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Cost 

The conceptual capital cost for constructing this alternative would be $10.0 million (2008 
dollars). 

7.2 NEW CANAAN BRANCH 

This section describes the No-Build Alternative, the TSM Alternative and the 14 build 
alternatives generated for the Waterbury Branch. 

7.2.1 No Build Alternative 

As with the Waterbury Branch, the No Build Alternative for the New Canaan Branch establishes 
the base case condition if no substantive improvements are implemented.  The impacts of the 
various build alternatives under consideration are then compared against this No Build 
Alternative, helping to define the resulting benefit anticipated from the construction and financial 
investment for the recommended project(s).   

The No Build Alternative reflects the population/employment changes and travel patterns 
outlined in Chapter 6 that are anticipated to occur independently of any transportation 
improvements.  It also assumes that the following planned projects with committed funds will be 
constructed.   

Planned Transit Improvements 

New Canaan Track Extension Project.  Separate from the Waterbury and New Canaan 
Branch Lines Needs and Feasibility Study, CTDOT is currently pursuing a New Canaan Track 
Extension Project to rebuild the station’s third “bulk” track, raising it several feet to be level with 
the other two station tracks, and extending the track and catenary approximately 170 feet to 
accommodate two additional cars. The project is currently under design, with construction 
expected to last from August to November 2010. 

Positive Train Control. The Railroad Safety Enhancement Act of 2008 (RSEA), passed by the 
U.S. Congress in November 2008 (H.R. 2095), requires implementation of Positive Train 
Control (PTC) on all mainline Class I railroad, intercity rail passenger, and commuter rail 
passenger lines by December 31, 2015.  PTC systems, which integrate command, control, 
communications, and information systems for regulating train movements with safety, security, 
and efficiency, can be used in conjunction with a signal system or as a stand-alone system.  On-
board computers have the ability to automatically enforce movement and continually update 
operating data systems with information on the location of other trains.  While conventional 
signal systems use electrical circuits in track blocks to determine train location by block 
occupancy, PTC systems use Global Positioning System (GPS) or transponders augmented by 
odometers to determine train location. 

It is assumed that PTC would be implemented on the New Canaan Branch as part of this 
federal mandate, separate from the Waterbury and New Canaan Branch Lines Needs and 
Feasibility Study. A signal system overlay using Amtrak’s Advanced Civil Speed Enforcement 
System (ACSES) on the New Canaan Branch would satisfy PTC requirements.   
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Planned Roadway Improvements 

While there are no major roadway improvements planned or under construction in the New 
Canaan Branch corridor at this time, two studies are currently underway that may result in 
changes to the roadway network prior to the implementation of any Waterbury and New Canaan 
Branch Lines Needs and Feasibility Study improvements. 

Darien Route 1 Corridor Study (State Project 35-189).  The South Western Regional 
Planning Agency (SWRPA) is developing an updated transportation improvements 
implementation plan for the Route 1 Corridor between I-95 exit 11 and Brookside Road.  It is 
anticipated that the study may have a second phase.  Subject to funding, Phase 2 would extend 
the study’s termini south to Nearwater Lane and north to Old Kings Highway North, evaluate a 
downtown bypass option and circulation changes, examine downtown parking needs, and 
develop detailed curb cut and access management plans on aerials for the expanded study 
area.  The 18- to 24-month study was scheduled to begin in summer 2009. 

Route 1 Greenwich/Stamford Operational Improvements Plan (State Project 56-297).  
SWRPA is developing a plan to improve traffic operations and safety on CT-1 while at the same 
time improving pedestrian facilities, managing access, maintaining traffic flow, minimizing 
congestion, and accommodating transit in relation to land use.  The plan will be developed over 
a period of approximately 18 months.  The completed plan will identify and analyze locations 
with operation deficiencies, project and evaluate future conditions, and recommend short- and 
long-term strategies to improve the safety and operation of CT-1 for all users.  The study limits 
are CT-1 from the vicinity of the Greenwich-New York State Line east to Washington Boulevard 
(CT-137) in Stamford.   

7.2.2 Transportation Systems Management Alternative 

As with the Waterbury Branch, the TSM Alternative for the New Canaan Branch consists of 
various transportation improvements designed to achieve as many of the goals and objectives 
of the project as possible while keeping costs to a minimum.  It represents the “best that can be 
done” to optimize facilities and operations while stopping short of major capital investment, 
through operational upgrades to existing transit services and small physical improvements such 
as bus lanes on existing highways or expanded park-and-ride facilities.  A TSM Alternative is 
among those considered for all projects funded by the Federal Transit Administration (FTA) and 
will be developed in more detail if FTA funding is pursued in later phases of the Waterbury and 
New Canaan Branch Lines study.  

7.2.3 Track and Signal Modification Alternatives 

As described above, existing New Canaan Branch service is constrained by the lack of passing 
sidings, manual switches at New Canaan Station, lack of signaling in the vicinity of New Canaan 
Station, and limited capacity on the New Haven Line.  Several alternatives were developed that 
address one or more of these concerns.  Where appropriate, RAILSIM Train Performance 
Calculator (TPC) runs were conducted to determine whether an alternative could improve travel 
times and/or service frequency for New Canaan Branch customers. 

In addition to the Signal and Track Modification alternatives described below, the potential for a 
passing siding southwest of New Canaan Station was also considered, but was eliminated due 
to right-of-way issues. A two-track grade crossing of Grove Street would require right-of-way 
acquisition of residential and commercial property along the portion of the alignment west of 
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Grove Street, which the Town of New Canaan has deemed infeasible.  Because the New 
Canaan Branch is already fully electrified and curve speeds are already optimized, no 
opportunities for speed improvements were identified on the line.  Close station spacing 
constrains attainable speed on the line, limiting the benefit of any site-specific curve 
realignments. 

 Springdale Siding (NC-1) 

This alternative would add a passing siding of approximately 4,000 feet in the vicinity of 
Springdale Station, beginning just south of the Stamford-Darien town line and continuing south 
past Springdale Station to Riverbend Drive South. The passing siding would be fully interlocked, 
requiring new interlockings on both the north and south ends.  The passing siding would be of 
sufficient length that trains could enter and leave the siding at speeds up to 30 MPH.  Under this 
alternative, Springdale Station would retain its one-platform configuration (Figure 7-33a and 7-
33b). 

Constructing a passing siding at Springdale, roughly halfway along the corridor, would enable 
multiple trains to operate on the branch at the same time, increasing operational flexibility.  By 
shifting existing trains such that they meet at the siding, it would be possible to operate two 
extra AM peak inbound trains and two extra PM peak outbound trains.  Peak-direction service 
intervals in both peaks would be smoothed, with gaps eliminated.  However, the lack of a 
second Springdale platform would mean that no reverse-peak trains could stop at Springdale 
Station during peak periods while the siding was in use.   

It should be noted that the use of a passing siding for scheduled “meets” would introduce a new 
reliability risk to operations: if one train is late, it would make the opposing direction train late as 
well.  This situation could be partially mitigated by scheduling the reverse-peak train to reach the 
siding in advance of the peak direction train so that it would be fully clear of the mainline by the 
time the peak direction train arrived.   

In order to both increase capacity on the branch and retain or improve reverse-peak service, a 
second platform would need to be constructed at New Canaan Station, Springdale Station, or 
both stations in addition to the passing siding. Those alternatives are described later in this 
section. 

The conceptual capital cost for constructing this alternative would be $19.0 million (2008 
dollars). 

 Full Signalization (NC-2) 

Currently, the Centralized Traffic Control (CTC) system on the New Canaan Branch does not 
continue all the way to the northern terminus of branch, ending just south of Grove Street in 
New Canaan.  Under this alternative, the signal system, which is controlled by rail traffic 
controllers at the GCT Dispatch Center, would be extended all the way to New Canaan Station, 
and the switches that allow trains to move between tracks at New Canaan Station would be 
automated.  Extending the signal system the full length of the branch and providing remote 
switch operations would reduce the time required to enter and leave the station.  Combined with 
other improvements, full signalization could allow increased service frequency.  As discussed 
above, PTC is expected to be implemented on the branch regardless of the outcome of this 
study. 
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The conceptual capital cost for constructing this alternative would be $8.0 million (2008 dollars). 

 Full Signalization + Two-Platform New Canaan Station (NC-3) 

This alternative would extend signalization all the way to the northern terminus of the branch 
and add a second platform at New Canaan Station.  The number of tracks at New Canaan 
would be reduced from three to two, each capable of holding ten cars.  The turnout to the 
second track would be interlocked (i.e., automated and signalized), and a second side platform 
serving the second track would be added.  Figures 7-34 and 7-35 show the existing and 
proposed configurations of the station, respectively.  A section of the proposed station is shown 
in Figure 7-36. 

A RAILSIM TPC run, assuming existing six-car train consists, revealed that replacing the 
existing three-track configuration at New Canaan Station with two interlocked tracks, without the 
addition of a passing siding somewhere along the branch, would require the elimination of one 
AM peak round trip and one PM peak round trip between Stamford (or beyond) and New 
Canaan.  The existing PM peak operation whereby two revenue trainsets are combined into one 
non-revenue trip would no longer be possible.  Finally, loss of the bulk track would conflict with a 
stated need of this project by reducing storage capacity at the northern end of the branch. 

The conceptual capital cost for constructing this alternative would be $11.0 million (2008 
dollars). 

 Full Signalization + Springdale Passing Siding + Two-Platform New Canaan Station 
(NC-4) 

This alternative would include the New Canaan Station improvements described for Full 
Signalization + Two-Platform New Canaan Station (NC-3), plus the approximately 4,000-foot 
passing siding near Springdale Station described in Springdale Siding (NC-1). Under this 
alternative, Springdale Station would retain its one-platform configuration. 

The RAILSIM TPC run performed for this alternative showed that by adding the siding at 
Springdale Station, shifting the schedule slots of existing revenue and non-revenue trains such 
that they meet at the siding, and adding two reverse peak trains, it would be possible to operate 
two extra AM peak inbound trains.  It would also be possible to convert two existing non-
revenue reverse peak trains to revenue service.  This added service would be possible even 
with the limitations of a two-track station at New Canaan.  However, with this option, the new 
reverse-peak revenue trains and the one existing reverse-peak revenue train would not be able 
to stop at Springdale Station, since all reverse-peak trains would use the siding.   

In the PM peak, it also would be possible to add two peak-direction trains by shifting existing 
revenue and non-revenue trains such that they meet at the siding and by adding two-reverse 
peak trains.  Two other non-revenue reverse peak trains could be converted to revenue service, 
and an additional non-revenue PM reverse-peak train would replace the existing practice of 
combining trains at New Canaan.  However, as in the AM peak with this option, the new 
reverse-peak revenue trains and the three existing reverse-peak trains would not be able to stop 
at Springdale Station, since all reverse-peak trains would use the siding.   

As with Alternative NC-1, use of a passing siding for scheduled “meets” would introduce a 
reliability risk to operations: if one train is late, it would make the opposing direction train late as 
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well.  This could be partially mitigated by scheduling the reverse-peak direction train to reach 
the siding in advance of the peak direction train so that it is fully clear of the main line by the 
time the peak direction train arrives.  In addition, as with Alternative NC-3, the loss of the bulk 
track would conflict with a stated need of this project by reducing storage capacity at the 
northern end of the branch. 

The conceptual capital cost for constructing this alternative would be $34.0 million (2008 
dollars). 

 Full Signalization + Springdale Passing Siding + Two-Platform Springdale Station (NC-
5) 

This alternative would add the 4,000-foot Springdale passing siding and full signalization 
described for Alternatives NC-1 and NC-2 above, plus a second platform at Springdale Station.  
A plan and section of the proposed two-platform Springdale Station are shown in Figures 7-37 
and 7-38. 

A RAILSIM TPC run performed for this alternative found that by adding a siding and platform at 
Springdale Station, and by shifting existing revenue and non-revenue trains such that they meet 
at the siding, it would be possible to operate two extra AM peak inbound trains and two extra 
PM outbound trains, with service intervals in both peaks smoothed and schedule gaps 
eliminated.   

Unlike Alternative NC-1, adding a second platform at Springdale would allow reverse-peak 
trains to pick up and discharge passengers at Springdale while waiting on the passing siding.  
However, the lack of a second platform at New Canaan would mean that only one revenue train 
could serve that station at any given time, as only one revenue track would be available.  This 
arrangement would reduce the possibilities for reverse peak service relative to Alternative NC-4, 
although it would preserve the existing storage capacity at the northern end of the branch. 

As with Alternatives NC-1 and NC-4, use of a passing siding for scheduled “meets” would 
introduce a reliability risk to operations: if one train is late, it would make the opposing direction 
train late as well.  This could be partially mitigated by scheduling the reverse-peak direction train 
to reach the siding in advance of the peak direction train so that it would be fully clear of the 
mainline by the time the peak direction train arrives.   

The conceptual capital cost for constructing this alternative would be $31.0 million (2008 
dollars).   

 Full Signalization + Springdale Passing Siding + Two Platforms at New Canaan and 
Springdale Stations (NC-6) 

This alternative would add the 4,000-foot Springdale passing siding and full signalization 
described for Alternatives NC-1 and NC-2 above, plus second platforms at both New Canaan 
and Springdale stations.  As with the other alternatives that include a Springdale siding, the 
passing siding in this alternative would be fully-interlocked and would be of sufficient length that 
trains could enter and leave the siding at speeds up to 30 MPH.  The second platform would 
service the siding, allowing both revenue/revenue and revenue/non-revenue meets at the 
station.   
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This alternative would not only allow service expansion during both the AM and PM peak, it 
would also create a robust level of reverse peak service where little exists today. The RAILSIM 
TPC run performed for this alternative demonstrated that by adding the siding and the platform 
at Springdale Station, and by shifting the schedule slots of existing revenue and non-revenue 
trains such that they meet at the siding, it would be possible to operate two extra AM peak-
direction trains, two extra AM reverse-peak trains, and to convert two existing AM reverse-peak 
trips from non-revenue to revenue service. Similarly, it would be possible to add two extra PM 
peak direction trips between Stamford (or beyond) and New Canaan, to add two new PM 
reverse-peak trains, and to convert two existing PM reverse-peak trips from non-revenue to 
revenue service. In addition, service intervals in both peaks would be smoothed, with gaps 
eliminated. An additional non-revenue PM reverse-peak train would replace the existing practice 
of combining trains at New Canaan.  However, as with Alternatives NC-3 and NC-4, the loss of 
the bulk track at New Canaan Station would conflict with a stated need of this project by 
reducing storage capacity at the northern end of the branch. 

As with Alternatives NC-1, NC-4, and NC-5, use of a passing siding for scheduled “meets” 
would introduce a reliability risk to operations: if one train is late, it would make the opposing 
direction train late as well.  This could be partially mitigated by scheduling the reverse-peak 
direction train to reach the siding in advance of the peak direction train so that it would be fully 
clear of the mainline by the time the peak direction train arrives.   

The conceptual capital cost for constructing this alternative would be $45.0 million (2008 
dollars). 

 Full Double Track (NC-7)  

This alternative would add a second track along the full length of the New Canaan Branch, from 
the point where the branch diverges from the New Haven Line to New Canaan Station.  This 
alternative would also include extending the signal system all the way to New Canaan Station.  
Conceptual drawings for this alternative are provided in Appendix C – New Canaan Branch, Full 
Double Track Alternative Drawings.   

Double tracking the entire New Canaan Branch would allow more than one train to operate on 
the branch at once.  It would enable additional peak-period trains without having to shift existing 
schedule slots so that trains meet at a siding.  However, the benefit gained through this 
alternative is similar to that achieved by track and signal improvements at New Canaan Station 
and a passing siding at Springdale, but at a much higher cost.   

The conceptual capital cost for constructing this alternative would be $198.0 million (2008 
dollars). 

7.2.4 Station Alternatives 

Station alternatives included on the Long List range from moderate improvements to existing 
station platforms to the addition of a new station in Stamford.  These alternatives are described 
in the following sections, beginning at the southern end of the corridor and proceeding 
northward to New Canaan.  Alternatives that include track and signal improvements at New 
Canaan Station, including the addition of a second platform, are discussed above in Section 
7.2.3.   
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Because the Long List was developed as a first step in identifying those alternatives that would 
most improve frequency and reliability of rail service for New Canaan Branch customers, the 
station alternatives discussed below only include improvements that directly affect operations on 
the branch.  Station improvements that improve the customer experience but have no 
operational implications—for instance, amenities like canopies, benches, bicycle storage, real-
time train information—can be integrated into the final design of any station alternative but were 
not considered here because they to do not help differentiate among the Long List of 
Alternatives under consideration.  These improvements, along with station upgrades related to 
Americans with Disabilities Act (ADA) compliance, will be developed and described in more 
detail during later phases of the project. 

Similarly, these alternatives do not propose any specific transit oriented development (TOD) 
projects.  While opportunities for TOD in the station areas will factor into the screening of station 
alternatives, implementation of such projects would be up to local municipalities in coordination 
with CTDOT.  Potential TOD opportunities along the branch were identified in a separate New 
Canaan Branch Transit Oriented Development Report in summer 2009.  

7.2.4.1 New Station Alternatives 

One Long List Alternative proposes an entirely new station along the New Canaan Branch.  

 East Main Street Station (NC-8) 

This alternative would create a new East Main Street Station on the New Canaan Branch in 
Stamford, between the existing station stops at Stamford and Glenbrook.  The station would be 
located under I-95, between East Main Street and Myrtle Avenue.  The East Main Street 
neighborhood is currently undergoing a noticeable revitalization, with several recently opened 
multi-family residential buildings with ground floor retail immediately across East Main Street 
from the proposed station site.  Other nearby developments are at various stages of planning, 
approval, and construction.  The City has zoning in place to support high-density TOD in the 
station area and wants to foster compact, walkable, mixed-use development.  The 
neighborhood also has a sizeable transit-dependent population, as well as commuters traveling 
both to New York and to northbound destinations throughout Connecticut. 

The U.S. Census Bureau’s 2010 population projection shows that approximately 11 percent of 
Stamford’s population will live within a half mile of the proposed East Main Street station, with 
36 percent of the station area population under the age of 25. The projected median income 
within a half mile of the proposed station is 30 percent lower than the median income for 
Stamford overall. Income growth in the neighborhood is expected to lag behind the city, and the 
percent of households below the poverty level is expected to increase to 10.8 percent, up from 
6.1 percent ten years earlier. These demographic trends indicate a captive transit population 
that will continue to grow in the coming years.  Furthermore, the City of Stamford sees an 
opportunity at East Main Street to relieve current and future congestion resulting from rail 
passengers accessing nearby Stamford Transportation Center, the busiest Metro-North New 
Haven Line station (outside of GTC) and the second busiest Amtrak station in Connecticut (after 
New Haven).   

A 680-foot high-level platform would serve both northbound and southbound New Canaan 
Branch trains on New Haven Line Track 5 (the northernmost track), which separates from the 
mainline east of Stamford to become the New Canaan Branch.  The wedge-shaped parcel 
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across South State Street from the platform, as well as adjacent parcels, could be redeveloped 
as TOD, with or without parking structures incorporated above ground-level retail.  Parking 
could also be added on the State-owned parcel along Myrtle Avenue, immediately south of the 
New Haven Line tracks, which would help link the station site with the Stamford Urban 
Transitway currently under construction (the segment along Myrtle Avenue from Elm Street to 
East Main Street and along East Main Street to Lockwood Avenue is expected to be complete 
by 2014).  Bus transfer facilities would be provided at the station, either as bus bays within the 
station site itself, or as bus pullouts along East Main Street.   

In order to prevent significant impact on existing travel time along the New Canaan Branch, this 
alternative would have to be paired with the improvements from Full Signalization + Springdale 
Passing Siding + Two-Platform Springdale Station (NC-5).  A RAILSIM TPC run performed for 
this alternative found that the East Main Station, in combination with the other station and siding 
improvements, would add just under one minute to the run time in each direction. It would also 
subtract two minutes from the interval between arrivals and departures at Stamford, requiring 
minor schedule shifts to ensure reliable operations at Stamford.  

Two potential conceptual designs for the station and surrounding area are shown in Figures 7-
39 and 7-40, although the actual layout of the facility would be determined later in coordination 
with the City of Stamford, the East Side Partnership, and the Stamford Urban Redevelopment 
Commission.  Construction of the East Main Street Alternative could be phased, with the 
platform and other basic elements for a walk-up station implemented first, and TOD and/or 
parking structures added later.   

Two additional sites in the vicinity of East Main Street were considered for a single-platform 
walk-up station with no parking.  The first, between Crystal Street and the New Canaan Branch 
track just north of East Main Street, was determined not feasible due to the deep curve in the 
track in that location.  The curve would limit considerably the size of the platform that could be 
constructed there and would result in a wide gap between the platform and train.  The other 
location, farther up the branch along the first straight piece of track where a platform could be 
constructed, is too far from East Main Street to capture a significant number of riders, and would 
also result in serious impacts to residences along Culloden Road.  The proposed site for the 
East Main Street Station Alternative would serve riders, support the ongoing redevelopment of 
the East Main Street corridor, and limit impacts to neighborhood residents. 

The conceptual capital cost for constructing this alternative would be $23.0 million (2008 
dollars). 

7.2.4.2 Existing Station Alternatives 

Several Long List Alternatives propose improvements to existing New Canaan Branch stations.  
These preliminary alternatives include station relocations platform extensions or additions. 

 Glenbrook Station Alternative 1 (NC-9) 

Four alternatives were developed to present a variety of possible futures for Glenbrook Station.  
Platform length at Glenbrook is limited by grade crossings north and south of the existing station 
at Glenbrook Road and Crescent Street.  Currently, only four cars are able to platform, and 
passengers in the remaining cars have to walk through the train to the nearest open door to 
disembark. 
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Glenbrook Alternative 1 would add a second, 400-foot high-level side platform west of the track 
(Figure 3-41).  The existing 340-foot high-level platform on the east side of the track would 
remain unchanged.  The second platform would allow boarding from both sides and would 
provide the potential for the adjacent parcel along Glenbrook Road immediately west of the 
station to be upzoned and redeveloped as mixed-use TOD incorporating a parking structure 
above ground-floor retail, retaining many of the existing businesses currently located on the site.  
Opportunities for TOD and associated parking improvements at Glenbrook are discussed further 
in the September 2009 New Canaan Branch TOD Report. 

The conceptual capital cost for constructing this alternative would be $4.0 million (2008 dollars). 

 Glenbrook Station Alternative 2 (NC-10) 

The second Glenbrook Station alternative would relocate the station one block north, with a 
single platform on the west side of the track (Figure 3-42).  Because grade crossings near this 
site are farther apart, a 500-foot platform could be constructed, enabling five cars to platform at 
the station.  Relocating the station would also provide the opportunity to redevelop the existing 
surface parking lot at the corner of Glenbrook Road and Kirkham Place as mixed-use TOD 
incorporating a parking structure above ground-floor retail space.  However, the new station site 
is also closer to nearby single-family residential neighborhoods and could result in significant 
community impact. 

The conceptual capital cost for constructing this alternative would be $19.0 million (2008 
dollars). 

 Glenbrook Station Alternative 3 (NC-11) 

Although it would not change operations at Glenbrook Station, Glenbrook Alternative 3 was 
raised at stakeholder meetings as an option for enhancing station.  As with Alternative NC-10, 
this alternative would involve the redevelopment of the existing surface parking lot at the corner 
of Glenbrook Road and Kirkham Place as mixed-use TOD incorporating station parking, only 
without changing the existing station facilities or location.  The conceptual capital cost for 
constructing this alternative would be $5.0 million (2008 dollars). 

 Glenbrook Station Alternative 4 (NC-12) 

The final Glenbrook Station alternative would eliminate the station altogether, replacing it with 
service at a new East Main Street Station.  This alternative is unlikely to garner community and 
political support and conflicts with the City of Stamford’s goal to enhance service in the 
Glenbrook area.  It would also eliminate approximately 150 existing parking spaces for New 
Canaan Branch customers. 

This alternative would not involve a capital cost for station facilities. 

 Springdale Station Platform Extension (NC-13) 

This alternative would extend the existing high-level platform on the west side of the track from 
its current 360 feet to 680 feet to accommodate an eight-car consist (Figure 7-43).  Currently, 
only four cars are able to open their doors at the station.  The 680-foot platform would fit 
between the Largo Drive and Omega Drive grade crossings north and south of the station 
without affecting traffic at these crossings.   
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Springdale Station improvements associated with the creation of a passing siding and a second 
platform described in Section 7.2.3 could be combined with this alternative.  Opportunities for 
TOD and associated parking improvements in the Springdale Station area are discussed in the 
September 2009 New Canaan Branch TOD Report. 

The conceptual capital cost for constructing this alternative would be $2.0 million (2008 dollars). 

 Talmadge Hill Station Pedestrian/Parking/Platform Improvements (NC-14) 

This alternative would add a second platform at Talmadge Hill Station, improving platform 
access from the surrounding parking area by enabling boarding from both sides of the track.  
The existing 300-foot platform would not be lengthened under this alternative, as it is 
constrained by the Merritt Parkway to the north and a grade crossing to the south.   

The alternative would also expand parking capacity at Talmadge Hill Station by adding surface 
or structured parking on the west side of the track, along Old Stamford Road, a site previously 
occupied by a commuter lot (Figure 7-44).  Parking capacity at the station could be further 
increased by restriping the existing surface parking lots at the station to handle more cars in a 
more efficient layout, or by converting some of the existing surface parking to structured 
parking.   

In addition to parking expansion, this alternative would include improvements to pedestrian 
facilities within the station property.  A sidewalk would be added along the north side of 
Talmadge Hill Road from Old Stamford Road to the easternmost parking lot, and a crosswalk 
would be added at the Talmadge Hill Road/Old Stamford Road intersection.  

The conceptual capital cost for constructing this alternative would be $5.0 million (2008 dollars). 

 New Canaan Station Platform Extension (NC-15) 

This alternative would extend the existing platform at New Canaan Station 243 feet so that all 
train car doors could open at the station (Figure 7-45).  Currently, New Canaan already has the 
longest platforms on the branch, allowing five cars to open their doors at the station.  This 
alternative would extend current platforms to allow eight cars to open their doors.  This 
alternative would not have any impact on existing parking facilities, grade crossings, or adjacent 
development. 

The conceptual capital cost for constructing this alternative would be $2.0 million (2008 dollars). 
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8.0 SUMMARY AND NEXT STEPS 
This section summarizes the Long List of Alternatives described in the previous chapter and 
outlines next steps for the evaluation and screening of these alternatives. 

8.1 SUMMARY OF THE LONG LIST OF ALTERNATIVES 

Tables 8-1 and 8-2 summarize the environmental impact, engineering/operational complexity, 
ridership potential, right-of-way (ROW) requirement, conceptual cost estimate, change in 
frequency of service, and change in travel time associated with each alternative.   

Ridership estimates represent daily transit boardings in the corridor in 2030 as measured by the 
Connecticut Statewide Travel Model using 2001 Metro-North ridership data as a baseline.  
Inputs into that model include CTDOT population and employment forecasts, the number and 
location of stops, travel time, and headway.  Parking and seating capacity were considered to 
be unconstrained. 

Cost estimates are conceptual and presented for comparative purposes only.  They are in 2008 
dollars. 

The RAILSIM TPC runs evaluated conditions like curves, grades, track speeds, bridge 
locations, grade crossing locations, station locations, and siding locations to determine possible 
frequencies and travel times on the branch.  Systemwide impacts and the ability to fit new trains 
within New Haven Line schedule slot constraints will be evaluated using the same software 
during the next phase of this study. 
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TABLE 8-1: SUMMARY OF LONG LIST ALTERNATIVES – WATERBURY BRANCH 

Alternative 
Environmental 

Impacts 

Engineering/  
Operational 
Complexity Ridership* 

ROW 
Acquisition 

Required 
(acres) 

Est. Cost 
($M) 

Operational & Fleet 
Impacts 

Change in Travel 
Time (minutes) 
and/ or Number 

of Trips TOD Potential 

Signal and Track Modification Alternatives 

W-1 
(Increased Train 

Length) 
Low Low 12,930 0 $48.0 Low 

No change in 
travel time or 

number of trips 

Minimal 
change from 

existing 

W-2 
(Upgraded Track 

Speed) 
Low Low 12,930 0 $27.0 Low 

63-67 second 
decrease in travel 

time 

Minimal 
change from 

existing 

W-3 
(Full 

Signalization) 
Low Low 12,930 0 $128.0 

Medium – requires 
extra trainsets 

and/or repositioning 
of equipment 

Increase in peak 
and midday 

service possible (if 
combined with 
one or more 

passing sidings) 

Medium – 
increased 

transit service 
at stations 

could increase 
pedestrian 

traffic 

Electrification Alternatives 

W-4 
(Full 

Electrification) 
Low Low 12,930 0 $320.0 High – requires new 

electric equipment 

45-54 second 
decrease in one-
way travel time 

Minimal 
change from 

existing 

W-5 
(Partial 

Electrification) 
Low Low 12,930 0 $136.0 High – requires new 

electric equipment 

3:34-3:48 minute 
increase in one-
way travel time 

due to transfer at 
Derby-Shelton** 

Medium – 
could increase 

pedestrian 
traffic at 

Derby-Shelton 

W-6 
(W-2 + W-4) 

Low Low 12,930 0 $350.0 High – requires new 
electric equipment 

1:58-2:00 minute 
decrease in one-
way travel time 

Minimal 
change from 

existing 
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TABLE 8-1: SUMMARY OF LONG LIST ALTERNATIVES – WATERBURY BRANCH 

Alternative 
Environmental 

Impacts 

Engineering/  
Operational 
Complexity Ridership* 

ROW 
Acquisition 

Required 
(acres) 

Est. Cost 
($M) 

Operational & Fleet 
Impacts 

Change in Travel 
Time (minutes) 
and/ or Number 

of Trips TOD Potential 

W-7 
(W-2 + W-5) 

Low Low 12,930 0 $151.0 High – requires new 
electric equipment 

3:21-3:37 minute 
increase in one-
way travel time 

due to transfer at 
Derby-Shelton** 

Medium – 
could increase 

pedestrian 
traffic at 

Derby-Shelton 

Double Track Alternatives*** 

W-8 
(Full Double 

Track) 

Medium – 
numerous 

crossings of 
waterbodies, 

especially north 
of Derby 

Low – provides 
maximum 
schedule 

flexibility and 
reliability 

12,930 3.8 $612.0 

Medium – requires 
extra trainsets 

and/or repositioning 
of equipment 

Increase in 
morning/evening 
peak and midday 

service 

Medium – 
increased 

transit service 
at stations 

could increase 
pedestrian 

traffic 

W-9 
(Partial Double 

Track) 

Medium – 
numerous 

crossings of 
waterbodies 

Low – provides 
second-best 

schedule 
flexibility and 

reliability 

12,930 0.56 $133.0 

Medium – requires 
extra trainsets 

and/or repositioning 
of equipment 

Additional peak 
service possible 

Medium – 
increased 

transit service 
at stations 

could increase 
pedestrian 

traffic 

Passing Siding Alternatives 

W-10 
(Beacon Falls 

Passing Siding) 
Low Low 12,930 0.3 $20.0 

Medium – requires 
extra trainsets 

and/or repositioning 
of equipment 

+ 1 morning peak 
southbound train 

+ 1 midday  
round trip 

+1 evening  
round trip 

Medium – 
increased 

transit service 
at stations 

could increase 
pedestrian 

traffic 



Waterbury and New Canaan Branch Lines 
Needs and Feasibility Study  Phase I Report 

Connecticut Department of Transportation 8-4 January 2010 

TABLE 8-1: SUMMARY OF LONG LIST ALTERNATIVES – WATERBURY BRANCH 

Alternative 
Environmental 

Impacts 

Engineering/  
Operational 
Complexity Ridership* 

ROW 
Acquisition 

Required 
(acres) 

Est. Cost 
($M) 

Operational & Fleet 
Impacts 

Change in Travel 
Time (minutes) 
and/ or Number 

of Trips TOD Potential 

W-11 
(Four Passing 

Sidings) 
Low Low 12,930 0.4 $64.0 

Medium – requires 
extra trainsets 

and/or repositioning 
of equipment 

Increase in 
morning/evening 
peak and midday 
service (note: to 

be simulated 
during Short List 

screening) 

Medium – 
increased 

transit service 
at stations 

could increase 
pedestrian 

traffic 

New Station Alternatives 

W-12 
(Devon 

Alternative 1) 

Medium – 
additional 

environmental 
study required 
to determine 

effects 

High – major  
utility relocation 

required 
14,737 

Possible 
minor ROW 
acquisition 
required 

along New 
Haven Line 

$134.0 

Medium – one 
additional train set 
required in the AM 

peak, two in the PM 
peak 

Hourly round trip 
shuttles between 
Waterbury and 

Devon 

Low 

W-13 
(Devon 

Alternative 2) 

Medium – 
additional 

environmental 
study required 
to determine 

effects 

Low 14,737 

Possible 
minor ROW 
acquisition 
required 

along New 
Haven Line 

$73.0 

Medium – one 
additional train set 
required in the AM 

peak, two in the PM 
peak 

Hourly round trip 
shuttles between 
Waterbury and 

Devon 

Low 

W-14 
(Wilbur Cross 

Parkway Station) 

Medium – 
additional 

environmental 
study required 
to determine 

effects 

Low 14,292 

1-2 acres 
property 

acquisition 
required for 

parking 
facility 

$41.0 

Medium – reduces 
south end turn time 

by 3:40 minutes, 
resulting in minor 

negative impact on 
service reliability 

where turn times are 
tight 

Adds 1:50 minutes 
each way Low 
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TABLE 8-1: SUMMARY OF LONG LIST ALTERNATIVES – WATERBURY BRANCH 

Alternative 
Environmental 

Impacts 

Engineering/  
Operational 
Complexity Ridership* 

ROW 
Acquisition 

Required 
(acres) 

Est. Cost 
($M) 

Operational & Fleet 
Impacts 

Change in Travel 
Time (minutes) 
and/ or Number 

of Trips TOD Potential 

Existing Station Alternatives 

W-15 
(Derby-Shelton 

Multi-Modal  
Alternative 1) 

Low Low 12,930 0 $3.0 Low 
No change in 
travel time or 

number of trips 
High 

W-16 
(Derby-Shelton 

Multi-Modal  
Alternative 2) 

Low Low 12,930 0 $13.0 Low 
No change in 
travel time or 

number of trips 
High 

W-17 
(Derby-Shelton 

Multi-Modal  
Alternative 3) 

Medium – 
numerous 

crossings of 
waterbodies 

Low 12,930 0 $143.0 

Medium – requires 
extra trainsets 

and/or repositioning 
of equipment 

Additional peak 
service possible High 

W-18 
(Waterbury Multi-

Modal Station) 
Low Low 12,930 0 $40.0 

Low – expands 
storage capacity at 

northern end of 
branch, improving 

operational flexibility 

No change in 
travel time or 

number of trips 
High 

W-19 
(Relocated 
Naugatuck 
Platform) 

Low Low 12,930 

Minimal 
ROW 

acquisition 
may be 

necessary 
for vertical 
circulation 

$21.0 Low 
No change in 
travel time or 

number of trips 
High 
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TABLE 8-1: SUMMARY OF LONG LIST ALTERNATIVES – WATERBURY BRANCH 

Alternative 
Environmental 

Impacts 

Engineering/  
Operational 
Complexity Ridership* 

ROW 
Acquisition 

Required 
(acres) 

Est. Cost 
($M) 

Operational & Fleet 
Impacts 

Change in Travel 
Time (minutes) 
and/ or Number 

of Trips TOD Potential 

Other Modes 

W-20 
(LRT)*** 

High – 
numerous 

crossings of 
waterbodies, 

especially north 
of Derby; 20 
acres ROW 

acquisition in 
environmentally 
sensitive areas 

High – requires 
creation of an 
entirely new 

transit system, 
with new 

infrastructure, 
vehicles, 

maintenance 
facility, and 
operating 

entity; ROW 
acquisition 

12,611 

20.31 + at 
least 10 
acres for 

maintenance 
facility 

$2,690.0 

High – requires new, 
11-vehicle fleet of 
rolling stock not 

currently in use by 
CTDOT, MNR, or 

local transit 
agencies 

Substantial 
increase in service 

frequency, with 
20-minute peak/ 
30-minute off-

peak headways 

Medium – 
increased 

transit service 
at stations 

could increase 
pedestrian 

traffic 

W-21 
(BRT) 

High – 11  
acres ROW 

acquisition in 
environmentally 
sensitive areas 

High –  
requires new 
infrastructure 
and vehicles; 

ROW 
acquisition 

10,258 10.85 $583.0 
Medium – requires 
dedicated fleet of 8 
standard 40’ buses 

Substantial 
increase in service 

frequency, with 
20-minute peak/ 
30-minute off-

peak headways 

Medium – 
increased 

transit service 
at stations 

could increase 
pedestrian 

traffic 
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TABLE 8-1: SUMMARY OF LONG LIST ALTERNATIVES – WATERBURY BRANCH 

Alternative 
Environmental 

Impacts 

Engineering/  
Operational 
Complexity Ridership* 

ROW 
Acquisition 

Required 
(acres) 

Est. Cost 
($M) 

Operational & Fleet 
Impacts 

Change in Travel 
Time (minutes) 
and/ or Number 

of Trips TOD Potential 

W-22 
(Express Bus) 

Low Low 13,421 0 $17.0 
Medium – requires 
dedicated fleet of 8 
standard 40’ buses 

Substantial 
increase in service 

frequency: 
Route 1 

(Waterbury-to-
Bridgeport): 24-
minute peak/30-
minute off-peak 

headways 
Route 2 (Derby-to-

Bridgeport): 13-
minue peak 

headways (no off-
peak service) 

Low 

W-23 
(Shuttle Bus) 

Low Low 13,011 0 $10.0 
Medium – requires 
dedicated fleet of 6 
standard 40’ buses 

Increase in peak 
period service 
frequency at 

stations served by 
shuttle bus (19-

minute peak 
headways) 

Minimal 
change from 

existing 

* 2030 daily boardings, as measured by Connecticut Statewide Travel Model travel demand forecasts 
** The new, five-minute cross-platform Derby-Shelton transfer that would increase travel time along the branch may be an improvement for passengers continuing beyond Bridgeport, 
where they currently undergo a less efficient drop-back transfer 
*** For Double Track and LRT alternatives, the ROW is calculated using 15-foot offset from the second track 



Waterbury and New Canaan Branch Lines 
Needs and Feasibility Study  Phase I Report 

Connecticut Department of Transportation 8-8 January 2010 

TABLE 8-2: SUMMARY OF LONG LIST ALTERNATIVES – NEW CANAAN BRANCH 

Alternative 
Environmental 

Impacts 

Engineering/  
Operational 
Complexity Ridership* 

ROW 
Acquisition 
Required 
(acres) 

Est. 
Capital 

Cost ($M) 
Operational & Fleet 

Impacts 

Change in Travel 
Time (minutes) and/ 
or Number of Trips 

TOD 
Potential 

Signal and Track Modification Alternatives 

NC-1 
(Springdale 

Siding) 
Low Low 3,465 0 $19.0 

Medium – requires 
one additional 
trainset during 

morning peak and 
repositioning of 
equipment; no 

flexibility in schedule; 
requires rewrite of 

2030 operating plan 
to provide optimal 

slots; reliability issues 
with siding 

No change in peak 
direction travel time;  

adds 2 minutes 
reverse peak 
…………… 

+ 2 morning peak 
inbound trains 

+ 1 morning reverse 
peak outbound train  
(-2 trains stopping at 

Springdale) 
+ 2 evening peak 
outbound trains 

+ 1 evening reverse 
peak inbound train  

(-3 trains stopping at 
Springdale) 

Minimal 
change 

from 
existing 

NC-2 
(Full 

Signalization) 
Low Low 3,465 0 $8.0 

Low – improves 
operations at New 

Canaan Station 

No change in travel 
time or number of 

trips 

Minimal 
change 

from 
existing 
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TABLE 8-2: SUMMARY OF LONG LIST ALTERNATIVES – NEW CANAAN BRANCH 

Alternative 
Environmental 

Impacts 

Engineering/  
Operational 
Complexity Ridership* 

ROW 
Acquisition 
Required 
(acres) 

Est. 
Capital 

Cost ($M) 
Operational & Fleet 

Impacts 

Change in Travel 
Time (minutes) and/ 
or Number of Trips 

TOD 
Potential 

NC-3 
(Full 

Signalization + 
2nd Platform at 
New Canaan) 

Low 

Medium – 
capacity/ 

operational 
issues from 

removing bulk 
track; minor 

ROW 
acquisition 

3,465 0.2 $11.0 

Medium – one fewer 
trainset required in 
both morning and 

evening; however the 
evening operation 

whereby two revenue 
trainsets are 

combined into one 
non-revenue trip is 
no longer possible 

No change in travel 
time 

…………… 
- 1 morning roundtrip 
- 1 evening roundtrip 

Minimal 
change 

from 
existing 

NC-4 
(Full 

Signalization + 
Siding + 2nd 
Platform at  

New Canaan) 

Low 

Medium – 
capacity/ 

operational 
issues from 

removing bulk 
track; minor 

ROW 
acquisition 

3,465 0.5 $34.0 

Medium – requires 
one extra trainset 

during morning and 
evening peak and 
repositioning of 

equipment; more 
flexibility in schedule 
than NC-1 or NC-5; 
requires rewrite of 

2030 operating plan 
to provide optimal 

slots; reliability issues 
with siding partially 

mitigated by 2nd 
platform at New 

Canaan 

No change in travel 
time 

…………… 
+ 2 morning peak 

inbound trains 
+ 3 morning reverse 
peak outbound train  
(-2 trains stopping at 

Springdale) 
+ 2 evening peak 
outbound trains 

+ 3 evening reverse 
peak inbound trains  
(-3 trains stopping at 

Springdale) 

Minimal 
change 

from 
existing 
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TABLE 8-2: SUMMARY OF LONG LIST ALTERNATIVES – NEW CANAAN BRANCH 

Alternative 
Environmental 

Impacts 

Engineering/  
Operational 
Complexity Ridership* 

ROW 
Acquisition 
Required 
(acres) 

Est. 
Capital 

Cost ($M) 
Operational & Fleet 

Impacts 

Change in Travel 
Time (minutes) and/ 
or Number of Trips 

TOD 
Potential 

NC-5 
(Full 

Signalization + 
Siding + 2nd 
Platform at 
Springdale) 

Low 
Low – minor 

ROW 
acquisition 

3,465 0.3 $31.0 

Medium – requires 
one extra trainset 

during morning and 
evening peak and 
repositioning of 
equipment; no 

flexibility in schedule; 
requires rewrite of 

2030 operating plan 
to provide optimal 

slots; reliability issues 
with siding 

No change in peak 
direction travel time; 

adds 2 minutes 
reverse peak 
…………… 

+ 2 morning peak 
inbound trains 

+ 1 morning reverse 
peak outbound train 

+ 2 evening peak 
outbound trains 

+ 1 evening reverse 
peak inbound train 

Minimal 
change 

from 
existing 

NC-6 
(Full 

Signalization + 
Siding + 2nd 

Platform at New 
Canaan  AND 
Springdale) 

Low 

Medium – 
capacity/ 

operational 
issues from 

removing bulk 
track; minor 

ROW 
acquisition  

3,465 0.5 $45.0 

Medium – requires 
extra trainsets and 

repositioning of 
equipment; more 

flexibility in schedule 
than NC-1 or NC-5; 
requires rewrite of 

2030 operating plan 
to provide optimal 

slots; reliability issues 
with siding partially 

mitigated by 2nd 
platform at New 

Canaan 

No change in peak 
direction travel time; 

adds 2 minutes 
reverse peak 
…………… 

+ 2 morning peak 
inbound trains 

+ 3 morning reverse 
peak outbound trains 

+ 2 evening peak 
outbound trains 

+ 3 evening reverse 
peak inbound trains 

Minimal 
change 

from 
existing 
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TABLE 8-2: SUMMARY OF LONG LIST ALTERNATIVES – NEW CANAAN BRANCH 

Alternative 
Environmental 

Impacts 

Engineering/  
Operational 
Complexity Ridership* 

ROW 
Acquisition 
Required 
(acres) 

Est. 
Capital 

Cost ($M) 
Operational & Fleet 

Impacts 

Change in Travel 
Time (minutes) and/ 
or Number of Trips 

TOD 
Potential 

NC-7 
(Full Double 

Track) 
Low 

Medium – 
ROW 

acquisition 
3,465 1.55 $198.0 

Medium – requires 
extra trainsets and 

repositioning of 
equipment; most 

scheduling flexibility 
of all alternatives; no 

reliability issues 

No change in travel 
time 

…………… 
+ 1-3 morning peak 

inbound trains 
+ 0-4 morning 
reverse peak 

outbound trains 
+ 1-3 evening peak 

outbound trains 
+ 1-4 evening 

reverse peak inbound 
trains 

Minimal 
change 

from 
existing 

Station Alternatives 

NC-8 
East Main  

Street Station 
Low Low 3,527 

Possible 
minor ROW 
acquisition 
required 

along New 
Haven Line; 
additional 
property 

required to 
construct 
parking 

facilities/joint 
development 

TOD 

$23.0 

Medium – subtracts 2 
minutes from 

arrival/departure 
interval at Stamford 

Slight increase in 
travel time (43-56 
sec); no change in 

number of trips 

High 

NC-9 
Glenbrook 1** 
(2nd platform) 

Low Low 3,465 0 $4.0 Low 
No change in travel 
time or number of 

trips 
Medium 
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TABLE 8-2: SUMMARY OF LONG LIST ALTERNATIVES – NEW CANAAN BRANCH 

Alternative 
Environmental 

Impacts 

Engineering/  
Operational 
Complexity Ridership* 

ROW 
Acquisition 
Required 
(acres) 

Est. 
Capital 

Cost ($M) 
Operational & Fleet 

Impacts 

Change in Travel 
Time (minutes) and/ 
or Number of Trips 

TOD 
Potential 

NC-10 
Glenbrook 2** 

(relocate station) 

High – station 
relocation 
impacts 
adjacent 

residential 
neighborhood  

Low 3,465 0 $5.0 Low 
No change in travel 
time or number of 

trips 
High 

NC-11 
Glenbrook 3** 

(TOD only) 
Low Low 3,465 0 $0.0 None 

No change in travel 
time or number of 

trips 
High 

NC-12 
Glenbrook 4** 

(eliminate 
station) 

Low Low 2,958 0 $2.0 Low 

Slight decrease in 
travel time (approx. 

45 sec); no change in 
number of trips 

None 

NC-13 
Springdale 
Platform 

Extension 

Low Low 3,465 0 $2.0 Low 
No change in travel 
time or number of 

trips 
Medium 

NC-14 
Talmadge Hill 
Pedestrian/ 

Parking/Platform 
Improvements 

Low Low 3,465 0 $5.0 Low 
No change in travel 
time or number of 

trips 
Low 

NC-15 
New Canaan 

Station Platform 
Extension 

Low Low 3,465 0 $2.0 Low 
No change in travel 
time or number of 

trips 
Low 
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8.2 NEXT STEPS 

The Long List of Alternatives described in this report and summarized in Tables 8-1 and 8-2 will 
be narrowed to a Short List of Alternatives through a screening process (“Screen 1”) that will 
eliminate alternatives that reduce or degrade service, result in major environmental or 
community impacts, do not advance project goals and objectives, or are not cost effective 
compared to similar alternatives. Screen 1 will be based on the following five criteria scored on 
a pass/fail basis: 

 Environmental Constraints – Can the alternative avoid major impacts on 
environmental and community resources? 

 Engineering and Operational Complexity – Can the alternative avoid extreme 
engineering challenges and negative impacts on existing infrastructure/transit 
service? 

 Station Area Land Use – Does existing land use or do future land use plans support 
the transit improvements proposed in the alternative?  

 Goals and Objectives – Does the project help meet the goals and objectives 
established for the project? 

 Cost Efficiency – Is the cost of the alternative appropriate given the benefits it 
provides compared to similar alternatives? 

All alternatives will be scored for all five criteria.  Based on those scores and on input from the 
Stakeholder Advisory Committee, the Project Team will trim the Long List of Preliminary 
Alternatives down to a Short List of Alternatives.   

Next, the Short List of Alternatives will be refined through a second screening process (“Screen 
2”) to further differentiate among alternatives. Screen 2 will rely more heavily on quantitative 
criteria. These metrics will be developed after the Short List has been identified, and may 
include the following: 

 Frequency of service (peak and off-peak hours, peak and reverse-peak directions); 

 Cost and cost efficiency; 

 Branch capacity; 

 Ability to fit within New Haven Line slot constraints; 

 Impact on station access and transfers; 

 Impact on service reliability; 

 Travel time savings (on branch and/or between selected station pairs); 

 Estimated ridership;  

 Right-of-way requirements; and 

 Environmental constraints. 

Alternatives retained after Screen 2 will be refined further and presented in the final report at the 
conclusion of the study.  It is anticipated that some of the alternatives recommended in the final 
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report will require additional environment study in an Environmental Impact Statement (EIS) or 
other environmental document. However, it is possible that some simpler, lower-cost 
alternatives would not require additional environmental study and could be implemented as 
funding becomes available. 

 




