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11.0 PROJECT CORRIDOR  
  ISSUES & OPPORTUNITIES 
 

The alignment recommended for Phase 1 of the project 

would provide service on a corridor between 

Government Center and the Miami Design District and 

Buena Vista East Historic District, running primarily 

north-south between NW 1st Avenue and NE 2nd Avenue. 

This project corridor presents both issues and 

opportunities that may affect the final alignment and 

operation of the streetcar project. 

11.1 Proposed Alignment 
The recommended Phase 1 alignment shown in Figure 

10.1.1 is the basis for all other elements of the 

feasibility study, including cost, ridership, economic 

impacts, environmental constraints, and funding 

options. However, the specific alignment may vary 

based on further evaluation of these issues and 

opportunities in subsequent design and implementation 

of the system. Typical sections, station details, and 

concept plan drawings are shown in City of Miami 

Streetcar Corridor Feasibility Study: Preliminary 

Alignment Plans, June 2004, available under separate 

cover. 

The remainder of this section discusses the issues and 

opportunities with respect to the project corridor in 

which the proposed alignment is located. 

11.2 Utilities 
Above- and below-ground utilities run along the streets 

where the streetcar guideway is proposed for the 

project. The utilities include electric, water, sewer, 

cable, telephone, and gas. Known utility owners within 

Downtown Miami are listed in the City of Miami 

Streetcar Corridor Feasibility:  Preliminary Alignment 

Plans, June 2004. None of the existing utility lines have 

been surveyed or specifically mapped for the 

recommended alignment; however, it is assumed that 

some of the existing utilities would require relocation 

throughout the system with a relocation cost allowance 

of $900,000 per mile. Although the proposed streetcar 

system is expected to use a shallow trackbed 

construction method that would minimize utility 

impacts, it is assumed that any utilities running 

longitudinally underneath the trackbed would require 

relocation. During field visits to the project corridor 

some utility locations were identified by previous 

surveyors’ paint markings on the street and sidewalks. It 

was noted that several gas lines along NE 2nd Avenue 

and NE 1st Avenue are located within the proposed in-

street guideway. Existing utilities within the project 

corridor will need to be properly located and identified 

during the corridor survey, at which time it will be 

necessary to detail all actual utility impacts. 

11.3 Horizontal and Vertical Clearances 
The project corridor was reviewed for both lateral and 

vertical clearances where the streetcar would complete 

a turning maneuver or cross under an existing structure. 

The minimum turn radius for the streetcar is 60 ft, 

although larger turn radii are desirable to minimize 

wheel squeal and wear. The minimum operable vertical 

clearance of the vehicle is 14 ft.  

Horizontal clearance issues to be resolved during design 

include: 

� Sidewalk encroachment at Midtown Miami at NE 
29th Street and Midtown Boulevard (NE 1st Place) 

� Sidewalk encroachment at NE 29th Street and NE 
2nd Avenue 

� Lane encroachment at the southbound turn from 
NE 2nd Avenue to westbound NE 9th Street 

� A conflict with the Bay Link project at the 
southbound turn from N. Miami Avenue to 
westbound NW 3rd Street (The proposed Bay Link 
system would run eastbound in the same lane, 
assuming conversion of the street from one way 
to two way.) 

� Sidewalk encroachment at NE 1st Avenue and NE 
14th Street 

The vertical clearances (north to south) are as follows: 

� I-195 at NE 1st Avenue—14 ft 8 in. 
� I-395 at NE 2nd Avenue—14 ft 4 in. 
� I-395 at NE 1st Avenue—13 ft 9 in. 

The I-395 clearance at NE 1st Avenue is less than the 

minimum clearance for the streetcar. Therefore, in-

pavement trackwork on NE 1st Avenue would require 

depressing the roadway at least 3 inches to meet the 

minimum 14-foot clearance. The roadway modifications 

at this underpass would also require additional drainage 

modifications for stormwater collection that are 

factored into the cost of the project on the 

recommended alignment. Based on coordination with 

the Florida Department of Transportation (FDOT), I-395 

is being studied to relocate the existing facility 

underground through the area. Therefore, the lowering 

of the roadway and minimum clearances may be only a 

temporary issue, depending on the outcome of the 

FDOT study. 

The recommended alignment would cross the existing 

Florida East Coast (FEC) Railway corridor four times, 

once each way on NE 29th Street and two crossings of 

the spur line to the Port of Miami on Miami Avenue and 

NE 1st Avenue (see Section 11.7.1). FEC Railway requires 

a minimum vertical clearance of 23 ft 6 in. for 

structures crossing the active rail line and typically 

greater clearances for electric utilities crossing the rail 

line. A minimum 25-ft clearance should be assumed for 

the streetcar traction power supply wire spanning the 

at-grade rail. These clearances along the project 
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Miami, Florida - Interstate 395 Overpass at NE 1st Avenue (looking 
northbound). 

Miami, Florida - 1-95 Overpass at NE 1st Avenue (looking 
southbound). 
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corridor would require a pantograph (the arm mounted 

on top of the vehicle which picks up electrical current 

from the overhead wire) that can extend to 25 ft and 

retract to 14 ft to maintain constant power to the 

streetcar. 

11.4 Performing Arts Center  
The Performing Arts Center (PAC) is located in the 

Omni-Venetia area on Biscayne Boulevard, between NE 

13th and NE 14th Streets 

east of NE 2nd Avenue 

where the streetcar is 

proposed to operate. 

The PAC is currently 

under construction and 

scheduled to open for 

the 2006 season. When complete, this complex will 

occupy 570,000 sq ft on 5.8 acres. 

During Part I of this feasibility study, concerns were 

raised that the proposed streetcar would interfere with 

loading dock operations at the north end of the PAC 

along NE 14th Street, which also provides a back stage 

entrance to the center. Construction plans for the PAC 

were obtained and reviewed to verify that streetcar 

operations would not interfere with PAC loading 

operations considering that all streetcar traffic would 

be limited to NE 14th Street west of NE 2nd Avenue. 

Further, from the plans it was determined that 

automobile valet traffic will occur on the south end of 

the building on NE 13th Street between NE 2nd Avenue 

and Biscayne Boulevard. Vehicles parked by valet may 

require crossing the proposed streetcar line, depending 

on the proposed parking lot locations. However, this 

function would not impede streetcar operations, as 

vehicular traffic crossing NE 2nd Avenue would occur 

under signalized traffic control at the NE 13th Street/NE 

2nd Avenue intersection. 

The main entrance ways to the PAC are oriented 

towards Biscayne Boulevard and NE 13th Street at the 

valet entrance. The location of streetcar relative to the 

PAC would provide convenient access for patrons using 

the system to attend performances and events at the 

PAC complex. It would require a walk of less than half a 

block to a building doorway, except for the main 

entrance ways to the PAC at Biscayne Boulevard, which 

would require a walk of one block. 

11.5 Midtown Miami  

11.5.1 Introduction 

The Midtown Miami Community Development District 

(CDD) has been formed to support a major 

redevelopment project for this area called Midtown 

Miami. The Midtown Miami project is located north of 

NE 29th Street, east of North Miami Avenue, south of NE 

36th
 Street, and west of the existing FEC Railway right-

of-way in the City of Miami. The site and the District 

consist of approximately 56 acres. The proposed 

development for the land within Midtown Miami 

provides for approximately 2,800 condominiums, 500 

residential apartment units, 350 hotel units, 25,000 sq 

ft of grocery store use, 35,000 sq ft of gym/spa space, 

150,000 sq ft of office space, 160,200 sq ft of 

restaurant, and 733,000 sq ft of retail space. A total of 

approximately 45 acres of the property will be 

developed for mixed use. The development will be 

divided by the west right-of-way line of Midtown 

Boulevard and has been subdivided into two major 

plats, as shown in the chart. 

Streetscape and landscape improvements planned for 

Midtown Miami will include enhanced landscaping, a 

public plaza, linear parks, fountains, and signage within 

public areas. Transportation improvements will consist 

of four-lane divided roadways along the northern, 

southern, and western boundaries of the CDD, with two-

lane undivided and divided roadways within Midtown 

Miami. The roadways will be constructed and financed 

by the CDD. Transportation improvements are being 

coordinated to include construction of the Miami 

Streetcar between NE 29th Street and NE 36th Street, 

with streetcar tracks, stops, and corresponding power 

and traffic control systems. 

To serve the residents and property owners of the CDD, 

a Capital Improvement Plan was developed for the 

financing, construction, and maintenance of certain 

improvements and facilities within, and adjacent to, 

the CDD. These improvements are mandated by, or 

consistent with, the requirements of Miami-Dade 

County, the City of Miami, FDOT, and other applicable 

regulatory and jurisdictional entities. 

The exact location of facilities may be modified during 

the course of approval and implementation, but these 

changes will not diminish or alter the benefits to the 

CDD. The CDD Board of Supervisors has retained the 

right to make reasonable adjustments to the 

development plan to meet the requirements of any 

governmental agency while providing the same or 

greater benefits to the CDD. The implementation of any 

improvement within the CDD requires the final approval 

of the CDD’s Board of Supervisors. The CDD will 

construct, operate, and maintain infrastructure to 

support the proposed development. 

Existing Infrastructure 

Because this is a complete redevelopment of the 

abandoned FEC Buena Vista Railyard, there is currently 

no infrastructure within the boundaries of the CDD, 

with the exception of minor aerial electrical services 

extending into the property. Roadways and utilities 

exist within the abutting rights-of-way. 
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 Plat -  
Midtown  

Miami East 
(Acres)   

Plat – 
Buena  

Vista West 
(Acres)  

Gross Area  22.28  33.83 

Road Right of Way  6.21  6.17 

FEC Perimeter Rd. R/W  

Net Developable Mixed 
1.70  N/A 

Use Area  17.93  27.22 

Currently not planned 
for Development  N/A  0 .44 

Miami, Florida - Future Entrance into Midtown Miami 

Miami, Florida - Performing 
Arts Center 
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11.5.2 Planned Infrastructure 

The City has closely coordinated the efforts of the 

proposed streetcar project to integrate it readily into 

redevelopment projects and to capitalize on upcoming 

construction. This approach minimizes both costly 

reconstruction of new and recently completed 

streetwork as well as construction delays brought about 

by adding streetcar infrastructure after the fact. 

Toward this end, a project workshop was held with the 

Midtown Miami project planners, architects, and 

engineers to examine how to integrate the proposed 

streetcar project into the new Midtown Miami roadway 

infrastructure. Conceptual alignments were developed 

based on then-current development plans and drawings 

as well as the current streetcar concept plan. The 

workshop identified the following streetcar alignment 

through Midtown Miami: 

� Beginning at the south, the double-track 

alignment would enter Midtown Boulevard from 

NE 29th Street. Midtown Boulevard will be an 

approximately 2,450-foot-long new two-lane 

urban roadway from NE 29th Street to NE 36th 

Street. This roadway would have on-street public 

parallel parking on both sides where feasible. 

� Near the north end of Midtown Boulevard the 

double-track alignment would proceed west 

through the planned two-acre public plaza to 

Buena Vista Avenue. Buena Vista Avenue will be 

an approximately 1,400-foot-long new two-lane 

urban roadway from NE 32nd Street to NE 36th 

Street. This street would have on-street public 

parallel parking on both sides where feasible. It 

would be a curbless street with planted medians 

and customer pickup and dropoff. 

� The double-track system would continue north to 

NE 36th Street where it would proceed through a 

traffic signal and into the Miami Design District 

along NE 1st Avenue. 

Streetcar Integration Issues for Midtown Miami 

Incorporation of streetcar infrastructure with the 

developing Midtown Miami project entails the 

construction of portions of the proposed streetcar 

system with the installation of roadway, drainage, and 

utilities in the development. Attributes of the streetcar 

project would include: 

� Approximately 3,000 linear feet of in-street 

trackwork, including trackbed structure 

� Modification to approximately 3,000 linear feet 

of street construction, including curbs and 

gutters 

� Intersections and signal system modifications 

� Relocations of utilities within the street, such as 

water and sewer 

� A traction power substation to be connected to 

the public utility and feeder cables to a future 

overhead catenary system (OCS) for the 

streetcar 

The modifications of future utility and/or street light 

system to support the OCS would include: 

� Modifications to street lighting locations and 

pole foundations 

� Infrastructure such as underground duct banks, 

manholes, hand holes, service panels, and all 

other related electrical components as required 

� Station platform areas with shelters, treatments 

to meet Americans with Disabilities Act (ADA) 

requirements, passenger informational systems, 

and other passenger amenities 

� Modifications to the streetscape and landscaping 

elements 

The current capital cost estimate for Midtown Miami 

does not include actual installation of streetcar 

infrastructure (rails, OCS, etc.). Designing for and 

constructing the basic streetcar guideway and traction 

power elements during new street construction would 

provide significant savings in roadway reconstruction, 

mobilization, and maintenance of traffic. 

Coordination efforts are underway between the City and 

the Midtown Miami CDD to incorporate basic streetcar 

elements into the initial Midtown Miami project 

infrastructure. Specifically, it is proposed that sufficient 

design be completed to determine which elements of 

the streetcar project should be constructed as part of 

the Midtown Miami project. This effort will also 

determine what modifications should be made to the 

Midtown Miami construction to accommodate the 

streetcar project. While most affected construction 

items are expected to be below or at grade, the 

coordination efforts will identify any other issues that 

need to be resolved within the Midtown Miami project 

with respect to the streetcar (such as the number and 

location of traction power substations). 

Streetcar elements that should be constructed as part 

of the Midtown Miami project include elements that are 

at or below grade, 6,000 linear ft of roadway with the 

appropriate cross slope to accommodate the streetcar 

infrastructure, and three future streetcar stop 

locations. These primarily include underground conduit, 

Florida Power & Light (FP&L) duct banks, water and 

sewer lines, drainage, and roadway. Other streetcar 

elements that could be constructed with the Midtown 

Miami project include foundations for the OCS and light 

poles, station platforms, track slabs, and cathodic 

protection. The ability to defer construction of items 

such as pole foundations depends on the actual shape 

and configuration of the foundation itself. Above-

ground elements are expected to be constructed in the 

future unless a specific benefit is achieved at minimal 

cost by sharing facilities. For instance, it may be 

determined that certain light poles would serve as OCS 

poles after future modification when the streetcar 

project is constructed. 

Another integration issue to consider is that Midtown 

Miami is a Brownfield site, which, by definition, means 

the property has some form of environmental 

contamination. The Brownfield closure agreement for 

the property with Miami-Dade County Department of 

Environmental Resources Management (DERM) requires 

an environmental cap over all soils or excavation and 

replacement of the soils with clean fill to a depth of 

3 feet to meet the criteria for residential development 

on the property. The roads, sidewalks, and building 

foundations serve as the above-referenced 

environmental cap. Subsequent streetcar construction 

to relocate below-ground utilities could affect the 

closure agreement with DERM. Environmental 

monitoring, permitting, and agency coordination 

associated with reopening a closed Brownfield site 

would be required, which would add to the cost of the 

future streetcar project. 

Modification to the Midtown Miami infrastructure design 

would be necessary to accommodate the streetcar 

project. The streetcar project would definitely affect 

the design of the current roadway cross section and has 

the potential to affect utilities within the street, 

depending on the private and public utility providers’ 

position with regard to their facilities being beneath the 

tracks. The roadway cross section is affected by the 
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cross slope of the streetcar track slab; the streetcar 

track slab cannot have a cross slope greater than 1 

percent and is preferably 0 percent. This cross slope 

change would require the vertical profile of the 

roadway to be lowered if all other project elements are 

to remain as previously designed. As the roadway cross 

slope is changed for the streetcar, additional drainage 

inlets may be required to accommodate additional low 

points within the roadways of the proposed 

development. At the present time, proposed utilities 

are located within the track slab area. Based on 

discussions with the utility companies, the water, 

sewer, and power lines may be moved now to eliminate 

relocations in the future.  

An analysis was conducted during this coordination 

effort to estimate the likely future construction impacts 

on the Midtown Miami project costs (in 2004 dollars) if 

streetcar construction were to occur after completion 

of the Midtown project, as currently planned. The 

elements classified as reconstruction of new 

infrastructure, and their costs, include: 

� Reconstruction of the roadway and sub-base in 

which the streetcar would operate to 

accommodate the track slabs and a revised 

roadway cross-section = $135,000 

� Reconstruction of sidewalk for installation of 

trenches for two underground duct banks and 

foundations for OCS poles = $40,000 to $50,000 

� Abandonment and relocation of water and sewer 

lines to accommodate the streetcar = $700,000 

to $750,000. 

� Modifications to the existing drainage system 

(adjust four to six inlets, excavate and core drill 

for connections for track drainage, and abandon 

and reconstruct one deep well) = $150,000. 

� Resigning and marking = $5,000 

� Reconstruction of the FP&L duct bank on 

Midtown Boulevard, while maintaining service in 

the existing duct bank, and removal of the 

existing FP&L duct bank = $1,000,000 to 

$1,500,000 

� Modifications to street curbs and sidewalks at 

station locations = $30,000 to $40,000 

� Total: $2,060,000 to $2,630,000 

 

The major cost components of the potential project 

impact are associated with utility relocations. It is 

recommended, at a minimum, that the City and CDD 

continue coordination efforts to modify the current 

construction plans to relocate utilities potentially 

affected by future streetcar construction. This presents 

the greatest opportunity to minimize costs and 

disruptions to both projects. 

According to the current schedule for roadway, 

drainage, and water and sewer utilities within Midtown 

Miami, these elements are to be under construction 

between 2005 and 2006. Construction of the parking 

garages and public areas is to occur between 2005 and 

2007. 

11.6 Planned Downtown Bus Terminal  
The Downtown Government Center Transit Station 

provides an important interface with Miami-Dade 

Transit Bus, Metromover, and Metrorail services at 

Government Center. However, the current design of the 

transit station is not compatible with streetcar service, 

so the streetcar would be unable to stop at the new 

station. The design for this new downtown bus terminal, 

shown in Figure 11.6.1, incorporates a series of bus 

bays in a “zipper lane” configuration occupying most of 

the block west of the curb line of NW 1st Avenue 

between NW 1st Street and Flagler Street. A concrete 

barrier is also planned in the street to separate bus 

maneuvering from general southbound traffic traveling 

on NW 1st Avenue. 

A meeting was held with Miami-Dade Transit 

representatives regarding integration of the 

Government Center Transit Station with the proposed 

streetcar system. There was general agreement that it 

would not be practicable to include a streetcar platform 

on either of these two block faces, given the intensity 

of bus operations that will be occurring there. There 

was also agreement, upon review of the respective 

plans, that streetcar operations in the left-hand 

southbound travel lane of NW 1st Avenue would be 

possible without affecting the bus operations at the 

station. 

Streetcar station stops should be located as closely as 

possible on NW 1st Avenue to provide a convenient walk 

connection for transfers to the regional transit systems. 

11.7 FEC Railway Coordination 
Coordination with FEC Railway management occurred 

because the recommended streetcar alignment would 

involve at-grade crossings of the FEC Railway line. The 

following describes the crossings, agency 

communication and response, and additional issues that 

may arise in future phases of the project. 

 

 

11.7.1 Crossings 

A total of four at-grade crossings are proposed along the 

recommended alignment: on eastbound NE 29th Street, 

westbound NE 29th Street, southbound Miami Avenue, 

and northbound NE 1st Avenue. However, two additional 

at-grade crossings may be required to travel to the 

maintenance and operations facility (MOF) once a site 

has been selected. Each crossing would require the 

installation and use of concrete embedded track work, 

a remote interlocking signal system to meet Federal 

Railroad Administration (FRA) requirements, an 

upgraded crossing protection system, and isolation of 

the FEC Railway track from stray current. The capital 

cost of each crossing, based on the required 

improvements, is estimated to be approximately $1.25 

million. 

11.7.2 Meeting with FEC Railway  

A meeting with FEC Railway was held at the FEC 

Railway Corporate Office in St. Augustine, Florida, on 

June 15, 2004. The FEC Railway representatives 

attending were Wayne Russell, Vice President and 

Operations Manager, and Charles Stone, Director of 

Engineering. A presentation was conducted to describe 

the project, including its purpose, the recommended 

alignment, potential station locations, connections to 

other transit systems, and the vehicle characteristics. 

After the presentation, FEC Railway expressed a number 

of concerns about the project, including: 

� Clearance of the OCS wires 

� Proximity of the two at-grade crossings on NE 
29th Street (one eastbound and one westbound) 

� Proximity of the stop locations relative to the 
FEC Railway right-of-way 

� Desire of FEC Railway to sell the rail corridor 

SECTION 11 — Project Corridor Issues & Opportunities 
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Discussions at the meeting identified no major fatal 

flaws. The meeting agenda, presentation, handouts, 

and resulting meeting minutes are shown in 

Appendix C. 

11.7.3 FEC Railway Response 

FEC Railway responded on June 18, 2004. The response 

letter regarding the project is reproduced in 

Appendix D. The letter stated that FEC Railway did not 

object to the project but had several expectations, as 

follows: 

� The railroad crossing “frogs” (small square rail 
sections that allow two rails to intersect) should 
be manufactured with premium rail with a base 
rail width of no less than 6 in. and should have 
reversible manganese inserts. 

� The final design would have to be approved by 
FEC Railway prior to ordering. 

� The four crossings should be designed as 
automatic interlockings in regard to signal 
protection for FEC Railway. The manufacturing, 
installation, and future maintenance of these 
items would be at the expense of the City. 

� A joint facility agreement would have to be 
completely executed prior to any construction on 
the FEC Railway right-of-way in accordance with 
the standard operating procedures (SOP). 

� A license agreement covering both the street 
and the streetcar crossing FEC Railway track is 
required for each crossing location. These 
agreements should cover the annual fee for 
right-of-way usage and all maintenance cost for 
the roadways and streetcar tracks as deemed 
necessary by FEC Railway in accordance with the 
SOP. 

These considerations are to be expected at this level of 

a feasibility study. It is anticipated that a Memorandum 

of Understanding (MOU) will be required to continue 

working together through the design process. Once 

design is at a sufficient level, detailed negotiations can 

begin in order to reach final agreements for streetcar 

operations across the FEC Railway corridor. 

11.7.4 Additional Issues 

Although discussions with FEC Railway have been 

favorable to date, several additional issues need to be 

addressed in the future. These include routine 

maintenance, potential future construction and 

improvements within the FEC Railway right-of-way, and 

future transit services within the FEC Railway corridor. 

Future Construction 

If construction or maintenance activities along the FEC 

Railway corridor are required after implementation of 

the Miami Streetcar, these activities may impact the 

streetcar service. These impacts could result from 

routine repair at each crossing location. It is assumed 

that the resulting closures would be minor 

inconveniences. A contingency operating plan for 

streetcar service would be employed in the event of a 

long-term closure of the FEC Railway corridor. This 

issue would also apply to typical roadway maintenance 

and construction disruptions. 

Future Transit Service 

As discussed in Part I Section 7.0, FDOT is planning to 

perform a preliminary study called the FEC Tri-County 

Corridor Study Alternatives Analysis to provide a transit 

service such as commuter rail on the FEC Railway line 

from Jupiter to Downtown Miami, approximately 80 

miles. As the streetcar project progresses into design 

and construction, coordination of the two projects will 

be required. As part of the coordination efforts, 

transfer station locations, transit-oriented 

development, and other opportunities for shared 

facilities should be explored. 

11.8 Bay Link Coordination 
As noted in the Section 10.0, coordination of this 

project with the proposed Bay Link project resulted in 

modification to the recommended alignment for the 

Miami Streetcar. The modification included revisions 

enabling a portion of the project to share track with the 

Bay Link project. Additionally, the stops along the 

shared tracks were revised to accommodate Bay Link’s 

future requirements for two-car consists (two streetcars 

linked together). 

The Bay Link project also affects the maintenance and 

operations facility (MOF) and the traction power 

substations. Coordination with the Bay Link project 

concluded that a combined MOF for the two systems 

would be more efficient. The primary effect of this 

decision is the need for a larger MOF site with a larger 

vehicle maintenance building and more storage tracks. 

The Miami Streetcar project would need a 3-acre site 

for its MOF, whereas the combined MOF site would 

require 7 acres at a minimum, and preferably 10 acres. 

Potential sites for a combined MOF were evaluated 

concurrently with the evaluation of sites for the Miami 

Streetcar MOF. At this time, there are several locations 

that satisfy the criteria for a combined MOF site. The 

selection of a final MOF site should occur during project 

design so that the site can be acquired. 

The traction power substations would need to be larger 

within the portion of the alignment shared by Miami 

Streetcar and Bay Link systems because of the larger 

Bay Link trains (two cars versus one car). Generally, the 

substations within the shared alignment would need to 

be 1 megawatt (MW), requiring larger sites for each 

substation. The substation locations should be 

coordinated with the Bay Link project during the design 

phase. 

As the Miami Streetcar project progresses, coordination 

with the Bay Link project will need to continue. 

Although a recommended conceptual alignment has 

been identified as part of this feasibility, the alignment 

will require further refinement during the design phase. 

Similarly, more detailed efforts will be needed in the 

analysis of MOF sites, including a detailed layout of the 

MOF facilities. In addition, the location of the 

substations that are not on the shared alignment will 

influence the layout and sizing of the traction power 

substations. Coordination efforts should also include 

meetings with FTA to ensure that no project activities 

adversely affect the efforts to advance the Bay Link 

project. Given the joint use of infrastructure, the need 

to coordinate future public involvement efforts for the 

two projects is also likely. 

11.9 Miami at Midnight 
As discussed in Section 2.0, the Community 

Redevelopment Agency (CRA) recently studied a 

concept for a transit shuttle in the downtown area, 

called “Miami at Midnight,” which proposes rail transit 

lines serving as shuttles between parking garages and 

downtown destinations and attractions. During 

coordination with CRA regarding the proposed Miami at 

Midnight project, it was determined that the Miami 

Streetcar project, though not compatible in terms of 

the physical infrastructure, would not prohibit the 

operation of a narrow-gauge rail service. Because of 

their differences in technology as currently envisioned, 

the streetcar and Miami at Midnight projects would not 

be able to share guideway and traction power systems, 
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station platforms, or MOFs, all of which would be 

uniquely designed and specific to the rail vehicles in 

service. 

In addition to physical compatibility issues, the City of 

Miami Commission does not want a CRA project to 

compete for the same potential funding as the streetcar 

project. However, the City and CRA both want to have 

the CRA areas serviced in some way by the streetcar 

project. Additional interface between the Miami 

Streetcar and Miami at Midnight projects is necessary to 

determine how these two projects can co-exist in the 

downtown area. 

11.10 Miami-Dade People’s Transportation 
Plan 
The Miami-Dade County People’s Transportation Plan 

(PTP) also identifies commitments to projects in three 

major categories: bus service, rapid transit, and major 

highway and road improvements projects. The PTP 

projects will continue to be updated and revised. 

11.10.1 Bus Service Improvements 2003-2008 

As of July 2004, the PTP included the following bus 

service projects: 

� Increase the bus fleet from 700 to 1,335. 

� Increase the current service miles from 27 to 44 
million miles. 

� Increase operating hours from 1.9 to 3.3 million 
hours. 

� Utilize minibuses on all new bus routes and in 
neighborhood/municipal circulator shuttle 
service. 

� Add midday, Saturday, and Sunday services 
within 30 days of approval of a dedicated 
funding source, using existing buses. 

� Provide 15-minute bus service, or better, during 
rush hour; 30-minute bus service, or better, 
during other periods; and 24-hour service in 
certain major corridors. 

� Replace buses on a systematic basis to reduce 
operating costs and to increase reliability. 

� Construct bus pull-out bays on major streets to 
expedite traffic flow. 

� Implement a grid system for bus service (north-
south and east-west) on major streets and 
avenues with circulator service feeding mainline 
bus service and rapid transit lines. 

� Expand the bus shelter program throughout the 
County. 

� Enhance and expand transit bus stop signage 
countywide. 

� Expand the public information program for 
transit through enhanced marketing and 
advertising. 

� Expand on the successful municipal circulator 
program. 

 

11.10.2 Rapid Transit Improvements 2003-2033 

The PTP also includes extensive improvements to 

countywide rapid transit. The majority of these transit 

systems will provide additional mobility and options for 

connectivity between major origins and destinations in 

the county and will primarily serve the commuter 

home-to-work trips. These types of services will 

complement the Miami Streetcar project, which would 

provide circulation for the thousands of commuters 

coming to downtown by these rapid transit systems 

each day. The success of these countywide transit 

systems depends on services like the streetcar and 

other circulator systems to provide users with a means 

of getting around once they reach their destination. 

Coordination between these proposed transit systems 

and the Miami Streetcar project is essential to the 

successful development of a countywide transit system.  

The PTP includes a number of countywide transit 

projects. The initial planning phases have been 

completed for two corridors, the North Corridor and the 

East-West Corridor, totaling 26.7 miles of transit. These 

improvements are ready for additional environmental 

planning and final design. 

� Earlington Heights/Airport Connector: a 3.1-mile 
extension from the Earlington Heights Metrorail 
station to the Miami Intermodal Center, located 
on the east side of Miami International Airport. 

� The North Corridor is a 9.5-mile heavy rail 

alternative running from the Dr. Martin Luther 

King, Jr. Metrorail Station along NW 27th Avenue 

to NW 215th Street (the Miami-Dade/Broward 

County line). Stations are proposed at Northside 

Shopping Center, MDC-North Campus, City of 

Opa-locka, Palmetto Expressway, Carol City 

Shopping Center, Pro-Player Stadium, and 

Florida's Turnpike. 

� The East-West Corridor consists of two segments: 

a 6-mile segment from the Florida Turnpike east 

to the Palmetto Expressway (SR 826) and an 

11.2-mile segment from Palmetto Expressway, 

through Miami International Airport and 

Downtown Miami, to the Port of Miami. The 

following sites have been identified as potential 

station locations: Florida's Turnpike, NW 107th 

Avenue, NW 97th Avenue, NW 87th Avenue, Milam 

Dairy Road, Blue Lagoon area, Miami Intermodal 

Center, NW 27th Avenue, Orange Bowl, 

Government Center (Downtown Miami), and the 

Port of Miami. This project recently began the 

Alternatives Analysis/Draft Environmental Impact 

Statement (AA/DEIS) process. 

The Federal, state, and local planning processes for 

these transit lines need to be completed to determine 

the feasibility, technology, and corridor alignment. The 

corridors for these transit lines include, but are not 

limited to, the following: 

� Bay Link: a 5.1-mile corridor between Downtown 

Miami and south Miami Beach. 

� Kendall Corridor: a 15-mile corridor with both 

east-west and north-south segments. 

� Northeast Corridor: a 13.6-mile corridor from 

Downtown Miami, through Little Haiti, to NE 

215th Street, generally along the Biscayne 

Boulevard./US 1 Corridor and FEC Railway right-

of-way. As noted previously, the streetcar 

project would provide many opportunities to 

connect with and complement this transit 

corridor. 

� Rail Extension to Florida City: a 21-mile rail 

extension along U.S. 1 consisting of a segment 

from Dadeland South Metrorail station to Cutler 

Ridge and a second segment from Cutler Ridge to 

Florida City. 

� Douglas Road Extension: a 4.5-mile corridor from 

the Douglas Road Metrorail station to the Miami 

Intermodal Center. 
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