Central York County Connections Study
Steering Committee Meeting
November 30, 2010 3:30- 6:00 pm
Alfred Parish Church, Alfred

Attendees: Michael Huston, Wells; Tad Redway, Arundel; Brad Littlefield, Sanford; Myranda McGowan, SMRPC; Judy Bernstein, Kennebunk; Dwayne Morin, North Berwick; John Sylvester, Alfred; Gerry Audibert, MaineDOT; Sara Devlin, MTA; Uri Avin, Parsons Brinckerhoff; Steve Rolle, Parsons Brinckerhoff; Carol Morris, Morris Communications; Ben Ettelman, Morris Communications. 

Meeting began at 3:33 pm

Carol Morris: Thank you all for coming to this Steering Committee Meeting for the York County Connections Study. The agenda for today is as follows:

· Where we are in the Study
· Purpose and Need Statement review
· Highlights of Baseline Conditions
· Potential Measures of Effectiveness (MOEs)
· Next Steps/Next Meetings

Steve Rolle will come up and go over the study schedule.

Steve Rolle: I’m going to very quickly go over the study schedule, talk about where we are and where we are going:

I’m going to go over the study workflow. The study schedule is as follows:

· Study Initiation: Sept. 2010 – Dec. 2011
· Initial Development and Evaluation of Concepts: Nov. 2010 – April 2011
· Detailed Screening and Evaluation of Strategies: March 2011 – Aug. 2011
· Study Finalization: Aug. 2011 – Jan. 2012

In the Study Initiation phase includes the following tasks:

· Mobilize team and administer the study
· Collect and assess data and information
· Build models and tools
· Develop Purpose and Need statement
· Initiate public outreach
 
During the Initial Development and Evaluation of Concepts we will:

· Develop evaluation criteria and MOEs
· Define range of concepts for consideration						- Work with committees to develop and refine
· Evaluate concepts (key MOEs) – wide universe of options such as roadway improvements, land use, transit, etc.
· Recommend and select concepts for further refinement and evaluation

During the Detailed Screening and Evaluation of Strategies phase we will:

· Refine evaluation criteria and MOEs
· Develop packages of complementary strategies for detailed evaluation
· Detailed evaluation of strategy packages
· Modeling (travel modeling, econ impacts, WEBOT)
· Select and prioritize recommendations

And During the Study Finalization phase we will:

· Document study process
· Provide public review and comment period for study report

And with that I will turn the floor over to Carol, who will go over the Purpose and Need Statement. 

Carol Morris: To review, here are the two rounds of concepts that we brainstormed at the last steering committee meeting, in the first round the following ideas were mentioned:

· Plan for regional needs/support visual/cultural character
· Fix what we have
· Promote economic growth
· Address traffic safety issues
· Development of state/local networks - address local concerns
· Move goods/services/people efficiently
· Provide relief for Rte. 1 through-traffic
· Destination-ease
· Promote increased development & trucking on Rte. 202
· Include discussion of funding feasibility

These were the second-tier of concepts that we heard:

· Review multi-modal options to reduce traffic
· No negative impact on municipal budgets
· Fix intersections
· Do not sacrifice visual/cultural characteristics
· Address vehicle/bicycle/pedestrian safety issues
· Correlate buildout potential with access management
· Respect environmental systems/water supply/land use
· Coordinate with other planning processes
· Assure connectivity of Rtes. 109, 111, 95 with Routes 16 and 125 corridor
· Increase proportion of transit funding in region

Before we go into discussion, I want to share what we heard from the advisory committee this morning:

· Emphasize need for multi-modal service
· Need to talk about “interacting” with local Comp Plans
· Add connection to land use in Purpose Statement
· Improve safety for all modes
· Air transportation: connections to airport important?
· Add Rail as part of multi-modal
· Identify tourism promotion as separate from economic development
· Enhance connections between modes
· Question regarding long-term effect on municipal budgets

Brad Littlefield: Does tourism promotion translate into economic development? 

Carol Morris: Yes, it can certainly do so, and of course is a very important to the coastal towns. The fear was that Sanford didn’t want to be looked at as tourism based.

Brad Littlefield: We have discussed that Sanford is a center for economic development for tourism as well.  

Carol Morris: Ok, thank you. There was also discussion about whether the municipalities were not willing to invest in infrastructure for long-term growth. First, is that really what you want to say, and second, putting this in the purpose and need statement in this way may be predetermining a solution.

John Sylvester: I don’t think you want to take it off the table, the ability of municipal government to work regionally on all kinds of things is important and it doesn’t make sense for us not to be talking to each other.

Carol Morris: So you are saying make this about collaboration. The way this is currently worded does not sound collaborative. The wording felt restrictive to the advisory committee.

Brad Littlefield: The question regarding long-term effectiveness of budgets is a concern; some municipalities are going to be asked to take over maintenance on roads. If we do something collaboratively we won’t find ourselves trying to fund things like snowplowing alone. 

Carol Morris: In the context of what we are trying to do here, it’s not worded in that way and so we will edit it and get back to you.

Judy Bernstein: It’s important to hear the benefits to the communities, that needs to be included.

John Sylvester: It might be important to talk about types of investments and how they work as well. 

Michael Huston: It’s not that communities are unwilling to contribute something, but if you build something that is taxable the benefit goes to that community. If my town has to pay to fix up roads in another community, it’s going to be seen as unfair. It’s also going to be seen as unfair if your community is a service center and taxes go up but other communities get to take advantage of these services and don’t have to contribute to the tax fund. Unfortunately, due to the bad economy, the collaborations that have been started up have backfired because the state portion has dried up.

Dwayne Morin: Towns know we have to make capital investments; we need to make wise capital investments. The word negative sounds like the towns do not want to do anything. If we don’t keep up with our infrastructure it’s going to cost us more in the long run.

Carol Morris: Great, that is very helpful and helps clarify what that bullet should say. Is there anything here that you don’t think we should change in terms of advisory committee comments? Is there any angst?

Michael Huston: Some strike me as redundant. 

Carol Morris: That happens, and it may just need some editing. 

Brad Littlefield: Is this going to be the final document?

Carol Morris: As we move through the study and learn more we can amend it to reflect what we have learned. It’s a living document. You will see it again before it goes public and you can provide feed back via email.

Michael Huston: I’m fine with this. I want to point out that there are areas within the study area that need to be repaired. Route 109 is going to be rebuilt in the next 14 months. It should be finished about the time we are going to be finished. We should be looking at solutions that apply to the finished road and not the old one.

Gerry Audibert: It was my understanding that the construction portion got cut way back. 

Michael Huston: We were told that 2.9 miles north from the turnpike would be rebuilt. In about 8 days the bid package for the next 3.5 miles will be issued and they anticipate the construction to being in fall of 2011. 

Gerry Audibert: I will check to confirm that.

Carol Morris: Ok, so does the purpose statement look good? 

Uri Avin: It was suggested that the study use the word direct instead of accommodate. It seems small, but sometimes these things tend to get very important down the line.

Michael Huston: They are suggesting we say, to improve traffic safety and direct expected travel demand? 

Carol Morris: Yes, instead of passively, accommodate, we are going to try to push more into multiple modes.

Gerry Audibert: I suggested that the needs statements needed to be re-worded to read as needs. Right now they read as opinions. My other request was to include Route 1 in the first bullet point.

Sara Devlin: Did we talk about the imbalance between jobs and housing to make it less dramatic?

Uri Avin: When we do the presentation on existing patterns and data it will become clear as to why that’s overstated. 

Brad Littlefield: Is it overstated? 80% of Sanford works out of the area. 

Uri Avin: This is region-specific.

Steve Rolle: That’s an interesting point. There may be another layer there to address.

Sara Devlin: Did we talk about improved access to 95 and route 1 in New Hampshire as far as major corridors are concerned?

Carol Morris: We want to change that - broaden it - to improve access to major corridors. We can amend that to be more specific as data comes in.

Brad Littlefield: Can you state interregional and interstate connectivity?

Gerry Audibert: I would be careful with interstate, it may be true but we don’t know yet. I would say that regional is internal to the study area and major corridors is connections to the study area.

Brad Littlefield: We are going to run into an issue with environmental sensitivity and I don’t think we have addressed that in goals. We should include something like, maintain or preserve environmental character. 

Judy Bernstein: We could just add it to the fifth bullet.

Brad Littlefield: I don’t want to say protect the environment because that may preclude us from doing something that is necessary. But certainly we can improve environmental character. 

Carol Morris: So we will say maintain and enhance the visual, historical, cultural and environmental character. I thought that the correlation bullet was more of a tool and not a goal at this point.

Uri Avin: It definitely is a goal.

Myranda McGowan: Bullet 6 talks about rail, should it say rail, air, and travel demand management. 

Carol Morris: Yes, good point.

Brad Littlefield: When you take a road like the Spaulding Turnpike and improve it, how does it affect the region next to it?

Gerry Audibert: If there were improved access I would expect that there would be some economic impacts. 

Uri Avin: The travel model will show that.

Myranda McGowan: Have you talked to the people who run the Seacoast model?

Uri Avin: I’m not sure if Kevin has or not yet.

Brad Littlefield: Is this something we address now with our needs and goals?

Uri Avin: It’s also about connecting to important corridors. 

Gerry Audibert: Some of the questions that are coming up are what the modeling will do. We are looking at the New Hampshire connections but they are not within our study area. At the conclusion of this study we will look at a Phase 2 analysis. This is the tip of the iceberg and we will come up with feasible options.

Carol Morris: Any other thoughts or comments? Okay, then we will turn it over to Uri.

Uri Avin: Okay, now we are going to share some of the highlights of data we have discovered. We are going to talk about the following areas:

· Economic context
· Development trends
· Planning, zoning and access management
· Environmental and cultural resources
· Transportation

Uri Avin presents a slide showing Commute Patterns of York County

In this slide you will see that 70% of the jobs in York County belong to residents of York County. Additionally, the commuter shed within York County is fairly narrow, mostly to the north to Cumberland County, and not much to the south. Additionally, the percentage of York County residents who work outside of York County is 55%, so this region is not a bedroom community, it is fairly self contained. 

Brad Littlefield: So is this a suburban area or an urban area?

Uri Avin: Generally York County is more independent than truly suburban.

Brad Littlefield: From a standpoint of economic powerhouse, more of the dollars stay in York County and are spent in this county, so is York County wealthier?

Uri Avin: I see where you are going and that is a little different. I will cover a bit of what you’re asking later.

Uri Avin presents a slide showing patterns of growth in Northern New England

We are looking 25 years ahead and the challenge is to understand what will happen with population growth. In this map you can see that we have looked at the greater regional, satellite suburban and rural areas in terms of growth. Greater Boston is the regional center for this map and in Maine Cumberland and York Counties are considered satellite centers and the rest suburban and rural areas. The per capita income of the regional center is greatest but the income growth percentage between 1992 and 2003 is actually greater in the satellite centers at 85% as compared to 73% in the regional center. The natural increase (births minus deaths) is about 35,000 in the satellite center between 2000 and 2004 as compared to about 25,000 in the regional center. Finally the increase from net in-migration in the satellite centers is about 41,000 as opposed to negative 72,000 in the regional center. We have an older center losing people and newer centers gaining people. The big question in 35 years as to how much of the economy will grow and which direction improvements matter the most in Central York County. That is a very broad picture of growth in this area.

Brad Littlefield: Did you do anything south of Boston for in-migration? Is it greater south or north of Boston?

Steve Rolle: My sense is it probably isn’t different until you get down to the mid-Atlantic. 

Uri Avin: Next I am going to talk about development trends within the study area and talk about where the orientation of York County is in the long run. When we take our best estimate working with Charlie Colgan, how do we sub-allocate future growth in this area with so many different areas? We looked at commuting patterns, population growth trends and metro area (Portland) proximity.

Uri Avin presented a slide showing How the Region Clusters

We looked at a number of different scenarios and tested different statistical features to see what grouping worked best. In this slide you can see how we thought about dividing up growth in this region into different clusters. The way that we use this is to say that certain areas should get specific percentages based on data, logic and reasoning. The next step after that is to break this into smaller areas. So what do you think about this?

Brad Littlefield: I’m not sure about Lebanon as far as future growth.

Carol Morris: The comment from the advisory committee was that it could get split in half.

Uri Avin: We can do that when we get farther into the study.

Brad Littlefield: Did you have someone from Lebanon on the committee? 

Carol Morris: No, Jason Cole was not there.

Steve: From a statistical standpoint it flipped back and forth. At this level it is nice to maintain town boundaries and we can split them later.

Brad Littlefield: Lebanon is not a hugely populated area, so I’m not sure it makes much difference to split it. 

Carol Morris: What do you think about Waterboro?

Brad Littlefield: There are parts of Waterboro that have significant growth and others that don’t.

Dwayne Morin: Population centers are in the north of Waterboro and their tendency is to travel to Portland for work. So that is okay as is.

Uri Avin: The other thing that Charlie asked us to touch base with you on was growth caps and how they will effect these future projections. What is the status of Wells?

Michael Huston: We haven’t had a growth cap for three years now.

Uri Avin: We’ve been looking at whether historically the growth caps over the past decade have affected growth and whether towns are bumping up against the caps.

Brad Littlefield: When you say growth cap do you mean is it constraining? 

Uri Avin: Correct, it’s when you have permits that are right against the cap.

Brad Littlefield: From the standpoint of the region all it did was protect communities from education impacts. Waterboro is a prime example of this; they had a huge increase in growth and therefore a huge increase in education cost. 

Uri Avin: That is interesting; do other people here agree with that?

Dwayne Morin: I can say that our growth cap in terms of people deciding to live in North Berwick was irrelevant. Anybody who ever wanted to build in North Berwick, built there.

Uri Avin: A preliminary look at data showed no one began to even push the numbers on the cap other than Wells. 

Michael Huston: Even in Wells where there was a significant backlog, if you owned the sub-division you could put in for all of your lots for a building permit, so the waiting list was artificially long. There were a lot of questions regarding if the waiting list reflected people who wanted to build or if it was just large subdivisions with one developer. What it did change in Wells was the pattern of growth. Developers who owned big tracts of land built new villages of summer homes. We allowed in Wells, if you built elderly or affordable housing, that all of your entire development could escape the growth cap. We still got all the people we wanted but different from what we were expecting.

Uri Avin: This can be a very important factor, if what Brad Littlefield says is correct, it deflected growth into places that have no growth caps. Charlie wanted to us to think about what should we assume going forward for growth caps. One simple option is to assume that they go away and project growth based on history and simple trends. 

Dwayne Morin: Caps are based on ten years worth of growth. I think that you should look at what historical growth is and project forward. It terms of controlling growth, the caps didn’t have a huge impact. The two years we hit our cap we caused that because people were camped outside of our offices because they thought we would hit our cap, and at the end of the year we didn’t hit it. In the years since then. we have not come close to hitting the cap.

Michael Huston: Without the growth cap, the number of year round single-family homes has been exactly the same as before the growth cap. 

Uri Avin: You’re saying the types of growth were distorted because of the fact of the growth cap. You have an influx of summer homes. 

Michael Huston: I think we have more part time people living in Wells today because of the growth cap. 

Judy Bernstein: That is the trend in the past ten years; the growth caps are going to have to go away anyway. We need to plan for non-cap trends.

Tad Redway: I think we should ignore them; they are artificial and will fall apart. The only thing it did in Arundel was keep a couple of golf course communities out which ended up being a negative.

Brad Littlefield: But in essence we can’t ignore caps, because communities want them and have chosen to make them part of their planning process. 

Carol Morris: So that concern might come up in a meeting, then we would reiterate what has been said.

Gerry Audibert: Are we all thinking that we will take past trends and project them forward at the same rate?

Uri Avin: No, not necessarily at the same rate. Charlie doesn’t do a straight line because rates are different for different reasons. Right now in our scope, we don’t plan on doing wholesale land use alternatives. 

Uri Avin presents a slide showing map of Generalized Zoning in the Study Area

Here you see the study area and the current zoning. Is there anything here that surprises you?

Michael Huston: I am surprised and pleased at the amount of connectivity to rural areas.

Uri Avin: Some of these rural areas may be one-acre lots versus five-acre lots. 

Michael Huston: is there a way to break out what’s active farming today as opposed to pastureland?

Uri Avin: There is no existing land use map. At the next phase we will have to get into land use. At this stage we just couldn’t find it.

Michael Huston: In the industrial, is there now, or will there be an attempt to show what of that is currently developed?

Uri Avin: For the next phase we will have to look at that. 

Michael Huston: The quarry, probably 40-47% is completely undeveloped land. 

Uri Avin: I would guess at least that.

Brad Littlefield: Regarding the blue blobs in the Wells area, about 960 acres belongs to New England Energy Corporation. 

Uri Avin: We also read through all ten communities’ comprehensive plans and zoning regulations. We want to understand how current plans and codes might have an impact on the roadway capacity and efficiency. We also wanted to understand how the comprehensive plans were consistent or in conflict with the purpose and need statement. 

What we found as the key best practices in place:

· Orderly Zoning: minimal scattering of commercial and light industrial
		– Biddeford, Sanford, North Berwick, Ogunquit, Kennebunk, Wells, 			   Arundel
· Future Land Use Map and Current Zoning Highly Consistent
		– Biddeford, Kennebunk, Ogunquit, Sanford
· Limited Access to at least Some Specified Roads
		– Alfred, Lyman, Biddeford, Kennebunk, North Berwick, Ogunquit, 				   Sanford
· Open Space Zoning (in at least some districts)
		– Alfred, Sanford, Wells, Kennebunk, Ogunquit

The following are best practices that we found sometimes in place:

· Access location requirements for different uses
· Phasing of development to better manage traffic issues
· Connectivity required between adjacent uses or for access needs of major subdivisions
· Visual character of highway frontages
· Environmental and Cultural Resource Protection Guidelines
· Environmental generally more specific than cultural
· Thoroughness of development plan review coverage
· Several towns require comparison of conventional and cluster plans as part of approval process
· Sunset provisions for dormant subdivisions

The next slide lists practices that generally need more attention:
· Stripping of Commercial Uses								– Policies and zoning to shift traditional pattern to more nodal one for 	   	  new and redeveloped uses
· Consistent linking of access management requirements to functional classification map
		– Apply to both commercial and residential uses
		– More consistent standards and applicability across the study area

Uri Avin presents a series of slides showing Environmental and Cultural Resources

I want to talk a little about environmental and cultural resources; in these slides you will see that there are a number of considerations from wetlands to streams to historical landmarks within the study area. We are doing an inventory of these resources and these must be considered when looking at transportation concepts.

Steve Rolle is now going to share some transportation data with you.

Steve Rolle: As Uri Avin said I have some transportation information and I will run through that.

Steve Rolle presents a slide showing a map of Route Classification and Speed Limit

In this map we classified the major arterials and looked at some of the speed limits in the study area. The thing you will notice about all of the corridors, there is a number of areas where the speed limits are restricted. 

Brad Littlefield: Would it be helpful for us to know how many tickets are given along a certain corridor?

Uri Avin: I’m not sure, probably local enforcement capacity and monitoring affects that. Understanding how the enforcement works is a mechanism of capacity on particular roads.

Steve Rolle: Is the issue that people are getting tickets or is the problem that the roadway is residential and too narrow? I’m not sure what we could gain from it because of the varying enforcements.

Uri Avin: We will think about it.

Gerry Audibert: There is a lot more coordination between state, local police, and MaineDOT where there are crash problems.

Steve Rolle presents a slide showing map of Current Traffic Volumes

This map shows specific volumes along each corridor. I-95 has the largest volume but other than the turnpike, along Route 202 out to Route 111 to Biddeford is the busiest roadway and there is also a lot of traffic in Sanford and South Sanford on Route 109. On Route 202 and 111 there are 12,000 vehicles per day, it increases to over 25,000 once you reach Biddeford. There are about 20,000 vehicles per day on Route 109 in Sanford, but drops to 8,000 vehicles when you reach the High Pine area. We will continue to gather data. The next step is looking at directionality issues.

Brad Littlefield: So there is not a capacity issue from Kennebunk to Hill Road and beyond in Arundel?

Steve Rolle: We might not have the traffic data for that yet; I will have to look at that more closely.

Steve Rolle presents a slide showing a map of Level of Service

Level of Service (LOS) looks at congestion in a number of different ways; we will look very closely at a number of the intersections to see how they are performing. We can look at the gross link capacity and we can get a general sense of how they are performing. In general, in the study area, capacity is not an issue, meaning the number of lanes provided. There are some segments of Route 111 toward Biddeford that are reaching capacity, also in Sanford, but for the most part there is LOS C or better. 

Steve Rolle presents a series of slides showing Crash Data within the study area

Brad Littlefield: You should take off the non-fatal crashes; the incapacitating injuries make it confusing.

Gerry Audibert: From our perspective, fatalities and incapacitating injuries are at the same level of importance. And these are based on officer assessments at the site as well. 

Brad Littlefield: If there is a fatality, a special squad comes out and does a reconstruction of the accident and that statistic must be in the DOT information.

Gerry Audibert: No, it is not in the database.

Dwayne Morin: Fatalities occur so rarely that statistics can vary drastically from year to year. 

Uri Avin: If you had to guess in the major corridors we are talking about, in terms of relative safety, which is the least safe? The advisory committee thought it was Route 111.

Most of the Steering Committee believes that Route 111 is the most dangerous

Steve Rolle: This surprised us as well. Route 4 has the fewest crashes and injury crashes, Route 111 was higher but significantly lower than Route 109. 

Brad Littlefield: I’ve driven these corridors extensively over the years and I believe that Route 111 carries the heaviest traffic. 

Uri Avin: That’s true but that doesn’t mean it’s the least safe.

Dwayne Morin: I think the misconception is due to the fact that the majority of the accidents on Route 111 are during rush hour so more people see them. Also the roads were much more dangerous before the improvements were made.

Steve Rolle: Yes, and that is the second part of the story here. Route 111 did have a higher crash percentage than the other corridors before the improvements were made.

Steve Rolle presents a slide showing Corridor Crash Rates

In this slide you can see the four major corridors. The dark green shows the crash rate, and the light green shows the critical rate factor, which is the statewide average for similar roads. Route 109 has the highest rate of crashes, but is below the average number of crashes based on this road type. The same is true for Route 111 and Route 202 is right on average. Interestingly Route 4 is well below the statewide average.

Brad Littlefield: Does this include only the part of Route 109 that’s in the study area?

Steve Rolle: Starting and end points are at study boundaries. 

Steve Rolle presents slide showing Bus Services within the Study Area

I am going to also provide some information on the bus services in the study region. In Biddeford there is a decent amount of transit, locally focused on Portland, Old Orchard Beach and the Saco area. 

In Sanford there is the Ocean Shuttle and the My Bus service as well as the Wave. 

Brad Littlefield: Don’t they have a couple of morning and evening schedules that connect to the Zoom line?

Steve Rolle: My understanding is that they have a fixed route but they will change the route if you call 24 hours ahead of time. 

Gerry Audibert: The term used at the last meeting was that they are not a taxi service. The work along a fixed route and if you live along that route you can take advantage of the call ahead pick up. As we get into more detail we will get transit providers to participate in our meetings.

Steve Rolle: That would be helpful because these are unique ways to use the bus line. The system you see run in Biddeford is a traditional way looking at transit. I wanted to mention the summer shuttles in Kennebunk and Wells that connect to coastal towns in the study area.

I want to step back and give you some summary highlights of considerations that we will continue to look into. Those considerations include:

· Economic Context: SW vs. NE orientation is an open, valid question. Some of the tools we will be applying are quite good at helping us understand if you improve accessibility, access to the highway or freight, what does that do to the potential for jobs to relocate. We can look at this by industry.
· Development Trends: the study area divides well into 5 spheres of influence.
· Plans and Codes: a mixed bag in terms of support for Purpose and Need.
· Environmental and Cultural Resources: these are widely spread throughout the study area.
· Transportation: most all congestion and half the crashes are limited to key intersections; overall corridor safety ranking – Routes 109, 111, 202, 4. 

Are there any other insights or thoughts or concepts that we have not thought of?

Brad Littlefield: Can you clarify the first bullet?

Uri Avin: This has to do with the long-term growth of the Portland metro area versus New Hampshire and greater Boston metro area in terms of jobs and orientation for growth or York County. 

Brad Littlefield: I know what Charlie Colgan is going to say, people from the north are moving south and people from the south are moving north and Sanford stands in the middle. 

Uri Avin: Are you saying southwest is the more important orientation?

Brad Littlefield: In a study done about 5 years ago, we found that migration is coming at about the same rate from each orientation. 

Uri Avin: I’m talking about jobs and job growth not just residential growth. 

So now we are going to talk a little bit about Measures of Effectiveness (MOEs), which are the quantifiable measures of evaluation to allow us all to understand the strengths and weaknesses of each alternative.

Uri Avin presents a series of slides showing examples of MOEs from Gateway 1

I want to share some examples of the MOEs we used in the Gateway 1 Study. Measurable factors such as Vehicle Miles Traveled (VMT), traffic on local roads, accessibility, mobility and strengthening the town core for bike, pedestrian, jobs, etc. This gives you a sense of the measures that we used to quantify the alternatives. It’s easy to state the things that you’d like to use as criteria. It’s harder to understand how to quantify those measures.
 
Uri Avin presents slide showing example of how Purpose and Need Ripples Through the Study

Here you can see an example of how we can measure the effectiveness of economic development. Number of jobs by type and location, number of secondary jobs and number of people and homes are all examples of the types of MOEs that we could use. We will use the PRISM model to get this data. 

The following are candidate MOEs that we are considering for this first stage of the study:

· Travel times and delay – changes in accessibility estimated from travel forecasting model outputs summarized for key origin destination pairs; system-wide Vehicle Hours of Delay.
· Travel patterns and capacity – Changes in traffic volumes on other routes. Segment volume-to-capacity comparisons.
· Improved transit access – Corridor improvements which support enhanced transit potential.
· Costs – gross approximation of capital costs including ROW sufficient to identify major cost differences among the concepts evaluated.
· Economic Impact – changes in economic output and activity ($) estimated from the PRISM model.
· Structures impacted – residential and non-residential structures affected; generalized assessment (High/Medium/Low).
· Environmental impacts – Composite assessment of proximity to floodplains, wetlands, steep slopes, rare/threatened/endangered species (RTE).
· Rural and urban character impacts – composite of cultural resources, rural areas opened up and current centers reinforced, consistent with the policies & future land use maps of local comprehensive plans and with the goals of the Growth Management Act.
· Safety – Do improvements address known High Crash Locations?
· Consistency with STPA - (i.e. capacity expansion as last resort)
· Implementability – Likelihood of community acceptance and support (consistency with plans, zoning and public response).

We would like to try and slim this down in the first phase so we are going to do a dot exercise where you get 5 dots and you can put those five dots on any of the MOEs that you feel that really make a difference in the final evaluation of alternatives. All five are equal. The question is, can you live without any of these MOEs, and which ones.

The group participates in the dot exercise with the following results:

Structures Impacted: 0
Environmental Impacts: 2
Rural and Urban Character Impacts: 5
Safety: 5
Consistency with STPA: 0
Implementability: 3
Travel Time and Delay: 2
Travel Patterns and Capacity: 2
Improved Transit Access: 4
Costs: 0
Economic Impacts: 7

Carol Morris: Thanks very much.  The next meeting will be January 19th. We will let you know when and where. The following day we will have our first public meeting. 

Uri Avin: The next steps will be:

· Make economic forecasts
· Develop initial range of corridor concepts
· Review these with AC and SC and refine concepts
· Set up travel and economic impact models
· Determine impacts (Stage One MOEs)

Carol Morris: Are there any other questions?
 
Brad Littlefield: Did the advisory committee have any other input that you would like to share?

Carol Morris: They heard a little bit more background because it was their first meeting but it was essentially the same presentation you saw today. There was a good amount of people and we had a good discussion about economic, environmental, and multimodal concerns. We can fit some more members if you folks have any suggestions. 

Brad Littlefield: The names that were given to you by various communities that you contacted, did you get a commitment back from them? 

Carol Morris: I didn’t get a commitment from the downtown folks.

Brad Littlefield: You will, because I am on that committee now and I will make sure you do.

Carol Morris: Thanks. We have good business and transportation representation. We have some environmental representation but I would like more. 

Brad Littlefield: Did you get Hazen Carpenter?

Carol Morris: Yes. I have asked the Wells Conservation Commission and Owen Grumbling  but haven’t heard back from them. We probably need to get a rail representative but it could be difficult because rail isn’t a huge part of this study and it is a time commitment.

Brad Littlefield: Jon Carter out of Kittery would have a lot of contacts for rail people.  He’s heavy into rail. 

Gerry Audibert: Are there local Chambers of Commerce?

Carol Morris: I have the Sanford Chamber of Commerce. 

Dwayne Morin: Did you get Kennebunk Commerce?

Carol Morris: No I didn’t, but I will contact them. I would like to get someone from the County.

Brad Littlefield: Jonathan Baxter would be a good person to talk to also. You might also want to get a sheriff. He probably knows traffic better than anyone in York County. I’ll talk to him tomorrow.

Carol Morris: Thank you, that would be helpful. Good meeting, and we will see you in January.

Meeting adjourned at 6:02 pm.
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