


Northern Tier Expressway: Route 11 Corridor StudyA31623 / 2-29-08 / Cross Sections.ppt

FIGURE 4-33

11-12’
Travel
Lane

11-12’
Travel
Lane

11-12’
Travel
Lane

8’-12’
Shared
Parking/
Bicycle
Lane

4’
Buffer
Snow
Shelf

5’
Sidewalk

8’-12’
Shared
Parking/
Bicycle
Lane

4’
Buffer/
Snow
Shelf

5’
Sidewalk

11’-16’
Two-Way
Left Turn

Lane

11-12’
Travel
Lane

CL

FOUR LANE UNDIVIDED ARTERIAL WITH 2-WAY LEFT-TURN LANE
(89’-106’ ROW)

D

TYPICAL ROADWAY CROSS-SECTIONS

11-12’
Travel
Lane

8’-12’
Shoulder/
Parking/
Bicycle
Lane

4’
Buffer
Snow
Shelf

5’
Sidewalk

8’-12’
Shoulder/
Parking/
Bicycle
Lane

4’
Buffer/
Snow
Shelf

5’
Sidewalk

11-12’
Travel
Lane

CL

TWO LANE UNDIVIDED ARTERIAL
(56’-66’ROW)

E

11-12’
Travel
Lane

11-12’
Travel
Lane

8’-12’
Shared
Parking/
Bicycle
Lane

4’
Buffer
Snow
Shelf

5’
Sidewalk

8’-12’
Shared
Parking/
Bicycle
Lane

4’
Buffer/
Snow
Shelf

5’
Sidewalk

11-16’
Two-Way 
Left Turn 

Lane

CL

TWO LANE UNDIVIDED ARTERIAL WITH 2-WAY LEFT-TURN LANE
(67’-82’ROW)

F

Page 4-22



Northern Tier Expressway – Route 11 Corridor Study 
Final Report 

 
December 2008                                 Page 4-23 
 
 

It is assumed that, at this level of analysis, all 
intersecting state arterials will be treated as signalized 
intersections. This means that the expressway will 
functionally be downgraded to a 4-lane arterial roadway 
divided by either guide rails or a raised median. Exclusive 
left turn lanes will be provided at the intersections to 
maintain four lanes of throughput on the road. County 
routes and local roads, at this point, are assumed to be 
handled by either stop controlled intersection or by 
diverting the road to the nearest State Route via a 
frontage road. A detailed engineering study needs to be 
performed to determine the most appropriate level of 
access control on the expressway.  
 
As the expressway alignment approaches and enters the 
villages and hamlets, maintaining a four lane cross 
section would inflict heavy impacts on existing properties. 
In many cases, the communities would cease to exist as 
currently configured. For this reason, it is recommended 
that the five major Villages of Gouverneur, Canton, 
Potsdam, Malone and Rouses Point be bypassed as 
described previously. In the remaining smaller villages 
and hamlets, the expressway should transition to a 
divided or undivided 4-lane rural arterial as it approaches 
the village center and ‘necked down’ within the centers. 
Where possible, 2-way center turn lanes can be 
constructed to manage left-turning vehicles and reduce 
delays through the communities. The recommended cross 
sections described in the community enhancements 
section of this report should be consulted when planning 
the expressway. These enhancements are essential to 
balancing vehicle throughput with safety and quality of 
life if and when the expressway is developed. Figure 4-33 
illustrates these two conceptual cross sections. 
 
Early in the study process, some debate over the 
expressway’s alignments at the Route 11/Route 11B split 
took place. Based on traffic volumes, counts taken from 
1997 and 2007, the annual average traffic volume for 
Route 11B was 1,450 vehicles per day and for Route 11 it 
was 2,100. Linear regression analysis was performed to 
create a historical trend graph, which shows a downward 
traffic growth trend for Route 11B (see Figure 4-34) and 
an upward trend for Route 11(See Figure 4-35). Both 
routes are approximately the same distance, however the 
rationale for using Route 11 is that it is part of the 
National Highway System and federal aid is much more 
likely to be available than on Route 11B which is not part 
of the National Highway System. 
 

Since NYSDOT has concentrated on upgrading Route 11 
as part of the National Highway System (NHS), the 
superior condition of Route 11 versus Route 11B is quite 
evident. Pavement conditions, shoulder and pavement 
widths, horizontal and vertical grades and highway 
appurtenances are generally all in better condition. There 
is; however, one less hamlet and village along Route 11B. 
This presents 11B with a slight advantage in travel time 
due to the avoidance of one less speed reduction zone. 
 
Route 11, as part of the NHS, is the highest level, non-
interstate, highway system in the North Country. Route 
11B is not part of the NHS and there is no compelling 
reason for NYSDOT to pursue changing this designation. 
The Federal Highway Administration (FHWA) would have 
the final say on making any change in this system and 
justification would have to be based on current conditions 
including traffic projections and quality of the road as 
previously documented. The process for making a change 
in the system is lengthy and would require state and local 
government approvals, certainly public meetings and 
probably public hearings. Furthermore, without being on 
the NSH system, there is very little money available to 
make the improvements to bring Route 11B up to 
expressway standards.  
 

4.2.5 North-South Spurs 
 
Improved north-south transportation linkages throughout 
the region, and to markets beyond, particularly to 
Canada, promote more efficient traffic flow and easier 
access. Economic growth is highly dependent on the 
ability to efficiently serve economic markets, and the 
existing transportation system in the North Country does 
not adequately meet this need. Based on analysis 
performed as part of the NCTS, the main north-south 
traffic patterns in northern New York, except for I-87 and 
I-81, are to/from the villages of Lowville, Massena, and 
the City of Ogdensburg. The development concept 
proposes the improvement of linkages between these 
communities (which are major population and 
employment centers) and the Route 11 east-west 
alignment. The proposed spurs, in conjunction with the 
existing I-81 and I-87 facilities serving the Thousand 
Islands and Champlain Valley, provide a north-south 
regional transportation network in the region. 
 
Spurs, as defined for this study, are roadways considered 
as important connectors from the NTE corridor to other 
north-south roadway corridors, destinations and economic 

Figure 4-34 
Forecasted Traffic Growth on Route 11B 

Figure 4-35 
Forecasted Traffic Growth on Route 11 
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markets. To achieve the full economic development 
impact of an expressway corridor along Route 11, both 
the east-west improvements and the north-south corridor 
improvements must be pursued completely. 
 
The spurs have been evaluated primarily based on their 
ability to connect the NTE to intrastate, interstate, and 
international economic markets. A detailed corridor 
sufficiency analysis was not part of the scope of the NTE 
study; however, designating the corridors as future 
components of an enhanced trade network sets the stage 
for long-term planning and investment. 
 
A major factor in the determination of the spur routes is 
the rapid growth in truck traffic. Nationally, between 1980 
and 2002, truck travel grew by more than 90 percent 
while lane miles increased just 3 percent.  Growth in 
truck traffic is expected to continue, with overall U.S. 
truck traffic expected to grow 92 percent between 1998 
and 2020, and the percent of urban interstates carrying 
10,000 or more trucks per day expected to grow from 27 
percent in 1998 to 69 percent in 2020.  Inter-regional 
linkages to and from the North Country do not have the 
capacity to handle such demand and as such, the 
movement of goods will need to be accommodated 
elsewhere.  
 
It is important to note that although the linkage between 
Route 11 and the Saranac Lake area (which is in the 
Adirondack Park) represent significant north-south traffic 
flows, this linkage was eliminated from spur route 
consideration early on in this study. It was determined 
that significant roadway development through the 
Adirondack Park would have a fatal flaw in that improving 
this linkage would directly impact the “forever-wild” 
status of the park.  
 
The spur routes in this study were chosen based on 
several different criteria. The overall desired connections 
were identified in the NCTS, which lead to consideration 
of roads providing the recommended linkages. These 
routes were then considered in the context of the three 
criteria - directness of travel to economic centers, 
forecast usage by commercial vehicles, and 
environmental constraint. Any potential spur route which 
runs within the Adirondack Park was eliminated from 
consideration due to the potential direct impact on the 
“forever-wild” status of the park.  
 

The end result of the analysis was the inclusion of the 
following routes for designation as future spur routes to 
be upgraded in a coordinated manner with the Route 11 
expressway concept: 
 

• State Route 26 - From the Village of Lowville to 
Route 11 east of the City of Watertown; 

• State Route 812 – From the City of Ogdensburg to 
Route 11 east of the Village of Gouverneur; 

• State Route 56 – From the Village of Massena to 
Route 11 in the Village of Potsdam; 

• County Route 52 (Old State Route 374) – From 
Highway 138 in Canada to Route 11 in the Village 
of Chateaugay; and 

• State Route 190 – From the City of Plattsburgh to 
Route 11 in the Hamlet of Ellenburg – although 
some environmental constraints exist, such as the 
Native American reservation land proximate to the 
roadway that may prevent some segments from 
being upgraded. 

 
Additional routes considered for spur route analysis, but 
not evaluated, due to one or more of the considerations 
above, included State Route 12 to Lowville (no direct 
connection to Route 11); State Route 420 to Massena 
(not a direct link to an economic center; State Route 812 
from Lowville to Route 11; and State Route 37 to the St. 
Regis Reservation (no direct link to a major economic 
center, although the Akwesasni Casino was recognized as 
a significant regional attraction).  
 
 




