using federal transportation funds.

3.4.1 Bicycle and Pedestrian Facilities
Figure 11 illustrates the current and proposed
non-motorized accommodations within the
study area. There are currently 37.5 miles of
sidewalk, no on-street bicycle facilities, and
approximately 2.5 miles of separate shared
use path. The Sycamore Trail and Linear Path
combine to make approximately 3.25 miles
of walking/bicycle path. Through the public
input process in Elizabethton, facilities for non-
motorized travel were generally considered
more to be recreational amenities than needed
transportation infrastructure. However, input and
data also indicated a sizable population of elderly
persons and households having limited access
to a personal vehicle. The relatively compact
land area of Elizabethton (limited by natural
features) and the combined demographics point
to a relatively strong need for non-motorized
mobility options. Construction of the Rail to Trall
corridor between Johnson City and Elizabethton
is a golden opportunity for enhanced recreation
and mobility along the congested Elk Avenue
corridor and beyond.

@

3.4.2 Transit

As with bicycle and pedestrian accommodations,
service by public transit is limited within the
study area. A service of the First Tennessee
Human Resources Agency, NetTrans provides
paratransit service as well as regular fixed route
service on the Carter County Connection (The
C). The C route makes six stops in Elizabethton
from 7:00 AM to 6:00 PM on 2-3 hour headways
and terminates at the Johnson City Transit
terminal.

For many of the same reasons as the need
for improved non-motorized facilities, more
comprehensive transit service is desirable,
though existing population and employment
densities make providing efficient service a
challenge.

Mill St

e The location of major traffic flows
in downtown mafke connections to
the Linear Path from neighbor-
hoods south of G St possible via

Mill St Cedar, Hattie, and/ or Johnson.

Primary 0bje€l‘i?ex Jfor non-motorized travel should include: (1) taking advantage of large parcels and undeveloped or redeveloping
lands along the river to extend the Linear Path (orange), (2) finding a connection between the Rails to Trails corridor and
Sycamore Shoals (blue), and (3) planning for connections between the Rails to Trails corridor and the extended Linear Path (red).
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NON-MOTORIZED FACILITIES
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4. RECOMMENDATIONS

Analysis of the existing and projected land use
and transportation conditions and needs within
the Elizabethton study area have resulted in the
formulation of 19 specific and area-wide project
recommendations which are located on Figure
12. Some of the recommendations already
exist on local and regional transportation plans,
others are being introduced by this study.

The project recommendations presented
here are based on conceptual, planning-
level analysis and have not been investigated
through detailed engineering to determine
cultural, environmental, right-of-way, or other
construction-related impacts. Some of these
recommendations will require additional specific
study to further define their feasibility and/or
effectiveness. Cost estimates do not include
costs for right-of-way acquisition, damages,
easements, or utility relocations.

4.1 SHORT-TERM RECOMMENDA-

will allow east-west movement and short trips
between adjacent lands without affecting Elk
Avenue. This connection will help facilitate a
future frontage road network extending from
Williams Avenue to Mill Street.

S-4 Reconfigure Lanes at the Intersection of
Elk Avenue and Hudson Drive

Restriping the northbound approach of this
intersection to include a dedicated left turn lane
(and a shared through/right turn lane) will allow
concurrent northbound and southbound left
turns. This will prevent the need for the existing
inefficient split-phase signal operation.

SHORT-TERM RECOMMENDATIONS

TIONS Project . Cost Time-
D Roadway Limits Improvement ($1,000s) | frame
S-1 Signalize the Intersection of SR 91 Intersection | .. S
and Ben Allen Road s1 | SRl | withBen | ST | s300¢ | OT
Aslistedinthe regional LRTP, signalization Allen Rd
of this intersection should be completed _
as traffic volumes warrant. This project is o |ema Holly Ln to ?‘t’”s"“m?”ﬂ sp3 | Short
included in the current JCMTPO TIP. " Y1 Broadst 7MY E Term
S-2 Construction of a Two-Way Left
Turn Lane on Elk Avenue Over Current end Extend Short-
Between Holly Lane and Broad Street S-3 | Mountain | to Williams | frontage road $563 Term
a center turn lane will allow safer turning Drive s e e
movements and additional through ——
capacity for US 321 traffic. The curb-to- . esr;;p;
curb width of this segment is 54 feet*, o4 | Hudson |intersection | °PPTE s125 | Short
meaning the turn lane can be added just Drive  withElkAve | ot left Term
by restriping the roadway and removing T
the limited on-street parking/shoulders
(11’ outside through ’Ianes, 10’ inside 55 | Westside Elementary Circulation ¢51 Short-
through lanes, and 12’ center turn lane). enhancement Term
Local data indicate that 80 feet of right- : :
of-way exists at this segment. (*A short 56 | McCormick Elementary e:}:'::laetrf:nt $145 STZ‘::T:
segment at Holly Ln measured 50’ and
would require some minor widening.) | i
ntersection q
Hudson . Reconfigure Short-
) ) . S-7 . with Over | . ) $5-$60
S-3 Extension of Over Mountain Drive Drive |\ 1ountain pr| 'Mersection Term
Connection of this frontage road between
Williams Avenue and Hudson Drive [*Cost as provided in previous planning documents.

Recommendations
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RECOMMENDED IMPROVEMENTS
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Project §-2. The existing four lane segment of Elk Avenue west of Broad Street is characterized by stand alone businesses on individunal
parcels. On-street parking exists on both sides of the road here, though most businesses have off-street parking on their property. The road is
54 feet wide from curb to curb. Removal of the on-street parking would provide enough width for a center two-way left turn lane. The turn lane
allows left turns to be made withont blocking one of the through lanes. It also allows left turns to be made out of businesses more easily. The
inside through lanes wonld be narrowed to 10° (common in established urban areas), the outside through lanes should be 11°, and the center

turn lane 12° wide.

Project S-5. Mitigation of congestion at Westside Elementary
means providing more off-street parking. Off-street parking can
be provided on-site, but this would require forgoing other needs
of the school site (in this case, a playground). A better solution
is to provide off-site parking through a shared parking agree-
ment with a nearby church (one block away). Safe Routes to
School Grants could be sought for needed pedestrian infrastruc-
ture to facilitate this short walk to school.

E A Z - = i : Bk b 8 4
Project §-3. Exctending Over Mountain Drive fo the west is impor-
tant as an access management strategy and as a matter of convenience
Jor hospital workers and visitors. A similar opportunity for cross-ac-
cess exists south of Elk Avenne as part of ongoing redevelopment.
All opportunities for cross- and shared-access arrangements should be

explored, particularly in the US 321 (SR 67/91) corridor.
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S-5Improve Circulation at Westside
Elementary

The preferred option is a no-build alternative
which allows for the shared use of church parking
during arrival and dismissal hours. Safe Routes
to School funding could be a way to implement
sidewalk and programming enhancements that
might be needed for this walk-friendly option. An
alternative is the construction of approximately
30 additional parking spaces on the east end of
the property which would provide some short-
term parking.

S-6 Improve Circulation at McCormick
Elementary

Minor reconstruction and restriping of Cedar
Avenue and the adjacent school pick-up/drop-
off area would allow for additional parking as
well as a more efficient driveway for arrival and
dismissal operations.

S-7 Reconfiguration of the Intersection of
Hudson Drive and Over Mountain Drive

Several options exist for this intersection from
simple restriping to reconstruction as a round-
about. The simplest option includes restriping
the intersection and installing signs that clearly
communicate the movement priority for north-
bound (entering) traffic.

Project S-7. Several options, from simple restriping to complete
intersection reconstruction exist to mitigate inefficient operations at the
intersection of Hudson Drive and Over Mountain Drive.
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4.2 MID-TERM RECOMMENDATIONS

M-1 Widen G Street to Three-Lanes

Adding a center turn lane from Hudson Drive
to SR 362 will enhance the safety and capacity
of G Street and is in keeping with the road’s
classification as an arterial street. This project is
already listed in the regional LRTP.

M-2 Elk Avenue Downtown Streetscape
Enhancements

The three through lanes plus on-street parking
result in higher speed traffic and excess capacity
down Elizabethton’s main street. Returning the
street to two-way traffic should be the focus of a
future downtown circulation study.

M-3 Access Management Retrofits on EIk Avenue
As Elizabethton’s primary mobility and
commercial arterial, access is essential but
must be efficient. A plan to remove some current
access points and re-configure and connect
others should be implemented in conjunction
with redevelopment along the corridor. A central
median in place of the existing two-way left turn
lane as a component of access management
will allow a more aesthetic entry into the city.

MED-TERM RECOMMENDATIONS

M-4 Reconstruction of SR 362 from SR 361
to US 321

This TDOT project is currently in the right-of-
way acquisition phase and has final design
nearly complete. The result will be an improved
two to three-lane highway into Elizabethton from
the south. New growth will be expected and
appropriate access management techniques
should be used.

M-5 Extension of SR 91

As growth east of Elizabethton continues, the
improvement of Lovers Lane to accommodate
the extension of the SR 91 designation will
grow in importance. The state route designation
should generally follow the existing Lovers Lane
alignment, but will require re-alignment on its
western end to intersect SR 400.

M-6 Complete Rail-to-Trail and Linear Path

A golden opportunity to expand non-motorized
travel options in the region, the Rail-to-Trail
will extend the length of the City on unused rail
line. Connections between this and the existing
Linear Path should be explored. The extension
of the Linear Path along the Watauga River
should also be planned.

M-7 Establish Wayfinding Program

The tourism industry of Carter County and

i e e I Lo Improvement Cost fT'me- the regionwould benefitfromaconsolidated
ID ($1,000s)| frame | effort to direct traffic to key destinations
SR362to | Widen to three « | Mid- through signage.
M-1 | G Street $5,700
Hudson Rd lanes Term
M-2 Elk Elm St to Streetscape Future Mid- —
Avenue [Riverside Dr| improvements study Term
Williams Access
Elk Drto Mid-
M-3 Avenue | McArthur management S Term
retrofits
Ave
Elk Ave to | Reconstruction of «| Mid-
M-4 | SR362 1 gp 361 SR 362 P37,700%| rorm
SR 91 Ext .
M5 | (Lovers SR91to SR Improvem.ent of $37 400* Mid-
400 two-lane highway Term
Lane) gl ] %
_ _ Project M-1. As an arterial of the City, G Street should
Ra|I§ to Trails Multi-use path Mid- | provide an adequate level of service. Road features should en-
NiHD 20 Llnea.r i construction 52,922 Term hance G Street’s transition from rural to suburban to urban.
Conections
M-7 Citywide Wa.yﬁndmg Future Mid-
signage Study Term
*Cost as provided in previous planning documents.
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Peci M-3. U/fi)ﬁczf;’b;,lé‘/aé extension of Over Mountain Drive o Mill Street would provide local access between complementary land uses
along the Elfe Avenne retail corridor. Inberent in this plan is the removal of most individual parcel accesses directly to Elk Avenue. Implenen-
tation of this plan will take a coordinated effort between City planning and the development community to work towards improved access. Most
likely, these changes will require an adopted corridor plan, implementation as redevelopment occurs, and potential public/ private partnerships.

Project M-2. Elizabethton’s Downtown Enhancement Plan provides — Project M-5. SR 91 east drops its state routedesignation and narrows
gridance on returning Elk Avenne to hwo-way traffic. Bike lanes to a two lane roadway at SR 37. 1ts alignment continues as Lovers
should also be considered downtown. A downtown circnlation study Lane along the river to SR 400..

wonld validate the Enhancement Plan findings with technical analysis.

Project M-6. Construction of the Rails to Trails corridor on inactive rail between Johnson City and Elizabethton can be a ban-
ner project for regional non-motorized transportation in Tennessee. Implications of quality non-motorized accommodations can be
as far-reaching as attraction of new industry due to enhanced quality of life.
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Project M-7. An overall 'W@/ﬁhdiﬂg schedule of signs should
supplement typical route signing to enbance tourism in the region.
Commercial areas, as well as historic, cultural, and natural
resonrces should be signed.

4.3 LONG-TERM RECOMMENDATIONS

L-1 Sycamore Shoals Road Improvements

— Phase 1

Beginning on State Route 400, crossing the
Watauga River on a new bridge, and intersecting
Elk Avenue at Bemberg Road, this improvement
would provide a new westerly roadway and an
alternative access to commercial areas along
Elk Avenue. This improvement would be most
effective concurrently with or after the extension
of SR 91 (project M-5).

LONG-TERM RECOMMENDATIONS

L-2 SR 362 Extension and Sycamore
Shoals Road Improvements — Phase 2
Extending SR 362 from its proposed end at US
321 to cross the Watauga River and intersect
Sycamore Shoals Road would provide a
more complete east-west mobility alternative.
Sycamore Shoals Road should be improved from
this proposed SR 362 bridge to the proposed
Bemberg Road bridge (part of project L-2).

L-3 East-West Capacity of US 321 Corridor

A potential alternative to projects L-1 and L-2 is
to add capacity to US 321. The traffic projections
approach 45,000 vehicles per day over the next
25 years, presenting a need for an additional
through lane in each direction.

Congestion on Broad Street, on the US 321 corridor. At least
one objective of projects M-5, 1-1, 1.-2, 1 -3, and 1.4 is to
alleviate growing congestion here.

Project ID Roadway Limits Improvement ($1C(())(S)t05) Time-frame
SR 400 to Improvement of two-lane highway, new
L-1 Sycamore Shoals Road bridge construction, and new three-lane $15,600 Long-Term
Bemberg Rd .
road construction
Elk Ave to
L-2 SR 362 Sycamore |Extension of SR 362 including new bridge Future Stu.dy of Long-Term
Alternatives
Shoals Rd
US 19E to . Future Study of
L-3 uUsS 321 Williams Dr Capacity Improvement Alternatives Long-Term
L-4 Southside Road us 12:;0 SR Improvement of two-lane highway $6,440 Long-Term
Milligan Highway and Safety enhancements (shoulders, signing, .
L-5 Powder Branch Road All eto) $1,100 per mile Long-Term
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L-4 Improve Southside Road

An east-west alternative to US 321 to the south is
Southside Road. With the coming improvements
to SR 362, having a connection between US
19E and SR 362 south of Elizabethton would
be beneficial. The connection exists now in
Southside Road, but will need improvements and
a short segment of new construction to intersect
directly with US 19E on its eastern end.

L-5 Milligan Highway and Powder Branch
Road Safety Enhancements

With significant growth expected in the
southwestern portion of the study area, these Project 4. Southside Road serves a mixture of institutional and
two primary access roads should be upgraded. (primarily) low density residential land uses. With improvement, it
Standard width lanes, shoulders, and turn lanes could be another east-west alternative route.

at key intersections should be constructed as

needed as part of redevelopment within the

area.

[}
-
A
1 -
=\

3.

Project 1.-1. As evidenced by the current TDOT investigation of US 321 (SR 67/ 91) improvements, the east-west flow through Elizabeth-
ton is the Citys primary long-range need. Several new construction corridors north of the Watanga River were removed from further consider-
ation by TDOT. This study proposes moderate reconstruction of portions of the existing Sycamore Shoals Road as well as a new road and
bridge to extend from Bemberg Road (through the old WalMart site). This would provide improved access into the retail area and provide
improved commercial and riverfront redevelopment opportunities. (Blue line shows a second alternative, though this route transverses areas
identified by TDO'T as having environmental areas of concern.)
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4.4 MEETING LOCAL GUIDING PRINCIPLES

The community-based guiding principles
developed at the outset of this study have
helped to shape the study process as well as its
recommendations for future action. The overall
study objective was to develop strategies that
will assist in the preservation of Elizabethton’s
quality of life. These recommendations have
been developed to that end, and at the same
time provide major growth opportunities for the

The most major findings of this effort and its
resulting recommendations can be summarized
in a few broad areas of emphasis and some
specific courses of action for each. These items
will give City and regional leaders a short-term
concrete path of action to move forward with the
implementation process.

City and its metropolitan sub-region.

Broad Emphasis Areas

Initiate Long-Range
Planning for US 321 (SR
67/91) Corridor Needs

Leverage Density, Age,
and Income Statistics for
Non-Motorized Travel
Improvements

Set Standards for
Developer-Required
Improvements

Miscellaneous

Specific Actions

Initiate before and after study of travel time and delay as part of signal coordination
project currently underway.

Request study of specific turn lane needs as add-on to signal coordination project

Continue discussions with TDOT on added capacity to existing route or north-of-river
improvements listed in this study

Undertake specific access management plan that will structure access requirements
for redeveloping properties

Plan to refine regional TAZ structure to better capture origins and destinations of this
corridor

Plan to purchase rail ROW from Johnson City to initiate Rails to Trails corridor
Complete sub-regional bicycle and pedestrian plan to prioritize needs and
expenditures

Seek funding for Rails to Trails corridor construction (enhancement grants, NHS, etc)

Amend current sidewalk study to determine ADA needs and compliance schedule

Establish “road fund” or some other way to collect developer impact fees to add
shoulders, sidewalks, etc.

Establish standard traffic impact study requirements and procedures by which
impacts must be mitigated through infrastructure improvements

Seek TDOT permission to restripe Elk Avenue to add two-way left turn lane

Initiate school-area recommendations through school board (apply for Safe Routes to
School funding for Westside Elementary)

Initiate Hudson and Over Mountain improvements with business owner coordination
Develop crash statistics for high-crash location for federal/TDOT safety funding
Perform detailed downtown traffic circulation study

Update master plan for US 321 (SR 67/91) retail corridor development

City and regional leaders can begin to move towards implementation in short order. In some cases, time is of the essence in taking

adpantage of current opportunities.
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Provide

Supply

FEEErE Coordinate and |adequate and trar_m_sportatlon Leverage
balanced growth facilities
: promote an safe . technology to
approach in the | . supportive of
. increased transportation . manage
Project . ’ context of . regional .
Location Project awareness of options for all . transportation
ID geography, . 8 economic growth .
e T T Elizabethton’s users that el needs in an
- development enhance . 9 efficient and cost-
supporting . . industry, small .
. objectives. community . effective manner.
infrastructure. tiealls business, and
: tourism.
SR 91 and Ben . o .
S-1 Allen Rd Signalize intersection . O O O O
Construction of two-way left
S-2 Elk Avenue e s D o D o O
Over Mountain | Extend frontage road around
S Dr hospital o o O > O
S-a Hudson Dr Restripe intersection to allow O O O O O
concurrent left turns
Westside . .
S-5 R, Circulation enhancement O O D O O
McCormick . .
S-6 S Circulation enhancement O O D O O
S-7 Hudson Dr Reconfigure intersection w/ O
Over Mountain Dr O . O O
M-1 G Street Widen to three lanes D O D O O
Downtown streetscape
e St TG improvements O O [ [ O
M-3 Elk Avenue |Access management retrofits () () O () O
M-4 SR 362 Reconstruction of SR 362 o O D o O
Improvement of two-lane
M-5 Lovers Lane iy o O D D O
M-6 Rail-to-Trail / Linear Path Construction D o o D O
M-7 Wayfinding signage O D O o o
Sycamore New bridge and Bemberg Rd
S Shoals Rd connection [ D D D O
Extension of SR 362
L SINEZ including new bridge [ D D D O
L-3 Us 321 Capacity Improvement o D D D o
Southside Improvement of two-lane
L-4 Road highway D O D O O
Milligan Hwy /
Safety enhancements
3 PowdeF\l;dBranch (shoulders, signing, etc) [ [ D O [

Recommended projects demonstrate the general guiding principles to varying degrees: fully (black circle), partially (half black
circle), or to lesser degrees (open circle).
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5. TITLE VI REVIEW

Specific  civil rights considerations in
transportation planning revolve around Title
VI of the Civil Rights Act and Environmental
Justice (E.0.12898 Federal Action to Address
Environmental Justice in Minority Populations
and Low-Income Populations). TDOT’s policy is
to ensure compliance with 42. U.S.C. 2000 “No
person in the United States shall, on the grounds
of race, color, or national origin, be excluded
from participation in, be denied the benefits of, or
be subjected to discrimination under a program
or activity receiving federal financial assistance
from the Department of Transportation.” E.O.
12898 requires each agency (including the US
DOT) to “make achieving environmental justice
part of its mission by identifying and addressing,
as appropriate, disproportionately high and
adverse human health or environmental
effects of its programs, policies, and activities
on minority and low-income populations”. US
DOT issued its Order on Environmental Justice
(DOT Order 5610.2) in response to clarify Title
VI responsibilities. Adverse impacts related to
transportation projects include:

« Air, noise, and water pollution, and soil
contamination;

» Destruction or disruption of man-made or
natural resources;

e Destruction or diminution or aesthetic
values;

» Destruction or disruption of community
cohesion or a community’s economic
vitality;

» Destruction or disruption of the availability
of public and private facilites and
services;

* Vibration;
* Adverse employment effects;

» Displacement of persons, businesses,
farms, or non-profit organizations;

* Increased traffic congestion, isolation,
exclusion, or separation of minority or
low-income individuals within a given
cor(?munity from the broader community;
an

» The denial of, reduction in, or significant
delay in the receipt of, benefits of DOT

programs, policies, or activities.

MPOsarerequiredto considerthree fundamental
environmental justice principles:

1. To avoid, minimize, or mitigate
disproportionately high and adverse
human health or environmental effects,
including social and economic effects,
on minority populations and low-income
populations.

2. To ensure the full and fair participation by
all potentially affected communities in the
transportation decision-making process.

3. To prevent the denial of, reduction in, or
significant delay in the receipt of benefits
by minority populations and low-income
persons.

As shown in Figure 13, many of the
recommendations in the Elizabethton Land
Use and Transportation Study are located
within areas identified as requiring additional
consideration within the environmental justice
framework. A few of the projects (S-6, M-2, M-
6, L-3, and L-4) will impact areas having high
populations of elderly, minority, and low-income
persons. However, impacts may not result in
a burden, but rather a benefit within sensitive
areas. This is often the case with bicycle &
pedestrian projects, signal projects, wayfinding
projects, and other projects not introducing right-
of-way requirements, noise creation, or other
disruption.

Careful consideration of these impacts as well
as appropriate outreach to populations within
these sensitive areas should be undertaken as
these recommended projects progress.
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ENVIRONMENTAL JUSTICE AREAS

Top 25% of Carter Co. census blocks
having minority population

<

Top 25% of Carter Co. census blocks
having highest population over 65 yrs

ST,
Legend

C’ Top 25% of county block
groups in one EJ category

- Top 25% of county block
groups in two EJ categories

- Top 25% of county block

groups in three EJ categories
Short-Term Recommendations

Medium-Term Recommendations

Long-Term Recommendations

Arterial
—— Collector
- Other Roads
Top 25% of Carter Co. census blocks 0 02505 1 1.5 2 I:’ Rivers
having highest low income population Miles '

Growth Boundary & Study Area
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