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Randolph Comprehensive Community Plan 
 
 

1. Overview 
 

1.1. Purpose and Objective of this Comprehensive Plan: 

The Randolph Comprehensive Planning Committee recognizes that the Randolph area is a very 

special and desirable place to live. This is because of our abundant natural resources, the beauty 

of our community, our rural community lifestyle, our superior school system, our strategic 

geographic location and our rich history (See Addendum 5 – A Brief History of Randolph).  The 

purpose of our community planning is to do a better job of preserving and protecting the inherent 

attributes and strengths of our community while also looking to the future planned and controlled 

growth of our community. The objective of our community planning is to assure that development 

and growth in our community will be desirable and satisfying for people living in our community 

today and for our future generations. 

1.2. Randolph Community Vision Statement: 

Our Vision for the future of Randolph is to preserve, protect, and enhance those characteristics 

that define our community’s desirable rural lifestyle, while also promoting the planned and 

controlled growth and economic development of our community.  

1.3. Goals: 

1.3.1. Our First goal is to preserve and protect the inherent attributes and strengths of our 

community for future generations.  It is recognized that a major part of what makes 

Randolph unique is that we have a true small town rural culture.  We are a bedroom 

community for families who enjoy small town values and life style. We enjoy a broad 

range of recreational opportunities within our geographic location.    

1.3.2. Our Second goal is to assist our existing and future retail, commercial and agricultural 

businesses to assure their survival and success. We recognize that a major reason for 

the character of our community is that we have numerous small, privately owned 

entrepreneurial businesses.  We recognize that Randolph will become an even more 

desirable place to live in the future if we continue to promote the growth and 

development of locally owned businesses. 

1.3.3. Our Third goal is to promote economic development and job growth in the Randolph 

area through the development of our community into a tourism destination. We will 

accomplish this by developing a community marketing plan that leverages the asset 

of our unique geographic location: at the start of the Amish Trail, within major 

recreation areas, on a major interstate and within proximity of over 60% of the North 

American population. Our Comprehensive Plan will promote the growth of 

Restaurants, Craft Shops, Antique Shops, Artisans and Bed and Breakfast 
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establishments. (See Reference Addendum 4.3 – Tourism Assessment, Evaluation 

and Recommendations) 

1.3.4.  

1.3.5.  Our Fourth goal is to preserve, protect and enhance the natural environment while 

permitting the change necessary for responsible economic and residential 

development. 

1.3.6. Our Fifth goal is to provide enhanced recreational opportunities for the residents of our 

community.  We will accomplish this through the creation of a master plan for the 

further development of our parks & recreation areas. 

1.3.7. The Sixth goal is to develop a comprehensive land use and zoning plan that reflects 

the above goals.  This land use plan will identify residential, commercial, agricultural, 

park & recreation areas as well as open space and environmental critical areas. 

 

1.4. The Comprehensive Community Planning Process: 

A major part of our community planning is "comprehensive planning."  It will focus on many 

aspects of our community including social and cultural concerns as well as economic, 

environmental and land use considerations.  Our comprehensive planning will recognize 

that these aspects of community life interconnect; that economics, values, physical 

arrangements and social structures are all woven through the fabric of our community. The 

Planning Board will work to understand the tapestry of the whole community to be able to 

anticipate the full consequences of actions in any one area.  

Inclusion of the interests of all Randolph Community Stakeholders.  

Randolph Stakeholder groups: 

 Residents: Seniors, Families, Youth, Working, Fixed Income, those living within the 

downtown Hamlets of Randolph and East Randolph and those living in the more rural 

countryside.  

 Business Owners: Retail businesses, Commercial and Manufacturing businesses, our 

Agricultural Business sector and the Amish Community. 

 Educational Institutions including Youth and Students: Randolph Central, New 

Directions, Randolph Academy and our Randolph Library 

 Community Organizations: RACDC, Religious Organizations and Churches of Worship 

 Veterans Organizations:  Randolph American Legion & Randolph VFW.  
 Town Government: Town Board, Supervisor, Zoning Board, and Planning Board 

 Town Services: Fire Department & EMS 
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1.5. The Design and Implementation Process: 

1.5.1.  Collect and analyze data to document existing conditions to identify past and future 

trends 

1.5.2.  Develop a comprehensive listing of specific activities and actions that are required to 

support each of our stated goals 

1.5.3.  Assign  responsibility for the implementation of activities and actions along with timing 

and financial resources required 

1.5.4.  Insure close coordination between our three boards (Town, Zoning and Planning) 

throughout the process of the development, approval, implementation and future 

updating of the plan 

1.5.5.  Review of existing local regulations against municipal plan recommendations and 

state statutes 

1.5.6. Coordination with the Zoning Board to identify ineffective standards and administrative 

requirements  

1.5.7.  Develop new regulations or standards as needed or as a result of the comprehensive 

planning process 

1.5.8.  Revise zoning maps to agree with the municipal plan’s proposed land use map 

1.5.9.  Adopt a strategic marketing plan for our community including specific promotion and 

advertising plans that support our community objectives  

1.5.10. Initiate an ongoing review and updating process that will assure that the 

Comprehensive Plan will remain current and relevant in the future and will be used as 

a guide for making strategic decisions by our municipality in future years  

1.6. The Community Involvement Process: 

The preparation of the Comprehensive Plan will be the responsibility of the Randolph 

Planning Board. Community involvement and input will be actively sought. The more 

community involvement in that process, the more representative the plan and regulations 

will be.  To that end, the inclusion of the interests of all stakeholder groups will be solicited 

and encouraged (see section.1.4).  It is recognized that community participation is 

especially critical in developing a consensus of a long-term vision for the community and 

related planning goals, policies, and regulatory standards.  The Planning Board will publish 

progress reports in the Randolph Register and hold public hearings to discuss direction and 

priorities. The Planning Board also will appreciate direct input to the Planning Board 

members at any time during the process. 

 

http://www.peoplecanplan.org/pages/t3ci.html
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1.7.  Use of this Comprehensive Plan:  

It is intended that this plan will be a “Living Document” that will be referenced, revised and 

updated in the years ahead so that it remains as a relevant guide in planning the ongoing 

growth of our community.  

1.7.1.  The Comprehensive Plan should be reviewed periodically and updated as 

necessary to remain a viable document.  

1.7.2.  Local zoning ordinances should be reviewed periodically and updated as necessary 

to ensure that they are consistent with the Comprehensive Plan. 

1.7.3.  The Comprehensive Plan should be accompanied by an action strategy that 

specifies individual tasks, timing and responsibilities for implementation. 

1.7.4.  The Comprehensive Plan and zoning ordinances should include graphics conveying 

standards and design guidelines. 

1.7.5.  The implementation of the Comprehensive Plan should not exceed the financial 

resources available (town budget, grants, private equity, loans, etc.) 

1.7.6.  The Comprehensive Plan will be equally accessible to citizens, developers and local 

officials. 

 

2. Community Design 

2.1. Land Use: 

 Following is an overview of the more comprehensive set of goals and objectives for our 

Community Design. Details of our Future Community Design is addressed in Appendix 4.4 

Town of Randolph Future Land Use Strategy.  The current Town of Randolph Zoning Code 

includes new codes related to Short Term Rentals. Solar Energy and Dumpsters use. 

 

2.1.1. Residential Housing Areas:  

The residential housing strategies reflect our strong desire to live in a comfortable, 

stable and positive environment, and reflect the priorities and core values of the 

community as outlined at the beginning of this document. 

2.1.1.1. Objectives: 

2.1.1.1.1. Encourage planned and controlled growth of our residential areas 

2.1.1.1.2. Promote a residential community that can be adequately served by 

public services and facilities 

2.1.1.1.3. Encourage a wide variety of housing types and prices while also 

maintaining a high quality residential environment 

2.1.1.1.4. Support Randolph’s architectural character in the maintenance of 

current residences, in new construction and in future development 

2.1.1.1.5. Advance responsible land utilization and ecologically friendly 

development 
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2.1.1.1.6. Establish an historic preservation plan that includes community 

involvement and identifies possible sources of funding 

2.1.1.1.7. Support effective management of the impact of commercial and industrial 

uses on residential areas 

2.1.1.2. Residential Alternatives: One of the primary goals of our residential housing 

plan is to foster a community that provides a broad range of living solutions.  

Efforts will be made to encourage the development of, not only, single-family 

dwellings but also apartments, townhouses and other housing types to satisfy a 

broad range of consumer preferences, age demographics and budgets. We will 

encourage the preservation of established residential areas and improve 

opportunities for home ownership by promoting the rehabilitation of existing 

housing. Short-Term Rentals are encouraged when in strict compliance with 

appropriate Zoning Codes. 

2.1.1.3. New Residential Development: New residential projects should be compatible 

with the existing neighborhood and should be evaluated as to height, bulk, scale, 

setback, open space, landscaping, parking and architectural compatibility. 

Projects that are not compatible and contain structures that overwhelm other 

buildings, open spaces and natural landforms, block views and/or disrupt the 

community's character should not be permitted. 

 

2.1.2. Retail Areas: 

 The Retail Area planning objectives, goals and actions encourage small scale 

private businesses that reflect and enhance the unique character of our community 

while encouraging tourism and also serving the retail needs of our local residents. 
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2.1.2.1. Objectives: 

2.1.2.1.1. Promote the preservation and protection of the physical, visual and 

historical attributes of our downtown commercial districts 

2.1.2.1.2. Promote the use and revitalization of existing downtown structures 

2.1.2.1.3. Provide access where town residents and visitors can mingle in 

harmony and mutually enjoy the village’s unique heritage. A 

fundamental part of this will be to provide adequate sidewalks and ease 

of accessibility to ample parking areas 

2.1.2.1.4. Promote the development of a retail environment that encourages 

tourism and also serves the local needs with general retail commercial 

establishments that provide the goods and services used frequently by 

the residents of the town and surrounding areas 

2.1.2.1.5. Support the development of an “Incubator” location that helps with the 

growth and development of industry and small business 

2.1.2.1.6. Assure that development or redevelopment is particularly sensitive to 

preserving the existing character and charm of the community 

2.1.2.1.7. New Retail Development Evaluation: The Planning Board will request 

business plans from proposed new commercial ventures to evaluate 

the viability of the retail opportunity by answering the following 

questions: what amount of retail is justified and under what 

assumptions; what critical mass is necessary relative to existing 

comparable areas; and what impact is expected on other existing or 

desired retail businesses. 

 

2.1.3. Commercial / Industrial Areas:  

The Commercial / Industrial Area goals, objectives and actions include promoting 

the maintenance of our current light manufacturing business and encouraging 

suitable new light manufacturing businesses.  We also encourage the reuse of 

vacant former commercial industrial land for non-industrial applications. 

2.1.3.1. Objectives: 

2.1.3.1.1. Maintain close communication and a partnership relationship with our 

manufacturing sector to assure that the needs of these businesses are 

understood and are being addressed to the extent that resources allow 

2.1.3.1.2. Support efforts to reduce utility costs in the Town of Randolph  

2.1.3.1.3. Ensure effective buffer areas between commercial / industrial 

designated areas and residential area 

 

2.1.4. Agricultural Areas: 

Our Agricultural area objective is to coordinate with local, state and national 

agencies to develop agricultural and farmland protection plans to maintain the 

economic viability of the local agricultural industry and its supporting land base. 
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2.1.4.1.  Objectives: 

2.1.4.1.1. Support activities that stop the loss of productive farmland and promote 

farming practices that lead to a healthy environment 

 

2.1.5. Education, Libraries and Cultural Development Areas:  

We recognize that the experiences and products that grow out of the quality of our 

schools, our library and our cultural heritage are essential components of a healthy 

and vibrant Randolph. They also produce direct economic benefits including jobs, a 

stronger tax base, downtown and neighborhood revitalization opportunities and 

tourism revenue. Equally important is their role in attracting and retaining the people 

and businesses essential to Randolph’s quality of life and future growth. The 

Planning Board recognizes that supporting our educational and cultural sector will 

not solve our economic problems, but failing to invest in this sector greatly 

diminishes the appeal of our community. 

2.1.5.1. Objectives 

2.1.5.1.1. Support the continued improvement of the quality of education of our 

educational institutions including the Randolph Central School and the 

Randolph Academy 

2.1.5.1.2. Support the continued success and growth of the Randolph Library 

2.1.5.1.3. Support the needs of the Randolph Historical Society 

2.1.5.1.4. Promote communication that encourages cooperation and a positive 

relationship between New Directions Youth & Family Services and the 

residents of our community 

2.1.5.1.5. Support the continued success and growth of the Randolph American 

Legion and the Randolph VFW.  Actively promote and encourage a 

positive relationship with the community. 

 

2.1.6. Natural Resources, Environmental Critical Areas and Open Space: 

Community planning recognizes that natural resources and open space in 

Randolph are critical to our quality of life and desirability of our community.  The 

Planning Board will make every effort to preserves these areas. 

2.1.6.1. Objectives: 

2.1.6.1.1. Support the responsible preservation of lands with unique or sensitive 

resources, which should be preserved in their natural state 

2.1.6.1.2. Support the health and quality of the natural resource base because it is 

directly related to public health, welfare and economic growth 

2.1.6.1.3. The Planning Board recognizes that natural resource areas, farmlands 

and open space characterize the rural landscape. They are important 

and useful in shaping development and maintaining and establishing a 

rural community character.  
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2.1.6.1.4. Encourage clustering of development and preservation of open space 

2.1.6.1.5. Preserve rural community character by promoting site design that does 

not compromise desirable views and vistas across features and 

farmlands.  

2.1.6.1.6. Natural resources are limited in their ability to accommodate 

development without incurring damage. Development within our natural 

environments should occur in a balanced and sustainable manner. 

2.1.6.1.7. Encourage the protection of sensitive and fragile lands from degradation 

2.1.6.1.8. Wildlife habitat needs should be interwoven with development to 

achieve environmental balance and maintain biodiversity. 

2.1.6.1.9. Strictly comply with The Town of Randolph zoning codes related to solar 

and wind energy production and use. 

2.1.7. Parks and Recreation Areas:  

The objective of Randolph Parks and Recreation planning is to provide superior 

recreation and park experience to all members of the Randolph community, 

creating a better quality of life, access to the outdoors, and opportunity for play of 

all kinds for all ages and abilities. 

2.1.7.1. Objectives 

2.1.7.1.1. Offer a level of service appropriate to the size and growth of the 

community 

2.1.7.1.2. Provide appropriate recreation opportunity for youth and adults of all 

ages 

2.1.7.1.3. Provide new opportunities for exercise, fitness and wellness for the 

community at large 

2.1.7.1.4. Act as a central part of daily life in the community, providing a 

community identity and a focus for the families of Randolph 

 

2.1.8. Historic Preservation 

Historic buildings and properties are the cornerstone of Randolph ’s heritage and 

culture. They are the legacy of the spirited settlers and residents who shaped the 

land and the history of our community. Historic preservation programs will rely on 

citizen involvement and the support of our municipality to protect and restore historic 

sites in our community.  

2.1.8.1.   Objectives: 

2.1.8.1.1. Support the development of a volunteer Historic Preservation 

Commission as part of the Randolph Historical Society to encourage 

and further the interests of historic preservation 

2.1.8.1.2.  Support the identification and protection of the significant historic and 

cultural resources of our community 

2.1.8.1.3. Recognize excellence in the rehabilitation of historic buildings 
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2.1.8.1.4. Encourage public information and education to increase public 

awareness of the value of historic preservation 

2.1.8.1.5. Establish communication and cooperation with federal, state and 

county government entities and departments to further historic 

preservation objectives 

 

 

2.1.9.  Complete Streets Policy 

The Town of Randolph hereby adopts the policy of “Complete Streets” as a guiding 

principle for our transportation infrastructure. “Complete Streets” refers to “facilities 

that are designed and operated to enable safe access for all users.  Pedestrians, 

bicyclists, motorists and bus riders of all ages and abilities are able to safely move 

along and across a complete street.” The Town of Randolph will support the 

development of a complete system of bikeways, pedestrian facilities and shared use 

paths, bicycle parking and safe crossings connecting residences, businesses and 

public spaces. This policy will ensure greater safety and accessibility for pedestrians 

and bicyclists, along with consistent implementation of pedestrian, bicycle, motorist 

and bus transportation system design guidelines to achieve the stated goals of the 

Complete Streets policies and goals as stated below and as detailed in Reference 

Addendum 1, Creating a Livable Randolph Through Complete Streets and 

Reference Addendum 2, Creating a Livable Randolph Policy Guide. 

2.1.9.1 Objectives: 

2.1.9.1.1  The Town of Randolph will support the development of a complete system 

of pedestrian facilities, bikeways, shared use paths, bicycle parking and 

safe crossings connecting residences, businesses and public places.  

The Town of Randolph will promote walking and bicycling for health, 

environmental sustainability, exercise, transportation and recreation. 

2.1.9.1.2   The Town of Randolph places a priority upon pedestrian, bicycle and 

motorist safety.  The Town will ensure that proper signage is installed on 

streets that will alert drivers to pedestrian/bicycle crosswalks and will 

direct pedestrians and bicyclists to appropriate places to cross roadways. 

2.1.9.1.3 The Town of Randolph will take the horse-drawn buggies into 

consideration when identifying signage needs and buggy safety as well 

as appropriate places to hitch horses while owners are patronizing 

businesses or visiting friends in the community. 

2.1.9.1.4 Bicycle and pedestrian crosswalks and signage will be provided in all new 

construction, reconstruction and maintenance projects in the Town of 

Randolph. Accessibility at crossing points will be created and maintained 

for the benefit of mobility-impaired residents and those using strollers or 

other pulled wheeled devices. 
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2.1.9.1.5 In cases where the existing right-of-way does not allow for sidewalks, bike 

lanes, paths or other improvements, potential alternatives will include the 

appropriate use of paved shoulders, signage, traffic calming and/or 

enhanced education and enforcement of regulations regarding non-motor 

vehicle transportation modes. 

 

  

2.2. Economic Development  

The Comprehensive Plan will promote Economic Development and job growth in the 

Randolph area through the development of our community into a Tourism Destination. 

We will accomplish this by developing a community marketing plan that leverages the 

assets of our unique geographic location: at the start of the Amish Trail, within major 

recreation areas, on a major interstate and within proximity of over 60% of the North 

American population. Our Comprehensive Plan will promote the growth of Restaurants, 

Craft Shops, Antique Shops, Artisans, and Bed and Breakfast establishments and other 

overnight accommodations. The Randolph Area Community Development 

Corporation (RACDC) will provide the leadership and coordination of this economic 

development activity.  

2.2.1. Retail Development: 

2.2.1.1. The most effective and desirable economic development strategy for 

Randolph is small entrepreneurship – development based on locally-owned 

and owner-operated small businesses.  

2.2.1.2. Promote Economic Development and job growth in the Randolph area 

through the development of our community into a Tourism Destination 

2.2.1.3. Leverage our unique location at the start of the Amish Trail 

2.2.1.4. Identify and target retail needs and opportunities 

2.2.1.5. Encourage the development of marketing programs that create links between 

our local businesses and major markets 

2.2.1.6. Encourage retail business owners to become and remain active in the 

RACDC 

2.2.1.7. Support the RACDC with assisting with the direct development and updating 

of www.EnjoyRandolph.org and linking it to the Amish Trail’s web site: 

www.AmishTrail.com and clearly identify Randolph as the “start” of the Amish 

Trail on the web sites 

2.2.1.8. Encourage local retail shops to promote an Amish Trail venue 

2.2.1.9. Support community events that draw visitors from surrounding areas 

specifically targeting the Ellicottville and Chautauqua area tourists. 

2.2.1.10. Support the development of an ongoing public relations program that provides 

articles of interest about our community for press publication 

http://www.enjoyrandolph.org/
http://www.amishtrail.com/
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2.2.1.11. Promote the development of an online Cultural Marketplace, a web site that 

promotes the opportunities and products of our emerging artists and cultural 

sector to a broader market 

2.2.2. Commercial Development 

2.2.2.1. Assist local industrial development through cooperative marketing efforts 

and include these businesses in all community promotion, marketing and 

public relations activities 

2.2.2.1.1. Develop a viable strategy to attract new light manufacturing businesses to our 

community 

2.2.3. Agricultural Development 

2.2.3.1.1. Promote the acceptance of our agricultural sector within the community 

through education regarding acceptable practices regarding odor, noise and 

road sharing with agricultural equipment and livestock 

2.2.3.1.2. Support Agricultural District Law that helps maintain a supportive operating 

environment for farm businesses in state-certified districts through “right to 

farm” provisions 

2.2.3.1.3. Support production, sales and use of locally produced agriculture products 
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INTRODUCTION

What is a Complete Street Policy?
A Complete Streets policy formalizes a commu-
nity’s intent to plan, design, and maintain streets 
so they are safe for all users of all ages and 
abilities. These policies will direct transportation 
planners and engineers to consistently design 
and construct the right-of-way to accommodate 
all anticipated users, including pedestrians, bicy-
clists, public transportation users, motorists, and 
freight vehicles. 
Complete streets can be achieved through a 
variety of policies including ordinances and reso-
lutions; rewrites of design manuals; inclusion in 
comprehensive plans and zoning regulations.1

Making the Case for Complete Streets

Walking and bicycling have both been frequent-
ly overlooked as village, town city, state, and 
federal governments focus their effort and funds 
on building infrastructure heavy transporta-
tion systems for motorized means. Yet there 
are a growing percentage of people that want 
to change the common notion of transportation 
and mobility. They want livable communities 
where they can commute to work, socialize and 
recreate by foot and bicycle. 

1  Complete Streets Policy Analysis 2011. Sourced at: 
http://www.smartgrowthamerica.org/documents/cs/
resources/cs-policyanalysis.pdf

Recent socio-economic and cultural trends 
highlight the desire for walkable and bikeable 
communities. The 15-Year Report on Walking and 
Biking determined that, as of 2009, 12 percent of 
all trips are now made by bicycle or foot, a 25 
percent increase from 2001, even though there 
are often not adequate facilities for safe walking 
or bicycling. Bicyclists and pedestrians make up 
14 percent of traffic fatalities, although federal 
funding for biking and walking projects is approx-
imately 2 percent of the federal transportation 
budget.2

While national initiatives, such as Complete 
Streets and Safe Routes to School, are examples 
of programs that support pedestrian facility de-
velopment, problems persist. In 2014, 4,884 
pedestrians and 726 bicyclists were killed and 
roughly 65,000 pedestrians and 50,000 bicyclists 
were injured. 3 These numbers have held steady 
in recent years, indicating that pedestrian and 
bicyclist safety is an ongoing problem that should 
continue to be addressed at all levels of govern-
ment. 

2  Pedestrian and Bicycle Information Center. (2010). 
National Bicycling and Walking Study: 15 Year Status 
Report. Washington D.C.: Federal Highway Administration.
3  National Highway Traffic Safety Administration. (2016). 
2014 Quick Facts. (DOT-HS-812-234). Washington D.C.: 
NHTSA’s National Center for Statistics and Analysis.

dmessinger
Highlight
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Creating a walkable and bikeable community 
starts with the built environment: having des-
tinations close to each other; siting schools, 
parks, and public spaces appropriately; allowing 
mixed-use developments; having sufficient 
densities to support transit; creating commercial 
districts that people can access by bicycle, foot 
and wheelchair; etc. Most walking trips are less 
than .5 mi (0.8 km), so having a compact envi-
ronment is essential. Similarly, while half of all 
household trips are three miles or less, fewer 
than 2 percent of those trips are made by bicycle.4 
The connection between land-use planning and 
transportation planning is critical to safely and ef-
fectively accommodate trips by foot and bicycle. 

Economic Advantages

Developing pedestrian and bicycle infrastructure 
has economic benefits. Studies have found that 
bicycle infrastructure improvements can have 
a positive overall impact on business, and that 
people who walk or bike to a commercial area 
spend more money per month than those who 
accessed the area by automobile.5 The removal 
of any on-street parking is often thought to neg-
atively impact business, but reports show adding 
facilities such as bicycle racks and bicycle lanes 
can actually increase economic activity, and 
also help create a buffer from moving traffic 
that aides both pedestrian and bicyclist activity 
(Clifton, Morrissey & Ritter, 2012). Finally, 
improving bicycle and pedestrian infrastructure 
can positively impact real estate values. Homes 
near bicycle paths have been found to support 
higher sales prices, and areas that facilitate walk-
ability and attract pedestrians sustain higher 
rents, revenues and resale values. 6 Additionally, 
there is recent evidence that the implementation 
of complete streets projects has contributed to 
growth in business and employment, improved 

4  U.S. Department of Transportation, Federal Highway 
Administration. (2009). 2009 National Household Travel 
Survey. Retrieved from http://nhts.ornl.gov.
5  Flusche, Darren. (2012). Bicycling Means Business: The 
Economic Benefits of Bicycle Infrastructure. League of 
American Bicyclists; Alliance for Biking & Walking.
6  Lindsey, Greg; Man, Joyce; Payton, Seth; Dickson, 
Kelly. (2004). “Property Values, Recreation Values, and 
Urban Greenways.” Journal of Park and Recreation 
Administration V22(3), pp.69-90.

property values, and increased private sector in-
vestment. 7

Health Benefits

The health benefits of walking and bicycling have 
been well-documented by public health and 
medical professionals. As the focus of healthcare 
transitions from treatment to the prevention of 
disease, walking and biking (often referred to as 
Active Transportation) are being promoted as 
an accessible and easy way to improve both our 
current and future well-being. Rates of obesity 
among children and adolescents in rural areas 
have been shown to be growing at a quicker pace 
than those of urban and suburban populations. 
8 Some of this difference has been attributed 
to the vast differences in the built environment 
between urban and rural settings, particularly to 
patterns of sprawling, low-density development 
characteristic of dependency on automotive 
transportation. 
As a result, urban planners, engineers, and public 
health professionals are increasingly working 
together to create pedestrian- and bicycle-friend-
ly environments that promote these activities 
for both leisure and transportation purposes. 
Researchers who study the effect of the built en-
vironment on walking and biking have discovered 
that numerous variables affect such decisions. 
The proximity of destinations, the presence and 
quality of sidewalks or bicycle lanes, perceptions 
of safety and security, the steepness of grades, 
the presence of other people, separation from 
traffic, and aesthetics are all factors that can 
encourage or discourage people from walking 
or biking. Policies and roadway features can also 
help promote active transportation, such as the 
use of wayfinding signage and pedestrian and 
bicyclist-oriented crossing signals. Through the 
implementation of complete streets, communi-
ties can help people live longer, healthier and 

7  Smart Growth America. “Safer Streets, Stronger 
Economies.” (2015). Retrieved from: http://www.
smartgrowthamerica.org/documents/safer-streets-
stronger-economies.pdf
8  Dalbey, Matthew. “Implementing Smart Growth 
Strategies In Rural America”. Journal of Public Health 
Management and Practice 14.3 (2008): 238-243. Web. 21 
June 2016.
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more prosperous lives. 

Context Sensitive

However, community context is also very 
important. Whereas large cities around the 
globe, from New York to London to Montreal, 
for example, gain high profile media attention 
about their efforts to make their streets more 
livable and inviting, smaller communities in 
urban, suburban and rural settings are also 
making great strides. Complete Streets are not a 
one-size-fits all scenario, but are about providing 
the access and opportunity appropriate to local 

context, and about leveraging changes to the 
built environment to make communities more 
vibrant and appealing. Often these changes build 
confidence in a community and spur additional 
private investment, sparking a virtuous cycle of 
neighborhood change. 
The National Complete Streets Coalition has 
compiled a list of resources specifically for rural 
communities exploring the implementation 
of Complete Streets within their community: 
http://www.smartgrowthamerica.org/com-
plete-streets/implementation/factsheets/
rural-areas-and-small-towns/

Introduction
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Starting in 2002, the Village of Hamburg, NY utilized a Complete Streets approach to restore value 
and vitality to their village’s traditional Main Street. This approach has had many benefits that have 
transformed their streets into vibrant, people-friendly places where property values have surged and 
the population has returned. 
The New York State Department of Transportation was planning a $13 million complete reconstruc-
tion of the village’s commercial thoroughfare, a roughly two-mile segment of Route 62 (Main Street) 
and Buffalo Street. Residents formed the “Imagine Hamburg” committee and worked with the state to 
establish a walkable, bikeable corridor. The village started an education campaign, including several 
design workshops where village residents could raise concerns, make suggestions, communicate their 
values and collaborate with planners on a vision and design. This effort alleviated the initial skepti-
cism and allowed all parties to overcome suspicion and build a strong consensus on how to proceed. 
Construction began in 2005 and was finished by 2009. Four roundabouts replaced traditional inter-
sections and the corridor went on a “road diet” which removed excess travel lanes allowing for the 
addition of enhanced bicycle and pedestrian amenities. Since completion - shoppers, strollers, joggers 
and cyclists have returned while congestion has eased. For the first two years following completion, 
car accidents on the new road dropped by 66% and injuries by 60%.9 This has led to the resurgence 
of private investment and property values. 
Village leaders understood that it was not enough to re-design their streets; private development had 
to be supported and enhanced. The village created building design guidelines that were incorporated 
into the local zoning code to strengthen their desire to encourage the traditional development that 
represented the historic character of the community. These design guidelines included zero-setback 
rules to ensure buildings are pedestrian oriented and are built up to the sidewalk with good first floor 
fenestration and signage standards. They also included upper-floor residential by requiring two-to-
three story buildings to increase the number of people living along their main street. The guidelines 

9  Better! Cities &Towns, The Inspiring Story of Hamburg, NY. Sourced at: http://bettercities.net/news-opinion/blogs/
robert-steuteville/20401/inspiring-story-hamburg-ny

CASE STUDY: HAMBURG, NY Below: Main St. Hamburg, NY
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created an environment of predictability and synergistic development, maximizing the return on 
public roadway investments, which were essential to attracting private investment.
Since 2005, business owners spent a total of $7 million on 33 building projects. The number of building 
permits rose from 15 in 2005 to 96 in 2010 and property values along Route 62 more than doubled 
over the same period. In 2012, the village’s Main Street was placed on the National Register of Historic 
Places, which brought tax incentives that may lead to still more development. 10

The City of Olean is currently in the process of reconstructing North Union Street, one of the city’s 
commercial corridors.  Under the conditions pictured on the left, North Union Street’s accident rate 
was found to be 4.6 times greater than the statewide average for similar corridors within New York 
State (195 accidents between 2008-2013), demonstrating a need for a wholesale rethinking of the 
roadway. 11

In 2013, following a community visioning and planning process, the City of Olean applied for and was 
awarded a $6.5 million dollar Federal Highway Administration TIGER Grant to complete the North 
Union Street project. An important piece of this application was a Benefit Cost Analysis demonstrat-
ing the value of the project’s more than $11 million dollars in benefits versus its $8 million dollar 
cost. Benefits included: Travel time savings, reduced vehicle emissions, improved safety, increases 
in property values, and greater efficiency in utility usage. Not included in the quantitative benefit 
analysis were the less tangible, but assumed benefits in public health, business growth, and improved 
attractiveness to residents.12

An additional benefit of performing this analysis was the community’s discovery that changes in city 

10  New York Times. Widen Main Street? Community had other ideas, and thrived. August, 2013. Sourced at: http://
www.nytimes.com/2013/08/17/nyregion/widen-main-st-community-had-other-ideas-and-thrived.html?pagewanted=1&_
r=0
11  Walkable Olean North Union Street Complete Street Transformation TIGER Grant Application. Prepared by the City 
of Olean, New York. June, 2013 Sourced at: http://www.walkableolean.com/Tools/BroadCaster/Upload/Project25/Docs/
NUS_App_WEB_smallest.pdf
12  Walkable Olean North Union Street Complete Street Transformation TIGER Grant Application. Appendix A Prepared 
by the City of Olean, New York. June, 2013 Sourced at: http://www.walkableolean.com/Tools/BroadCaster/Upload/
Project25/Docs/NUS_BCA_.pdf

CASE STUDY: OLEAN, NY - UNDER CONSTRUCTION

Above: North Union Street, Olean, NY alongside proposed changes.
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spending could go a long way toward paying for the improvements they desired. For example, the 
City of Olean could implement traffic circles, freeing up city funds that previously paid utility costs for 
traffic signals, to be used for improved landscaping and maintenance.
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Demographics

According to U.S. Census figures, as of 2010 
there were 80,317 people living in Cattaraugus 
County, and 2,602 of those individuals lived in 
the town of Randolph. Cattaraugus County’s pop-
ulation density was 61.4 people per square mile, 
covering a land area of 1308.35 square miles, 
whereas Randolph’s land area of 36.06 square 
miles was slightly more densely populated, with 
72.1 people per square mile. Slightly less than 
one-quarter of Randolph’s population lives in 
East Randolph (shaded red in figure 1). 
From 2000-2010 both Cattaraugus County and 

Randolph’s populations remained relatively 
stable, both decreasing just slightly (Cattaraugus 
County -3,638/4.3% decrease; Randolph -79/2.9% 
decrease). That being said, the number of seniors 
slightly increased in both areas. Residents 65 
years or older now represent 15.5% (+0.9%) of 
the county’s total population as well as 17.3% 
(+2.3%) of the town’s, compared to the nation, 
whose senior population makes up 13.0% of the 
total. It should also be noted that 18.8% of East 
Randolph’s population was made up of seniors 
as of 201413. An aging population presents chal-

13  U.S. Census Bureau, 2010-2014 American Community 
Survey 5-Year Estimates

lenges of mobility as elderly residents may have 
a harder time living independently if they are 
reliant on auto travel alone. 7.3% of residents in 
Cattaraugus County and 8.8% of those living in 
Randolph are 75 years or older, demonstrating 
the importance of walkability in the town in order 
to ensure safety and mobility for older residents.
Meanwhile, as population the over 65 grew, from 
2000-2010 the number of residents under 18 
years old remained relatively stable with slight 
decreases in both the county (-2.8%) and the 
town (-1.6%). According to the Census Bureau’s 
2010-2014 American Community Survey 5-Year 
Estimates, as of 2014, 17% of Cattaraugus 
County’s population was under 18 years old, 
as well as 19.5% of Randolph’s population, and 
20.6% of East Randolph’s. Nationally, the number 
of people under 18 shrank slightly as well from 
25.7% in 2000 to 24.0% in 2010 (-1.7%), and as 
of 2014 represented 17.1% of the population. 
Though not as rapidly growing as the seniors, the 
youth population still represents a large propor-
tion of residents in the area that are particularly 
vulnerable to poor walking and cycling condi-
tions. 
Furthermore, with respect to median age, as of 

2010 Randolph (40.1) and Cattaraugus County 
(40.7) were older than both the state of New York 
(38.0) and the United States as a whole (37.2). 
While this was also true in 2000, the median 
age in the county and the town are increasing 
more rapidly than either the state of the country. 
The rapidity is due to both the increases in the 
amount of residents over 65 years old, as well as 
decreases in the amount under 18 years old.

BASELINE ASSESSMENT 

Fig. 1: East Randolph

Table 1.  2010 Median Age
United States 37.2
New York 38.0
Cattaraugus County 40.7
Randolph 40.1
Source: U.S. Census Bureau, 2010 Census.  
Summary File 1, Tables P12, P13, and PCT12.
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Census estimates also reveal disparity in 
income between residents of Cattaraugus 
County, Randolph, and the rest of the state and 
country. Although the town’s median household 
income($44,583) is about 5% higher than the 
county’s ($42,466), it is about 24% lower than New 
York state’s median household income ($58,687) 
and about 17% lower than the nation’s ($53,482). 
Additionally, East Randolph’s median household 
income ($31,250) is 30% lower than the town’s 
and 47% lower than the state’s. With about 41% 
of households in Randolph, and 55% of those in 
East Randolph, living on less than $35,000 per 
year, the cost of car ownership (which averaged 
$8,698 per car per year in 2015 according to the 
American Automobile Association) is dispropor-
tionately burdensome to residents in the town.

Travel Behavior

In Cattaraugus County, 10.3% (3,282) of the pop-
ulation has no access to a vehicle, as well as 5.2% 
(52) of residents in Randolph and 7.2% of those 

living in East Randolph. 36.7% of people in Cat-
taraugus County have access to one vehicle, as 
well as 38.4% of people in Randolph, and 43% of 
those in East Randolph, while the rest have access 
to two or more vehicles.14 However, in Randolph, 
the percentage of multi-person households with 
access to only one vehicle is somewhat high. 26% 
of two-person households, 31% of three-person 
households, and 17% four-person households 
have access to only one vehicle. Additionally, 
the percentage of households with no access to 
a vehicle increases for seniors in Cattaraugus 
County (14.0%) and East Randolph (9.8%).
Roughly 55% of the population ages 16 and over 
of both the county and town are in the labor force, 
and about 80% of both populations drive in a car 
or van, alone in order to get to work each day. 
Carpooling is more frequent in Randolph (11.8%) 
than Cattaraugus County (8.6%), however more 
workers walk to work in the County (6%) than in 

14  U.S. Census Bureau, 2010-2014 American Community 
Survey 5-Year Estimates

Table 2. Household Income in the Past 12 Months (in 2014 Inflation-adjusted Dollars)
Cattaraugus County, NY Randolph town,  

Cattaraugus County, NY
East Randolph CDP, NY

Estimate M a r g i n 
of Error

Estimate Margin of 
Error

Estimate Margin of 
Error

Total 31,798 +/-450 995 +/-55 181 +/-33
Less than $10,000 6.5% +/-0.6 4.4% +/-1.9 7.7% +/-8.6
$10,000 to $14,999 7.0% +/-0.6 6.8% +/-2.5 8.8% +/-5.2
$15,000 to $24,999 14.4% +/-0.9 18.0% +/-4.2 24.9% +/-12.8
$25,000 to $34,999 12.5% +/-0.9 11.5% +/-3.4 13.3% +/-8.1
$35,000 to $49,999 15.7% +/-1.1 16.1% +/-3.9 9.4% +/-5.3
$50,000 to $74,999 19.5% +/-1.2 17.1% +/-4.1 16.0% +/-7.0
$75,000 to $99,999 12.0% +/-0.7 13.9% +/-3.8 10.5% +/-7.1
$100,000 to $149,999 8.9% +/-0.8 11.3% +/-3.0 9.4% +/-5.1
$150,000 to $199,999 2.1% +/-0.4 0.6% +/-0.6 0.0% +/-15.2
$200,000 or more 1.4% +/-0.3 0.4% +/-0.6 0.0% +/-15.2
       
Median Income 43,503 +/-1,179 44,583 +/-4,004 31,250 +/-12,286
Mean Income 55,277 +/-1,175 52,888 +/-3,137 44,078 +/-6,720
Source: U.S. Census Bureau, 2010-2014 American Community Survey 5-Year Estimates
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Randolph (3.5%). In East Randolph, the portion of 
workers who drive alone is lower (69.4%) and the 
portion who carpool (23.0%) is much higher than 
the rest of the town and county, while the portion 
who walk to work is about the same as Randolph 

in general (3.1%). 
Traffic Volume

The most heavily trafficked road in Randolph 
is Route 394. From west to east, 2014 traffic 
counts reveal that the section of the road from 
Chautauqua/Cattaraugus Co Line to ACC Route 
261 Schoolhouse Rd. R sees an average of 1328 
vehicles daily, and the section from Route 261 to 
Route 952M W Main Street sees 1284 vehicles. 
From there to Route 241 Randolph, traffic has a 
much larger volume of 6854 vehicles each day, 

and from Route 241 to Route 242, an average 
of 4807 vehicles.15 All four of these counts have 
remained relatively stable since the early 2000’s, 
with the busiest section (Route 952M W Main St. 
to Route 241) peaking at 7170 vehicles in 2007.

Route 241 in Randolph runs from Route 394 all 
the way to its endpoint at Route 62. This section 
of the town sees on average 885 vehicles daily, 
which is a 4% increase since 2009. Main Street 
(952M), which runs through the center of East 
Randolph, has an average daily traffic count of 
4308 vehicles. This volume has fluctuated since 
the early 2000’s, with an 18% increase from 2002 
to 2005 and a 35% decrease from 2005 to the 
present, and a few gains and falls in volume in 

15  Department of Transportation Traffic Data Viewer. 
https://www.dot.ny.gov/tdv

Table 3.  Commuting Characteristics
Cattaraugus County, NY Randolph town,  

Cattaraugus County, NY
East Randolph CDP, NY

Estimate M a r g i n 
of Error

Estimate M a r g i n 
of Error

Estimate Margin 
of Error

Workers over 16 years 33,602 +/-506 1,083 +/-91 196 +/-52
Means of Transportation to Work
Car, truck, or van 88.6% +/-0.8 91.6% +/-3.2 92.3% +/-5.6
Drove alone 80.0% +/-0.9 79.8% +/-5.3 69.4% +/-12.7
Carpooled 8.6% +/-0.8 11.8% +/-3.4 23.0% +/-11.3
In 2-person carpool 7.1% +/-0.7 7.8% +/-3.0 19.9% +/-11.8
In 3-person carpool 1.0% +/-0.2 4.1% +/-2.2 2.0% +/-2.2
In 4-or-more person 
carpool

0.5% +/-0.2 0.0% +/-2.7 1.0% +/-1.8

Workers per car, truck, 
or van

1.06 +/-0.01 1.08 +/-0.03 1.17 +/-0.10

Public transportation 
(excluding taxicab)

0.7% +/-0.3 0.4% +/-0.7 2.0% +/-4.1

Walked 6.0% +/-0.7 3.5% +/-2.5 3.1% +/-3.4
Bicycle 0.5% +/-0.2 0.0% +/-2.7 0.0% +/-14.2
Taxicab, motorcycle, or 
other means

1.1% +/-0.3 0.6% +/-0.6 0.0% +/-14.2

Worked at home 3.1% +/-0.5 4.0% +/-2.6 2.6% +/-3.1
Source: U.S. Census Bureau, 2010-2014 American Community Survey 5-Year Estimates

Assessment
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between. 16

Safety

In 2014 Cattaraugus County experienced 390 
motor vehicle crashes that resulted in death or 
personal injury. Where pedestrians and bicyclists 
are concerned, 35 of those crashes resulted in 
theirinjury or death.17  According to the Institute 
for Traffic Safety Management and Research, in 

16  https://www.dot.ny.gov/divisions/engineering/
technical-services/hds-respository/Traffic%20Data%20
Report%202011.pdf
17  Institute for Traffic Safety Management and 
Research’s Traffic Safety Statistical Repository https://
www.itsmr.org/tssr/

2011 the top three factors contributing to motor 
vehicle crashes included unsafe speeds (14.7%), 
Driver Inattention/Distraction (13.6%), and 
Failure to Yield the Right of Way (8.1%). It should 
also be noted that youth, ages 7-15 years old were 
most vulnerable on the roadways, representing 
39% of the total bicyclists and pedestrians killed 
or injured.18

18  Institute for Traffic Safety Management and 
Research’s Cattaraugus County Traffic Safety Data Report 
http://www.safeny.ny.gov/11data/Cattaraugus-11.pdf

Road Segment Information

• 	 NY 394, Main Street
- Functional Class:  Rural Major Collector
- Annual Average Daily Traffic (AADT):  6854
- Last Work Done:  Mill and Overlay / 2011
- Pavement Score:  8

• 	 NY 394, Jamestown Street
- Functional Class:  Rural Major Collector
- Annual Average Daily Traffic (AADT):  1284
- Last Work Done:  Mill and Overlay / 2011
- Pavement Score:  7

• 	 Ref. Route 952M, Main Street
- Functional Class:  Rural Major Collector
- Annual Average Daily Traffic (AADT):  4308
- Last Work Done:  Microsurfacing / 2012
- Pavement Score:  7

* No major highway work currently scheduled for the above highway segments in the Town of 
Randolph
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Pedestrian Crashes

The New York Stat Accident Location Information System (ALIS) shows one pedestrian crash in the 
Town of Randolph from 8/1/2012 to 7/31/15.  

All Crashes

Two stretches of road, on Jamestown St. and a portion of Main St., have been identified as Priority In-
vestigation Locations (PIL) and Safety Deficient Locations (SDL) by NYS’s High Accident Location (HAL) 
screening of raw data for crashes of all types. 

Assessment
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The Complete Streets workshop in Randolph, NY was held on April 26, 2016. Justin Booth, a Principal 
at Make Communities; facilitated the discussion. 
The agenda contained several main elements; an introduction and visioning exercise, a presentation 
on the key elements of Complete Streets for Randolph, policy recommendations for sustainability 
and a group exercise to identify actions to address the current challenges inhibiting the community’s 
ability to walk and bicycle safely.
Each element of the course presented was designed to assist the participants in developing a community 
that supports all modes of travel safely. During the visioning session participants discussed various 
issues and defined how they would like to see their vision take shape. The presentation educated 
participants on why complete streets are important, creative engineering strategies to implement 
them and policy ideas for long-term sustainability. Provided was an overview on each along with a 
menu of options that may be considered in developing Complete Streets. Participants then walked 
the community observing issues in the built environment that inhibits access for bicyclists and 
pedestrians. Once returning the group worked collaboratively to discuss solutions to their local chal-
lenges observed during the walking tour and their intimate knowledge of the local community. These 
solutions were related back to the visioning session and a discussion commenced on next steps. 
Overall, the workshop was intended to help the local community develop an environment to support 
healthy, environmentally sustainable and community friendly transportation choices while establish-
ing a strong basis to apply for future resources creating positive momentum for the identified vision 
to achieve complete streets. 

Attendees:	
Justin Booth, Make Communities
Tom Congdon, President, RACDC, Randolph Zoning/Planning Boards
Mary Heyl, Director, RACDC
Kyle Brown, Randolph Planning Board
David Messinger, RACDC Board Member/Planning Board
Catherine Congdon, Randolph Business Owner
Deb Miller, Cattaraugus County Planning Board
Crystal Abers, Cattaraugus County
Mike Frame, Randolph Central School, IT Department
Jerry Mottern, Randolph Central School, Acting Superintendent
Kaitlyn Summers, Healthy Community Alliance
Kate Huber, Erie 1 BOCES, Creating Healthy Schools and Communities
Kate O’Stricker, Cattaraugus County EDPT
Greg Szewczyk, NYS DOT
Dale Senn, Town of Randolph Supervisor
Howard V. VanRenssalear, County Legislator
Ann Schubert, Randolph Business Manager

COMPLETE STREETS WORKSHOP OVERVIEW
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Vision

To start the workshop, participants were asked to introduce themselves and briefly present their in-
dividual vision in implementing Complete Streets for Randolph. Each participant’s comments were 
recorded and related to at the end. The purpose of this was to allow everyone the opportunity to 
air his or her concerns and issues in a constructive manner. The comments from this exercise were 
referred to throughout the course as an aide to identify appropriate recommendations for moving 
the discussion forward as a way to reach the community’s vision.
The following are four key principles based upon the participant’s vision statements:

1.	 Establish, expand and better maintain a safe sidewalk and bicycle network through the 
community ensuring all pedestrian crossings are safe especially at the school. 

2.	 Create a safer community for all ages through the use of proven traffic calming techniques to 
support slower speeds through downtown business district and school zone.

3.	 Revitalize the village by engaging and empowering citizens, attracting more businesses and 
encouraging visitors to stop by developing a place where people want to be through beautifi-
cation, establishing gateways, creating a civic center, and developing consistency in the street 
design palette. 

4.	 Identify policy and funding opportunities so that Randolph is successful in implementing 
Complete Streets through better infrastructure as well as education for all users.  

Workshop Overview
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Student Safety Issues

1.  Approaching Randolph from the West on Route 
394, the speed limit is 35 mph; around a bend 
three schools appear on the right in sequence – 
the Academy, the Home and the RCS (Randolph 
Central School).  The blinking lights at the 
beginning of the school area are alert for pedes-
trians but do not indicate the presence of a school 
zone. The speed limit in this location remains at 
35 mph in what could be designated as a slower 
speed area. 25 mph speed signs are present but 
appear to only warn motorists of a curve in the 
road, which, for the most part, includes the area 
from the approach to the RCS from the west and 
the Academy from the east. There is no indica-
tion that the blinking lights are associated with a 
special speed in this school zone. 
2.  Students are instructed to cross to Weeden Park 
(for after school practices and games) via a des-
ignated sidewalk on the RCS campus to a painted 
crosswalk across Route 394. Many students have 
been observed crossing in this location in groups 
or individually. Due to lack of clear School Speed 
Zone or a controlled crossing, this location is the 
sight of neighborhood safety concerns.
3.  The Academy/Home faces a similar street 
crossing challenge as RCS. Their crosswalk is not 
in a marked School zone with many students 
crossing to the Riding Arena and the barn. In 
addition to the students, horses are guided 
across the road from one side to the other at this 
location.

COMMUNITY OBSERVATIONS

- 18 -
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Traffic Speed Issues:
1. Traffic to and from Exit 16 (on Route 86) is 
carried along Randolph’s Main Street, which is 
a mixture of residential (closer to the exit) and 
business (concentrated along one block just 
before a blinking red light.) The speed limit is 30 
mph, but residents have observed that this speed 
is often ignored due to both design and a lack 
of speed enforcement.  Traffic going East after 
the red light often speeds up and encounters no 
further speed limit, approaching the School zone 
at 30 or more miles per hour.
2. Residents have expressed pedestrian safety 
concerns in the business zone when crossing 
Main Street from the bank, flower shop or salon 
to businesses on the other side. This is much less 
of a problem when crossing Jamestown Street, 
because that street is not the main route to the 
Expressway. Not only does traffic appear heavy on 
Main Street, it is perceived as fast. Trucks headed 
west have been observed to speed up quickly 
after going through the red light. Concerns relate 
to the noise, foul air and danger of speeding 
vehicles and trucks inhibiting the vitality of the 
business area creating unsafe conditions for pe-
destrians and bicyclists, to safely navigate.
3. In the residential portion of Main Street, 
gracious homes line both sides of the street, as 
well as several churches. The side streets continue 
the residential neighborhood, but to enjoy the 
neighborhood on foot or bicycle ends at Main 
Street, which is perceived as unsafe. Most of the 
downtown of Randolph is in an official Historic 
District. However, many of the new development 
have large street offsets to accommodate vehicle 
parking.
4. Bicyclists are required by town rules to stay off 
the sidewalks, but due to the frequency and speed 
of motor vehicles on Main Street, it is simply too 
dangerous to ride anywhere except on sidewalks 
creating unsafe conditions for pedestrians.

Workshop Overview
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Pedestrian and Bicyclist Safety Issues:
1. Numerous side streets and driveways with wide 
turning radii intersect Main Street, which fosters 
faster speeds and creates longer distances for 
pedestrians to cross. 
2. Driveways into several businesses are 
undefined, or extremely wide, creating unpre-
dictable traffic movement and conflicts with 
pedestrians. Examples include: the Mobil station, 
R & M Restaurant, the Hardware store, Pete’s 
Restaurant, Randolph Auto Supply, Peaches and 
Cream and TOPS Supermarket. 
3. The intersection of Main and 394 at the 
mini-plaza is a series of challenges for both 
vehicles and pedestrians. There are two paved 
driveways into the plaza, and one unpaved one 
which heads back to Town owned maintenance 
buildings. There are no sidewalks into the plaza. 
To walk to the Post Office on the east end of 
the plaza the undefined space creates conflicts 
with cars and trucks going to the gas/diesel fuel 
pumps, the Physical Therapy office on the east, 
or the Arrowmart convenience store. This is also 
a popular place for Amish buggy parking. Lack 
of a defined entrance and exit has created an 
unsafe environment for users.
4. The amount of pavement at the “Y” shaped 
intersection of Main Street, Jamestown Street 
and the continuation of Rt. 394 is considerable. 
Crosswalk markings from the plaza lead to the tip 
of the triangle park, cross it, and continue to the 
sidewalk on the south side of Main Street. The 
bridge over the Creek between the plaza and the 
municipal building has a sidewalk with no buffer 
between the roadway and the sidewalk. Walkers 
are in the splash zone, and in winter, the snow 
piles up on the sidewalk, making walking between 
‘downtown’ and the homes and businesses on the 
other side extremely unappealing, thus ‘forcing’ 
pedestrians to walk in the roadway across the 
bridge. As the only connection for both vehicles 
and people between one end of town and the 
other, this situation creates an impediment to 
would-be pedestrians and bicyclists.
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 1. Build Safe Sidewalk Network (pgs. 29-30)
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Randolph Strategies

Short Term: 
•	 Use planter, bike racks, and other street furniture to create buffer 
•	 Better maintain existing sidewalks removing debris (snow, gravel) along bridge 
Long Term: 
•	 Add pedestrian bridge over creek

 2. Create Gateway, Slow Traffic, Safe Pedestrian Crossing (pgs. 26-27, 32-35)
Short Term: 
•	 Provide high visibility crosswalks (pg. 25)
•	 Include curb extensions (pg. 33)
Long Term: 
•	 Create gateway and calm traffic with roundabout (pg. 35)
• 	  Add sidewalk on both sides of all streets (pg. 29)
•	 Better define ingress and egress of property (Zoning)

 3. Add Bicycle Facilities (pg. 36)
Short Term: 
•	 Paint shared lane markings
•	 Install bicycle racks
•	 Add wayfinding and signage
Long Term: 
•	 Add bicycle lanes

 4. Add Mid-Block Crossing (pg. 27)
Short Term: 
•	 Paint crosswalks (pg. 25)
•	 Paint curb extension (pg. 33)
Long Term: 
•	 Add median with pedestrian refuge island (pg. 26-27)

1
2

3

4

dmessinger
Highlight



Creating a Livable Randolph

5. Create Gateway and Slow Traffic (pgs. 26-27)
Short Term:
•	 Add trees (pg. 29)
•	 Establish School Zone (pg. 39)
Long Term:
•	 Widen sidewalk (pg. 29)
•	 Green infrastructure (pg. 31-32)

6. & 8. Slow Traffic and Create Safe Pedestrian Crossing (pgs. 26-27, 32-35)

5 6

7

 7. Build Safe Sidewalk Network (pg. 29)

Short Term:
•	 Paint crosswalks (pg. 25)
•	 Paint curb extension (pg. 33)
Long Term: 
•	 Add curb extension or pedestrian refuge island (pgs. 25-27, 33)

Short Term:
•	 Use planter, bike racks, and other street furniture to create buffer
•	 Paint pedestrian/bicycle area through parking lots
Long Term: 
•	 Establish a buffer providing for a tree lawn, trees and other green infrastructure (pg. 29, 31-32) 
•	 Address building set back through zoning changes 

 9. Create Gateway and Safe Pedestrian Crossing  (pgs. 26-27, 32-35)
Short Term:
•	 Paint crosswalks (pg. 25)
•	 Paint curb extensions and buffer space with planters (pgs. 31-33)
Long Term: 
•	 Add curb extensions (pg. 33)
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Randolph Strategies

8

9

10

11

10. Establish School Zone and Safe Pedestrian Crossing (pgs. 20-22)

11. Add Bicycle Facilities (pg. 36)

Short Term:
•	 Paint crosswalks (pg. 25)
•	 Paint curb extensions and buffer space with planters (pg 31-33)
•	 Add yield to pedestrian signage in crossing
Long Term: 
•	 Add curb extensions to facilitate crossing (pg. 33) 
•	 Add raised crosswalk 

Short Term:
•	 Paint shared lane markings (pg. 36)
•	 Add wayfinding and signage
•	 Install bicycle racks
Long Term: 
•	 Add bicycle lanes (pg. 36)
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This section is intended to define the outlined 
opportunities provided within the report estab-
lishing the framework to achieve the vision out-
lined by the community. Best practices in design 
treatments to create complete streets are re-
viewed. Through this process, an illustrated list 
of standard and innovative practices will create 
a menu of improvement actions to enhance the 
targeted area. 
Provided are concept sheets on a variety of topics 
and is organized from the broadest topic element 
to the most detailed. The following pages provide 
a succinct description and discussion of the topic, 
a drawing or photo and the source of the infor-
mation. These concepts will serve as the starting 
point for re-imagining the street network. Full im-
plementation will require design in accordance 
with the New York State Highway Design Manual.
The New York State Department of Transporta-
tion (NYS DOT) adopts and approves specific 
standards for roadway facility design which are 
set forth in NYS DOT documents such as the New 
York State Highway Design Manual and the Manual 
for Uniform Traffic Control Devices (MUTCD). 
For the latest versions of these documents it is 
important to consult the appropriate web sites 
as information is regularly updated. In addition, 
designers may also consider various external 
advisory and informational resources including 
(but not limited to):
• 	 Federal standards, policies and guidelines
• 	 Recommended practice from major agencies 

and organizations such as the Federal Highway 
Administration (FHWA), American Association 
of State Highway and Transportation Officials 
(AASHTO), National Association of City Traffic 
Officials (NACTO) and the Institute of Traffic 
Engineers (ITE)

• 	 Published research; experiences and practices 
of other state and local agencies; internation-
al experience 

1.0	A mericans with Disabilities Act (ADA)
Description: The Americans with Disabilities Act, 
enacted in 1990, prohibits discrimination against 
persons with disabilities by public entities in the 
course of their providing “services, programs and 
activities” to the public. Numerous ADA-related 
regulatory requirements must be addressed by 
NYSDOT to ensure ADA compliance. 
From a broad perspective, ADA regulations 
include a requirement for a self-evaluation of 
compliance with applicable detailed regulations. 
The purpose of Section 1 of the ADA Management 
Plan and Transition Plan is to identify the regula-
tions affecting NYSDOT, to describe how they are 
being addressed in relation to NYSDOT services, 
programs and activities to ensure compliance 
with the ADA, and to find areas where improve-
ments can and should be made, i.e., the required 
self-evaluation.
Based on both the federal and State laws and 
regulations, all newly-constructed facilities 
must allow full accessibility. When existing fa-
cilities are being reconstructed or modified, the 
contract must also include work to make these 
facilities accessible. State and local governments, 
regardless of whether they receive federal 
funds, are required to comply with the Federal 
ADA Accessibility Guidelines (ADAAG), Title 24, 
Uniform Federal Accessibility Standards, or Local 
Code, whichever provides the greatest access. 
Private-funded improvements are required to 
comply with the Federal ADA Accessibility Guide-
lines (ADAAG) and Title 24, whichever code offers 
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Source: Pedestrian and Bicycle Information Center (2008)
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the greatest access of protections to individuals 
with disabilities.

Source: NYS DOT ADA Management Plan, Retrieved from: 
https://www.nysdot.gov/programs/adamanagement

2.0	 Crossings: Crosswalk Markings 
Crosswalk markings show pedestrians where to 
safely cross the road or street, and they are often 
supplemented with signage to warn drivers of 
the possibility that pedestrians may be crossing 
at a specific location.
It is important to ensure that crosswalk markings 
are visible to motorists, particularly at night. 
Crosswalks should not be slippery, create tripping 
hazards, or be difficult to traverse by those with 
diminished mobility or visual capabilities. 
Inlay tape is often installed on new or repaved 
streets. It is highly reflective, long-lasting, and 
slip-resistant, and does not require a high level 
of maintenance. Both inlay tape and thermoplas-
tic are more cost-effective in the long run then 
paint. Inlay tape is recommended for new and re-
surfaced pavement, while thermoplastic may be 
a better option on rougher pavement surfaces. 
Both inlay tape and thermoplastic are more 
visible and less slippery than paint when wet.
Crosswalk markings are usually seen in the 
standard parallel lines, ladder crosswalk or zebra 
crosswalk marking style. The value of both ladder 
and high visibility markings in terms of absolute 
crash reduction is positive; the number of vehi-
cle-pedestrian incidents at nine test intersections 
within New York City fell from 36 to 21, a decrease 
of 42 percent over the one year study period. 

Source: MUTCD 2003 and MUTCD New York Supplement 
2008, Section 3B.17 Crosswalk Markings
PEDSAFE: Pedestrian Safety Guide and Countermeasure 
Selection System (2004); FHWA-SA-04-003 Retrieved on 
November 4, 2008 from: http://www.walkinginfo.org/
pedsafe/casestudy.cfm?CS_NUM=37 
City of Toronto (2006) Were All Pedestrians Program: 
Evaluation of Stamped DuraTherm™ Crosswalks
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2.1	 Crossings:  
Overcoming Movement Barriers 
A movement barrier is anything that restricts an 
individual’s ability to physically move along or 
within the sidewalk and crosswalk environment. 
The greatest movement barriers for pedestrians 
at pedestrian crossings are:
• 	 Long crossing distances,
• 	 Short signal timing
• 	 Medians and islands without ramps or cut-

throughs
• 	 Curbs without curb ramps
• 	 Curb ramps without level landings 
• 	 Lack of information during pedestrian signal 

phase 
• 	 Lack of crosswalks or prohibited pedestrian 

crossings
• 	 Motorists making right turns during a red light
• 	 Non-signalized slip lanes or roundabouts that 

permit a continuous flow of vehicular traffic
• 	 Pedestrian actuated signal devices that 

are difficult to operate or in hard to reach 
locations

Source: Federal Highway Administration. (2001) Chapter 
8: Pedestrian Crossings. Designing Sidewalks and Trails for 
Access: Best Practices Design Guide (Part II)

 
2.2	 Crossings: Medians and Refuges 
Refuge islands allow pedestrians to cross fewer 
traffic lanes at a time and to judge conflicts sep-
arately. They also aid and protect pedestrians 
crossing a roadway.
Depending on the signal timing, pedestrian 
refuge islands or medians should be considered 
where the pedestrian crossing distance exceeds 
18.3 m or 5 lanes of vehicular traffic. Raised 
medians or islands in street crossing paths shall 
be either cut through level with the street or have 
curb ramps and a level area at least 1.8 m long 
between curb ramps. Widths of cut through paths 
should be consistent with “Width” above. Since a 
cut through path is adjacent to traffic without a 
barrier, it must have a detectable warning surface 
such as “truncated domes”. 
Truncated domes are the Federally legislated 
standard design requirement for detectable 
warnings, which enable people with visual dis-
abilities to determine the boundary between the 
sidewalk and street.
The use of right on red may create higher speeds 
and conflicts between vehicles and pedestrians 
and bicyclists. This problem is not entirely offset 
by the use of “pork chop” channelizing islands.
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Source: New York State Department of Transportation 
(2006) Chapter 18 – Pedestrian Facility Design, Table 
18.7.6, Highway Design Manual
New York State Highway Design manual (2006), Ch. 18 
Pedestrian Facility Design, section 18.7.6 Pedestrian 
Refuge Islands and Medians
Oregon Department of Transportation (1995) SectionII. 
5: Street Crossings. Oregon Bicycle and Pedestrian Plan. 
Salem, OR.

2.3	 Crossings: Mid-Block Crosswalks 
Mid-block pedestrian crossings are generally 
unexpected by the motorist and should be dis-
couraged unless, in the opinion of the engineer, 
there is strong justification in favor of such in-
stallation. Particular attention should be given to 
roadways with two or more traffic lanes in one 
direction as a pedestrian may be hidden from 
view by a vehicle yielding the right-of-way to a 
pedestrian.
According to Alternative Treatments for At-Grade 
Pedestrian Crossings (ITE, 2001), mid-block 
locations may be warranted if:
• 	 Protected intersections crossings are more 

than 180 meters apart, 100 meters in high pe-
destrian volume locations.

• 	 Adequate sight distance is available.
• 	 The combination of traffic and pedestrian 

volumes justifies the installation.
The installation of marked crosswalks may not 
address all pedestrian safety concerns at a given 
location. More substantial engineering and road 
treatments may need to be considered, as well 
as enforcement and education programs and 
possibly new legislation to provide safer and 
easier crossings at problem locations.

Source: Institute for Transportation Engineers (2001) 
Alternative Treatments for At-Grade Pedestrian Crossings
Main Streets: Flexibility in Design and Operation (January 
2005)
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3.0	S ignals: Signal Warrants 
A traffic signal may be warranted where the pe-
destrian volume crossing the major street at 
an intersection or mid-block location during an 
average day is:
• 	 100 or more for each of any four hours; or
• 	 190 or more during any one hour.
The pedestrian volume crossing the major street 
may be reduced as much as 50% of the values 
given above when the predominant pedestrian 
crossing speed is below 1.2 m/s (4 ft/s).
In addition to a minimum pedestrian volume of 
that stated above, there shall be fewer than 60 
gaps per hour in the traffic stream of adequate 
length for pedestrians to cross during the same 
period when the pedestrian volume criterion is 
satisfied. Where there is a divided street having 
a median of sufficient width for the pedestrian(s) 
to wait, the requirement applies separately to 
each direction of vehicular traffic.
Where coordinated traffic signals on each side of 
the study location provide for platooned traffic 
which result in fewer than 60 gaps per hour of 
adequate length for the pedestrians to cross the 
street, a traffic signal may not be warranted.
This warrant applies only to those locations 
where the distance to the nearest traffic signal 
along the major street is greater than 90 m (295 
ft) and where a new traffic signal at the study 
location would not unduly restrict platooned flow 
of traffic. Curbside parking at non-intersection 
locations should be prohibited for 30 m (98 ft) in 
advance of and 6 m (20 ft) beyond the crosswalk.
A signal installed under this warrant should be 
of the traffic-actuated type with push buttons for 
pedestrians crossing the main street. If such a 
signal is installed within a signal system, it should 
be coordinated if the signal system is coordinat-
ed.
Signals installed according to this warrant shall 
be equipped with pedestrian indications con-
forming to requirements set forth in Chapter 4E 
of the MUTCD.

Source: MUTCD 2003 and MUTCD New York Supplement 
2008, Section 4C.05. Warrant 4, Pedestrian Volumes.
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4.0	S idewalks: Maintenance

Sidewalk surfaces that have settled or heaved 
over time can be a significant barrier for pedestri-
ans. Surfaces that are smooth and rollable when 
newly installed may not stay that way, particular-
ly where masonry units are installed without an 
adequate subbase. Knowledgeable design, wise 
material selection, good construction practices, 
and regular maintenance procedures can help 
ensure that differences in level between adjacent 
units do not exceed the limits of usability. Surface 
provisions for an accessible route limit allowable 
vertical differences in level between abutting 
surfaces to no more than 6 mm (1/4 in); if beveled 
at 1:2, a 13 mm (1/2 in) difference in elevation is 
permitted.

Source: Architectural and Transportation Barriers 
Compliance Board, (1999) Chapter 3: Pedestrian 
Accessibility. Accessible Public Rights-of-Way Design 
Guide. 

4.1	S idewalks: Trees: Site Selection 
New trees should be included in every public 
streetscape improvement or new development.
Tree lawns are suitable planting sites in the area 
between the sidewalk and the curb (snow storage 
area) and must meet the following requirements:
• 	 No tree to be planted when there is less then 

3’ between the sidewalk and curb
• 	 35’ spacing from an intersection or stop sign
• 	 6’ spacing between a driveway and drip line of 

overhanging tree
• 	 5’ spacing from underground service or utility 

box
• 	 15’ spacing from a street light, utility pole or 

fire hydrant
• 	 40’ spacing between large trees, 20’ for 

medium trees, 20’ for small trees
Tree pits are suitable planting sites in concrete 
cut out areas which must meet the minimum re-
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quirements for sites in tree lawns as well as:
• 	 No vaults or utility services are directly under 

site where concrete is to be cut
• 	 5’ clearance for pedestrian walkway next to 

pit
• 	 Not to be located under any overhanging 

structures
• 	 Size of cut out must have 28 square feet of 

surface area, such as 6’x6’, 5’x6’ or 4’x7’, unless 
structural soil is used, then surface area may 
decrease to 20 square feet, 4’ x 5’

• 	 No tree grates are to be placed after planting
Planter boxes are suitable planting sites when 
tree lawns and tree pits are not possible. Planter 
boxes must meet the minimum requirements for 
tree lawns as well as:
• 	 Planter box should be placed 18 inches from 

curb line
• 	 No less than 16 square feet of surface area 

(4’x4’) for small trees and shrub-like trees
• 	 No less than 9 feet of surface area (3’x3’) for 

small shrubs
• 	 5’ of clearance for pedestrian walkway next to 

planter box
• 	 Not to be located under any overhanging 

structures
• 	 Must be irrigated regularly to ensure survival 

of plant

Source: City of Buffalo Department of Public Works, Parks 
and Streets; Bureau of Forestry (2004) Arboricultural 
Standards Manual  

4.2	S idewalks: Zone System

Where paved sidewalks exist, a sidewalk corridor 
lies in a public right-of-way between the street 
and a property line adjacent to the street. The 
curb zone is designed for drainage, and to isolate 
pedestrians from the street; it is typically about 
15 cm (6 in) wide, and 15 cm (6 in) high. The 
furnishings zone buffers pedestrians from the 
street, and is the proper place for utility poles, 
signs, litter baskets, etc. (these are called street 
furniture). The furnishings zone is also the place 
to plant trees or shrubs, and for this reason it is 
sometimes called the planter strip. Other things 
being equal, the wider the furnishings zone, the 
better, since a wide buffer makes walking safer 
and more pleasant.
The furnishings zone provides width for any slopes 
that must exist for access through the sidewalk 
corridor; for example, a driveway apron, the part 
of the driveway that slopes to the street level, or 
a curb ramp for disabled pedestrian access. In 
addition, it can also serve as snow storage.
The space adjacent to the property line that is 
not part of the normal walking surface is called 
the frontage zone. Its width will vary, depending 
on its use. The lower diagram shows a sidewalk 
café in the frontage zone. If there is a barrier on 
the property line, such as a fence or the side of 
a building, the frontage zone should be at least 
wide enough so that a pedestrian on the edge of 
the sidewalk will not touch the barrier. This extra 
room is called shy distance.
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The through pedestrian zone is the clear space 
to walk commonly referred to as a sidewalk.. The 
through pedestrian zone should ideally be at 
least 1.8 m (6 ft) wide and free of both permanent 
and temporary obstructions. Walking surfaces in 
the through pedestrian zone should be firm and 
stable, resistant to slipping when wet, and allow 
for use by people using canes, wheelchairs, etc. 
Except where absolutely required by the topog-
raphy, there should be no significant slope (in 
line with the direction of travel) or cross-slope 
(at right angles to the direction of travel) in the 
through pedestrian zone.

Source: Architectural and Transportation Barriers 
Compliance Board, (1999) Chapter 3: Pedestrian 
Accessibility. Accessible Public Rights-of-Way Design 
Guide. Portland Office of Transportation (1998) Pedestrian 
Plan. Portland, OR

5.0	G reen Infrastructure: Stormwater 
Planters

Stormwater Planters are specialized planters 
installed in the sidewalk area or median and 
are designed to manage stormwater runoff by 
providing storage and infiltration while conveying 
any overflow to the appropriate system. These 
types of treatments are applicable on all street 
types. If designed well, these types of planters can 
benefit street tree and plant health as long as the 
appropriate species are chosen that can tolerate 
periodic flooding and salt. This treatment can do 
a lot to beautify a street but will require a mainte-
nance entity to clean and occasionally unclog the 
swale and drains. 
Considerations for placement include:
• 	 Stormwater Planters should be located so 

that they maintain a minimum clear walking 
zone width (see section 4.2) and do not create 
pinch points or tripping hazards.

• 	 Stormwater Planters should be considered in 
curb extensions (see section 6.2) and medians 
(see section 2.2) and the furnishing zone (see 
section 4.2).

• 	 Planter placement should consider the 
placement of underground utilities.

• 	 Planter design must consider passenger and 
wheel-chair accessibility at transit stops and 
on street parking locations. 
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Design: 
• 	 Stormwater planters are generally rectangular 

with four concrete “curbed” sides and inlets 
that allow runoff to flow into the planter. The 
planter is lined with permeable fabric, gravel 
and soil and filled with plants and/or trees. 
Soil in the planter is lower in elevation than 
the sidewalk to provide storage space for 
runoff. 

• 	 Planter dimensions vary depending upon 
site conditions. Standard width for planting 
strips is 4’ from face of parallel curb; required 
minimum width is 3’. 

Source:	Philadelphia Complete Streets Design Handbook 
(2012) , NYC Street Design Guidelines (2010)	

6.o	T raffic Calming

In the publication Traffic Calming: State of the 
Practice (ITE/FHWA, August 1999), traffic calming 
is described as “the combination of mainly 
physical measures that reduce the negative 
effects of motor vehicle use, alter driver behavior 
and improve conditions for non-motorized street 
users.” Traffic calming is differentiated from 
route modification, traffic control devices, and 
streetscaping. Traffic control devices, notably 
STOP signs and speed limit signs, are regulatory 
measures that require enforcement. By contrast, 
traffic calming measures are intended to be 
self-enforcing.
Most traffic calming programs, which are also 
termed neighborhood traffic management 
programs, traffic mitigations, among other 
names, are instituted by local agencies rather 
than regions or states. Traffic calming measures 
are also included in many general circulation 
plans, pedestrian and bicycle plans, streetscape 
plans, and safe routes to school plans.

Source: Institute of Transportation Engineers (1999) Traffic 
Calming: State of the Practice 
New York State Department of Transportation (1999) 
Chapter 25 – Traffic Calming, Table 25.2.3, Highway Design 
Manual
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6.1	T raffic Calming: Chicanes and Chokers

Chicanes are curb extensions that alternate 
from one side of the street to the other, forming 
S-shaped curves. Chicanes can also be created 
by alternating on-street parking, either diagonal 
or parallel, between one side of the street and 
the other. Each parking bay can be created either 
by restriping the roadway or by installing raised, 
landscaped islands at the ends of a parking bay.
When properly designed, chicanes slow traffic 
speeds through horizontal deflection and are still 
relatively easy for large vehicles, like fire trucks, 
to maneuver when traffic volumes are low to 
moderate. Chicanes should be designed carefully 
to ensure that drivers not deviate out of the ap-
propriate lane.
Chokers are curb extensions that extend from 
both sides of the street directly across from each 
other, narrowing the curb-to-curb width of the 
roadway at that point. As with chicanes, chokers 
should not be designed to force bicyclists to 
merge with vehicular traffic.
Additional design recommendations include:
• 	 Install sidewalks that continue in a straight 

path rather than following the path of the 
chicane or choker

• 	 Design chokers to include curb extensions 
with landscaping at mid-block crossings

Source: Federal Highway Administration (September 
2001). Designing Sidewalks and Trails for Access Part II: 
Best Practices Design Guide. Washington, D.C.

6.2	T raffic Calming: Curb Extensions

Curb extensions, also known as bulb-outs or 
neck downs, are achieved at an intersection or 
mid-block by extending the curb corners to the 
center of the roadway. Curb extensions reduce 
the crossing distance for pedestrians and may 
slow motorists, though minimally, at the inter-
section.
Intersection curb extensions should only be 
used on low-speed streets with parking lanes. In 
addition, curb extensions should be designed to 
assure curbs do not abruptly jut out to the edge 
of the travel lane. For this reason, intersection 
curb extensions should generally be at least 6 
m long and as wide as the parking lane minus 
an appropriate curb offset for bicycle access. 
Designs should also reflect the turning radii of 
snow plows and other vehicles.
Careful consideration for bicyclists is required. 
Shoulder striping should be installed to warn 
motorists and bicyclists of the narrowing at the 
intersection of a roadway and assist them in 
maintaining proper spacing. 

Source: New York State Department of Transportation 
(2006) Chapter 18 – Pedestrian Facility Design, Table 
18.7.5, Highway Design Manual
Federal Highway Administration (September 2001). 
Designing Sidewalks and Trails for Access Part II: Best 
Practices Design Guide. Washington, D.C.
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6.3	T raffic Calming: Raised Intersections

Raised intersections are flat elevated areas that 
cover an entire intersection, often with textured 
materials on the flat section. Ramps are installed 
on all approaches. The intersections are usually 
raised to the level of the sidewalk, or slightly 
below to provide a “lip” that is detectable by the 
visually impaired.
The appropriate locations for a raised intersec-
tion treatment would include intersections with 
substantial pedestrian activity and areas where 
other traffic calming measures would be unac-
ceptable because they take away scarce parking 
spaces, such as in an active commercial retail 
neighborhood. With the whole intersection raised 
with a different surface, the intersection is recog-
nized by motorists as being different than other 
roadway segments, or as “pedestrian territory”.
Design recommendations include:
• 	 Installation of detectable warnings, such as 

truncated domes, to identify the transition 
between street and sidewalk, especially for 
the visually impaired.

• 	 Use a smooth surface such as colored asphalt 
instead of brick, to enhance access for people 
with mobility impairments

The advantages of raised intersections as a 
calming tool are:
• 	 They can improve safety for both pedestrians 

and vehicles
• 	 If designed well, they can have positive 

aesthetic value

• 	 By calming the intersection, they can calm 
two streets at once.

The disadvantages of raised intersections are:
• 	 They tend to be expensive, varying by 

materials used, and impact to drainage
• 	 They are less effective in reducing speeds 

than other measures such as speed humps, 
speed tables and raised crosswalks

• 	 People with back and neck problems can ex-
perience additional pain or discomfort by the 
jarring effect when traveling over the raised 
intersection

Source: Federal Highway Administration (September 
2001). Designing Sidewalks and Trails for Access Part II: 
Best practices Design Guide. Washington, D.C.
Institute of Transportation Engineers (1999) Traffic 
Calming: State of The Practice Washington D.C. Retrieved 
from http://www.ite.org/traffic/tcsop/Chapter3c.pdf
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6.4	T raffic Calming: Modern Roundabouts

Modern roundabouts can serve to reduce traffic 
speeds and simplify pedestrian crossings. Even 
so, they are not always considered to be traffic 
calming intersection treatments. The use of 
modern roundabouts can also occur at freeway-
to-street interchanges and at other sites with 
limited space available for queueing. In some 
cases, roundabouts can also be used to increase 
the capacity of an intersection and/or roadway.
The modern roundabout is defined by two basic 
principles that distinguish it from a traffic circle:
• 	 Roundabouts follow the “yield-at-entry” rule 

in which approaching vehicles wait for a gap 
in the circulating flow before entering the 
circle, 

• 	 Roundabouts involve low speeds for entering 
and circulating traffic, as governed by small 
diameters and deflected entrances.

Roundabouts also reduce the number of potential 
conflicts between motorized vehicles and pe-
destrians. While a pedestrian crossing a leg of a 
typical signalized intersection may encounter six 
potential conflicts (from thru/turning vehicles), 
the pedestrian will only encounter two potential 
conflicts from vehicles at a modern roundabout. 
While roundabouts provide advantages, they 
must be designed to safely accommodate pe-
destrians, especially sight-impaired pedestrians. 
Furthermore, safety issues increase for pedestri-
ans as roundabouts become more complex and 

increase the number of travel lanes. High-vol-
ume, multi-lane roundabouts can be more 
dangerous than a traditional signalized intersec-
tion for pedestrians and bicyclists without proper 
engineering, education and enforcement.

Source: Federal Highway Administration (2000) 
Roundabouts: An Informational Guide. Washington, D.C. 
FHWA-RD-00-67
New York State Department of Transportation (2004) A 
Citizen’s Guide to Roundabouts PUB 4 (3/04)
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7.0	O n-Street Bicycle Lanes

Parked vehicles can pose as serious a hazard to 
bicyclists as moving vehicles, both by being hit by 
an opening door, and by the parking maneuver 
itself. On streets with parked vehicles, experi-
enced bicyclists will ride 0.9 m -1.2 m (3 or 4 ft) 
away from parked vehicles even if it means riding 
in a travel lane. Several techniques are available 
to help maximize separation between bicyclist 
and parked vehicle:
• 	 Minimize the parking lane width. This 

technique may be used in conjunction with 
widening the bike lane. Some research 
suggests that the narrower the parking lane, 
the closer vehicles park to the curb. The tra-
ditional 2.4 m (8 ft) wide parking lane can be 
reduced to 2.1 m (7 ft), and in some cases, to 
1.9 m (6.5 ft), to achieve this result.

• 	 Space markings. Marked parking spaces with 
cross hatches indicating the parking lane 
limits may help guide drivers closer to the 
curb.

• 	 Stencils. Bike route stencils help educate 
drivers on narrow roadways with on-street 
parking to expect bicyclists in the travel lane.

• 	 Angled parking should be avoided in areas of 
high bike traffic. If angled parking is used on 
a street, one approach that is being tried in 
some locations is to require vehicles to use 
reverse angle parking so that drivers back into 
spaces. This allows for greater visibility of bi-
cyclists both entering and leaving the space.

 
Source: Institute of Transportation Engineers (2002) 
Innovative Bicycle Treatments: An Informational Report. 

7.1	S hared Lane Marking “Sharrows” 
The rightmost lane on signed/shared bikeways 
is often too narrow to be safely shared side-by-
side by cyclists and passing motorists. On these 
routes, cyclists wishing to stay out of the way of 
drivers often ride too close to parked cars and 
risk being struck by a suddenly opened car door 
(being “doored”).
To avoid this, experienced cyclists ride further 
to the left and position themselves closer to 
the center of narrow lanes. This is permitted 
by the New York State vehicle code, but it often 
irritates motorists who are not aware that this is 
permitted.
A “shared lane marking” is a potential solution. 
The marking does not connote a separated 
bicycle lane, but instead directs the bicyclist to 
travel outside the car door zone and encourage 
safe coexistence.

Source: National Association of City Transportation 
Officials (NACTO): Urban Bikeway Design Guidelines, 
Shared Lane Markings Retrieved at: http://nacto.org/cities-
for-cycling/design-guide/bikeway-signing-marking/shared-
lane-markings/
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8.0	R oadway Design: Reduce Travel lane 
Width

To accommodate bicyclists on busy roadways in 
urban areas, bike lanes generally serve bicyclists 
and motorists best. Many roadways in urban 
areas were originally built without bike lanes. 
These roadways often act as deterrents to bicycle 
travel and may cause conflicts between bicyclists 
and motorists.
The following motor vehicle travel lane and 
bicycle lane widths may be used when street 
width is limited. All reduced lane widths are within 
AASHTO minimums. The need for full-width 
travel lanes decreases with speed. This is signifi-
cant because narrowing lanes helps make room 
for bicycle lanes. Additionally, creating dedicated 
left-turn lanes with the “left-over” space makes 
vehicular traffic more predictable.   
There are some rules of thumb for lane reduc-
tions:
• 	 Up to 25 MPH (40km/h): Travel lanes may be 

reduced to 10 or 10.5 ft (3 or 3.2 m).
• 	 30 to 40 MPH (50 to 65km/h): 11ft (3.3) travel 

lanes and 12ft (3.6m) center turn lanes may 
be acceptable.

• 	 45 MPH (70km/h) or greater: Try to maintain 
a 12 ft (3.6m) outside travel lane and a 14ft 
(4.2m) center turn lane if there are high truck 
volumes.

Source: New York Bicycling Coalition (2002) Improving 
Bicycling and Pedestrian Safety: A Problem Solving Manual 
for Advocates and Transportation Professionals in New 
York State 
New York State Department of Transportation (1999) 
Chapter 25 – Traffic Calming, Table 25-1, Highway Design 
Manual

Definition of Strategies
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8.1	R oadway Design: Removing Travel 
Lanes “Road Diet” 
Nationwide, transportation planners and 
engineers are looking at removing travel lanes.   
Removing travel lanes broadens transportation 
choices and encourages mobility and access 
for transit users, pedestrians, and bicyclists. 
Removing travel lanes also improves the livability 
and quality of life for residents and shoppers.
Removing travel lanes and creating a shared center 
turn lane can also help improve the roadway effi-
ciency by shifting left turn movements from main 
through movements, which may also reduce 
crashes.
The best candidates for removing travel lanes 
should fit some of the following criteria:
• 	 Moderate traffic volumes (8-15,000 ADT)
• 	 Transit corridors
• 	 Popular or essential bicycle routes / links
• 	 Commercial reinvestment areas
• 	  Economic enterprise zones
• 	 Historic streets
• 	 Scenic roads
• 	 Entertainment districts Main streets
These criteria are just a general guide, as streets 
with much higher ADT’s have been successfully 
converted. In Santa Monica, officials feel most 
comfortable working with streets less than 20,000 
ADT, although they have converted streets with 
ADT’s up to 25,000 vehicles. In California alone, 

more than twenty cities have made successful 
street conversions. This includes Santa Barbara, 
Palo Alto, Sacramento, and Sunnyvale, among 
others.

Source: Walkable Communities (1999), “Road Diets: Fixing 
the Big Roads.”

Source: www.tfhrc.gov/.../pubs/05085/pptchapt15.htm
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9.0 School Speed Zones

The following are the key provisions of the law 
and regulations:
Hours of Operation
There are two choices available for the hours of 
operations: Fixed Message School Speed Limit 
Signs with or without Flashing Beacons. For:
Traditional 7 AM to 6 PM hours on SCHOOL DAYS, 
A supplementary time/day panel is required.
(There is no precise definition of SCHOOL DAYS.)
Alternative time within such core hours, a sup-
plementary time/day panel is required.
Examples: 9 AM to 4 PM, 7 AM to 9 AM and 2 PM 
to 4 PM; 8 PM to 10 PM (NOT ALLOWED with fixed 
message signs since time is outside core hours)
**Note: Flashing beacons used in a supplementa-
ry manner may only flash during the actual hours 
stated on the supplemental time/day panel.

Length of a School Speed Zone
• Maximum distance is 1320 feet (0.25 miles) along 
a highway passing a school building entrance or 
exit of a school abutting on the highway.

MUTCD Considerations
The Manual of Uniform Traffic Control Devices 
(MUTCD) provides criteria for establishing school 
speed limits. A school speed limit is primarily 
used to enhance the safety of children who must 
walk/bicycle to a school/child care facility or cross 
the street at a school/child care facility. A school 
speed limit may be established on a highway at 
the following facilities under the following condi-
tions:
1.	 School with one or more grades under grade 

12
• 	 Some of the students walk or bicycle to 

or from school; or the school and related 
facilities (e.g. classrooms, cafeteria, 
gymnasium, playground, athletic fields, 
parking lots, etc.) are separated by a 
highway and require the students to cross 
the highway on foot to access the facilities; 
and

• 	 The school administration and the jurisdic-
tion responsible for the highway provides 
written documentation of their support for 
a school speed limit.

2.	 Child Care Facility
• 	 The child care facility is licensed and 

provided in an institutional setting; and
• 	 Some of the children walk or bicycle to or 

from the facility; or the child care center 
and related facilities (e.g. classrooms, 
cafeteria, gymnasium, playground, athletic 
fields, parking lots, etc.) are separated by a 
highway and require the children to cross 
the highway on foot to access the facilities; 
and

• 	 The child care facility and the jurisdic-
tion responsible for the highway provides 
written documentation of their support for 
a school speed limit.

3.	 When a school speed limit is established and 
if students must cross a highway at a school 
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or child care facility, the following conditions 
should be met:
• 	 The school speed zone contains a marked 

crosswalk.
• 	 The crosswalk is supervised by an adult 

crossing guard.
• 	 There is no traffic control signal, pedestrian 

overpass, or bridge suitable for pedestrian 
use within the designated school speed 
zone.

The Vehicle and Traffic Law prohibits school 
speed limits less than 15 miles per hour.

Source: New York State Department of Transportation 
(https://www.dot.ny.gov/about-nysdot/faq/posting-speed-
limit-within-a-school-zone)

   

   

   



- 41 -

Next Steps - Immediate Actions

NEXT STEPS

Based upon feedback generated from the workshop participants, the following actions were identi-
fied to begin the process of implementing complete streets in the Town of Randolph.

Immediate Actions

1.	 Advisory Board: The Town of Randolph should establish an interdepartmental advisory board to 
oversee the implementation of its complete streets policy.  The committee will included members 
of the town (board members, planning board, school board, highway department), county 
(economic development, planning department and highway department), the NYS Department 
of Transportation, the police department as well as representatives from bicycling, pedestrian, 
disabled, youth and elderly communities or any other organizations as deemed relevant. This 
committee will meet quarterly and provide a written report to the town board evaluating progress 
and advising on implementation. 

2.	 Write to and engage the New York State Department of Transportation (NYSDOT) in advisory board 
and to identify maintenance schedule for identified short term improvements

3.	 Consider the following work items based on workshop discussions
• 	 Raise drainage grates to be flush with pavement for bicycle safety
• 	 Refresh crosswalk striping and consider upgrading to high visibility ladder bar crosswalk striping
• 	 Develop maintenance plan to remove snow from Main St bridge, west of Town Hall to improve 

pedestrian safety in winter
• 	 Identify roundabout candidate locations and explore area impacts
• 	 Work with NYSDOT to address sweeping of gravel from curb side
• 	 Look at options to address highway signs blocked by street trees, including tree trimming and 

possible sign relocation
• 	 Install curb extensions/bulb outs at intersection of Main & Bank; other locations
• 	 Develop curb ramp maintenance plan
• 	 Identify any ADA concerns
• 	 Explore installation of school zone beacons with radar speed indications at Randolph Central 

School
4.	  Disseminate this report to newly formed advisory board 
5.	  Identify catalyst project (up to $1,000 available)
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Mid-Term Actions

1.	 Revise Existing Plans and Policies to incorporate complete street principles into the comprehen-
sive plan, zoning code and other plans and manual, rules, regulations and programs. 

2.	 The Randolph Complete Streets committee should work with the town to adapt, develop and 
adopt departmental policies, design criteria, standards and guidelines based upon recognized 
best practices in street design, construction and operations including but not limited to the latest 
editions of American Association of State Highway Transportation Officials (AASHTO) A Policy on 
Geometric Design of Highways and Streets; AASHTO Guide for Planning, Designing, and Operating 
Pedestrian Facilities; AASHTO Guide for the Development of Bicycle Facilities; Institute of Trans-
portation Engineers (ITE) Designing Walkable Urban Thoroughfares: A Context Sensitive Approach; 
National Association of City Transportation Officials (NACTO) Urban Bikeway Design Guide; U.S. 
Access Board Public Right-of-Way Accessibility Guidelines; Highway Capacity Manual and Highway 
Safety Manual. 

3.	 Randolph’s Complete Streets committee should continuously evaluate to identify successes and 
review opportunities for improvement. Sample performance measures may include:
• 	 Increase in the share of bicycles, pedestrians and transit users;
• 	 Crash data;
• 	 Use of new projects by mode;
• 	 Compliments and complaints;
• 	 Linear feet of pedestrian accommodations built;
• 	 Number of ADA accommodations built;
• 	 Miles of bike lanes/trails built or striped;
• 	 Number of transit accessibility accommodations built;
• 	 Number of street trees planted;
• 	 Number of building permits issued along new complete street.

4.	 Inventory: The Town of Randolph will maintain a comprehensive inventory of the pedestrian and 
bicycle infrastructure and will prioritize projects to eliminate gaps in the sidewalk and bikeway 
networks. 

5.	 Capital Improvement and Maintenance Project Prioritization: The Town of Randolph will reevaluate 
capital improvement and maintenance project prioritization annually to encourage implementa-
tion of pedestrian and bicycle improvements. 

6.	 Research and prepare grant applications for project implementation

Long-Term Actions

1.	 Implement prioritized opportunities identified for establishing pedestrian and bicycle connections
2.	 Secure grant funding and implement long term vision
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FUNDING OPPORTUNITIES

There are many mechanisms for a municipality to generate resources for public infrastructure main-
tenance and construction. Provided below is a sampling of current fund development strategies.  

Municipal Best Practices

Voter Approved Transportation Spending
There are a number of communities across the country that have approved short-term local tax ini-
tiatives to fund bicycle, pedestrian and other transportation projects.  One of the best examples of 
this comes from the City of Tucson and the surrounding Pima County.  During a one-time vote in May 
of 2006, voters approved a sales tax to fund the implementation of the 20-year transportation plan.

Transportation Utility Fee
Some municipalities have used transportation utility fees to fund improvements that aid active 
transportation. A transportation utility fee, also known as a transportation maintenance fee, street 
maintenance fee, or street utility fee, is a monthly user fee paid by city residents, businesses, gov-
ernment agencies, schools, etc. based on their use of the transportation system. Fees are usually 
included on the city’s utility bill. Revenue from this fee can only be used to maintain transportation 
infrastructure. Residential fees typically range from approximately $1 to $12 per month. Other land 
uses often pay much higher fees based on their predicted traffic generation. Compared to a tax, a fee 
faces fewer legal hurdles and public opposition.

Metered Parking Revenue
Charging market prices for curb parking and returning the meter revenue for public improvements 
has helped pave the way for a renaissance of a number of communities around the US. The meter 
revenue has paid to improve the streetscape and to convert alleys into pleasant walkways with shops 
and restaurants. The additional public spending makes the area safer, cleaner, and more attractive 
for both customers and businesses. These public improvements have increased private investment, 
property values, and sales tax revenues. 

Sidewalk Tax District
This community-based initiative is similar to the metered parking revenue in that it looks to generate 
funds within the community where the money will eventually be spent.  In this case, each building 
owner would pay an extra $100 in taxes for the next 10 years to levy additional funds from the city.  
These funds could be used for matching grants or the like and they also demonstrate to the city a 
strong investment on the part of the local businesses.

Private Advertising in the Public Right-of-Way
Another method is to use funds from private advertising in the public right-of-way for active living 
infrastructure. Possible advertising locations include transit shelters and vehicles, existing bicycle 
parking infrastructure, street furniture, and utility poles.

Next Steps - Funding Opportunities
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Development Impact Fee or Development Excise Tax
Some municipalities utilize a development impact fee—a one-time fee collected from a new develop-
ment to pay for its fair share of future capital improvements necessitated by growth. The impact fee 
can be used only for capital improvements, not maintenance or operating costs. Usually, a specific 
portion of this fee is earmarked for transportation infrastructure improvements. 
Similar to a development impact fee, a development excise tax is a one-time tax collected on new 
development to fund new infrastructure. The excise tax can be rolled into the municipality’s general 
funds. Unlike a development impact fee, however, an excise tax does not have to be specifically 
earmarked to benefit new growth. Taxes can be calculated as a percentage of construction cost, a flat 
fee per acre, or a flat fee by building type.

Federal Programs

Specific application for these programs should be reviewed within the region through the county 
planning office or other specific public agency identified.

Congestion Mitigation and Air Quality (CMAQ):
CMAQ is a federal reimbursement program for surface transportation and other related projects 
that contribute to air-quality improvements and reduced congestion.  Program funds may be used to 
construct bicycle and pedestrian facilities intended to reduce automobile travel and/or emissions in 
areas that have failed to meet air-quality standards for ozone, carbon monoxide and small particulate.  

Highway Safety Improvement Programs (HSIP):
The overall purpose of this program is to achieve a significant reduction in traffic fatalities and serious 
injuries on all public roads through the implementation of infrastructure-related highway safety im-
provements.

Transportation and Community System Preservation (TCSP):
The Transportation, Community, and System Preservation (TCSP) Program is a comprehensive ini-
tiative of research and grants to investigate the relationships between transportation, community, 
and system preservation plans and practices and identify private sector-based initiatives to improve 
such relationships. States, metropolitan planning organizations, local governments, and tribal gov-
ernments are eligible for discretionary grants to carry out eligible projects to integrate transportation, 
community, and system preservation plans and practices that:
• 	 Improve the efficiency of the transportation system of the United States.
• 	 Reduce environmental impacts of transportation.
• 	 Reduce the need for costly future public infrastructure investments.
• 	 Ensure efficient access to jobs, services, and centers of trade.
• 	 Examine community development patterns and identify strategies to encourage private sector 

development patterns and investments that support these goals.
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Hazard Elimination Program:
At least ten percent of each state’s Surface Transportation Program (STP) must be set aside for Hazard 
Elimination programs. This program’s purpose is to identify and improve locations that have a doc-
umented history of numerous crashes. Funds may be used for safety improvement projects on any 
public road, any public surface transportation facility, or any publicly owned bicycle or pedestrian 
pathway or trail.

Transportation Alternatives Program:
The Transportation Alternatives Program (TAP) is a legislative program that was authorized in 2012 by 
federal transportation legislation, the Moving Ahead for Progress in the 21st Century Act (MAP-21). 
With certain exceptions, projects that met eligibility criteria for the Safe Routes to School Program, 
Transportation Enhancements, and/or the Bicycle & Pedestrian Facilities Program will be eligible TAP 
projects.

Tiger Grants:
TIGER grants are awarded to transportation projects that have a significant national or regional 
impact. Projects are chosen for their ability to contribute to the long-term economic competitiveness 
of the nation, improve the condition of existing transportation facilities and systems, increase energy 
efficiency and reducing greenhouse gas emissions, improve the safety of U.S. transportation facilities 
and enhance the quality of living and working environments of communities through increased trans-
portation choices and connections. The Department also gives priority to projects that are expected 
to create and preserve jobs quickly and stimulate increases in economic activity.

Surface Transportation Block Grant Program (FAST Act) 
The Fixing America’s Surface Transportation Act (FAST Act) will fund surface transportation programs, 
including Federal-aid highways, through fiscal year 2020. The program aims to improve mobility 
through congestion management strategies; support economic growth by supporting road, bridge, 
bicycling, and walking improvements; and promote innovation by focusing on efficiency through the 
planning and review processes. The program includes set-asides for funding transportation alterna-
tives previously available under TAP, including the Safe Routes to School Program, Transportation 
Enhancements, and/or the Bicycle & Pedestrian Facilities Program. 

Next Steps - Funding Opportunities
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State Programs

Specific application for these programs should be reviewed with the county planning office or specific 
public agency identified.

New York State Energy Research and Development Authority (NYSERDA), a public benefit cor-
poration offering objective information and analysis, innovative programs, technical expertise and 
funding to help New Yorkers increase energy efficiency, save money, use renewable energy, and 
reduce their reliance on fossil fuels. Funding is available through multiple, continuous, mechanisms 
targeted toward businesses and researchers.  (http://www.nyserda.ny.gov)

New York Main Street Program, the Office of Community Renewal administers the New York 
Main Street program. New York Main Street provides financial resources and technical as-
sistance to communities to strengthen the economic vitality of the State’s traditional Main 
Streets and neighborhoods. The New York Main Street grant program provides funds from the 
New York State Housing Trust Fund Corporation (HTFC) to units of local government, business 
improvement districts, and other not-for-profit organizations that are committed to revital-
izing historic downtowns, mixed-use neighborhood commercial districts, and village centers. 
(http://www.nyshcr.org/AboutUs/Offices/CommunityRenewal/)

The Neighborhood Stabilization Program (NSP), administered through the Housing Finance Agency 
(HFA), provides financing for municipalities and developers to acquire and redevelop foreclosed, 
abandoned, and vacant properties. Once renovated or newly constructed, units are sold or rented to 
low-, moderate-, and middle-income households, with mandated long-term affordability. NSP also 
funds local land banking initiatives focused on foreclosed residential properties, and select demoli-
tion programs of blighted properties in targeted neighborhoods. The program, funded with Federal 
and State funds, targets communities most severely affected by the foreclosure and subprime crisis. 
(http://www.nyshcr.org/AboutUs/Offices/CommunityRenewal/)

The Rural Area Revitalization Project (RARP) program provides financial/technical resources to 
New York communities for the restoration and improvement of housing, commercial areas and 
public/community facilities in rural communities. This program will provide grants to not-for-profit 
community based organizations and charitable organizations that have a direct interest in improving 
the health, safety and economic viability of a rural area or other aspects of the area environment 
that are related to community preservation or renewal activities.  (http://www.nyshcr.org/AboutUs/
Offices/CommunityRenewal/)

New York State Consolidated Funding Application (CFA) is part of Governor Cuomo’s plan to 
improve the state’s economic development model; the CFA created a streamlined and grant applica-
tion process. Utilize the CFA as a single entry point for access to economic development funding in 
New York State. Applicants have access to multiple state agency funding opportunities, including the 
New York State Main Street Program. (https://apps.cio.ny.gov/apps/cfa/)
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Private Funding

National Endowment for the Arts (NEA) Our Town grant program: 
The National Endowment for the Arts provides a limited number of grants, ranging from $25,000 to 
$150,000, for creative placemaking projects that contribute toward the livability of communities and 
help transform them into lively, beautiful, and sustainable places with the arts at their core. Our Town 
invests in creative and innovative projects in which communities, together with their arts and design 
organizations and artists, seek to:
• 	 Improve their quality of life.
• 	 Encourage creative activity.
• 	 Create community identity and a sense of place.
• 	 Revitalize local economies.

Preservation League of New York State:
The Preservation League of New York State offers grants to support projects that preserve New 
York State’s cultural and historic resources. The grants support professional services of architects, 
engineers, and other design professionals working with non-profit groups and municipalities.

Zoning Code Amendments

Zoning codes have a big influence on how pedestrian friendly or bike-friendly a community is and can 
encourage private investment. Not only do zoning codes create rules about the size, location, and use 
of buildings within a zoning district, but they also govern the surrounding public spaces. For example, 
zoning codes set standards for the width of sidewalks and streets, the location and frequency of 
crosswalks, the placement of pedestrian medians, the installment of bicycle lanes, or the inclusion of 
traffic-calming devices such as speed bumps. Zoning codes can also create mixed-use districts where 
structures can be used for both commercial and residential purposes, allowing more commerce to 
happen where people live and reducing the need for motor vehicles.

Next Steps - Funding Opportunities
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MODEL COMPLETE STREETS POLICY
Draft Model Ordinance

The National Complete Streets Coalition promotes a comprehensive policy that addresses ten main 
elements for communities to adopt. These elements include an identified vision, specific direction 
and commitment, interpret clearly the community’s desire, and establish flexibility in planning and 
implementation to ensure real results through good process. Provided is a description of each section 
and sample language for consideration. 
A strong vision can inspire a community to follow through on its policy. Every community has its own 
set of challenges and desires, which has encouraged them to develop Complete Streets as an effective 
policy to combat them. At its core, complete streets identifies that all users upon the roadways should 
be safely accommodated into the planning, design, construction and operation of the transportation 
system. 

Whereas; Establish (your community) as a safe and accessible community by improving bicycle and 
pedestrian friendliness through consistent public realm design standards to a revitalized mixed-use 
downtown district.

Clarity in the intent of the policy makes it easy for those who are tasked with its implementation 
and follow through. All involved understands this new goal and can determine what changes in the 
current process need to occur.  

Whereas; The (your community) shall plan for, design, construct, operate and maintain appropriate 
facilities for all transportation users in all new construction, retrofit and reconstruction projects. 

Complete Street policies come with an understanding that all users and modes shall be accommo-
dated upon the roadway. This recognizes that our streets are for more then moving vehicles through 
them. Streets should also be places for those who travel by foot and bicycle for they too are deserving 
of safe facilities to travel upon. 

Whereas; streets that integrate multiple transportation choices for pedestrians, bicyclists, and 
transit, with special consideration for children, the elderly and people with disabilities, contribute 
to the public life of a community, sustainable economic development and efficient movement of 
people and goods.  

The complete street policy should apply to all street projects and phases. Whether it is new construc-
tion, reconstruction, maintenance or operations all transportation improvements should be viewed 
as an opportunity to create safer, more accessible streets for all users. 

Whereas; the (your community) shall, to the maximum extent practical, scope, plan, design, 
construct, operate and maintain all streets to provide a comprehensive and integrated network of 
facilities for all users of all abilities.  

There are some exceptions that should be in place to ensure the policy is not too onerous. However, 
a process to handle exceptions is needed and should not weaken the overall policy.  The Federal 
Highway Administrations guidance on accommodating bicycle and pedestrian travel identifies when 
accommodations may not be necessary on corridors where specific users are prohibited, such as in-
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terstate freeways or pedestrian malls; the cost of accommodation is excessively disproportioned to 
the need or probable use; there is a documented absence of current or future need. 

Whereas; Any exception to applying this Complete Streets Policy to a specific roadway project must 
be approved by (the Village Trustees) with documentation of the reason for the exception. Excep-
tions may be made when the project involves a roadway on which non-motorized use is prohibited 
by law. In this case, an effort shall be made to accommodate pedestrians and bicyclists elsewhere.

Streets must be organized in an integrated network. Residents have many potential destinations in 
their daily travel. A complete street provides an interconnected network that meets this demand. 

Whereas; This policy will create a comprehensive, integrated, connected transportation network 
for (your community) that balances access, mobility, health and safety needs for all residents. 
Planning, funding, designing, constructing, managing and maintaining a complete multi-modal 
network, ensures this.  

Implementing a complete street network can become difficult with multiple agencies having  
jurisdiction over the planning, design and construction of different roads. In Randolph, the state and 
county also have jurisdiction over some of the roadways. Additionally, new developments may be 
built in town and new roadways established by private developers. 

Whereas; It is the intent of this policy to foster partnerships with the state, county, school district, 
citizens, businesses, interest groups and neighborhoods to implement complete streets.

Communities should design their streets using the best and latest design standards available. 

Whereas; The (your community) shall adapt, develop and adopt departmental policies, design 
criteria, standards and guidelines based upon recognized best practices in street design, construc-
tion and operations including but not limited to the latest editions of American Association of State 
Highway Transportation Officials (AASHTO) A Policy on Geometric Design of Highways and Streets; 
AASHTO Guide for Planning, Designing, and Operating Pedestrian Facilities; AASHTO Guide for the 
Development of Bicycle Facilities; Institute of Transportation Engineers (ITE) Designing Walkable 
Urban Thoroughfares: A Context Sensitive Approach; National Association of City Transportation 
Officials (NACTO) Urban Bikeway Design Guide; U.S. Access Board Public Right-of-Way Accessibility 
Guidelines; Highway Capacity Manual and Highway Safety Manual. 

All communities are different and it is important that each maintain their character and sense of 
place when designing complete streets. A context sensitive approach does this by adapting roads to 
fit the character of the surrounding neighborhood. 

Whereas; the implementation of this policy shall reflect the context and character of the surround-
ing built and natural environments while enhancing the appearance of such. In doing so, the (your 
community) shall consider methods of providing development flexibility within safe design param-
eters such as context-sensitive design solutions and shall attempt to employ all solutions consistent 
with and sensitive to the context of the project. 

Performance measures help communities measure their success. The evaluation of complete streets 
projects can help identify this success by determining improvements in safety, economic develop-
ment and changes in mode share. These can include the total number of bike lanes added, increase 
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in building permits issued to the increase in activity levels of residents because they are now walking 
or biking more often. 

Whereas; Complete Streets should be continuously evaluated for success and opportunities for 
improvement sought. This policy encourages the regular evaluation and reporting of implementing 
complete streets through the following performance measures:

• 	 Increase in the share of bicycles, pedestrians and transit users;
• 	 Crash data;
• 	 Use of new projects by mode;
• 	 Compliments and complaints;
• 	 Linear feet of pedestrian accommodations built;
• 	 Number of ADA accommodations built;
• 	 Miles of bike lanes/trails built or striped;
• 	 Number of transit accessibility accommodations built;
• 	 Number of street trees planted;
• 	 Number of building permits issued along new complete street;
• 	 Number of exemptions from this policy.

Once a policy is passed, the work is not done. There are a number of steps that a community can take 
to ensure the implementation of complete streets. There are five key steps to follow in order to be 
successful, these include:
1.	 Restructure or revise related procedures, plans, regulations and other processes to accommodate 

all users.
2.	 Develop new design policies and guides or revise existing ones to reflect current best practices in 

transportation design.
3.	 Ensure that staff responsible for implementing the policy, as well as community leaders and the 

general public has opportunities to attend workshops or other training opportunities so that 
everyone understands how to implement the policy effectively. 

4.	 Identify ways to evaluate and measure the performance of your new complete streets by collect-
ing data and sharing with the general public how well the streets are serving them. 

Whereas; The (your community) shall implement the following steps to ensure successful imple-
mentation of complete streets:

• 	 Advisory Board: the (your community) will establish an interdepartmental advisory board to 
oversee the implementation of this policy.  The committee will included members of the village 
(board members, planning board, school board, highway department), county (planning depart-
ment and highway department), the NYS Department of Transportation, the police department 
as well as representatives from bicycling, pedestrian, disabled, youth and elderly communities 
or any other organizations as deemed relevant. This committee will meet quarterly and provide 
a written report to the (your community’s elected officials) evaluating progress and advising on 
implementation. 

• 	 Inventory: The (your community) will maintain a comprehensive inventory of the pedestrian and 
bicycle infrastructure and will prioritize projects to eliminate gaps in the sidewalk and bikeway 
networks. 

• 	 Capital Improvement and Maintenance Project Prioritization: The (your community) will re-
evaluate capital improvement and maintenance project prioritization annually to encourage 
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implementation of pedestrian and bicycle improvements. 
• 	 Revisions to Existing Plans and Policies: The (your community) will incorporate complete street 

principles into the comprehensive plan, zoning code and other plans and manual, rules, regu-
lations and programs. 

• 	 Other Plans: The (your community) will prepare, implement and maintain a Bicycle and Pe-
destrian Transportation Plan, a Safe Routes to School Plan, an Americans with Disabilities Act 
Transition Plan, and a Street Tree and Landscape Plan.  

• 	 Storm Water Management: The (your community) will prepare and implement a plan to transi-
tion to sustainable storm water management techniques along our streets. 

• 	 Staff Training: The (your community) will train all pertinent staff on the content of the complete 
streets principles and best practices for implementing the policy. 

• 	 Coordination: The (your community) will utilize inter-departmental project coordination to 
promote the most responsible and efficient use of fiscal resources for activities that occur within 
the public right of way. 

• 	 Street Manual: The (your community) will create and adopt a Complete Streets Design Manual 
to support implementation of this policy. 

• 	 Funding: The (your community) will actively seek sources of appropriate funding to implement 
complete streets.

Next Steps - Complete Streets Policy
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What is a Complete Street Policy?

Complete streets can be achieved through a variety of policies including ordinances and resolutions; 
rewrites of design manuals; inclusion in comprehensive plans and zoning regulations.1 

Ultimately, a Complete Streets policy formalizes a community’s intent to plan, design, and maintain 
streets so they are safe for all users of all ages and abilities. These policies will direct transportation 
planners and engineers to consistently design and construct the right-of-way to accommodate all 
anticipated users, including pedestrians, bicyclists, public transportation users, motorists, and freight 
vehicles. 

1   Complete Streets Policy Analysis 2011. Sourced at: http://www.smartgrowthamerica.org/documents/cs/resources/cs-policyanalysis.
pdf
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Model Complete Street Policies

Complete Street policies can take several forms. Provided is a model Complete Street ordinance, 
comprehensive plan and zoning code for towns and villages across Western New York. This information 
was adapted from the National Complete Streets Coalition’s policy analysis,2 the National Policy & 
Legal Analysis Network (NPLAN) To Prevent Childhood Obesity Model Comprehensive Plan Language 
on Complete Streets3 and Change Lab Solutions’ model zoning code recommendations4.

The intended purpose is to provide a draft model ordinance, design standards and process to 
ensure that communities within Western New York have the necessary policy tools to ensure that all 
roadway users are safely accommodated. It is up to the individual communities to review the draft 
policy language to determine how to best move forward in a way that institutionalizes their vision 
for complete streets into the everyday practice. This information is applicable to towns and villages 
throughout Western New York.

2   Complete Streets Analysis 2011, Smart Growth American & the National Complete Streets Coalition: www.smrtgrowthamerica.org
3   National Policy & Legal Analysis Network (NPLAN) To Prevent Childhood Obesity 2010, Model Comprehensive Plan Language on 
Complete Streets, www.nplan.org   
4   Move this Way: Making Neighborhoods More Walkable and Bikeable, Change Lab Solutions, 2013 www. changelabsolutions.org
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Draft Model Ordinance

The National Complete Streets Coalition promotes a comprehensive policy that address ten main 
elements for communities to adopt. These elements include an identified vision, specific direction 
and commitment, interpret clearly the community’s desire, and establish flexibility in planning and 
implementation to ensure real results through good process. 

A strong vision can inspire a community to follow through on its policy. Every community has its own 
set of challenges and desires, which has encouraged them to develop Complete Streets as an effective 
policy to combat them. At its core, complete streets identifies that all users upon the roadways should 
be safely accommodated into the planning, design, construction and operation of the transportation 
system. 

Whereas; Establish Randolph as a safe and accessible community by improving bicycle and pedestrian 
friendliness through consistent public realm design standards to a revitalized mixed-use downtown 
district.

Clarity in the intent of the policy makes it easy for those who are tasked with its implementation 
and follow through. All involved understands this new goal and can determine what changes in the 
current process need to occur.  

Whereas; Randolph shall plan for, design, construct, operate and maintain appropriate facilities for all 
transportation users in all new construction, retrofit and reconstruction projects. 

Complete Street policies come with an understanding that all users and modes shall be accommodated 
upon the roadway. This recognizes that our streets are for more then moving vehicles through them. 
Streets should also be places for those who travel by foot and bicycle for they too are deserving of 
safe facilities to travel upon. 

Whereas; streets that integrate multiple transportation choices for pedestrians, bicyclists, and transit, 
with special consideration for children, the elderly and people with disabilities, contribute to the public 
life of a community, sustainable economic development and efficient movement of people and goods.  

The complete street policy should apply to all street projects and phases. Whether it is new 
construction, reconstruction, maintenance or operations all transportation improvements should be 
viewed as an opportunity to create safer, more accessible streets for all users. 

Whereas; Randolph shall, to the maximum extent practical, scope, plan, design, construct, operate 
and maintain all streets to provide a comprehensive and integrated network of facilities for all users of 
all abilities.  
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There are some exceptions that should be in place to ensure the policy is not too onerous. However, 
a process to handle exceptions is needed and should not weaken the overall policy.  The Federal 
Highway Administrations guidance on accommodating bicycle and pedestrian travel identifies when 
accommodations may not be necessary on corridors where specific users are prohibited, such as 
interstate freeways or pedestrian malls; the cost of accommodation is excessively disproportioned to 
the need or probable use; there is a documented absence of current or future need. 

Whereas; Any exception to applying this Complete Streets Policy to a specific roadway project must 
be approved by (your community’s - Board/Council/Trustees) with documentation of the reason for the 
exception. Exceptions may be made when the project involves a roadway on which non-motorized use 
is prohibited by law. In this case, an effort shall be made to accommodate pedestrians and bicyclists 
elsewhere.

Streets must be organized in an integrated network. Residents have many potential destinations in 
their daily travel. A complete street provides an interconnected network that meets this demand. 

Whereas; This policy will create a comprehensive, integrated, connected transportation network for 
Randolph that balances access, mobility, health and safety needs for all residents. Planning, funding, 
designing, constructing, managing and maintaining a complete multi-modal network, ensures this.  

Implementing a complete street network can become difficult with multiple agencies having 
jurisdiction over the planning, design and construction of different roads. In Randolph, the state and 
county have jurisdiction over some of the roadways while the town also has some. Additionally, new 
developments may be built in town and new roadways established by private developers. 

Whereas; It is the intent of this policy to foster partnerships with the state, county, school district, 
citizens, businesses, interest groups and neighborhoods to implement complete streets.

Communities should design their streets using the best and latest design standards available. 

Whereas; the town of Randolph highway department shall adapt, develop and adopt departmental 
policies, design criteria, standards and guidelines based upon recognized best practices in street design, 
construction and operations including but not limited to the latest editions of American Association 
of State Highway Transportation Officials (AASHTO) A Policy on Geometric Design of Highways and 
Streets; AASHTO Guide for Planning, Designing, and Operating Pedestrian Facilities; AASHTO Guide 
for the Development of Bicycle Facilities; Institute of Transportation Engineers (ITE) Designing Walkable 
Urban Thoroughfares: A Context Sensitive Approach; National Association of City Transportation 
Officials (NACTO) Urban Bikeway Design Guide; U.S. Access Board Public Right-of-Way Accessibility 
Guidelines; Highway Capacity Manual and Highway Safety Manual. 

All communities are different and it is important that each maintain their character and sense of 
place when designing complete streets. A Context sensitive approach does this by adapting roads to 
fit the character of the surrounding neighborhood. 

Whereas; the implementation of this policy shall reflect the context and character of the surrounding 
built and natural environments while enhancing the appearance of such. In doing so, the highway 
department shall consider methods of providing development flexibility within safe design parameters 
such as context-sensitive design solutions and shall attempt to employ all solutions consistent with and 



- 9 -

sensitive to the context of the project. 

Performance Measures help communities measure their success. The evaluation of complete 
streets projects can help identify this success by determining improvements in safety, economic 
development and changes in mode share. These can include the total number of bike lanes added, 
increase in building permits issued to the increase in activity levels of residents because they are now 
walking or biking more often. 

Whereas; Complete Streets should be continuously evaluated for success and opportunities for 
improvement sought. This policy encourages the regular evaluation and reporting of implementing 
complete streets through the following performance measures:

•  Increase in the share of bicycles, pedestrians and transit users;
•  Crash data;
•  Use of new projects by mode;
•  Compliments and complaints;
•  Linear feet of pedestrian accommodations built;
•  Number of ADA accommodations built;
•  Miles of bike lanes/trails built or striped;
•  Number of transit accessibility accommodations built;
•  Number of street trees planted;
•  Number of building permits issued along new complete street;
•  Number of exemptions from this policy.

Once a policy is passed, the work is not done. There are a number of steps that a community can take 
to ensure the implementation of complete streets. There are five key steps to follow in order to be 
successful, these include:

o	 Restructure or revise related procedures, plans, regulations and other processes to 
accommodate all users.

o	 Develop new design policies and guides or revise existing ones to reflect current best practices 
in transportation design.

o	 Ensure that staff responsible for implementing the policy, as well as community leaders and 
the general public has opportunities to attend workshops or other training opportunities so 
that everyone understands how to implement the policy effectively. 

o	 Identify ways to evaluate and measure the performance of your new complete streets by 
collecting data and sharing with the general public how well the streets are serving them. 

 
Whereas; Randolph shall implement the following steps to ensure successful implementation of 
complete streets:
Advisory Board: the town will establish an interdepartmental advisory board to oversee the implementation 
of this policy.  The committee will included members of the town (board members, planning board, 
school board, highway department), county (planning department and highway department), the 
police department as well as representatives from bicycling, pedestrian, disabled, youth and elderly 
communities or any other organizations as deemed relevant. This committee will meet quarterly and 
provide a written report to the town trustees evaluating progress and advising on implementation. 

•  Inventory: Randolph will maintain a comprehensive inventory of the pedestrian and bicycle 
infrastructure and will prioritize projects to eliminate gaps in the sidewalk and bikeway networks. 
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•  Capital Improvement and Maintenance Project Prioritization: The town will reevaluate capital 
improvement and maintenance project prioritization annually to encourage implementation of 
bicycle, pedestrian and transit improvements. 
•  Revisions to Existing Plans and Policies: Randolph will incorporate complete street principles 
into the comprehensive plan, zoning code and other plans and manual, rules, regulations and 
programs. 
•  Other Plans: Randolph will prepare, implement and maintain a Bicycle and Pedestrian 
Transportation Plan, a Safe Routes to School Plan, an Americans with Disabilities Act Transition 
Plan, and a Street Tree and Landscape Plan.  
•  Storm Water Management: Randolph will prepare and implement a plan to transition to 
sustainable storm water management techniques along our streets. 
•  Staff Training: Randolph will train all pertinent staff on the content of the complete streets 
principles and best practices for implementing the policy. 
•  Coordination: Randolph will utilize inter-departmental project coordination to promote the 
most responsible and efficient use of fiscal resources for activities that occur within the public 
right of way. 
•  Street Manual: Randolph will create and adopt a Complete Streets Design Manual to support 
implementation of this policy. 
•  Funding: Randolph will actively seek sources of appropriate funding to implement complete 
streets. 
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Draft Model Comprehensive Plan Language

Good planning practice requires that communities establish long-range comprehensive plans for future 
physical development. A comprehensive plan provides a vision of how residents and stakeholders 
wish to see their community evolve, and acts as a policy guide for decision-making regarding future 
development. By including “complete streets” language in a comprehensive plan, a community can 
promote street design and land use policies that allow people to get around safely on foot, bicycle, or 
public transportation.

Comprehensive plans generally are organized into an overarching vision with related goals, objectives, 
and policy or action steps. This model uses these terms, which are easily translated into the language 
of a given plan. Communities may include the following language in their comprehensive plan as a 
complete policy package, or may selectively adopt specific objectives or policies. Communities are 
encouraged to tailor the policy and action items to local needs, concerns, and conditions, and to 
identify the appropriate agency or department responsible for implementation5. 

5   National Policy & Legal Analysis Network To Prevent Childhood Obesity (NPLAN): Model Comprehensive Plan Language on Complete 
Streets
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TRANSPORTATION CHAPTER

Goal T1: Provide safe and comfortable routes for walking, bicycling, and public 
transportation to increase use of these modes of transportation, enable convenient and 
active travel as part of daily activities, reduce pollution, and meet the needs of all users of 
the streets, including children, families, older adults, and people with disabilities. 
Objective T1.1: Integrate Complete Streets infrastructure and design features into street 
design and construction to create safe and inviting environments for all users to walk, 
bicycle, and use public transportation.

T1.1.1. In planning, designing, and constructing Complete Streets:

o	 Include infrastructure that promotes a safe means of travel for all users along 
the right of way, such as sidewalks, shared use paths, bicycle lanes, and paved 
shoulders.

o	 Include infrastructure that facilitates safe crossing of the right of way, such as 
accessible curb ramps, crosswalks, refuge islands, and pedestrian signals; such 
infrastructure must meet the needs of people with different types of disabilities 
and people of different ages.

o	 Ensure that sidewalks, crosswalks, public transportation stops and facilities, and 
other aspects of the transportation right of way are compliant with the Americans 
with Disabilities Act and meet the needs of people with different types of disabilities, 
including mobility impairments, vision impairments, hearing impairments, and 
others.6 Ensure that the ADA Transition Plan includes a prioritization method for 
enhancements and revise if necessary.

o	 Prioritize incorporation of street design features and techniques that promote safe 
and comfortable travel by pedestrians, bicyclists, and public transportation riders, 
such as traffic calming circles, additional traffic calming mechanisms, narrow 
vehicle lanes, raised medians, bulb outs, road diets,7 high street connectivity,8 
and physical buffers and separations between vehicular traffic and other users.

o	 Ensure use of additional features that improve the comfort and safety of users:

	Provide pedestrian-oriented signs, pedestrian-scale lighting, benches 
and other street furniture, bicycle parking facilities, and comfortable and 
attractive public transportation stops and facilities.

	Encourage street trees, landscaping, and planting strips, including native 
plants where possible, in order to buffer traffic noise and protect and shade 
pedestrians and bicyclists.

	Reduce surface water runoff by reducing the amount of impervious surfaces 
on the streets.

6   	 Note that many types of accommodations for people with disabilities are mandated by federal law under the Americans with 
Disabilities Act.
7  	 A road diet is a transportation technique in which the number or width of lanes dedicated to motor vehicle traffic is decreased, 
often by combining the two central lanes into a single two-way turn lane, in order to create additional space within the right of way for 
features such as bicycle lanes, sidewalks, or buffer zones.
8   	 Connectivity describes the directness of routes and density of connections in a street network. A street network with high 
connectivity has many short links, numerous intersections, and few dead-end streets. As connectivity increases, travel distances 
decrease and route options increase, allowing more direct travel between destinations.
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T1.1.2. In all street projects, include infrastructure that improves transportation options 
for pedestrians, bicyclists, and public transportation riders of all ages and abilities.

o	 Ensure that this infrastructure is included in planning, design, approval, 
construction, operations, and maintenance phases of street projects.

o	 Incorporate this infrastructure into all construction, reconstruction, retrofit, 
maintenance, alteration, and repair of streets, bridges, and other portions of the 
transportation network.

o	 Incorporate multimodal improvements into pavement resurfacing, restriping, 
and signalization operations where the safety and convenience of users can be 
improved within the scope of the work.

o	 Develop systems to implement and monitor incorporation of such infrastructure 
into construction and reconstruction of private streets.

o	 Allow exclusion of such infrastructure from street projects only upon approval 
by the Town Board and only where documentation and supporting data indicate 
one of the following bases for the exemption: (a) use by non-motorized users is 
prohibited by law; (b) the cost would be excessively disproportionate to the need 
or probable future use over the long term; (c) there is an absence of current and 
future need; or (d) inclusion of such infrastructure would be unreasonable or 
inappropriate in light of the scope of the project.

T1.1.3. Develop policies and tools to improve the town of Randolph’s Complete Streets 
practices:

o	 Develop a pedestrian crossings policy to create a transparent decision-making 
policy, including matters such as where to place crosswalks and when to use 
enhanced crossing treatments.

o	 Develop policies to improve the safety of crossings and travel in the vicinity of 
schools and parks.

o	 Consider developing a transportation demand management/commuter benefits 
ordinance to encourage residents and employees to walk, bicycle, use public 
transportation, or carpool.

o	 Develop a checklist for Randolph’s development and redevelopment projects, to 
ensure the inclusion of infrastructure providing for safe travel for all users and 
enhance project outcomes and community impact.

T1.1.4. Change transportation investment criteria to ensure that existing transportation 
funds are available for Complete Streets infrastructure.

T1.1.5. Identify additional funding streams and implementation strategies to retrofit 
existing streets to include Complete Streets infrastructure. 

Objective T1.2: Make Complete Streets practices a routine part of Randolph’s everyday 
operations.

T1.2.1. As necessary, restructure and revise the zoning and subdivision codes, and other 
plans, laws, procedures, rules, regulations, guidelines, programs, templates, and design 
manuals, in order to integrate, accommodate, and balance the needs of all users in all 
street projects on public and private streets.
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T1.2.2. Develop or revise street standards and design manuals, including cross-section 
templates and design treatment details, to ensure that standards support and do not 
impede Complete Streets.

T1.2.3 Assess current requirements with regard to road width and turning radii in order 
to determine the narrowest vehicle lane width and tightest corner radii that safely 
balance other needs; adjust design guidelines and templates to reflect ideal widths and 
radii. 

T1.2.4. Make training available to planning and highway department personnel on the 
importance of Complete Streets and on implementation and integration of multimodal 
infrastructure and techniques.

T1.2.5. Encourage coordination among agencies and departments (Village, Town, County, 
New York State Department of Transportation, etc.) to develop joint prioritization, capital 
planning and programming, and implementation of street improvement projects and 
programs.

T1.2.6. Encourage targeted outreach and public participation in community decisions 
concerning street design and use.

T1.2.7. Establish performance standards with measurable outcomes to assess safety, 
functionality, and actual use by each category of users.

T1.2.8. Replace automobile level of service as a dominant determinant with multimodal 
level of service assessment criteria.

T1.2.9. Collect baseline data and regularly gather follow-up data in order to assess 
impact of policies.

o	 Collect data regarding the safety, functionality, and actual use by each category 
of users of the neighborhoods and areas within Randolph.

o	 Track performance standards and goals.

o	 Track other performance measures such as number of new curb ramps and new 
street trees or plantings.

o	 Require major employers to monitor how employees commute to work.

Objective T1.3: Plan and develop a comprehensive and convenient bicycle and pedestrian 
transportation network.

T1.3.1. Develop a long-term plan for a bicycle and pedestrian network that meets the 
needs of users, including pedestrians, bicyclists, and people of all ages and abilities, 
including children, youth, families, older adults, and individuals with disabilities.

o	 Conduct a demand analysis for each category of user, mapping locations that 
are already oriented to each mode of travel and type of user and those for which 
there is latent demand.

o	 For each category of user, map out a preferred transportation network with routes 
that will enable safe, interconnected, direct, continuous, and efficient travel from 
each major origination area to each major destination area. 

o	 Encourage public participation in community decisions concerning the demand 
analysis, preferred route network, and street design and use to ensure that such 
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decisions: (a) result in streets that meet the needs of all users, and (b) are responsive 
to needs of individuals and groups that traditionally have not participated in 
public infrastructure design. Include pedestrians, bicyclists, individuals with 
disabilities, children and youth, families, older adults, public transportation 
riders, low-income communities, communities of color, and other distinct social 
groups, and their advocates. Establish ongoing advisory committees and public 
feedback mechanisms.

o	 Identify and prioritize necessary changes in order to implement the preferred 
network; prioritize neighborhoods with the greatest need and projects that 
significantly alleviate economic, social, racial, or ethnic inequities.

o	 Ensure that the networks provide ready access to healthy sources of nutrition.

o	 Explore the use of non-standard locations and connections for bicycle, pedestrian, 
such as easements, restored stream corridors, and railroad rights-of way.

T1.3.2. Evaluate timeline and funding of the plan.

o	 Assess the degree to which implementation of the plan can be coordinated with 
planned reconstruction of streets, development projects, utility projects, and 
other existing funding streams.

o	 Develop funding strategies for addressing additional needs; actively pursue 
funding from state, federal, and other sources. 

o	 Explore imposing development impact fees and dedication requirements on new 
development to create paths and other Complete Streets infrastructure.

T1.3.3. In collaboration with Cattaraugus County and the New York State Department of 
Transportation, integrate bicycle and pedestrian facility planning into regional and local 
transportation planning programs and agencies to encourage connectivity between 
jurisdictions.

T1.3.4. Develop programs to encourage bicycle use, such as enacting indoor bicycle 
parking policies to encourage bicycle commuting, or testing innovative bicycle facility 
design.

Objective T1.4: Promote bicycle and pedestrian safety.
T1.4.1. Identify physical improvements that would make bicycle and pedestrian travel 
safer along current major bicycling and walking routes and the proposed future network, 
prioritizing routes to and from schools.

T1.4.2. Identify safety improvements to pedestrian and bicycle routes used to access 
public transportation stops; collaborate with transit to relocate stops where advisable.

T1.4.3. Identify intersections and other locations where collisions have occurred or that 
present safety challenges for pedestrians, bicyclists, or other users; consider gathering 
additional data through methods such as walkability/bikeability audits; analyze data; 
and develop solutions to safety issues.

T1.4.4. Prioritize modifications to the identified locations and identify funding streams 
and implementation strategies, including which features can be constructed as part of 
routine street projects.

T1.4.5. Collaborate with schools, senior centers, advocacy groups, and public safety 
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departments to provide community education about safe travel for pedestrians, 
bicyclists, public transportation riders, and others.

T1.4.6. Use crime prevention through environmental design strategies9 to increase 
safety for pedestrians, bicyclists, and other users.

T1.4.7. As necessary, public safety departments should engage in additional enforcement 
actions in strategic locations.

Objective T1.5: Make public transportation an interconnected part of the transportation 
network.

T1.5.1. Partner with local transit to enhance and expand public transportation services 
and infrastructure throughout Randolph  and the surrounding region; encourage the 
development of a public transportation system that increases personal mobility and 
travel choices, conserves energy resources, preserves air quality, and fosters economic 
growth.

T1.5.2. Work jointly with local transit to provide destinations and activities that can be 
reached by public transportation and are of interest to public transportation-dependent 
populations, including youth, older adults, and people with disabilities.

T1.5.3. Collaborate with local transit to incorporate infrastructure to assist users 
in employing multiple means of transportation in a single trip in order to increase 
transportation access and flexibility; examples include, but are not limited to, provisions 
for bicycle access on public transportation, secure bicycle racks at transit stops, access 
via public transportation to trails and recreational locations, and so on.

T1.5.4. Ensure safe and accessible pedestrian routes to public transportation stops; 
relocate stops if safe routes are not feasible at current location.

T1.5.5. Work with local transit  to ensure that public transportation facilities and vehicles 
are fully accessible to people with disabilities. 

T1.5.6. Explore working with local transit  to provide travel training programs for older 
adults and people with disabilities, and awareness training for vehicle operators.

T1.5.8. Partner with local transit to collect data and establish performance standards 
related to these steps.

9   	 Crime prevention through environmental design (CPTED) involves designing the built environment to deter criminal behavior. 
CPTED aims to create environments that discourage the commission of crimes by influencing offenders to not commit a contemplated 
crime, usually due to increased fear of detection. 
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LAND USE CHAPTER
Communities may also find it beneficial to include complete streets concepts in their Land Use; 
Schools/Public Facilities; Parks and Recreation; and Community Health chapters of their plans to 
increase the integration of the plan as a whole. 

Goal LU1: Ensure that land use patterns and decisions encourage walking, bicycling, and 
public transportation use, and make these transportation options a safe and convenient 
choice.
Objective LU1.1: Plan, design, and create complete and well-structured neighborhoods 
whose physical layout and land use mix promote walking, bicycling, and public 
transportation use as a means of accessing services, food, retail, employment, education, 
childcare, recreation, and other destinations.

LU1.1.1. Encourage mixed-use development to allow siting of residential, retail, office, 
recreational, and educational facilities within close proximity to each other to encourage 
walking and bicycling as a routine part of everyday life.

o	 Maximize the proportion of residences within ¼ mile of uses like parks, schools, 
grocers, retailers, service providers, employment, public transportation, and 
other desirable community features.

LU1.1.3. Promote infill development and redevelopment; new construction should 
occur in a compact form in developed locations whenever feasible.
LU1.1.4. Encourage the creation of high-quality community plazas, squares, greens, 
commons, community and neighborhood parks, and rooftop gardens; explore creation 
of shared streets.
LU1.1.5. Require safe and convenient walking, bicycling, and public transportation 
features in new or renovated development.
LU1.1.6. Require transportation demand management strategies in development plans.
LU1.1.7. Explore imposing development impact fee, use fee, and dedication requirements 
on new development to fund multimodal transportation.

Objective LU1.2: Require street design that creates public space that is safe and welcoming 
for pedestrians.

LU1.2.1. Encourage street-oriented buildings; locate parking lots, if provided, in rear of 
retail and business centers.
LU1.2.2. Provide pedestrian-scale lighting.
LU1.2.3. Encourage a high proportion of streets where building façades have abundant 
windows and entrances facing the street and create a human-scaled wall near the lot 
line.
LU1.2.4. Encourage ground-level business uses that support pedestrian activity, such as 
retail, restaurants, and services.
LU1.2.5. Reduce the proportion of street frontages and rights of way lined by parking 
lots, blank walls, or empty lots.
LU1.2.6. Where parking lots are located between commercial buildings and streets, 
require or encourage creation of a pedestrian path from the street to the entrance. 
LU1.2.7. Increase street connectivity.



- 18 -

SCHOOLS/ PUBLIC FACILITIES CHAPTER
Goal S1: Increase children’s physical activity to benefit their short- and long-term health 
and improve their ability to learn.
Objective S1.1: Provide children with safe and appealing opportunities for walking and 
bicycling to school in order to decrease rush hour traffic and fossil fuel consumption, 
encourage exercise and healthy living habits in children, and reduce the risk of injury to 
children through traffic collisions near schools.

S1.1.1. Support Safe Routes to Schools programs.
o	 Work with the Randolph Central School District to pursue encouragement 

programs such as Walk and Bike to School Days, as well as “Walking School 
Bus”/“Bike Train” programs at elementary schools, where parents take turns 
accompanying a group of children to school on foot or via bicycle.

o	 Gather baseline data on attitudes about and levels of walking and bicycling to 
school, through student tallies and parent surveys; gather additional data each 
spring and fall to measure progress.

o	 Work with Randolph Central School District and advocates to obtain Safe Routes 
to School funding to implement educational programs.

o	 Work with RandolphCentral School District to encourage educational programs 
that teach students safe walking and bicycling behaviors, and educate parents 
and drivers in the community about the importance of safe driving.

o	 Work with law enforcement to enforce speed limits and traffic laws, assist in 
ensuring safe crossings, and promote safe travel behavior within the schools.

o	 Encourage parents to get children to school through active travel such as walking 
or bicycling.

S1.1.2 Prioritize safety and roadway improvements around schools.
o	 Conduct walkability and bikability audits along routes to schools to identify 

opportunities and needs for infrastructure improvements.
o	 Ensure that speed limits in areas within 1,000 feet of schools are no greater than 

15 miles per hour.
o	 Assess traffic speeds, volumes, and vehicle types around schools; implement 

traffic calming in areas immediately around schools where indicated by speed 
and volume; consider closing streets to through traffic during school hours if 
other methods cannot reduce threat to safety. 

o	 Pursue Safe Routes to School funding to implement infrastructure improvements.
S1.1.3. Work with the Central School District to improve transportation safety around 
schools, including drop-off and pickup zones, as well as locations where interactions 
occur between pedestrians, bicyclists, automobiles, and buses.
S1.1.4. Work with the Central School District to locate and design new and remodeled 
schools to be easily accessible by foot or bicycle for the largest number of students 
possible by taking steps such as locating new schools in or near neighborhoods where 
students live, providing safe and secure bicycle parking within school facilities, and 
allowing convenient access to schools from public streets. 
S1.1.5. Locate sports fields near schools, or pursue joint use agreements with Randolph 
Central School District to allow school fields to be available for public use outside of 
school hours.
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PARKS AND RECREATION CHAPTER
Goal P1: Increase use of parks and open space for physical activity and encourage 
residents to access parks by walking, bicycling, or public transportation.
Objective P1.1: Create safe routes to parks and open space.

P1.1.1. Encourage the development of parks and open space with a network of safe 
and convenient walking and bicycle routes, including routes that access other popular 
destinations, such as schools.
P1.1.2. Implement traffic-calming measures near parks where advisable due to vehicle 
speeds and volumes.
P1.1.3. Improve intersections at access points to parks to create greater visibility for all 
users, and provide accessible curb ramps and additional time to cross the street.
P1.1.4. Improve public transportation connections to trails, parks, and other recreational 
locations.
P1.1.5. Ensure that all parks and open space can be reached through safe routes for 
bicycling, walking, and public transportation.
P1.1.6. Ensure that trails, parks, and open spaces have secure bicycle parking facilities. 

COMMUNITY HEALTH CHAPTER 
Goal H1: Improve health, safety, and mental well-being of residents by creating convenient 
and safe opportunities for physical activity. 
Objective H1.1: Ensure that residents of all ages and income levels can walk and bicycle 
to meet their daily needs.

H1.1.1. Improve bicycle, pedestrian, and public transportation access to residential 
areas, educational and childcare facilities, employment centers, grocery stores, retail 
centers, recreational areas, historic sites, hospitals and clinics, and other destination 
points. 
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Draft Model Zoning Code Language

Zoning is the mechanism by which villages, towns and counties regulate how parcels of land can 
be developed — both the types of uses allowed and the features of the physical structures that can 
be built. Zoning works by legally dividing a jurisdiction into separate geographic districts or “zones” 
and then applying different rules or regulations that govern the built environment within each zone. 
Zoning codes generally determine what types of structures can be located in each zoning district (e.g., 
how large or small a structure can be, how tall, etc.) and how structures within the district can be used 
(e.g., residential, commercial, industrial, etc.).

Zoning codes have a big influence on how pedestrian friendly or bike-friendly a community is. Not 
only do zoning codes create rules about the size, location, and use of buildings within a zoning district, 
but they also govern the surrounding public spaces. For example, zoning codes set standards for the 
width of sidewalks and streets, the location and frequency of crosswalks, the placement of pedestrian 
medians, the installment of bicycle lanes, or the inclusion of traffic-calming devices such as speed 
bumps. Zoning codes can also create mixed-use districts where structures can be used for both 
commercial and residential purposes, allowing more commerce to happen where people live and 
reducing the need for motor vehicles.

To be legally valid, zoning codes have to be reasonably related to the public welfare, they must comply 
with all constitutional requirements such as due process, and they must be consistent with the 
comprehensive or general plan of the jurisdiction. In addition, zoning may run afoul of the law when 
it has a disproportionately adverse impact on specific protected classes of people, such as minorities 
or immigrant populations. In general, any ordinance to amend a zoning code will include a series of 
“findings” that outline the rationale for the proposed changes, demonstrating that they are reasonably 
related to the public welfare, consistent with the comprehensive plan, and not discriminatory or 
otherwise unconstitutional.

Provided is a series of potential zoning code amendments that will support the regular implementation 
of Complete Streets. 
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BUILDING ENTRIES

Building entrances are often obscured by parking 
spaces or, in some instances, parking lots that 
create dangerous environments for pedestrians. 
This type of configuration increases the likelihood 
of injury and may discourage pedestrians from 
accessing these services.

Code Example: Principal building entrances shall 
face the primary street serving the development 
or shall be oriented toward a focal point such 
as a landscaped public square, plaza or similar 
formal public open space. All structures that 
are located along the primary street serving the 
development shall also have doors or windows 
facing the primary street. Principal buildings shall 
be parallel to the primary street. If the prevalent 
(more than 50 percent) orientation of buildings 
on the block is at an angle to the street, the 
new building’s orientation shall be the same as 
other buildings. The walls of buildings on corners 
should be parallel to the streets.

Retail and office uses within buildings facing two 
or more streets shall have at least one customer 
entrance facing the primary street and one 
customer entrance facing the secondary street 
or instead of two entrances, a corner entrance.

BUILDING FACADES

Vast, monolithic buildings present too much dead 
space, making pedestrians feel small and out of 
place. Wide unadorned buildings don’t offer as 
much visual variety as a row of smaller buildings, 
and they provide fewer ground-level services 
and window displays. To keep an area visually 
interesting and define the spaces on the street, 
communities can provide for narrow buildings 
with many windows or ensure that large, wide 
buildings are broken into comfortable units 
by using design features (windows, awnings, 
balconies) that visually delineate human-scale 
spaces. In addition, by encouraging small retail 
uses on the first floor, pedestrians experience 
a wide building as a series of stimulating, 
appropriately scaled locations.

Code Example: Large building masses shall be 
divided into heights and sizes that relate to human 
scale by incorporating changes in building mass 
or direction, sheltering roofs, a distinct pattern of 
divisions on surfaces, windows, trees, and small 
scale lighting. No new buildings or contiguous 
groups of buildings shall exceed a combined 
contiguous building length of three hundred feet 
(300’).
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DEAD SPACE

It is unappealing to walk by the blank, unfriendly 
expanses created by windowless structures or 
by parking lots or garages. “Dead spaces” like 
these lack visual interest, often feel oppressive to 
pedestrians, and can encourage crime.

Code Example: Within the business district, 
parking is not permitted at street level unless 
separated from the street by other uses, provided 
that garage doors need not be separated. Within 
other districts, parking may be permitted at 
street level if:

•  At least thirty (30) percent of the street 
frontage of any street level parking area, 
excluding that portion of the frontage 
occupied by garage doors, is separated from 
the street by other uses;
•  The portion of the parking, excluding 
garage doors, that is not separated from the 
street by other uses is screened from view at 
street level; and
•  Architectural detailing, artwork, 
landscaping, or similar visual interest features 
enhance the street facade. 

EYES ON THE STREET

By encouraging development that leads people to 
naturally monitor the streetscape and one another, 
communities can enhance safety. Buildings 
with porches, balconies, and windows that face 
streets, parks, and plazas help put more “eyes on 
the street.” Communities can also increase this 
type of visibility by purposely providing seating 
on the street and by encouraging the presence of 
street vendors and outdoor dining in areas that 
need the most surveillance.

Code Example: Front porches may extend up 
to ten feet into street yards provided they are 
at least eight feet deep. Partial walls, screened 
areas, and railings on porches that extend into 
the street yard may be no higher than 42 inches. 
Porches must remain set back at least the 
following distances from a public right-of-way: 

•  In the Business district zone, zero feet.
•  In the Residential zone, two feet – five feet.

Stoops may extend into street yards in the 
business and residential zones provided their 
upper platform is no higher than 42 inches above 
the sidewalk. Partial walls and railings on stoops 
may be no higher than 42 inches. 

Primary facades on all Pedestal Building, Lined 
Building, and Mixed-Use Building Lots must have 
between 30 percent and 75 percent of the primary 
facade of each story in transparent windows. 
For windows to be considered transparent, the 
window glass, whether integrally tinted or with 
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applied film, must transmit at least 50 percent 
of visible daylight. In addition, retail stores must 
comply with the following:

•  The ground story’s primary facade must 
have transparent storefront windows covering 
no less than 75 percent of its principle plane 
in order to provide clear views of merchandise 
in stores and to provide natural surveillance 
of exterior street spaces.

 

LAND USE: COMMERCIAL

Having stores, parks, libraries, and restaurants at 
street level allows people to run errands on foot 
and helps create more walkable and inviting areas. 
Zoning is an effective strategy for prohibiting 
unhealthy or hazardous uses. A community may 
want to discourage drive-through restaurants, big 
box stores, and auto repair shops in pedestrian- 
and bicycle-oriented areas. 

Code Example: To support active, pedestrian-
oriented commercial uses on important 
commercial streets. “Active commercial 
uses” shall include those uses specifically 
identified including amusement game arcade, 
animal hospital, automobile sale or rental 
(with qualifications), bar, business goods and 
equipment sales and repair service, eating and 
drinking use, entertainment, tourist-oriented gift 
store, institutions, jewelry store, neighborhood 
serving business, public use (with qualifications), 
restaurant, retail sales and service, financial 
service, medical service, personal service, take-
out food, trade shop, walk-up facility, and; shall 
not include uses oriented to motor vehicles 
except for automobile sale or rental where curb 
cuts, garage doors, or loading access are not 
utilized or proposed, and such sales or rental 
activity is entirely within an enclosed building 
and does not encroach on surrounding sidewalks 
or open spaces.
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LAND USE: MIX

Neighborhoods that have a mix of uses allow 
people to run errands, commute to work, 
and access daily services without the need to 
drive. Mixed-use storefronts that open out to 
sidewalks are more attractive and interesting 
and invite pedestrian activity. Codes can require 
or incentivize development that includes a 
combination of uses that are mixed vertically 
(within the same building) or horizontally (along 
the same block).

Code Example: Each neighborhood must contain 
a mixture of lot types to provide a variety of 
uses and diverse housing options within the 
neighborhood. Differing lot types may be 
placed back-to-back on a single block to provide 
harmonious transitions between lot types. Lot 
types should be selected to provide buildings 
of like scale and massing on opposite sides 
of streets. Each neighborhood must contain 
at least one Mixed-Use or Retail Building Lot. 
Each neighborhood must contain at least three 
Civic Building Lots; one civic building must be 
constructed within two years after development 
commences.

LANDMARKS 

Landmarks serve as points of reference for 
pedestrians and others as they find their way. 
They help people recognize and remember routes, 
they contribute to the identity and character 
of an area, and they can act as gateways that 
orient travelers who are approaching or leaving 
a district. Landmarks can include monuments, 
natural objects, buildings, or other structures 
that have notable physical features or historical 
significance. A landmark such as a plaza or square 
can also serve as a place where people gather or 
events take place.

Code Example: It is hereby declared as a matter of 
public policy that the protection, enhancement, 
and perpetuation of properties of historical, 
cultural, and esthetic merit are in the interests of 
the health, prosperity, and welfare of the people 
of Randolph. Therefore, this chapter is intended 
to:

•  Effect and accomplish the protection, 
enhancement, and perpetuation of 
improvements and landscape features of 
landmark districts, which represent distinctive 
elements of the city’s cultural, social, 
economic, political, and architectural history;
•  Safeguard the city’s historic, aesthetic and 
cultural heritage, as embodied and reflected 
in such landmarks to next search terms and 
districts;
•  Foster civic pride in the accomplishments 
of the past;
•  Protect and enhance the city’s attraction to 
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visitors and the support and stimulus to the 
economy thereby provided; and
•  Promote the use of landmarks and historic 
districts for the education, pleasure, and 
welfare of the people of (your community).

LIGHTING

Lighting that is designed for pedestrians is 
important in areas in which people will walk 
after dark. Such lighting is important to address 
actual personal and traffic safety concerns, as 
well as to increase the perception of safety and 
encourage use of the area after dark. Pedestrian-
scale lighting differs from standard road lighting 
in a variety of ways. First, it is closer to the 
ground. In addition, it is spaced together closely 
to create an even lighting of the sidewalk instead 
of alternating bright and dark spaces. Pedestrian 
oriented lighting also usually features a white 
light, rather than yellow light, which is more 
inviting to pedestrians. Finally, pedestrians 
appreciate and enjoy lamps that have interesting 
or attractive shapes. As a further benefit, human-
scale lighting, like other street furniture, alerts 
drivers to the presence of pedestrians in an area.

Code Example: Lighting shall be designed and 
located at a pedestrian scale consistent with 
pedestrian movements and the neighborhood. 
Lighting shall be concealed or shielded to avoid 
glare and off-site impacts on abutting properties. 
Lighting poles and fixtures shall be compatible 
with the function and design of the feature and 
abutting properties.
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PUBLIC ART

Public art pieces (such as sculptures or murals 
in plazas, parks, or buildings) create active 
destinations for art lovers, give character to an 
area, and serve as landmarks, helping people 
find their way. Involving community members 
in the process can deter graffiti and enhance a 
sense of community.

Code Example: Public art is subject to the 
following standards: 

•  The art shall be valued at not less than one-
fourth (.25) of one (1) percent of the capital 
cost of the principal structure; 
•  The art shall be located where it is highly 
visible to the public; 
•  The art shall be maintained in good order 
for the life of the principal structure.

PUBLIC SPACES

Codes can creatively use the development 
process to increase the number and quality of 
public plazas and waiting spaces.

Code Example: Plazas or public spaces shall 
incorporate at least three (3) of the five (5) 
following elements:

•  Sitting space of at least one sitting space 
for each two hundred fifty (250) square feet 
shall be included in the plaza. Seating shall be 
a minimum of sixteen inches (16”) in height 
and thirty inches (30”) in width. Ledge benches 
shall have a minimum depth of thirty inches 
(30”);
•  A mixture of areas that provide shade;
•  Trees in proportion to the space at a 
minimum of one tree per eight hundred (800) 
square feet, at least two inch (2”) caliper when 
planted;
•  Water features or public art; and/or
•  Outdoor eating areas or food vendors.
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SIDEWALKS

In many communities, sidewalks start and 
stop without warning or are lacking altogether 
endangering pedestrians. In addition, narrow 
sidewalks can force pedestrians to walk into 
the street to get around obstacles and other 
people. Sidewalks should be wide enough to 
accommodate a landscaped “planting strip,” 
which serves as a barrier from traffic and a place 
to plant trees for shade and beauty. Ideally, 
sidewalks should also be wide enough to allow 
benches for older adults and families to stop and 
rest or relax.

Code Example: The owner shall construct a 
sidewalk no less than five (5) feet and no more 
then twelve (12) feet in width. The owner shall 
plant street trees adjacent to the street. The trees 
shall meet criteria prescribed by Randolph. 

SIGNAGE

People on foot experience signs differently 
than those in cars. At 25 or 45 miles per hour, 
signs need to be big, bold, avoid details, and be 
posted a block before the location the sign refers 
to. Signage intended for pedestrians should 
be visually interesting, informative, and scaled 
appropriately. All too often when signs are 
oriented toward vehicles, street and directional 
signage is secondary, while advertising signs loom 
large and bright, cluttering up the view. Coherent 
signage that is consistent in shape, size, color, 
height, and lettering gives pedestrians a feeling of 
order as they walk, can add to a place’s identity, 
and can assist pedestrians with wayfinding, which 
is crucial since pedestrians may become far more 
exhausted if they lose their way than is likely for 
drivers.

Code Example: Any sign, where permitted as part 
of, and consistent with Randolph’s Vision Plan, 
shall be consistent with the context, scale, and 
character of the neighborhood and in particular 
streetscape where the sign is to be located. The 
feature’s mass and scale and the neighborhood 
in which it is located shall be considered in any 
sign size and design to ensure sensitivity and 
proportion to surrounding properties.
 
Photo credit: http://downtownbellevue.
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STREET FURNITURE

Public benches and seating where pedestrians can 
take a rest, meet a friend, or wait for transit are 
important for pedestrian-oriented areas. Older 
adults, pedestrians with disabilities, and families 
may need to stop and rest frequently. Street 
furniture (such as benches, drinking fountains, 
and trash cans) is often regarded as an optional 
amenity, but can contribute markedly to the 
comfort and character of an area for pedestrians. 
Seating areas should include amenities such 
as shade trees, shelter, attractive lighting, and 
informational signage. By making these spaces 
visible from surrounding areas, safety is improved 
for both those seated and pedestrians within the 
vicinity. To avoid visual clutter and pedestrian 
obstruction, street furniture should be grouped 
at particular intervals along the street so that the 
clusters of furniture can function as pedestrian 
rest stops and potential gathering areas without 
impeding pedestrian movement.

Code Example: The Main Street commercial 
corridor, as well as other distinct areas of 
the town that have diverse character and any 
street furniture selected for these areas should 
complement these differences. In addition, the 
clustering of street furniture in one (1) place 
is recommended. Trash receptacles, seating, 
bike racks and other street furniture should be 
grouped together.

•  Circulation. A clear path-of-travel of forty-
eight (48) inches wide shall be maintained in 
and around street features and arrangement.
•  Seating. Seating should be physically 
comfortable and inviting, durable and 
attractive. Plaza and open space seating 
should also be socially comfortable by 
offering a variety of choices such as in the sun 
or shade, near traffic and activity or not, and 
alone or in groups.
•  Drinking Fountains. Placing drinking 
fountains in new development is encouraged. 
Fountains should be placed within general 
areas of pedestrian traffic and located on 
accessible surfaces.
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•  Trash Receptacles. Trash receptacles 
should blend visually with their surroundings 
and their design and location should make 
use as convenient as possible.

STREET WALLS

A street wall consists of a continuous set of 
building facades with similar heights that are set 
back a similar distance from the property line. 
For pedestrians, having a street wall on both 
sides of the street creates a feeling of comfort 
and enclosure. Buildings should not stand too 
far apart from each other, and driveways should 
be kept to a minimum, not only to preserve the 
continuity of the street wall, but also so that 
pedestrians do not have to dodge cars turning 
into or out of driveways.

Code Example: Street Façade. On each lot the 
building facade shall be built to the required 
building line for at least 80 percent of the required 
building line length. The building facade shall be 
built to the required building line (RBL) within 
30 feet of a block corner. These portions of the 
building facade (the required minimum build-to) 
may include jogs of not more than 18 inches in 
depth except as otherwise provided to allow bay 
windows, shop front, and balconies.
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STREETS: CONNECTIVITY

An interconnected street network is crucial 
for pedestrians. Shorter blocks with frequent 
crossings provide quick connections so 
pedestrians can get directly to their destinations. 
The traditional grid street network brings a 
variety of benefits to pedestrians — direct routes, 
parallel streets that provide interesting alternate 
routes, clear orientation so that pedestrians do 
not get lost easily, and an orderly progression of 
streets.

Code Example: Each neighborhood must provide 
an interconnected network of streets, alleys or 
lanes, and other public passageways.

•  Neighborhood streets must be designed 
to encourage pedestrian and bicycle travel by 
providing short routes to connect residential 
uses with nearby commercial services, schools, 
parks, and other neighborhood facilities  
 
 

 
 
within the same or adjoining Towns or Villages. 
Sidewalks and rows of street trees must be 
provided on both sides of all neighborhood 
streets;
•  Neighborhood streets do not have to 
form an orthogonal grid and are not required 
to intersect at ninety-degree angles. These 
streets may be curved or bent but must 
connect to other streets;
•  A continuous network of rear and side 
alleys and/ or lanes is desirable to serve as 
the primary means of vehicular ingress to 
individual lots;
•  Cul-de-sacs are not permitted except where 
physical conditions such as freeways provide 
no practical alternatives for connection for 
through traffic; and
•  Street stubs must be provided to adjacent 
undeveloped land to ensure an integrated 
street network is achieved over time.
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STREETS: BLOCK LENGTH

Long street blocks are inconvenient and unsafe 
for pedestrians. Long blocks commonly have 
crosswalks only at intersections, imprisoning 
cautious pedestrians on one side of the street 
and indirectly encouraging unsafe mid-street 
crossings as the only practical means to access 
places directly across the street. Long blocks also 
encourage higher vehicle speeds due to fewer 
traffic calming mechanisms than shorter blocks, 
with more frequent intersections, provide. 
Vehicles are less likely to anticipate pedestrians 
on the road, leading to more collisions, and 
vehicle-pedestrian collisions at higher vehicle 
speeds are more serious and lethal. Long blocks 
also require pedestrians to go out of their way 
to get to locations that are on the next block 
over. Shorter blocks and more crossings provide 
flexibility and options for pedestrians. Mid-
block street crossings and pedestrian walkways 
through the middle of large blocks or buildings 
also help address these problems, but mid-block 
pedestrian crossings must be designed to be  
safe and clearly apparent to vehicle operators. 
These approaches make walking more direct and 
convenient by offering more opportunities for 
pedestrians to safely access destinations around 
their community.

Code Example: Block Size. Block perimeter for 
new development shall not exceed a maximum 
of 1600 feet. No block shall exceed 400 feet in 
length measured from center of R.O.W. [Right of 
Way]. Block lengths longer than 300 feet shall be 
provided with mid-block access points. If a block 
size in a developed area exceeds these standards, 
midblock pedestrian access points shall be 
included in any redevelopment projects such 
that block lengths do not exceed 400 feet. The 
Planning Board may modify block size standards 
based on limitations of existing conditions.

 

STREETS: ROAD WIDTH

Wide streets with many lanes of traffic are 
common, but they are difficult and dangerous for 
pedestrians to cross or cyclists to navigate. Multiple 
lanes of fast-moving cars can be dangerous and 
often feel threatening to pedestrians walking 
along a thoroughfare. Encouraging narrower 
roads is one of the best ways to increase safety 
and comfort for pedestrians and cyclists. 
Large, wide roads can become safer and more 
attractive by expanding sidewalks and adding 
landscaped “planting strips” that buffer the 
sidewalk from the street. Other helpful additions 
include bicycle lanes, bulbouts, and landscaped 
medians. Bulbouts extend the sidewalk into the 
intersection, shortening the crossing distance for 
pedestrians, while medians provide a safe waiting 
place for pedestrians who are not able to cross all 
lanes at once.

Code Example: The County and its town and 
villages shall establish standards for local 
streets and access ways that minimize pavement 
width and total right-of-way consistent with the 
operational needs of the facility. The intent of this 
requirement is for the New York State Department 
of Transportation and local governments to 
consider reducing excessive standards for local 
streets and access ways in order to minimize the 
cost of construction, provide for more efficient 
use of land, provide for emergency vehicle access 
while discouraging inappropriate traffic volumes 
and speeds, and which accommodate convenient 
pedestrian and bicycle circulation.
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STREETS: SAFE CROSSINGS

Pedestrians must be able to cross streets safely. 
More than 40 percent of pedestrian fatalities 
take place where no crosswalk is available. Often, 
marked crosswalks alone are insufficient to 
protect pedestrians, and additional infrastructure 
is necessary to make the crossing safe. Crosswalk 
signal timing should be designed to allow 
potentially vulnerable populations, such as older 
adults, adequate time to cross and, wherever 
possible, the signals should have countdown 
clocks. In areas with long blocks, or where 
pedestrians use both sides of the street heavily, 
crosswalks located both in the middle and at the 
end of blocks are helpful.

However, mid-block crossings can be particularly 
dangerous because drivers may not anticipate 
or see pedestrians. Dangerous crossings can be 
made safer by installing features like signals, 
signage, crosswalk striping, flashing beacons 
or pedestrian-activated traffic signals, curb 
extensions or bulbouts, and median refuges. 
There are additional safety considerations 
for crossings. Ramps and curb cuts leading to 
crossings should feature high-contrast detectable 
warning strips to alert pedestrians, particularly 
those who may be vision impaired, that they are 
approaching traffic.

Code Example: Design Solutions at Wide 
Intersections. The following techniques are 
appropriate to use to improve pedestrian 
conditions and access at wide intersections,  

 
 
 
 
particularly on Main Street where appropriate 
right-of-way exists, and maybe incorporated into 
a design:

•  Center medians to provide a refuge for 
slower pedestrians;
•  Accessible pedestrian signals to assist in 
providing people with vision impairments 
enough time to cross the street;
•  Increase crossing times so that people 
who walk slowly will have sufficient time to 
cross before the signal indication changes;
•  Increase the crossing times so that people 
who delay the start of their crossing to confirm 
the WALK interval will have sufficient time to 
cross before the signal indication changes;
•  Prohibit left turns during the WALK interval;
•  Restrict right turns on red;
•  Enhance the visibility of the crosswalk 
markings or consider a raised crosswalk with 
detectable warnings (truncated domes) at 
both ends;
•  Reduce crossing distances and increase 
visibility through the construction of curb 
extensions;
•  Reduce traffic speed;
•  Clarify the pedestrian crossing 
area by installing stamped or raised 
crosswalks with detectable warnings 
(truncated domes) installed at both ends; 
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•  Pedestrian lead time and an accessible  
pedestrian signal so pedestrians, including those 
with vision impairments, can assert themselves 
in the crosswalk before motorists start making 
right and left turns;
•  Mid-block signalized crossing with accessible 
pedestrian signal opportunities at busy 
intersections to encourage people to cross 
where there are fewer potential points of conflict 
between pedestrians and motorists;
•  Traffic and pedestrian signal indications if 
they do not already exist.

STREETS: TRAFFIC BUFFERS

Providing a physical barrier between traffic and 
the sidewalk makes pedestrians feel less exposed 
and increases their safety by providing protection 
from vehicles. Planting strips and furniture 
zones enhance the attractiveness and utility of 
the sidewalk, by providing space for trees (and 
shade), seating, and other amenities. On-street 
parking serves as an effective buffer from traffic 
for pedestrians and can have a traffic calming 
effect, although street parking poses dangers 
to bicyclists. Some communities have worked 
around this problem by moving bicycle lanes 
between sidewalks and parking strips.

Code Example: Sidewalks shall be at least 84” wide 
measured from the face of curb to the building 
facade, shall include a pedestrian zone and a 
streetscape zone, and may include a storefront 
zone.

•  Pedestrian zone. The pedestrian zone is 
that portion of the sidewalk that is maintained 
free of any obstructions to allow for the 
passage of pedestrians. The pedestrian zone 
shall be at least 48 inches wide and shall not 
be shared with the streetscape or storefront 
zones. If the width of the pedestrian zone 
is less than five feet wide for more than 50 
linear feet, passing spaces must be provided 
at intervals of no less than 200 feet apart and 
must provide an area of at least five feet by 
five feet to allow two wheelchairs to pass each 
other.
•  Streetscape Zone — That portion of the 
sidewalk located between the curb line and 
the Pedestrian Zone in which the following 
elements are located, following authorization 
by the planning board: Street trees/grates, 
planting strips, raised planters, Street light 
standards, Street signs/pedestrian wayfinding 
signs, Transit stops, Media boxes, Postal/
freight collection boxes, Parking meters, Utility 
boxes/public phones/ fire protection, Seating 
(with/without tables), Trash receptacles, Public 
art/water feature, Bike racks. The Streetscape 
Zone shall be at least 48” wide when trees are 
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included.
 
 

STREETS: TRAFFIC CALMING

For decades, streets have been designed with 
the primary goal of moving cars as quickly as 
possible. But high-speed driving environments 
increase the number of collisions and the 
severity of injuries, both for motorists and for 
pedestrians. Reducing how rapidly cars drive on a 
street is crucial not only for pedestrian safety, but 
also for the livability and social and recreational 
functions of a street. To reduce traffic speed and 
increase pedestrian visibility, communities can 
introduce narrow streets, roundabouts, medians, 
speed humps, street signs alerting drivers to the 
presence of pedestrians, and bulbouts at places 
where pedestrians cross the street.

Code Example: Traffic Calming. The purpose of 
this section is to protect the public health, safety 
and general welfare by ensuring that speeds 
on local streets are suitable for their intended 
purpose. The city hereby finds and determines 
that long blocks, wide street cross sections 
and uninterrupted traffic flows can encourage 
speeding on local streets. Accordingly, these 
design standards will slow traffic on local streets 
while allowing flexibility in design and offering 
applicants the choice of treatment that works 
best for the streets in a proposed development.

Choker: 
A physical constriction built at the curbside of 
the roadway effectively reducing the width of the 
travel lane.

•  Placement. Normal turning radii should 
be accommodated. Visibility should be 
a key design consideration with features 
such as advance warning signs, reflective 
channelization, reflectors on curbs and 
elevated landscape elements.
•  Advantages. Effective lane narrowing 
results in lower speeds, provides parking 
protection, and shortens pedestrian crossing 
distance. With landscape enhancements, 
improves aesthetic value of intersection.
•  Disadvantages. Potential drainage 
problems; increases maintenance costs.

Photo credit: City of Seattle DOT.
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Raised Crosswalk: 
A raised hump (a pavement undulation) in the 
roadway with an eight-foot to ten-foot’ wide 
flattop, extending across the road perpendicular 
to the direction of traffic flow. The top is typically 
striped with Manual for Uniform Traffic Control 
Devices (MUTCD) compliant crosswalk markings.

•  Placement. Where significant number of 
pedestrians (10—20 per hour in a minimum 
four-hour period of a typical day) cross 
the roadway with 85th percentile speeds 
greater than 30 mph, speed hump placing 
considerations apply.
•  Advantages. Effectively reduces speeds, 
provides improved visibility for crossing 
pedestrians.
•  Disadvantages. Slows emergency vehicles 
and buses; increases noise and maintenance 
cost.

Photo credit: http://techtransfer.berkeley.edu/newsletter/03-2/
crosswalk-pics.php

Traffic Circle: 
A circular intersection, which provides counter-
clockwise, one-way operations by placing an 
elevated area in the middle of the intersection. 
Approaching vehicles yield to traffic already in 
the circle.

•  Placement. Street grades approaching the 
intersection should not exceed ten percent.
•  Advantages. Effectively reduces speeds, 
fewer left-turn crashes, can be visually 
attractive. With landscape enhancements, 
improves aesthetic value of intersection.
•  Disadvantages. Placement of circle may 
require parking removal.

Photo credit: http://www.wsdot.wa.gov/Safety/roundabouts/
BasicFacts.htm
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Crosswalk Refuge: 
A physical constriction (a median) built in the 
middle of the roadway with a cut provided for the 
crosswalk. 

•  Placement. Where significant number of 
pedestrians (minimum of ten—20 pedestrians 
per hour for a minimum four hours of a typical 
day) cross the roadway. Special consideration 
can be given to designated school walking 
routes.
•  Advantages. Provides refuge for 
pedestrians when crossing the roadway; 
effective lane narrowing results in lower 
speeds. May allow space for landscape 
enhancements with increased aesthetic value 
of the crossing point.
•  Disadvantages. Increases maintenance 
cost.

Photo credit: http://calmstreetsboston.blogspot.com/2010/04/5-
pedestrian-refuge-mt-auburn-st-at-or.html

Chicane: 
Physical constrictions (three/set) built at the 
curbside of the roadway to create a 45-degree 
bend in a formerly straight street. This forces 
cars to negotiate the narrowed street in a snake-
like fashion. The 45-degree bend can also be 
achieved by alternating parking from one side of 
the street to the other. 

•  Placement. Normal turning radii should 
be accommodated. Chicane sets are to be 
placed 400—600 feet apart. Visibility should 
be a key design consideration with features 
such as advance warning signs, reflective 
channelization, curb-mounted reflectors, and 
elevated landscape.
•  Advantages. The snake-like alignment and 
the lane narrowing result in lower speeds 
providing parking protection and shortened 
pedestrian crossing distance. With landscape 
enhancements, improves aesthetic value of 
street.
•  Disadvantages. May contribute to head-on 
collisions, potential drainage problems and 
higher maintenance costs.

Photo credit: http://en.wikipedia.org/wiki/Chicane
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Diverter: 
Physical barrier constructed to completely 
restrict passage of traffic and/or disallow certain 
movements through an intersection. 

•  Advantages. Effective control in reducing 
traffic volumes.
•  Disadvantages. Placement of diverters can 
have adverse impacts to local traffic.

Photo credit: http://localecology.org/localecologist/2006/12/
livable-traffic-calmed-streets_13.html

Street Trees: 
Street trees planted along both sides of the street 
ROW can make the street appear narrower than 
it is and can result in traffic calming. Landscaping 
and street trees have been shown to reduce traffic 
speeds by creating a more pedestrian-friendly and 
enclosed environment. Vertical elements such as 
street trees serve to alert vehicles to the presence 
of pedestrians, and cause them to reduce their 
speeds. Street trees and a landscaping strip 
are often used in conjunction with other traffic 
calming techniques such as traffic diverters and 
chicanes.
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STREETS: TREES

Good street shade trees have a large canopy 
that hangs relatively low but is high enough not 
to endanger pedestrians walking underneath. 
Placed between the street and the sidewalk, 
shade trees provide a physical and psychological 
barrier between vehicles and pedestrians. When 
properly spaced, shade trees offer a continuous 
canopy of shade that adds to pedestrian comfort 
and physical well-being. Shade trees give a 
sidewalk a sense of security and enclosure, add 
natural color and beauty, mitigate storm water 
runoff, and improve air quality.

Code Example: At the time of development, the 
applicant is responsible for installing/planting the 
street trees in the space fronting their property 
between the required building line and the travel 
lane. Each street-space shall have street trees 
planted along the street tree alignment line 
(generally three feet, six inches from the back of 
the curb) at an average spacing not greater than 30 
feet on center (measured per block face). Where 
necessary, spacing allowances may be made to 
accommodate curb cuts, fire hydrants and other 
infrastructure elements, however, at no location 
shall spacing exceed 45 feet on center. 

*Required tree planting area widths and species 
should be specified in a Street Tree planting plan.

BICYCLE INFRASTRUCTURE: PARKING

Providing bicycle parking is key to cultivating 
bicycle-friendly communities. To encourage 
bicycle travel, many communities have started to 
provide safe, adequate, and convenient bicycle 
parking at important destinations like commercial 
areas, public spaces, and major transportation 
hubs.

Code Example: In any non-residential district, for 
every 20 automobile parking spaces, the applicant 
must provide bicycle parking spaces equal to 
at east 5% of the total number of automobile 
spaces.

Bicycle parking standards. Each required bicycle 
parking space must be accessible without moving 
another bicycle and its placement shall not result 
in a bicycle obstructing a required walkway. Bicycle 
racks shall be installed to the manufacturer’s 
specifications, including the minimum 
recommended distance from other structures. 
In addition: Required short-term bicycle parking 
spaces shall be located in a convenient and visible 
area within fifty (50) feet of a principal entrance 
and shall permit the locking of the bicycle frame 
and one (1) wheel to the rack and shall support 
a bicycle in a stable position without damage 
to the wheels, frame or components. With the 
permission of the city engineer, required bicycle 
parking may be located in the public right-of-way. 
Public bicycle parking spaces may contribute to 
compliance with required bicycle parking when 
located adjacent to the property in question.
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BICYCLE INFRASTRUCTURE: SEPARATED  
TRAILS & PATHS

Infrastructure designed and located specifically 
for pedestrian and cyclist use is important to 
ensuring accessible, safe, and comfortable travel, 
especially in highly trafficked thoroughfares. 
Implementation strategies for increasing 
pedestrian and bicycle use and connectivity 
through 30-foot wide multi-use paths must 
provide detailed direction on making room for 
creative design solutions by including guidance 
on possible locations and required separations 
between multi-use paths and homes and roads. 
Also highlighted are how different materials 
and elevated treatments can create distinction 
between multi-use paths and streets and 
driveways.

Code Example: Multi-purpose paths should 
connect open space areas with built areas. Any 
property located within 1,500 feet of a multi-
purpose path shall provide a direct connection 
to the path in order to improve connectivity, 
promote alternative modes of transportation 
and enhance the quality of life. Multi-purpose 
paths shall meet the following standards:

•  With the exception of golf carts, the use of 
motorize vehicles shall be prohibited.
•  Multi-purpose paths shall require an 
easement no less than 30 feet in width.
•  The maximum grade of the multi-purpose 
path shall be six percent.
•  Multi-purpose paths shall require a  

 
 
pavement width of ten feet.
•  Shoulders shall be at least five feet in width 
and comprised of grass or mulch.
•  Path surfaces shall be concrete, asphalt, 
brick/masonry pavers or other durable 
surfaces, and shall comply with the Americans 
with Disabilities Act (ADA) requirements.
•  Where multi-use paths are parallel and 
adjacent to a driveway or street (public or 
private), they shall be raised six inches and 
curbed, or separated from the driveway or 
street by a five-foot minimum strip within 
bollards, a landscape berm or other physical 
barrier. If a raised path is used, the ends of 
raised portions shall be equipped with curb 
ramps.
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TRAIL NETWORKS

Well-connected bike paths and lanes can facilitate longer commutes and even encourage non-
commuters to use their bicycles. Bicycle infrastructure, especially paths that separate bicycle from 
vehicular traffic, creates safer environments for all motorists by reducing potential for accidents and 
collisions. Transportation networks should provide continuous, well-maintained, and direct bicycle 
connections to key activity centers such as schools, commercial areas, and other public spaces.

Code Example: Create pedestrian and bicycle friendly community centers by utilizing strategies within 
an overlay zone to emphasize the need for pedestrian and bicycle connectivity.

It is the purpose of this overlay zone to create attractive, cohesive, and pedestrian-friendly rural 
village centers, consisting of a mix of uses as allowed in the underlying zones, as limited in this 
section. Specifically, the overlay zone is designed to:

•  Draw upon the open, green character of the surrounding area, emphasizing this character 
through streetscape design, open space, and landscaping.
•  Maintain and enhance the rural village character through compatible scale, massing, siting, 
and setbacks for new and expanded uses.
•  Emphasize the pedestrian and bicycle circulation through street design, including streetscape 
and traffic calming, and trail networks.
•  Encourage a variety of uses that serve the needs of the local community, including mixed-use 
buildings that provide housing and commercial uses to the extent allowed in the underlying zone.
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Complete Streets are for all users, not just cars~
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Addendum 5 

Brief History of the Town of Randolph 

By 1826 the Holland Land Company had completed their survey of western New York, 

including laying out the future towns within Cattaraugus County.   The first land sales to 

pioneers in Town 9, later Randolph, were made in October 1821.  On February 1, 1826, 

the New York State Legislature passed the act that divided the Town of Conewango 

creating the Town of Randolph which at that time also included the current Town of South 

Valley.  By 1830 when the first census of the Town of Randolph was taken, the Town had 

grown to about 135 households with a total population of 776 people.  The population 

reached 2600 in 1900 and has remained between 2100-2600 since that time.  The early 

settlers were primarily engaged in farming and logging.  In 1860 the completion of the 

Atlantic and Great Western Railroad line with a station in Randolph spurred growth and 

diversification with regular freight and passenger service.  The completion of the Southern 

Tier Expressway in the 1960s, now Interstate 86, brought improved highway access to 

the Town as rail traffic declined.  The two largest communities with the town resulted in 

the formation of two municipal governments.  The Village of Randolph was incorporated 

in 1867.  The Village of East Randolph, which extended into the Town of Conewango was 

incorporated in 1886.  Both Villages were dissolved by voters in 2011.  Interest in higher 

education among the early residents led to the foundation of the Randolph Academy and 

Female Seminary, later renamed the Chamberlain Institute, in 1850.  This school provided 

education beyond that provided by the district schools and attracted students from 

neighboring communities.  The Institute operated until a fire forced its closure in 1915.  

The Chamberlain property became the home of the Randolph Central School District in 

1931.  All RCS classes have been held on the hilltop location since the opening of the 

Gail N. Chapman Elementary School in 1958.   


