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COUNCIL MINUTES
The City Council of the City of Raleigh met in a Light Rail Alternatives Workshop at 5:30 p.m. on Monday, August 1, 2011 in the City Council Chamber of the Raleigh Municipal Building, Avery C. Upchurch Government Complex, 222 W. Hargett Street, Raleigh, North Carolina, with the following present.
Mayor Charles C. Meeker
Mayor Pro Tem Mary-Ann Baldwin
Councilor Thomas G. Crowder

Councilor Bonner Gaylord

Councilor Nancy McFarlane

Councilor Russ Stephenson

Councilor Eugene Weeks

Mayor Meeker called the meeting to order at 5:30 p.m.
LIGHT RAIL ALTERNATIVES FOR DOWNTOWN – INFORMATION RECEIVED

Transportation Services Manager Eric Lamb introduced this item.  After thanking all attendees for being present and the Passenger Rail Task Force (PRTF) members for their work, he stated that the Triangle Transit Authority (TTA) and the PRTF would provide overviews of their recommendations.
Greg Northcutt, Director of the TTA's Capital Development Department, briefly reviewed with the Council members the following information contained in his PowerPoint presentation on the downtown light rail transit (LRT) alternatives.
 Overview
●
Background

●
Alternatives Analysis Process

●
Downtown Alignment Options

●
Passenger Rail Task Force

●
Challenges for D6a Concept

●
Triangle Transit Staff Recommendations

●
City Council Endorsement Options

Background

●
Special Transit Advisory Commission (STAC) recommendations (2008) – suggested enhanced bus service and a fixed guideway, i.e., a rail configuration; suggested a half-cent sales tax to provide the local share of any project that would be funded by the local community, the state, and the federal government.
●
Metropolitan Planning Organizations (MPOs) Joint 2035 Long Range Transportation Plan (2009)

●
Passage of Intermodal Bill, SL 2009-527 (2009) – authorized Durham, Orange and Wake Counties to hold their own referendums at their discretion.
Study Process

●
Prior Efforts


▪
Vision Plan (Special Transit Advisory Commission) 2008


▪
Metropolitan Planning Organization Long Range Transportation Plans 2009

●
Current Triangle Regional Transit Program 2010/2011


▪
Alternatives Analysis (currently in this step of study process)


▪
Locally Preferred Alternatives

●
Future Efforts

▪
Preliminary Engineering and Environmental Studies


▪
Design

▪
Construction

Each MPO will make a decision regarding the corridor it prefers.  Future phases of the project depend on the TTA sending environmental information to the Federal Transit Administration (FTA), along with an FTA New Starts Program submittal justifying the project.  If authorized, the project would go into a preliminary engineering phase taking it to a 30% design.  The project is only at the conceptual design phase at this time.

2035 Long Range Transportation Plan

Map dated April 24, 2009 illustrating LRT 2025 routes, LRT 2035 routes, commuter rail 2025 routes, local bus service routes (existing, 2015, 2025, and 2035; regular bus routes and express bus routes)
2035 LRTP Rail Corridor (the "H")
Map illustrating routes.  Over 80 miles of right-of-way that should be considered in the eventual task of devising a reduced-length corridor that is the most affordable and demonstrates the most benefits.
Selection of Initial Study Corridors

Start:  Transit Vision Map

●
Wake Corridor (an 18 or 19 mile corridor that extends from Cary Parkway through Raleigh to I-540, a terminus known as Northeast Regional Center (NERC))
●
Durham-Wake Corridor (a commuter rail corridor; begins west of Durham, extends just short of Johnston County line; longest corridor at 37 miles)

●
Durham-Orange Corridor (begins in Durham and ends near Carrboro)

Selection Process:  Transitional Analysis

●
The three study corridors for the Alternatives Analysis were selected from the Transit Vision Map based on five criteria:  mobility, population and employment, land use, financial, and stakeholder input.  The study for the selection of corridors was the "Transitional Analysis."

Alternatives Analysis Process

How to get from Point A to Point B on any of the alternatives.  It is necessary to design the conceptual alternatives and station locations before screening them.  Slides showed the steps below with graphics noting Point A, Point B, and stations.
Step 1 – Identify priority study corridor using five evaluation criteria.  Slide showed the three corridors.

Step 2 – Develop conceptual alignments and stations.

Step 3 – Evaluate alignments, stations and modes.  More specific criteria will be used to narrow down the alignments.

Step 4 – Identify the locally preferred alternative

All station locations were subject to review by all stakeholders and all planning departments, and the slides show the generally agreed upon stations.  Alignments were narrowed down to two manageable ones.  Part of the locally preferred alterative process takes into account the type of technology/vehicle; in this case, a light rail transit vehicle.

Wake Corridor Study Area Map and Wake Corridor Purpose and Need

●
Need to Enhance Mobility


▪
Accommodate estimated 550,000+ new daily trips by 2035


▪
Provide travel option to congested roadway corridors

●
Foster Compact Development


▪
Serves key regional activity/growth centers

▪
Corridor expected to accommodate over 120,000 new residents and 110,000 new jobs by 2035

●
Support University Travel Market

▪
Universities are significant regional economic driver


▪
Generate 60% of current region-wide transit trips

Public Involvement
●
3 rounds of public workshops (June 2010 – March 2011)

▪
19 total meetings held in multiple locations in Raleigh, Cary, Durham and Chapel Hill as well as Apex, Carrboro, Garner, Knightdale, Morrisville, Research Triangle Park (RTP) and Wake Forest


▪
Over 1,100 participants attended the open house events

▪
53,996 unique Web site visitors

●
Multiple briefings for Raleigh Passenger Rail Task Force

Downtown Alignment Options D2 and D3

Alternative D1 was discounted early on because it did not have the benefits that were sought.
D2 (Boylan flyover and Harrington Street) – comes down the railroad right-of-way, is elevated over the Boylan Avenue bridge, goes down into the area next to the proposed Union Station, proceeds northbound on Harrington Street, then rejoins the CSX alignment.
D3 (Boylan flyover and West Street) – the only difference between D2 and D3 is that D3 comes up West Street.  The TTA is not necessarily recommending D3 because from the beginning of coordination with staff, the City desired to retain West Street as a north-south artery.  Harrington Street has the least amount of traffic, so D2 is preferred to D3.
Downtown Alignment Options D5 and D6

D5 (Boylan flyover plus Salisbury/Wilmington Streets couplet) – longest and most expensive option, and option with the most ridership.  Extends from Boylan Avenue bridge with the flyover, has a 4800-foot structure that takes it to the south end of the City near South Street and the Convention Center, then utilizes Salisbury/Wilmington as the couplet going north and south.
D6 (Morgan Street and Harrington Street) – Mr. Northcutt stated he thinks Council will want to entertain this option tonight, and it is the basis of the TTA's recommendation.  It is the only option that does not go over the Boylan Avenue bridge.  It comes off the NCRR right-of-way near Charlie Goodnight's Comedy Club, continues eastbound on Morgan Street, a station just west of the CSX alignment, then drops back down at West Street and Harrington Street, and continues up Harrington Street and the CSX alignment.
Passenger Rail Task Force – Design Concept D6a

D6a (Morgan/Hillsborough Streets plus Salisbury Wilmington Streets couplet) is a concept.  The TTA did not look at this concept until late in the process and has not analyzed it.  Any numbers associated with this concept are estimates.  D6a changes assumptions on alignments and is a hybrid of D6 and D5.  It takes advantage of the northern end of D5A on the Salisbury/Wilmington couplet.  It continues across Dawson and McDowell Streets to get to the couplet, uses the couplet, returns to Hillsborough Street down to Harrington Street, then goes back out Morgan Street.
All Downtown Alignment Options
Map showing the routes of all the options, including D6a even though it has not been studied.

Summary of Passenger Rail Task Force Briefings
●
Light rail transit vs. streetcars

●
Light rail transit rights-of-way

●
Downtown street integration

●
Operations, safety and constructability

●
Potential historic resource impacts

●
Proposed street closures

●
Ridership, capital cost

●
Union Station connections

LRT vs. Modern Streetcars
●
Typical North American LRT


▪
90 feet long each, up to 4 cars total (3-car platforms are planned)


▪
Usually in exclusive or semi-exclusive right-of-way (5-20 mile corridors)


▪
Usually serves a regional role

●
Typical North American streetcar


▪
60+ feet long each, usually in 1-car context but can be coupled

▪
Usually in mixed traffic with cars (1-5 mile corridors)


▪
Does not serve a regional role

LRS Rights-of-Way

●
Exclusive – operates in subway, freeway median, etc.

●
Semi-exclusive – operates in exclusive lane allowing vehicles cross-tracks only at intersections

●
Non-exclusive – operates in mixed traffic with other vehicles, etc.
Downtown Street Integration (Morgan, Harrington Streets)

(+/-) 40' existing street width

No station – 8 feet of parking on each outer edge

Two 12-foot travel lanes and LRT in between the two parking sections

	(+/-) 40' Existing Street Width

	Parking

8'
	6'│6'
Travel Lane and LRT

12'
	6'│6'
Travel Lane and LRT

12'
	Parking
8'

	40' Proposed Street Width


Downtown Street Integration (Morgan Street, Station Section)

41' existing street width

72' width (back of station platform to back of station platform across the street)

12' platform on each outer edge

12' of travel lane and LRT next to each platform section

Two 12' travel lanes in middle of 72' section

	(+/-) 41' Existing Street Width

	Platform

12'
	5'│7'

Travel Lane and LRT

12'
	Travel Lane

12'
	Travel Lane
12'
	7'│5'

Travel Lane and LRT

12'
	Platform
12'

	
	48'
	

	72' (to Back of Platforms)


Downtown Street Integration (Harrington Street, Station Section)

TTA is proposing a station on the north end of Harrington Street, just north of the CSX alignment.

Trains are in the center – no room for cars other than operating in a mixed mode.  If there is going to be mixed traffic, TTA believes this is the place to have it because of the number of cars that travel through here and the lack of impact if the LRT terminates at this point.

(+/-) 40' existing street width

12 feet of platform on each outer edge

Two 12-foot travel lanes and LRT in between the two platform sections
	(+/-) 40' Existing Street Width

	Platform

12'
	5'│7'

Travel Lane and LRT

12'
	7'│5'

Travel Lane and LRT

12'
	Platform

12'

	48' (to Back of Platforms)


Downtown Street Integration (Wilmington/Salisbury Streets)

8 feet of parking on one side of street

13-foot LRT lane on opposite side of street

Two travel lanes (one 11' and one 12') and in between

	Parking

8'
	Travel Lane

11'
	Travel Lane

12'
	6'│7'

LRT

12'

	44'


Downtown Street Integration (Wilmington/Salisbury Streets, Station Section)
Two 12-foot travel lanes on one side of street

12-foot LRT lane next to those two travel lanes

8-foot platform on opposite side of street

	Travel Lane

12'
	Travel Lane

12'
	7'│5'

LRT

12'
	Platform

8'

	44'


Operations, Safety and Constructability

●
All day service, 7 days/week, 18+ hours/day

●
Frequency – 10 minutes peak, 20 minutes off-peak service

●
Street running is common among North American LRT systems, but crashes are more likely in this setting

●
More exclusive operations (separate LRT lanes) are safer and consistent with state of practice

●
Street construction, lane closures will disrupt parking, traffic and adjacent businesses for short periods of time
Historic Resources

Map showing locations of historic resources and state-owned property.  D2/D6 works it way north with minimal impact on historic areas.

Proposed Street Closure

Due to the engineering constraints of going north on Harrington Street and the fact that the gradients do not work to go across the CSX and down Harrington Street to the north, TTA believes the best way to operate this safely is to install a retaining wall to allow trains to turn and continue up the CSX alignment.  A mitigation effort could also be made by extending Lane Street across to West Street.  The street closure affects D2 and D6.

Ridership/Capital Cost

	WAKE CORRIDOR LRT, NW CARY PARKWAY

TO NORTHEAST REGIONAL CENTER

	ALTERNATIVE
	DESCRIPTION
	RIDERS/DAY

(2035)
	TRAVEL TIME

(MIN)
	LENGTH

(MILES)
	CAPITAL COST

($2011B)

	D2, F1
	Harrington St, NERC (West)
	14,400
	34
	18.1
	$1.43

	D3, F1
	West St, NERC (West)
	14,300
	34
	18.1
	$1.42

	D5, F1
	Wilmington/Salisbury St, NERC (West)
	15,300
	38
	18.9
	$1.59

	D6, F1
	Morgan/Harrington St, NERC (West)
	14,500
	35
	18.0
	$1.42

	D2, F2
	Harrington St, NERC (East)
	14,600
	37
	19.2
	$1.47

	D3, F2
	West St, NERC (East)
	14,600
	37
	19.2
	$1.46

	D5, F2
	Wilmington/Salisbury St, NERC (East)
	15,500
	41
	20.0
	$1.63

	D6, F2
	Morgan/Harrington St, NERC (East)
	14,700
	38
	19.1
	$1.43


Mr. Northcutt explained F1 and F2.  F1 is the alignment running up to I-540, terminating at I-540 and staying on the railroad right-of-row.  After discussions with various parties, the TTA determined this alignment is not acceptable, especially when considering that F2 jumps off the railroad right-of-way and goes into Triangle Town Center with two stations.  Even though it costs more, it will have much better performance, so the TTA focused on the non-controversial F2.  It ran all of its model runs on F2 and used it as a baseline and controlled constant to determine the impacts associated with D2, D3, D5 and D6.
D5 increased ridership slightly, increased travel time because of the associated distance (20 miles), and is the most expense option.  If D2, D3 and D5 are not considered viable because they go over the Boylan Avenue bridge, the choice that remains is essentially D6/F2, which data is the most like D5/F2.  Although no model runs or studies have been made for the D6a concept, it would eventually have to be added to this chart if it is to be evaluated head to head with the other options.  

Union Station Connections (D2, D3, D5 LRT)

Map showing the station locations.  TTA purchased property for the old project, which was basically Morgan Street down to Martin Street and across Hargett Street, and is generally the area that the TTA believed the heart of Union Station might be, irrespective of the Viaduct Building.  D2 and D3 both have a station approximately in the center of this area and can be accommodated by going back up the alignment from West Street or Harrington Street.

Union Station Connections (D6 LRT and D6a Concept)

Map showing the station locations.  The station located at the end of Glenwood Avenue must be the primary station, as there are many engineering reasons why it cannot be located elsewhere.  A pedestrian bridge would have to be extended along Morgan Street and a pedestrian mall would be needed for passengers to walk between stations.  There has been discussion about getting over from the current Amtrak station, perhaps by a bridge, to access the entire length of the pedestrian corridor.  The pedestrian corridor is approximately 1500 feet long.

Ms. Baldwin noted that the map of the D6 and D6a Union Station connections indicated redevelopment potential/TOD (transit oriented development), whereas the map of Union Station connections for D2, D3 and D5 did not.  She asked if the TTA believed there was more redevelopment potential for D6 and D6a.  Juanita Shearer-Swink, Project Manager for the TTA's Capital Development Department, described the difference between D6 and D6a vs. D2, D3 and D5 relative to economic development/redevelopment/infill.  The primary issues pertain to the area surrounding the Harrington Street station, going north and south on Harrington Street, vs. going further into the downtown area and putting the primary stations in the Wilmington/Salisbury couplet.  The area west of Dawson Street toward Glenwood South has more property available for redevelopment.  The property around the couplet, north of the Capitol, is controlled by state government.  The area west of Dawson Street has greater potential for economic development/redevelopment/infill.  Planning Director Mitchell Silver provided a more detailed explanation.
Operational Challenges With D6a Concept

Map of potential trouble areas relative to crossing Dawson and McDowell Streets, where approximately 40,000 to 50,000 cars travel each day.  In addition to the congestion and potential long lines of backed-up traffic, when one is on the light rail alignment in the NCRR corridor, it is exclusive right-of-way.  When the east-bound train coming in arrives at the West Morgan station, it enters mixed traffic and the route is no longer exclusive.  The automobiles can travel on the tracks when the train is not there.  TTA has significant concerns with the D6a option and what would happen at Dawson and McDowell Streets with all of the limitations and constraints associated with priorities and pre-emption, along with cars stacking up and the end of the train blocking the street.
Mr. Crowder asked if the train would have priority with regard to signals, etc.  Mr. Northcutt responded that NCDOT indicated it would not want traffic pre-empted on Dawson and McDowell Streets.
Summary of Challenges With D6a Concept

●
Traffic impacts to Dawson and McDowell Streets would likely mean restricting transit operations (cars get priority), reducing service reliability.

●
Changing operations between mixed and semi-exclusive traffic is not recommended (state of practice).

●
State Capitol and Christ Episcopal Church are National Historic Landmarks.

Triangle Transit Staff Recommendation – D6
●
Lower capital cost

●
No large flyover bridges

●
Minimal traffic impacts

●
Moderate construction impacts

●
Good ridership

●
Strong TOD potential

●
Public support
Endorsement Options
1.
Select a preferred alternative (D2, D3, D5, D6) for LPA (locally preferred alternatives) adoption (D6 is recommended). 

2.
Select D6 as the preferred alternative, and in a separate action, request that Triangle Transit evaluate the D6a design option in the next project phase (Environmental Impact Statement).

3.
Select PRTF recommendation of D6a concept

▪
Complete evaluation of D6a would be required


▪
10-12 months of additional study, public meetings

▪
Potential delays to overall transit plans, referendum
Mr. Northcutt pointed out the endorsement options were also listed in the July 28, 2011 letter to the City Council from TTA General Manager David D. King (copies provided).
Mr. Crowder said he would like more information on the transfer facility (Union Station) location and the constraints that would not allow it on the east side of the tracks.  Mr. Northcutt indicated the location of the CSX line and station on the slide showing the Union Station connections for D6, and explained the light rail would have to be at least 23 feet above them to the bottom of our structure.  If the light rail is that high above them at that point, and we try to put Union Station "over here" (Clerk's Note:  he indicated the location on the map), the train cannot get down fast enough on the east side.  The platform must be at no more than 1% or 2% grade.
Mr. Gaylord said that in discussing the options with various constituents, a lot of people want to know how they are going to use the train and where they are going to ride it.  He pointed out that D5 is close to all the museums and other downtown amenities, and asked if that component was incorporated into the recommendation.  Mr. Northcutt said the TTA took that into account, and it shows an increase in ridership on the chart.  It took into account the entire alignment from the south side of the City to the north, and that is how the TTA determined it would be in the vicinity of 900 or so boardings that were above the others.  It would cost $165 million or more to extend to the south end to meet those areas.  D5 also has distasteful aesthetics; it has a 480-foot long elevated structure from Boylan Avenue bridge to the Convention Center.  Bill Merton of the TTA assured Mr. Gaylord that activity centers and walking distances to them from the train station(s) were considered when making the recommendation.  Mr. Northcutt added that the TTA also considered other things, such as the historic Pope House.  They talked to the State Historic Preservation office as well as City of Raleigh historic preservation staff and learned that D5 posed a potential problem for them.  From an engineering standpoint, it also impacted the underground part of the Convention Center.

Mr. Stephenson asked if CAMPO will make its LPA decision in January or February, and Mr. Northcutt confirmed that is their target date.  The TTA encourages CAMPO to make the decision at an appropriate time.  If the MPOs can agree on the LPAs, the TTA can get started on the next step in this process, which is to scope for environmental concerns.  
Mr. Stephenson said that a couple of weeks ago, he participated in an informal tour to consider a Hargett Street as a more desirable location than Morgan Street for a light rail station.  He asked Mr. Northcutt if the TTA has investigated that possibility and decided there is no potential there.  Mr. Northcutt responded that before the conversation took place regarding the use of the Viaduct Building and whether an alignment could connect closer to that building than what is pictured on these slides, there were some alternatives considered that used Martin Street and Davies Street to get closer to the southern end of this area.  They found that the further south you go, the ground drops away from you.  This still does not eliminate the issue of getting over the CSX right-of-way at a very high elevation.  To get down from those elevations, the rail would go well past West Street to potentially Dawson and McDowell Streets.  This would significantly impact the businesses located on those roadways.
Bill Huffermans, project manager for TTA's consultant IRS, explained they looked at a Hargett Street extension off the rail corridor connecting to Wilmington and Salisbury Streets.  There were issues with getting down from the elevated structure to a City street, and they found you could not get down by West Street.  The transition structure was between West and Dawson Streets, resulting in the same issues involved with crossing Dawson and McDowell Streets.  The grades work better on Morgan Street.  Getting into Morgan Street from the rail corridor, this works well from an alignment point of view.
Mr. Stephenson pointed out that voters and the Wake County Commissioners must believe this is a viable project and ultimately, the FTA must agree it is a good selection.  He asked to what extent we are locking ourselves in to decisions that may negatively impact voters, the Wake County Commissioners, and FTA's New Starts decision.  Mr. Northcutt replied it is desirable to move forward in a collaborative and agreeable way.  It is difficult to predict at this time whether or not the FTA will accept the project.  The TTA is working on a computer regional model that will help portray the information the FTA wants to see.
Mr. Weeks said the TTA held work shops in southeast Raleigh, but he does not see any reference in these studies relative to what would happen to ridership from downtown Raleigh past WakeMed.  There is a substantial ridership, probably 5,000 people, who would ride from the area past WakeMed downtown to work.  Mr. Northcutt replied they did not analyze that corridor.  They determined if they were to expand in those areas, they will make sure the LPA design does not preclude going east or south in the future.  Although they would like to be able to serve the people in southeast Raleigh with light rail, the second project under consideration is the commuter rail project which has stops in southeast Raleigh, downtown, Garner, and almost as far as Johnston County line.  Mr. Weeks was concerned that the light rail was going to Triangle Town Center, but had skipped a whole area (southeast Raleigh).  Mr. Northcutt explained the TTA focused on the "sweet spot" of the primary corridor that will produce the most benefits.  At a later date, after these projects are underway, expanding to the east or south can be considered.

A brief question-and-answer period ensued regarding street congestion, frequency of train runs vs. number of cars on a train, NCDOT's concern with the Dawson/McDowell Streets issue, number of stops throughout the entire system (21), potential for TOD at stations that are not along the D6 and D6a alignments, and how much additional time it would take to study the D6a concept (seven months for the study plus three to four months for public participation).
Maha Chambliss and Will Allen provided a PowerPoint presentation of the Passenger Rail Task Force's recommended mode and alignment of TTA's light rail route through downtown Raleigh, i.e., LRT railcars electrically powered by overhead wires and the route known as D6a.  Key elements of D6a are as follows:

Between Charlie Goodnight's Comedy Club and Harrington Street:

The D6a route would have two light rail tracks running in West Morgan Street, one for eastbound LRT trains and one for westbound LRT trains.  LRT trains in both directions would operate together with vehicular traffic in this section of West Morgan Street.

Going east and north:

The D6a route would proceed east along West Morgan Street, accessing the Union Station area at the West Morgan Street bridge over the railroad tracks, then continue east to Union Square at the State Capitol, where it would turn north onto Wilmington Street and continue north until it joined the CSX rail corridor.
Going south and west:

The D6a route would diverge from the CSX rail corridor to follow Salisbury Street going south, would turn west onto Hillsborough Street, then would turn south onto Harrington Street, and finally turn west to rejoin West Morgan Street, accessing the Union Station area at the West Morgan Street bridge over the railroad tracks.

Key elements of Alternate D6 alignment are as follows:

Between Charlie Goodnight's Comedy Club and Harrington Street:

The D6a route would have two light rail tracks running in West Morgan Street, one for eastbound LRT trains and one for westbound LRT trains.  LRT trains in both directions would operate together with vehicular traffic in this section of West Morgan Street.

Going east and north:

The D6a route would proceed east along West Morgan Street, accessing the Union Station area at the West Morgan Street bridge over the railroad tracks, then continue north to follow Harrington Street until it joined the CSX rail corridor.

Going south and west:

The D6a route would diverge from the CSX rail corridor to follow Harrington Street going south, would turn west onto West Morgan Street, accessing the Union Station area at the West Morgan Street bridge over the railroad tracks.

D6a Versus D6 Advantages

●
Better ridership opportunities for downtown state government complex employees

●
Good economic development opportunities

●
Maximizing ridership out of the gate will produce the success that stimulates growth of the system and future economic development all along the corridor, setting the tone for the center city's future alignments and growth as an urban center

●
Reaches north side of CBD (Central Business District) core in TTA's first-build system

●
Closer access to east and south sides of downtown Raleigh

D6a Challenges

●
At-grade crossing of McDowell and Dawson Streets

●
Potential historic property impacts at Union Square and Peace College

●
Uncertain whether General Assembly would allow access to areas of Wilmington and Salisbury Streets where streets and parking are controlled by the General Assembly

D6 Versus D6a Advantages
●
Fewer potential historic property impacts (Seaboard Station canopies)

●
Good economic development opportunities

●
Avoids McDowell-Dawson Streets couplet crossing at grade

●
Lane Street and North Street may be extended to improve east-west grid (NOTE:  does not improve north-south connectivity)

D6 Disadvantages

●
At-grade crossing over CSX tracks to be closed at Harrington Street to motorized vehicles, leaving only West Street open to access the area from the north and west

●
Harrington Street to be closed to most motorized vehicles between Lane and Jones Streets

●
Does not reach CBD core or access east and south sides of downtown

Route D6a Versus D6
●
D6a is a hybrid route and has not been studied by Triangle Transit Authority

▪
The D6a route is not among the official Alternative Alignments for downtown Raleigh studied by Triangle Transit Authority.  It is a hybrid route proposed by the Passenger Rail Task Force that uses parts of two official TTA Alternative Alignments named D6 and D5.

▪
The hybrid D6a route and official D6 route are identical between Charlie Goodnight's and Harrington Street.

●
If D6a is deemed infeasible, PRTF recommends route D6

▪
Because the recommended D6a route is not one of the official Alternative Alignments for downtown Raleigh studied by Triangle Transit Authority, it would have to be fully analyzed by TTA as a discrete route just as thoroughly as the official route options were studied.

▪
In the event that the recommended route D6a is deemed infeasible after such analysis, the PRTF recommends that the route called D6 be adopted instead by the Raleigh City Council as Raleigh's Locally Preferred Alternative through downtown.
The last slide of the PowerPoint presentation was an evaluation matrix of the alternative alignments.

Mr. Stephenson said he had asked State Preservation Office staff about the potential impacts on historic properties.  They told him of their experience approving light rail adjacent to historic properties in Charlotte and said there is not a problem as long as the rail stays in the public right-of-way.  There may be some vibration impacts during construction, but as long as they are temporary or mitigated, it is not a problem.  Mr. Allen pointed out that there were streetcar tracks between Christ Church and the State Capitol for over 50 years.
Mr. Stephenson asked if one of the reasons the PRTF selected D6a was ridership.  Mr. Allen said they did not have any data on ridership.  Since D6a is a hybrid, they had to infer ridership.  The third bullet on the slide titled "D6a Versus D6 Advantages" explains the primary reason the PRTF thought D6a was better than D6.

Mr. Gaylord asked why D6, not D5, is the PRTF's proposed backup.  Mr. Allen replied the PRTF did not like the bridges over Boylan Avenue, the bifurcation of tracks for D2 and D3 in the Union Station area because it would diminish the potential for economic development, and the long bridge for D5.  They thought the bridge was unsightly and a 6000' bridge creates dead zones on both sides.

On behalf of the PRTF, Ms. Chambliss thanked the TTA for its help.  There were many requests made by the PRTF and the TTA staff was always compliant and very helpful, and performed a lot of "homework" for the PRTF.

PRTF member Gerry Cohen suggested that in terms of D6 vs. D6a and access for those several blocks, better connector bus service would mitigate some of the walking.  Mayor Meeker said the bus routes will probably be reworked once the City has rail service.
Transportation Services Manager Lamb corrected two comments made earlier.  One related to the potential for closing Harrington Street between Jones Street and Lane Street in concert with a rail station in that area.  He said that is not being proposed at this time, so that block will likely remain open.  With regard to Mr. Weeks' questions about southeast Raleigh, Mr. Lamb said a large part of that has been covered by the bus planning that is underway at this time.  Additionally, there will be a meeting this Thursday night to study the New Bern Avenue Corridor Plan.  In looking at service capability in that corridor, staff is considering the likelihood of streetcar service at some point, or what is referred to as "bus rapid transit," which involves a larger type bus vehicle.  Some people call it a "train with wheels."

Mr. Lamb provided the following PowerPoint presentation.

Key Issues

●
Retrofitting a transit system to a built environment

●
Tradeoffs of operating LRT "streetcar style" (interested in exploring a streetcar system in concert with a light rail system)
●
Considerations for station-area development

Street Running LRT Systems

●
Three options for light rail corridors 

▪
Exclusive right-of-way

▪
Shared right-of-way

▪
Mixed traffic (inherently less efficient)
●
Where under consideration downtown, there is not sufficient space to consider shared right-of-way on existing City streets

●
Issues to consider with mixed traffic operation

▪
Safety

▪
Subject to street congestion

▪
Less efficient (added time)

▪
Retrofitting/rebuilding existing streets to handle LRT vehicles


–
reinforced pavement


–
flattening of vertical curves


–
addition of overhead catenaries with existing utilities and tree canopies
●
Advantages of mixed traffic alternatives


▪
Avoiding conflicts with existing freight and passenger rail service


▪
Fewer right-of-way acquisition costs

●
Goal is to utilize street running where needed but as little as necessary

●
Examples of other cities


▪
Portland

▪
Pittsburgh

▪
Calgary (most significant examples of 3-car trains, roughly 270 feet long)
Economic Development

●
Analysis has been mostly qualitative to date

●
City staff has identified privately-owned properties within downtown adjacent to rail stations that are likely to redevelop

Mr. Lamb distributed copies of a map showing vacant and public parcels in downtown Raleigh, pointing out that the cluster around D6a and the northern half of D5 is heavily encumbered with state-owned property and historic property on both sides.  The properties adjacent to D2, D3 and D6 are open, privately owned, and not encumbered by historic designation at this time.
Conclusions

●
Staff does not support D6a hybrid alternative

▪
Too much reliance on mixed-traffic operation

▪
Impacts associated with Dawson/McDowell Streets operation

▪
Historic property impacts

▪
Not enough redevelopment options in corridor

●
D2 and D6 are functionally equivalent

▪
Stations are all generally in the same place


–
West Morgan Street


–
Union Station area


–
Harrington Street

▪
Cost and scale differences

●
Staff recommends Alternate D6

▪
Simplest, least expensive alternative under consideration

Mr. Stephenson said Mr. Northcutt had indicated there were not many objections to D2 going over the Boylan Avenue bridge, but he had heard the opposite.  Mr. Stephenson asked Mr. Lamb what he had heard.  Mr. Lamb replied that staff has not seen any organized response to that issue.  Years ago, with the original TTA proposal, there were concerns about an at-grade crossing.  The ideal situation in D2 is to go under the Boylan Avenue bridge.  However, that is out of everyone's control because the key piece of that puzzle would require Norfolk Southern Railroad to relocate one of its sidings in that area.  Consequently, the discussion is pushed toward having a bridge over Boylan Avenue.  Staff has investigated the possibility of an alternative signal control if Boylan was crossed at grade.  The rail would run beside the new residential building on Boylan and south of the Boylan Bridge Brewpub.  There would be an intersection at grade that would have flashers and crossbucks.  Given the frequency of crossing at that location, it would require the same signals as an at-grade railroad crossing.  Because of that, and because of the historical response from community, staff looked at the over option and determined it is physically viable, but perhaps not as desirable.

Mayor Meeker disclosed for the record that he lives in the 300 block of South Boylan Avenue, which is close to, and in the general vicinity of, the various alignments.  He also owns a small interest in the Boylan Bridge Brewpub.  Ms. Baldwin disclosed that she lives at the Cotton Mill condominiums, which are close to the rail stations in some of the alternatives.

LIGHT RAIL ALTERNATIVES FOR DOWNTOWN – HEARING – ROUTE D6 SELECTED AS THE PREFERRED ALIGNMENT
This was a hearing to receive public comment regarding the various light rail alternatives proposed for downtown Raleigh.

Mayor Meeker opened the hearing and the following people spoke.

Dan Douglas, 717 South Boylan Avenue, Raleigh, NC  27603-2133 – Mr. Douglas stated he was a member of the Passenger Rail Task Force.  He pointed out that while the state government complex cannot accommodate private development, it is the City's largest employer downtown.  Although it would not be on the tax rolls, there is significant development potential there in the future, with potential riders.  Mr. Douglas likes the D6a option because it provides an opportunity for north-south expansion in the future.  For the same reason, he likes the east-west alignment because it provides an opportunity to extend the system out past WakeMed.  At some point, if the City wants to expand the system, the light rail will have to cross Dawson and McDowell Streets in some way.  Mr. Douglas reiterated his preference for the D6a option because it has the potential for future expansion and captures the ridership of the 12,000 employees at the state government complex.

Mr. Stephenson asked Mr. Douglas if economic development was not as important as ridership.  Mr. Douglas replied that they are equally important.  While the large state government complex downtown does not produce taxes, it does produce jobs and riders.
Helen Tart, 611 Monroe Drive, Raleigh, NC  27604-2355 – Ms. Tart said ultimately, she is looking for the system to be built.  Going with an alternative that has already been studied will make that happen faster.  Ms. Tart noted there are other ways to serve the state government complex, such as the R-Line.
Betsy Kane, 804 West Morgan Street, Raleigh, NC  27603-1665 – Ms. Kane stated she is a member of the Passenger Rail Task Force and generally supports the recommendations it issued.  Considering the nature of the interaction between automotive traffic on downtown streets and potential public transit, many decisions made by the City have been strongly dictated by the one-way pair issue.  For example, it has impacted how the Convention Center interfaces with the streets around it.  Ms. Kane does not believe the policy of one-way pairing is cast in stone.  She thinks it is a state-induced imperative that does not really affect many statewide issues.  One-way pairing is a City issue.  NCDOT's imperative and instructions to the City are not that critical, and the City's decisions and recommendations about that one-way pairing should carry a lot more weight.  Ms. Kane has been an employee at NCDOT and said its official policy now is to give great deference to municipal decisions about local streets even when they are coincident with state highways and state-designated routes.  She questions whether municipalities take advantage of that policy as much as they should.  She believes localities should "push back hard," especially in situations that do not impact matters of statewide significance.
No one else asked to be heard, thus the hearing was closed.  Mayor Meeker asked each Council member to offer his or her observations on the subject.
Mr. Odom stated that studying D6a would slow down the process of getting the light rail built, and people are anxious to see it built as soon as possible.  He does not know if he would vote for an alternative that has a train crossing McDowell and Dawson Streets, because safety features are a big problem.  He likes D6a, but also likes D6.  Mr. Odom said the City needs to move forward with light rail.
Mr. Stephenson appreciates the idea that in the long term, a system will be designed going north-south and east-west, not just west-north.  In terms of economic development, D6a looks good, being south of the Capitol Square.  However, a lot of that development has already taken place.  Staff's analysis shows the Harrington Street alignment of D6 is superior for the potential of early new development.  Mr. Stephenson thinks the City needs to accommodate the state employees, and a circulator makes as much sense as four light rail stops with a four-block radius, which seems like overkill.  He noted that Mr. Northcutt said there has been no analysis done of what Mr. Stephenson calls the D6a-D6 hybrid (going north on D6a and south on D6).  Mr. Stephenson would like to have that disproved as an option before Council makes a decision.

Ms. Baldwin thanked the Passenger Rail Task Force members for their many hours of work they put into this project.  She appreciates what they tried to achieve to get this into the Central Business District, and said their document summarizes her concerns with the plan:  the at-grade crossing at McDowell and Dawson Streets; the potential historic property impacts, especially around Peace College; and the uncertainty as to whether the General Assembly would allow access to Wilmington and Salisbury Streets.  Ms. Baldwin stated she cannot support anything with a flyover, and at this point, she is leaning toward supporting D6.

Mr. Weeks stated he initially supported D6a, but staff's rationale regarding rapid bus transit in southeast Raleigh made him change to supporting D6.

Mayor Meeker said that crossing Dawson and McDowell Streets is a problem, and staying away from historic and state resources makes a lot of sense.  Being able to build out in the south area of the City is an advantage, and it is helpful that the capital cost for D6 is slightly less than the other alternatives.  For these reasons, he supports D6.
Ms. McFarlane stated she is leaning toward D6, but was interested in Mr. Douglas' comment about future expansion.  D6 comes in on Morgan Street and that route would probably be expanded first.  All things considered, her preference is D6.
Mr. Gaylord said the City will have to promote the half-cent sales tax to individuals.  People do not care about where everyone is going to ride the train; they care about where they will ride it.  Alternative D5 is the most comprehensive in terms of the downtown amenities and locations it will serve.  His personal preference is D5, but he generally supports D6a.  The recommendation of the PRTF is to determine if D6a is feasible.  If a study determines it is not feasible, Council would defer to D6.  Mr. Gaylord thinks the PRTF recommendations make sense, if no one else is willing to support D5.
Mr. Crowder stated that slide 27 tells it all.  (Clerk's Note:  Slide 27 shows all the alternatives, state-owned property, and historic resources.)  We are creating a multimodal layered system, going from a macro to micro level.  We are looking at interstate high-speed rail and a regional rail system that will not only connect major points within the City of Raleigh and Wake County, but also Durham and Chapel Hill in the future.  People do not drive their cars downtown, park and visit museums, then get back in their cars and drive around.  That is why the City invested in the R‑Line.  Mr. Crowder foresees expansion of the R-Line, as well as opportunities for streetcars that will travel all the way down New Bern Avenue.  Considering state and historic resources, some of lowest topography in the downtown area, the most economic development potential, and some of the highest density that can be created along the Capital Boulevard corridor, he agrees that D6 is the best alternative.

Mayor Meeker made a motion to select D6 as the preferred alignment for light rail downtown.  His motion was seconded by Ms. Baldwin and a roll call vote resulted in all Council members voting in the affirmative except Mr. Stephenson and Mr. Gaylord.  The Mayor ruled the motion adopted on a 6-2 vote.
ADJOURNMENT

There being no further business before the City Council, Mayor Meeker announced the meeting adjourned at 7:17 p.m.

Leslie H. Eldredge

Deputy City Clerk
