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10.0 PART I I—STUDY  
    REFINEMENT 
 

The corridor evaluation carried out in Part I resulted in 

three alignment options for further development and 

refinement. The Part I activities focused on technical 

criteria to establish feasible alignment options 

independent of agency or stakeholder involvement. 

Part II began with the first round of interagency and 

affected/interested stakeholder participation, whereby 

all available plans generated from each agency or 

organization involved in the redevelopment of 

Downtown Miami and its environs were incorporated 

into the process. This multi-agency involvement 

resulted in a revised and recommended Phase 1 

alignment. The agencies and other stakeholder entities 

involved at this stage included the following: 

� City of Miami Mayor A. Manuel Diaz, City 
Commissioners, and administration 

� City of Miami Transportation Coordinating Group 

� Miami Downtown Development Authority (DDA) 

� City of Miami Community Redevelopment Agency 
staff 

� Miami Parking Authority staff 

� Bayfront Park Management Trust staff 

� Greater Miami Chamber of Commerce 
Transportation Executive Committee, Downtown 
Transportation Committee 

� Miami-Dade County Metropolitan Planning 
Organization (MPO) Committees, Transportation 
Planning Council (TPC), Transportation Planning 
Technical Advisory Committee (TPTAC), Citizens 
Transportation Advisory Committee (CTAC) 

� Miami-Dade County MPO Bay Link Project Team, 
Station Area Planning Meetings 

� Miami-Dade Transit (MDT)— Staff and Downtown 
Bus Terminal Project Team 

 

The following interested members of the private sector 

were also consulted at this stage: 

� Midtown Group, LLC, Developers Diversified 
Realty staff 

� Zyscovich, Inc.  

� The “Entities of Common Interest” Coalition of 
Representatives from Major Public and Private 
Facilities and Hotel Managers 

� American Planning Association (APA) Gold Coast 
Chapter 

� Dacra 

 

Although there was not a formal public involvement 

program associated with this feasibility study, 

opportunities were sought to disseminate information 

about the study. Public information included a Project 

Update/Project Fact Sheet, which was published and 

provided at related transportation planning meetings, 

such as the Miami-Dade MPO committee meetings and 

City of Miami Commission Meetings, and which was 

made available at Bay Link public information meetings. 

In addition, the local media provided information about 

the study through community news stories and news 

spots on local network television. Following this 

feasibility study, it is recommended that a 

comprehensive public information program, including an 

intensive interagency coordination effort, be 

implemented in conjunction with the preliminary 

engineering activities. 

10.1 Recommended Alignment 
The recommended Phase 1 alignment, shown in Figure 

10.1.1, was modified from the Option 2 alignment in 

Part I of this study based on: input from various 

stakeholders including the Miami Downtown 

Development Authority (DDA) and City of Miami 

Community Redevelopment Agency (CRA) staff; 

briefings with City Commissioners; and coordination 

with the proposed Bay Link system.  

As a result of the input received, and particularly as a 

result of close coordination with the Bay Link project 

which would likely share guideway and traction power 

infrastructure on the downtown segments of the Miami 

Streetcar, the refined alignment emerged as the 

recommended concept for the Phase 1 streetcar 

system. This option would facilitate future 

implementation of Bay Link. The downtown segment of 
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Option 2 was revised further with a westerly shift using 

the following corridors: 

� NE 2nd Avenue south into downtown 

� West on NE 9th Street to North Miami Avenue 

� North Miami Avenue to the Miami Arena 

� South on Miami Avenue to NW 3rd Street then to 
NW 1st Avenue 

� Government Center to SW 1st Street 

� SW 1st Street to SE 1st Avenue 

� Northbound on SE/NE 1st Avenue to NE 14th 
Street 

� NE 14th Street joining back to NE 2nd Avenue 
northbound 

10.2 Factors Considered for the 
Recommended Alignment 
Factors that influenced the resultant recommended 

alignment include the following: 

� Potential traffic operations conflicts in Options 

1 and 3 for northbound Miami Streetcar 

maneuvering under the I-395/Biscayne 

Boulevard interchange. Roadway improvement 

plans for Biscayne Boulevard prepared by the 

Florida Department of Transportation (FDOT) 

would slightly improve this operation by 

straightening the reverse curve road alignment 

under I-395 and providing improved approach 

geometry at the signalized intersections. 

However, the northbound streetcar would 

potentially block access to I-395 eastbound entry 

ramps due to its undesirable operation in the 

right-only lane that extends several hundred feet 

and would require an exclusive signal phase to 

transition from the right-only lane to the through 

traffic lane under the overpass. The 

recommended Phase 1 alignment avoids this 

operation. 

� Potential conflicts with Performing Arts Center 

(PAC) Ballet/Opera House loading/receiving 

dock operations on NE 14th Street between NE 

2nd Avenue and Biscayne Boulevard in Options 

1 and 3. Design plans were provided during 

coordination with the PAC representatives. Input 

from PAC representatives indicated that four 

loading bays are being constructed to 

accommodate heavy vehicle operations for 

loading, delivery, and receiving at the PAC 

Ballet/Opera House. The entry/exit to the 

loading bays will require tractor-trailers to stop 

on NE 14th Street and back into the bays, which 

ramp down from the roadway. Trucks exiting the 

PAC will pull out from the bays directly onto NE 

14th Street going eastbound. The recommended 

Phase 1 alignment avoids this operation. 

� Difficulties sharing track and infrastructure 

with the proposed Bay Link system on Biscayne 

Boulevard. These difficulties stem from the 

proposed location of the southbound Bay Link 

system running within the median of Biscayne 

Boulevard and Miami Streetcar running 

southbound on Biscayne in the outside (closest to 

the curb) travel lane in Options 1 and 3. The 

potential for two separate southbound tracks in 

the future (one for Bay Link and one for Miami 

Streetcar) would add to traffic control 

difficulties for signal priority and cause concerns 

for motorist and pedestrian safety. Traffic 

control issues were of particular concern in this 

two southbound track arrangement for crossing 

the entrance to the Port of Miami between NE 6th 

Street and NE 5th Street. The recommended 

Phase 1 alignment avoids this undesirable 

condition. 

� Opportunity to share track and infrastructure 

on downtown segments of the planned Bay 

Link system. In meetings with the Bay Link 

project team, it was determined that both the 

Bay Link and Miami Streetcar systems could 

operate on the same streets using the same 

infrastructure, which would provide potential 

cost savings to both projects without duplicating 

service. Since both systems desire access to the 

Government Center transit terminal (with access 

to Metrorail), it was possible to revise the 

alignment of both systems (Bay Link and Miami 

Streetcar) to utilize the same track and 

infrastructure when making this Government 

Center connection. The recommended Phase 1 

alignment facilitates this opportunity. 

� Opportunity to extend construction and 

development over to the NE 2nd Avenue and NE 

1st Avenue corridors in Downtown Miami. Major 

redevelopment projects are clearly supported by 

the market in areas of Downtown Miami which 

front Biscayne Bay or have good views of the 

bay. Farther west into the downtown core, this 

“scarce amenity” of waterfront location or view 

disappears, especially as the buffer of infill high-

rise development along the water’s edge on 

Biscayne Boulevard becomes more complete. 

Therefore, a different amenity is needed to 

propel redevelopment further westward. Other 

cities have found that the amenity of a lively, 

pedestrian-friendly urban streetscape served by 

a convenient and attractive transit mode is 

effective in spreading redevelopment beyond the 

waterfront or other scarce amenity. Locating the 

streetcar line a few blocks west of Biscayne 

Boulevard places the catalyst where it is most 

needed. 

10.3 Goals of Part II Study 
The goal of Part II of this feasibility study is to further 

define the recommended Phase 1 system as follows: 

� Refine the streetcar route as well as the location 
of station sites and the maintenance facility. 

� Evaluate the comparative functions, benefits, 
and costs of streetcars and other transit modes. 

� Analyze the linkage between existing and future 
transit services and the streetcar. 

� Develop preliminary alignment plans. 

� Develop a proposed streetcar operating 
schedule. 

� Evaluate traffic, parking, and environmental 
impacts associated with the alignment. 

� Identify economic development/benefit 
opportunities. 

� Estimate capital and operating costs of the 
streetcar system and service. 

� Develop urban design/station area planning 
concept plans. 

� Prepare a financial analysis and options for 
operational authority. 

� Develop an implementation plan identifying the 
next steps of streetcar system development 
through construction and operations. 
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