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FRANKLIN BOULEVARD CORRIDOR MASTER PLAN

Overview
The Franklin Boulevard corridor has and always will
be a major transportation corridor. Historically, the
primary thoroughfare through the city, it now functions as part of a regional transportation network.
The road serves as both a “main” street and as the
incident management overflow for I-85. With these
multiple demands placed on the corridor, it is important to design and enhance the roadway in a manner that can accommodate the vision laid out in this
master plan while preserving its mobility.
Franklin Boulevard will remain well below capacity
in the year 2030, according to projections from the
Gaston Urban Area Metropolitan Planning Organization transportation model. Consistent with the
trend scenario described in a previous section, capacity will be significantly degraded along the eastern and western most segments of the corridor in the
City of Gastonia. This is a direct result of the project
land use patterns for those portions of the corridor,
as well as the lack of roadway network connectivity. The goal of this corridor master plan is to set
up a framework for lowering the congestion along
portions of Franklin Boulevard while enhancing the
design and place-making attributes throughout.
Creating a parallel and interconnected network of
local streets or even alleyways does several things
for mobility and access along Franklin Boulevard.
First, by creating smaller block lengths over time
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through redevelopment, it reduces walking distances and brings future transit service closer to
people’s destinations, in an environment that’s
comfortable and has fewer barriers than trying
to dodge traffic along a busy regional highway.
Second, by distributing truck and auto traffic better across multiple roadways, it reduces traffic
volume concentrating at one or two critical intersections. Traffic is more balanced and the signals
can be better timed to move through traffic along
Franklin Boulevard. Additionally, enhanced street
connectivity improves emergency response and
reduces delays caused by traffic crashes. As traffic volumes grow on the eastern segment of Franklin Boulevard, this interconnected street network
will become an increasingly important aspect of
preserving corridor mobility.
The following pages present the traffic analysis
along the corridor, as well as concepts for enhancing key intersections along Franklin Boulevard in
order to improve their walkabilty while maintaining their accessibility. In addition, some concepts
are presented for access management of the corridor through downtown Gastonia. These include
realigning and closing some of the existing driveways and curb cuts through the downtown blocks
and create access from the side streets, which fits
with the overall master plan in suggesting a series
of pocket parks downtown.
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Corridor Traffic Forecasts

FRANKLIN BOULEVARD CORRIDOR MASTER PLAN

Traffic Analysis
Analysis

of traffic trends and forecasts for Franklin Boulevard (US 29/70) through Gastonia does
not suggest that additional vehicular capacity is
a priority need. Recent trends (1998 – 2004) indicate little or no ADT growth at various locations
along Franklin Boulevard. In fact, 2004 traffic
volumes are, at a number of locations, lower than
they were in 1998. Overall, the same is true for
other parallel arterials serving the same corridor
(Garrison Boulevard, Ozark Avenue, Second Avenue, Airline Avenue, Hudson Avenue, Long Avenue,
etc). Only I-85, the dominant east-west facility
serving the corridor, shows substantial (although
neither extreme nor uniform) growth.
Using the latest version of the Metrolina Regional
Travel Demand Model based on the 2030 LRTP,
traffic forecasts were estimated for major facilities in the study area by applying model-derived
growth rates to existing traffic counts. Again,
most of the traffic growth in the corridor occurs on
I-85; increases on Franklin Boulevard and other
east-west arterials are far less significant. According to the model, I-85 carries approximately
one-half to two-thirds of the traffic in the corridor, with its share growing over time. Franklin Boulevard’s share drops from around 15% to
about 10%. (Note that this definition of corridor
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volumes considers only those facilities included in
the model, but these carry nearly all of the traffic
in the corridor, especially longer trips.)
This analysis is concerned mainly with the corridor segment between Myrtle School and New
Hope Roads, since it appears to have the most
reserve capacity (at least in theory); is most likely
to experience significant redevelopment; and has
the greatest potential for large changes in traffic
volumes.
East of Myrtle School Road, the 4-lane divided
cross section should provide adequate capacity
for anticipated growth, since the median inherently preserves capacity by limiting intersection
conflicts. Careful access management is the critical need along this portion of the corridor.
The segment of Franklin Boulevard east of New
Hope Road is mostly built out, with intensive retail
and commercial development and little opportunity (or need) for widening beyond the current
cross-section. Two planned road projects will
help relieve traffic congestion along this portion
of Franklin Boulevard, by providing parallel capacity and alternative access:
• Lineberger Road Extension: 4 lane w/ TWLTL
and bridge across I-85 (2020)

•

Gastonia-Mount Holly Connector: 4-lane divided (2030)

The critical capacity constraint for Franklin Boulevard is associated with intersection turning movements. Expansion of the road network north of
I-85 in conjunction with the above projects will enhance connectivity and accessibility, reducing conflicts along Franklin Boulevard. Similar benefits
will result from recommended improvements to the
internal street network in the retail area bounded
by Frankling, I-85, Cox and Main. Finally, proposed intersection channelization improvements,
while intended primarily as pedestrian safety enhancements, could potentially improve signal efficiency (thereby increasing vehicle capacity) by
reducing the length of minimum pedestrian green
times by as much as 11 seconds.
Along the segment of Franklin Boulevard between
Myrtle School and New Hope Roads, traffic forecasts for 2030 range from 20,000 to 30,000 vehicles/day. The six-lane and five-lane undivided
cross-section that predominates between Myrtle
School and New Hope Roads should provide a
more than adequate level of traffic service for
volumes in this range. However, given the emphasis on Franklin Boulevard’s role as an alternate/
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relief route for I-85 traffic, it seems reasonable to
investigate whether the existing cross-section provides greater throughput capacity than would a
4-lane median-divided cross-section.
Other advantages of the 4-lane divided section can be readily demonstrated, since reducing conflict point typically improves both safety
and capacity. Aesthetically, a planted median
is commonly considered an enhancement. It also
provides a refuge for pedestrians, in addition to
reducing both the distance and number of lanes
to be negotiated in crossing the street. Finally, the
narrower cross-section provides opportunities for
wider sidewalks or shoulders, bike lanes, on-street
parking, and bus pull-outs.
The critical question, then, appears be whether
conversion to a four-lane divided cross-section
would sacrifice too much throughput capacity. To
answer this question, a sensitivity analysis was performed using ARTPLAN 2007, which is intended
for conducting multimodal arterial level of service
analysis for conceptual planning and preliminary
engineering. Test runs were performed with a variety of cycle lengths, left-turn percentages, arrival types, speeds, and traffic signal spacing and
timing assumptions. Since traffic forecasts are in-
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herently uncertain, and since Franklin Boulevard’s
role as an alternate route for I-85 traffic could
create traffic demands far in excess of standard
forecasts, a range of volumes were tested. The
table below summarizes results from a comparison of both cross-sections for volumes of 20,000,
30,000, and 40,000 vehicles/day. It also describes the basic assumptions used in the analysis.
For all the situations analyzed, the 4-lane divided
cross-section provided a level of traffic service
equal or superior to that of a 6-lane undivided
facility. Particularly significant is the finding that
the relative benefits of the 4-lane divided facility increase as traffic volumes increase. In other
words, the higher the traffic demand, the greater
the marginal benefit provided by the 4-lane divided cross-section. This result was consistent over
a range of assumptions, including:
•
•
•
•
•
•

90 second and 150 second cycle lengths;
Arrival types 1, 3, and 6;
Speeds of 30 – 45 mph;
Signal densities of 3, 5, and 7 signals/mile;
Mainline g/C ratios of 0.45 – 0.55;
12% and 15% left-turning traffic (Note that
for the results tabulated below, it is assumed
that 15% of traffic turns left at signalized intersections under the 4-lane divided scenario,

versus 12% for the 6-lane undivided. This
reflects the effect of the median in eliminating
mid-block left turns. But the 4-lane divided
section performed better assuming either
12% or 15% left-turning traffic.).
Beyond mainline vehicular level of service, the
4-lane divided treatment also performs better
in terms of potential bus and bicycle levels of
service. This result is due mainly to the presence
of a wider outside lane, with more room to accommodate bike lanes and/or bus stop pull-outs.
Somewhat surprisingly – at least at first glance
– the 6-lane undivided section rates slightly better in terms of pedestrian level of service. This is
due entirely to the higher percentage of left-turning traffic assumed for the 4-lane divided case,
which results in more potential conflicts. On the
other hand, the 4-lane divided section could offer shorter crossing distances, and a pedestrian
refuge island.
In summary, for the representative range of scenarios analyzed, having more through lanes does
not necessarily provide greater vehicle capacity
along an arterial corridor of this type. By reducing/managing left-turn conflicts, a well-designed 4-lane facility with a median can provide
throughput capacity that is at least equivalent to
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that of a 6-lane undivided thoroughfare, with added benefits to safety, aesthetics, and the levels of service available
to other modes. Moreover, the relative capacity benefits
of the 4-lane divided facility increase as traffic volumes increase, even without consideration of “aggressive” application of advanced ITS or signal control systems.
Two other points are also worth noting:
1. The “mobility” objective emphasized in the preceding discussion
conflicts with “accessibility” objective that might be perceived as
a higher priority to established businesses and some potential
developments. At the relatively low volume/capacity ratios currently exhibited, mid-block left-hand turns can be made with
relative ease, and minimal interference to/from other traffic.
Under such conditions, the reduced accessibility resulting from
addition of a median will probably be perceived as costing
more than any benefits derived, and the whole idea deemed
“overkill,” or a solution to a problem that does not really exist.
As volumes increase, however, the additional traffic will create its
own barrier to accessibility, with mid-block left turns becoming
more difficult and dangerous, while at the same time effectively
reducing capacity of the inner two lanes.
2. Beyond Franklin Boulevard and I-85, other parallel thoroughfares (both existing and planned) provide a significant amount
of capacity, not to mention numerous lower-level (local and collector type) facilities. Consideration should be given to using
this capacity more effectively, especially as part of an incident
management plan.

ADT

20,000

30,000

40,000

Cross Section

v/ c

LOS

Delay

Speed

Bike/ Ped/ Bus

6-lane undivided

0.59

B

16.38

28.5

D/C/E

4-lane w/ med.

0.55

B

15.83

28.3

B/C/E

6-lane undivided

0.88

C

21.89

25.3

E/C/F

4-lane w/ med.

0.82

C

20.50

25.3

B / D/ E

6-lane undivided

1.15

F

90.99

11.3

E/D/F

4-lane w/ med.

1.07

E

54.25

15.7

B/D/E

ASSUMPTIONS
Global
Class = II
Speed = 40 mph
Area = Urbanized
PHF = 92.5%
K = 9.5%
D = 55%
%HV = 3%
Sat. Flow = 1,900
Local Adj. Fact. = 0.98
Control = Actuated
Arrival Type = 3
Cycle Length = 90 sec
Signals/mile = 5
g/C = 0.50
Left g/C = 0.10
Left turn storage = 250’

Scenario Specific
Cross
Section

Number of
Through Lanes

Left Turn
Lanes

Median

% Turns
at Signals

6-lane
undivided

6

No

None

24%
(12%L/12%R)

4-lane
w/ median

4

Yes

Restrictive

27%
(15%L/12%R)

Cross
Section

Outside
Lane Width

Bike Lane?

Sidewalk
Separation

6-lane
undivided

Typical

No

Typical

4-lane
w/ median

Wide

Yes

Wide
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FRANKLIN BOULEVARD at LINEBERGER ROAD
Existing Intersection
Left-turn Restrictions
The critical capacity constraint along the Franklin Boulevard corridor is due to turning conflicts
– mainly left turns – at intersections. A strategy of
prohibiting left turns at selected intersections while
providing for them at more suitable locations offers a range of potential benefits:
• Traffic throughput can be preserved along
Franklin Boulevard, even (especially?) during
incidents on I-85.
• Pedestrian, bicycle, and vehicular safety can
all be improved by reducing conflict points.
Those that remain can be channeled to locations where they can be dealt with most effectively.
• The need to widen Franklin Boulevard to accommodate turn lanes can be eliminated at
certain intersections. This in turn can
• Reduce crossing distances for pedestrians;
• Allow for medians that enhance the corridor’s
appearance and provide pedestrian crossing
refuges;
• Increase traffic signal efficiency.
• Potential locations for left-turn restrictions
along Franklin Boulevard include:
• Between York Street and North Broad Street;
• At minor streets in the vicinity of Greasy Corner/Loray Mill Village.
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FRANKLIN BOULEVARD at LINEBERGER ROAD
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Enhanced Intersection
Note: Truck routes/restrictions could be considered a subset of the preceding discussion, with
additional consideration being given to the suitability of roadway geometrics for truck travel.

Intersection Improvements
The impetus behind the conceptual intersection
enhancements is to make pedestrian travel more
attractive by reducing barriers and improving
safety. Key elements include:
•
•
•
•

Reducing crossing distances, typically accomplished with medians and islands which also
serve as pedestrian refuges;
Channelizing traffic to separate and delineate vehicle movements and isolate conflict
points;
Emphasizing both high-pedestrian locations
and desired paths for pedestrian travel;
Tempering vehicle speeds during turning
movements.

The principal constraint to realizing the conceptual
designs will be turning movement requirements
for large trucks. Therefore, careful consideration
of truck routing and the provision of viable alternative for truck access are critical to the successful
implementation of these enhancements.
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FRANKLIN BOULEVARD at COX/ARMSTRONG PARK ROAD
Existing Intersection
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FRANKLIN BOULEVARD at COX/ARMSTRONG PARK ROAD
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Enhanced Intersection
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FRANKLIN BOULEVARD at FIRESTONE STREET
Existing Intersection
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FRANKLIN BOULEVARD at FIRESTONE STREET
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Enhanced Intersection
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FRANKLIN BOULEVARD at BESSEMER CITY/GARRISON ROAD
Existing Intersection
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FRANKLIN BOULEVARD at BESSEMER CITY/GARRISON ROAD
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Enhanced Intersection
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FRANKLIN BOULEVARD at MYRTLE SCHOOL ROAD
Existing Intersection
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FRANKLIN BOULEVARD at MYRTLE SCHOOL ROAD
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Enhanced Intersection
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ACCESS MANAGEMENT

YORK ST.REET

SOUTH STREET

DOWNTOWN WEST

Access from side streets

Access from side streets
Proposed
pocket
park

Proposed pocket park

FRANKLIN BOULEVARD

Proposed
pocket
park
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Proposed
pocket
park

Existing access Existing access to be closed

Proposed
pocket
park
CHESTER STREET
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Proposed
pocket
park

Access from side streets

Proposed
pocket
park
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FRANKLIN BOULEVARD

Proposed
pocket
park

T
STREE
BROAD

Proposed
pocket
park

OAKLAND ST.

MARIETTA STREET

DOWNTOWN EAST

Existing access

Proposed
pocket
park
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